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SOUTH ORANGE COUNTY TRANSPORTATION INFRASTRUCTURE
IMPROVEMENT PROJECT

PROPOSED FINAL ENVIRONMENTAL IMPACT REPORT

The Final Subsequent Environmental Impact Report SEIR is nine-volume set The nine volumes

consist of

Volume Executive Summary

Volumes 11 through Final SEIR

Volumes VI through IX Response to Comments

Specifically the SEIR volumes consist of

Volume Final SEIR Executive Summary

Volume II Final SEIR Sections 1.0 through 4.7

Volume III Final SEIR Sections 4.8 through 4.17

Volume IV Final SEIR Sections 4.18 through 4.24

Volume Final SEIR Sections 4.25 through 13.0

Volume VI Response to Comments Sections 1.0 through 4.0

Volume VII Response to Comments Attachments with the exception of Attachment Sediment

Transport Study bound separately

Volume VIII Response to Comments Appendices

Volume IX Response to Comments Appendices

The Data Sheets for the Sediment Transport Study Attachment to the Response to Comments are

bound separately The Data Sheets are available for public review during regular business hours at the

Transportation Corridor Agencies located at 125 Pacifica Irvine California

In addition there are 20 Technical Studies and 12 Appendices that were distributed with the Draft

EIS/SEIR in May 2004 These technical studies were not changed between the Draft and Final SEIR and

are not being distributed with the Final SEIR

Portions of the text of the Draft EIS/SEIR were revised in
response to comments received during the

public review penod New text is shown with underscore unçusou and deleted text is shown with

strikethrough s4i44
The base document for the Final SEIR is the SOCTIIP Draft EIS/SEIR distributed in May 2004

The Foothill/Eastern TCA will consider this Proposed Final SEIR in their decision regarding EIR

certification and deliberations on the project
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SECTION 1.0

PURPOSE AND NEED FOR THE PROPOSED PROJECT

1.1 OVERVIEW

This Section describes the purpose and need for the proposed South Orange County Transportation

Infrastructure Improvement Project SOCTIIP Specifically this Section provides the Purpose and Need

Statement approved by the Phase Collaborative It also briefly describes the project history and the

relationship of the proposed project to regional transportation planning efforts It also provides defined

project objectives Specifically the following information is provided in this Section

Section 1.2 Project History This Section provides brief summary of the history of the Foothill

Transportation Corridor-South FTC-S which is the proposed extension of the existing FTC-North

This summary includes description of the FTC-S on the Master Plan of Arterial Highways MPAE
and the involvement of the Federal Highway Administration FHWA and other regulatory agencies

in the planning and environmental assessment of this proposed corridor

Section .3 ing Background This Section provides brief description of federal state and

regional transportation planning and programs and how the FTC-S relates to those plans and

programs This Section also provides an overview of regional air quality
and transportation agencies

and how the FTC-S relates to their adopted plans and programs

Section 1.4 Transportation Demand This Section provides bnef description of the existing

deficiencies and forecasted 2025 traffic deficiencies in south Orange County and how the effectively

the SOCTIIP alternatives meet that demand

Section Purpose and Need for the Project This Section provides the Purpose and Need

Statement for the SOCTIIP as developed by the Phase II Collaborative and as adopted by FHWA

Scction 1.6 Project Objecves This Section provides the project objectives developed for the

proposed project by the TCA consistent with the requirements of the California Environmental

Quality Act CEQA

Section .7 Ability of the Alternatives to Meet the Defined Purpose and Need and Pr.pect Objectives

This Section identifies the ability of each alternative to meet the purpose and need and project

objectives for the SOCTIIP

1.2 PROJECT HISTORY

The California State Legislature created the Transportation Corridor Agencies TCA in 1986 as Joint

Powers Agency WA to plan finance design construct and operate toll highway system in Orange

County The State Legislatures creation of this WA was key to the success of meeting the Countys

transportation needs Virtually no new highway construction had occurred in southern California in the

980s until revived by TCAs construction programs for the Eastern Transportation Corridor ETC the

Foothill Transportation
Corridor-North FTC-N arid the San Joaquin Hills Transportation Corridor SJITC

The FTC-S the proposed southern extension of the FTC-N has been the subject
of continurng planning

efThrts for approximately 20 years This proposed project
has been considered by wide range of local and

regional transportation planning agencies including the Southern California Association of Governments

SCAG the County of Orange the Orange County Transportation Authority OCTA Caltrans local cities

and the TC Prior studies completed for the FTC-S include Final Environmental Impact Report FIR

1I
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123 certified by the County of Orange in 1981 That EIR resulted in conceptual alignment for

transportation con-idor facility being placed on the County Master Plan of Arterial Highways MPAH The
Foothill Transportation Corridor Alternatives Alignment Analysis County of Orange and the TCA 1986
identified four alternative alignments to be carried forward for evaluation in an EIR Between 1989 and

1991 the TCA prepared TCA No pursuant to California Environmental Quality Act CEQA for the

selection of locally-preferred road alignment for the FTC-S TCA EIR No addressed the and BX road

alignments selected as part of the Alternatives Analysis phase of the project as the primary build

Alternatives TCA EIR No was circulated for 60-day review period which included public hearings

Written responses to comments and Supplemental EIR were circulated for public review The

Supplemental EIR addressed changes to the Alignment through San Onofre State Beach and San Clemente

resident concerns regarding potential noise and visual impacts resulting in the changed Alignment being

named the Modified Alignment On October 10 1991 the Modified Alignment was selected as the

locally-Preferred Alternative Subsequently as result of coordination with the United States Fish and

Wildlife Service USFWS the Modified Alignment was slightly altered to minimize impacts to the Pacific

pocket mouse and to further address resident concerns for potential noise and visual impacts and was

referred to as the CP Alignment TCA FIR No and Supplemental TCA EIR No are available for

review at the offices of the TCA

In December 1993 the TCA initiated the preparation of Subsequent SEIR to evaluate the CP Alignment

the BX Alignment and the No-Build Alternative The CP Alignment is similar to the FEC-M Alternative

described in this Environmental Impact StatementlSubsequent EIR EIS/SEIR The BX Alignment is

identical to the CC Alternative described in this EIS/SEIR The alignments considered for the FTC-S in

this EIS/SEIR are described in detail in Section 2.0 Project Alternatives Concurrently the National

Environmental Policy Act NEPA process was initiated when the Federal Highway Administration FHWA
published Notice of Intent NOT to

prepare an EIS Federal Register December 16 1993 Between 1993

and 1996 technical analysis of the CP and BX alignment alternatives and the No Build Alternative was
conducted

FHWA originally published NOT for the Foothill Transportation Corridor-South EIS/SEIR in the Federal

Register on June 1986 51 F.R 20398 and again on December 16 1993 FHWA published Revised

NOT on February 20 2001 in the Federal Register 66 F.R 10934 which notified federal agencies that an
EIS will be prepared for proposed transportation improvement in south Orange County and northern San

Diego County The February 2001 NOT described the proposed SOCTIIP alternatives and described the

history of the project related to the earlier NEPA and CEQA notices and studies FHWA published

Supplemental NOT in the Federal Register on March 14 2001 66 F.R 10934 to inform federal agencies of
the dates times and locations of the three scoping meetings in March 2001

In 1996 as result of the 1994 NEPA/Clean Water Act CWA Section 404 Integration Process for
Surface Transportation Projects FHWA initiated coordination to implement the policies of that
Memorandum of Understanding MOU in developing the EIS and Section 404 permitting for the
SOCTIIP The NEPA/Section 404 MOU implements the FHWA United States Army Corps of
Engineers ACOE and United States Environmental Protection Agency EPA policies of improved
interagency coordination and integration of the NEPA and Section 404 procedures The NEPAlSection
404 MOU applies to all projects needing both FHWA action under NEPA and an ACOE individual
permit under Section 404 of the CWA The signatory agencies to the NEPAJSection 404 MOU includeFHWA EPA ACOE USFWS National Marine Fisheries Service NMFS and Caltrans In March 1999
pursuant to the NEPA/Section 404 MOU purpose and need statement was approved for the SOCTIIP
That project purpose and need statement is provided later in Section 1.5 Purpose and Need for the
Project
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Between August 1999 and November 2000 the NEPAlSection 404 MOU signatory agencies and the

TCA retained neutral facilitator to assist in developing list of project alternatives to be evaluated in the

EIS/SEIR It was during this process that the signatory agencies referred to the project as the South

Orange County Transportation Infrastructure Improvement Project or SOCTIIP The SOCTIIP proposes

transportation improvements in south Orange County through extension of the existing FTC south to 1-5

improvements to 1-5 or arterial improvements The NEPAI4O4 MOU agencies and the TCA are

collectively referred to as the SOCTIIP Collaborative In November 2000 the SOCTIIP Collaborative

concurred on the alternatives to be evaluated in the technical studies and in August 2003 concurred on the

Alternatives to be carried forward and evaluated this EIS/SEIR These alternatives are described in

detail in Section 2.0 Alternatives

This current EIS/SEIR is the culmination of the planning and environmental studies conducted since the

early 1990s for the FTC-S

1.3 PLANNING BACKGROUND

1.3.1 FEDERAL PLANNING PROGRAMS

.3.1 Federal State Transportation Improvement Program

The Federal State Transportation Improvement Program FSTI1P and the Federal lransportation

Improvement Program FTIP carry out the California Transportation Plan CTP The FSTIP is

compiled by the California Transportation Commission CTC from the Regional Transportation

Improvement Programs prepared by the regional Metropolitan Planmng Organizations MPOs The FEC

alignment of the FTC-S is included in the FSTIP

1.3.1.2 Federal Transportation Improvement Program

The FlIP is complied by FHWA from the State Transportation Improvement Programs STIPs An

alignment of the FTC-S similar to the FEC-M alignment is included in the FTIP As defined in the FTIP

the FTC-S is described as an extension of SR-241 from Oso Parkway to I-S Therefore it is anticipated

that any SOCTHP alternative which proposes an extension of SR-241 from Oso Parkway to 1-5 would be

consistent with the FTC-S as defined in the FT1P It is anticipated that any SOCTIIP alternative which

proposes improvements other than to SR-241 arterial and 1-5 improvements or which does not extend

SR-241 to I-S would not be considered to be consistent with the definition of the FTC-S as included in the

FTIP For further details on consistency for air quality conformity proposes refer to Section 47.3.4

Compliance with AirQuality Planning

1.3.2 STATE OF CALIFORNIA PLANNING PROGRAMS

.3.2.1 California Transportation Plan

The California Iransportation
Plan CTP provides direction for planning developing operating and

maintaining Califbrnias transportation system In addition it provides the long-term transportation plan

required by the 1991 Intermodal Surface Transportation Efficiency Act ISTEA to better accommodate

the states future work commerce education and recreation needs The CTP is broad based policy

document that addresses transportation throughout the state The CTP is one of the documents used to

prepare the FSTIP and the FTIP
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1.3.2.2 District System Management Plan

The District System Management Plan DSMP provides multi-modal multi-jurisdictional systems

strategies for evaluating and recommending improvements to the transportation system Caltrans District

12 Orange County system planning is comprised of three elements the Transportation Corridor Report

TCR the Transportation System Development Program TSDP and the DSMP The DSMP integrates

the TCR and the TSDP to describe how the District intends to manage and improve the circulation

system The DSMP was adopted in 1989 It includes an alignment for the FTC-S consistent with the

FEC-M alignment It is anticipated that any SOCTIIP alternative which proposes an extension of SR-241

from Oso Parkway to 1-5 would be consistent with the FTC-S as defined in the DSMP It is anticipated

that any SOCTIIP alternative which proposes improvements other than to SR-241 arterial and I-S

improvements or which does not extend SR-24 to I-S would not be considered to be consistent with the

definition of the FTC-S as included in the DMSP

1.3.3 SOUTHERN CALIFORNIA ASSOCIATION OF GOVERNMENTS

The Southern California Association of Governments SCAG is the federally designated MPO under

Title 23 United States Code USC 134g for the six county region which includes Imperial Los

Angeles Orange Riverside San Bernardino and Ventura Counties As MPO SCAG is required to adopt

and periodically update Regional Transportation Plan RTP under Section 65080 of the California

Government Code In addition SCAG also
prepares and implements the Regional Transportation

Improvement Program and the regional Growth Management Projections The FTC-S is shown in the

2001 RTP as an extension of the existing FTC-N from the San Diego County line to Oso Parkway with

two mixed flow lanes in each direction by 2010 and two additional mixed flow lanes in each direction by

2015 Now that it has been determined that the ultimate corridor project would not be implemented until

after 2025 the TCA will work with SCAG to update the project description in the RTP so that the two

additional lanes now shown for 2015 will instead be shown for 2025 TCA has examined several options

for the timing of this project listing amendment and concluded that the project listing will be amended as

soon as Preferred Alternative is selected TCA has discussed its intent to amend the project listing once

Preferred Alternative has been selected with SCAG management This timing will allow the RTIP

project listing to fully reflect any changes necessary in the project scope project schedule and project

budget as coordinated rather than piecemeal set of adjustments An alignment similar to the FEC-M

alignment is mapped in the RTP as programmed part of the transportation network baseline and is

assumed in the modeling for the RTP As defined in the RTP the FTC-S is described as an extension of

SR-241 from Oso Parkway to 1-5 Therefore it is anticipated that any SOCTIIP alternative which

proposes an extension of SR-241 from Oso Parkway to I-S would be consistent with the FTC-S as defined

in the RTP It is anticipated that the CC and CC-ALPV Alternatives may be found to be consistent with

the function and congestion relief values of the facility included in the RTP Now that it has been

determined that an ultimate corridor would not be implemented until after 2025 the TCA will work with

SCAG to update the project description in the RTP so that the two additional lanes now shown for 2015

will be instead shown for 2025 This update will be made in SCAGs 2004 RTP It is anticipated that

any SOCTIIP alternative which proposes improvements other than to SR-241 arterial and I-S

improvements or which does not extend SR-24 to I-S would not be considered to be consistent with the

definition of the FTC-S as included in the RTP For further details on consistency for air quality

conformity proposes refer to Section 4.7.3.5 Compliance with Air Quality Planning

1.3.4 SOUTH COAST AIR QUALITY MANAGEMENT DISTRICT

The South Coast Air Quality Management District AQMD is the air pollution control agency for the

four-county region including Los Angeles and Orange Counties and parts of Riverside and San

Bernardino Counties The AQMD is responsible for monitoring air quality planning for air quality
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attainment and regulating sources of air pollution within its jurisdiction Although AQMD does not

directly control pollution from motor vehicles it does have transportation-related programs aimed

primanly at reducing the number of vehicle trips and miles traveled on the road and promoting the use of

cleaner fuels and vehicles AQMD coordinates with SCAG when writing the Air Quality Management
Plan AQMP which is the blueprint for meeting the state and federal ambient air quality standards An

alignment similar to the FEC-M alignment is included in the AQMP and in the modeling for the AQMP
As defined in the AQMP and the AQMP modeling the FTC-S is described as an extension of SR-241

from Oso Parkway to 1-5 Therefore it is anticipated that any SOCTIIP alternative which proposes an

extension of SR-24 from Oso Parkway to 1-5 would be consistent with the AQMP and the AQMP
modeling It is anticipated that any SOCTIIP alternative which proposes improvements other than to

SR-241 arterial and 1-5 improvements or which does not extend SR-241 to 1-5 would not be considered

to be consistent with the definition of the FTC-S as included in the AQMP and the AQMP modeling For

further details on consistency for air quality conformity proposes refer to Section 4.7.3.4 Compliance
with Air Quality Planning

1.3.5 SAN DIEGO ASSOCIATION OF GOVERNMENTS

The San Diego Association of Governments SANDAG is the state and federally designated MPO
responsible for regional transportation planning for San Diego County SANDAG

prepares and

implements two regional plans the RTP and RTIIP for San Diego County An alignment similar the FEC
alignment is included in the SANDAG RIP As defined in the SANDAG RIP the FTC-S is

described as an extension of SR-241 from Oso Parkway to 1-5 Therefore it is anticipated that any

SOCTIIP alternative which proposes an extension of SR-241 from Oso Parkway to 1-5 would be

consistent with the FTC-S as defined in the SANIDAG RTP It is anticipated that any SOCTIIP

alternative which proposes improvements other than to SR-241 arterial and I-S improvements or which

does not extend SR-241 to I-S would not be considered to be consistent with the definition of the FTC-S

as included in the SANDAG RIP For further details Ofl consistency for air quality conformity proposes

refer to Section 4.7.3.4 Compliance with Air Quality Planning

1.3.6 ORANGE COUNTY TRANSPORTATION AUTHORITY

The Orange County Transportation Authority OCTA was formed through consolidation of seven

separate transportation agencies to develop and implement unified transportation programs and services

for Orange Iounty OCTA administers the Countys MPAI-I As administrator of the MPAH the OCTA
is responsible for maintaining the integrity of the MPAFI map through its coordination with cities and the

County and determination of cities and County consistency with the MPAH map OCTA is also

responsible for adopting the Countys Congestion Management Plan CMP which is intended to work

towards the identification of an urban mobility system involving variety of transportation modes and

providers The FTC-S is shown on the MPAFI on an alignment similar to the FEC-M alignment As

shown conceptually on the MPAH the FTC-S is described as an extension of SR-241 from Oso Parkway

to 1-5 Therefore it is anticipated that any SOCTIIP alternative which proposes an extension of SR-241

from Oso Parkway to 1-5 would be consistent with the FTC-S as shown on the MPAH It is anticipated

that any SOCTIIP alternative which proposes improvements other than to SR-24l arterial and 1-5

improvements or which does not extend SR-24l to I-S would not be considered to be consistent with the

FTC-S as shown on the MPAH

1.3.7 OTHER MAJOR GOVERNMENTAL ACTIONS THE PROJECT AREA

In addition to the proposed SOCTIIP Alternatives there are three other major governmental actions that

arc hein processed in the study area These are the proposed development plan for the Rancho Mission

\/iejo RMV property the South Subregion Natural Community Conservation Plan NCCP and Special

i-_s
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Area Management Plan SAMP In addition there is draft SAMP for the San Juan Creek and San

Mateo Creek watersheds in 1999 which was never formally adopted but which is discussed here because

it is relevant to the study area It should be noted that these actions that while related are being

coordinated through the agencies which are implementing them Therefore they are being processed

concurrently but not necessarily together because the schedules for these actions may not be coordinated

with one another

These actions involve federal state and local agencies in cooperation with one another and the RMV
landowner The proposed development includes General Plan and zoning amendments of the 9254 ha

22850 ac Ranch to allow mixture of residential commercial employment and open space uses The

proposed development plan for RMV is related to concurrent process for the Federal Endangered

Species Act FESA and California Endangered Species Act CESA permits and watercourse alteration

permits The proposed conceptual plan is preliminary has not received federal state or county approvals

and is currently undergoing environmental review The environmental document process was initiated by

the release of Notice of Preparation NOP to prepare and EIR February 24 2003 by the County orf

Orange

The California Department of Fish and Game CDFG will oversee the compliance of the RMV
development with CESA through the NCCP and watercourse alteration through the Master Streambed

Alteration Agreement MSAA pursuant to Section 1600 et seq of the California Fish and Game Code

The USFWS and ACOE will in cooperative effort oversee compliance with FESA through the

preparation of the NCCP/Habitat Conservation Plan HCP 50 C.F.R Section 13.0 and the CWA through

the Section 404 Permit Process 33 C.F.R Section 230

On October 30 2002 the USFWS and ACOE held an informational meeting on the resource planning for

the South Subregion NCCP and the SAMP Ten candidate plans were presented which ranged from

development reflecting the RMV proposal to very low density of development over very limited

development area According to the Countys website for the South Orange County Coordinating

Planning Process these alternatives will be evaluated in the South NCCP and SAMP environmental

studies http//pdsd.oc.ca.gov/SOCCPP accessed June 2003 Notice of Intent to prepare an EIS for

these efforts was published in August 2001 These actions are described in the following sections

Separate EIR/EISs will be prepared for the NCCP/HCP and the SAMPIMSAA The County is

cooperating agency on these two efforts

In addition draft SAMP was prepared for the San Juan Creek and San Mateo Creek watersheds in 1999

The proposed SAMP/MSAA is an outgrowth of the 1999 draft SAMP Information from the 1999 draft

SAMP was used in the impacts evaluation in Sections 4.9 Water Quality and 4.10 Wetlands and Waters

of the United States of this EIS/SEIR The 1999 draft SAMP is also discussed in those Sections

1.3.7.1 Proposed Development Plan for Rancho Mission Viejo

In 2001 conceptual land use plans for RMV were submitted to the County of Orange the land use

jurisdiction and Lead Agency proposing 14000 dwelling units dus in community of mixed use

villages on the 9254-hectare 22850-acre RMV property The village concept combines high density

residential low density residential commercial and office uses into integrated areas The proposed Land
Use Map and Statistical Table for the proposed development plan are shown in Section 4.2 The plan
proposes development on about half of the ranch with the remainder left in open space supporting the

existing cattle ranching operations open space recreation or parks and private open space The actions

proposed include amendments to the Countys General Plan and Zoning cancellation of Williamson Act
agreements and approval of development agreement These were identified as the royalcovered in the forthcoming EW as stated in the February 24 2003 NOP
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he County of Oranae approved the RMV Planned Community The Ranch Plan in November 2004

4fier the uhlicatiQp_of the SOCTIIP Draft EIS/SEIR The Ranch Plan depicted an alignment of the FTC

South as shown_on the Master Plan of Arterial Highways however the propev owner Rancho Mission

\iejo RMV acknowledued that if another alignment is selected the development plan will

accommodate the selected alignment Therefore subsequent actions by the TCA and other transportation

aecncies regardin.g thç selection and implementation of an SOCTIfP Alternative will not adversely affect

the Ranch Plan appval already in place or the Plan as revised by the Settlement Anreemeni Subsequent

to.gvpproyalof the Ranch Plan RMV entered into Settlement Aureetnent with the Endangered

Habitats League.Jatural Resources Defense Council Sea and Sage Audubon Society Laguna Greenhelt

Inc. and Sierra Club The Settlement Agreement did not change the total number of approved dwelline

units for the Ranch in hut did alter the location of development and increase the area devoted topgp

1.3.7.2 South Subregion NCCP

The NCCP South Subregion encompasses the area from 1-5 from the City of Lake Forest to Dana Point to

the coast and the eastern boundary of the City of Lake Forest and extending to the County boundary in

Cleveland National Forest CNF Although this Subregion encompasses large area much of it is

already developed or already held in public lands such as the CNF The primary undeveloped area in the

South NCCP subregion is the RMV property which is why the NCCP is being developed and

concurrently processed with the RMV development proposal The County in conjunction with CDFG
will act as the lead agency for the preparation of the South NCCP

County of Opge NCCP Program

The County of Orange in cooperation with CDFG and USFWS is in the process of preparing an HCP

pursuant to the NCCP program The Central/Coastal Subregion NCCP has already been completed and is

implemented in that subregion of the County For the part of the County in the SOCTIIP study area it is

called the Orange County Southern Subregion NCCP/HCP The purpose of the NCCP/HCP is to provide

regional or areawide protection and perpetuation of natural wildlife diversity while allowing compatible

and appropriate development and growth pursuant to the preservation of listed species under FESA and

CESA

gjslative_and Policy History

On August 30 1991 the State Fish and Game Commission considered petition in support of listing the

coastal California gnatcatcher as endangered The Commission decided not to list the coastal California

gnatcatcher as an endangered species in favor of pursuing preparation of NCCP as proposed by

Assembly Bill 2172 AB 2172 Natural Communities Conservation Plaimmg Act AB 2172 authorized

CDFG to enter into agreements with any person for the purpose of preparing and implementing NCCPs

and preparing guidelines for development and implementation of NCCPs AB 2172 also permits NCCPs

to be prepared by local state or federal agencies independently or in cooperation with other persons and

requires
the CDFG to be compensated for costs incurred in preparing and implementing NCCPs

AB 2172 was designed in recognition of the fact that individual species protection
under FESA and

CESA is costly and historically has been ineffective as mechanism for protection or prevention of

extinction of plant
and wildlife species and that habitat-based multispecies or ecosystem-driven

preservation approach has greater potential for long-term success Similar to an HCP under FESA

Section the fcus of the NCCP program represents
dramatic shift from individual species to
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habitat When an NCCP is developed to fulfill the requirements of both FESA and CESA it is referred

to as an NCCPIHCP

California Gnatcatcher and the NCCP Program in Orange County

On March 25 993 the United States Department of the Interior listed the coastal California gnatcatcher

as threatened species and adopted special rule in accordance with Section 4d of FESA that

authorized landowners and local jurisdictions to voluntarily participate in the California NCCP Act of

1992 The habitat for the California gnatcatcher is primarily coastal sage scrub which is found in

southern California including Orange County

The County of Orange in conjunction with the state and federal resource agencies local jurisdictions

utility companies the Transportation Corridor Agencies and major private landowners prepared the

NCCP/HCP for the Central Coastal subregion approved by CDFG and USFWS on 10 July 1996 and is

in the process of preparing NCCP/I-ICP program for the Southern Subregion These plans are intended

to ensure the long-term survival of the coastal California gnatcatcher and other special status coastal sage

scrub-dependent plant and wildlife species in accordance with state-sanctioned NCCP program

guidelines

The Orange County Southern Subregion NCCP/HCP program will be completed in two phases an

interim phase and an implementation phase The interim phase is defined as the period of time between

the listing dates and the approval of the subregional NCCP program by the USFWS During the interim

phase the USFWS may approve incidental habitat loss associated with development provided the loss

does not exceed the five percent cumulative maximum established for the Southern Subregion and is

adequately mitigated

The implementation phase of the NCCP/HCP will begin when the Orange County Southern Subregion

NCCP/HCP program is completed and approved The design of the NCCP/HCP reserve is currently

being developed The reserve design will attempt to preserve the most biologically rich areas in the

subregion while identifying those areas suitable for development

The NCCPIHCP documentation is in three parts the NCCP/FTCP which sets forth the project

needlpurposes describes the biological setting and outlines the planning process and conservation

strategy the Joint EIR/EIS for the NCCP/HCP and the NCCP/HCP Implementation Agreement
IA which specifies the enforceable measures/mechanisms required to implement the NCCP/IICP In the

Southern Subregion landowners including private and public agency owners would be affected by the

NCCP/ICP as lands are designated for pennanent preservation or development Several of these

landowners contributed funding and services to support completion of the NCCP/HCP EIRIEIS and IA
including the County of Orange RMV and the Santa Margarita Water District SMWD

1.3.7.3 Special Area Management Plan/Master Streambed Alteration Agreement

The ACOE and CDFG are the lead agencies for the preparation of the Aquatic Resources Restoration

Management Plan Record of Decision 404 Permits and Master Streambed Alteration Agreement for the

SAMP/MSAA According to published information on the SOCCPP web site the following principles
are being applied to the planning and formation of the SAMP/MSAA

No net loss of acreage and functions of waters of the United States WoUS
Maintain/restore hydrologic water quality and habitat

integrity of WoUS
Protect headwater areas

Maintain/protect/restore diverse and contiguous nparian corridors
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Maintain and/or restore floodplain connection

Maintain and/or restore sediment sources and transport equilibrium

Maintain adequate buffer for the protected riparian corridors

Protect riparian areas and associated habitats supporting state/federally listed species and associated

critical habitat

.3.7.4 1999 Draft SAMP for the San Juan and San Mateo Creek Watersheds

draft SAMP was prepared in 1999 for the San Juan Creek and parts of the San Mateo Creek

Watersheds by the ACOE which consists of comprehensive wetland planning effort The 1999 draft

SAMP provides identification and characterization of the aquatic resources evaluation of alternatives for

impacts to aquatic resources and identification of the aquatic resources reserve program in these

watersheds The 1999 draft SAMP identifies wetlands and WoUS by probability as well as uplands and

unregulated areas It also identifies aquatic resources in these watersheds WoUS are subject to

regulation as defined in Section 404 of the CWA 33 CFR Part 328.3 and wetlands are subset of

WoUS The 1999 draft SAMP information is being incorporated into the SAMP/MSAA and the EIS/FIR

for that effort

Hydrologic integrity as defined in the 1999 draft SAMP is characterized by stream discharge frequency

magnitude and temporal distribution as well as linked surface and subsurface interaction with the

floodplain that has historically characterized ripanan ecosystems in the region For watersheds in the

study area four indicators were selected to reflect the degree of stream discharge alteration altered

hydraulic conveyance drainage basin surface water retention perennialized stream flow and

import export or diversion of surface water The following two indicators were used to evaluate the

degree of interaction between the stream channel and the floodplain altered hydraulic conveyance --

riparian reach and floodplain interaction

Water quality integrity as defined in the 1999 draft SAMP is range of nutrient pesticide hydrocarbon

and sediment loadings that is similar to those historically characterized in riparian ecosystems in the

region Three factors were considered in selecting water quality indicators

Increases in nutrient pesticide hydrocarbon and sediment that reflect the land use or land cover type

in the watershed

Pollutant transport
conditions of streams characterized by hydraulic conveyance surface water

retention perennialized stream flow and import export or diversion of surface water and

Riparian ecosystem condition with respect to its ability to physically capture and biogeochenucally

process pollutants as characterized by floodplain interaction sediment regime and area of native

riparian vegetation

Riparian ecosystems with habitat integrity are defined as having quality and quantity of habitat essential

to support and maintain balanced integrated adaptive biological system having the full range of

characteristics processes
and organisms at the site specific landscape and watershed scales that

historically characterized riparian ecosystems in the region Habitat integrity indicators include area of

native riparian vegetation riparian
corridor continuity of the nparian reach and the watershed land use

and land cover type
of the riparian ecosystem boundary and the upland buffer
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1.3.7.5 Relationship of Other Government Actions and the SOCTIIP Alternatives

The proposed RMV development Southern NCCP and the SAMP/MSAA are related to the SOCTIIP
corridor alternatives primarily by geography because these proposed projects are occurring in the same

general area The RMV development NCCP and SAMP/MSAA are much more closely related with one

another than any of them are to the proposed corridor alternatives The proposed corridor alternatives are

not dependent upon or rely in any way on the approval of any of these processes Although

implementation of any of the SOCTIIP Alternatives would be coordinated with some of the same
resource agencies and the landowner of RMV the timing and development of any of these other actions

would not affect the implementation of the SOCTIIP Alternatives which is entirely independent In the

event that SOCTIP corridor alternative is implemented the mitigation from the EIS/SEIR and permits

would be submitted to the overseeing agencies for consideration for incorporation into the larger plans

associated with these other planning efforts

1.4 EXISTING AND FORECASTED TRANSPORTATION DEMAND NEED FOR THE
PROJECT

The continued development of residential commercial and industrial uses in south Orange County and

throughout the rest of the County has resulted in continuing traffic congestion in the peak periods such

that major travel routes experience very poor levels of service during these periods Based on the adopted
General Plans and adopted regional forecasts south Orange County is anticipated to continue to

experience growth in both residents and jobs The total number of residents in south Orange County in

2000 was 481900 this is forecast to increase to 627568 residents in 2025 The total number of

employees in south Orange County is forecast to increase from 207193 employees in 2000 to 304938

employees in 2025 The local jurisdictions General Plans and the adopted regional demographic
forecasts reflect this anticipated growth The MPAH identifies needed transportation infrastructure to

support this development Committed funded transportation improvements in south Orange County will

address some of the current and projected traffic demand in south Orange County However additional

transportation improvements consistent with the MPAH are needed to serve this demand to ensure

continued mobility for travelers and goods movement over the long-term planning horizon to 2025 and

beyond Without implementation of transportation improvements consistent with the MPAI there will

be inadequate circulation infrastructure to provide mobility on existing facilities including 1-5 and major
arterials in south Orange County

This Section describes the existing deficiencies in the existing transportationlcirculatjon system in south
Orange County and how those deficiencies will worsen by 2025 without implementation of additional

transportation infrastructure Section 3.0 Traffic provides detailed discussion of the existing
transportation system deficiencies in the SOCTIIP study area and detailed analysis of the ability of each
of the SOCTIIP Alternatives to improve the performance of the regional transportation system The
existing road deficiencies and the 2025 operating conditions with and without the SOCTIIP build
Alternatives are summarized briefly in the following Sections

1.4.1 EXISTING ROADWAY DEFICIENCIES

The performance of individual facilities on the study area circulation system was evaluated based on two
primary measures The first is capacity which establishes the vehicle carrying ability of facility and
the second is volume The volume measure is either traffic count in the case of existing conditions
or traffic volume forecast for future

point in time The ratio between the volume and the capacity
gives volume/capacity V/C ratio and based on that V/C ratio corresponding level of service LOS is
defined Traffic LOSs are designated through with LOS

representing free flow conditions andLOS
representing severe traffic congestion
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The performance of the study area circulation system under existmg and future conditions was evaluated

based on AM and PM peak hour LOSs for arterial intersections freeway/toliway mainline segments and

freeway/toliway ramps For freeway/toliway mainline segments and ramps V/C ratios were calculated

based on the traffic volume existing or future and the capacity at each individual facility For arterial

intersections the intersection capacity utilization ICU methodology was applied This methodology

sums the V/C ratios for the critical movements of an intersection based on peak hour volumes existing or

future and the geometric configuration of the intersection

The jurisdictions in the study area have established various LOS standards that serve both as guideline

for evaluating observed traffic conditions and as target or goal when evaluating future development

plans and circulation system modifications LOS V/C not to exceed 1.00 is the adopted performance

standard for freeway/toliway mainline segments and ramps LOS ICU not to exceed 0.90 is the

performance standard for most intersections in the study area with the exception of intersections

designated on the Congestion Management Program CMP highway network and Crown Valley

Parkway intersections between 1-5 and Marguerite Parkway where LOS ICU not to exceed 1.00 is the

performance standard Refer to Section 3.0 Traffic and Circulation for additional discussion on the V/C

calculation methodologies and adopted LOS performance standards

Figure 3.4-1 shows the existing deficiencies identified for the SOCTIIP study area for the weekday peak

hours The traffic figures cited in Sections .4.1 and .4.2 are provided following the last page of text in

Section 3.0 As shown in Figure 3.4-1 deficiencies are related to access to and from 1-5 and the existing

Foothill Transportation Corridor-North FTC-N These are existing deficiencies at the following

freeway segments freeway and tollway ramps and intersections

Deficient Freeway Segments

1-5 AM northbound and PM southbound between El Toro Road and Alicia Parkway

1-5 AM northbound and PM southbound between Alicia Parkway and La Paz Road

1-5 AM northbound and PM southbound between La Paz Road and Oso Parkway

Deficient Freeway and Toliway Ramps

1-5 northbound direct on ramp at Alicia Parkway in the AM

1-5 southbound off ramp at Oso Parkway in the PM

1-5 southbound off ramp at Crown Valley Parkway in the PM

1-5 northbound on ramp at Ortega Highway in the AM

1-5 northbound on ramp at Stonehill Drive in the PM

1-5 southbound direct on ramp at State Route 1/Camino Las Ramblas in the PM

1-5 southbound off ramp at Camino de Estrella in the PM

1-5 northbound on ramp at Avenida Pico in the AM and PM

1-5 southbound off ramp at Avenida Pico in the AM and PM

SR-24 northbound on ramp at Santa Marganta Parkway in the AM

SR-241 southbound off ramp at Santa Margarita Parkway in the PM

SR-24l northbound on ramp at Antonio Parkway in the AM
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Deficient Intersections

Intersection of Muirlands Boulevard and Alicia Parkway in the PM

Intersection of Oso Parkway and Marguerite Parkway in the AM

Intersection of Antonio Parkway and Ortega Highway in the AM

Intersection of Stonehill Drive and Del Obispo Street in the AM and PM

Intersection of Camino Capistrano and San Juan Creek Road in the PM

Intersection of Valle Road San Juan Creek Road in the ANt

Intersection of Camino Capistrano and Stonehill Drive in the AM and PM

Intersection of 1-5 southbound ramps and Avenida Pico in the PM

Intersection of SR-241 southbound ramps and Santa Margarita Parkway in the PM

Intersection of SR-241 northbound ramps and Santa Margarita Parkway in the AM

1.4.2 2025 OPERATING CONDITIONS WITH AND WITHOUT THE SOCTIIP BUILD

ALTERNATIVES

Weekday No Action Alternative peak hour traffic conditions were projected to 2025 assuming no

SOCTIIP build Alternative was implemented to provide an understanding of the future baseline

conditions without these types of transportation improvements This future baseline is used for

comparison of 2025 traffic conditions to conditions with the SOCTIIP build Alternatives This baseline

considered different levels of development on the Rancho Mission Viejo property 14000 or 21000

dwelling units and whether or not the Master Plan of Arterial Highways MPAH and Regional

Transportation Plan RTP are built only to the level that they are programmed or funded committed or

as ultimately planned RMV is the last major undeveloped area in south Orange County There is

currently no approved land use plan for the RMV The property owner has submitted an application to

the County of Orange for development plan with 14000 dus which is currently undergoing planning

and environmental review The adopted regional forecasts for Orange County assume 21000 dus on

R.MV the current General Plan land use designation for the site would allow 6250 dus Because there is

no approved land use plan for the RMV the traffic analysis considered scenarios with differing numbers

of dus as described in detail in Section 3.0

Section 3.0 describes the assumptions for this detailed traffic analysis Figures 3.4-5 to 3.4-13 show the

2025 weekday peak hour traffic conditions for the No Action and the build Alternatives with different

baseline circulation assumptions

Figure 3.4-3 shows the 2025 deficiencies on freeway segments freeway and toll ramps and intersections

assuming the development of the Rancho Mission Viejo RMV property with 14000 dwelling units

dus and only committed MPAH improvements The deficiencies in 2025 under this No Action

Alternative would be

Deficient Freeway Segments

I-S AM northbound and PM southbound between El Toro Road and Alicia Parkway

I-S AM and PM northbound and PM southbound between Alicia Parkway and La Paz Road

I-S AM and PM northbound and PM southbound between La Paz Road and Oso Parkway
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1-5 AM northbound and PM southbound between Junipero Serra Road and Ortega Highway

1-5 AM and PM northbound and PM southbound between Ortega Highway and Camino Capistrano

1-5 AM and PM northbound and PM southbound between Camino Capistrano and Stonehill Drive

1-5 AM and PM northbound and PM southbound between Stonehill Drive and Camino Las Ramblas

1-5 AM and PM northbound and AM and PM southbound between Camino Las Ramblas and Carnino

de Estrella

I-S AM and PM northbound and AM and PM southbound between Camino de Estrella arid Avenida

Vista Hermosa

I-S AM and PM northbound and PM southbound between Avenida Vista Hermosa and Avenida Pico

I-S AM and PM northbound and AM and PM southbound between Avenida Pico and El Carmno

Real

Deficient Freeway and Toliway Ramps

1-5 northbound loop on ramp at Alicia Parkway in the AM

1-5 southbound off ramp at Oso Parkway in the PM

1-5 northbound direct on ramp at Crown Valley Parkway in the PM

1-5 southbound off ramp at Crown Valley Parkway in the PM

1-5 northbound on ramp at Junipero Serra Road in the AM and PM

1-5 northbound on ramp at Ortega Highway in the AM and PM

1-5 southbound off ramp at Ortega Highway in the PM

1-5 northbound on ramp at Stonehill Drive in the PM

1-5 southbound direct on ramp at State Route 1/Camino Las Rambles in the PM

1-5 southbound off ramp at Camino de Estrella in the PM

1-5 northbound direct on ramp at Avenida Vista Hermosa in the AM

1-5 southbound off ramp at Avenida Vista Hermosa in the PM

1-5 southbound on ramp at Avenida Pco in the PM

SR-241 northbound on ramp at Santa Margarita Parkway in the AM

SR-241 southbound off ramp at Santa Margarita Parkway in the PM

SR-241 northbound on ramp at Antonio Parkway in the AM

SR-24 northbound on ramp at Oso Parkway in the AM

Deficient_Intersections

Intersection of Muirlands Boulevard and Alicia Parkway in the AvI and PM

Intersection of Alicia Parkway and Trahuco Road in the PM

Intersection of Santa Margarita Parkway and Avenida Empressa in the AM and PM

Intersection of Avenida Empressa and Avenida de Las Banderas in the AM
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Intersection of Marguerite Parkway and Jeronimo Road in the AM

Intersection of Marguerite Parkway and La Paz Road in the PM

Intersection of Felipe Road and Oso Parkway in the PM

Intersection of Oso Parkway and Antonio Parkway in the AM and PM

Intersection of Cabot Road and Oso Parkway in the PM

Intersection of Cabot Road and Crown Valley Parkway in the PM

Intersection of Forbes Road and Crown Valley Parkway in the PM

Intersection of Marguerite Parkway and Crown Valley Parkway in the AM and PM

Intersection of Crown Valley Parkway and Antonio Parkway in the PM

Intersection of Street of the Golden Lantern and Paseo de Colinas in the AM

Intersection of Marguerite Parkway and Avery Parkway in the PM

Intersection of Camino Capistrano and Junipero Serra Road in the AM and PM

Intersection of Camino Capistrano and Del Obispo Street in the AM and PM

Intersection of Rancho Viejo Road and Ortega Highway in the PM

Intersection of Ortega Highway and La Novia Avenue in the PM

Intersection of Ortega Highway and Antonio Parkway in the AM and PM

Intersection of San Juan Creek Road and Valle Road in the AM
Intersection of San Juan Creek Road and La Novia Avenue in the AM and PM

Intersection of Stonebill Drive and Del Obispo Street in the AM and PM

Intersection of Camino Capistrano and Stonehill Drive in the AM and PM

Intersection of Avenida Vista Hermosa and Camino Vera Cruz in the AJv1 and PM
Intersection of Avenida Vista Hermosa and Avenida La Pata in the AM
Intersection of El Camino Real and Camino Capistrano in the PM

Intersection of El Camino and Avenida Pico in the PM

Intersection of 1-5 southbound ramps and Avery Parkway in the PM

Intersection of 1-5 northbound ramps and Avery Parkway in the AM and PM
Intersection of 1-5 southbound ramps and Ortega Highway in the PM

Intersection of 1-5 northbound ramps and Ortega Highway in the AM
Intersection of I-S northbound ramps and Valle Road in the AM and PM

Intersection of I-S southbound ramps and Camino de Estrella in the PM

Intersection of I-S southbound ramps and Avenida Pico in the AM and PM

Intersection of I-S northbound ramps and Avenida Pico in the AM
Intersection of SR-241 southbound ramps and Santa Margarita Parkway in the PM
Intersection of SR-241 northbound ramps and Santa Margarita Parkway in the AM
Intersection of SR-241 northbound ramps and Antonio Parkway in the AM
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Intersection of SR-241 southbound ramps and Oso Parkway in the PM

Intersection of SR-241 northbound ramps and Oso Parkway in the AM

Figure 3.4-4 shows the 2025 deficiencies on freeway segments freeway and toll ramps and intersections

assuming the development of the Rancho Mission Viejo RMV property with 14000 dus and build out

of the MPAI-I circulation system with no SOCTIIP build Alternatives Under this No Action Alternative

there would be slightly fewer deficiencies in the circulation system than listed above for the No Action

Alternative which assumes the same land use but only the committed circulation system

1.5 NEPAICWA SECTION PURPOSE AND NEED FOR THE PROJECT

The Collaborative member federal regulatory agencies developed and concurred with the Purpose and

Need Statement March 26 1999 provided in this Section FHWA the federal lead agency for the

SOCTIIP EIS/SEIR under NEPA and member of the Collaborative adopted this Purpose and Need

Statement This was consistent with the NEPAI4O4 MOU process for the EIS/SEIR for the SOCTIIP and

relevant federal Clean Water Act and NEPA guidelines specifically the Purpose and Need section of an

EIS C.F.R section 1502.13 and the overall project purposes considered by the ACOE C.F.R

Section 230 10a2fl

The project Purpose and Need Statement approved by the SOCTIIP Collaborative and as adopted by

FHWA is provided below as shown in italics

1.5.1 NEED FOR THE PROJECT

Transportation infrastructure improvements are necessary to address needs for mobility access goods

movement and projected freeway capacity deficiencies and arterial congestion in south Orange County

Freeway capacity
deficiencies and arterial congestion are anticipated as result of projected traffic

demand which will be generated by projected increases in population employment housing and intra

and inter-regional travel estimated by the Southern California Association of Governments SCAG and

the San Diego Association of Governments SANDAG

5.1 .1 Future Travel Demand

Traffic projections and analysis for 2020 indicate that Interstate 1-5 will be operating at deficient

level of service LOS as defined by Caltrans as shown in Table 1.5-1 Table 1.5-2 provides brief

description of road operating conditions under LOS through LOS Figure 1.5-1 shows visual

representation of these different LOS Additional discussion regarding LOS considerations are provided

in Table 1.5-3 Note cited figures and tables are provided following the last page of text in this

Section In the study area the deficient LOS extends from Alicia Parkway to the Orange/San Diego

County line distance of approximately 18 miles Table 1.5-1 represents the sum of all the deficient

links on I-S south of Alicia Parkway to the County line

The 2020 traffic projections
assume full implementation of the Orange County Master Plan of Artenal

Highways MPAH improvements to 1-5 such as high occupancy vehicle HOV lanes between State

Route SR-I Pacific Coast Highway and Avenida Pico and arterial highway improvements

LoS F0 represents vehicle-to-capacity ratio between 1.00 and .25 causing spreading of the peak

period and up to one hour of stop and go traffic which is experienced by each vehicle on the freeway

LOS F1 represents vehicle-to-capacity ratio between 1.26 and .35 causing spreading of the peak

period of between one and two hours of stop
and go traffic LOS F2 represents vehicle-to-capacity
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ratio between 1.36 and 1.45 causing spreading of the peak period of between two and three hours of

stop and go traffic The projected future deficient LOS will result in tens of thousands of vehicle hours of

delay per day In addition to deficiencies on 1-5 various arterial highway intersections and segments of

the arterial highway network in the study area are projected to operate at deficient LOS as defined by the

local jurisdictions The 2020 deficient locations
including I-S and the arterial network are shown on

Figure 1.5-2

1.5.2 PURPOSE OF THE PROJECT

The purpose of the SOCTIIP is to provide improvements to the transportation infrastructure system that

would help alleviate future traffic congestion and accommodate the need for mobility access goods
movement and future traffic demands on I-S and the arterial network in the study area The following are

objectives in implementing the project purpose

Improve the projected future LOS and reduce the amount of congestion and delay on the freeway

system and as secondary objective the arterial network in southern Orange County The overall

goal is to improve projected levels of congestion and delay as much as is feasible and cost effective

This may include strategies which lead to reduction in the length of time LOS will occur even if

the facility will still operate at LOS for short period of time if the strategy will result in benefits

to the traveling public and more efficient movement of goods because it reduces total delay

1.5.3 REGIONAL PLANNING CONTEXT

The Regional Transportation Plan RTP prepared by SCAG is illustrative of the local desire for

transportation system improvements to help satisfy future traffic demand in south Orange County and to

achieve SCAGs long-range transportation planning goals to reduce traffic congestion and make regional
air quality improvements This conclusion is based on over 20 years of detailed study and analysis

The RTP developed in accordance with established federal requirements and policies sets forth multi-

modal financially achievable planning direction for southern California including Orange County It

presents policies and improvements needed for meeting mobility goals over the next 20 years taking into
account anticipated population growth and economic developmental factors The RTP is required by the
Clean Air Act to be in conformity with the State Implementation Plan for air quality The Federal
Highway Administration FHWA and the Federal Transit Administration FTA issued their conformity
findings for the SCAG RTP in June 1998 The SOCTIIP Collaborative concurred with the
purpose and need statement on March 26 1999 The most recent FHWA conformity finding on theSCAG RTP occurred on June 2001

The RTP may be amended to substitute other
types of

transportation improvements in any location to
satisfy future mobility goals The SOCTIIP alternative ultimately selected to achieve the purpose defined
earlier will be included in the RTP

1.5.4 Factors to be Considered in the Analysis of the Alternatives

Balanced treatment will be given to all the SOCTIIP alternatives with
respect to achievement of the above

objectives contribution to achieving regional air quality improvements impacts on the natural and urban
environment feasibility and cost

TCA53 Final SE1RFjna/ E1S-SEJRSecjjon 1.0 doc lz23/05
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1.6 PROJECT OBJECTIVES

Project objectives are required as part of an FIR process under the California Environmental Quality Act

CEQA The function of the project objectives is similar to the function of the Statement of Purpose and

Need under NEPA because the objectives are applied in similar manner to develop and evaluate project

alternatives Section 15 124b of the CEQA Guidelines defines project objectives as

clearly written statement of objectives will help the lead agency develop reasonable range of

alternatives to evaluate in the FIR and will aid the decision makers in preparing findings or

statement of overriding considerations if necessary The statement of objectives should include the

underlying purpose of the project

The CEQA lead agency for the SOCTIIP the TCA has identified the following project objectives which

are consistent with the Statement of Purpose and Need and which provide further local objectives to fulfill

the Statement of Purpose and Need

Alleviate existing and future peak hour traffic congestion on the existing circulation network in south

Orange County

Provide benefits to the traveling public and more efficient movement of goods through reduction in

the amount of congestion and delay in southern Orange County

implement the Orange County Master Plan of Arterial Highways by completing the transportation

corridor system in south Orange County between existing SR-241 and I-S

Minimize through traffic use of the existing arterial highway network in south orange County by

diverting traffic that cannot be accommodated on 1-5 to transportation corridor level facility rather

than arterial highways The MPAH states that transportation corridors will provide for efficient

movement of traffic where projected volumes exceed major arterial capacities

Develop priced alternative to HOV lanes to implement the air quality benefits of Transportation

Control Measure TCM-O1 in the Air Quality Management Plan the State Implementation Plan and

the Regional Transportation Plan TCM-O1 includes the toll road extension of the existing FTC-N as

one of many transportation improvements listed in the AQMP The toll road comdor alternatives are

priced alternative to HOV lanes which simply means that rather than implementing HOV lanes

as part of the toll roads when first constructed the HOV lanes can be delayed and tolls can be used to

partially control demand and maintain high levels of service on the toll roads in the short-term

Provide an alternative access route between south Orange County and central and northeastern

Orange County to serve existing and developing employment centers and major attractions

Provide an alternative access route between south Orange County and central and northeastern

Orange County for emergency evacuations and emergency service providers

Minimize adverse impacts related to community disruption acquisition of residences and businesses

noise and aesthetics

Minimize adverse impacts to the environment while recognizing the conflicting demands of diitŁrent

types
of resources regulatory requirenients

and environmental priorities in the study area
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1.7 ABILITY OF THE ALTERINATWES TO MEET THE DEFINED PURPOSE AND
NEED AND PROJECT OBJECTIVES

1.7.1 Ability of the Alternatives to Meet the Defined Purpose and Need

Table 1.7-1 lists the need and purpose for the project and identifies whether each alternative meets or does

not meet the need and purpose for the project Each of the build Alternatives provides facilities that

reduce traffic congestion and delay to some extent During the discussion of the evaluation and

elimination of alternatives by the SOCTIIP Collaborative in 2003 the Collaborative agreed that all the

build Alternatives considered in the EIS/SEIR meet the project purpose and need because they all provide

some level of traffic relief Section 3.0 Traffic and Circulation provides detailed discussion of the

traffic relief provided under each of the build Alternatives The No Action Alternatives do not meet the

purpose and need for the project because they do not improve the projected future LOS nor do they

reduce the amount of congestion and delay on the freeway system or the arterial network in southern

Orange County The No Action Alternatives do not provide improvements to the transportation

infrastructure system and therefore do not accommodate the need for mobility access goods movement

and future traffic demands on I-S and the arterial network in the study area

1.7.2 Ability of the Alternatives to Meet the Defined Project Objectives

Table 1.7-2 lists the project objectives and identifies whether each alternative meets or does not meet the

individual project objectives As shown each of the build Alternatives meets some or all of the project

objectives and the No Action Alternatives do not meet most of the project objectives CEQA Guidelines

Section 15126.6 requires that reasonable range of alternatives be studied in an EIR This Section states

further that The range of potential alternatives to the proposed project shall include those that could

feasibly accomplish most of the basic objectives of the project and could avoid or substantially lessen one

or more of the significant effects Therefore CEQA does not require that all alternatives considered in

an ER must meet all the defined project objectives

As shown in Table 1.7-2 the first six project objectives are related to traffic relief and the provision of

certain transportation improvements Each alternative was evaluated to assess if it met these specific

project objectives based on the description of each alternative and the transportation infrastructure

improvements and traffic relief provided under each alternative The last two objectives relate to

minimizing environmental impacts of the alternatives and balancing varying environmental concerns
Each of the build Alternatives was defined to provide certain transportation improvements new corridor
freeway or arterial improvements During the preliminary design of each build Alternative
consideration was given to avoiding or minimizing environmental impacts on the natural and human
environments Specifically alignments were placed to avoid impacts to the extent feasible while still

meeting required design standards for the transportation facility As result each alternative minimized
or avoided adverse impacts on the human and natural environments to the extent feasible for that
alternative
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Table 1.5-1

Distance of Deficient Level of Service on 1-5 in 2020

LOS F0 LOS F1 LOS F2 Total

AMPeak 18.15km 8.85km 1.48km 28.49km

11.28 ml 5.5Omi 0.92mi 17.7 ml

PM Peak 15.82 km 2.33 km 10.33 km 28.49 kin

9.83 ml 1.45 mi 6.42 mi 17.7 mi

Source Phase Collaborative 1999

Table 1.5-2

Descriptions of the Level of Service

Level of Service LOS indicates no physical restriction on operating speeds

Level of Service LOS indicates stable flow with few restrictions on operating speeds

Level of Service LOS indicates stable flow higher vehicle volumes and more restnctions on

speeds_and_the_ability_to_change_lanes

Level of Service LOS indicates approaching unstable flow little freedom to maneuver and

intolerable conditions for short penods

Level of Service LOS indicates unstable flow lower operating speeds than under LOS and

some momentary stoppages

Level of Service LOS indicates forced flow operation at low speeds where the highway acts as

storage area and there are many stoppages

Source County of Orange General Plan Appendix IV-1 page 35 GMP Transportation Implementation Manual March IS

l94
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Source Transportation Research Board National Research Council

Washington DC Exhibits 3-5 through 3-10 out of the

Highway Capacity Manual Special Report 209 1994 Level of Service Representions

Figure 1.5-1

LeeF of Service Level of Service
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Level of Service Level of Service

Level of Service vj Level of Service
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Table 1.5-3

Level of Service Considerations

California State Highway Planning

Level of Service Level of service LOS is qualitative measure describing operational conditions

within traffic stream and their perception by drivers andlor passengers Typically six LOSs are defined

from no delay to stop and go conditions The LOSs between and represent various levels

of decreasing LOSs to such that the freedom to maneuver is limited speeds decrease and delay

increases in moving through the road section LOS is defined in the Highway Capacity Manual HCM
The HCM is developed by the Transportation Research Board under the National Research Council and is

the basis for nationwide traffic analysis standards

Caltrans Guidance on Level of Service Caltrans does not have written policy establishing LOSs for

state highways The Caltrans Highway Design Manual which is essentially guidance based on the

American Association of State and Highway Transportation Officials AASHTO standards specifies that

for purposes of design engineering considerations the LOS for all urban freeways should be between

LOS and depending on the twenty year traffic projections LOS is stable traffic flow however the

driver experiences less freedom in maneuvering between lanes LOS is close to the maximum the

capacity of the road there is essentially no freedom to maneuver and speeds are low

In addition to the Design Manual standards Caltrans system planning process examines existing

operation traffic service levels on state highways forecasts projected service levels based on population

and employment growth and then sets future twenty year concept LOS for the state highway based on

multiple considerations The concept LOSs are basically strategy for operating the state highway and

planning for future highway improvements Caltrans desires that under ideal circumstances all urban

freeways operate at least at LOS While this is desirable and consistent with the Design Manual in

major urban settings environmental neighborhood or cost considerations may make achieving LOS

infeasible

in its system planning Caltrans recognized that the length of time undesirable conditions may exist is of

significance Therefore Caltrans has developed convention of characterizing LOS into four sub

categories These begin with LOS FO in which the LOS conditions exist for less than one hour to

LOS F3 where the conditions exist for more than three hours In the system planning process Caltrans

will accept strategies
which lead to reduction in the length of time LOS will occur even if the facility

will still operate at LOS for period of time if the strategy
will indeed achieve significant benefits to

the traveling public and movement of goods because it reduces the total numbers of hours of delay For

example strategy of improving LOS from to FO will eliminate one full hour of stop and go traffic

and result in quantifiable reductions in the total numbers of hours of delay for drivers and passengers on

the route It will also reduce delay time for delivery of goods and movement of freight all of which have

economic considerations to the state

Source Phase Collaborative 1999
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Table 1.7-1

Ability of the Alternatives to Meet the NEPAJCWA Section Purpose and Need

NEPA/CWA Section 404 Purpose and Need

Does the Alternative Meet the Proect Purpose and Need
FEC-\\ FEC-M CC-I CC-ALPV A7C-ALPV A7C-FEC-M AlO 1-5 No Action

Need for the Project Transportation infrastructure

improvements are necessary to address needs for

mobility access goods movement and projected

freeway capacity deficiencies and arterial congestion

in south Orange County Freeway capacity

deficiencies and arterial congestion are anticipated as

result of projected traffic demand which will be

generated by projected increases in population

employment housing and intra- and inter-regional

travel estimated by the Southern California

Association of Governments SCAG and the San

Diego Association of Governments SANDAG

Yes Yes Yes Yes Yes Yes Yes Yes No

Purpose of the Project ihe purpose of the SOCTIIP

is to provide improvements to the transportation

infrastructure system that ould help alleviate future

traffic congestion and accommodate the need for

mobility access goods movement and future traffic

demands on 1-5 and the arterial network in the study

area The following are objectives in implementing

the project purpose

Impro the projected future LOS and reduce the

amount of congestion and delay on the freeway

system and as secondary objective the arterial

network in southern Orange County The overall

goal is to improve projected levels of congestion and

delay as much as is feasible and cost effective This

may include strategies which lead to reduction in

the length of time LOS ill occur en if the

facility will still operate at OS for short period

of time ii the strategy will result in benefits to the

tra\ cling public and more efficient movement of

goods because it reduces total delay

Yes Yes Yes Yes Yes Yes Yes Yes No

Source C2OO

1-23
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Table 1.7-2

Ability of the Alternatives to Meet the Defined CEQA Objectives

CEQA Objective

Does the Alternative Meet the Project Objective

FEC-W FEC-M CC
CC-

ALPV

A7C-

A7C-ALPV FEC-M AIO 1-5 No Action
Alleviate existing and future peak hour traffic congestion on
the existing circulation network in south Orange County

Yes Yes Yes Yes Yes Yes Yes Yes No

Implement the Orange County Master Plan of Arterial

Highways by completing the transportation corridor system
in south Orange County between existing SR-241 and 1-5

Yes Yes Yes Yes

partially

Yes

partially

Yes No No No

Minimize through traffic use of the existing arterial highway
network in south Orange County by diverting traffic that

cannot be accommodated on I-S to transportation corridor

level facility rather than arterial highways The MPAH states

that transportation corridors will provide for efficient

movement of traffic where projected volumes exceed major
arterial capacities

Yes Yes Yes Yes Yes Yes No No No

Develop priced alternative to HOV lanes to implement
the air quality benefits of Transportation Control Measure

TCM-Ol in the Air Quality Management Plan the State

Implementation Plan and the Regional Transportation Plan

Yes Yes Yes Yes Yes Yes No No No

Provide an alternative access route between south Orange

County and central and northeastern Orange County to serve

existing and developing employment centers and major
attractions

Yes Yes Yes Yes Yes Yes No No No

Provide an alternative access route between south Orange

County and central and northeastern Orange County for

emergency evacuations and emergency service providers

Yes Yes Yes Yes Yes Yes No No No

Minimize adverse impacts related to community disruption

acquisition of residences and businesses noise and

aesthetics

Yes Yes No Yes Yes Yes Yes No Yes

Minimize adverse impacts to the environment while

recognizing the conflicting demands of different types of

resources regulatory requirements and environmental

priorities in the study area

Yes Yes Yes Yes Yes Yes Yes Yes No

Source TCA 2003

TC4 IJ\Fna/ SEIR Final LIS SLIRSectoi doc n/I 23 05n

November 2005

1-24



SOCTJIP EISiSEIR
______________ Section 2.0

SECTION 2.0

ALTERNATIVES

INTRODUCTION

This Section provides background information regarding existing and forecast land use conditions in

Orange County and describes the eight build and two No Action Alternatives addressed in this

Environmental Impact Statement/Subsequent Environmental Impact Report EIS/SEIR for the proposed

South Orange County Transportation Infrastructure Improvement Project SOCTIIP The ten

Alternatives addressed in the EIS/SEIR include transportation improvement and No Action Alternatives

All the Alternatives are evaluated at an equal level of detail in the EIS/SEIR

The transportation improvement Alternatives propose the widening of Interstate 1-5 arterial road

improvements and toll road corridors which would be southern extensions of existing State Route 241

SR-241 the Foothill Transportation Corridor-North FTC-N The FTC is one of three existing Orange

County toll road corridors operated by the Transportation Corridor Agencies TCA The northern

segment of existing SR-241 begins at an interchange with Oso Parkway and extends north to State

Route 91 SR-91 in northeast Orange County The toll road corridor Alternatives would extend SR-241

south from its existing terminus at Oso Parkway to approximately the Orange/San Diego County border

Specifically this Section describes the following

Section 2.1.1 Alternatives from Earlier Phases and the Major Investment Study This Section describes

the early planning and environmental studies related to the Foothill Transportation Corridor FTC
including both the FTC-North FTC-N the existing facility between the Eastern Transportation Corridor

and Oso Parkway and the FTC-South FTC-S which is the proposed corridor extension evaluated in this

EIS/SEIR

Section 2.1.2 Alternatives from the NEPA/404 Integration Process This Section describes the National

Environmental Policy Act NEPA/Section 404 Memorandum of Understanding MOU process used to

develop and evaluate the SOCTIIP Alternatives considered in this EIS/SEIR

Section 2.2 Preferred Alternative This Section provides detailed information about the Preferred

Alternative changes to the Preferred Alternative since circulation of the Draft EIS/SEIR refinements to

the Preferred Alternative and the rationale for identification of the Preferred Alternative

Section 2.3 No Action Alternatives This Section describes the two No Action Alternatives evaluated in

this EIS/SEIR including how they were developed and the basic land use and transportation assumptions

included in these Alternatives

Section 2.4 No Action Special Study Scenarios This Section describes No Action special study

scenarios that were developed specifically for use in the detailed traffic and air quality analyses These

scenarios differ from the No Action Alternatives in the background land use and transportation

assumptions included in the scenarios

Section 2.45 Corridor Arterial Improvements Only MO and I-S Alternatives This Section describes

the six Alternatives which are extensions of the existing FTC-N corridor the arterial improvement

alternative and the 1-5 widening alternative in detail including the background transportation

assumptions the features and alignments of each SOCTIIP build Alternative

TCl53flEinaI SEIR1inaI EIS-SEIRcnon 2.O.doc I/i23/O5 2-1
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Section 2.6 Alternatives Evaluated and Eliminated from Further Study This Section briefly describes

the various Alternatives considered for the SOCTIJP which were not carried forward for detailed analysis

in this EIS/SEIR This Section also explains why each Alternative was eliminated from further

consideration

Figures and tables supporting the alternatives descriptions are provided following the last page of text in

this Section

2.1.1 ALTERNATIVES FROM EARLIER PHASES AND THE MAJOR INVESTMENT STUIY

The southern extension of existing SR-241 referred to as the FTC-S has been subject to planning efforts

for approximately 20 years and has been considered by wide range of local and regional transportation

planning agencies including the Southern California Association of Governments SCAG the County of

Orange the Orange County Transportation Authority OCTA Caltrans local jurisdictions and the TCA
Prior studies completed for the FTC-S are

Final EIR 123 was certified by the County of Orange in 1981 and resulted in conceptual alignment

for transportation corridor facility being placed on the Countys Master Plan of Arterial Highways

MPAH The MPAH shows the alignment of the existing FTC-N and conceptual alignment for the

FTC-S

The Foothill Transportation Corridor Alternatives Alignment Analysis County of Orange and the

TCA 1986 identified four alternative alignments to be carried forward for evaluation in an EIR

Between 1989 and 1991 the TCA prepared an EIR TCA EIR pursuant to the California

Environmental Quality Act CEQA for the selection of locally preferred road alignment for the

FTC-S TCA EW addressed the and BX road alignments developed as part of the alternatives

analysis phase of the project as the primary build Alternatives TCA EIR was circulated for 60-

day review period which included public hearings Written responses to comments and

Supplemental EIR were circulated for public review The Supplemental EIR addressed changes to

the Alignment through San Onofre State Beach as well as San Clemente resident concerns related

to noise and visual impacts resulting in slightly modified alignment referred to as the Modified

Alignment On October 10 1991 the Modified Alignment was selected by the TCA as the locally

Preferred Alternative Subsequently at the request of the United States Fish and Wildlife Service

USFWS the Modified Alignment was slightly altered to avoid high quality scrub communities

protect sensitive species and wildlife movement in the Sulfur Canyon area and minimize impacts to

the Pacific pocket mouse As result of these changes this alignment was then renamed the CP

Alignment TCA EIR and Supplemental TCA EIR are on file at the TCA

In December 1993 the TCA initiated preparation of an SEW to evaluate the CP and BX alignments and

the No Action Alternative Concurrently the Federal Highway Administration FHWA initiated the

preparation of an EIS and issued Notice of Intent to prepare an EIS 58 Federal Register F.R 65757
December 16 1993 Between 1993 and 1996 technical analysis of the CP and BX alignment

alternatives and the No Action Alternative was conducted for that EIS/SEIR The 1993 EIS/SEIR process

was not completed and has been superseded by this current EIS/SEIR

2.1.2 ALTERNATIVES FROM THE NEPAI4O4 INTEGRATION PROCESS

In 1996 as result of the 1994 Memorandum of Understanding for the NEPA and Section 404

Integration Process for Surface Transportation Projects in Arizona California and Nevada NEPAiSection
404 MOU the TCA initiated coordination to implement the MOU policies in developing the EIS and

Section 404 permitting for the project The NEPA/Section 404 MOU implements the FHWA United
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States Army Corps of Engineers ACOE and United States Environmental Protection Agency EPA
policies of

improved interagency coordination and

integration of the NIEPA and Section 404 procedures

The NEPAISection 404 MOU applies to all projects requiring FHWA action under NEPA and an ACOE
individual permit under Section 404 of the Clean Water Act The signatory agencies to the

NEPA/Section 404 MOU for the SOCTIIP include FHWA EPA ACOE the National Marine Fisheries

Service NMFS and Caltrans in March 1999 pursuant to the NEPA/Section 404 MOU Purpose and

Need Statement was approved by FHWA for the project That Purpose and Need Statement was provided

earlier in Section 1.0 Purpose and Need for the Proposed Project

Between August 1999 and November 2000 the NEPAISection 404 MOU signatory agencies and the

TCA participated in an objective facilitated process to complete the next stages of the integrated process

to specifically develop list of alternatives to be evaluated in the current EIS/SEIR It was during this

process that the signatory agencies began referring to the project as the SOCTIIP The NEPA/404 MOU
signatory agencies and the TCA are collectively referred to as the SOCTIIP Collaborative In November

2000 the SOCTIIP Collaborative concurred on the alternatives to be evaluated in the current EIS/SEIR

These alternatives are the toll road corridor arterial 1-5 and No Action Alternatives described in detail in

this Section

During the NEPAI4O4 integration process the SOCTIIP Collaborative considered eliminating potential

alternatives from detailed evaluation in the EIS/SEIR Alternatives eliminated by the Collaborative from

detailed evaluation in the EIS/SEIR are described in Section 2.6 Alternatives Evaluated and Eliminated

from Further Study

2.2 PREFERRED ALTERNATIVE

2.2.1 INTRODUCTION AND SUMMARY OF MAJOR FEATURES OF PREFERRED
ALTERNATIVE

The following description provides detailed information about the Preferred Alternative changes to the

Preferred Alternative since circulation of the Draft EIS/SEIR refinements to the Preferred Alternative

and the reasons for selection of the Preferred Alternative The Preferred Alternative is the A7C-FECM-

Initial Alternative but with the following primary modifications

Reduction in Size of Project The Preferred Alternative is reduced in size from eight lanes to

maximum of six general purpose lanes This modification reduces the typical cross-section of the

project from 156 feet to 128 feet Initially the project will be constructed as four-lane facility two
lanes in each direction

Modifications Regarding RMV Ranch Plan to Maximize Open Space The alignment of the

Preferred Alternative is revised to conform as much as is feasible to the areas shown for development

in the Ranch Mission Viejo RM\7 Ranch Plan approved by the County of Orange as modified by the

Settlement Agreement among RMV the County and the environmental organizations the

Endangered Habitats League Natural Resources Defense Council Sea and Sage Audubon Society

Laguna Greenbelt Inc and Sierra Club The RMV Plan as reflected in the Settlement Agreement

contemplates the development of 14000 units and 3480000 square feet of urban activity center uses

5000O square feet of neighborhood center uses and 220000 square feet of business park uses in
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six development areas By including as much of the Preferred Alternative within the development

areas as is feasible impacts on open space and habitat areas are minimized

Consistency With Anticipated NCCP Reserve Design The modifications also conform to the

anticipated reserve design for the Southern Orange County Natural Community Conservation Plan

In general the RMV Ranch Plan as reflected in the Settlement Agreement concentrates the

development on the RMV property in the western and northern portions of the R1MV property It is

anticipated that the reserve design for the Orange County Southern atural Community Conservation

Plan will be consistent wifli the Ranch Plan

Minimization of Impacts on Wetlands and Other Natural Resources The Preferred Alternative

includes number of adjustments that avoid or minimize impacts to wetlands and other natural

resources For example the Preferred Alternative impacts only 0.82 acre of wetlands

Adjustments to Minimize Utility Relocation Impacts Utility relocation impacts are minimized to

conform to Caltrans standards

inclusion of Additiollal Wildlife Crossings Fifteen wildlife crossings are included to further

facilitate wildlife movement Wildlife crossings are included within the four large habitat blocks

identified in the approved Ranch Plan open space reserves These large open spaces areas are

functionally interconnected though bridge and wildlife crossings incorporated into the design of the

Preferred Alternative and through the project design features associated with the approved Ranch

Plan

Minimization of Access Road impacts The design of the connections between the Preferred

Alternative and access roads is modified to further minimize grading and to insure continued access

to existing utility and agricultural operations on the Ranch

Minimization of Cultural Resources Impacts The location and design of several Extended

Detention Basins is modified to reduce impacts on cultural and biological resources

2.2.1.1 Preferred Alternative Refinement

The Preferred Alternative incorporates the refinements above in response to comments on the Draft

EIS/SEIR and reflects detailed discussions among the U.S Fish and Wildlife Service the U.S

Environmental Protection Agency tl1e U.S Army Corps of Engineers the U.S Marine Corps the Federal

Highway Administration Caltrans the TCA and the California Department of Fish and Game These

and other changes are discussed further in Table 2.2-1

Additional analysis of the Preferred Alternative is provided in each topical section of this EIS/SEIR The

additional analysis includes an investigation of potential environmental effects expected from the

Preferred Alternative that may be different from those identified in the Draft EIS/SE1R The Preferred

Alternative does not result in any new significant impacts and does not increase the severity of any impact

of the A7C-FEC-M Alternative The Preferred Alternative reduces the impacts of the A7C-FEC-M

Alternative in several respects

2.2.2 PROJECT DESCRIPTION

The Preferred Alternative is limited access highway that would extend the existing SR-24 FTC-N
south from its existing southern terminus at Oso Parkway to 1-5 in the vicinity of the Orange/San Diego

County line This extension would be operated as toll road as are the existing portions of SR-241
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The Drafi EIS/SEIR provided detailed information regarding all of the alternatives evaluated in the

DEIS/SEIR The Preferred Alternative is the initial corridor described for the A7C-FEC-M Alternative

with the modihcations described in Section 2.2

2.2.2 Preferred Alternative Description

The Preferred Alternative is approximately 26 km 16 mi long plus approximately .3 km 0.8 mi of

improvements on the 1-5 The proposed facility includes four genera1-puose travel lanes two in each

direction for the entire length of the corridor Two additional lanes will be added in the future as traffic

conditions warrant Key components of the Preferred Alternative include continuous mainline travel

lanes and ramps south of Oso Parkway several wildlife structuresridges to facilitate wildlife movement

an approximately 2100 foot bridge structure crossing San Juan Creek toll plaza north of Ortega

llihwav ramp toll plazas at Cow Camp Road and Avenida Pico an approximately 2859 foot elevated

bridge structure spanning San Mateo Creek and I-S providine direct connection to 1-5 and

reconstruction of the existing I-S Basilone Road interchange

Figure 2.2-1 shows the anticipated disturbance limits which include the grading limits remedial grading

limits right-of-way limits utility relocation and construction staging areas for the Preferred Alternative

The Preferred Alternative is limited to maximum of six lanes

The Preferred Alternative is divided into five approximately egual segments shown on Figures 2.2-2-2.2-

Sheets through These sheets provide means of illustrating the proposed project in greater detail

but are not intended to show construction segments These figures show the A7C-FEC-M Alternative as

presented in the Draft ETS/SEIR and the Preferred Alternative and illustrate areas where the alignment is

refined general description of each sheet is provided below The sheets overlap therefore the total

length of the Preferred Alternative on each of the sheets totals more than the actual length

Sheet Figure 2.2-2 Sheet shows the Preferred Alternative from the existing terminus of the FTC-N

at Oso Parkway on the east side of Caflada Chiguita It extends south through Canada Chiquita and

terminates approximately 0.5 km south of the Goodwin Ridge fire road

Sheet Figure 2.2-3 Sheet shows the Preferred Alternative segment extending south on the ridge

that separates Canada Chiguita and Cafiada Gobernadora past the Canada Chiguita Water Reclamation

Plant traversing San Juan Creek and Ortega Highway to just north of the Olgebay-Norton Sand Quarry

Sheet Figure 2.2-4 Sheet starts just north of the Olgebay-Norton Sand Quarry and extends south

through The Donna ONeill Land Conservancy The Conservancy terminating just east of Talega

Sheet Figure 2.2-5 Sheet starts just east of Talega and just west of the Northrup-Grumman

Capistrano Test Site The alignment travels south crossing the Orange County/San Diego County

boundary and onto Marine Corps Base MCB Camp Pendleton San Onofre State Beach Leasehold in

San Diego county

Sheet Figure 2.2-6 Sheet shows the corridor continuing south across Camp Pendleton through the

San Onofre State Beach Leasehold to 1-5 with direct connectors between the corridor and 1-5

Table 2.2-1 provides more specific indication of the changes and the reasons for the change The sheet

numbers used in the table correspond to Figures 2.2-2--2.2-6 Sheets through The total footprint of

the Preferred Alternative is 1194 ac 483 ha This includes areas for ading remedial grading and

construction disturbance areas for paved roads and associated bridges and interchanges access roads

materials storauc areas areas for utility relocations and areas for the construction of Best Management
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Practices BMPs such as EDBs and other water quality features The total area within the disturbance

limits was 492 hectares 1.216 acres for the A7C-FEC-M-lnitial Alternative and 507 ha 1254 ac for the

Ultimate The Preferred Alternative is 483 hectares 1194 acres The reduction in the total disturbance

area limits for the Preferred Alernative is approximately 23 acres compared with the A7C-FEC-M-Initial

Alternative and 37 acres compared with A7C-FEC-M-tiltimate Alternative The Preferred Alternative is

proposed at width that is the same as the initial corridor identified in the Draft EIS/SEIR and would be

maximum of six lanes summary of the change in environmental effects between the A7C-FEC-M

Initial and the Preferred Alternative is provided for each of the topics included in Section 4.0 of the Final

Ff5/S EIR

2.2.3 BACKGROUND TO THE IDENTIFICATION OF THE PREFERRED ALTERNATIVE
NEPA CLEAN WATER ACT AND ENDANGERED SPECIES ACT INTEGRATION

PROCESS

2.2.3.1 History of Foothill Transportation Corridor South Planning- Project Alternatives

The FTC-S the proposed southern extension of the FTC-N has been the subject of continuing planning

efforts for over 20 years Prior sti.idies completed for the FTC-S include FIR No.123 certified by the

County of Orange in 1981 That FIR resulted in conceptual alignment for transportation corridor

facility being placed on the County Master Plan of Arterial Highways MPAH Between 1989 and 1991

the TCA prepared TCA EIR No which addressed the and BX road alignments selected as part of

the Alternatives Analysis phase of the project as the primary build Alternatives This effort concluded

with the certification of the EIR and the selection of the locally Preferred Alternative by Foothill/Eastern

Transportation Corridor Agency Board of Directors

In December 1993 the TCA initiated the preparation of Subsequent EIR to evaluate the CP Alignment

the BX Alignment and the No build Alternative The CP Alignment is refmement of the Alternative

and is similar to the FEC-M Alternative described in the Draft EIS/SEIR The BX Alignment is identical

to the CC Alternative described in this Draft ETS/SEIR Subsequent to this effort the project was

mandated to participate in the NEPAISection 404 MOU process Between August 1999 and November

2000 the NEPAISection 404 MOU signatory agencies and the TCA developed the project Alternatives to

be evaluated in this Draft EIS/SEIR The NEPA/404 MOU agencies U.S Environmental Protection

Agency U.S Fish and Wildlife Sewice U.S Army Corps of Engineers Federal Highway Administration

and Caltrans as well as the U.S Marine Corps and the TCA are collectively referred to as the SOCTI1P

Collaborative

During the course of Phase of the SOCTIIP Collaborative process August 1999-November 2000 the

Collaborative developed list of alternatives for evaluation in the SOCTIIP projects NEPA and Section

404 process The Phase Collaborative identified several Alternatives for evaluation

It was during this time that the Central Codor-Complete C-Alternative was previously referred to as

the BX Alternative and the Far East Alternative CP Alternative were evaluated to determine optimal

alignments The TCA/FHWA defined the Alignment Corridor Alternative A7C Alternative as an

Alternative to the CC Alternative to avoid and/or reduce impacts to the significant biological resources in

the upper and middle Chiquita areas The A7C-Alternative represents shift to the east to move the

alignment out of Canada Chiquita including its primary drainage course and to avoid the wetlands area at

the confluence of Canada Chiquita and San Juan Creek and at the Segunda Deshecha wetlands complex

Additionally this shift minimized impacts to sensitive habitat including coastal sage scrub Similarly

other Alternatives to the CC Alternative were created i.e Alignment Corridor Swing Variation A7C-
7SV Alternative the Alignment Corridor-Far East Crossover Variation A7C-FECV Alternative and
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the Alignment Corridor Ortega Highway Variation A7C-OHV Alternative The A7C Alternatives and

its variations were created as Alternatives to the CC Alternative

In ovember 2000 the SOCTIIP Collaborative concurred on the Alternatives to be evaluated in the

technical studies supporting the Draft EIS/SEIR The Collaborative agreed to 24 Alternatives for

evaluation in the technical analysis These include 19 toll road Alternatives non-toll Road Alternatives

and no action Alternatives

During Phase 11 of the SOCTIIP Collaborative January 2001-Present the TCA sought to further refine

the Alternatives to minimize inipacts to sensitive environmental resources Dunng that time the

FHWA/TCA realized that the socioeconomic impacts of the Alternatives that connected to the 1-5 at Pico

Avenue could not he appreciably avoided by specifically refining those Alternatives Development in the

City of San Clemente had increased substantially especially in the undeveloped areas where the Foothill-

South Corridor Alignments were proposed

Tahe 2.2-2 represents the results of the avoidance/minimization efforts conducted by the TCA in

coordination with the SOCTIIP Collaborative The Alignment CP Alignment which was selected as

the Preferred Alternative in 1991 had much greater environmental impacts than either the FEC-M or the

Preferred Alternative The continued refinement of the SOCTIIP alternatives has resulted in an

alternative that is significantly superior to the CP alternative Most notably impacts to ACOE

jurisdictional wetlands have been minimized to 0.82 acres from the previously delineated 7.0 acres of

impact Occupied Pacific Pocket mouse habitat was avoided through refinement efforts to the Preferred

Alternative The total disturbance limits for the Preferred Alternative have been reduced approximately

30 percent resulting in significantly less impact to the natural environment

Table 2.2-2

Comparison of Environmental Impacts CP FEC-M Preferred Alternatives

FEC-M Preferred

CP Ali2nment Ali2nment Alternative

Total Area of Disturbance 1735 acres 1274 acres 194 acres

Plant Communities

Venturan-Diegan Coastal Sage Scrub 2.3 537.5 acres 443.9 acres 385.3 acres

Thread-leaved brodiaea

Population 13

Counts 384 94 16

Wetlands

Riparian Ecosystems Dan Smith June 2003 160.1 acres 53.4 acres 42.9 acres

ACOE Wetlands GLA 17 acres 1.99 acres 0.82 acres

ACOE Non-wetland water GLA 20.28 acres 4.01 acres 5.45 acres

Wildlife

Arroyo Toad use areas

Coastal California Gnatcatcher use areas 23 13

Least Bells vireo use areas

Pacific Pocket Mouse Occupied Habitat No Occupied No Occupied

Affected Habitat Affected Habitat Affected

Consistency with NCCP Reserve Design Low Low

Source TCA 2005
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2.2.3.2 The NEP.A/Section 404 Collaborative Process

The Preferred Alternative is the product of twenty years of analysis of the southern extension of State

Route 241 by local and state transportation planning agencies and six years of extensive discussions and

analysis by state and federal transportation and environmental agencies including the U.S Fish and

Wildlife Service the U.S Environmental Protection Agency the U.S Anny Corps of Engineers the U.S

Marine Corps the Federal Highway Administration the California Department of Transportation and the

Foothill/Eastern Transportation Corridor Agency AU of the above agencies collectively known as the

Collaborative participated in rigorous six year evaluation of the SOCTI1P pursuant to the provisions

of the 1994 Memorandum of Understanding entered into between the federal transportation and resource

agencies Memorandum of Understanding National Environmental Policy Act and Clean Water Act

Section 404 Integration Process for Surface Transportation Projects in Arizona California and Nevada

the NEPAI4O4 MOU

In 994 the Federal Flighway Administration the U.S Environmental Protection Agency the U.S Army

Corps of Engineers the U.S Fish and Wildlife Service and Caltrans entered into the NEPAI4O4 MOU
concerning the evaluation of federally-approved transportation projects in Arizona California and Nevada

under NEPA section 404 of the Clean Water Act and the Endangered Species Act The NEPA/404 MOU

provides the followino

The signatories to this MOU are committed to integrating NEPA and section 404 of the

Clean Water Act in the transportation plarming programming and implementation

stages We are committed to ensuring the earliest possible consideration of

environmental concerns pertaining to waters of the U.S... We place high priority on

the avoidance of adverse impacts to waters of the U.S and associated sensitive species

including threatened and endangered species Whenever avoidance of waters of the U.S

is not practicable minimization of impacts will be achieved and unavoidable impacts

will be mitigated to the extent reasonable and practicable We will improve interagency

cooperation and consultation at all levels of govermuent throughout the process We will

integrate compliance with the Section 404b Guidelines with compliance with the

National Environmental Policy Act

The NEPA/404 MOU requires the signatory agencies to the MOU to integrate agency evaluations of

highway projects under NEPA the Clean Water Act and the Endangered Species Act in single

coordinated process that insures compliance with NEPA the Clean Water Act and the Endangered

Species Act The NEPA/Section 404 MOU provides for early and continued involvement of the federal

transportation and resource agencies with regulatory jurisdiction over transportation projects The

described benefits of the NEPAI4O4 MOU are to

improve cooperation and efficiency of governmental operations at all levels thereby better serving

the public

Expedite construction of necessary transportation projects with benefits to mobility and the economy

at large

Enable more transportation projects to proceed on budget and on schedule and

Protect and enhance the waters of the U.S which will benefit the regions aquatic ecosystems and the

public interest
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The NEPA./404 MOU ensures that the requirements of the three major federal environmental laws

governing transportation projects are addressed in the NEPA document The MOIJ seeks to insure that

the Preferred Alternative identified by the Federal Highway Administration under NEPA also satisfies the

regulatory requirements of section 404 of the Clean Water Act and section of the Endangered Species

Act In general section 404 of the Clean Water Act requires avoidance and minimization of impacts on

wetlands and other waters of the U.S when practicable Section of the Endangered Species Act

requires federal agencies to consult with the U.S Fish and Wildlife Service on impacts to threatened and

endangered species and requires the federal agencies to avoid actions that jeopardize the continued

existence of threatened and endangered species or that adversely modify critical habitat

The NEPA/404 MOU includes the following major steps

1cvelopment of preliminary agreement on NEPA purpose and need and section 404 basic and overall

project puose identification of criteria for alternate selection and identification of project

alternatives for evaluation

Holding scoping meetings

Development of Draft EIS including agreement on

.NEPA purpose and need and section 404 project puose

Criteria for alternative selection

Project alternatives to be evaluated in the draft EIS

Coordination of environmental inventory/impact evaluation

Final EIS Development including

Preliminary agreement with Fish and Wildlife Service in the project mitigation plan

Cos of Engineers and U.S EPA preliminarv identification of least environmentally damaging

practicable alternative

FHWA Final EIS approval

FHWA Development of record of decision

S.pçf Engineers pennit decision

Over the last six years the members of the SOCTIIP Collaborative process have completed Steps

through and are in the process of completing Step of the above progression The U.S Army Corps of

Engineers and the U.S Environmental Protection Agency recently issued their preliminary agreement that

the Preferred Alternative is the least environmentally damaging practicable alternative The U.S Fish and

Wildlife Service has preliminarily determined that the Preferred Alternative complies with the

reniof the Endangered Species Act The following sections briefly describe the process utilized

state and federal agencies to identify the Preferred Alternative
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2.2.3.3 Puiose and Need

Sections 2.1 2.3 2.4 2.5 and 2.6 address in detail the screening process used to identify the alternatives

analyzed in the Draft EIS/SEIR including alternatives from earlier phases the NEPA/404 MOU
Integration Process No Action Alternatives and Corridor AJO and 1-5 Alternatives The Draft

EIS/SEIR released in May 2004 evaluated eight build and two No Action Alternatives The Collaborative

selected these alternatives for analysis in the Draft EIS/SEIR because of their ability to address the

purpose and need of the project and because the alternatives included broad range of alternatives

including six corridor build alternatives two non-corridor build alternatives and two no action

alternatives The Draft EIS/SEIR also included several land use development scenarios so that the

impacts of the alternatives could be compared using different assumptions regarding future growth in the

SOCTUP area

The purpose of the SOCTIIP is to provide improvements to the transportation infrastructure system that

would help alleviate future traffic congestion and accommodate the need for mobility access goods

movement and future traffic demands on I-S and the arterial network in the action area The Preferred

Alternative meets this puose because it provides the number of traffic lanes necessary to meet

forecasted traffic demand through 2025 which is the design forecast year for the SOCTJIP and the

plaiming horizon year for regional plans and socioeconomic forecasts The Preferred Alternative also

meets the purpose because it accommodates the need for mobility access and goods movement by

providing increased traffic capacity and because it provides an alternative route to I-S

One of the project purposes is to improve the projected future level of service LOS and reduce the

amount of congestion and delay on the freeway system and as secondary objective the arterial network

in southern Orange County The overall goal is to improve projected levels of congestion and delay as

much as is feasible and cost-effective This may include strategies that lead to reduction in the length of

time LOS will occur even if the facility will still operate at LOS for short period of time if the

strategy will result in benefits to the traveling public and more efficient movement of goods by reducing

total delay The Preferred Alternative furthers this objective by increasing overall regional capacity and

reducing congestion on 1-5 and local arterials

For additional information regarding the purpose and need of the project refer to Section 1.0 of this

document

2.2.3.4 Process for Identification of the Preferred Alternative

Selection of the Preferred Alternative represents coordinated balanced approach to minimizing harm to

both the natural and built environments

The Draft EJS/SEIR included comprehensive evaluation of six corridor build alternatives two non-
corridor build alternatives and two no build alternatives After release of the Draft environmental
document and review of the comments received on the Draft EISSEIR the SOCTIIP Collaborative began

multi-dimensional evaluation of the alternatives in order to identify Least Environmentally Damaging
Practicable Alternative LEDPA Using Table ES.6- and other information in the Draft ETS/SEIR the

Collaborative prepared comprehensive matrix to assist in evaluating the alternatives using several

parameters including traffic conditions air quality aquatic resources including compliance with Section

404 of the Clean Water Act/CDFG Streambed Alteration Program water quality endangered species

impacts including compliance with Section of the ESA socioeconomic impacts land use impacts

military impacts on MCB-Camp Pendleton earth resources cultural and historic resources recreational

resources and project costs The Collaborative used this multi-layer process to determine which
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alternatives were likely to qualify as the LEDPA For more information on the LEDPA selectjpocess

refer to Section 2.2.3.3

The Collaborative thoroughly reviewed and discussed the evaluation matrix at several SOCTIIP

Collaborative meetings The Collaborative used the evaluation matrix to screen those Alternatives that

might qualify as the least environmentally damaging practicable alternative The Collaborative

determined that the shorter alternatives CC-ALPV and A7C-ALPV do not provide substantial

improvement in traffic conditions but do result in less effects to the natural environment because these

alignments were shorter and crossed areas that had recently been developed The CC Alternative while

providing good traffic relief entails very substantial adverse impacts on the human and built environment

and on socioecononiics because it requires the removal of 763 homes and 106 businesses The CC
Alternative also has adverse impacts to endangered species habitat loss and fragmentation and has high

wetland impacts The full-length alternatives FEC-M FEC-W and A7C-FEC-M perform well in traffic

relief minimize impacts on the built environment because they do not require acquisition of homes or

businesses but have adverse impacts to endangered species habitat loss and fragmentation arid wildlife

connectivity

Recognizing that the selection of the Preferred Alternative required assessment of its regional

significance the SOCTIIP Collaborative agreed that the selection of the Preferred Alternative required

balanced approach that evaluated the compatibility of the Preferred Alternative with the ongoing orange

County Southern Natural Community Conservation Plan NCCP and Special Area Management Plan

SAMP processes The Collaborative agreed to consider the alternatives in relation to the evaluation

matrix and the NCCP and SAMP planning processes These planning processes have implications for the

SOCTHP because they will determine the location and extent of development and open space uses in the

SOCTIIP study area

The Collaborative recognized that the impacts of preferred alternative could be further reduced by

insuring that the alternative is located as much as possible in an area contemplated for development in the

NCCP and SAMP Doing so has the further advantages of minimizing fragmentation of habitat and

minimizing cumulative and growth-inducing impacts

2.2.3.4.1 Practicability

The Collaborative considered the regulations guidance documents prepared by the U.S Army Corps of

Engineers and the U.S EPA concerning the NEPAJ404 MOU and the Section 404bl Guidelines for

the discussion of practicability The 404bl Guidelines define the concept of practicable

alternative as one that is available and capable of being done2 after taking into considerajTlcj

existing technology and logistics in light of the overall project puoses

The Collaborative measured each alternative against the criteria described in the Section 40-4bl

Guidelines guidance documents and applicable case law The NEPA/404 guidance paper lists seven

criteria for evaluating the practicability of alternatives six of which are relevant to SOCTIIP one is

transit-relaled According to the Guidance Paper an Alternative is not considered practicable if

It does not meet the project purpose and need

Availabl means obtainable for meeting the project purposes Available site may include property already owned by permit

applicant as well as properties that could be obtained utilized expanded or managed

Capable of being done means that it is possible to achieve the basic purpose on given site after consideration of cost

existing technology and logistics

If an Alternative is unreasonably expensive to the applicant the Alternative is not practicable
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Cost of construction including mitigation is excessive

There are severe operational or safety problems

There are unacceptable adverse social economic or environmental impacts

There would be serious community disruption

There are unsuitable demographics for transit Alternatives and

There are logistical or technical constraints

The Collaborative applied the seven criteria listed to the eight SOCTUP Alternatives Based on that

evaluation the following SOCTIIP Alternatives were determined to be not practicable Central Corridor

CC yellow Central Comdor-Avenida La Pata CC-ALPV light orange Alignment Corridor

Avenida La Pata A7C-ALPV lark orange Arterial Improvements Only AlO blue the 1-5

Widening Alternative 1-5 red and the No Action Alternatives

The reasons for the determinations are as follows

Criterion It does not meet the project purpose and need

No Action Alternatives

Criterion Cost of construction including mitigation is excessive

CC Alternative

I-S Widening Alternative

A7C-ALPV Alternative

AlO Alternative

Criterion There are severe operational or safety problems

CC Alternative

Criterion There are unacceptable adverse social economic or environmental impacts

CC Alternative aquatic resources built environment and social and economic impacts

CC-ALPV Alternative aquatic resources built environment and social and economic impacts

A7C-ALPV Alternative built environment social and economic impacts

AlO Alternative built environment social and economic impacts

1-5 Widening Alternative built environment social and economic impacts

Criterion There would he serious community disruption

CC Alternative

CC-ALPV Alternative

A7C-ALPV Alternative

AlO Alternative

1-5 Widening Alternative

Criterion There are unsuitable demographics

None This criterion applies to mass transit Alternatives not highway Alternatives
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Critenon There are logistical and technical constraints

AlO Alternative

1-5 Widening Alternative

Using the above criteria FHWA Caltrans and TCA proposed that the Collaborative consider the Far Fast

Crossover-Modified FEC-M purple the Far East Crossover-West FEC-W lavender and the

Alignment Corridor-Far East Crossover-Modified A7C-FEC-M green to he practicable alternatives

for further consideration by the Collaborative

After review and discussion of the joint proposal the Collaborative agreed that the MO Alternative and

the 1-5 Widening Alternative were not practicable because of the absence of available funding There was

also recognition of the severe community disruption that would occur with implementation of the CC
Alternative C-ALPV Alternative and the A7C-ALPV Alternative The Collaborative then evaluated

whether the above alignments could he further modified to avoid severe community disruption

The Collaborative agreed that it would consider all factors related to the human and natural environment

when identifying practicable alternative that results in least environmental harm i.e the LEDPA

2.2.3.4.2 Comparison of A7C-FEC-M FEC-W and FEC-M Alternatives

The Collaborative agreed that there were opportunities to adjust the A7C-FEC-M FEC-Wand FEC-NI

alternatives to accomplish further avoidance of impacts Several members of the Collaborative agreed

that the A7C-FEC-M alternative appeared to be less environmentally damaging than the FEC-W and

FEC-M alternatives To further evaluate the practicability of these three alternatives the TCA FFIWA
and Caltrans reviewed and compared the individual impacts of each alternative The comparison

indicates that the A7C-FEC-M Alternative is environmentally preferable to the other two alternatives

Advantages of the A7C-FEC-M that were considered in the selection process are presented briefly below

Preservation of Large Blocks of Open Space and Retention of Wildlife Corridors The FEC-W and

FEC-M cross Canada Gobernadora and bifurcate open space areas east of the A7C-FEC-M Alternative

The FEC-M alternative has the greatest impact on existing open space and has an adverse impact on

retention of large blocks of open space on the RMV property The FEC-M alternative is in very close

proximity to Cristianitos Creek and impacts large number of thread leaved brodiaea plants The A7C-

FEC-M Alternative the Preferred Alternative with its more western location minimizes impacts on open

space areas by being located in proximity to existing development and within the areas approved for

development in the Ranch Plan It allows for retention of large blocks of open space east of the alignment

and retains major wildlife movement corridors and allows greater wildlife connectivity between the RMV

property and the Cleveland National Forest

The Preferred Alternative incorporates bridges and wildlife crossings into the design to minimize the

effect of habitat fragmentation The NCCPIHCP identifies several important linkages connecting these

ppçn space habitat block areas Out of the 20 habitat linkages and wildlife movement areas identified

from field surveys in the NCCP/HCP planning area 15 are applicable to the wildlife corridor existing

conditions in the SOCTIIP biological study area Bridge arch culverts and box culverts that provide for

wildlife undercrossings of the Preferred Alternative have been incoorated into the project design at

locations that are consistent with the linkages identified in the NCCP/HCP guidelines

Consistency with Approved Land Use Plans The Rancho Mission Viejo Company RMV expressed

9ppQsition io the FEC-W alternative because of its proximity to the RMV heritage sites cowcipnd
vcemete
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The Preferred Alternative generally transects the center portion of the Ranch Plan including Planning

Areas and designated for development as well as areas desinated as open space Planning Area 10 in

the approved Settlement Agreement Plan The Preferred Alternative avoids impacts to large areas

dedicated to resource open space in the eastern portion of the Ranch Plan referred to as the Eastern

block Overall the alignment would impact approximately 257 acres designated for open space and

infrastructure in the Ranch Plan reflected in the Settlement Agreement This represents 1.42 percent of

the 16945-acre open space in The Ranch Plan This occurs where the PrefelTed Alternative traverses the

northern portion of Planning Area within the area from Planning Area over San Juan Creek into

Planning Area portion of this impact from the Preferred Alternative represents the alignment on

bridge structure Figure 2.2-1 illustrates the compatibility of the Preferred Alternative with the proposed

Ranch Plan and future NCCP design and demonstrates that the SOCT1IP Preferred Alternative is

compatible with both these regional planning processes

2.2.3.4.3 Benefits of the Preferred Alternative

Congestion Relief and increased Mobility The 1-5 freeway in south Orange County between El Toro

Road and the county line will realize considerable traffic benefits from construction of the Preferred

Alternative With implementation of the Preferred Alternative the deficient segments are reduced to only

segments in the AM and seents in the PM peak periods Traffic forecasts for the year 2025

indicate that if the No Action Alternative is adopted there will be 10 deficient segments in the AM and 10

deficient segments in the PM peak hour periods along this segment of the 1-5

Another benetit of the Preferred Alternative is that the 1-5 freeway segments that are deficient will remain

that way for much shorter period of time when compared to the No Action scenario For example in

2025 under the No Action Alternative four sections of the 1-5 between Ortega Highway and Camino

Estrella are forecast to experience more than hours of LOS congestion in the PM With construction

of the Preferred Alternative only one of these segments between Ortega Highway and Camino

Capistrano will be deficient and the time in which the congestion will last is reduced from more than four

hours to two hours or less

Traffic relief on the local arterials is also component of the project Purpose and Need that is achieved by

the Preferred Alternative Tn 2025 under the No Action Alternative there are forecast to be 13 arterial

intersections that are considered deficient during AM and PM peak hours With the Preferred Alternative

the number of deficient intersections is reduced from 13 to in the AM and from 13 to in the PM peak

hours

Forecasts for the year 2025 indicate that traffic congestion on the 1-5 and local arterials in south Orange
County will increase siificantly from present levels Implementation of the Preferred Alternative will

result in considerable beneficial affects that will reduce the anticipated traffic congestion

Compatibility with Regional Planning The TCA evaluated the Preferred Alternative for its

compatibility with the Natural Communities Conservation Plan NCCP and the proposed Rancho

Mission Viejo Ranch Plan The Preferred Alternative is compatible with the Ranch Plan as reflected in

the Settlement Agreement because the Preferred Alternative is located adjacent to existing development

or within the areas shown for development in the Ranch Plan and Settlement Agreement wherever

feasible As result the Preferred Alternative retains the large blocks on open space contemplated for

RMV property in the Ranch Plan and the Settlement Agreement The NCCP is anticipated to be similar

to the Ranch Plan as reflected in the Settlement Agreement Also refer to Response to Comments

Attachment 10 SOCTIIP Analysis of the NCCP/HCP Planning Guidelines and SAMP/MSAA Watershed
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Planning Principles for complete analysis of the Preferred Alternative compatibility/consistency with

NCCPfHCI reserve design guidelines and the SAMP/MSAA Watershed Planning Principles

Improved Water Oualitv on 1-5 1-5 currently has no water runoff treatment system in the vicinity of

Trestles beach With each stonu event untreated water from the I-S freeway runs directly into the creeks

and ocean potentially polluting Trestles Beach TCA will install treatment systems meeting Regional

Water Quality Control Board standards on the new roadway and an approximately two-mile portion of 1-5

north and south of the connection to SR-241 SOCTIIP would construct extended detention facilities to

treat the runoff from this existing portion of 1-5 as well as the new connector roadways from the project

Based on engineers calculations nearly one million gallons of runoff per design water quality storm

event those storms with about 0.6-inch of rain would receive treatment with the project Over the
past

two years of record about five design water quality events have occurred annually Using this estimate

the project
would treat five million gallons of water each year that currently flows untreated into San

Onofre and San Mateo Creeks

Emergency Evacuation Benefits 1-5 is the major emergency evacuation route ihr SONGS and is

virtually the only non-signalized evacuation route between SONGS and 1-405 to the north Orteia

Highway north of SONGS provides route from I-S to the east that is two lanes and non-signalized over

most of its length The Preferred Alternative would provide an additional evacuation route from 1-5

immediately south of San Clemente to Ortega Highway and to State Route 241 SR-241 north of Ortega

Highway and east of 1-5 To the north SR-24l connects with State Route 91 to the east affbrdint access

to Riverside and Los Angeles Counties and connects to 1-5 and 1-405 to the west providing access to the

north and northwest respectively The Preferred Alternative would have the beneficial effect of

increasint the speed at which evacuations could be completed and would provide an alternate route

should 1-5 become impassable for some reason

Avoids/Minimizing Environmental Impacts The Preferred Alternative has the following additional

environmental benefits

It avoids impact to high value wetlands in the Tesoro wetlands area ramps for the Oso Parkway

Interchange were shifled to the east to avoid Tesoro Wetlands

it avoids crossing of Canada Gobanadora which is the location of Gobanadora Environmental

Reserve Area

It bridges over San Juan Creek 2100-foot long and 60-foot high bridge structure will cross over

San Juan Creek allowing virtually unobstructed water flow and continued wildlife movement

It minimizes visual impacts to Talega residents by keeping the alignment behind natural ridgehne

Extensive design effort to locate the alignment behind the existine ridgeline to minimize view of the

road by homeowners

It avoids the BlindIGahino wetlands located at he confluence of Blind Canyon and Gabino Canyon

it avoid occupied Pacjc Pocket Mous..e habitat

It San Mateo Creek TCA minimized impacts to jurisdictional waters by reducige

size and number of structural supports in San Mateo Creek by locating those required structural

columns outside of high value jurisdictional resources In order to reduce the number of structural

columns maximized bridge span by increasing the strucmral streng of the bndge and

increasing the bridge depth The 3200 feet long bridge over San Mateo Creek and existing l-

gjpijziigjmactJp San Mateo creek and wetlands
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2.2.3.5 Least Environmentally Damaging Practicable Alternative LEDPA

The agencies represented in the Collaborative rigorously evaluated the alternatives described in the

technical reports and in the Draft EIS/SEIR

The NEPAISection 404 MOU establishes process for the federal transportation and environmental

agencies to identify the project Purpose and Need select alternatives for evaluation in the Draft

EIS/SEIR and select the Preferred Alternative and Least Environmentally Damaging Practicable

Alternative LEDPA

Section 404 of the Clean Water Act CWA requires that all appropriate and practicable steps must be

undertaken by the applicant to first avoid and then minimize adverse impacts to the aquatic ecosystem

prior to incorporatin compensatory mitigation The Refinement Process discussed in Section 4.10 of the

Draft EIS/SEIR as well as the PDFs and BMPs discussed in Sections 4.8 4.9 4.10 and 4.11 provide the

framework for avoidance and minimization of impacts to jurisdictional waters to the maximum extent

practicable

Specifically direct impacts to both wetlands and non-wetland waters were avoided andlor minimized

during the Refinement Process discussed in Section 4.10 in the Draft EIS/SE1R Avoidance and

minimization measures included refining the grading limits to reduce cut and flU by following natural

contours placement of bridge structures across major high order drainages and shifting the alignment to

avoid sensitive resources including the Tesoro Wetlands area Additionally TCA sought to minimize

impacts to jurisdictional waters by reducing the size and number of structural supports and by locating

those required structural columns outside of high value jurisdictional resources In order to reduce the

number of structural columns TCA maximized bridge span by increasing the structural strength of the

bridge and increasing the bridge depth

more detailed description of aquatic resources and associated acreages is provided in Section of the

Wetlands Delineation Technical Report Glenn Lukos Associates 2004 which has been verified

by the ACOE and is included as Attachment 12 to the RTC document The Wetlands Delineation

Tecimical Report was prepared for impacts associated with the SOCTIIP Alternatives consistent with

recommendations from the ACOE The Alternatives evaluated in the delineation include the CC CC
ALPV A7C-ALPV A7A-FEC-M FEC-M and FEC-W Alternatives Table 1.3-2 in the Wetlands
Delineation Technical Report GLA 2004 provides quantitative summary of impacts to Waters of the

United States WoUS including wetland and non-wetland waters for each alternative

ACOE will make the final decision on the LEDPA and determination of compliance with the Section
404 Guidelines during the 30-day review period for the FEIS

Because it was the goal of the Collaborative to select Preferred Alternative that would also be selected
as the LEDPA the evaluation and screening of the SOCTIIP Alternatives included evaluation of the
Alternatives according to the NEPA404 Evaluation criteria The Collaborative applied the definition of
practicability adopted by the Corps of Engineers and the U.S EPA in the section 404b Guidelines

summary of the evaluation criteria and screening process is provided below

2.2.3.6 Evaluation Criteria and Screening Process

Summary of Jurisdictional Delineation Evaluation Jurisdictional Detennination and Wetlands
Delineation Technical Assessment was prepared for six of the project Alternatives in August 2004 and
revised in April 2005 by Glenn Lukos Associates Inc GLA The report is Attachment 12 of the
Response to Comments document The Wetlands Delineation Technical Report describes the location
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and extent of aquatic features located within the disturbance limits of six of the corridor alternatives

considered in the FIS/SEIR The of the six corndor alternatives are compared in Table 22-3SAIL fl4 tO

beIo

Table 2.2-3

Summary of Permanent Impacts to Corps Jurisdiction Acres

Corps

Non-

Alternative Total Wetland Wetland

Preferred Alternative A7C-FEC-M Initial 67 5.45 082

A7C-FEC-M Ultimate 90 97 ft93

CC Initial 14.87 1.47 13.40

CC Ultimate 15.08 151 13.57

CC-ALPV Initial 138 ft97 11.41

CC-ALPV Ultimate 13.39 1.01 l38

A7C-ALPV Initial 22 1.96 L56

A7C-ALPV Ultimate 3.34 136

FEC-W Initial f69 4.07 62
FEC-W Ultimate 6.96 4.32 64
FEC-M Initial 3.73 171

FEC-M Ultimate 6M2 4.04 1.99

Source Glen Lukos 2004

In the planning level impact analysis conducted by the ERDC Potential Impacts of Alternative

Transportation Corridors on Waters of the U.S and Riparian Ecosystems for the Southern Orange County

Transportation infrastructure Improvement Project 2003 provided in the Draft EIS/SEIR the analyses

assume that all drainages within the disturbance limits are permanently filled This initial functional

assessment conducted by ERDC did not account for bridges or culverts but assumed complete fill this

resulted in higher than actual estimates for post-project reductions in aquatic function More recently at

the ACOE request an updated functional assessment has been prepared by R.D Smith of ERDC which

clarifies the impact analyses addressing the avoidance of impacts by the construction of bridges and

culverts

Review of the results indicate that of the eight categories evaluated Criteria 3a 3b 3c 4a 4h and

4c the Preferred Alternative is ranked best in four categories 3a 3b 3c and 4a second in two

categories and 4b fourth in one category and fifth in one category 4c Being ranked at the tcpJp

four categories is the best for any of the alternatives evaluated The normalized rank score for each of the

integrity indices evaluated in the functional assessment for each the six corridor alternatives is provided in

Table 2.2-4 below
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fable 2.2-4

Normalized Rank Scores for all Criteria and Corridor Alternatives for the

Initial Corridor Footprints

Criteria iotal

Corridor Miles of Criteria Criteria Criteria Normalized

Alternatives Stream Acres of Criteria Water Criteria Criteria \Vater Criteria Rank

Initial Channel Riparian Hydrolov Quality Habitat Hvdroloy Oualitv Habitat Scores

A7C-ALPV 04

A7C-FEC-

MPrefØrred 18 13 12 0.2 0.2 OA 16 19 17

Mternative

CCALPV 0.7 Q1 2.Q

c_c L2

FEC-M 09 fi4

FEC-W P2

Source RD Smith ERDC 2005

The Jurisdictional Determination and Wetlands Delineation Technical Assessment quantify impacts to

wetlands and the Updated Functional Assessment quantifies loss of function Together these two

technical analysis documents will provide the ACOE with the information required to ensure complete

understanding of the nature and degree of impact of the proposed discharge resulting from the SOCTIIP

Alternatives See Section 4.10 of this Final ElS/SEIR and both Attachment 12 and Attachment 16 of the

RTC document for more information on these technical evaluations

Summary of Biolo2ical Resources Evaluation The proposed project will involve removal of

vegetative resources that are known to provide or may have the potential to provide habitat for ten

federally-listed threatened endangered or proposed wildlife and plant species Threatened and

endangered wildlife species and plant species that may or will be directly affected by implementation of

the Preferred Alternative are the tidewater goby southern steelliead trout arroyo toad coastal California

gnatcatcher and thread-leaved brodiaea The thread-leaved brodiaea is also state listed

Threatened and endangered plant species that would not be directly impacted and for which potential

habitat is available are as follows Brauntons milk-vetch Nevins barberry spreading navarretia

Orcutts grass and Gambels watercress

The following threatened and endangered wildlife species would not be directly impacted but potential

habitat for them is available in the project area vernal pool fairy shrimp San Diego fairy shrimp
Riverside fairy shrimp Ouino checkerspot butterfly California red-legged frog least Bells vireo

southwestern willow flycatcher and Pacific pocket mouse

The Preferred Alternative selected by the TCA and FHWA includes many conservation and avoidance

methods to minimize impacts to the natural environment including adverse impacts to sensitive species

and other natural resources Indirect impacts will be limited through project design features For

example the drainage and water quality features will prevent water quality impacts to sensitive species

The Preferred Alternative will limit lighting to areas around toll plazas and interchanges and low-light

design features will be incorporated to the maximum extent feasible while maintaining consistency with

Caltrans design standards See Project Design Features described in Section 2.5.1.7 Table 2.2-4

includes information regarding the conservation and avoidance features of the location refinement to the

Preferred Alternative

Community Impacts The proposed southern extension of existing SR-24l has been subject to planning

efforts for over 20 years and has been on the County of Orange MPAH since 1981 Therefore
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development in the study area has been able to anticipate and accommodate the future implementation of

transportion facility in this area The potential direct and indirect effects of the Preferred Alternative on

existing land uses are reduced by the siting of the proposed facility to minimize impacts to existing uses

combined with existing topography and committed open space areas that separate the Preferred

Alternative from existing residential uses

The Preferred Alternative does not result in direct or indirect impacts to existing homes and businesses

Chiquita Water Reclamation Plant or the Prima Deshecha Landfill Although the Preferred Alternative is

adjacent to Tesoro High School it would not result in direct or indirect adverse impacts to this land use

Because Tesoro High School was constructed with the knowledge of the proposed extension of the

Foothill Corridor the Final EIR for the high school included measures to mitigate potential indirect noise

impacts associated with transportation facility in the area of the SOCTITP corridor Alternatives There

are no significant adverse indirect impacts to existing homes due to the distance from the proposed

alignment combined with existing topography and the existing buffer provided in the Taleta residential

elomept

2.2.3.7 Consideration of Other Factors

Marine Corps Base Camp Pendleton The Department of the Navy DON owns the property on

which the Preferred Alternative traverses the Marine Corps Base in San Diego County In 1988 the

Marine Corps agreed that only one potential alignment of the proposed extension of the Foothill South

project could be evaluated on Camp Pendleton as long as it met certain criteria the most important of

which was that any on-Base portion of this proposed toll road must be as closely located to the northern

Base boundary as possible and it must be routed in such manner that it does not impact the Marine

Corps mission nor interfere with Camp Pendletons operational flexibility The Preferred Alternative for

that section of the toll road which crosses through Camp Pendleton meets the Marine Cois criteria

SOSB is located entirely on lands leased from the DON the State does not own the land SOSB is

operated by the State pursuant to 1971 agreement of lease the lease with the United States The

California Department of Parks Recreation CDPR lease with the United States is specifically subject

to the reserved right of the United States to grant additional easements and rights-of-way over the leased

property Thus in implementing the authority to lease CDPR agreed that the United States may grant

right-of-way to third party Congress has adopted legislation authorizing the Navy to grant to the TCA
an easement within this portion of Camp Pendleton

San Onofre State Beach The Preferred Alternative extends south through Subunit of San Onofre

State Beach SOSB leased from MCB Camp Pendleton impacting biological and habitat resources

value and the overall size of the SOSB Subunit No camping sites in the San Mateo Campground
would be removed as result of implementation of the Preferred Alternative but the Preferred Alternative

has visual and aesthetic impacts on the camping experience at the San Mateo Campground No impacts

to the SOSB Trestles Subunit Subunit are expected as result of the elevated ramp connecting the

Preferred Alternative to 1-5 Continued access to Trestles Beach will be provided during and after

construction of the Preferred Alternative and as described in Section 4.25 there will be no changes to

sediment and no effect on the quality of the surf

Construction activities associated with implementation of the Preferred Alternative could impact Camp
Pendleton San Onofre Recreation Beach Impacts to recreation uses at San Onofre Recreation Beach

would relate mostly to noise access and dust during construction These short-term impacts would not

change land uses at San Onofre Recreation Beach or militaiy uses at Green Beach
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The Donna ONeill Land Conservancy The Preferred Alternative takes land in The Conservancy The

SOCTIIP Collaborative agreed that the beneficial affects of the Preferred Alternative crossing into the

western portion of Conservancy outweighed the potential impacts The benefits include greater habitat

connectivity into eastern Orange County avoidance of high value aquatic resources including wetlands in

the Blind CanyonlGabino Canyon confluence keeping in close proximity to neighboring development

thereby minimization habitat fragmentation and minimization of view shed impacts to residents in

developed areas of San Clernente including Talega The Conservancy would be compensated for this

impact The TCA has initiated discussions with The Conservancy Board of Directors and the landowner

to discuss right-of-way acquisition and potential mitigation strategies for impacts to The Conservancy

Mitigation strategies presented to The Conservancy included open space land for additional set-aside

areas either contiguous or non-contiguous to the existing Conservancy monetary compensation to The

Conservancy

Section 4f Resources/Cultural There are 25 identified cultural resource sites within the Preferred

Alternative Of these seven have been determined ineligible for the NRFIP under any criteria Fourteen

of the identified cultural resource sites have been determined eligible for listing on the NIRIIP Of the

sites that are eligible for the NRHP two are eligible under Criterion only Ten NRHP-eligible sites are

elements of the San Mateo Archaeological District SMAD and are considered eligible under Criteria

and The SMAD is also considered Traditional Cultural Property by local Native American Groups

Eight of the identified resources have not been formally evaluated in consultation with the SHPO for

eligibility The eight unevaluated resources are located within the RMV Lands Conservancy Land

adjacent to the Talega Development and along 1-5 in San Diego Mitigation Measures are provided that

will minimize or mitigate impacts to these resources to the extent feasible In addition avoidance of these

resources within the Preferred Alternative Study Area have also been investigated and avoidance has

been achieved for two resources considered the core of the SMAD CA-ORA-22 and CA-SDI-8435

Where possible ground disturbing impacts of the Preferred Alternative were placed on deflating

landforms where there is little likelihood of buried components for impacted 4f resources

Farmland Resources The Preferred Alternative would not result in the loss of rated farmland as defined

by the Natural Resources Conservation Service on RMV Due to alignment shifts the Preferred

Alternative would affect an additional ha 2.57 ac of rated agricultural land on MCB Camp Pendleton

compared to the A7C-FEC-M-Initial and ha 2.37 ac more than the A7C-FEC-M-Ultimate The

Preferred Alternative would result in the loss of approximately 63 ha 155 ac less agricultural preserve

land than the A7C-FEC-M-Initial and approximately 65 ha 162 ac less than the A7C-FEC-M-Ultimate

2.2.4 PREFERRED ALTERNATIVE AND LEDPA SELECTION

Of the three corridor alternatives remaining after the practicability analysis the A7C-FEC-M-Initial

corridor with design modification incoorated was selected by the Collaborative as the Preferred

Alternative in addition to meeting the seven criteria for evaluating the practicability of alternatives listed

in the NEPA404 MOU Guidance Paper and being better or comparable to the other two alternatives in

terms of impacts to aquatic and biological resources the Preferred Alternative allows the greatest wildlife

connectivity and is more compatible with local existing land use plans More specifically the Preferred

Alternative was selected over the FEC-M Alternative because it does not cross Canada Gobernadora it

minimizes impacts on open space areas contemplated by the RMV Ranch Plan and does not impact RMV
heritage sites

Selection of the Preferred Alternative represents coordinated balanced approach to minimizing harm to

both the natural and built environments The A7C-FEC-M as the Preferred Alternative culminates years

of analysis and evaluation engineering refinement inter-agency consultation and coordinated consensus
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ACOE will make the final decision on the LEDPA and determination of compliance with the

Section 404 Guidelines during the 30-day review period for the FEIS

_____NO ACTION ALTERNATIVES

24-l-23.1 OBJECTIVE OF THE NO ACTION ALTERNATIVES

The No Action Alternative under NEPA referred to as the No Project Alternative under CEQA is

included in an EIS to provide basis for comparison with what would happen without the federal lead

agencys approval of the proposed project or other action alternatives In an EIS the No Action

Alternative is analyzed at the same level of detail as the proposed project and other build Alternatives

The CEQA Guidelines state that The purpose of describing and analyzing no project alternative is to

allow decision makers to compare the impacts of approving the proposed project with the impacts of not

approving the proposed project California Code of Regulations Section 15126.6 In

accordance with the CEQA Guidelines the EIS/SEIR evaluates the impacts of the project alternatives

against existing conditions and against projected future conditions In this manner the EIS/SEIR

evaluates both the impact of the project alternatives against current environmental conditions and against

the environmental conditions likely to exist during the life of the project alternatives

Because this EIS/SEIR is joint NEPA/CEQA document the term No Action Alternative is used

consistently in this EIS/SEIIR and is intended to meet the requirements of NEPA for the No Action

Alternative and of CEQA for the No Project Alternative As described in this Section two No Action

Alternatives for the SOCTIIP were identified The No Action Alternatives described in this Section were

developed by the Phase II SOCTIIP Collaborative based on preliminary work conducted by the Phase

Collaborative and additional detailed land use and transportation infrastructure information developed by

the Phase II Collaborative

In addition to the two No Action Alternatives described in this Section additional No Action special

studies scenarios described in Section 23.4 were also developed for use in sensitivity analyses for traffic

air quality and cumulative noise impacts

222.3.2_METHODOLOGY FOR DEFINING THE NO ACTION ALTERNATIVES

The No Action Alternatives are based on consideration of several specific factors as described in the

following Sections In defming the No Action Alternatives it was necessary to make certain assumptions

regarding the background road system and the background land use patterns These conditions were used

to forecast future conditions without the proposed project These assumptions are based on the planned

road network shown on local jurisdictions General Plan Circulation Elements anticipated land uses and

land use patterns based on build out of local jurisdictions adopted General Plan Land Use Elements

LUE and regionally adopted population growth assumptions and proposed development plans for the

RMV property For the SOCTIIP these assumptions are based on the MPA1 the LUE of the local

jurisdictions General Plans and the Orange County Projections-2000 OCP-2000 growth projections as

described in the following Sections In addition certain assumptions were made regarding regional

transportation improvements based on the adopted Regional Transportation Plan RTP SCAG April

2000 as amended through March 2002

2.2.2.1 2.3.2.1 Master Plan of Arterial Highways

The MPAFI is countywide streets and highways plan for Orange County that focuses on arterial

highways The MPAFI shows the existing and proposed arterial components of the countywide
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circulation system The MPAH map shows the existing and proposed freeway and tollway circulation

components and defines their characteristics These existing and proposed arterial street components are

designated in the Orange County MPAH and in local jurisdictions General Plan Circulation Elements

Categories of arterial roads shown on the MPAH and in the Circulation Elements are principal major

primary secondary and collector The MPAH is updated periodically by the OCTA based on input from

the local jurisdictions in Orange County and on adopted land use plans and growth forecasts The MPAH
was last updated in December 2000 The MPAH has not been updated since the adoption of the most

recent demographic projections for Orange County OCP-2000 It is not known at this time what if any

changes to the MPAEI may be proposed based on the OCP-2000 projections or proposed development

plans in south Orange County As discussed in detail later in this Section the OCP-2000 projections

assume 21000 dwelling units dus on the RMV property versus the 6250 dus that could be constructed

on that property under the existing General Plan In addition in 2001 the RMV Company announced its

proposed development plan for the RMV property including 14000 dus Because there are currently no

entitlements for any development plans for the RMV it is not known how or if the MPAI-I may be

modified based on either the OCP-2000 projections or future development plans for the RMV

maj or role served by the MPAII in regional transportation planning is related to the distribution of

funds by the OCTA for arterial improvements local jurisdictions General Plan Circulation Element

must be consistent with the MPAH in order for that jurisdiction to receive funding from the OCTA for

many types of arterial improvements As result of this funding connection the majority of local

jurisdictions General Plan Circulation Elements are consistent with the MPAH Inconsistencies are

corrected by amendments to the applicable Circulation Element including environmental compliance

followed by amendment of the MPAH itself Although the MPAH and the disbursement of funds for its

implementation are overseen by the OCTA it is the responsibility of each local jurisdiction to implement

the MPAH within its corporate boundary

From the standpoint of the description and analysis of the SOCTIIP there are three important milestones

regarding the MPAH existing committed and build out which are defmed as follows

Existing MPAH This is the basis for comparison of the existing conditions to any future condition

scenario For this EIS/SEIR and the traffic analysis the existing MPAH road network assumed the

road network in place in early 2001 All the build Alternatives and both No Action Alternatives

assume that the road system in the SOCTIIP area in 2001 is the existing MPAH road network

operational in 2001 as shown in Figure 2.-l Remaining Tables tables cited in this Section are

provided following the last page of text in this Section

Committed MPAI This is the existing MPAH road system plus those MPAH improvements which

are currently included in funding program and which are anticipated to be constructed in the near

future These are defmed as improvements included in Capital Improvement Program CIP
adopted by the County of Orange or local city Improvements that will be built prior to 2025 by

specific funding source are also included in the committed highway network In addition

improvements that are part of conditions of approval for approved development that is included in the

long-range demographic data forecasts are also assumed to be committed The committed MPAH
highway system is shown on Figure 2.3-2 As described later in detail in Section 3.0 the committed

MPAH was assumed as part of the background transportation infrastructure for the 2025 traffic

analysis for the four No Action special studies scenarios

MPAH Build Out This is build out of the MPAH road system as shown on the adopted MPAI This

includes build out of all the MPAH facilities to their ultimate MPAH designations principal major
pnmary secondary collector Figure 232-3 defmes the improvements assumed for build out of the
MPAH in the SOCTIIP study area As described later in detail in Section 3.0 the build out MPAH
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was assumed as part of the background transportation infrastructure for 2025 for the No Action

Alternatives and the SOCTIIP build Alternatives

2.2.2 .2.2_Regiona1 Transportation Plan

The RTP is prepared by SCAG pursuant to the federal Transportation Equity Act for the 21 Century

TEA-21 the state and federal Clean Air Acts CAA and the Lewis-Presley Air Quality Management

Act The RTP sets forth the six county regions long-range transportation master plan outlines the

regions 25 year policy plan for meeting mobility goals and identifies the master funding list for all

transportation improvements needed to meet those goals Regionally significant projects must be

included in the RTP to be eligible for federal or state funding andlor approvals The 2001 RTP is based

on and accommodates population housing and employment projections prepared by SCAG which are

based on local agency General Plans and on detailed demographic studies of national and state trends

immigration economic conditions and other factors

SCAG adopted an RTP in April 2001 FHWA made positive conformity finding and approved the 2001

RTP in June 2001 The SOCTIIP is represented in the 2001 RTP as follows

The FTC-S is listed in the baseline network of transportation projects as an extension of SR-24 from

Oso Parkway to 1-5 with two mixed flow lanes in each direction by 2010 and two additional mixed

flow lanes in each direction by 2015

The FTC-S is mapped as programmed part of the regional transportation network baseline

The FTC-S is assumed in the modeling for the RTP including the air quality conformity modeling

The RTP provides long-range circulation plan for the regional circulation systeim- SCAG administers

the RTP for this part
of California including Orange County The RTP focuses on regional transportation

improvements such as freeway widenings new ramps etc The specific RTP improvements assumed in

the SOCTIIP area are shown on Figure 2.23-3

As defined in the RTP the FTC-S is described as an extension of SR-24l from Oso Parkway to I-S

Therefore it is anticipated that any SOCTIIP Alternative which proposes an extension of SR-241 from

Oso Parkway to 1-5 would be consistent with the function and congestion relief provided by FTC-S as

defined in the RTP The initial corridors are consistent with the lanes identified for 2006 in the RTP The

RTP will need to be modified to reflect the timing post-2025 expected for lanes beyond the initial

corridors It is anticipated that any SOCTIIP Alternative which proposes improvements other than to

SR-24 arterial and I-S improvements or which does not extend SR-24 to I-S would not be considered

to be consistent with the definition of the FTC-S as included in the RTP These Alternatives however

are intended to serve the same function and SCAG may find that these Alternatives are similar enough in

function i.e congestion relief and emissions reductions from reduced idling to determine that they are

consistent with the RTP

On April 2004 near the end of the preparation period for this EIS/SEIR SCAG adopted the 2004 RTP

The 2004 RTP represents
the SOCTIIP in manner similar to the 2001 RTP as follows

The FTC-S is listed as Tier committed project

The FTC-S is mapped as part of the 2030 Plan

The FTC-S is assumed in the air quality conformity modeling

The FTC-S is identified as Transportation Control Measure
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FUWA is expected to issue the final transportation conformity fmding and federal approval of the 2004

RTP in June 2004 Until that time the 2001 RTP remains the federally approved transportation plan for

the region

2.2.2.32.3.2.3__General Plan Land Use Elements

The LUE of local jurisdictions General Plan describes existing permitted land uses in developed areas

and provides blueprint for the development of currently undeveloped areas in that jurisdiction LUE

represent
overall land uses anticipated in each jurisdiction LUE are one of seven required General Plan

Elements and are part of the process for developing regional demographic projections LIJE are amended

by local jurisdictions on regular basis and can be amended up to four times year The LUE must be

internally consistent with all other Elements in the General Plan especially the Circulation Element

The LUE for the SOCTIIP study area include land that is identified in holding designation until

specific development proposal is submitted by the owner or developer That future land use would

require an amendment of the LUE to delete the holding designation and implement the proposed

designation This type of land use holding designation is shown in the Orange County General Plan LTJE

on the majority of the currently undeveloped parts of RMV in south Orange County Approximately

9254 ha ha 22850 ac of RMV lands are in unincorporated County of Orange jurisdiction and are

shown in land use holding designation Most of the undeveloped parts on RMV are designated

Open Space in the County LUE and are mostly zoned Al General Agriculture These land use

designations allow one du per every 1.62 ha four ac Based on this land use designation approximately

6250 dus 25000 ac divided by four dus per ac could be constructed on the RMV under the existing

LUE As of June 2003 no entitlements have been obtained for residential uses on this part of the RMV
under the existing County General Plan LIJE and Zoning Code Including the Ladera Ranch Planned

Community PC the RMV property totals 10125 ha 25000 ac The Ladera Ranch PC is currently

partially developed and there are entitlements for the remainder of the part of the RMV property referred

to as the Ladera Ranch PC Without the Ladera Ranch PC the RMV property totals 9254 ha 22850 ac
This is the area currently referred to as the RMV property and is the area covered by the proposed RMV
development plan Specifically on July 19 2001 the RMV Company announced its proposed plan for

the RMV That plan proposes 14000 dus 5670 ha 14000 ac of open space including 4050 ha 10000
ac of continuing ranch operations and 486 ha 1200 ac public park along Ortega Highway In March

2003 the County of Orange distributed Notice of Preparation of an EIR for the proposed Ranch Plan
As of December 2003 this plan has not been entitled or adopted by the County of Orange

Two major land developments in the SOCTIIP study area are currently entitled based on approved

permits and/or subdivision maps and some phases of these projects are occupied and under construction

These are the TalegalRolling Hills Planned Community PC in unincorporated Orange County and the

City of San Clemente and the Ladera Ranch PC in unincorporated Orange County These PCs are

currently entitled for total of 13065 dus with 4965 dus in Talega and 8100 dus in Ladera Build out

of both PCs is forecast by 2007 Other major developments in the study area include the Las Flores PC

unincorporated County built out the Coto de Caza Specific Plan unincorporated County nearly built

out Forster Ranch City of San Clemente partially built out and the Marblehead Coastal Specific Plan

City of San Clemente in permit approval process Existing and planned land uses and General Plans in

the study area are described in detail in the Land Use Technical Report PD Consultants 2003

2.2.2.12.3.2.4__OCP-2000 Projections

The official growth projections for Orange County are the OCP-2000 projections prepared by the Center

for Demographic Research at the California State University Fullerton CSUF These projections are
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prepared with substantial input from the local jurisdictions and are then adopted by the Orange County
Council of Governments Board of Directors subcommittee of the California League of Cities The

period covered by the OCP-2000 projections is 2000 to 2025

The OCP-2000 projections provide forecasts of growth for all of Orange County Forecasts are also

provided for smaller geographic units referred to as Regional Statistical Areas RSA and CAA RSA are

consolidations of CAA The SOCTIJP study area is covered by RSA C-43 and D-40 consisting of total

of 13 CAA The CAA in Orange County are shown on Figure 2.3-4 Table 2.23-1 provides the OCP
2000 population and employment projections for the CAA in the SOCTIIP study area for 2000 and 2025
The entitled and partially built out Talega and Ladera PCs and the currently undeveloped parts of RMV
are predominately in CAA 59 60 and 70 As shown in Table 2.23-1 over 76 percent of the total increase

in dus in the SOCTIIP study area CAA over the next 25
years is projected to occur in these three CAA

2.2.2.52.3.2.5 Comparison of LUE and CCP-2000

The land use assumptions in the adopted General Plan LUE and the land uses assumed for the growth

projections in OCP-2000 are not completely consistent Specifically as shown in Table 2.23-2 OCP
2000 assumes total of approximately 65916 dus in CAA 59 60 and 70 in 2025 an increase of over

35888 dus from 2000 As shown in Table 2.33-3 under the existing LUE maximum of 6250 dus

could be assumed for RMV and total of 13065 dus are entitled and partially built out in the Talega and

Ladera PCs OCP-2000 assumes an additional 14750 dus will be developed on the RMV by 2025 As

shown on Table 2.23-3 the OCP-2000 projections assume substantial growth in these three CAA based

on input from local jurisdictions and area property owners

As shown in Table 2.23-3 approximately 21000 of the 35888 additional dus projected in OCP-2000 in

CAA 59 60 and 70 are assumed to be on RMV This is substantial increase 14750 dus over the 6250
dus that could be developed on that site based on the existing General Plan LLTE The estimated total of

21000 dus on RMV is based on review of the distribution of the 35888 dus in CAA 59 60 and 70 Each

CAA is divided into traffic analysis zones TAZ Adding the estimated dus in each TAZ within the

boundary of the RMV property results in total of approximately 21000 of the total 35888 dus forecast

in these CAA on RMV This growth forecasting is consistent with the Countys projection process

because it reflects possible growth in the future that may occur in areas currently in holding designations

in the local LUE

As shown in Table 2.3-2 OCP-2000 forecasts an increase of 35888 dus in CAA 59 60 and 70 by 2025

Table 2.33-3 indicates that total of 34065 dus could be developed in CAA 59 60 and 70 based on

total of 13065 entitled and partially built out dus in the Talega and Ladera PCs 6250 dus on RMV under

the General Plan and the additional 14750 dus assumed for RMV in OCP-2000 As shown in Table 2.23-

there is only minor difference in the total numbers of dus in these three CAA under OCP-2000 and as

currently entitled/shown in the General Plan with the additional 14750 dus assumed for RMV in OCP
2000 As described later in Section 2.4 No Action special study scenarios were used for some impact

analyses which assumed different land use levels on RMV These scenarios omit the entire 21000 dus on

the RMV property resulting in an assumption of no dus on RMV omit those 21000 dus and add back in

the 14000 dus proposed in July 2001 by the RMV Company or omit those 21000 dus and add back in

the 6250 dus allowable under the current General Plan designation for the RMV site This provides for

range of possible land use scenarios in the SOCTIIP study area

2J442NO ACTION ALTERNATIVES FOR THE EIS/SEIR

Based on consideration of the No ActionfNo Project Alternative requirements under NEPA and CEQA
and the factors described above two No Action Alternatives were defined by the Collaborative for
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evaluation in detail in this EIS/SEIR for all environmental parameters These Alternatives vary in the

number of dus assumed on the RMV property and in the on site circulation improvements assumed to

support the development on the Ranch Specifically the first No Action Alternative assumes the OCP
2000 demographic projections for Orange County which is consistent with the demographic assumptions

in the RTP as required by the federal Clean Air Act The second No Action Alternative assumes fewer

dus on the RMV property and because it is consistent with the current proposed RMV development plan

it reflects current reasonably foreseeable development levels in this part of Orange County

These No Action Alternatives are described in the following Sections and are summarized in

Table 2.23-4

2.2.3.12.3.3.1__No Action Alternative OCP-2000

This No Action Alternative assumes the following

Build out of the LUE of the General Plans for the cities and unincorporated Orange County

OCP-2000 population and employment projections for 2025 which assume substantial development

in CAA 59 60 and 70 as shown on Table 2.2-2 This specifically assumes the construction of

approximately 35888 additional dus in CAA 59 60 and 70 by 2025 including total of 21000 dus

on the RMV site

Build out of the MPAH with all artenals constructed to their ultimate cross sections consistent with

the MPAI-I and as shown on Figure 2.23-3

Build out of the RTP improvements in South Orange County as shown on Figure 2.23-3

No extension of the existing FTC-N south of its existing terminus at Oso Parkway

An on site circulation system on the RMV property to support the 21000 dus forecasted in OCP
2000

2.32.3.2 No Action Alternative RMV Development Plan

This No Action Alternative assumes

Build out of the LUE of the General Plans for the cities and unincorporated Orange County

OCP-2000 population and employment projections for 2025 which assumed substantial development

in CAA 59 60 and 70 Under this No Action Alternative the 21000 dus assumed on the RMV under

OCP-2000 would be replaced by the 14000 dus proposed on the RMV by the Company

Build out of the MPAH with all arterials constructed to their ultimate cross sections consistent with

the MPAH and as shown on Figure 2.23-3

Build out of the RTP improvements in south Orange County as shown on Figure 2.23-3

No extension of the existing FTC-N south of its existing terminus at Oso Parkway

An on site circulation system on the RMV property to support the 14000 dus proposed by the

Company based on the on site circulation system defined by the RMV for the 14000 dus

development plan
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232.4 NO ACTION SPECIAL STUDIES SCENARIOS

3424.l OVERVIEW

In addition to the No Action Alternatives some of the environmental analyses considered additional No
Action scenarios based on different assumptions than those included in the No Action Alternatives The

No Action special studies scenarios were developed by the Phase II SOCTIIP Collaborative based on

consideration of different land use and background transportation infrastructure improvement

assumptions compared to the assumptions made under the No Action Alternatives described earlier

Section 223 These No Action scenarios are described in the following sections and are summarized in

Table 2.4- Specifically these No Action Scenarios test the sensitivity of changes in development

levels and the transportation network related to the potential traffic air quality and noise cumulative

impacts of the SOCTIIP and other assumed development levels in the study area

2344.2 NO ACTION SCENARIO COMMITTED MPAH AND RTP ONLY AND OCP.-200

This No Action Scenario assumes

Build out of the General Plans plus additional growth based on the development of 21000 units on

the RMV based on the OCP-2000 projections

Construction of committed and funded MPAH and RTP improvements only as shown on Figure 2.32-

This scenario does not include build out of the MPAH and there would be no Transportation

Systems Management TSM enhancements to the arterial system This scenario includes

assumptions for on site circulation on the RMV property to support the 21000 dus forecasted under

OCP-2000 based on the on site circulation system proposed by the RMV Company for the 14000

dus proposal

No extension of the existing FTC-N south of its existing terminus at Oso Parkway

2.4.3 NO ACTION SCENARIO COMMITTED MPAI AND RTP ONLY ANTI RMV
DEVELOPMENT PLAN

This No Action Scenario assumes the following

Build out of the General Plans plus additional growth based on the development of 14000 dus as

proposed by the RMV Company in July 2001

Construction of committed and funded MPAH and RTP improvements only shown on Figure 2.23-2

This scenario does not assume build out of the MPAH and there would be no TSM enhancements to

the arterial system This scenario includes assumptions for on site circulation on the RMV property

to support the 14000 dus proposed by the Company

No extension of the existing FTC-N south of its existing terminus at Oso Parkway

2.4.4 NO ACTION SCENARIO COMMITTED MPAH AND RTP AND GENERAL PLAN

LAND USE

This No Action Scenario assumes the following

OCP-2000 population and employment projections for 2025 excluding the approximately 21000

new dus assumed in CAA 59 60 and 70 for the RMV but including the approximately 6250 dus that

could be constructed on the RMV under the existing LIJE All other growth assumed for these three
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CAA and all other CAA under OCP-2000 would be consistent with the projections in OCP-2000

shown earlier in Table .3-

Construction of committed and funded MPAEI and RTP improvements only as shown on

Figure 2.2-2 This scenario does not assume build out of the MPAI-I and there would be no TSM

enhancements to the arterial system The committed and funded MPAH improvements assumed in

this scenario will be defmed in detail in the traffic analysis This scenario does not include any other

assumptions regarding circulation because the 6250 dus are currently shown in the LIJE The

Circulation Element and the LUE are required to be consistent Therefore the 6250 dus are assumed

to be supported by the current Circulation Element

No extension of the existing FTC-N south of its existing terminus at Oso Parkway

22.4.5_NO ACTION SCENARIO COMMITTED MPAH AND RTP ONLY AND
CONSTRAINED LAND USE

This No Action Scenario assumes the following

OCP-2000 population and employment projections for 2025 excluding 21000 of the approximately

35888 new dus assumed in CAA 59 60 and 70 This scenario assumes no development on the RMV

property in these three CAA All other growth assumed for these three CAA and all other CAA under

OCP-2000 would be consistent with the projections in OCP-2000 shown earlier in Table 2.2-1

Construction of committed and funded MPA1-I and RTP improvements only This scenario does not

assume build out of the MPAH and there would be no TSM enhancements to the arterial system

No extension of the existing FTC-N south of its existing terminus at Oso Parkway

2.5 CORRIDOR MO AND 1-5 ALTERNATIVES

244-2.5.l_OVERVIEW OF THE CORRIDOR ALTERNATIVES

The proposed toll road corridor alternatives are described in detail in this Section including description

of the features those alternatives have in common followed by the arterial and I-S widening alternatives

Figure 2.54-1 shows the conceptual alignments of the corridor arterial and I-S alternatives Key graphics

in this EIS/SEIR show the alignments of the Alternatives in the following colors the FEC-W alignment is

shown in lavender the FEC-M alignment is shown in purple the CC alignment is shown in yellow the

CC-ALPV alignment is shown in light orange the A7C-ALPV alignment is shown in dark orange the

A7C-FEC-M alignment is shown in green the MO alignment is shown in blue and the I-S alignment is

shown in red Detailed maps of the corridor alternatives are provided in Appendix The Alternatives

shown in the Appendix detail maps are not in color

The corridor build Alternatives propose southern extension of the existing FTC in south Orange County
or to an intersecting arterial road The corridor extension alternatives evaluated in this EIS/SEIR propose
the extension of the existing FTC south from Oso Parkway to 1-5 in the vicinity of the Orange/San Diego
County line These alternatives would be operated as toll roads This proposed segment of the corridor is

frequently referred to as the FTC South or FTC _The corridor Alternatives all propose extension of

existing SR-24 south of Oso Parkway to 1-5 There are three primary alignments for the corridor

Alternatives combinations and variations of these alignments resulted in the identification of several

more corridor Alternatives In addition as described in detail later in this Section each corridor

Alternative is proposed as an initial and an ultimate The initial corridors would be permitted and

constructed based on future traffic demand through 2025 The ultimate corridors with wider cross

section are not anticipated to be needed or constructed until 2025 or later based on forecasted traffic
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demand The initial corridors would result in lower construction costs because the TCA would only

finance and construct the road facility that is needed through 2025 The initial corridors would also result

in smaller disturbance limits which would result in reduced environmental impacts The ultimate

corridors would be built after 2025 and are evaluated in the EIS/SEIR to determine the extent of impacts

associated with the wider ultimate cross sections The TCA anticipates seeking environmental permits

and constructing only an initial corridors Because the time frame for the ultimate corridors is so far in

the future supplemental environmental documentation may be required in accordance with NEPA and

CEQA Additional permits would be required when the ultimate corridors are constructed sometime after

2025

As discussed in this Section the corridor Alternatives are subdivided into unique segments with letter

codes Each segment is unique to each Alternative However on some segments the corridor

Alternatives share common horizontal alignment but do not share common vertical alignments andlor

common disturbance limits For example although the segment south of the terminus of the existing

FTC-N is common to several corridor Alternatives the disturbance limits on this segment vary among

those Alternatives based on differences in the vertical profile for each Alternative This is based on trying

to achieve balance of cut and fill earthwork for each Alternative Therefore each segment of each

corridor Alternative is unique in its disturbance limits even when several Alternatives have comnion

alignment on that segment However some corridor Alternatives share common horizontal and vertical

alignments and those segments would be the same Specifically the segment south of Avenida Pico is

common to the FEC-M FEC-W and A7C-FEC-M Alternatives For that segment the disturbance limits

are common to these three Alternatives

The background conditions for the SOCTIIP build Alternatives for 2025 assume the following

Build out of the MPAH and the RTP as shown on Figure 2.32.-3

Development consistent with the OCP-2000 demographic forecasts for the SOCTIIP study area as

shown on Table 2.3-l

The corridor Alternatives would accommodate bus minibus and shared ride travel modes The grades on

the corridor alignments would preclude commuter and light rail travel modes

2.451.1 Features Common to All the Initial and Ultimate Corridors

The features common to all the corridor Alternatives are described in detail in this Section In the

following Sections the individual corridor Alternatives are described in detail

2.4-h2.5.l.2__Initial and Ultimate Corridors

As shown in Table 2.4- each corridor Alternative is proposed as an initial and as an ultimate The

initial corridors propose toll corridor which would have cross section providing two general purpose

lanes in each direction for the entire length of each alternative The ultimate corridors propose toll

corridor on the same alignment with the same centerline as the initial corridors which would have cross

section providing three general purpose lanes in each direction for the full length of each alignment As

shown in the initial corridor cross sections on Figure 2.45-2 the corridors could accommodate one future

HOV lane in each direction The ultimate corridors as shown in Figure 2.45-2 provide for one future

HOV lane in each direction for the full length of each alignment As result because the ultimate

corridors have wider cross section with more travel lanes the right-of-way requirements for the

ultimate corridors will be wider larger than for the initial corridors Therefore because the cross section
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of the ultimate corridors is wider than for the initials the right-of-way required for the ultimates will be

greater
than for the initials

The initial comdors provide the number of traffic lanes that would be needed on the corridors to meet

forecasted demand through 2025 the design forecast
year

for the SOCTIIP alternatives and the planning

horizon year for regional plans and socioeconomic forecasts The ultimate corridors provide the number

of traffic lanes that would be needed in the future beyond 2025 Both the initial and ultimate corridors

are evaluated in this EIS/SEIR for the following reasons

The initial corridors meet traffic demand to 2025 the design forecast year for the SOCTIIP The

EIS/SEIR would provide environmental compliance under NEPA and CEQA and would allow the

TCA to seek environmental pennits and other approvals necessary to build corridor In terms of

phasing and implementation the process for the initial corridors will be similar to the process for the

existing transportation corridors For the existing corridors the TCA constructed only the number of

lanes needed in the interim and not the total or ultimate number of lanes based on 2020 planning

horizon which were environmentally cleared in the environmental documents for those corridors

The TCA is phasing in additional improvements on the existing corridors as demand increases over

time with the long-term goal to provide the complete or ultimate facilities environmentally cleared

for those existing corridors

The ultimate corridor is the project currently included in the RTP and other local and regional

planning and transportation documents

The ultimate corridors would have greater potential impacts than the initials Therefore it allows

decisions makers to understand the impacts of both an initial which would be constructed prior to

2025 as well as the ultimate which would not be expected to be constructed until sometime after

2025

2.1.1.32.5.1.3__Typical Cross Sections for the Initial and Ultimate Corridors

Figure 2.45-2 provides typical cross sections for the initial and ultimate corridors As shown there are

two typical cross sections for the initial corridors From Oso Parkway to Ortega Highway the typical

section from the edge of one outside shoulder to the edge of the other outside shoulder is 39 meters 128
feet wide This cross section would accommodate two general purpose lanes in each direction and would

accommodate one future HOV lane in each direction in the median if needed in the future South of

Ortega Highway to 1-5 the initial corridor typical section would be 27 meters 89 feet wide This would
accommodate two general purpose lanes in each direction To accommodate one future HOV lane in

each direction this typical section would be widened on the outside as shown on Figure 2.45-2

Under the ultimate corridors the majority of the length of each alignment would provide an eight lane

cross section with three general purpose lanes and one HOV lane in each direction in 47.6 156 ft
wide typical section as shown on Figure 2.4D-2 As the ultimate corridors approach their southern

termini at major arterials or at 1-5 the typical section would narrow to three lanes in each direction The
typical cross sections are assumed for the initial and ultimate corridors as described above If variances

from these typical sections are proposed those variances are described in the individual detailed

descriptions of each corridor alternative later in this Section

Climbing and auxiliary lanes will also be provided along the corridor alternatives as required by the

Caltrans Highway Design Manual These lanes are not shown in the typical cross sections on

Figure 2.45-2
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The right-of-way limits for the initial and ultimate corridors are shown conceptually on the typical cross

sections on Figure 2.45-2 As shown on Figure 2.45-2 the typical cross section for the initials will vary
from 27 to 39 meters 89 to 128 feet wide the right-of-way would be wider to include any cut/fill

slopes South of Ortega Highway to 1-5 the right-of-way has been established to accommodate the

outside widening for the future HOV lane For the ultimates the typical cross section is 47.6 meters 158
feet wide the right-of-way would be wider to include any cut/fill slopes Therefore Figure 2.45-2

conceptually shows that the cross sections and the resulting right-of-way would be wider larger for the

ultimates than for the initials Detailed maps in Appendix show the anticipated construction limits

grading limits remedial grading limits and right-of-way limits for the initial and ultimate corridors The

construction limits include all areas disturbed for grading remedial grading access roads for RJvIV and

utilities utilities relocations erosion control features and materials and equipment storage areas The

grading limits show the limits of cut and fill work associated with the corridor alternatives The remedial

grading limits show the limits of work related to the remediation of landslides and other geotechnical

preparation The right-of-way limits on the detailed maps are the areas that would be acquired

permanently for the corridor Alternatives and that would become state owned right-of-way for the

corridor

The right-of.way limits for the initial and ultimate corridors are different because the initial corridors

assume narrower cross section fewer travel lanes as shown in Figure 2.45-2 and generally result in less

grading than the ultimate corridors as shown in Table 2.45-5 As result the right-of-way limits and total

right-of-way for the initial corridors are less than for the ultimate corridors

2.1.1.12.5.14 Interchanges for the Corridor Alternatives

The corridor Alternatives include interchanges with 1-5 and/or major artenals in the study area to allow

traffic to travel to and from the corridors to and from 1-5 and area arterials Table 2.45-2 lists the

corridor Alternatives and their proposed interchanges with I-S and major artenals

number of the corridor Alternatives include an interchange with I-S As result those Alternatives

include the construction of improvements on segments of I-S north and south of the interchange to allow

for smooth transition of traffic to/from I-S from/to the corridor typical cross section for these

improvements is shown on Figure 2.45-3 The actual improvements along 1-5 at these interchanges will

vary with more improvements/widening closer to the interchange transitioning to the existing 1-5 cross

section as you travel away from the interchange The initial corridor connection to I-S provides the same

number of lanes as the ultimate corridor connection on the ramp facilities

The need for an interchange with future not presently existing intersecting arterial would be evaluated

by the agency/party constructing or improving the arterial road For example because Crown Valley

Parkway is in unincorporated Orange County at its crossing of the corridor alignments the County of

Orange would determine the need for future interchange between the corridor and Crown Valley

Parkway The TCA would not be responsible for the environmental evaluation design construction or

financing of interchanges with roads that do not exist when the corridor is constructed including Crown

Valley Parkway at the corridor alignments

2.4.1.52.5.1.5__Bridges for the Corridor Alternatives

Bridges would be provided at major crossings of water and natural resources and local roads and to

provide access under the corridors for wildlife Under the initial and ultimate corridors the bridge cross

sections would be consistent with the road cross sections on either side of the bridge For example if

bridge is provided on road segment with four general purpose lanes the bridge structure cross section

would also provide four general purpose lanes Therefore the cross sections on the bridges under the
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initial and ultimate corridors would match the mainline cross sections on the initial and ultimate corridors

The locations of bridge structures along the corridor alternatives are shown in the detailed figures in the

Appendix

Bridges for Water Crossings and Natural Resources

The corridor Alternatives include number of bridge structures crossing water and natural resources

features in the study area Table 2.4-3 lists the corridor Alternatives and the locations akmg those

alignments where bridges are proposed to span water resources and natural resources such as canyons

Bridges for Local Road Crossings

The corridor Alternatives include number of bridge structures crossing local roads to allow the corridor

facility to pass over those roads without disruption to through traffic on the corridor or the local roads

Table 2.4-4 lists the corridor Alternatives and the locations along those alignments where bridges are

proposed to span local roads

Bridges for Wildlife Agricultural and Utility Crossings

Bridge structures would be provided for wildlife crossings agricultural road crossings and utility service

road crossings Wildlife crossings are intended to link together areas of suitable wildlife habitat that

would otherwise be separated by the corridor Wildlife crossings are shown on the detailed maps in

Appendix and on Figure 4.11-6 later in this EIS/SEIR

Crossings would also be provided for agricultural roads and utility service roads Some preliminary

locations for these roads are shown in Appendix Additional roads may be identified during final

design These roads will be within the disturbance/construction limits identified for the corridor

Alternatives

2.4.1.62.5.1.6__Fencing for the Corridor Alternatives

Fencing would be installed along the right-of-way limits for the entire length of the corridor Alternatives

The height of the fencing will vary with fencing in urban areas at 1.83 6.0 ft and in rural areas at

1.5 5.0 ft The height of fencing in areas designated as wildlife corridor may be as high as 3.05

10 ft to provide protection to wildlife The specific locations and heights of fencing will be fmalized in

consultations among the TCA Caltrans and USFWS

Build Alternatives including corridor arterial and 1-5 Alternatives which cross or are adjacent to Camp
Pendleton will include security fencing and other measures to prevent unauthorized access to the Base

from these road facilities These security measures will be developed in consultation among the TCA
Caltrans and the Marine Corps

2.54.1.7 Project Design Features to Minimize Potential Environmental Impacts

All the build Alternatives include several project design features PDFs intended to reduce and minimize

potential environmental impacts of the SOCTIIP build Alternatives on the human and natural

environments These PDFs include bridges for wildlife crossings runoff management features retaining

and sound walls landscaping and lighting The PDFs for the corridor Alternatives are described below
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Bridges for Wildlife Crossings under the Corridor Alternatives PDF- il-I

As described earlier in Section 2.54.1.5 the corridor Alternatives include bridge structures which would

provide opportunities for wildlife to cross the corridor alignments These wildlife crossings are intended

to link together areas of suitable wildlife habitat that would otherwise be separated by the corridor

alignments Wildlife crossings are shown on the detailed maps in Appendix and on Figure 4.11-6 later

in this EIS/SEIR Section 4.11 Affected Environment Impacts and Mitigation Measures Related to

Wildlife Fisheries and Vegetation provides additional discussion regarding wildlife and wildlife

corridors in the study area and how wildlife movements are accommodated by the bridges in the corridor

Alternatives

Runoff Management PDFs for the Corridor Alternatives

The build Alternatives include BMPs to control the flow of roadway runoff and treat to the maximum
extent practicable MEP roadway runoff before it leaves the project site and enters existing water courses

or storm drain facilities PDFs for the SOCTI1P build Alternatives include BMPs such as EDBs and

grassy swales The disturbance and right-of-way limits for the build Alternatives shown on the detailed

maps in Appendix include areas for EDBs and other BMPs

The PDFs consist of both pollution prevention BMPs and treatment BMPs Pollution prevention BMPs

are used to address design phase elements construction and spill mitigation Treatment BMPs are used in

the design to meet regulatory water quality requirements at specific locations Both pollution prevention

and treatment BMPs are included in the build Alternatives to the MEP Most of the treatment BMPs are

designed with safety factor such that they will function in conditions beyond those prescribed by

Caltrans National Pollutant Discharge Elimination System NPDES permit

The specific PDFs included in the SOCTIIP build Alternatives to address water quality are

PDF 9-1 Reduction of Downstream Effects Caused By Changes in Flow PDF-9-l If changes in

velocity or volume of runoff the sediment load or other hydraulic changes due to encroachment

crossings or realignment result in an increased potential for downstream effects in channels design

features to prevent adverse effects are included in the alternatives These will include one or more of the

following or similar features

Modifications to channel lining materials both natural and man-made including vegetation

geotextile mats rock and riprap

Energy dissipation devices at culvert outlets

Smoothing the transition between culvert outletslheadwalls/wingwalls and channels to reduce

turbulence and scour

incorporating
retention or detention facilities into designs to reduce peak discharges volumes and

erosive flow

PDF 9-2 Concentrated Flow Conveyance Systems PDF-9-2 Concentrated flow conveyance systems

will be implemented to intercept and divert surface flows and convey and discharge concentrated flows

with minimum of soil erosion both on-site and off-site where applicable Ditches berms dikes and

swales will be used to intercept and direct surface runoff to an overside drain or stabilized watercourse

PTC4531\EEnal SEIR\flnalEIS-SEIR\SeCtiOfl 2O.doc I1/23O5
2-33

November 2005



SOCTIJP EIS/SEIR Section

PDF 9-3 Slope and Surface Protection Systems PDF-9-3 Surface protection will be used to minimize

erosion from completed disturbed surfaces Surface protection includes but is not limited to vegetative

cover or hard surfacing such as concrete rock or rock and mortar

PDF-9-4 Detention Basins PDF-9-4 EDBs will be incorporated in the alternatives to temporarily

detain water and allow sediment and particulates to settle out The EDBs will be maintained monitored

and documented per Regional Water Quality Control Board RWQCB and Caltrans requirements and

will conform to the guidelines set forth in the Storm Water Management Plan SWMP

PDF-9-5 Biofiltration Swales and Strips Vegetated Treatment Strips PDF-9-5 Biofiltration swales

and strips will be used as shown in the Runoff Management Plan RMP Psomas 2003 where

applicable and in association with EDBs to convey low flow Bioswales will be maintained monitored

and documented per RWQCB and Caltrans requirements and will conform to guidelines set forth in the

SWMP

PDF-9-6 Infiltration Basins To the extent feasible or necessary linfiltration basins will be implemented

to the extent feaihle-to detain runoff and infiltrate it into the soil to prevent contaminants from impairing

the beneficial uses of receiving waters Infiltration basins will be maintained monitored and documented

per RWQCB and Caltrans requirements and conform to the guidelines set forth in the SWMP

PDF-9-7 Runoff Management PDFs for the Corridor Alternatives The build Alternatives include Best

Management Practices BMPs to control the flow of roadway runoff and treat to the maximum extent

practicable MEP roadway runoff before it leaves the project site and enters existing water courses or

stonn drain facilities PDFs for the SOCTIIP build Alternatives include BMPs such as extended

detention basins EDBs and grassy swales The disturbance and right-of-way limits for the build

Alternatives shown on the detailed maps in Appendix include areas for EDBs and other BMPs

PDF-9-8 Prior to completion of final design of the selected alternative TCA shall obtain approval of the

hydrologic methodology and parameters to be analyzed in the Final Hydrologic Technical Report and

incorporated into the Final Location Hydraulic Study from affected jurisdictional agencies

PDF-9-9 Final design will include refinements to ensure that the bridges will be constructed to span the

100-year floodplain without raising the 100-year base floodplain water surface elevation more than 0.3

meter 1.0 foot or otherwise causing adverse changes in the extent of the floodplain or the potential for

erosion

These runoff management PDFs and other measures to reduce adverse impacts of the alternatives related

to water quality are described in greater detail in Section 4.9 Affected Environment Impacts and

Mitigation Measures Related to Water Quality and in the RMP

Retaining and Sound Walls for the Corridor Alternatives

Retaining Walls for the Corridor Alternatives PDF-2-

Retaining walls will be provided in some locations along the alignments of the corridor Alternatives

Retaining walls can be used to minimize or reduce the amount of grading in areas with substantial

topography or to minimize or reduce right-of-way takes in developed areas The specific locations of

retaining walls will be refined in final design if corridor Alternative is selected for implementation
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Sound Walls for the Corridor Alternatives

Sound walls to reduce noise impacts on adjacent sensitive land uses under the corridor Alternatives will

be provided consistent with FHWA Caltrans and local noise standards The locations of the noise walls

included in the corridor Alternatives are shown on detailed maps in Appendix Some of these noise

walls will be outside the disturbance limits and rights-of-way for the corridor Alternatives Those noise

walls would be adjacent to existing sensitive land uses to maximize the noise reduction benefits of these

walls for the adjacent sensitive uses Those walls would be constructed on the affected property with the

permission of the property owner and would become the property of that property owner The

disturbance limits for these walls would be limited to the area directly adjacent to the walls The

construction access to these wall locations would be from the property owners access driveway from

the nearest public
road and not from the disturbance limits for the build Alternatives The noise walls for

the SOCTIIP build Alternatives including walls outside the disturbance limits are shown on the detailed

maps in Appendix

Lighting for the Corridor Alternatives PDF-I 8-1

The corridor Alternatives will include pole mounted lighting at the toll plazas ramps and other locations

as required by Caltrans standards Lighting in areas away from the toll plazas ramps and other locations

as required by Caltrans standards will be minimized to avoid unnecessary light effects in more rural areas

adjacent to the corridor In addition all lighting along the corridors will be shielded and directed to focus

the light on the corridor and its facilities to minimize light leakage outside the corridor limits

Landscaping for the Corridor PDF-l 8-2

The corridor Alternatives will include landscaping for unpaved areas within the corridor rights-of-way

Landscaping will focus on native plant species particularly in areas adjacent to undeveloped land with

native plant species In addition the landscaping will include design components and plant materials

intended to reduce the visual impacts of the corridor alternatives on adjacent sensitive uses Section 4.18

Affected Environment hnpacts and Mitigation Measures Related to Visual Resources provides

additional discussion of the use of native plant materials and other landscaping to soften views of the

corridor

SGE NCCP Oper.iona1 Protocols PDF 11-2

Utility relocation will be conducted in manner that is consistent with the operational protocols

established in SDGEs Subregional NCCP including measures that address general behavior for all

field personneLptctivitv studies and survey work maintenance repair and construction of facillules

and construction and maintenance of access roads

2.54.1 .8 Design/Build

The corridor Alternatives would be designed and constructed as designlbuild contract Under

design/build contract the TCA would contract with single contractor to complete the design and

construct the entire corridor Alternative The advantages of design/build include opportunities for

input/feedback between the designers and the builder throughout the design and construction processes

for concurrent preparation of design on one segment and construction on another segment substantially

reducing the total time elapsed for design and construction and reducing costs associated with work

change orders and design changes once construction has begun The TCA has successfully used the

design/build approach for the existing Eastern ETC and San Joaquin Hills Transportation Corridors in

Orange County
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2.5.1.9 Construction Sequence for the Corridor Alternatives

It is anticipated that if corridor Alternative is selected as the Preferred Alternative it would be

constructed in stages as required to meet the projected travel demand The general sequence of

construction could be as follows

Stage 1- Initial

Oso Parkway to Ortega Highway

eFour general purpose lanes two in each direction would be constructed with sufficient width in the

median to accommodate future HOVtwo lanes as shown in the typical cross sections in Figure

2.45-2

eBarriers and shoulders would be constructed consistent with Caltrans standards

elnterchanges at existing arterials and state highways and mainline and ramp toll facilities would be

constructed

eBridges would be constructed to accommodate the four general purpose travel lanes

ePossible future interchanges proposed where the intersecting arterial is not yet constructed would not

be constructed Under all the corridor Alternatives this would be the interchange at Crown

Valley Parkway

Ortega Highway to 1-5

eFour general purpose lanes two in each direction would be constructed

eBarriers and shoulders would be constructed consistent with Caltrans standards

elnterchanges at existing arterials and state highways and mainline and ramp toll facilities would be

constructed

eBridges would be constructed to accommodate the four general purpose travel lanes

Stage Ultimate

The TCA would evaluate the need in the future for the additional general purpose lanes and the HOV
lanes based on traffic demand and financial feasibility When needed additional pavement and

bridge widenings to accommodate the additional general purpose and/or HOV lanes would require
construction as shown on Figure 2.45-2 outside the existing lanes

The ultimate would provide for six general purpose lanes three in each direction and two HOV
lanes one in each direction for total of eight lanes

Barriers and shoulders would be constructed consistent with Caltrans standards

Interchanges at existing arterials and state highways and mainline and ramp toll facilities would be

constructed to accommodate the travel lanes

Bridges would be reconstructed to accommodate the additional travel lanes
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.1 O2..l.lO General Construction Process for the Corridor Alternatives

The construction process would generally be as follows for the corridor Alternatives

The alignment would be fenced and all clearing and grubbing would be conducted at one time

The erosion control devices silt fencing detention basins sand bags etc would all be placed

Earthwork would be conducted on as many as four segments simultaneously

Nighttime construction would occur whenever local roads or 1-5 need to be closed Construction on

and near local roads and I-S would also occur during daylight hours As result construction could

extend for approximately 20 hours per day two 10-hour shifts

Noise at night would have to comply with local noise ordinances

Particularly noisy activities associated with construction of the corridor Alternatives would include

pile driving vehicle backup alarms and pavement/concrete breaking Pile driving is anticipated to be

needed for structures where the corridor Alternatives intersect I-S Pile driving may also occur at

other structures along the alignments of the corridor Alternatives depending on the individual

structures In general unless road closure is necessary pile driving would be conducted during the

day in compliance with the applicable local noise ordinance

However there may be potential need to conduct nighttime pile driving during construction of

corridor Alternatives that have direct connection with 1-5 Where proposed pile driving for I-S

requires lane closure it is anticipated that this work will need to be performed at night to minimize

associated traffic congestion Nighttime pile driving will only be allowed on review of the

construction plans for the corridor Alternatives by the TCA to confirm that appropriate noise

attenuation measures are in place including appropriate notification of the public

As part of final design detailed geotechnical study will be conducted The findings and

recommendations of that study will be incorporated in the final design for the corridor alternatives The

final design and construction of the corridor Alternatives will be consistent with applicable design

construction and safety standards and best professional practices The final design of the corridor

Alternatives will be substantially consistent with the Caltrans Standard Plans and Specifications and will

be consistent with the TCAs Design Standards

2.4.1.1 12.5 l.llConstruction Disturbance for the Corridor Alternatives

The construction of the corridor Alternatives would result in the removal and placement of soil

depending on whether the existing topography needs to be cut or filled in order to construct the road

Specifically this soil would be associated with excavation for construction landslide/remedial excavation

and filling of low spots The area anticipated to be disturbed during construction of the initial and

ultimate corridors is shown in detail in Appendix as areas for grading remedial grading and

construction The construction areas shown on the detailed maps in Appendix include access roads

materials storage areas areas for utilities relocation and areas for the construction of the BMPs Table

2.45-5 summarizes the anticipated soil removal and placement under the initial and ultimate corridors

2.4 -1--1-22.5.l.l2Construction Equipment and Manpower Needs for the Corridor Alternatives

The maximum daily construction equipment anticipated to be used for construction of the initial and

ultimate corridors is listed in Table 2.45-6 This equipment would be used for clearing and grubbing

grading excavation backfilling materials and equipment delivery and removal concrete and asphalt

installation and other construction activities Staging areas within the disturbance limits would be used
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during construction for materials storage equipment and employee parking temporary storage of soils

and other related activities Access to the construction areas would be via existing public roads and

existing ranch/utility access roads Table 2.45-6 also lists the estimated number of workers who would be

on the construction site on day of maximum construction activity

1.1.132.5.1.13 Construction Periods for the Corridor Alternatives

The estimated construction periods for the initial and ultimate corridors generally range from

approximately 2.5 to 3.5 years as shown in Table 2.45-7 These construction periods assume the

corridors would be implemented under design/build contract

2.l.l.l 12.5.1.1 4Facility Operations for the Corridor Alternatives

Each initial and ultimate corridor would be operated as toll facility until the construction bonds for the

corridor are paid off The corridor would operate as closed barrier system where all vehicles pay at

least one toll The initial and ultimate corridors would include both mainline and ramp toll collection

facilities as described in Table 2.45-8 At the mainline toll plaza and the ramp toll facilities tolls will be

paid with cash or the Automatic Vehicle Identification AVI system where users stay in the FasTrak

travel lanes and pass through the toll plaza without stopping

Tolls are proposed on the corridor Alternatives to generate revenues to repay the toll road construction

bonds The TCA Joint Powers Authority was formed pursuant to the Joint Exercise of Powers Act

Gov Code Section 6500.1 et seq to construct the proposed facilities and to collect toll fees from users

of the facilities for repayment of construction bonds TCA member agencies include the County of

Orange and cities within the SOCTIIP area of benefit Each TCA member agency is authorized to

impose toll fees pursuant to Government Code section 66484.3f establishment and collection of toll

fees to pay for the costs of construction of major thoroughfares Additionally each TCA member agency

has adopted Ordinances pursuant to Government Code section 66484 that allow the member agencies to

collect development fees as condition of approval of final maps or issuance of building permits to

defray the cost of building major thoroughfares After the construction financing bonds are repaid the

TCA will terminate toll collection and the toll roads will become free facilities It is anticipated that the

bonds will be paid off in 2044

The tolls on the TCA toll roads in Orange County are set based on the need to repay the construction

revenue bonds Tolls can also be used as congestion management tool Congestion pricing is one

approach for maximizing the capacity of transportation facility maintaining an acceptable LOS and

minimizing the need for additional capital improvements in the short-term For example as peak hour

use of toll road increases peak premium can be added to the existing tolls for those time periods

Peak premiums are one form of congestion pricing that can shift demand from the more heavily used peak

periods to the less heavily used off peak periods To date the use of congestion pricing on the TCAs toll

roads has been limited to the San Joaquin Hills Transportation Corridor SJHTC which experiences peak

period demand which has adversely affected the LOS on that corridor in the peak period In the event that

the corridor Alternative experiences substantial peak hour demands congestion pricing may be initiated

to reduce congestion

As noted earlier tolls are set to collect sufficient revenues to repay the construction bonds Based on the

traffic analysis conducted for the SOCTI1P the corridor Alternatives will operate at an acceptable LOS in

the peak periods through 2025 Therefore because these corridors will not experience congestion by

2025 it is not likely that congestion pricing would be necessary
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2.54.1.15 Non-Compete Zone

The TCA was formed in 1986 under State legislation as Joint Powers Authority to construct toll roads in

Orange County in part due to substantial decreases in the availability of state and federal transportation

funding Forming the TCA allowed much needed transportation infrastructure to be built in Orange

County Financing to build the toll roads was through construction bonds in which tolls and developer

impact fees would be used for repayment of the bonds The TCA and Caltrans entered into cooperative

agreements on aspects of toll road administration maintenance and operations when the toll roads were

built Pursuant to this agreement the State agrees to support the toll roads However the TCA does not

have the ability to prohibit Caltrans capital project

non-competition zone was included in these agreements in which the State agreed to limit with

exceptions as noted below the development of highways in the vicinity of the toll roads so that the

TCAs ability to repay its bond payments would not be adversely affected If State project within the

non-compete zone adversely affects TCAs toll operations the State would be required to pay on an

annual basis the difference if any between the TCAs required payments to service the bonded

indebtedness and the net toll revenues the TCA has available to meet such obligations

The TCA exempted projects from the non-competition zone that at the time existed in the State highway

program OCTAs plans the Orange Countys MPAH any HOV lanes and also any state highway

improvements necessary for safety maintenance or operational purposes

2.54.1.16 Financing for the Corridor Alternatives

None of the existing corridors were provided with federal funding and only nominal state funding was

potentially available As result the TCA sought innovative fmancing alternatives Tax-free bonds to

fmance the toll roads were sold to investors which enabled the TCA to get the required Imancial backing

Tax-free bonds were issued in March 1993 and September 1997 for the SJI-ITC and in July 1993 and July

1999 for the ETC These bonds are non-recourse bonds which mean the state taxpayer is not at risk for

repayment if the TCA is unable to meet its financial requirements The bonds are being repaid using tolls

collected on the corridors

It is anticipated that the construction of the corridor Alternatives would be financed by toll revenue bonds

In October 1984 the County of Orange Board of Supervisors adopted the Major Thoroughfare and

Bridge Fee Program to assess developer fees for the implementation of the FTC and the ETC An area

of benefit was established which encompassed much of southeast Orange County The Cities in this

benefit area also adopted the fee program These developer fees are used to finance planning conceptual

design and environmental compliance of the corridor projects To supplement the developer fees Senate

Bill SB 1413 was passed in September 1987 which gave the TCA the authority to charge tolls to cover

the costs of constructing the corridors It is anticipated that the TCA would issue bonds for the

designlconstruction costs with the bonds paid back over time with tolls

The TCA would complete construction of the corridor alternatives capital improvements including the

road and ramps and then transfer ownership and responsibility for maintenance and operation of these

facilities to Caltrans The TCA will retain operational control of the toll facilities until the construction

financing bonds are paid

24 .1 7LjiTraffic and Revenue Forecasting

The traffic modeling for the impact analysis in this EIS/SEIR is described in Section 3.0 and in the

SOCTIIP Traffic and Circulation Technical Report Austin-Foust Associates Inc 2003
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As
separate

effort for TCA financing purposes aTraffic and Revenue Reports waswere_prepared for

the San Joaguin Hills Transportation Corridor and the Foothill/Eastern Transportation Corridor by
Voilmer Associates LLP referred to hereafter as the Volimer Report in conjunction with the proposed

consolidation of the FoothilllEastern Transportation Corridor Agency and the San Joaquin Hills

Transportation Corridor Agency The toll traffic and revenue projections in the Voilmer Report were

developed using traditional procedures The Volimer Report expands on the existing traffic and revenue

base in the following ways expanded study area to cover the northern third of San Diego County

expanded capability to account for the value of travel time in estimating toll choice and incorporates

survey and socioeconomic forecast data developed specifically for the Volimer Report The Vollmer

Report primarily addresses the existing SR-241/26l/133 facility

The Vollmer Report conducted sensitivity analysis of an extension of the SR-24 Foothill South to

illustrate potential changes in toll revenues for the consolidated agency if the SR-24 is extended from the

existing Oso Parkway terminus to 1-5

The Vollmer Report was prepared to support the issuance of debt by the consolidated agency Thus the

forecasts on the SR-24 are conservative as dictated by financial planning principles and may show lower

traffic volumes on the SR-241 than are shown in the EIS/SEIR In contrast the EIS/SEIR traffic analysis

is based on transportation planning procedures without the financing constraint used in the Vollmer

Report

The traffic modeling predicts reduced traffic on 1-5 with construction of Foothill-South Depending on

toll rates on the improved flow on 1-5 could result in some reductions in revenue on the SJHTC Volimer

Report September 2003

The Foothill/Eastern TCA and the San Joaguin Hills TCA have entered into the Mitigation Payment and

Loan Agreement Agreement to mitigate potential revenue impacts on the SJHTC from the

construction of Foothill-South See Foothill/Eastern TCA Resolution No F2005-04 and San Joaguin

Hills TCA Resolution No S2005-05 and documents referenced therein In the event that Foothill-South

is not constructed the mitigation payments will revert to loan from Foothill/Eastern TCA to the San

Joaguin Hills TCA The Agreement will insure that the San Joaguin Hills TCA will continue to charge
tolls at the rates contemplated in the previous traffic studies and thus avoids adverse revenue and traffic

impacts on the San Joaguin Hills TCA and the local circulation system assuming toll rates are consistent

with previously planned rates

2.54.1.18 SOCTIIP Alternative Refinement Process

One of the goals of the SOCTIIP Collaborative was to select road alternatives to be evaluated in the

EIS/SEIR that were both sensitive to the environment and feasible to construct

Based on review of technical documentation identification of sensitive natural resources in the project

study area and input from federal resource agencies the TCA considered ways to refme the project
alternatives that in 1999 were agreed to be analyzed in the EIS/SEIR by the Collaborative The objective
of any proposed refinement and/or change to an alignment to the existing Alternatives would be to

minimize or avoid potential environmental impacts The proposed refinement process is similar to the

refinement process conducted for the San Joaquin Hills Transportation Corridor SR-73 and the Eastern

Transportation Corridor SR-24 /SR-26 /SR- 133 during the environmental review processes for those

projects
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The refinement process suggests where site-specific adjustments to an alignment might improve or lessen

impacts Issues considered for potential site specific refinements include avoiding sensitive coastal sage

habitat avoiding sensitive wetlands and encroachment into the drainage minimizing or avoiding effects

on wildlife connectivity wildlife movement through the area and other key environmental issues

In addition to biological information other important data also evaluated included geological data in

relation to location of landslides cultural resources data and existing land use data such as

residential recreational military and utilities This information was plotted on maps and the alignments

were engineered to avoid or minimize impacts to the designated areas of concern

During the process of attempting to minimize environmental impacts it became apparent that some of the

original corridor alignments could be substantially improved by both vertical and horizontal shifts in

those alignments TCA staff engineers modified some of the corridor Alternatives where there was an

opportunity to substantially minimize impacts to both the natural and built environments The result of

this process was the development of three refined alignments The Far East CorridorEast Crossover

FEC alignment was modified into two refined alignments the FEC-M and FEC-W The Alignment

Corridor-Far Eat CorridorEast Crossover Variation A7C-FECV was refined into the A7C-FEC-M

As the refinement process moved forward it was determined that in order to maximize the beneficial

effect of the refined alternatives it would be necessary to encroach on The Conservancy The

Conservancy is an area of 520 ha 1284 ac set aside by Rancho Mission Viejo as mitigation for

conservation and preservation purposes for the Rolling Hills Planned Community development The

possibility of encroachment was discussed with members of the SOCTIIP Collaborative who agreed that

TCA should explore this option Biological resource studies were conducted to evaluate potential impacts

to this sensitive area Based on the findings of these studies and evaluating and comparing the potential

impacts of encroachment into the Conservancy it was determined that complete environmental

evaluation of the refined Alternatives would be initiated

After reviewing the technical data produced and evaluating the potential impacts of the refined

alternatives with Collaborative members the following considerations resulted the habitat value of The

Conservancy is of no greater value than other habitat located adjacent to the Conservancy impacts to the

highly sensitive Blind and Gabino Canyon wetlands could be avoided with the refined alignments

impacts to Cristianitos Canyon and associated wetlands could be avoided potential displacement to

Talega residents could be avoided visual impacts to areas west of The Conservancy could be minimized

and large landslide hazards could be avoided resulting in substantial reduction in remedial grading

efforts thereby reducing disturbance limits

Based on the environmental advantages of the three refined Alternatives and with concurrence of the

SOCTIIP Collaborative the FEC-M FEC-W and A7C-FEC-M Alternatives were determined to be

feasible and incorporated into the set of Alternatives to be evaluated in the EISISEIR

The following discussion provides an overview of the avoidance andlor minimization of environmental

impacts as result of the refinement process and implementation of the three refined corridor

Alternatives
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Wetlands On review of the information presented in the technical studies it was apparent that one of the

most important environmental concerns was the potentially large impact to wetlands created by the FEC

alignment To minimize these impacts two revised alignments the FEC-M and FEC-W were developed

and the following adjustments were made to the FEC alignment

At the very northern end of the FEC in the vicinity of Tesoro High School the Tesoro wetlands area

was avoided by shifting the alignment to the east and shortening the southbound on-ramp structure

Impacts to the wetland areas in Cristianitos Creek and tributaries to the Creek were minimized by

shifting the FEC-M alignment to the east onto slight topographic rise The FEC-W alignment was

adjusted to avoid Cristianitos Creek by moving the alignment west onto hillside terrain above the

Creek

The major wetlands impact of the FEC alignment was at the confluence of Blind and Gabino

Canyons This wetlands complex was avoided by shifting the FEC-M and FEC-W alignments to the

west completely out of the confluence area

At the southern end of the FEC alignment impacts to wetlands in the vicinity of San Mateo Creek

were minimized by adjusting the I-S direct connector structure to decrease the right-of-way width

required to build the structure

By implementing these alignment adjustments impacts to wetlands were reduced from approximately

65 ha 160 ac for the FEC Ultimate to approximately 22 ha 53 ac for the FEC-M ultimate and

approximately 16 ha 40 ac for the FEC-W ultimate configuration Adjustments to the A7C-FECV

ultimate resulted in reduction of wetland impacts from approximately 26 ha 65 ac to approximately 18

ha 45 ac for the A7C-FEC-M Quantification of potential impacts to wetlands was determined by

assessing the linear distance of wetlands and stream channels directly impacted by given alternative It

should be recognized that the wetland quantification was based on plan level identification of potential

wetlands Because many of these areas will not be identified as wetlands during the formal wetland

delineation process this estimate of impacts to wetlands is overstated

Pacific Pocket Mouse The FEC-M FEC-W and A7C-FEC-M refined Alternatives also reduce impacts

to sensitive species At the southern end of the FEC and A7C-FECV alignments impacts to the Pacific

pocket mouse PPM have been completely avoided by shifting the alignments away from the PPM
habitat and limiting the grading in the area by use of retaining walls

Coastal California Gnatcatcher/Coastal Sage Scrub Impacts to the coastal California gnatcatcher and

associated coastal sage scrub CSS habitat are also reduced by the refined aligiments For the original

FEC and A7C-FECV alignments the numbers of gnatcatcher use areas identified were 21 and 22
respectively for the ultimates These were reduced to for the FEC-W 10 for the FEC-M and 11 for the

A7-FEC-M Impacts to CSS were also reduced by the refinements The FEC and A7C-FECV originally

impacted 211 ha 520 ac and 202 ha 499 ac of CSS respectively By knowing the location of the CSS
identified in the technical studies and modifying the original alignments to minimize impact to this

habitat the refinements reduced the acres of CSS take Potential impacts to CSS for the refinements are

approximately 180 ha 445 ac 167 ha 410 ac and 156 ha 385 ac for the FEC-M FEC-W and A7C-
FEC-M respectively

Earthwork/Landslides Another important aspect of the refined alternatives is that they avoid many of the

existing landslides in the area Avoiding the landslides decreases the remedial grading for the

refinements which reduces the disturbance limits The refined alternatives also reduce the earthwork

quantities from the original FEC and A7C-FECV alignments This was accomplished by engineering the

roadway geometry to more closely follow the natural terrain By conforming to the existing ground
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surface the amount of cut and fill grading decreases which in turn reduces the disturbance limits for the

refined alignments

Residential Displacement In relation to land use the A7-FEC-M alignment does not result in the

displacement of existing residences while the original A7C-FECV had total of 56 residential takes This

reduction in land use impacts was accomplished by shifting the alignment to the eastern property

boundary of the proposed Talega development in San Clemente

Wildlife Connectivity The refined alternatives provide wildlife connectivity By paralleling the Talega

property boundary the revised A7C-FEC-M alignment provides wildlife connectivity to the open space

area to the east The FEC-W alignment also provides this connectivity as the FEC-W and A7C-FEC-M

are on shared alignment at this location

Utilities The refined alignments also minimize impacts to existing utilities This helped reduce impacts

to sensitive areas because existing utilities can be left in place and do not have to be relocated to

undisturbed areas

Visual The refined Alternatives generally would have visual impacts similar to the impacts of the FEC
and the A7C-FECV alignments

2.54.2 FAR EAST CORRIIOREAST CROSSOVER ALTERNATIVES

2.1.2.12.5.2.1 Overview of the Far East CodorEast Crossover Alternatives

Two Far East CorridorEast Crossover Alternatives are evaluated in this EIS/SEIR Those Alternatives are

listed below and are discussed in detail in this Section

Far East CodorEast Crossover West Alternative

Far East ComidorEast Crossover-West-Initial FEC-W-Initial

Far East CodorEast Crossover-West-Ultimate FEC-W-Ultimate

Far East CorridorEast Crossover Modified Alternative

Far East CothdorEast Crossover-Modified-Initial FEC-M- Initial

Far East CondorEast Crossover-Modified-Ultimate FEC-M-Ultimate

Description of the Far East CodorEast Crossover-West Alternative

The alignment of the FEC-W Alternative with the individual segments identified is shown on Figure

2.54-4 As described in Section 2.54.1 key graphics in this EIS/SEIR show the alignment of the FEC-W

Alternative in the color lavender This alignment generally follows the alignment of the alternative

previously referred to as the CP Alignment As shown the FEC-W Alternative includes Segments

and The corridor under the FEC-W Alternative is approximately 25 kilometers km 15 miles mi
long with an additional approximately 1.3 km 0.8 mi of improvements on 1-5

Table 2.54-9 summarizes the characteristics of the FEC-W Alternatives by segment including the

geographic extent of the segment the length of the segment the typical initial and ultimate cross sections

on the segment the interchanges on the segment bridges and other crossings on the segment and other

relevant features of the segment The individual segments which comprise the FEC-W Alternative are

described below
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Segment As shown on Figure 2.54-4 Segment extends from the existing terminus of the FTC-N at

Oso Parkway on the east side of Canada Chiquita to the southeast south of Coto de Caza crossing

Caflada Gobernadora approximately four km 2.5 mi north of San Juan Creek This segment crosses San

Juan Creek and terminates at Ortega Highway

Segment Segment starts at Ortega Highway approximately 4.0 km 2.5 mi east of Antonio

Parkway/Avenida La Pata From Ortega Highway Segment extends south traversing the west side of

The Conservancy extending southeast and crosses the southeast corner of the Rolling Hills Talega PC

before terminating just south of Avemda Pico

Segment Segment starts south of Avenida Pico and the Orange/San Diego County line immediately

west of the San Diego Gas and Electric SDGE substation The alignment travels south crossing the

inland part of the San Onofre State Beach lease on MCB Camp Pendleton in San Diego County

extending across Cnstianitos Road approximately 1.1 km 0.7 mi north of 1-5 This Segment terminates

where the corridor crosses San Mateo Creek

Segment Segment starts where the corridor crosses San Mateo Creek and extends southeast to 1-5

with direct connectors between the corridor and 1-5 0.9 km 0.6 mi south of Basilone Road I-S would

be widened from 0.9 km 0.6 mi south of Basilone Road to 2.2 km 1.4 mi south of Basilone Road

Typical cross sections for the FEC-W-Initial and Ultimate are provided on Table 2.54-9 and are shown on

Figure 2.54-2 typical section for the improvements on I-S to accommodate the corridor transition at

the interchange under this Alternative is shown on Figure 2.54-3

As shown in Table 2.54-10 the construction of the FEC-W-Initial would cost total of $699 million

which includes $62 for right-of-way and $637 for final design and construction The construction of

the FEC-W-Ultimate would cost total of $867 which includes $69 for right-of-way and $798 for

final design and construction

Description of the Far East CorridorEast Crossover-Modified Alternative

The alignment of the FEC-M Alternative with the individual segments identified is shown on Figure

2.54-6 As described in Section 2..4 key graphics in this EIS/SEIR show the alignment of the FEC-M

Alternative in the color purple The FEC-M alignment follows the same alignment as the FEC-W
Alternative on Segments and The FEC-M Alternative includes Segments and The

corridor under the FEC-M Alternative is approximately 26 km 16 mi long with approximately 1.3 km

0.8 mi of improvements on the I-S

Table 2.54-11 summarizes the characteristics of the FEC-M Alternative by segment and the individual

segments which comprise the FEC-M Alternative are described below Segments and were

described earlier for the FEC-W Alternative

Segment As shown on Figure 2.54-6 Segment extends from the existing terminus of the FTC-N at

Oso Parkway on the east side of Caflada Chiquita to the southeast south of Coto de Caza crossing

Canada Gobernadora approximately four km 2.5 mi north of San Juan Creek This Segment crosses San

Juan Creek and terminates at Ortega Highway

Segment Segment starts at Ortega Highway approximately 5.4 km 3.4 mi east of Antonio

Parkway/Avenida La Pata From Ortega Highway Segment extends south east of The Conservancy

and Cristiamtos Creek extending southwest and crossing Cristianitos Creek approximately 2.8 km 1.7
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mi north of the Orange/San Diego County line Segment crosses the southeast portion of The

Conservancy and the southeast corner of the Rolling Hills Talega PC before terminating just south of

Avenida Pico

Typical corridor cross sections for the FEC-M-Initial and Ultimate are shown on Table 2.54-I and on

Figure 2.45-2 typical section for the improvements on 1-5 to accommodate the corridor transition at

the interchange under this Alternative is shown on Figure 2.45-3

As shown in Table 2.54-10 the construction of the FEC-M-Initial would cost total of $764 which

includes $68 for right-of-way and $696 for final design and construction The construction of the

FEC-M-Ultimate would cost total of $914 which includes $72 for right-of-way and $842 for

final design and construction

2.42.5.3 CENTRAL CORRIDOR ALTERNATIVES

2.1.3.1253.1 Overview of the Central Corridor Alternatives

Two Central Corridor Alternatives are evaluated in this EIS/SEIR Those Alternatives are listed below

and are discussed in detail in this Section

Central Corridor-Complete Alternative

Central Corridor-Complete-Initial CC-Initial

Central Corridor-Complete-Ultimate CC-Ultimate

Central Comdor-Avenida La Pata Variation Alternative

Central Corridor- Avenida La Pata Variation-Initial CC-ALPV-Initial

Central Corridor-Avenida La Pata Variation-Ultimate CC-ALP V-Ultimate

Description of the Central Corridor-Complete Alternative

The alignment of the CC Alternative with the individual segments identified is shown on Figure 2.54-8

As described in Section 2.54.1 key graphics in this EIS/SEIR show the alignment of the CC Alternative

in the color yellow The alignment of the CC Alternative generally follows the alignment of the

Alternative previously referred to as BX The CC Alternative includes Segments and The corridor

under the CC Alternative is approximately 19 km 12 mi long with an additional approximately 4.6 km

2.9 mi of improvements on I-S This Alternative would also require widening to the MPAH

designation but no realignment of approximately km 0.6 ml of Ortega Highway Ortega Highway at

the corridor crossing is currently two lane facility Under the MPAH Ortega Highway is designated as

six lane Major Arterial typical cross section for Major Arterial is shown on Figure 2.54-7 If

Ortega Highway is improved to the Major Arterial designation prior to the implementation of this

Alternative no further widening of Ortega Highway would be required If Ortega Highway is not

improved to the MPAH designation by the time this Alternative is implemented an approximately 1.0 km

0.6 mi segment of Ortega Highway would be widened to the MPAH designation as part of this

Alternative This Alternative would not result in the realignment of this same segment of Ortega

Highway

Table 2.54-12 summarizes the characteristics of the CC Alternative by segment The individual segments

which comprise the CC Alternative are described below
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Segment Segment extends from the existing terminus of the FTC-N at Oso Parkway crosses Canada

Chiquita approximately 2.1 km 1.3 mi south of Oso Parkway extending along the west side of Canada

Chiquita crossing San Juan Creek and Ortega Highway approximately 0.4 km 0.25 mi east of Antonio

Parkway/Avenida La Pata

Segment Segment extends south from Ortega Highway paralleling Avemda La Pata crossing

through Prima Deshecha Landfill south to Avenida Vista Hermosa traversing property owned by the

City of San Clemente and terminating 0.4 km 0.25 mi south of Avenida La Pata

Segment Segment extends southwest from the crossing of Avenida La Pata traversing several

existing residential developments Segment continues parallel to and northwest of Avenida Pico to

direct connectors at 1-5 0.9 km 0.6 mi south of Avenida Pico This Segment then extends 4.6 km 2.9

mi south on I-S to Cristianitos Road

Typical cross sections for the CC-Initial and Ultimate are provided in Table 2.54-12 and are shown on

Figure 2.54-2 typical section for the improvements on I-S to accommodate the corridor transition at

the interchange under this Alternative is shown on Figure 2.54-3

As shown in Table 2.54-10 the construction of the CC-Initial would cost total of $1122 which

includes $419 for right-of-way and $703 for fmal design and construction The construction of the

CC-Ultimate would cost total of $1379 which includes $435 for right-of-way and $944 for

final design and construction

Description of the Central Corridor-Avemda La Pata Variation Alternative

The alignment of the CC-ALPV Alternative with the individual segments identified is shown on Figure

2.54-9 As described in Section 2.4.l key graphics in this EIS/SEIR show the alignment of the CC
ALPV Alternative in the color light orange The CC-ALPV Alternative includes Segments and only-
The corridor under the CC-ALPV Alternative is approximately 14 km 8.7 mi long

As shown on Figure 2.54-9 the CC-ALPV Alternative incorporates TSM technology improvements on
Avenida Vista Hermosa from the corridor terminus at Avenida Vista Hermosa to Avenida La Pata on
Avenida La Pata from Avenida Vista Hermosa to Avenida Pico and on Avenida Pico from Avenida La
Pata to I-S No additional lanes or road widening on Avemda Vista Hermosa Avemda La Pata and

Avemda Pico beyond those improvements already assumed in the MPAH are assumed under this

Alternative Avenida Vista Hermosa is shown on the MPA1 as Primary Arterial with four travel lanes

and Avenida La Pata and Avenida Pico are shown on the MPAII as Major Arterials with six travel lanes

Figure 2.54-7 shows typical cross section for Major Arterial and Figure 2.54-10 shows typical cross

section for Primary Arterial No changes to these MPAH designations or number of travel lanes on
these arterial segments are proposed under this Alternative However the TSM strategies may require
construction within the existing arterial rights-of-way to install surveillance monitoring and inlonnation

display equipment

Table 2.54-13 summarizes the characteristics of the CC-ALPV Alternative by segment Segments and
were described earlier under the CC Alternative

Typical corridor cross sections for the CC-ALPV-Initial and Ultimate are provided in Table 2.54-13 and
on Figure 2.54-2

As shown in Table 2.54-10 the construction of the CC-ALP V-mit ial would cost total of $512 which
includes $55 for

right-of-way and $457 for final design and construction The construction of the
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CC-ALPV-Ultirnate would cost total of $628 which includes $68 for right-of-way and $560 for

final design and construction

2.442 5.4 ALIGNMENT CORRIDOR ALTERNATIVES

2.1 .1 2.5.ZL1 Overview of the Alignment Corridor Alternatives

Two Alignment Corridor Alternatives are evaluated in this EIS/SEIR Those Alternatives are listed

below and are discussed in detail in this Section

Alignment Corridor-Far East Crossover-Modified Alternative

Alignment Corridor-Far East Crossover-Modified-Initial A7C-FEC-M-Initial

Alignment Corridor-Far East Crossover-Modified-Ultimate A7C-FEC-M Ultimate

Alignment Comdor-Avenida La Pata Variation Alternative

Alignment Corridor--Avenida La Pata Variation-Initial A7C-ALPV-Initial

Alignment Corridor-Avenida La Pata Variation-Ultimate A7C-ALPV-Ultimate

Description of the Alignment Corridor-Avenida La Pata Variation Alternative

The alignment of the A7C-ALPV Alternative with the individual segments identified is shown on Figure

2.54-11 As described in Section .4 key graphics in this EIS/SEIR show the alignment of the A7C-

ALPV Alternative in the color dark orange The A7C-ALPVAlternative includes Segments and

The corridor under the A7C-ALPV Alternative is approximately 14 km 8.7 mi long

Table 2.54-14 summarizes the characteristics of the A7C-ALPV Alternative by segment The individual

segments which comprise the A7C-ALPV Alternatives are described below

Segment Segment extends from the existing terminus of the FTC-N at Oso Parkway on the east side

of Canada Chiquita and east of the Canada Chiquita Water Reclamation Plant It then extends south

across San Juan Creek to Ortega Highway approximately 1.7 km .1 mi east of the intersection of

Antonio Parkway/Avenida La Pata This Segment includes construction of new connector road

approximately 2.2 km 1.4 mi long extending east from Antonio Parkway to the A7C-ALPV alignment

Figure 2.54-5 shows typical cross section for this connector road

Segment Segment extends south from Ortega Highway and across Prima Deshecha Landfill

entering the City of San Clemente and crossing the Talega Valley PC Segment then extends southeast

and terminates at Avenida Vista Hermosa

Typical corridor cross sections for the A7C-ALPV-Initial and Ultimate are provided on Table 2.54-14 and

on Figure 2.54-2

As shown in Table 2.54-10 the construction of the A7C-ALPV-Initial would cost total of $962

which includes $86 for right-of-way and $876 for final design and construction The construction of

the A7C-Ultimate would cost total of $1020 which includes $96 for right-of-way and $924 for

final design and construction
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Description of the Alignment Corridor-Far East Crossover-Modified Alternative

The alignment of the A7C-FEC-M Alternative with the individual segments identified is shown on

Figure 2.54-12 As described in Section 2.45.1 key graphics in this EIS/SEIR show the alignment of the

A7C-FEC-M Alternative in the color green The A7C-FEC-M Alternative includes Segments

and Segments and are the same as under the FEC-M and FEC-W Alternatives The corridor

under the A7C-FEC-M Alternative is approximately 26 km 16 ml long with approximately 1.3 km 0.8

ml of improvements on the 1-5

Table 2.4-l summarizes the characteristics of the A7C-FEC-M Alternative by segment and segments

and are described below

Segment Segment extends from the existing terminus of the FTC-N at Oso Parkway on the east

side of Canada Chiquita and east of the Canada Chiquita Water Reclamation Plant It then extends south

across San Juan Creek to Ortega Highway approximately 2.1 km 1.3 mi east of the intersection of

Antonio Parkway/Avenida La Pata

Segment Segment extends southeast from Ortega Highway then south traversing the west side of

The Conservancy and then southeast and crosses the southeast corner of the Rolling Hills Talega PC
before terminating just south of Avenida Pico

Typical corridor cross sections for the A7C-FEC-M-Initial and Ultimate are shown of Table 2.4-15 and

on Figure 2.45-2 typical section for the improvements on I-S to accommodate the corridor transition at

the interchange under these Alternatives is shown on Figure 2.45-3

As shown in Table 2.45-10 the construction of the A7C-FEC-M-Initial would cost total of $715

which includes $70 for right-of-way and $645 for final design and construction The construction of

the A7C-FEC-M-Ultimate would cost total of $873 which includes $73 for right-of-way and $800

for fmal design and construction The A7C-FEC-M Alternative with design refinements was selected

as the Preferred Alternative Please see Section 2.2 for general description of the Preferred Alternative

see the text below for description of the utility relocation component of the Preferred Alternative

Preferred Alternative Improved Utility Relocation Design

As stated in Section 2.2 the A7C-FEC-M alignment evaluated in the Draft EIS/SEIR was refined in order

to minimize environmental impacts and address engineering requirements The modified A7C-FEC-M
corridor is referred to as the Preferred Alternative corridor and was selected as the Preferred

Alternative Refer to Section 2.2 for additional information on the selection process and refinements to

the corridor

The utility relocation component of the proposed project involves the replacement and/or realignment of

existing infrastructure particularly electric transmission and distribution lines

Electric distribution infrastructure typically involves easements of approximately 12 feet in width The
facilities within the easements typically consist of power poles located in the center of the easement with
attachments such as guy anchors circuit switches stub and anchors wires and communication tables

These improvements usually cover less than percent of the easement area

Electric transmission infrastructure typically involves easements that are 20 feet to 100 feet in width or

greater with facilities such as power poles two-pole structures steel poles or lattice steel towers The
aboveground improvements are usually larger than they are for the distribution network and cover
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approximately less than percent of the easement area Access to these improvements isnonriallv

provided via improved 12-foot-wide access roads

There are two electric substations in the study area for the Preferred Alternative The substations will be

protected in place with realinment of the transmission and distribution lines associated with them

Substations are usually surrounded by landscaped areas or open space areas It is essential for safi and

reliable service that access roads to substations he maintained in condition that assures that these

facilities can be operated as necessary on 24-hour basis

Steel transmission poles usually require grading areas that are 25 feet by 100 feet wood transmission

poles typically require grading areas that are 20 by 20 feet each and wire pulling pads are typically 50

feet by 200 feet In some cases transmission poles may require grading areas as large as 100 feetbv

400 feet All of the proposed utility relocations will occur within the disturbance limits of the Preferred

Alternative Generally the relocation will result in fewer pole and towers overall however some of the

new poles and towers will be of greater height than the existing infrastnicture Proposed increases in pole

height above grade compared with existing conditions range from less than 10 feet to up to approximately

50 feet inmost areas

One category of changes to the A7C-FEC-M alignment that was incorporated into the Preferred

Alternative included improved utility relocation design The utility relocation plan for the Preferred

Alternative was prepared in concert with the utility providers specifically SDGE and SCE Most

commonly the utility relocations were designed to prevent utilities from encroaching longitudinally on

future Caltrans right-of-way or to relocate existing utilities that fall within the proposed roadway ading

footprint Utility relocations include replacing poles in or near their existing locations reducing the

number of poles overall and realigning utility lines where feasible in manner that is consistent with the

proposepoiect and results in more efficient design

The following text describes changes to the utility relocation plans for SDGE and SCE utilities The

boldIunderlined headings provide the general location by landmark where the relocations are proposed

and Modification Areas that correspond to Figures 2.2-2 through 2.2-6 Utilities plan modifications have

been assigned utility number and are summarized in Tables 2.2-5 and 2.2-6

IeooGaElectric

BasiLone Road Brid2e 8048/Modification Area Fi2ure 2.2-6 Remove one existing wood pole

on the southwest side of Basilone Road Bridge that supports 12 kilovolt kv distribution lines 8048

above the bridge These lines are proposed to be placed underground through the bridge as it crosses over

1-5 One new wood pole will be erected for this relocation on the northeast side of the bridge This

realignment will require vacating portion of an existing SDGE easement and the establishment of

new easement along the revised utility location

North Abutment of 1-5 Direct Connectors 8066/Modification Area Figure 2.2-6 Remove

jjrgpole number PN 212991 that is within the project grading footprint..Jhjple

presently carries 69 kv and 12 kv electric lines 8066 from the bluff above San Mateo reek tthe

gjculture field below The proposed relocation will consist of placing new pole west of the existing

pple location As this is an in-line relocation across San Mateo Creek modification of the exig

easement will not be required An easement adjustment may be necessary adjacent to and across

Cristianitos Road future detennination will he made on whether the existing wood pole in the

gctiltirajjk1d will need to be replaced due to additional loads that may be created by the relocation
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Entrance to San Mateo Campground 8088 8080 and 8092/Modification Areas and

Figures 2.2-5 and 2.2-6 Near the entrance to San Mateo campground the proposed FTC-S alignment

crosses under series of existing overhead electric utilities Several of the existing poles that support the

lines fall within the proposed grading footprint In addition the present location of the utility lines would

constitute longitudinal encroachment to the future Caltrans right-of-way and therefore relocation of

these lines is necessary The following relocations are planned in this area

Remove three wood poles PP 229442 229441 and 229440 that support 69 kv and 138 kv electric

lines 8088 Where the planned relocation begins these lines presently run in general southwest

to northeast direction The relocated lines are proposed to run generally north-south from pole

229443 parallel to the proposed FTC-S roadway for approximately 500 feet then turn to the east

crossing the roadway alignment at an approximately 81-degree angle after which they tie back into

the existing lines on pole 229438 The proposed relocation will be supported on two new steel poles

and pole 229443 which becomes turning pole and may require replacement with new steel pole or

reinforcement with guys andlor an additional pole The aboveground height difference between the

new poles and existing poles is approximately 75 feet

Remove three wood poles PN 224879 224878 and 224877 that support 138 kv electric lines

8092 The relocated lines will parallel the new pole alignment as described in Item above and will

be supported on three new steel poles

Remove three wood poles P27897 P27898 and P28322 that support 12 kv distribution lines

8080 This line will be relocated along the same alignment as described in Item and will be hung

on the same new steel poles

The realignments described above will require vacating existing SDGE easements and establishment of

new easement along the revised location of the utilities

Northwest of Camp Pendleton Agricultural Area 81 16A/Modification Area Figures 2.2-5 and

2.2-6 This crossing consists of 12 kv lines 81 16A supported on single poles between and below 69

kv lines on double pole I-I-frames south of poles 551003 and 55l003A Additional survey and evaluation

is required to determine whether there is sufficient clearance between the existing 12 kv lines and the

proposed roadway fill If additional clearance is needed the 12 kv lines are proposed to be tightened to

reduce sag and increase clearance or if necessary taller poles will be installed

Cristianitos Wildlife Crossing 8116BfModification Area Figures 2.2-5 and 2.2-6 The existing

wood pole that is within the project grading footprint will be removed This pole supports 12 kv electric

lines 81 l6B These 12 kv lines are supported to the north and south on wood H-frames PP-560383
and PP-56 1523 that also support 69 kv electric lines 8116 Due to insufficient clearance of the 69 kv

and 12 kv lines with the proposed fill the northern and southern H-frames will also require replacement

These two H-frames will be replaced by new approximately 50 feet taller H-frames or steel poles with
the 69 kv and 12 kv wires strung between the poles thus eliminating the need for the middle wood pole
This is proposed in-line relocation and modification of the existing easement will not be required

Talega and Cristianitos Substations 8126 8132 8134 8136 8138 8154 8168 and
8170/Modification Area Figure 2.2-5 Near Avenida Pico the proposed alignment crosses under
series of existing overhead electric utilities associated with the SDGE Talega and Cristianitos

substations The following relocations are planned ii this area

Remove two lattice towers SDGE tower numbers 322230 and 322229 that are within the
project

grading footprint These towers presently carry two 230 kv transmission lines 8126 into the
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Talega Substation and are proposed to he replaced by two new steel poles This is proposed in-line

relocation and modification of the existing easement will not be required

Remove six wood poles PP-365l6 PP-36517 PP-365l8 PP-322480 PP-322481 and PP-322482

that are within the project grading footprint These poles presently carry two 38 kv transmission

lines 8132 and 8134 into the Talega Substation and are proposed to be replaced by two new

steel poles This is proposed in-line relocation and modification of the existing easement wtll not

be required

Remove 11 wood poles PP-322488 PP-322489 PP-220836 PP-322485 PP-233490 PP-220837

PP-220S38 PP-220839 PP-229064 PP-105996 and PP-106001 that are within the project grading

footprint These poles presently carry 138 kv transmission lines 8136 that go into the Talega

Substation Also hung from these poles are 69kv and 12 kv electric lines 8138 The 11 wood

poles would he replaced by two new steel poles and one new wood pole This relocation is in-line for

the 138 kv lines 8136 but goes outside of the existing easement for the 69 kv and 12 kv lines

8138 Establishment of new casement however is not anticipated since the portion of the

relocation that is not in-line is within the existing SDGE Talega Substation leaseholdthus.a new

easement would not be required

Remove six wood poles PP-220844 PP-220845 PP-224421 PP-224422 PP-226477 and PP-3$795

five of which are in the project grading footprint These poles presently carry 69 kv and 12 kv

distribution lines 8154 and 8168 Six new wood poles three of these may need to he steel

turning poles would be installed to accommodate the relocation which will require vacating existing

SDGE easements and establishing new easement along the revised location of the utilities

Remove three wood poles PP-l01500 PP-l01501 and PP-101502 one of which is in the proiect

grading footprint These poles presently carry 38 kv electrical lines 81 70 Relocation of these

lines would be accommodated on the new poles installed in Item above portion of an existing

SDGE easement will need to be vacated however the easement established in Item can also be

used to accommodate this relocation

Cow Camp Road/Modification Area Remove existing 12 kv distribution lines 8202 and

associated poles that are within the project grading footprint Relocate these lines underground within the

proposed Cow Camp Road overcrossing bridge

Oso Parkway/Modification Area Relocate existin 12 kv underground electric lines 8244 into

the proposed Oso Parkway overcrossing bridge

Southern California Edison SCE

Cristianitos Wildlife Crossint SCE Utility Number M-5 T-1 West/Modification Area This

electrical tower is within the grading footprint of the Preferred Alternative and needs to be relocated

outside of the proposed future roadway right-of-way The relocation will consist of grading new

foundation pad at lower elevation then re-erecting the existing tower on new foundations with leg

extensions that will increase the tower height Leg extensions are required because the relocated tower

base will be at an elevation approximately 30 feet below the existing tower location No adjustment to

the existing SCE easement is anticipated because this is an in-line relocation

Cristianitos Wildlife Crossing SCE Utility Number NI-S T-i East and M.-5 T-2 East/Modification

Area Grading for the PrefelTed Alternative would not impact these two steel lattice towers however

SCF.ilationsçgire that these towers which suppofl two 220 kv electrical lines bejpiacejecause
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they do not meet structural standards specified for towers that support lines crossing roadway facility

Two new lattice towers that conform to SCE standards are proposed to be constructed to replace the

existing towers As the new towers will be erected at or near and in-line with the present tower locations

no adjustment to the existing SCE easement is anticipated

242.5.5_ARTERIAL IMPROVEMENTS ONLY ALTERNATIVE

In addition to the corridor alternatives two build Alternatives which propose improvements to existing I-

and/or to MPAI artenals in south Orange County and north San Diego County were evaluated as

discussed in this and the following Sections The 1-5 and MO Alternatives do not include any extension

of existing SR-241 south of Oso Parkway

One arterial improvement alternative is evaluated in this EIS/SEIR

AlO Alternative

Figure 2.4.-2 shows the existing circulation system in the SOCTIIP study area The arterial alternative

assumes the MPAH and RTP would be built out in the area as shown on Figure 2.4-4 Each of the

arterial improvements assumes additional improvements to the circulation system beyond those in the

MPAII and RTP as described in the following sections

2.45.5.1 Arterial Improvements Only Alternative

Arterial Improvements Under the MO Alternative

The MO Alternative assumes full build out of the MPAH and the RTP as shown on Figure 2.54-13 As

described in Section 2.4 key graphics in this EIS/SE show the alignment of the MO Alternative in

the color blue The MO Alternative incorporates the following additional improvements to the

transportation system

Expansion of Antonio Parkway/Avenida La Pata to an eight lane smart street from Oso Parkway
south to San Juan Creek Road and to six lane Smart Street from San Juan Creek Road south to

Avenida Pico as shown on Figure 2.4-13 Antonio Parkway/Avenida La Pata currently exists from

south of Ortega Highway to the north as shown on Figure 2.3-1 The MPAH shows Antonio

Parkway/La Pata Avenue being extended south to south of Avenida Pico with six or four lane cross

section as shown on Figure 2.2-3 The MO Alternative proposes the expansion of Antonio

Parkway/Avenida La Pata between Oso Parkway and just south of Camino Las Ramblas with the

addition of one lane in each direction beyond the MPAH designations for this road segment The

improved segment between San Juan Creek Road and Avemda Pico would have total of six travel

lanes and the improved segment from Oso Parkway to San Juan Creek Road would have total of

eight travel lanes as shown on Figure 2.54-13 typical cross section for this widened segment of

Antonio Parkway/La Pata Avenue is shown on Figure 2.54-14

Smart street improvements which include combination of advanced traffic management strategies

such as traffic signal coordination real time traffic monitoring and surveillance and traveler

information and modest physical improvements such as additional turn lanes at intersections and

select grade separations Smart street improvements/TSM improvements would be constructed in the

existing rights-of-way on Avenida Pico Camino Las Ramblas on Ortega Highway between
Antonio/La Pata and 1-5 and on Avemda La Pata between Avenida Pico and south of Camino Las

Ramblas under the MO Alternative The street segments proposed for these TSM improvements are

shown on Figure 2.4-13
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Focused improvements are proposed for the intersections of Antonio Parkway/Avenida La Pata with

Avenida Pico Ortega Highway Crown Valley Parkway and Oso Parkway as shown on Figure 2.54-

13 These improvements would include either left turn flyovers or full grade separated intersections

The MO Alternative would accommodate bus minibus and shared ride travel modes The grades on the

alignment of the arterial improvements may preclude commuter and light rail travel modes

Project Design Features to Minimize Potential Environmental Impacts under the MO Alternative

Similar to the corridor alternatives the MO Alternative includes PDFs intended to reduce and minimize

potential environmental impacts of the corridor on the human and natural environments These PDFs

include bridges for wildlife crossings runoff management features retaining and sound walls

landscaping and lighting as described below

Bridges for Wildlife Crossings Under the MO Alternative

The bridges provided under the MO Alternative shown in detail in Appendix would provide some

opportunities for wildlife to cross the arterial road However the opportunities for bridges are more

limited on an arterial than on corridor or freeway so there are few bridges suitable for wildlife crossings

under the MO Alternative Wildlife crossings are shown on the detailed maps in Appendix and on

Figure 4.1 1-6 later in this EIS/SEIR

Runoff Management PDFs

As discussed earlier in Section 2.54.1.7 all the build Alternatives including the MO Alternative include

BMPs to control the flow of roadway runoff and treat to the MEP roadway runoff before it leaves the

project site and enters existing water courses or storm dram facilities PDFs described earlier in Section

2.54.1.7 for the corridor Alternatives would also be implemented for the MO Alternative as appropriate

based on the final design of this Alternative The disturbance and right-of-way limits for MO
Alternative shown on the detailed maps in Appendix include areas for EDBs and other BMPs These

PDFs are described in greater detail in Section 4.9 Affected Environment Impacts and Mitigation

Measures Related to Water Quality and in the RMP Psomas 2003

Retaining and Sound Walls for the MO Alternative

Retaining Walls Retaining walls may be provided in some locations along the alignment of the MO
Alternative Retaining walls would be used to minimize or reduce the amount of grading in areas with

substantial topography or to minimize or reduce right-of-way takes in developed areas The specific

locations of retaining walls under the MO Alternative will be refined in final design if this Alternative is

selected for implementation

Sound Walls Sound walls to reduce noise impacts on adjacent sensitive land uses under the MO
Alternative will be provided consistent with local noise standards The locations of the noise walls

included in the MO Alternative are shown on detailed maps in Appendix

Lighting for the MO Alternative

The AlO Alternative would include pole mounted lighting along the road and at intersections consistent

with local jurisdictions
standards All lighting along the arterial alignment would be shielded and

directed to focus the light on the roadway and its facilities to minimize light leakage outside the road

limits
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Landscaping Under the MO Alternative

The MO Alternative will include landscaping for unpaved areas within the road rights-of-way

Depending on the requirements of the local jurisdictions this landscaping may focus on native plant

species particularly in areas adjacent to undeveloped land with native plant species In addition the

landscaping would be expected to include design components and plant materials intended to reduce the

visual impacts of the road on adjacent uses Section 4.18 Affected Environment Impacts and Mitigation

Measures Related to Visual Resources provides additional discussion of the use of native plant materials

and other landscaping to soften views of the road improvements under the MO Alternative

Construction of the MO Alternative

The major types of construction equipment anticipated to be used for construction of the AIO Alternative

are listed in Table 2.4-l This equipment would be used for clearing and grubbing removal of existing

pavement grading excavation backfilling materials and equipment delivery and removal concrete and

asphalt installation and other construction activities Staging areas will be used during construction of

the MO Alternative

The proposed arterial improvements under the MO Alternative would be constructed in one phase

Existing traffic lanes would be nanowed and temporary K-rail installed to protect the traffic lanes from

the construction area The majority of this construction would occur during the day Nighttime

construction would occur whenever local roads need to be closed This would occur only in rare

circumstances during the construction of the MO Alternative

The construction of the MO Alternative would result in the removal of approximately 4800000 cubic

meters cm 6278000 cy of soil and the placement of approximately 3700000 cm 4840000 cy of

soil total of 1100000 cm 1439000 cy of excess soil material would be generated during

construction of the MO Alternative The construction of the MO Alternative would result in

approximately 1200000 cm 1465000 cy of remedial grading The area anticipated to be disturbed

during construction of the MO Alternative is shown in detail in Appendix

As part of final design detailed geotechnical study will be conducted The findings and

recommendations of that study will be incorporated in the final design for the arterial improvements
under the MO Alternative The final design and construction of the MO Alternative will be consistent

with applicable design construction and safety standards and best professional practices The final design
of the MO Alternative will be consistent with the County of Orange or applicable local jurisdictions

design standards for arterial roads

The construction of the MO Alternative is estimated to take approximately 30 months This assumes the

MO Alternative is constructed under design/build contract

If the MO Alternative is selected agencies other than the TCA such as the County or cities would be

responsible for implementing it It is anticipated that construction of the MO Alternative could be
financed by combination of developer fees local state and federal grants and other tax supported
funding sources There is no established funding for this Alternative at this time No potential funding
sources have been identified or reserved for the final design and construction of the MO Alternative The
TCA is not authorized to use its developer fees or issue bonds for construction of the MO Alternative
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Construction Phasing of the AlO Alternative

It is anticipated that the construction of the MO Alternative would be phased by the local jurisdictions

based on traffic demand and available financing

The construction of the MO Alternative would cost total of $542 which includes $171 for right-

of-way and $371 for final design and construction

24.e26I-5 WIDENING ALTERNATIVE

2.54.6.1 I-S Improvements Under the 1-5 Alternative

The 1-5 Alternative assumes full build out of the MPAH and the RTP as shown on Figure 2.32-3 and

assumes the following improvements to 1-5

The addition of either one or two general purpose lanes in each direction between Cristianitos Road

and north of Lake Forest Drive and the provision of one HOV lane in each direction except where

HOV lanes are already programmed between Camino Las Ramblas and Avenida Pico Additional

mixed flow auxiliary lanes will be provided on several segments of I-S Figure 2.54-15 shows the

locations of each of the proposed improvements general purpose lanes HOV lanes mixed flow

auxiliary lanes on I-S under this Alternative As described in Section 2.45.1 key graphics in this

EIS/SEIR show the I-S Alternative in the color red Figure 2.54-16 provides typical cross section

for 1-5 under the 1-5 Alternative widening

number of bridges interchanges and other structures on the segment of the I-S from north of Lake

Forest Drive to Cristiamtos Road would be reconstructed as shown in Table 2.54-17

The I-S Alternative would accommodate bus minibus and shared ride travel modes The grades and

curve radii on the alignment of I-S may preclude commuter and light rail travel modes

Prolect Design Features to Minimize Potential Environmental Impacts under the I-S Alternative

Similar to the corridor Alternatives the 1-5 Alternative includes PDFs intended to reduce and minimize

potential environmental impacts of the freeway improvements on the human and natural environments

These PDFs include bridges for wildlife crossings runoff management features retaining and sound

walls landscaping and lighting as described below

Bridges for Wildlife Crossings under the I-S Alternative

The bridges provided under the I-S Alternative shown in detail in Appendix would provide some

opportunities for wildlife to cross the freeway at existing bridge locations along existing 1-5 Wildlife

crossings are shown on the detailed maps in Appendix and on Figure 4.11-6 later in this EIS/SEIR

Runoff Management PDFs

As discussed earlier in Section 2.54.1.7 all the build Alternatives including the I-S Alternative include

BMPs to control the flow of roadway runoff and treat to the MEP roadway runoff before it leaves the

project site and enters existing water courses or storm drain facilities PDFs described earlier in Section

2.54.1.7 for the corridor Alternatives would also be implemented for the I-S Alternative as appropriate

based on the final design of this Alternative The disturbance and right-of-way limits for 1-5 Alternative

shown on the detailed maps in Appendix include areas for EDBs and other BMPs These PDFs are
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described in greater detail in Section 4.9 Affected Environment Impacts and Mitigation Measures

Related to Water Quality and in the RMP Psomas 2003

Retaining and Sound Walls for the 1-5 Alternative

Retaining Walls Retaining walls will be provided in some locations along the alignment of the I-S

Alternative Retaining walls would be used to inininiize or reduce the amount of grading in areas with

substantial topography or to minimize or reduce right-of-way takes in developed areas The specific

locations of retaining walls under the 1-5 Alternative will be refined in final design if this Alternative is

selected for implementation

Sound Walls Sound walls to reduce noise impacts on adjacent sensitive land uses under the 1-5

Alternative will be provided consistent with FHWA Caltrans and local noise standards The locations of

the noise walls included in the I-S Alternative are shown on detailed maps in Appendix

Lighting for the 1-5 Alternative

The I-S Alternative would include pole mounted lighting along the freeway and at the ramps consistent

with Caltrans standards All lighting along the freeway and ramps would be shielded and directed to

focus the light on the roadway and its facilities to minimize light leakage outside the road limits

Landscaping for the I-S Alternative

The 1-5 Alternative will include landscaping for unpaved areas within the road rights-of-way consistent

with Caltrans standards The landscaping would be expected to include design components and plant

materials intended to reduce the visual impacts of the road on adjacent uses Section 4.18 Affected

Environment Impacts and Mitigation Measures Related to Visual Resources provides additional

discussion of the use of native plant materials and other landscaping to soften views of the road

improvements under the I-S Alternative

Construction of the I-S Alternative

The major types of construction equipment anticipated to be used for construction of the I-S Alternative

are listed in Table 2.54-16 This equipment would be used for clearing and grubbing removal of existing

pavement and structures grading excavation backfilling materials and equipment delivery and removal
concrete and asphalt installation and other construction activities Staging areas would be used during
construction of the I-S Alternative

The construction of the I-S improvements under the I-S Alternative includes features
substantially different

than under the corridor alternatives related to the amount of demolition the more limited
demolition/construction limits the length of construction the amount of nighttime work the descriptionof existing traffic and the number of residences impacted in the vicinity of I-S

For the 1-5 improvements existing traffic lanes would be narrowed and temporary K-rail and other
barriers installed to protect the traffic lanes from the construction area The majority of this constructionwould occur during the day However because of the need to remove and replace existing bridge
structures nighttime construction would occur on number of occasions It is estimated that minimumof
78 full night closures would be required to allow for the demolition of bridges and the installation of falsework In addition night closings would occur whenever local roads need to be closed As resultconstruction could extend for approximately 20 hours per day two 10-hour shifts
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Noise at night will have to comply with local noise ordinances This may be impossible for large periods of

time with the 1-5 widening Alternative because bridge demolition and construction will have to occur at

night

Pile Driving and Noisy Construction Activities

Particularly noisy activities include pile driving vehicle backup alarms arid pavementlconcrete breaking

Pile drivrng may occur for the 1-5 widening Alternative depending on the individual bridge structures In

general unless road closure is necessary pile driving will be conducted during the day in compliance with

the applicable local noise ordinance However there may be potential need to conduct nighttime pile

driving during construction of the 1-5 components of the I-S Alternative which directly involve

construction on 1-5 Where proposed pile driving for I-S requires lane closure it is anticipated that this

work will need to be performed at night to minimize associated traffic congestion Nighttime pile driving

will only be allowed on review of the construction plans by the implementing agency to confirm that

appropriate noise attenuation measures are in place including appropriate notification of the public

Special Issues for the Construction of the I-S Widening

There are several features of the I-S widening Alternative that result in significantly different impacts than

the other Alternatives

Substantially more demolition would be needed for the 1-5 widening under the 1-5 Alternative than

under the corridor Alternatives

The physical area available for demolitionlconstruction for the widening of I-S would be very limited

This may restrict the number of pieces of equipment that can work in the area at one time may extend

the required length of construction/demolition and may require more extensive nighttime work

Demolition of bridges along I-S will have to be done at night to maintain traffic flow The impactor

heads pounding the structures will be very loud

Construction/demolition along I-S will be very close to residences in many areas Backup beepers

will potentially be major source of noise during construction of the 1-5 Alternative

Nighttime construction could occur under the 1-5 Alternative when local roads need to be closed at 1-5

As result construction could extend for approximately 20 hours per day two ten-hour shifts Noise

occurring at night will have to comply with local noise ordinances Particularly noisy activities could

include pile driving at 1-5 vehicle backup alarms and pavement/concrete breaking

The construction of the I-S Alternative will result in the removal of approximately 6.600000 cm

8633000 cy of soil and the placement of approximately 2300000 cm 3008286 cy of soil total of

4300000 cm 5624000 cy of excess soil material would be generated during construction of the I-S

Alternative and this substantial amount of excess material would have to be moved off site Construction

of the I-S Alternative will result in approximately 4400000 cm 5155000 cy of remedial grading The

area anticipated to be disturbed during construction of the I-S Alternative is shown in detail in

Appendix

As part
of final design detailed geotechnical study will be conducted The findings and

recommendations of that study will be incorporated in the fmal design for the I-S Alternative The final

design and construction of the I-S Alternative will be consistent with applicable design construction and

safety standards and best professional practices The final design of the I-S Alternative will be consistent

with the Caltrans Standard Plans and Specifications

TC4531\Final SEIREina1 EIS-SEJR\Section 2.O.doc JJ23O5 2-57

November 2005



SOCTJIP EJS/SEIR Section 2.0

Construction of the 1-5 Alternative is estimated to take approximately 42 months This assumes the 1-5

Alternative is constructed at one time However if the 1-5 construction is phased based on available

funding it may take substantially longer to construct than 42 months However because no funding is

yet identified for the 1-5 Alternative it is not possible to estimate the construction period based on phased

construction

It is anticipated that the construction of the 1-5 Alternative would be financed by combination of local

state and federal grants other tax supported funding sources and potentially developer fees provided to

local jurisdictions in the area of benefit along 1-5 If the I-S Alternative is selected agencies other than

the TCA such as Caltrans would be responsible for implementing it There is no established funding for

the Alternative at this time The TCA is not authorized to use its developer fees or issue bonds for

construction of the 1-5 Widening Alternative

Construction Phasing For the I-S Alternative

It is anticipated that the construction of the I-S Alternative would be phased based on available funding

There is no established funding for this Alternative at this time No potential funding sources have been

identified or reserved for the fmal design and construction of the I-S Alternative

The construction of the I-S Alternative would cost total of $2420 which includes $1074 for right-

of-way and $1346 for final design and construction

42.6 ALTERNATIVES ELIMINATED FROM FURTHER STUDY

Consistent with FFIWA regulations 23 CFR 771.123 this Section describes alternatives which were

evaluated during the previous and current phases of the planning process for the FTC-S and which were

subsequently eliminated from further detailed study in this EIS/SEIR Specifically these Alternatives are

based on the following

The environmental studies conducted for the Final Environmental Impact Report TCA EIR

Foothill Transportation Corridor Oso Parkway to 1-5 which evaluated wide range of corridor

alignment Alternatives transit Alternative corridor Alternatives that do not terminate at 1-5 and

TSM Alternative

Phase of the SOCTIIP Collaborative process which focused on the identification of range of

alternatives for consideration in the EIS/EIR including corridor I-S widening arterial and mass
transit Alternatives In addition during Phase II the Collaborative identified an additional

alternative for tolled arterials The NEPA/404 Memorandum of Understanding requires an

agreement by regulatory/resource agencies on the Alternatives evaluated in the EIS/SEIR

Phase II of the Collaborative process which focused on the evaluation of the wide range of build

Alternatives identified in Phase and advanced for detailed analysis in Phase II In addition the

Phase II Collaborative considered which Alternatives should be advanced for detailed analysis in the

EIS/SEIR and which should be eliminated from detailed analysis in the EIS/SEIR

These Alternatives are described in the following Sections including discussion of when they were
previously evaluated and the reasons why they were eliminated from further study in the current

EIS/SEIR The descriptions of these Alternatives and explanations for why they are not considered in

detail in the current EIS/SEIR are based on the TCAs Final EIR No and on the range of Alternatives

considered by the SOCTIIP Collaborative in Phases and II of the Collaborative process Alternatives to

the Proposed SOCTIIP Project Considered by the SOCTIIP Collaborative But Not Brought Forward in
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the NEPA and Section 404 Processes October 2000 Final E1R No and the proceedings of Phase

of the Collaborative process are on file at the TCA As appropriate the conclusions of these previous

studies were reviewed based on current mformation The conclusions of these previous studies were not

changed by any more recent information

2.o.l VARIATIONS TO THE FAR EAST CORRIDOREAST CROSSOVER ALTERNATIVES

In November 1986 when the Orange County Board of Supervisors and the TCA Board of Directors

selected the Alignment to be analyzed in an EIR direction was given that the southern segment of the

Alignment would be considered to be anywhere in the Cristianitos/San Mateo Valley This was due to

the wide range of possible alternatives and the preliminary nature of the engineering and environmental

analysis as well as ongoing coordination efforts with MCB Camp Pendleton

As described in TCA Final EW No from August 1987 to May 1989 the TCA developed and prepared

engineering and environmental analysis on the CW CX CY and CZ variations for the Alignment

through Cristianitos/San Mateo Valley Each variation provided different route and connection to 1-5 as

shown on Figure 2.ô-l The CY variation was found to have number of substantial engineering and

environmental constraints including geotechnical hydrological biological and cultural resources impacts

Because the CY variation was clearly not the environmentally superior Alternative of the alignment

variations it was not carried for further evaluation at that time The other three variations appeared to be

feasible and received further evaluation in TCA EIR No to determine which was environmentally

superior and would be carried forward as the alignment Based on the evaluation in EW No the CX
and CZ alignments were determined not to be environmentally superior to the CW variation based on

greater impacts related to biological resources wetlands isolation of greater amounts of land on Camp
Pendleton and inconsistencies with the Camp Pendleton Master Plan Therefore the CW variation also

referred to as the Modified alignment was identified as the environmentally superior of the remaining

three variations and was presented as the preferred Alignment in TCA EIR No Based on the

environmental analysis in TCA EIR No and because alignment variations in the Cristianitos/San Mateo

Valley area are considered in this current EIS/SE no further evaluation of these earlier variations for

the alignment is included in this EIS/SEIR

242.6.2 ALIGNMENT

The alignment was one of the two primary build Alternatives evaluated in TCA EIR No The

alignment generally followed the same alignment as the Modified alignment described below

However the alignment was different as it passed through San Onofre State Beach Following public

review of TCA Draft EW No in response to concerns raised by agencies and residents of the City of

San Clemente specifically those residing near the City boundary with the State Beach the TCA

developed an alternative which had split profile from the 1-5 connectors to the proposed interchange

with Avenida Pico basically through San Onofre State Beach Figure 2.6-2 shows the cross section for

split profile with dimensions in meters

In addition to not having split profile the alignment was not depressed below Cnstianitos Road and

was approximately 152 500 ft west of the Modified alignment just north of San Mateo

Campground The split profile and shift of the alignment in this area were believed to reduce impacts to

existing land uses and landforms Specifically the alignment would have impacted substantial

landforms associated with the ridgeline which parallels the City of San Clemente/County of San Diego

boundary and would have required the removal of the pinnacle of major knoll in this area The

alignment would also have resulted in substantial aesthetic impacts on residences adjacent to the City

boundary The shift of the alignment also reduced potential noise impacts on residential areas in San

Clemente
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2.6.3 MODIFIED ALIGNMENT

The Modified Alignment was selected by the TCA as the locally Preferred Alternative with

certification of TCA EIR No and TCA Supplemental EIR No in October 1991 The Modified

Alignment generally followed the alignment of the CP now referred to as the Far East alignment with

two exceptions First the Modified Alignment did not avoid sensitive biological resources in and near

Sulphur Canyon and did not avoid the population of the federally endangered Pacific pocket mouse

PPM in San Onofre State Beach west of the San Mateo Campground

hi the north part
of the study area the Modified alignment was east of the CP Far East alignment In

1995 during development of the Southern Natural Community Conservation Plan NCCP program the

alignment was shifted to the west at the request of the USFWS This shift was proposed to avoid high

quality scrub communities along this segment of the alignment and to protect sensitive species and

wildlife movement in Sulfur Canyon

In approximately this same time frame when the shift was made to move the alignment out of the Sulfur

Canyon area PPM was found at the southernmost part of the alignment in San Onofre State Beach As

result the TCA redesigned the Modified Alignment to avoid the area identified as occupied by PPM

according to data collected in extensive surveys in 1995

The resulting Modified alignment was renamed the CP alignment following the incorporation of these

design changes The CP alignment now referred to as the Far East alignment is evaluated in detail in this

EIS/SEIIR. Because the original Modified Alignment was changed to avoid these specific

environmental impacts and the resulting CP Far East alignment is evaluated in this EIS/SEIR no further

analysis of the Modified alignment is provided in this EIS/SEIR

2.6.4 OTHER CORRIDOR ALTERNATIVES PREVIOUSLY CONSIDERED IN

TCA FINAL E1R NO

2.5.4 iThe purpose of Final EIR 423 Foothill Transportation Corridor Orange County General Plan

Transportation Element Amendment Specific Route Location County of Orange May 25 1983
conducted by the County of Orange for the FTC-S was to identify the most feasible Alternatives for

further consideration for that corridor Based on the results of the Foothill Transportation Corridor

Cristiamtos Segment Alternative Alignment Analysis County of Orange September 1986 and on public

testimony in November 1986 the Orange County Board of Supervisors and the TCA selected four

primary Alternatives for further study County Resolution No 86-147 November 19 1986 As
described in TCA Final EIR No these were the BX and alignments shown on Figure 2.6-3--
The BX and Alignments were evaluated in detail in TCA EIR No The and alignments were not

found to be environmentally superior in EIR No because both would severely affect MCB Camp
Pendleton potentially compromising the Military Mission of the Base The Marine Corps objected to

these two alignments These alternatives described briefly below were determined not to be reasonable

or feasible and were eliminated from further study in Final EIR No more detailed discussion of

these alternatives is provided in the Foothill Transportation Corridor South Major Investment Study
MIS Michael Brandman Associates April 1996 The MIS is on file at the TCA

2.6.4 Alignment from the TCA EIR No

The Alignment generally followed the same route as the previously considered Alignment through
Canada Chiquita into Canada Gobernadora As it continued across Ortega Highway near Cristianitos

Road the alignment traveled along the west flank of Cnstianitos Road continuing southeast to the
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Orange/San Diego County line From this point it continued on an alignment parallel to and

approximately 2.1 kin two mi east of the Alignment to join 1-5 near the San Onofre Nuclear

Generating Station SONGS This aligmnent would have required widening an approximately 2.4 km

1.5 mi long segment of 1-5 This alignment was rejected from further consideration in TCA Final EIR

No because it would result in substantial adverse impacts on the Military Mission of MCB Camp
Pendleton

2.o.4.2 Alignment from TCA EIR No

2-5.4The Alignment similar to the BX Alignment was aligned on the west side of Canada Chiquita and

crossed Ortega Highway near the San Juan Creek bridge It then paralleled Avenida La Pata to point

near Cristianitos Road in San Onofre State Beach This alignment then turned south to connect with 1-5

in the vicinity of SONGS As with the Alignment widening of I-S would have been required for this

alignment This alignment was rejected from further consideration in TCA Final EIR No because it

would result in substantial adverse impacts on the Military Mission of MCB Camp Pendleton

255 ALL.-TRANSIT ALTERNATIVE

An all-transit alternative has been considered several times for the SOCTIIP study area Initially an all-

transit alternative was considered by the County and subsequently by the TCA in EIR No All-transit

alternatives for the area have been addressed by the OCTA in regional rail planning studies and by the

TCA during preparation of the MIS for the FTC-S It has been consistently detenrnned that an all-transit

alternative for the FTC-S would not be reasonable or feasible in meeting the forecasted travel needs in

south Orange County This conclusion was supported by the SCAG MIS Peer Review Group with its

approval of the FTC-S MIS on May 1996 and by the OCTAs Fast Forward Long-Range

Transportation Plan July 27 1998 Therefore as described in the following paragraphs an all-transit

alternative for the FTC-S was determined not to be reasonable or feasible

Although an all-transit alternative was previously eliminated from further consideration based on

number of evaluations concluding with the MIS general discussion is provided here of the issues

regarding the feasibility of transit alternative and how those issues relate to the study area summary

of studies conducted by the OCTA for the provision of transit in Orange County including the study area

is provided These studies addressed the potential for implementing transit throughout Orange County

including the FTC-S study area

2.6S5 .1 Description and Environmental Considerations Associated with an All-Transit Alternative

An all-transit alternative for the FTC-S assumes light rail transit LRT system in lieu of general

purpose and HOV travel lanes This alternative could potentially provide distinct environmental

advantages because an LRT system is assumed to require substantially less right-of-way than corridor

freeway improvements or arterial improvements

Although transit only alternative is not considered reasonable alternative based on past evaluations

future implementation of LRT system is not precluded by construction of any of the SOCTIIP build

Alternatives SCAG specifically requires that new transportation corridors provide adequate right-of-way

to accommodate future transit The total rights-of-way of the corridor alternatives would be wide enough

to accommodate future LRT track If LRT became viable alternative in the future LRT track facilities

could be accommodated in the corridor medians The arterial improvements and 1-5 widemng

Alternatives do not include medians of sufficient width to accommodate LRT However should LRT be

pursued in the future based on population and employment densities existing travel lanes could be

dedicated to the LRT track or additional right-of-way adjacent to the arterial/freeway could he acquired
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As result the SOCTIIP build Alternatives do not preclude the opportunity for LRT in south Orange

County in the future

2.655.2 Density Requirements for LRT

The two most critical issues confronting fixed LRT feasibility in south Orange County and much of

Orange County are the lack of central business district CBD and low population densities Orange

County currently has number of moderately dense business activity centers such as central Santa Ana
the Anaheim commercial/recreation area Irvine Business Complex Irvine Spectrum and the South Coast

Plaza area Surrounding these activity nodes are variety of residential densities including urban

suburban and rural uses with support commercial and business uses This type of land use development

pattern results in series of interconnected relatively self-contained nodes of activity Unlike urban areas

organized in concentric pattern Orange Countys multi-nucleated development does not currently

provide the residential and employment densities and spatial structure in south Orange County to support

public transportation system based on backbone LRT system Based on recent land use projects

approved and proposed in south Orange County these developments are suburban and would not provide

densities to support LRT

The role of land use patterns in determining the type of transportation used is critical Pushkarev and

Zupan 1977 Specifically the location and density of residential uses in relation to large CBDs are

common criteria for evaluating the feasibility of LRT According to Cervero 1984 LRT development

requires an average residential density of nine dulac in transit corridor of approximately 65 to 260

square km 25 to 100 square ml based on CBD destination of approximately 4.6 million square

50 million square fi of development This residential density is necessary because of the need to locate

large numbers of dwelling units in proximity to LRT stations

Existing development patterns in the SOCTIIP area do not meet these general criteria for LRT feasibility

The largest single areas of employment and commercial uses in the SOCTIJP area are from south to

north downtown San Clemente Rancho Santa Margarita Business Park in Rancho Santa Margarita and

the Irvine Spectrum at the intersection of 1-5 and Interstate 405 1-405 The former Marine Corps Air

Station MCAS El Toro site north of 1-5 and 1-405 is currently being planned for civilian reuse by both

Orange County and the El Toro Reuse Planning Authority Based on the passage of Measure in the

March 2002 election potential future uses on the El Toro site are anticipated to include institutional

cultural recreation residential and open space uses Downtown San Clemente and the Rancho Santa

Margarita Business Park do not include sufficient business/commercial space to meet the minimum
requirement of 4.6 million square 50 million square ft to support LRT At build out the Spectrum
may meet this minimum requirement In summary there is no single major concentrated node of business

and commercial uses south of the 1-5/1-405 interchange that meets the minimum standard for supporting
LRT in south Orange County

The approximately 259 square km 100 square ml area surrounding the proposed SOCTIIP corridor
alternatives in south Orange County is largely developed in low to moderate density suburban residential

uses with the RMV site the largest undeveloped parcel in the area The Cities of Irvine Laguna Hills
Laguna Niguel Aliso Viejo Mission Viejo Rancho Santa Margarita San Juan Capistrano and San
Clemente and the communities of Coto de Caza and Las Flores are largely built out The Talega and
Ladera PCs are currently under construction with build out expected by 2010 It is anticipated that the

remaining undeveloped areas in the SOCTIJP study area will remain as open space or will be developed
with low and medium density residential uses similar to the existing residential developments throughout
this part of south Orange County substantial

part of the remaining undeveloped land is permanently
committed to open space uses In addition there are few areas in south Orange County where higher
density uses could occur and based on General Plans and existing and approved development
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substantially higher densities in undeveloped areas in south Orange County are not likely Therefore

based on past development patterns it is unlikely that the average residential densities south Orange

County at build out will approach or exceed the desired density of nine dwelling units per acre for LRT

feasibility

2.6.5.3 LRT Planning in Orange County

The detennination that LRT is not feasible or planned for the SOCTIIP area is consistent with several

OCTA studies described below which do not call for fixed rail transit in this part of Orange County or

along either this segment of 1-5 or the southern segment of the FTC

OCTA Regional Rail Evaluation

in November 1990 Orange County voters approved Measure half-cent local sales tax increase to

fund transportation improvements The improvements in the Measure program are the rebuilding of

the Countys freeway system development of system of high speed artenals improvements to the local

street system implementation of TSM and transportation demand management TDM measures to more

efficiently use existing transportation resources and development of high capacity urban rail system in

Orange County

Since the passage of Measure the OCTA has conducted extensive studies to evaluate various LRT

options for Orange County and to assess the environmental impacts associated with LRT The OCTA
completed the location system planning process as documented in the Countywide Rail Study Final

Report Long Range Transit System Plan Development Strategy OCTA October 1991 which resulted

in the development of 47-mile Initial Urban Rail Network and the selection of priority corridor for

more detailed study No LRT corridors were identified in south Orange County in this study based on

overall densities and the lack of concentrated high density commercial/industrial centers

OCTA Centerline Project

In December 2000 the OCTA issued Supplemental Draft EIS/EIR for the proposed CenterLine LRT

project Alternatives considered in that Draft EIS/EIR included variety of LRT alignments in central

and northern Orange County The southernmost extension of the LRT alternatives was to the Irvine

Transportation Center southeast of the El Toro site and north of the Irvine Spectrum No LRT

alignments were considered in south Orange County based on overall densities and the lack of

concentrated high density commerciallindustnal centers In spring 2001 based on substantial

controversy in many of the cities along the proposed LRT alignments the OCTA temporarily terminated

planning and the environmental process for the CenterLine In early 2002 the OCTA re-initiated study

for the CenterLine project in the future focusing on building consensus for starter or initial phase

project in cities in the central and northern parts
of the County There is no indication from the OCTA

that LRT would be considered in the SOCTIIP area in south Orange County in the foreseeable future

because LRT would not be cost effective and existing and planned land uses are not supportive of LRT

OCTA Fast Forward Long-Range Transportation Plan

The Fast Forward Plan OCTA July 27 1998 provides strategy for managing future transportation

needs in Orange County and specifically identifies program to

Increase commuter rail services and station locations No new stations are proposed in the SOCTIIP

area although increased service is anticipated to be provided on the existing commuter rail line which
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extends across the SOCTIIP area in south Orange County from the City of San Clemente to the City

of Irvine

Implement 28-mile urban rail system in central Orange County The southern most station on this

system would be in the vicinity of the 1-5/1-405 interchange This program component is expected to

be refined to focus on starter or initial phase CenterLine project in the north and central parts of

Orange County as described earlier There are still serious doubts about the feasibility of such

system and at this time there are no guarantees that such as system will be built

Increase bus service countywide

Other Rail Transit

In addition to the LRT studies described above Amtrak Caltrans and the California High Speed Rail

Authority CHSRA are evaluating possible commuter or heavy rail improvements in south Orange

County These potential improvements include increased levels of commuter service on the existing

Metrolink alignment in the Los Angeles to San Diego LOSSAN corridor possible double tracking of

the existing rail alignment in the southern Orange County part of the LOSSAN corridor and high speed

rail HSR from San Diego to San Francisco with possible alignments along the coast or inland in south

Orange County However all these services would be limited stop commuter/intercity services and

would not effectively serve the same type of market as an LRT system

2.655.4 Summary of the Feasibility of LRT in the SOCTIIP Area

25In summary based on the existing and anticipated employment and residential densities in south

Orange County the existing and anticipated development patterns in study area the need to serve travel

demand which would not be met by LRT and past and anticipated future LRT planning LRT is not

feasible transportation system option in south Orange County Therefore an all-transit alternative

assuming implementation of an LRT system in south Orange County is not evaluated in this EIS/SEIR

2.6.6 ALTERNATE ROUTES ON THE SOUTHERN TERM1NTJS

number of comments on TCA Draft EW No requested that the TCA consider an alternative under

which the corridor would not terminate at 1-5 As part of TCA Final EIR No alternatives which

terminated at State Route 78 SR-78 in San Diego County and Interstate 15 1-15 in Riverside County
were considered These possible routes are shown conceptually on Figure 2.6-4 These alternate routes

which would not terminate at I-S were eliminated from further consideration in TCA Final EIR No
primarily because they did not meet the project objectives and they would have extensive impacts on the

Military Mission of MCB Camp Pendleton

route connecting to either I-iS or SR-78 would be expected to result in substantial adverse

environmental impacts including impacts related to geology and soils hydrology biological resources
air quality cultural and scientific resources noise land use landform and aesthetics parks recreation

and open space public services and utilities hazardous materials military impacts and traffic These
Alternatives were eliminated from further consideration in this EIS/SEIR based on information provided
in Final TCA EW No October 1991 Volumes pages 2-31 to 2-33 and III pages and 10 as

described in the following sections

2.6.6.1 Alternative Route to SR-78

As described in Final EIR No the extension of the corridor south to SR-78 was deemed not reasonable

largely because of the extensive impacts to MCB Camp Pendleton The Department of the Navy DON
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has consistently objected to the encroachment of non-military facilities onto the Base property The TCA

would not be able to acquire the Marine Corps property through eminent domain The extension of the

corridor south to SR-78 would severely impact the Military Mission and operational viability of MCB
Camp Pendleton The corridor would sever the five different beach fronts from the inland parts of the

Base The ability to continue maneuvers including amphibious warfare activities and combat training

would be severely compromised and potentially completely prohibited because of the introduction of this

type of land use across this part of the Base Additionally the alignment would traverse the Sierra Live

Ordnance Impact Area The construction of road in that area would be problematic due to the potential

presence of unexploded ordnance and soil contamination The DON has indicated that this Alternative

would place the continued operation of MCB Camp Pendleton in jeopardy Therefore the feasibility of

route that traverses the Base property in this area is questionable For these reasons this alternative was

rejected in Final EIR No Volume III page 10 and is not considered further in this EIS/SEIR

2.6.6.2 Alternative Route to 1-15

The San Diego County General Plan Circulation Element includes an alignment for major road which

would serve the travel demand of transportation facility extending from Orange County to I-S in San

Diego County This road identified as SA-lO on the Circulation Element was included in the San Diego

General Plan in 1964 SA- 10 would follow an alignment generally along the east boundary of San Onofre

State Beach in the north part of San Diego County and would extend north to the Orange/San Diego

County line where it would then begin to travel east As it travels east SA- 10 would traverse property in

MCB Camp Pendleton the Cleveland National Forest and San Diego County As shown on the

Circulation Element SA-l would connect with De Luz Road identified as light and rural collector

road and would extend to Mission Road which would then have an interchange with I-iS

25.ØTCA Final FIR No indicated the County of San Diego had no plans at that time to construct this

facility and it is unlikely that it will ever be built due to substantial constraints including but not limited

to topography designated wilderness area along the route and MCB Camp Pendleton Field

reconnaissance was conducted by the County in the late 980s for the segment of SA-l from Fallbrook

to De Luz Road to make preliminary assessment of the feasibility of that route It was determined that

due to natural geographic constraints among other things it may not be feasible to construct this road

The road is not currently being pursued by the County Denny pers comm 1996 For these reasons

this alternative is not considered further in this EIS/SEIR

2.6.7 TRANSPORTATION SYSTEMS MANAGEMENT ALTERNATIVE

Consistent with FHWA policy the feasibility of implementing TSM alternative was evaluated The

concept of TSM is the implementation of wide range of actions with low capital investment

requirements that can improve transportation
service TSM recogmzes the rising costs of highway

improvements intense competition for available resources and environmental concerns by emphasizing

more efficient use of existing investments in the transportation infrastructure before additional

investments are made in costly new facilities

In 1977 FI-IWA and the Urban Mass Transportation Authority later renamed the Federal Transit

Authority prepared document compiling information on effective TSM measures That report

Transportation Systems Management State of the Art FHWA/UMTA 1977 identified the following

types of TSM actions

Actions to improve vehicular flow such as improved signalization ramp metering reversible lanes

removal of on street parking and use of one-way streets
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Preferential treatment for HOVs

Reduced peak period travel through actions such as work rescheduling and peak period truck

restrictions

Parking management through the use of parking regulations and park-and-ride facilities

Promotion of non-auto or high-occupancy auto use through ridesharing human-powered travel modes

and auto-restricted zones

Transit and paratransit service improvements including transit marketing security measures transit

shelters and terminals

Transit management efficiency measures through route evaluation maintenance policies and

evaluation of system performance

Not all these types of TSM improvements would be applicable to TSM Alternative in the SOCTIIP

area For example some TSM measures such as auto restrictions one way streets and parking

management are most effective when focusing on circulation issues associated with CBD or distinct

commercial/entertainment area In addition many TSM improvements already have been or are being

implemented across Orange County by wide range of agencies including Caltrans the OCTA the

County of Orange and local cities as part of local subregional and regional efforts to improve the

efficiency of the transportation system in the County Measures that have already been implemented or

are programmed for implementation include HOV lanes on most of the highway system in Orange

County ramp metering and HOV bypass ramps where feasible park-and-ride facilities real time traffic

monitoring real time traffic information for drivers extensive traffic signalization and coordination

programs and removal of on street parking Many of the communities in south Orange County

particularly in the more recently developed areas prohibit on street parking on most streets in commercial

and retail areas and in many residential areas Traffic signals are coordinated within each local

jurisdiction throughout much of south Orange County Park-and-ride facilities are provided at number

of permanent park-and-rides and transportation centers throughout south Orange County and at the rail

stations Real time traffic monitoring and real time traffic information are available on much of the

freeway system and through local radio traffic programs throughout the County

Reversible flow lanes on the FTC-S were evaluated in TCA Final Elk No Volume page 2-33 and

the MIS to provide flexibility and responsiveness to travel demands while minimizing the overall size of

the facility Under this measure travel lanes would be used for northbound travel in the AM and for

southbound traffic in the PM peak through temporary restriping of the total travel lanes on facility

Transportation corridors with high directional flows and general purpose travel lanes that are expected to

experience extended periods of congestion are candidates for the use of reversible lanes The traffic

projections for the corridor Alternatives in TCA Elk No show distinct directional traffic flow
However it would not be feasible to implement reverse flow lanes during the initial construction

stage of
the corridor alternatives because the first phase proposes construction of four lanes total two in each
direction Analysis in Final EIR No showed it will be necessary to provide two general purpose lanes
in both the northbound and southbound directions to accommodate merging operations and predicted
traffic demand Therefore although traffic analysis for the corridor in Final Elk No showed strong
peak directional traffic flow reversible flow lanes could not be implemented until subsequent phases of
those corridor Alternatives As result the use of reversible lanes on the FTC-S would not substantially
reduce the number of lanes on the corridor and therefore would not

substantially reduce the

environmental effects associated with corridor alternatives Should future demand exceed the planned
capacity of the corridor the feasibility of implementing reversible lanes or other TSM improvements
could be considered as part of operational improvements or prior to implementing phases of the project
As shown in Section 3.0 Traffic and Circulation the current forecasts for the FTC-S still show strong
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peak directional flow and reversible flow lanes would not be good candidate for this facility Therefore

because the anticipated need for and potential benefits of reversible lanes for the corridor are not

substantial this TSM measure was not considered for further evaluation as an independent alternative in

this EIS/SEIR

Another TSM measure would be to implement reverse flow lanes on I-S This would not be feasible

because although there are distinct directional flows on 1-5 the peak hour volumes are high enough in

each direction that removal of travel lanes from one direction would limit the ability of 1-5 to serve the

overall existing demand in this corridor Therefore without the addition of new lanes on 1-5 reversible

lanes on I-S in the SOCTIIP area were not considered feasible and are not considered for further

evaluation in this EIS/SEIR

Other TSM improvements could be considered on the arterial network or increased use of commuter rail

and bus transit In the SOCTIIP area there are limited arterial facilities although the MPAH includes

build out of the subregional arterial system in south Orange County as shown earlier in Section 4.0 The

MPAH depicts Antonio Parkway/Avenida La Pata as an arterial essentially parallel to I-S in the SOCTIIP

area which would provide continuous route from the Orange/San Diego County line to Rancho Santa

Margarita Antonio Parkway currently exists from Rancho Santa Margarita south to Ortega Highway La

Pata Avenue exists from Ortega Highway south to the Prima Deshecha Landfill and Avenida La Pata

exists from the County line to just north of Avemda Pico Ultimately this road will be continuous

facility with four to six through travel lanes The traffic analysis for TCA EIR No showed that the

traffic volumes on Antonio Parkway/Avenida La Pata substantially increase without the corridor and

when tolls are charged on the corridor Therefore it does serve part of the same travel demand

However it is not expected that Antonio Parkway/Avenida La Pata would serve regional through trips

that would use the corridor or 1-5 By implementing TSM improvements to Antonio Parkway such as

expanded intersections with additional turn capacities signal interconnects and climbing lanes in the

locations with steep grades it would be possible to incrementally increase the capacity of that road at

relatively low cost Beach Boulevard the first smart street to be constructed in Orange County is an

eight lane facility with mid-block capacity of 45000 to 60000 average daily traffic ADT Given that

Antonio Parkway is projected to be six lane facility the expected capacity would be at the lower end of

this range capacity of 50000 ADT would represent an approximately 10 percent capacity increase

over what was assumed for Antonio Parkway in the traffic modeling for TCA EIR No If this entire 10

percent were diverted from the FTC-S this would reduce the trips on the FTC-S by approximately 5000

trips per day When built out Antonio Parkway/Avenida La Pata would be the only arterial highway

parallel to 1-5 The MO Alternative which is evaluated in detail in this EIS/SEIR includes TSM

improvements on Antonio Parkway/Avenida La Pata as well as other arterials in south Orange County

Therefore no additional TSM alternative for arterials such as Antonio Parkway/Avenida La Pata is

evaluated in detail in this EIS/SEIR

1-5 is the only existing freeway in this area Some TSM improvements most notably ramp metering and

HOV ramp bypass lanes have been implemented in this corridor HOV lanes could be implemented on

the project segment of 1-5 which is evaluated in detail in this EIS/SEIR as part of the I-S Alternative

Therefore no additional TSM alternative for I-S is evaluated in detail in this EIS/SEIR

The only other existing major circulation facility in the SOCTIIP area is the commuter rail line that runs

roughly parallel to I-S in south Orange County OCTA currently operates number of commuter trains

on this alignment with stations in Oceanside San Clemente San Juan Capistrano Laguna

NiguellMission Viejo opened April 2002 Irvine and Tustin OCTA intends to continue to increase this

commuter service consistent with demand and available funding as part of the regional commuter rail

programs in southern California Increased commuter rail service is not anticipated to serve majority of

the travel demand in the SOCTIIP area for several reasons First there are limited number of stations
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available and not all stations have bus service to extensive areas around the stations Secondly for many
commuters commuter rail service is not convenient to their trip origins and/or destinations Third

commuter rail service is generally limited to the peak periods which may not effectively serve the travel

times of many commuters In addition the service is predominately oriented toward destinations in

central and north Orange County and Los Angeles County with origins predominately in residential areas

in Orange and San Diego Counties Therefore commuter rail may not effectively serve many trips whose

origins and/or destinations are in south Orange County For these reasons increased commuter rail as

TSM Alternative is not considered for detailed evaluation in this EIS/SEIR

The final TSM measure considered would be to provide relief to 1-5 through increased bus transit use

OCTA currently operates number of routes in south Orange County along Pacific Coast Highway and

through the developed parts of the Cities of Irvine Mission Viejo Laguna Hills Laguna Niguel Aliso

Viejo San Clemente San Juan Capistrano and Dana Point These include local and express limited stop

routes There are several park-and-rides in south County including one in San Juan Capistrano and one at

the Laguna Hills Transportation Center

OCTA regularly assesses its bus system and considers system wide and local area changes to better serve

Orange Countys travel needs In March 1994 the ff1 Group conducted major study for OCTA called

the Bus System Improvement Project BSJP The BSIP was initiated to analyze transit system trends and

needs obtain public input review the market climate and policy framework establish new directions for

the bus system and define specific improvement plans and an implementation strategy The result of the

year long study included restructuring the system to expand ridership increase convenience improve

efficiency and effectiveness and to provide more service options without increasing net operating cost

Based on the BSIP the SOCTIIP area had some of the lowest percentages of transit use in the County

The BSIP found that transit use in south Orange County is low because most of the population growth in

the area has and will continue to be young couples and families high proportion of which are young

professionals who do not use transit Low transit use in south Orange County was attributed to

Growing incomes and car ownership

Growth of gated communities that are difficult to serve with conventional bus services

Lower propensity of the population using transit

Inability of the transit system to provide services that can compete cost effectively with the

automobile

Low density development

Circuitous road system and hilly terrain

None of these characteristics in south County has changed measurably since the BS1P was completed
Some newer developments in south County such as the Talega and Ladera PCs may have net densities

somewhat higher than densities in other communities such as Mission Viejo Coto de Caza or San
Clemente However overall gross and net densities in south County are still relatively low and would not
be sufficient to support substantial increase in bus transit As result the rate of bus transit ndership in

the SOCTIIP area would be expected to remain relatively low In 2000 the OCTA
substantially

restructured the entire route system The intent of this restructuring was to provide more direct travel for
bus

patrons by minimizing routing off the major travel path However because the general characteristics
of south County have not changed since the earlier study it does not appear that bus-only TSM
alternative would substantially increase bus use or reduce traffic demand in south Orange County
Therefore no bus-only TSM Alternative is considered in this EIS/SEIR
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This evaluation of the cumulative benefit of TSM strategies indicates that there would not be

sufficient improvement in the transportation service to rely solely on TSM measures to provide the

circulation relief needed in the future Therefore no TSM only alternatives are evaluated in this

EIS/SEIR However TSM measures are expected to continue to be implemented County wide by

range of agencies in the future consistent with overall local subregional and regional transportation goals

and objectives

2.o.8 OTHER BUILD ALTERNATIVES CONSIDERED BY THE SOCTIIP PHASE
COLLABORATIVE BUT NOT CARRIED FORWARD FOR EVALUATION IN THE
EIS/SEIR

As part of the Phase alternatives development and evaluation process conducted by the SOCTIIP

Collaborative the Collaborative considered number of combinations of various corridor 1-5 arterial

and transit Alternatives Alternatives to the Proposed SOCTIIP Project Considered by the SOCTIIP

Collaborative But Not Brought Forward in the NEPA and Section 404 Processes October 2000
The alignments of the build Alternatives considered by the Collaborative are shown on Figure 2.5-5 The

Collaborative specifically considered whether these alternatives would meet the project purpose and need
other available local planning and land use infonnation and the 2020 traffic projections in their

determination of the reasonableness of these Alternatives These build Alternatives described briefly in

this Section were not carried forward for consideration in this EIS/SEIR as described below

2.6.8 Corridor Alternatives Considered by the Collaborative but not Carried Forward

The Collaborative used an iterative process to identify and screen possible alignments for corridor

alternatives for the FTC-S This process resulted in the review of thirty-two alignment segments for

reasonableness as possible SOCTIIP corridor alternatives

The Collaborative identified specific criteria for evaluating Alternatives identified for possible

consideration Those criteria were

Traffic These criteria were related to the ability of each potential alternative to meet the defined

project purpose and need

Wetlands These criteria were related to the effects of the alternatives on Waters of the United States

and floodplains

Natural Environment These criteria were related to potential effects of the alternatives on threatened

and endangered species habitat the NCCP wildlife and waterfowl refuges the coastal zone and air

quality

Human Environment These criteria were related to potential effects of the alternatives related to

minority or low income communities reasonableness of the expenditure of public funds consistency

with the Marine Corps Mission community disruption economic impacts on existing communities

National Register of Historic Places or California Register properties Native American sacred or

ceremonial sites and Tribal lands and publicly owned parks and recreation areas

Using these selection criteria developed by the Collaborative twenty-two of these segments were

determined to satisfy the SOCTIIP purpose and need and were considered reasonable Alternatives Those

segments were used to develop the corridor Alternatives described earlier in this Section The remaining

ten alignment segments described in the following sections were eliminated from further consideration

in this EIS/SEIR due to environmental land use design andlor traffic considerations These alignment
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segments were generally eliminated where major environmental constraints could be avoided and/or

minimized by other reasonable alignments or if the Alternatives presented major engineering and

geotechnical design constraints while only minimally improving traffic congestion on 1-5

Alignment Segment 2A

Alignment Segment 2A was westerly north-south link between southern extension of existing SR-24

at Oso Parkway and Alignment Segment and expanded Antonio Parkway near Crown Valley Parkway

.11 was not selected for consideration because Alignment Segment provided more traffic relief to I-S

and the arterial network than Alignment Segment 2A it lacked connection to the existing Orange

County transportation system and impacts to Chiquita Ridge CSS habitat established wildlife movement

corridors and habitat for the coastal California gnatcatcher were avoided by dropping Alternative

Segment 2A Therefore this Alternative segment is not evaluated in this EIS/SEIR

Alignment Segments 2B and 2C

Alignment Segments 2B and 2C were westerly north-south connectors between SR-241 at Oso Parkway

and Alignment Segment San Joaquin Extension Alignment Segment 2B traversed open space

between the Ladera PC and I-S Alignment Segment 2C circled the west edge of the Ladera PC and

terminated at Ortega Highway The Collaborative dropped Alignment Segments 2B and 2C from further

consideration because traffic analysis for these segments showed only limited improvements to I-S and

the arterial networkA1ignment Segments 2B and 2C would have impacted open space between

Antonio Parkway and I-S and the Ladera PC The Collaborative selected the widening of Alignment

Segment Antonio Parkway over Alignment Segments 2B and 2C because it provided improved traffic

relief and greater avoidance of potential environmental and land use impacts Impacts to Horno and

Arroyo Trabuco Creeks CSS habitat established wildlife movement corridors planned open space and

habitat for coastal California gnatcatcher and least Bells vireo were avoided by dropping Alternative

Segments 2B and 2C from consideration Therefore these Alternative Segments are not evaluated in this

EIS/SEIR

Alignment Segment

Alignment Segment San Joaquin Extension was proposed to extend southeast from the existing

terminus of State Route 73 SR-73 to Alignment Segment Antonio Parkway north of Alignment

Segment Ortega Highway However Alignment Segment was not selected for consideration

because it provided only limited traffic relief to 1-5 and the arterial network and it presented engineering
constraints that would have required four-level interchange with I-S with potential for significant right-
of-way take that would have displaced residences public property and businesses Impacts to Horno
and Arroyo Trabuco Creeks and habitat for coastal California gnatcatcher and least Bells vireo were
avoided by dropping Alternative Segment from further consideration Therefore this alignment
segment is not evaluated in this EIS/SEIR

Alignment Segment 7A

Alignment Segment 7A was proposed as northern extension of Alignment Segment north of the
Talega PC It was considered as connector from Alignment to Alignment Segment 12 and would have
extended Alignnierit Segment via Alignment Segment 12 to direct connector at I-S just north of theOrange County line Alignment Segment 7A was not selected because the optimum alignment connectedAlignment Segment to Alignment Segment 6C the southern section of the Central Corridor alignmentnorthwest of The Conservancy This modified alignment provided traffic relief similar to Alignment
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Segment 7A Excessive slide potential and high slopes were technical constraints to this alignment

segment Impacts to unnamed drainages CSS habitat and habitat for the coastal California gnatcatcher

were avoided by dropping Alternative Segment 7A from further consideration Therefore this alignment

segment is not evaluated in this EIS/SEIR

The Southern Portion of Alignment Segment 8B

The southern portion of Alignment Segment 8B was proposed as connector between Alignment

Segment 8A Far East CorridorEast Crossover Complete and Alignment Segment 8E Avenida Pico

connecting to I-S via Avenida Pico This alignment segment was dropped from consideration because it

provided similar traffic relief as Alignment Segment 8C Far East CothdorEast Crossover Talega

Variation but impacted larger area in The Conservancy Therefore this alignment segment is not

evaluated in this EIS/SEIR

Alignment Segment

Alignment Segment was proposed southeast from I-S just north of Alignment Segment Ortega

Highway traversing Alignment Segment OA Camino Los Ramblas and Avenida Vista Hermosa and

intersecting Avenida La Pata It was not selected because the traffic analysis showed Alignment Segment

provided only limited improvement to 1-5 and the arterial network and because it lacked clear

connection to the existing Orange County transportation system Therefore this alignment segment is not

evaluated in this EIS/SEIR

Alignment Segment 11

Aligmnent Segment 11 was proposed as connector from Alignment Segment 6B Central Corridor

Complete at Avemda La Pata to Alignment Segments 8F 8D or 811 Alignment Segment 11 was not

selected for consideration due to excessive slide potential and high slopes and is not evaluated in this

EIS/SEIR An alignment segment similar to Alignment Segment 11 is the A7C-FECV Alternative north

of Avenida La Pata as described earlier in this Section which is evaluated in the EIS/SEIR

Alignment Segment 12

Alignment Segment 12 was proposed as connector from Alignment Segments and 7A south of

Avenida Pico to direct connection at 1-5 near the Orange County line It was not selected for

consideration because other alignments provided similar traffic relief to I-S and the arterial network

Excessive slide potential and high slopes were constraints to this alignment segment Therefore this

alignment segment is not evaluated in this EIS/SEIR connector from Alignment Segment to

Alignment Segment 6C is considered in the Central Corridor Complete Alternative described earlier in

this Section which is evaluated in this EIS/SEIR

A1igjnient Segment 14

2--5.-7-A1ignment Segment 14 was proposed as parallel alignment west of Alignment Segment

Alignment Segment 14 moved southeast from the Alignment Segment 6A Central Corridor intersection

at Alignment Segment Ortega Highway and connected to and followed Alignment Segment 8C Far

a4 Corrido asLcrSSOver Talega Variation to direct connection at 1-5 Alignment Segment 14 was

not selected for consideration because the optimum design and engineering alignment between this

Segment and Segment followed Alignment Segment 7--- Additionally unnamed drainages CSS habitat

and habitat for the coastal California gnatcatcher were avoided by dropping Alternative Segment 14 from

further consideration Therefore this alignment segment is not evaluated in this EIS/SEIR
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2.6.8.2 1-5 Alternatives Considered by the Phase Collaborative but not Carried Forward

I-S alternatives were considered by the Collaborative in terms of traffic relief on 1-5 and the arterial

network potential improvement configurations and likely physical disturbance to the human and natural

environments The I-S alternatives considered by the Collaborative but not carried forward for evaluation

in this EIS/SEIR are described below

Widening of 1-5 Including Two to Three Reversible High Occupancy Travel Lanes

The reversible High Occupancy Travel HOT lanes improvement to I-S proposed two to three lane

expansion of I-S with these additional lanes configured to provide HOT travel in the peak direction on I-S

during peak traffic hours These reversible lanes would have required barrier separation with restricted

access points The reversible HOT lanes concept was evaluated to assess minimizing the widening of I-S

while accommodating peak hour/peak direction traffic demand encouraging carpooling with free access

to HOT lanes ensuring uncongested travel on reversible facility through variable pricing for single

occupant vehicles and providing revenue source to help pay for the widening Due to design and safety

constraints associated with the reversible HOT lanes concept on 1-5 including shoulder and merge

configurations access/egress points and tolling facilities this alternative was dropped by the

Collaborative Therefore this Alternative is not evaluated in this EIS/SEIR

Double Decking of I-S

The double decking of I-S Alternative included HOT HOV or mixed flow lanes above the existing

footprint of 1-5 thus avoiding impacts to the human and natural environment by increasing the capacity of

1-5 without increasing its footprint Design analysis of this alternative indicated that single column

cantilever design would have been required if no at grade widening of I-S was to occur Due to design

and safety constraints including third level elevation requirements the need for reversible lanes in an

elevated structure limited access more complex interchanges additional width at ingress/egress locations

and safety/traffic enforcement concerns this alternative was dropped by the Collaborative Therefore

this Alternative is not evaluated in this EIS/SEIR

2..S.3 Arterial Alternatives Considered by the Phase Collaborative but not Carried Forward

Arterial Alternatives were considered by the Collaborative in terms of traffic relief on 1-5 and the arterial

network potential arterial improvement configurations and likely physical disturbance to sensitive water

resources biological resources and land uses The arterial improvements Alternatives considered by the

Collaborative but not carried forward for evaluation in this EIS/SEIR are described below

Minimum Improvement Arterial Alternative

The Minimum Improvement Alternative proposed critical intersection improvements to an arterial
backbone that included improvements to Oso Parkway Antonio Parkway/Avenicla La Pata and Avenida
Pico This Alternative considered smart street intersection improvements to Antonio Parkway at Ortega
Highway Camino Las Ramblas Avenida Vista Hermosa and Avenida Pico and included extension of
Crown Valley Parkway to Antonio Parkway This Alternative provided only minimal traffic relief to I-S
and the arterial network Additionally the Crown Valley component of this Alternative impacted
environmental resources near Oso Parkway while providing only minimal traffic relief to I-S and the
arterial network Therefore this alternative is not evaluated in this EIS/SEIR
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Moderate Improvement Arterial Alternative

The Moderate Improvement Alternative proposed the same critical intersection improvements as the

Minimum Improvement Alternative and also included Alignment Segment San Joaquin Extension

widening of the Antonio Parkway to eight lanes between Alignment Segment San Joaquin Extension

and San Juan Creek Road and grade separated intersection at the Ortega Highway and Antonio

Parkway intersection Analysis of the Moderate Improvement Alternative also considered additional

smart street intersection improvements at the intersections of Antonio Parkway and Camino Las Ramblas

Avenida Vista 1-lermosa and Avenida Pico This Alternative provided only minimal traffic relief to 1-5

and the arterial network The Alignment Segment San Joaquin Extension component of this

Alternative impacted the human and natural environments between the existing terminus of SR-73 and

Antonio Parkway while providing only minimal traffic relief to I-S and the arterial network Therefore

this Alternative is not evaluated in this EIS/SEIR

2.658.4 Other build Alternatives Considered by the Phase Collaborative but not Carried Forward

Minimum Arterial Improvement Alternative Plus One HOV Lane on I-S

The Minimum Arterial Improvement Alternative Plus One HOV Lane on I-S included one additional lane

on 1-5 in each direction for the length of the corridor Antonio Parkway/Avenida La Pata would be

expanded to six lane smart street from Avenida Pico to Oso Parkway Smart street intersection

treatments were proposed at the intersections of Antonio La Pata and Ortega Highway Camino Las

Ramblas and Avenida Pico between I-S and La Pata The Collaborative determined that this Alternative

provided only limited traffic relief to I-S and the arterial network in Orange County and that other

alternatives which combined elements of other alternatives provided improved traffic relief relative to this

Alternative Therefore this Alternative is not evaluated in this EIS/SEIR

Maximum Arterial Improvement Alternative Plus Extension of SR-73 to Antonio Parkway

The Maximum Arterial Improvement Alternative Plus Alignment Segment San Joaquin Extension

Alternative proposed one additional lane on I-S in each direction for the length of the corridor Antonio

Parkway/Avenida La Pata would be an eight lane smart street from San Juan Creek Road and Avenida

Pico Smart street intersection treatments were proposed at the intersections of Antonio/La Pata and

Ortega Highway Camino Las Ramblas and Avenida Pico between I-S and Avenida La Pata SR-73

Alignment San Joaquin Extension would be extended to Antonio Parkway north of Ortega

Highway The Collaborative determined that this Alternative provided only limited traffic relief to I-S

and the arterial network in Orange County and that other alternatives which combined elements of other

alternatives provided improved traffic relief Therefore this Alternative is not evaluated in this

ETS/SEIR

Minimum Arterial Improvement Alternative Plus Mixed Flow on 1-5

The Minimum Arterial Improvement Alternative Plus Mixed Flow on I-S Alternative proposed one

additional lane on I-S in each direction for the length of the corridor Antonio Parkway/Avenida La Pata

would be six lane smart street from Avenida Pico to Oso Parkway Smart street intersection treatments

were proposed at the intersections of Antonio/La Pata and Ortega Highway Camino Las Ramblas and

Avenida Pico between 1-5 and Avenida La Pata Additional mixed flow lanes were proposed on I-S from

the Orange County/San Diego County line to 1-405 for total of five continuous mixed flow lanes on this

segment of 1-S The Collaborative determined that this Alternative provided only limited traffic relief to

I-S and the arterial network in Orange County and that other alternatives which combined elements of
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other alternatives provided improved traffic relief Therefore this Alternative is not evaluated in this

EIS/SEIR

2.658.5 Mass Transit Alternative Considered by the Phase Collaborative but not Carried Forward

SCAG and the OCTA provided the Collaborative with review of OCTAs Fast Forward program which

included the planned improvements to transit systems in Orange County including Metrolink commuter

rail service and local and express bus service During discussions of whether transit only Alternative

would be reasonable Alternative to the proposed SOCTIIP the Collaborative considered existing

planning for transit improvements by the OCTA the nature of the existing traffic system in Orange

County and OCTAs analysis of future traffic patterns and travel mode choices by Orange County drivers

The Collaborative determined that transit only Alternative to the proposed SOCTIIP was not reasonable

at this time based on their review of the existing and proposed transit services and future traffic patterns

Therefore transit only Alternative is not evaluated in this EIS/SEIR The Alternatives assessed in the

EIS/SEIR assume existing and planned transit improvements in south Orange County

2.6.9 BUILD ALTERNATIVES CONSIDERED BY THE SOCTI1P PHASE II

COLLABORATIVE BUT NOT CARRIED FORWARD FOR EVALUATION IN THE
EIS/SEIR

2.6.9 Tolled Arterial Alternative

As part of the SOCTIIP Collaborative process it was suggested that the TCA evaluate an alternative

which implemented tolls on arterials in the SOCTIIP area essentially converting some arterial segments

to tolled facilities The intent was to assess whether tolling arterials was feasible and if feasible whether

tolling arterials would maximize the capacity of the arterial system and provide increased system capacity

while using existing road facilities In early 2001 the TCA conducted an analysis summarized below to

consider how artenals could be converted to toll facilities and the potential implications of this type of

change to the circulation system as described in the following Sections

Access Requirements and Constraints

Artenals

Arterials are classified as roads with uncontrolled access This is defmed as at-grade intersections with

intersecting arterials and local roads and access driveways provided to adjacent properties Access is

controlled only by local regulations with regard to site conditions road geometrics safety standards and

traffic volumes Arterials provide pedestrian access for crossing these facilities Some arterials include

on-road bicycle and equestrian trails Arterials serve local traffic allowing for short and multiple trips in

localized areas

Freeways

Freeways are access controlled Access controlled facilities limit and control how and when motorists

can enter and exit the facility Access is provided at on and off ramps and is not generally provided
directly to adjacent properties Intersection artenals are grade separated below or above the access
controlled freeway The frequency of on and off ramps is determined by demand and the geometries of
the freeway and the

intersecting roads Access controlled facilities do not provide pedestrian or

equestrian access and rarely provide bicycle access These facilities give preference to through traffic and
allow large volumes of traffic to travel without stopping Freeways predominately serve regional traffic
and some subregional traffic specifically longer range through trips
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Toll Facilities

Toll facilities are access controlled facilities which include bridges and highways For successful toll

facility access must be controlled Toll collection points are necessary at strategic locations through

which all users must pass so tolls can be collected Limited ingress and egress points on toll facility

ensure that tolls can be collected If access is unlimited drivers can divert around toll collection facilities

to avoid paying the toll For example if mainline toll collection facility is placed between two

commercial center driveways or two uncontrolled access arterials motorist could use driveways or

artenals to divert around the toll collection point

To operate functional toll facility in the absence of controlled access it would be necessary to place toll

collection facilities at every intersecting arterial and access point driveways Otherwise users could

easily circumvent toll collection points Toll collection on arterials would degrade the operations of the

arterial facilities likely to unacceptable LOS because numerous toll collection points would be required

Motorists would have to stop at each toll facility and pay toll The queue of motorists waiting to pay

tolls would likely extend onto adjacent arterials which would adversely affect through movements on

those intersecting arterials In addition tolled arterial scenario would potentially result in substantial

number of drivers using alternative non-tolled arterials or local streets This would result in increased use

on those facilities potentially beyond their capacities resulting in increased congestion on those non-

tolled facilities and potentially increasing safety hazards on those local streets

Footprint Limits and Right-of-Way Requirements for Tolled Arterial Facility

To accommodate toll collection facilities at all the necessary intersecting/access points additional right-

of-way beyond that necessary for the arterial road itself would be required The toll collection method

cash and/or automatic collection system will affect the footprint requirements for the toll collection

facilities The footprint requirements for toll collection facilities would result in increased right-of-way

needs and increased environmental impacts beyond the right-of-way and impacts anticipated for the

arterial facilities themselves Because of the increased footprint and increased right-of-way needs the

overall cost of design construction implementation and operation for tolled arterials would be

substantially greater than for untolled arterials

Many arterials cross multiple jurisdictions sometimes within very short distances In some cases

jurisdictional boundaries are within or immediately adjacent to the right-of-way for an arterial As

result right-of-way relationships for arterials can be very complicated Tolling those artenals would

further complicate the relationships regarding ownership and maintenance of those arterial roads

Ability to Convert Free Facilities to Toll Facilities

The implementation of toll transportation facilities would not be expected to be allowed to eliminate or

compromise existing free alternative routes As result it is very unlikely that existing arterial facilities

open to the public could be reassigned for tolled use without the provision of free equivalent travel

options To convert an existing arterial to toll facility it is likely that toll free parallel route would

have to be provided Although legislation could be sought to provide for tolled arterial without the

provision of free parallel route the process for legislation is difficult and time consuming and there is

no assurance that the desired legislation would be passed and that it would prevail in the case of legal

challenge
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Based on these likely constraints there are limited options for tolling arterials in the SOCTIIP area

because most the MPAH arterials are currently implemented although not all are built out to their ultimate

cross sections at this time

Feasibility of Tolled Arterial Alternative

Research conducted by the TCA for this analysis in 2001 indicates that tolls had not been implemented on

an uncontrolled access facility such as an arterial anywhere in the United States

Based on the access right-of-way and potential legal issues describe above tolled arterial alternative

does not appear to be feasible alternative for transportation improvements in the SOCTIIP area Tolling

arterials would be costly and would substantially compromise the LOS that could be achieved on those

arterials if they were not tolled The degradation of the LOS on the tolled artenals could result in traffic

diverting to alternative routes and increased congestion on those routes Further tolling arterials would

result in substantial adverse impacts on adjacent land uses dependent on the artenals for their access

Based on these reasons tolled arterial alternative was not considered for detailed analysis in the current

EIS/SEIR

2.5.9.2 Corridor Variations on Camp Pendleton

Among the Alternatives identified by the Phase Collaborative for consideration were the following four

Alternatives which included alignments on Camp Pendleton further to the south and further into the

Base than the FEC alignments

Far East CorridorEast Crossover-Cristianitos Variation FEC-CV Alternative

Far East CorridorEast Crossover-Agricultural Fields Variation FEC-AFVAlternative

Alignment Corridor-Far East Crossover Cristianitos Variation A7C-FECV-C Alternative

Alignment Corridor-Far East Crossover Agricultural Fields Variation A7C-FECV-AF
Alternative

As shown on Figure 2.6-6 these alignments share common alignment with the FEC and A7C-FECV
alignments from Oso Parkway to approximately the County boundary At that point the Agricultural

Fields and Cristianitos Variations alignments shift further south and extend further into the Base

Camp Pendleton has an extensive history of involvement with the planned southern extension of the FTC
In 1988 the Marine Corps agreed in consultation with the TCA to the evaluation of one potential

alignment of the southern extension of the FTC on the Base subject to several conditions including the

stipulation that any toll road aligmnent on Camp Pendleton must not impact or interfere with the

operational flexibility of the Marine Corps mission at that Base In the March 1992 Statement of

Intent the TCA and Camp Pendleton mutually agreed on an alignment for the FTC toll road on the Base
Statement of Intent Regarding Foothill Transportation Corridor Oso Parkway to 1-5 Modified

Alignment 03/04/92 That alignment previously known as the Modified-C alignment then later the CP
alignment and now referred to as the Far Ea.t CorridorEast Crossover FEC-Complete Alternative
represents the one and only alignment which meets the Marine Corps conditions in the 1988
Commandant Letter and the 1992 Statement of Intent for constructing corridor project on Camp
Pendleton Since 1988 the Marine Corps has

consistently maintained that no alignment other than the
Modified-C alignment now the FEC-Complete Alternative would be permitted on Camp Pendleton
The FEC-Complete Alternative has been replaced by the FEC-M and the FEC-W Alternatives both of
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which are refinements to the FEC and which meet the conditions in the 1988 Commandant Letter and the

1992 Statement of Intent for constructing corridor on Camp Pendleton

As non-signatory agency to the NEPAlSection 404 Integration Process the Marine Corps represented

by Camp Pendleton did not participate in Phase of the SOCTIIP Collaborative process However

Camp Pendleton was provided the opportunity during that process to address the Collaborative with

respect to the Marine Corps position on this proposed toll road project At that time Camp Pendleton

reiterated the Marine Corps long-standing 1988 position that only one proposed alignment of this

transportation corridor would be authorized for evaluation on the Base Despite this Marine Corps

position the Phase Collaborative agreed during the alternatives development process to include two

additional Camp Pendleton alignment Alternatives on the list for consideration during the environmental

analysis phase of the project the Agricultural Fields Variation and the Cristianitos Variation These two

additional on-Base alternatives were included as project Alternatives without consultation with or

participation by Camp Pendleton The Marine Corps has consistently indicated its strong opposition to

these two additional Camp Pendleton aligmnents

Based on the longstanding Marine Corps position allowing consideration of only the FEC alignment on

the Base consistent with the 1988 Commandant Letter and the 1992 Statement of Intent with the TCA
the Marine Corps as cooperating agency on this EIS/SEIR has indicated that the Agricultural Fields and

Cristianitos Variations are not feasible and could not be built on the Base In 2002 FHWA concurred that

corridor alternatives containing the Agricultural Fields and Cristianitos segments are infeasible and that

they should not be evaluated in detail in the EIS/SEIR In July 2003 the Collaborative concurred with

the removal of these corridor alternatives from detailed consideration in the EIS/SEIR

Therefore the following Alternatives which include these segments are not evaluated in detail in this

EIS/SEIR but were evaluated in detail in the technical reports for the SOCTIIP

2.6.9.3 Other Alternatives

FEC-CV Alternative

FEC-AFV Alternative

A7C-FECV-C Alternative

A7C-FECV-AF Alternative

Overview of the Evaluation of the Alternatives

In June July and August 2003 the Phase II Collaborative considered the wide range of Alternatives

analyzed in the technical reports and specifically evaluated each Alternative for advancement into the

EIS/SEIR or elimination from detailed evaluation in the EIS/SE1R In order to compare the alternatives

in comparative form parameters for evaluating each alternative were developed by the Collaborative

members and the TCA These parameters were

Biological Resources

Direct impacts to waters of the United States and npanan ecosystems

Direct impacts to CSS

2-77

TCA531\Fina SEIR\flnal EIS-SEIR\Section O.doc I/23O5

November 2005



SOCTIIP EIS/SEIR Section 2.0

Traffic

Congestion relief on 1-5 2025

Systemwide travel time savings 2025

Socioeconomics

Number of residential units displaced

Community disruption

Project Measures

Total project costs

Cost effectiveness

Each of these parameters is described in detail in the following Section Then the application of each

parameter to each alternative the ranking for each parameter and the decision for the advancement or

elimination of each Alternative is provided

There was also initial consideration of two other parameters that address indirect impacts to Waters of the

United States and ripanan ecosystems After initial evaluation it was determined that the impacts on

these two parameters would not be discriminating factor in distinguishing among the Alternatives

Therefore those parameters are not addressed further in this Section

Rankings of the Evaluation Parameters

Table 2.Sj-l provides rankings only for the Ultimate configurations of the corridor Alternatives because

the Ultimate configuration represents the largest footprint and therefore the worst case for each corridor

alignment

In some cases two or more Alternatives may have the same value for particular parameter considered in

this analysis In those cases Alternatives with the same value were assigned the same rank number The
next numbers were skipped in the ranking to ensure that the rankings always ranged from best to 19

worst For example in Table 2.6-1 two Alternatives have congestion relief value of 4.4 and are both

ranked The next ranking number 10 is skipped and the alternative with the next highest congestion
value is ranked 11

In the text in this Section the Alternatives are described as performing well moderately well
moderately or poorly These

qualitative descriptions relate to the numerical rankings in Table 2.6-1
as follows

Performs well ranked or

Performs moderately well ranked or

Performs moderately ranks 10 11 12 13 or 14

Performs poorly ranks 15 16 17 18 or 19
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Description of the Evaluation Parameters

The parameters considered by the Collaborative specifically address concerns related to satisfaction of the

requirements of Section 404 of the Clean Water Act related to minimizing impacts to waters of the United

States and ripanan resources There are several reasons for eliminating Alternatives from consideration

in the EIS/SEIR Alternatives which have no likelihood of being selected as the LEDPA were not carried

forward and evaluated in the EIS/SEIR However all the build Alternatives were evaluated and

documented in the technical reports before they were eliminated from consideration in the EIS/SEIR It

should be noted that no discussion has been held regarding practicability under the Clean Water Act

Section 404 for the Alternatives carried forward in the environmental document for public circulation

During the Phase Alternatives process which determined which alternatives were to be included in the

Draft EIS/SEIR there was an initial indication that they were practicable and therefore were evaluated in

detail in the technical reports However final determination on practicability has not been made at the

time of this Draft EIS/SEIR The final determination of the practicability of these Alternatives will be

made as part of the development of the Final EIS/SEIR The outcome of that process will be the LEDPA

While major focus of the parameters was the 404 criteria relative to Waters of the United States the

parameters are also based on consideration of the Purpose and Need public policy cost of improvement

relative to amount of benefit provided and other socioeconomic and environmental impacts The Clean

Water Act 404b Guidelines the NEPAI4O4 MOU and FHWA regulations recognize there are many
different types of resources that need to be considered and focusing solely on one resource might result in

significant adverse environmental consequences on other resources Therefore the parameters were

selected to pro.vide evaluation of more than one key resource area

Biological Resources Direct Impacts to Waters of the United States and Riparian Ecosystems

Waters of the United States are areas subject to regulation under Section 404 of the federal Clean Water

Act 33 CFR Part 328.3 Wetlands are subset of Waters of the United States Two categories of

Waters of the United States occur in associated with southern California riparian ecosystems The first

category non-wetland waters are the areas along perennial intermittent and ephemeral stream channels

that exhibit distinct bed and bank but fail to meet one or more of the hydrologic hydrophytic vegetation

and hydric soils criteria ACOE Wetland Delineation Manual The second category of wetlands is the

area that meet all the hydrologic hydrophytic vegetation and hydric soils criteria Riparian ecosystems

are linear corridors of variable width that occur along perennial intermittent and ephemeral drainages

They are distinguished by the hydrologic interaction between the stream channel and adjacent areas

and the distinctive geomorphic features and vegetation that develop in response to this hydrologic

interactjon

Two measures were identified for this parameter The first measure is the total number of acres of

riparian ecosystems directly impacted by the disturbance limits of build Alternative The acreages were

calculated based on amount of mapped plant communities and habitats disturbed for the construction of

each Alternative Table 2.6-1 lists the direct impacts to waters of the United States and riparian

ecosystems for the build and No Action Alternatives considered by the Phase II Collaborative Table

2.6-l shows the total acreage followed by number in parenthesis The number in parenthesis is the

ranking of that alternative when compared to the other Alternatives in terms of the total acres of direct

impacts As shown in Table 2.-l there are 19 Alternatives 18 build Alternatives and the No Action

Alternatives The higher the ranking number the more acres of direct impacts would be incurred under

that alternative For example as shown in Table 2.6-1 the FEC-Ultimate Alternative with the greatest

number of acres of direct impacts to waters of the Untied States and riparian ecosystems at over 160

acres would be ranked 19 out of the 19 Alternatives for this parameter
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The second measure for this parameter is the normalized ranking The rankings were identified in the

Potential Impacts of Alternative Transportation Corridors on Waters of the United States and Riparian

Ecosystems for the Southern Orange County Transportation Infrastructure Improvement Project ACOE
Engineer Research and Development Center ERDC 2003 These rankings were based on all the

criteria evaluated in that report The normalized rank for each criterion was determined by dividing the

impact units calculated for the individual alignments by the largest impact unit value of all the alignments

considered for that criterion For example if the alternative with the largest impact affected 20 ac each

alternative would use 20 ac as the denominator That alternative would have ranking of An

alternative that impacted ac would have normalized rank of 0.1

The normalized rankings in Table 2.-1 represent the sum of the normalized scores from all the

individual criteria evaluated in the ERDC report

Biological Resources Direct Impacts to Habitats and Wildlife

Direct impacts to ecosystems and habitats were defined for two measures The first is the total number of

acres of coastal sage scrub within the disturbance limits for each Alternative The second is the total

number of gnatcatcher use areas which represent at most one pair of gnatcatchers per use area within the

disturbance limits for each alternative Use areas are defined as areas documented to be used by

gnatcatchers

Traffic Congestion Relief on 1-5 2025

This measure was defined as the percent of daily traffic on 1-5 which would operate under congested

conditions in 2025 for each alternative This measure provides direct measurement of congestion and

delay on the 1-5 This is measured by determining the number and length of 1-5 mainline segments that

would have an unacceptable LOS under the No Action and build Alternatives Based on the 2025 build

out circulation system with the 14000 du proposed RMV plan the No Action Alternative will result in

16.7 percent congested percentage of daily traffic on 1-5 as shown in Table 2.6- Each of the build

Alternatives would result in less congestion on 1-5 compared to the No Action Alternatives as shown in

Table 2.S-1

Traffic Systemwide Travel Time Savings 2025

This measure was defined as the total amount of travel time saved by travelers in the study area in 2025
under each alternative system wide travel time savings statistic is general measure of the

improvement in the mobility of traffic in south Orange County The extent to which this occurs can be

estimated by determining relative improvements in daily vehicle hours traveled VHT which is an output
of the transportation model Time savings are based on the 2025 build out circulation system with the

14000 du proposed RMV plan The travel time savings by alternative are shown in Table 2.6-l

Socioeconomics Number of Residential Displacements

This measure was defined as the number of individual residential units that would be displaced for each

build Alternative This is total number of residential units within the disturbance limits for each

alternative The socioeconomics measures used by the Collaborative to evaluate the alternatives are listed

in Table 2.6-l
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Costs Total Project Costs

This measure is the estimated total cost to implement each alternative These costs include right-of-way

mobilization clearing/erosion control grading roadway structures drainage utilities and other

development costs including final design and estimated mitigation costs based on past mitigation costs for

other TCA corridor projects The cost measures used by the Collaborative to evaluate the Alternatives are

listed in Table 2.6-l

Costs Cost Effectiveness

This measure is the total project costs divided by total hours of vehicle travel time savings This provides

comparative measure to consider the effectiveness of each Alternative in providing traffic relief relative

to the implementation costs of each alternative This measure was used to compare the congestion relief

provided by given Alternative with the cost of that Alternative

Socioeconomics Community Disruption

This measure was defined based on whether the creation of new infrastructure across community and

displacement of residential units in that community would result in disruption of an existing community

and physical division of the community by new infrastructure This parameter was requested to be added

to the table but no specific discussion was conducted by the Collaborative

Evaluation of the Alternatives

Based on the parameters listed in Table 2.6- the Collaborative considered each Alternative and

whether it should be advanced for detailed consideration in the EIS/SEIR or eliminated from

consideration in the EIS/SEIR The evaluation of the Alternatives was based on information in the

technical reports which assessed the impacts of all the Alternatives carried forward into Phase II The

exception to this is the cost information which was developed based on construction and design costs

provided by the TCA and right-of-way costs from the Right-of-Way Costs Technical Report The

findings of that analysis by Alternative are summarized in the following sections

Alternatives Eliminated

FEC Alternative As shown in Table 2.-1 the FEC-Initial and Ultimate perform the worst when

evaluated for the biological resources measures Specifically the FEC Alternative ranks the worst for

impacts to acres of waters of the United States and riparian ecosystems 160.1 ac impacted rank 19 and

impacts to acres of CSS 520 ac impacted rank 19 The FEC Alternative also results in very high

impacts to the California gnatcatcher 21 use areas rank 17

As shown in Table 2.-1 the FEC Alternative performs moderately well for congestion relief on 1-5

rank and well in total hours of total travel time savings rank As shown in Table 2.6-l the

FEC Alternative does not require the displacement of any residences rank and does not result in

community disruption

As shown in Table 2.-1 the FEC Alternative ranks moderately related to total project costs rank 12

and moderately well on cost per hour of travel time saved rank

Based on the poor performance of the FEC Alternative for the biological resources measures and the

availability of similar Alternatives which perform well on the traffic socioeconomlcs and costs measures
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and better on the biological resources measures the Collaborative decided to delete the FEC Alternative

from consideration in the EIS/SEIR

FEC-TV Alternative As shown in Table 2.6-l the FEC-TV-Initial and Ultimate perform poorly for

impacts to acres of waters of the United States 66.1 ac impacted rank 17 and rank moderately in

impacts to acres of CSS 315 ac impacted rank 14 The FEC-TV Alternative also results in very high

impacts to the California gnatcatcher 12 use areas rank 17 when compared to the other Alternatives

The FEC-TV Alternative performs among the worst related to the socioeconomics measures as shown in

Table 2.6-l with 703 residences displaced rank 16 The FEC-TV Alternative performs moderately

well for congestion relief on 1-5 rank and moderately for hours of travel time saved rank 10 as

shown in Table 2.- This Alternative ranks moderately for the total project cost rank 14 and

moderately well for the cost per hour of travel time saved rank

Based on the low performance of the FEC-TV Alternative for the biological resources measures and the

availability of similar Alternatives which perform well on the traffic socioeconomics and costs measures

and better on the biological resources measures the Collaborative decided to delete the FEC-TV

Alternative from consideration in the EIS/SEIR

FEC-Oily Alternative As shown in Table 2.65-1 the FEC-OHV Alternative performs poorly for the

traffic measures ranking 18 for percent of traffic operating in congestion on I-S in 2025 and 16 in hours

of vehicle travel time saved because it stops at Ortega Highway and does not connect with I-S This

Alternative performs well on total project costs rank and moderately for cost per hour of travel time

saved rank 12 The FEC-OHV Alternative performs the best in socioeconomics with no residential

units impacted rank The FEC-OHV Alternative performs moderately well for acres of nparian

ecosystems impacted 33.7 ac rank and on acres of CSS 198 ac rank and moderately on impacts

to the California gnatcatcher 10 use areas rank 10

Based on the poor traffic performance and the high cost per hour of travel time saved under this

Alternative and the only moderate performance related to the biological resources measures the

Collaborative decided to delete the FEC-OHV Alternative from consideration in the EIS/SEIR

FEC-APV Alternative As shown in Table 2.65-1 the FEC-APV Alternative performs poorly for the

biological resources measures ranking 18 for acres of riparian ecosystems This Alternative performs

moderately on CSS 257 ac rank 13 and gnatcatchers 13 use areas rank 13

As shown in Table 2.5-1 the FEC-APV Alternative performs moderately for traffic congestion relief on
I-S rank 14 and hours of travel time savings rank 12 The FEC-ALPV Alternative performs the best

in socioeconomics with no residential units impacted rank The traffic benefits under this

Alternative are better than the Alternatives that terminate at Ortega Highway because this Alternative
extends to Avenida Pico but it still does not provide connection to I-S

Based on the poor performance of this Alternative related to the biological resources measures and the

only moderate level of traffic benefits the Collaborative decided to eliminate the FEC-APV Alternative
from consideration in the EIS/SEIR

CC-OHV Alternative As shown in Table 2.65-1 the CC-OHV Alternative performs poorly for the traffic

measures ranking 16 for percent of traffic operating in congestion on I-S in 2025 and 17 in hours of
vehicle travel time saved because this Alternative terminates at Ortega Highway and does not provideconnection to 1-5
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As shown in Table 2.6-1 the CC-OHV Alternative perform well for total project costs rank and

poorly for cost per hour of travel time saved rank

The CC-Oily Alternative performs the best in socioeconomics with no residential units impacted rank

Based on the poor traffic performance and the high cost per hour of travel time saved the Collaborative

decided to delete the CC-OHV Alternative from consideration in the EIS/SEIR

A7C Alternative As shown in Table 2.-1 the A7C Alternative performs moderately well based on

acres of riparian ecosystems impacted rank moderately related to acres of CSS impacted 224 ac

rank II and poorly related to gnatcatchers impacted 15 use areas rank 15

As shown in Table 2.-1 the A7C Alternative performs well related for congestion relief on 1-5 rank
and moderately well for hours of vehicle travel time saved rank However the A7C Alternative

performs poorly for number of impacted residences 704 residences impacted rank 17

As shown in Table .- the A7C Alternative performs poorly based on project costs rank 15 and

moderately on cost per hour of travel time savings rank 11

Based on the moderate performance of the A7C Alternative for the biological measures the poor

performance related to the socioeconomics measures and the availability of other Alternatives which

provide similar performance on the traffic measures and better performance on the biological and

socioeconomics measures the Collaborative decided to delete the A7C Alternative from consideration in

the EIS/SEIR

A7C-7SV Alternative As shown in Table 2.-1 the A7C-7SV Alternative perform poorly based on

project costs rank 17 and moderately on cost per hour of travel time savings rank 13 This

Alternative also performs moderately on the socioeconomics measures with the ultimate resulting in the

displacement of 602 residences rank 14 and in community disruption

As shown in Table 2.6-1 the A7C-7SV Alternative performs moderately well for acres of riparian

ecosystems impacted rank and moderately for acres of CSS impacted rank 12 but rank poorly for

gnatcatchers impacted 15 use areas impacted rank 15

Based on the poor and moderate performance of this Alternative related to project costs and

socioeconomics the Collaborative decided to eliminate the A7C-7SV Alternative from consideration in

the EIS/SEIR

A7C-FECV Alternative As shown in Table 2.6-1 the A7C-FECV Alternative performs poorly for

acres of riparian resources 65.2 ac rank 16 ranking highest for gnatcatchers 22 use areas rank 19

and very high for CSS 499 ac impacted rank 18

The A7C-FECV Alternative also performs poorly for project costs rank 16 and moderately for cost per

hour of travel time saved rank 10

Based on the poor performance of this Alternative for biological resources and project costs the

Collaborative decided to eliminate the A7C-FECV Alternative from consideration in the EIS/SE1IR

A7C-OHV Alternative As shown in Table 2.65-1 the A7C-OHV Alternatives perform poorly for the

traffic measures ranking 16 for percent of traffic operating in congestion on I-S in 2025 and 17 in hours
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of vehicle travel time saved This Alternative performs the worst of all the build Alternatives for cost per

hour of travel time saved rank 19 This is because this Alternative terminates at Ortega Highway and

does not provide connection to I-S

As shown in Table 2.-I the A7C-OHV Alternative performs moderately well for acres of riparian

ecosystems impacted rank acres of CSS impacted rank and gnatcatchers impacted use areas

impacted rank

Based on the poor traffic performance and the high cost per hour of travel time saved the Collaborative

decided to delete the A7C-OHV Alternative from consideration in the EIS/SEIR

AlP Alternative Based on Table 2.-1 the AlP Alternative performs poorly in project costs rank 18
and in cost per hour of travel time saved rank 17 As shown in Table 2.6- the AlP Alternative

performs the worst of all alternatives related to displacement of residences with 898 residences displaced

rank 19

As shown in Table 2.-l the AlP Alternative performs well for traffic operating in congestion on 1-5

rank and moderately for hours of travel times savings rank 11

As shown in Table 2.-l the AlP Alternative performs well in the biological resources ranked for

both acres of riparian ecosystems impacted and acres of CSS impacted and ranked for gnatcatchers

impacted use areas

Based on the very poor performance of this Alternative related to project costs and sociocconomics the

Collaborative decided to eliminate the AlP Alternative from consideration in the EIS/SEIR

Alternatives Advanced for Detailed Consideration in the EIS/SEIR

CC Alternative As shown in Table 2.6-1 the CC Alternative performs poorly for acres of ripanan

systems impacted rank 15 and moderately well for both acres of CSS impacted 185 ac rank and

gnatcatchers impacted use areas rank

As shown in Table 2.-1 the CC Alternative performs well for congestion relief on 1-5 rank and

moderately well for travel time savings rank although the operational issues for the connection of

the CC Alternative at I-S would reduce the ranking for this Alternative when considering FHWAs access

policy

The CC Alternative ranks moderately for residences impacted rank 14 This Alternative does result in

community disruption

As shown in Table 2.6 the CC Alternative performs moderately for project costs rank 13 and

moderately well for cost per hour of travel time savings rank

Based on the performance of the CC Alternative for the traffic measures the Collaborative decided to
advance the CC Alternative for evaluation in the EIS/SEIR

CC-ALPV Alternative As shown in Table 2.6-1 the CC-ALPV Alternative performs moderately for
acres of npanan ecosystems rank 14 and moderately well for CSS 178 ac rank and gnatcatchers
use areas rank
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As shown in Table 2.6-l the CC-ALPV Alternative performs moderately well for congestion relief on

rank and hours of total travel time savings rank 13 The CC-ALPV-Ultimate ranks 10 for

residences displaced 14 units and does not result in community disruption as shown in Table 2.ô-l

As shown in Table 2.6-l the CC-ALPV Alternative performs moderately well for both project costs

rank and cost per hour of travel time savings rank

Based on the good performance of this Alternative related to CSS and gnatcatchers and the traffic

socioeconomics and project costs measures the Collaborative decided to advance the CC-ALPV

Alternative for consideration in the EIS/SEIR

A7C-ALPV Alternative As shown in Table 2.6-1 the A7C-ALPV Alternative performs moderately

well for acres of riparian ecosystems rank and moderately for CSS 217 ac rank 10 and

gnatcatchers 13 use areas rank 13

As shown in Table 2.-1 the A7C-ALPV Alternative performs moderately for congestion relief on I-S

rank 12 and hours of total travel time savings rank 13 The A7C-ALP V-Ultimate ranks 12 for

residences displaced 92 units and would result in community disruption as shown in Table 2.ô-1

As shown in Table 2.-1 the A7C-ALPV Alternative performs moderately on total project costs rank

11 and poorly in cost per hour of travel time saved rank 15

Based on the good performance of this Alternative related to the biological measures and the moderate

performance related to the traffic and socioeconomics measures the Collaborative decided to advance the

A7C-ALPV Alternative for consideration in the ETS/SEIR

MO Alternative As shown in Table 2.6-1 the MO Alternative performs well for all the biological

resources measures with 9.2 ac of ripanan ecosystem impacts rank 42 ac of CSS impacts rank

and three gnatcatcher use areas impacted rank

As shown in Table 2.-1 the MO Alternative performs poorly for congestion relief on 1-5 rank 15

and in hours of travel time saved rank 15

As shown in Table 2.-1 the MO Alternative requires the displacement of 263 residences rank 13

and does result in community disruption

As shown in Table 2.65-1 the MO Alternative performs moderately well in project costs rank but

poorly in cost per hour of travel time saved rank 16

Based on the good performance of this Alternative related to biological resources the Collaborative

decided to advance the AlO Alternative for consideration in the EIS/SEIR

I-S Alternative As shown in Table 2.65-1 the 1-5 Alternative performs well for all the biological

resources measures with 13.7 ac of riparian ecosystem impacts rank 19 ac of CSS impacts rank

and no gnatcatcher use areas impacted rank

As shown in Table 2.65-1 the I-S Alternative performs the best of all the build Alternatives for

congestion relief on 1-5 rank and very well in hours of travel time saved rank

As shown in Table 2.65-1 the 1-5 Alternative requires the displacement of 838 residences rank 18 and

does not result in community disruption
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As shown in Table 2.l the 1-5 Alternative performs the worst of all the build Alternatives in project

costs rank 19 and moderately in cost per hour of travel time saved rank 14

Based on the good performance of this Alternative related to biological resources the Collaborative

decided to advance the 1-5 Alternative for consideration in the EIS/SEIR

Refinements

The following refined Alternatives were substituted for the original FEC and A7C Alternatives in the

Draft EIS/SEIR because they perform better for biological resources measures and project cost and

similarly for traffic and socioeconomic measures as explained below

Refinement FEC-W Alternative As shown in Table 2.6-1 the FEC-W Alternative results in better

performance related to biological resources measures than the FEC Alternative ranking 10 for acres of

riparian ecosystems and 16 for CSS 388 ac The FEC-W Alternative also performs substantially better

for gnatcatchers use areas rank

As shown in Table 2.6-l the FEC-W Alternative performs moderately well for percent daily congestion

on 1-5 rank and well for hours of travel time saved rank The FEC-W Alternative does not

require the displacement of any residential units rank and would not result in community disruption

as shown in Table 2.6-1

As shown in Table 2.6-l the FEC-W Alternative performs moderately well on project costs rank

and well on cost per hour of travel time saved rank

Based on the reduced biological resources impacts compared to the FEC Alternative and the moderate to

good performance for the traffic socioeconomics and project cost measures the Collaborative decided to

advance the FEC-W Alternative for evaluation in the EIS/SEIR The FEC-W and FEC-M Alternatives

were substituted for the original FEC Alternatives because they perform better on the biological resources

impacts compared to the original FEC alignment

Refinement FEC-M Alternative As shown in Table 2.65-1 the FEC-M Alternative results in better

performance related to biological resources measures than the FEC Alternative ranking 13 for acres of

riparian ecosystems and 17 for CSS 424 ac The FEC-W Alternative performs substantially better for

gnatcatchers 10 use areas rank 10

As shown in Table 2.-1 the FEC-M Alternative performs well for percent daily congestion on 1-5

rank and very well for hours of travel time saved rank The FEC-M Alternative does not require
the displacement of any residential units rank and would not result in community disruption as
shown in Table 2.6-l

As shown in Table 2.6- the FEC-M Alternative performs moderately on project costs rank 10 and
well on cost per hour of travel time saved rank

Based on the reduced biological resources impacts compared to the FEC Alternative and the moderate to

good performance for the traffic socioeconomics and project cost measures the Collaborative decided to

advance the FEC-M Alternative for evaluation in the EIS/SEIR
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Refinement A7C-FEC-M Alternative As shown Table 2.ô-1 the A7C-FEC--M Alternative ranks 12

for acres of riparian ecosystems and 15 for acres of CSS 348 ac The A7C-FEC-M Alternative performs

moderately for gnatcatchers 11 use areas rank 12

As shown in Table 2.-l the A7C-FEC-M Alternative performs moderately well for percent daily

congestion on I-S rank and the best of all the Alternatives for hours of travel time saved rank
The A7C-FEC-M Alternative does not require the displacement of any residential units rank and

would not result in community disruption as shown in Table 2.6-1

As shown in Table 2.-l the A7C-FEC-M Alternative performs moderately well on project costs rank
and well on cost per hour of travel time saved rank

Based on the moderate biological resources impacts and the moderate to very good performance for the

traffic socioeconomics and project cost measures the Collaborative decided to advance the A7C-FEC-M

Alternative for evaluation in the EIS/SEIR The A7C-FEC-M Alternative was substituted for the original

A7C Alternative because it performs better related to the biological resources measures

Alternatives were evaluated in detail in the technical studies and reports prepared for the SOCTIIP Refer

to the Table of Contents for locations where those reports can be reviewed andlor purchased
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fable 2.2-1

Sn mmarof Preferred Alternative Modifications

Sheet

Number

Modification

Area MA Description of Changes Reason For Changes Classification of Modifications

Minor refinements to accommodate Fngineering refinements Engineering and Geotechnical

modified slope grades 2.51 slopes Considerations

that provide improved factors of

safety for slope stabi1iy

13 Alignment through the Middle

Chiguita area was shifted to the east

Shilling the alignment to the east side of the Supports anticipated Reserve Design

canyon in the Middle Chiguita area supports the for Southern NCCP

Improved Access Road Design
An Access Road to the Rancho

Mission Viejo RMV property was

anticipated reserve design fbr the southern

NCCP

Access to the RMV property was reconfigured to

minimize the extent of the disturbance limits

Reduced disturbance limitsrelocated to be adjacent to the

proposed_toll_road_al tmment

The alignment shift through the Shifting the alignment to the east side of the Supports anticipated Reserve Design

Middle Chiguita area is continued canyon in the Middle Chiquita area supports the for Southern NCCP
onto Sheet

Engineering and Geotechnical

anticipated Reserve Design for the Southern

NCCP

Ihppsed interchange is located entirely

Considerationsfrom the corridor tbotprint within Planning Area of the Ranch Plan and

will be pennitled as part of that development

PJtL
Cow Camp Road interchange desigfl The interchange design modification is consistent Supports the Approved Ranch Plan and

was modified from full diamond to with the Arterial Plan in the approed Ranch Utility Relocations

fo1d c1sigL 1llii1fQrjitility relocations
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fable 2.2-1 continued

Sum mary of Preferred Alternative NI odifications

Sheet

Number

Modification

Area MA Description of Changes Reason For Changes Classification of Modifications

Minor refinements to reduce the Engineering refinements resulted in reduction Engineering and Ieotechnical

height of the cut and minimize in area required fhr remedial grading Reduced Considerations

Minor Modifications to EDBs

grading disturbance limits

Two EDBs were combined into one in new

location

The alignment was shifted to the east The modified alignment reflects the approved Adjustments to Reflect the Approved
and the RMV access road was Ranch Plan and allows for the consolidation of Ranch Plan

redesigned the adjacent development areas The access

roads were adjusted to conform with revised

wildlife crossing location Consistency with

wildlife crossing

Minor refinements to accommodate The modifications better accommodate the Improved Agricultural Access Road

RMV access road and to reflect the relocation of RMV access roads The aligrnnent

Reduced disturbance limit

Changes to Minimize impacts to

availability of more detailed

geotechnical and engineering

information

shift to the east provides for reduced grading and

reduced area of disturbance Changes to the

RMV road access design improves RMV access

Natural Resourcesand reduces potential impacts to oaks compared

Engineering and ieotechnical

to the A7C-FEC-M Alternative

The refinement also allows for remedial grading

2.51 slopes where warranted due to soil and Considerations

geotechnical_considerations

Alignment adjustments include an Refinements to the disturbance limits reflect Improved Utility Relocation Design

Minor Modifications to EDBs

relocation of utility infrastructure in this areaincrease in the width slightly to the

ihe existing Cristianitos substation is protectedeast in the northern portion of this

in place with relocation of transmission

poles/towers Minor modifications to the EDBs

Modification Area and reduction

to the east and west in the southern

P.Q11QL design are also incorporated Inline relocation

of utilities entering Talega substation allowed

reduced disturbance limit Reduced disturbance
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Table 2.21 continued

Sum mar of Preferred Alternative r% lodifications

Sheet

Number

s1odilication

Area MA Iescription of Changes Reason For Clianes Classification of Modifications

limit

it 11 Minor adjustments were ide

throughout the length of the

alignment in this Moditication Area

The refinements accommodate remedial grading Fngineering and ieotechnical

Considerations

Changes to Minirniie Impacts to

and slope modifications based on geotechnical

considerations changes also slightly

reduce potential impacts to the thread- leaved

brodiaca Natural Resources

4jtntL he re ised disturbance limit i-c fleets fhe disturbance limits were reduced in this area Improved Utility Relocation Design

consolidation of utility and access as result of an improved utility relocation and

Improved Utility and Agricultural
ioad requirements Areas liere the access plan Othei clgc allow for remedial

Access Road

Engineering and Geotechnical

grading 2.51 slopesdisturbance limit as expanded

reflect the need for remedial grading

Considerations

revised disturbance limit reflects Ihe disturbance limits were reduced in this al-ca Improved Utility Relocation Design

consolidation of utility and access as result of an improved utility relocation and

Changes to Minimi7e Impacts toroad requirenIei1ts Other changes to access plan The alignment was located higher

Natural and Cultural Resourcesthe disturbance limit reflect slight Q1i1cslspjp_mninimizc impacts to wetlands and

was modified slightly at the Cristianitos Roadmodifications in ens at the

interchange to mininiize impacts to Pacific

pocket mouse habitat he proposed EDI3s was

Crisuanitos Road interchange and

near the proposed EDI3s location

relocated to avoid impacts to cultural resourceshe disturbance limit was also

expanded for the relocation ol the Another change was fOr the relocation ofthe

Slate Park sc er pump station and maintenanceState Park sewer

maintenance yard
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Table 2.2-1 continued

urn mary of Preferred Alternative Modifications

Sheet

Number
Modification

Area MA Description of Chafl2es Reason For Changes Classification of Modifications

The alignment was adjusted north The alignment modification provides for the Changes to Minimize Impacts to

and south of 1-5 relocation of utilities and reflects refinements to Natural Resources

Improved Utility Relocation Design

the design of the EDBs near the agricultural area

The disturbance limit modifications also ensure

that construction staging of Basilone Bridge is

Engineering and jeotechnicalaccommodated within the project disturbance

limits Improvements in the utility relocation Considerations

Minor Modifications to EDBs
design reduced the amount of area required for

utility relocation near the San Matco Creek

bridge Several minor adiustments in the vicinity

of the San Mateo Creek bridge minimize impacts

to wetlands associated with the Creek
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Tables 2.2-2 through 2.2-4 are integrated into the text earlier in this Section
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Table 2.2-5

SDGE Utility Relocations

Utility

Number Station

Exist

Prop
Specific

Owner Description

50 Electric SDCE Electric 12KV OH above Basilone Road Bridge

8066 32710 to 37450 Electric SIX Flectric 69Kv 12KV
8080 3882O Electric SDGE Electric 12KV OH NB 38820

38930 Electric SDGE Electric 138KV and 69KV OH Xing NB 38900
8092 3895

J- Electric SDGE Electric 138KV OH Xitrn NB 38920
8116 141980 Electric SDGE Electric 69KV and 12KV oH Xing NB 14194-8

8126 243930 Electric SDGE Electric 230KV OH Xintz at NB 243930
8132

8134

243960 Electric SDGE Electric 138KV OH Xin NB 243960

243980 Electric SDGE Electric 138KV 01-I Xing NB 243980

243980 Electric SDGL Electric 138KV OH Xing NB 243980
8138 244000 Electric SDGE Electric 69KV and 12KV OH Xing NB 244000
8154 244240 to 2451480 Electric SDGE Electric 69KV and/or 12KV OH Xings

8168 244780 Electric SDGE Electric 12KV OH Xing NB 244780
8170 244900 to 245200 Electric SDGH Electric 138KV OH Xins

8202 2530-TOO Electric SDGE Electric OH Xing at 2530 00 Distribution

8244 604-i-2 Electric SDGE Electric 12KV U.G at Oso Parkway Controller
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Table 2.2-6

LG Transiuission Relocation Su rniuar Sheet

UIild

Area

unibcr

SDGE
Pole

umter

Fistin Pole Proposed Pole

Lescription of WorkVoltac Clicuit Height

Pole Heht
boseround

Top ol

Elevation

Proposed

Pole

Ueiht

Proposed

Pole lIeiht

Ahoveround

Proposed

Top of

Pole

Elevation

-%fl4 Distrdution
0071 Relocate wood nidone eXitiflg

place ci i-coil hrog isi Roadone

Bridge

16 /2 710 69 II 695

C-204

\\ood No icloLition

/2 299 69 12 IL 695

C-204

od 66 2J 66 2017 Relocate in-line nev pole

/2 29 09 12 11 697

C-204

aa i0j 10 jUt Design nev pole

8U5 229444 69 7812 695 Wood 81 70 Redesign according to L22944

229447 138 69 13812/695 Wood 75 85 250 Convert to corner pole new pole

22944 138 13812 \\ood 90 79 210 47 lO 700 Rcinoe relocate and to

corner pole new pole

229442 69 7jj nod 85 Reifloi

29440 78 69 7812 695 \Vood 75 66 99 II 2S Relocate new pole

229438 69 13812 695 \\oud 75 66 197 7i 06 19 Redesign according to L229440

8092 224880 78 7835 Wood 71 61 Redesign according to L224879

224879 l8 13835 Wood 70 61 250 86 264 relocate and con\eit to

corner pole new pole

224878 138 3837 iioJ 202 147 712 relocate concrt to

cm iiei pole new pole

22 k7 78 1835 Wood 65 57 194 17 II 20 Reinoe relocate arid conert to

corner pole 0eV pole

2294 737 \\ nod

Lt4 gl 2i 2L Redesign according to 722478
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Table 2.2-6 continued

SDGE Transmission Relocation Summary Sheet

LL
Utility

ii
Number

SIX
Pole

Number

Existing Pole Proposed lole

lescrintion of WorkVolta2e Circuit Jp lleiht

Pole Heitht

Ahove2round

Top of

Pole

levation

Iroposed

Pole

lleitht

Proposed

Pole Heilit

Aboveiound

Proposed

Top of

Pole

Elention

ijj2 28275 204 Wood No relocation moditication reciuircd

P38962 Wood No relocation modification required

229439 j_ Wood No relocation modification required

297 32 c33i Wood 40 ll Remote pole and relocate line on

new steel pole TL 13835

228 32 C-204 Wood 35 30 206 Remove pole and relocate line on

new steel pole 13835

28322 12 -204 \1ood 35 31 194 Remove pole and relocate line on

new steel pole TL 13835

81 lOA Conflict Fill

554794 69l2 695/C-204 \Vood No relocation

55l001
551003

695C-204 Wood No relocation

551 433A/

551433

6912 695/C-204 Wood No relocation

P220o8p 12 -2U4 Wood No relocation

P220685 \Wood No relocation

$1 l6B WiIdlif

Crossinq

554933 69112 695/-204 Wood No relocation

560383 69/12 695C-204 Wood 70 61 425 $0 70 440 Relocate in line new pole

P220688 12 C-204 Wood 35 30 24 Reinoe

561523 6912 695C-204 Wood 4S 39 507 102 90 562 Relocate in line new pole
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Table 2.2-6 continued

SDG Tra nsmissiou Relocation Sumniar Sheet

IC

Area

tIflhlCI

sD
Pole

Ntinber

xistin lolt

\oltae Circuit Tpe llehtht

Pole IIeiht

Protosed lole

op of

Pole

Jevation

Proposel

Pole

Iiht

Proposed

Pole tei2ht

hn uiniinrI

Proposed

Fop of

Pole

ation Descrintion of irk

lt6 8I2 lalega

kiian Sub

322231 231 3007

23052

Steel tower No relocation

3222 tO 230 23007

23052

Steet towel 75 400 420 Rclocutc in line ne pole

322226 230 23007

2052
Steel toer 75 75 456 112 61 400 Relocate in ijeiievpje

32 34 Talet

i1iait Sub

36516 38 138 Wood 75 66 430 86 438 Reinoe pole and relocate on new

steel pole 1L13812 and TL13833

ne pole

36517 38 13812 Wood 75 66 407 Remove

365l 38 13812 \k oud 75 66 415 11 00 412 Rerno\ pole and relocate on nev

tecl pole TI 13812 and 1L13833

ne pole

322-ISO 38 13813 Wood 75 i6 Rentosjsee Z36516

322481 138 13833 WOOd 75 66 397 Remove

322482 118 13833 Wood 75 66 406 Reinoe see L365l8

36515 138 1812 Wood SO No location

322479 l3 oci0 No location redesign according to

/36516

322-183 3833 ond 367 Redesign
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Table 2.2-6 continued

SDCE Transmission Relocation Summary Sheet

hA
LtiIiii

iiiRier

SE
Pole

Number

Exist ic Pole Proposed Pole

Description of\orkoltaee rcuit lleiht

Pole Height

Ahoveground

op of

Pole

Elevation

Proposed

Pole

lleiht

Proposed

Pole Height

Aboveground

Proposed

Top of

Qk
Elevation

8136/8138

8154/8168

Talegal

Cristian Sub

322488 69/12 695/C-204 Wood 70 61 418 86 75 432 Remove pole and relocate nearby on

new steel pole TLI 3836 695 204

new pole

322489 69/12 695/C-204 Wood 75 66 397 Remove

220836 138 13836 Wood 70 61 420 RemoveseeZ322488

322485 138 13836 Wood 75 66 394 Remove

322490 69/12 695/C-204 Wood 75 66 353 Remove Z220837

220837 138 13836 Wood 75 66 384 86 75 385 Remove pole and relocate nearby on

new steel pole TL13836 695 204

new pole

220838 69/12 695/C-204 Wood Remove see Z220837

220839 69/12 695/C-204 Wood 80 70 349 Remove see Z220837

229064 12 C-204 Wood 55 48 324 RemoveseeZlO600l

105996 69/12 69572-204 Wood 65 57 326 RemoveseeZlO600l

106001 69 695 Wood 60 52 319 86 75 321 Remove pole and relocate nearby on

new steel pole TLI 3836 695 204

new pole

322487 69/12 695/C-204 No relocation

220835 138 13836 No relocation

322306 12 C-204 Wood 55 48 284 Redesign

220840 69/12 695/C-204 90 79 315 Redesign

Talega/

Cristian Sub

220844 69/12 695/C-204 Wood 80 70 349 86 75 362 Remove pole and relocate lines on

new pole

TCA53/ Final SE/R\hnal EIS-SE/R\Secuon Odoc nIl 21 05n 2-103
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SOCTJIP EIS SEIR
Section 2.0

Stringing Area Designates area of disturbance for ne pole erection or existing pole modification Disturbance area cuals 100-feet 400 leet behind pole inline ith

conductor getting strung

Table 2.2-6 continued
SDG Tra nsniission Relocation Sum niar Sheet

IL
Ltilit

Area

surnhcr \urnber

Fxisti Pole Proposed lole

Description of %\ orkVoltage ircuit lIeiht

Pole Hei2ht

boerounJ

Top of

Pole

levation

Proposed

Pole

llei2ht

lroposed

Pole Hei2ht

Aboeround

Proposed

Fop of

Eleation

220845 69 12 695 C-204 Wood 80 70 342 86 75 300 Remove pole and relocate lines on

new pole

224421 69 12 695 C-204 Wood 100 88 347 91 80 3lt Remove pole and relocate lines on

new pole

224422 69 12 695 C-204 Wood 70 61 389 86 75 328 Remove pole and relocate lines on

new pole

224422A

226477 69 12 695 -204 Wood 7u 61 376 75 341 Remove pole and relocate lines on

new pole

226477A New pole

38795 12 C-204 Wood Remove

38790A New pole

3879DB New pole

38790C New pole

SFO 101500 138 13831 Wood 70 61 86 75 324 RemovepoleseeZ224422A

101501 138 13831 Wood 70 61 RemovepoleseeZ226477A

101502 138 13831 Wood 70 61 Remoepolesee38790C

8202 Cow Camp

Road

Distribution 12 Wood Remove and relocate UG with new

proposed Cow Camp Road Bridge

8244 Oso

Parkway

Distribution Wood Remo existing 12 kV UG lines

into proposed Parkway osererossing

bridge

Note

1C4531PinaISEIR 1inal ELS-SEIR Section Odo l1 21 O5
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5OCT11 EIS SEIR Section 2.0

Table 2.3-1

OCP-2000 Projections for South Orange County Community Analysis Areas

CAA

July 2000 July 2025

Difference

July 2000 to July 2025

Ptrcent of Total Change

July 2000 to July 2025

Housing

Employment

jobs Housing

Employment

jobs Housing

Employment

jobs Housing

Employment

jobs
53 37746 59553 21807 0.0% 22.3%

57 8428 8568 8428 9808 1240 0.0% 1.3%

58 36450 27547 37771 32452 1321 4905 2.8c 5.0%

59 20967 19302 40696 32072 19729 12770 42.0% 13.1%

60 830 536 14540 11388 13710 10852 29.2% 11.1%

62 27410 24763 28515 29991 1105 5228 2.4% 5.3%

63 21830 25995 25243 42989 3413 16994 7.3% 17.4%

64 25482 15452 26145 20334 663 4882 1.4% 5.0%

66 3129 4664 3214 6392 85 1728 0.2% 1.8%

67 2515 2113 2682 3129 167 1016 0.4% 1.0%

68 14085 18957 16292 23991 2207 5034 4.7% 5.2%

69 18252 18848 20367 29825 2115 10977 4.5o 1.2o

70 8231 2702 10680 3014 2.449 312 5.2c 0.3%

TOTAL 187609 207193 234573 304938 46964 97745 100.0% 100.0%

Source Orange County Projections 2000 Center for Demographic Research September 2000

IC4 3I Final SFIR hnal EIS SEIR Section 2.0 doe n/I 21 J5n
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SOCTIIP EIS/SEIR

Table 2.23-2

OCP-2000 Community Analysis Areas

Residential Allocation

Section 2.0

OCP-2000

Community Analysis

Area 2000 2025 Difference

59 20967 40696 19729

60 830 14540 13710

70 8231 10680 2449

TOTAL 30028 65916 35888

Entitled partially built out Talega Ladera and assumed
34 065

OCP-2000 du for RMV Allocation Total

Difference Other development area dus 1823

Percent of du total in CAA 59 60 and 70 represented by
950/

Talega Ladera and RMV with 21000 dus assumed

Source Orange County Projections 2000 Center for Demographic Research September 2000

Table 2.23-3

General Plan and OCP-2000 Comparison

OCP-2000 Difference Between

OCP-2000 Dwelling Unit Entitled/General

Dwelling Units Under General Community Allocation Plan and OCP-2000

Area Plan Designations Analysis Area 2025 2025

Talega/Rolling
965 Entitled 60 4965

Hills

Ladera Ranch 8100 Entitled 59 8100

Rancho Mission
6250 General PlanlZoning2 59 60 and 70 21000 14750

Viejo

TOTAL 19315 n/a 34065 14750

Source Orange County Projections 2000 Center for Demographic Research September 2000
Entitled is defined as having primary approvals for this maximum dwelling unit total These entitled land uses are partially

built out as of late 2003

General Plan/Zoning is defined as shown on the General Plan and Zoning Code but having no approved permits or maps to

pursue this level of development

N/A not applicable

TCA531Fina1 SEIRFinal EJS-SEIRSection O.doc i1/23/O5.

November 2005
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SOCTJJP EJS/SEJR
Section 2.0

Table 2.3-4

No Action Alternatives

MPAH RTP and Other Land Use Element

Circulation Assumptions Assumptions OCP-2000 Assumptions

No Action Alternative OCP 20002

Build out of the MPAI-1 and the Build out of the General Plans OCP-2000 including 35888
RTP plus additional growth assumed additional dus in CAA 59 60

in OCP-2000 and 70

On site circulation on the RMV

property This Alternative assumes

development of approximately

21000 dus on the RMV
No Action Alternative RMV Development Plan2

Build out of the MPAH and the Build out of the General Plans OCP-2000 including 35888
RTP and the 14000 dus proposed by additional dus in CAA 59 60

the RMV Company for the RMV and 70 excluding the 21.000 dus

On site circulation on the RMV Site on the RMV site This

property based on the on site Alternative would include the

circulation system defined by the 14000 dus proposed as part of

RMV for the 14000 dus the RMV development plan

development plan

Source Phase II Collaborative 2002
Assumptions regarding build out of the MPAH or of committed MPAH improvements do not assume construction of
the FTC-S corridor

The two No Action Alternatives described in this table are the No Action Alternatives evaluated in detail in this

EIS/SEIR

TCA53I Final SEIR Final EIS-SEIR Section 2.0 doe l/23/0

November 2005
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SOCTIJP EIS/SEIR Section 2.0

Table 2.4-1

No Action Scenarios

MPAH and RTP Land Use Element

Scenario Assumptions2 Assumptions OCP-2000 Assumptions

Scenario No Action Committed and funded MPAH and Build out of the OCP-2000 including 35888

Scenario Committed RTP only General Plans plus additional dus in CAA 59 60

MPAH and RTP Only additional growth and 70 including the 21000

and OCP-2000 On site circulation on the RMV based on OCP-2000 dus on the RMV site

property

Scenario No Action Committed and funded MPAH and Build out of the OCP-2000 including 35888

Scenario Committed RTP only General Plans plus additional dus in CAA 59 60

MPAH and RTP Only and additional growth and 70 excluding the 21000

RMV Development Plan On site circulation on the RMV based on the proposed dus on the RMV site This

property based on the on site development plan for Scenario would include the

circulation system
defined by the RMV 14000 dus 14000 dus proposed as part

of

RMV for the 14000 du the development plan for

development plan RMV
Scenario No Action Committed and funded MPAH and General Plan build OCP-2000 excluding 21000

Scenario Committed RTP only out of the approximately 35888

MPAH and RTP only and new dus assumed in CAA 59

General Plan Land Use 60 and 70 and including the

6250 dus that could be

constructed on RMV under

the existing LUE All other

growth assumed for these

three CAA and all other CAA
under OCP-2000 would

remain unchanged

This Alternative assumes

development of 6250 dus on

theRMV

Scenario No Action Committed and funded MPAH and Less than General OCP-2000 excluding 21000

Scenario Conunitted RTP only Plan build out of the approximately 35888

MPA1 and RTP only and new dus assumed in CAA 59

Constrained Land Use 60 and 70 All other growth

assumed for these three CAA
and all other CAA under

OCP-2000 would remain

unchanged

This Alternative assumes

development of no dus on the

RMV
Source Phase II Collaborative 2002

The No Action special studies scenarios described in this table were used for specific sensitivity analyses conducted for traffic

air quality and cumulative noise impacts only

Assumptions regarding build out of the MPAH or of committed PAH improvements do not assume construction of the

FTC-S corridor

2-112
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SOCTHP EIS SEIR
Section 2.0

Table 2.45-1

Overview of the SOCTIIP Alternatives

Far S-GO-R-R4DO44Fast rossncr Alignment Alternatives Abbreviated Names

Toll Road Corridor Alternatives

Far at Lot rdorl ast Crossovet -Complete Alternative FEC AIternatie

Far lat CorridorLast Crossover-Talega Variation Alternative FEC-TV Alternative

Far 4-at-Crwvi4oclast Crossover Cristianitos Variation Alternative FEC-CV Alternative

Far East ComdorEast Crossover Agricultural Fields Variation Alternative FEC-AFV Alternative

Far Ets -eF14lefEast Crossover Ortega Highway Variation Alternative FEC-OHV Alternative

Far E-a ideiEast Crossover Avenida Pico Variation Alternative FEC-APV Alternative

Far Eat CorridorFast Crossovcr-West Alternative FEC-W Alternative

Far Fast CorridorF ast Crossover-West-Initial FEC-W-Initial

Far Fat CornderEast Crossover-West-Ultimate FEC-W-Ultimate

Far actCeffi4efEast_Crossover-Modified Alternative FEC-M Alternative

Far East ConidorEast Crossover-Modified-Initial FEC-M-Initial

Far East Cori4rEast Crosso er-Modified-Ultimate FEC-M-Ultimate

CENTRAL CORRIDOR ALIGNMENT ALTERNATIVES ABBREVIATED NAMES
Central Corridor-Complete Alternative CC-Alternative

Central Corridor-Complete-Initial CC-Initial

Central Corridor-Complete-Ultimate CC-Ultimate

Central Corridor-Avenida La Pata Variation Alternative CC-ALPV Alteniative

Central Corridor-Avenida La Pata Variation-Initial CC-ALP V-Initial

Central Corridor-Avenida La Pata Variation-Ultimate CC-ALP V-Ultimate

Central Corridor Ortega Highway Variation Alternative CC-OHV Alternative

ALIGNMENT CORRIDOR ALIGNMENT ALTERNATIVES ABBREVIATED NAMES

Alignment Corridor-Complete Alternative A7C Alternative

Alignment Corridor-7 Swing Variation Alternative A7C-7SV Alternative

Alignment Corridor-Far East Crossover Variation Alternative A7C-FECV Alternative

Alignment Corridor Far East Crossover Cristianitos Variation Alternative A7C-FECV-C Alternative

Alignment olTidor Far East Crossover Agricultural Fields Variation Alternative A7 -FEUV-AF Alternative

Alignment Corridor Ortega Highway Variation Alternative A7C-OH\ Alternative

Alignment Corridor A\enida La Pata Variation Alternative A7C-ALPV Alternative

IC 4531 lina/SEIR Final F/S S/JR Seuton Odoc il u5

Avember 2005
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SOCTIJP EIS/SEIR Section 2.0

Table 2.45-1 continued
Overview of the SOCTHP Alternatives

Far East Crossover Alignment Alternatives Abbreviated Names

Toll Road Corridor Alternatives continued

Alignment Corridor Avenida La Pata Variation Initial A7C-ALPV Initial

Alignment Corridor Avenida La Pata Variation Ultimate A7C-ALPV Ultimate

Alignment Corridor-Far East Crossover-Modified Alternative A7C-FEC-M Alternative

Alignment Corridor-Far East Crossover-Modified-Initial A7C-FEC-M-InitialiPreferied Alternative

Alignment Corridor-Far East Crossover-Modified-Ultimate A7C-FEC-M-Ultimate

Non-Toll Road Alternatives

Arterial Improvements Alternatives Abbreviated Names
Arterial Improvements Only Alternative AIO Alternative

Arterial Improvements Plus HOV and Spot Mixed-Flow Lanes on 1-5 Alternative AlP Alternative

I-S ALTERNATIVE ABBREVIATED NAMES
I-S Widening Alternative I-S Alternative

NO ACTION ALTERNATIVES ABBREVIATED NAMES
No Action Alternative Orange County Projections 2000 No Action Alternative OCP-2000

No Action Alternative Rancho Mission Viejo RMV Development Plan No Action Alternative RMV
Source TCA and PD Consultants 2003

As part of the SOCTIIP Collaborative process the Collaborative members reviewed the alternatives evaluated in the technical reports and identified those alternatives to be

carried forward into the EIS/SEIR and those alternatives that would not be advanced for detailed discussion in the ElS/SEIR The alternatives advanced for detailed

evaluation in the EIS/SEIR based on decisions by the Collaborative in July and August 2003 are shown in italics in this table

TC453PFina/ SEIRFinai EIS-SE1RSection O.doc all 23 05a

November 2005
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Initial Corridor

Oso Parkway to Ortega Highway
28

39m

236 10 41 236 lii

72m 3m I2.6m 3m
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Shid

FFftFf nhH nnl FIi\

II

Future HOV

Initial Corridor

Ortega Highway to I5

89

236
27m

236 II
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II II

ii II

III l11 HF
Ill FIF FF1

JFC Fll Fh hli\ ntIi Iil IH IiiI in

Future HOV

Note The
right-of-way

for the ultimate comdor page of would be wider than

for the initial corridor page of Therefore additional right-of-way would be

required for the ultimate corridOr

Source CDMG 2002 Page of

Typical CorridorCross Sections
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SOCTILPEIS/SEIR Figure 2.5-2



R/W

Ultimate Corridor Oso Parkway to 1-5

Note The light -of-way for the ultimate corridor page of would be wider than

for the initial corridor page of Therefore additional
right-of-way would be

required for the ultimate corlidor

Source CDMG 2002 Page of

Typical CorridorCross Sections

ii

iI\ nhI

Ftitijie HOV

R/W

Fill

SOCTIIPEIS/SEIR Figure 2.5-2



SOCTHP EIS SEIR
Section

FEC-M Alternative

Central Corridor Alignment

Alternatives

CC Alternative

Table 2.54-2

Summary of Interchanges for the Corridor Alternatives

Source CDMG and PD Consultants 2003
Intersection in the initial not an interchange

Future arterial highway intersection with corridor would be constructed by others not part of these corridor AIternaties

Corridor Alternatives

Oso

Parkway

Ortega

Highway
/Co
Canrn

Road

Avenida

Pico

Cristianitos

Road 1-5

Avenida

Vista

Hermosa

Calle del

Cerro

Avenida

Crown

Valley

Far S-F43RR-14O-REast Crossover

Alignment Alternatives

Pico Parkway2 Street

FEC-W Alternative

CC-ALPV-Initial

CC-ALP V-Ultimate

Alignment Corridor Alignment

Alternatives

A7C-ALP V-Initial
Vt

A7C-ALPV-Ultimate

A7C-FEC-M-huitjal

AlternativePreferred Alternative

A7C-FEC-M-Uftjmate Alternative

TC.453 Final SEIR Final FIS-SEIR Section Odoc 11 23 05o

November 2005
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SOCTIJP EIS SEIR
Section 2.0

Table 2.54-3

Summary of Bridge Structures for the Corridor Alternatives Spanning
Water and Natural Resources

Blind

Caflada Caflada San Juan Gabino
Corridor Alternatives Gobernadora Chiquita Creek Creek

Cristianitos

Creek

San Mateo San Onofre

Far IAS ORRIIORIastrossover
Creek

Alignment Alternatives

FEC-W Alternative

FEC-M Alternative

Central Corridor Alignment Alternatives

CC Alternative

CC-ALPV Alternative

Alignment Corridor Alignment

Alternatives

A7C-ALPV Alternative

A7C-FEC-M Alternative Prefened

Alternative

Source CDMG and PD Consultants 2003

TC4531 Final SEIR Final EIS-SEIR Section Udoc cli 23 05c

November 2005
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SOCTIIP EIS/SEIR Section 2.0

Table 2.5-4

Summary of Bridge Structures for the Corridor Alternatives Spanning

Local Roads

Initial And Ultimate

Corridor Alternatives

Avenida La

Pata

Overcrosslng

Via Sonrisa/

Onda

Overcrossing

Camino Vera Calle

Cruz Frontera

Overcrossing Overcrossing

Avenida La

Pata

Undercrossing

Cristianitos

Road North

Undercrossing

Quarry Access

Undercrossing

Far East Crossover

Alignment Alternatives

FEC-W Alternative

FEC-M Alternative

Central Corridor

Alignment Alternatives

CC Alternative

CC-ALPV Alternative

Alignment Corridor

Alignment Alternatives

A7C-ALPV Alternative

A7C-FEC-M

Alternative Prctrrcd

Alteinative

3ource CDMG and PD Consultants 2003

TC453/Eina/ SEIR\Fnai EIS-SEIR Section 2.O.doc i11 23 05i
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SOCTIIP EJS SEIR
Section 2.0

Table 2.54-5

Summary of Cut Fill and Remedial Amounts for

the Corridor Alternatives

Estimated Cut in 1000s of

Cubic Meters

Alternatives cubic yards

Estimated Fill in

Cubic Meters

cubic yards

Total Net in 1000s

of Cubic Meters

cubic yards

Remedial in

1000s of

Cubic Meters

cubic yards
Far East Corridoreast Crossove Alignment Alternatives

-12771 -16704 13062 17085 292 382 11837 15483
-14993 -19610 15864 20750 871 1139 12500 16350
-14307 -18714 11008 14398 -3299 -4315 13513 17675
-16732 -21885 13712 17935 -3019 -3949 14200 18574

Central Corridor Alignment Alternatives

-11600 -15173 8900 11641 -2700 -3532 31100 40679
-19400 -25375 14600 19097 -4800 -6278 32400 42379

-6700 8764 7000 9156 300 392 28600 37409
-10500 -13734 10800 14126 300 392 29500 38586

Alignment Corridor Alignment Alternatives

-33300 -43556 33800 44210 500 654 27500 35970
-34500 -45124 -34000 44470 1700 2224 27500 35970
-12149 -15891 13530 17697 1380 1805 12703 16616
-17000 -22235 14200 19227 -2300 -3008 1400018311
-14192 -1 8563 16503 21586 2310 3021 13400 17527

Source CDMG and PD Consultants 2003
it onal Cut proposccl to rcducc isual InpaLts to titure edcntil dc elopuent thin th Ranch Plan by placing the mid belo grade and to nh if the alignment cast
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SOCTIIP EIS/SEIR Section 2.0

Table 2.54-6

Estimated Maximum Daily Construction Equipment and Workers for the Corridor Alternatives

Equipment Description

.n
öE öE

UE

Grading/Drainage

15 cubic meter self propelled scraper 11 11

36 cubic meter self propelled scraper 31 35 31 35 59 53 45 46 77 79 32 32

Self
propelled Sheepsfoot compactor 11 13 11 13 15 16 14 14 16 16

D6dozerD 10 10 13 14 12 12 14 14

D8dozerD 12 14 12 14 19 20 17 17 19 19

Dl0dozerD 11 13 11 13 18 19 12 12 18 18

DII dozerD

cubic meterrubber tired front loader 18 21 18 21 27 29 18 18 30 30 12 12

40 cubic meteroffroad dump truck 10 10 13 14 12 12 22 22

25 cubic meter off road dump truck

10000 gallon water pull 11 11

4000 gallon water truck 11 12 11 11 14 14

cubic meter trackhoe excavator 10

1/2 cubic meter rubber tired backhoe 11 12 11 11 11 11

Motor graders 11 13 11 13 17 18 16 16 18 18

1/2 ton pick-up truck 61 63 61 64 85 90 74 76 84 85 52 52

3/4 ton pick-up truck 12 12 12 12 29 20 17 17 20 20 10 10

ton stake bed truck 14 15 13 13 15 15

3/4 ton mechanic truck

Fuel/lube tandem truck

15 cubic meter belly dump trucks 59 50 49 40

cubic meter tandem trucks 36 30 24 20

TCA53I Final SEIRFital EIS-SEIR Section 2.0 doc 23 O5 2-123
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SOCTHP EIS SEIR
Section

Table 2.54-6 continued
Estimated Maximum Daily Construction Equipment and Workers for the Corridor Alternatives

Equipment Description

I-

.I

cI
II

Off-Site Equipment

cubic meter Trackhoe Excavator

15 cubic meter Belly Dump Trucks 18 26
22 20 19 60 37 62

cubic meter Tandem Dump Trucks 13
11 10 10 30 16 27

Bridge

100 ton self propelled track crane

60 ton truck crane

45 ton rubber tire mobile crane

25 ton rubber tire mobile crane

Pile driving leads and hammer

Heavy duty forklift

Concrete pump truck

Low boy tractor trailers

Concrete trucks 10 10 10 10 10 10 10 10 10 10 10 10

Paving

Asphalt paving machine

Steel wheel tandem roller

Steel wheel vibrator roller

Rubber tired roller

15 cubic meter asphalt belly dump trucks 25 25 25 25 25 25 20 20 20 20 25 25

Demolition

cubic meter trackhoe excavator ith claw

attachment

cubic meter rubber tired front loader

TC453 flnal SLIR Final EIS SEIR Section doe elI 23 05e 2-124
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S0CTIP EIS/SEIR
Section 2.0

Table 2.54-6 continued
Estimated Maximum Daily Construction Equipment and Workers for the Corridor Alternatives

Equipment Description

l-

-I

tI

II

Handheld concrete saws 12 12

1/2 ton pick-ups

ton stake trucks

Tandem dump trucks 16 16

45 ton mobile crane

Miscellaneous

Concrete paver

1R 175 air compressors 20 20 20 20 20 20 20 20 20 20 20 20

1OHP generators 30 30 30 30 30 30 20 20 20 20 30 30

Hand operated vibraplate compactors 25 25 25 25 25 25 20 20 20 20 25 25

Self propelled trench
compactors 10 10 10 10 10 10 10 10 10 10 10 10

Trencher 150 mm width

Concrete saw-hand held hp 15 15 15 15 15 15 10 10 10 10 15 15

Concrete saw tire mounted hp

Concrete pavement breaker

1/2 ton traffic control truck

Stake bed traffic control truck

Tandem traffic control truck with attenuator

Street sweeper

Maximum Daily Workers 674 697 718 782 861 569 571 655 726 627 689

Source TCA 2003
gas

diesel

TC.453 Final SEIRFnal EIS-SEIR\Secjjon doc II 23 05 2-125
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SOCTHP EIS/SEIR Section 2.0

Table 2.54-7

Estimated Construction Periods for the Corridor Alternatives

Estimated Construction

Corridor Alternatives Period in months

Far East Corridoreast Crossover Alignment Alternatives

FEC-M-Initial 39

FEC-M-Ultimate 42

FEC-W-Initial 39

FEC-W-Ultimate 42

Central Corridor Alignment Alternatives

CC-Initial 39

CC-Ultimate 42

CC-ALPV Initial 36

CC-ALPV Ultimate 30

Alignment Corridor Alignment Alternatives

A7C-ALPV Initial 30

A7C-ALPV Ultimate 36

A7C-FEC-M-Initial/Prefcrred Alternative 39

A7CFEC-M-Ultimate 42

Source TCA 2003

\TC.153 Final SEIR\Final EIS-SEIR\Section O.doc //23.O5
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Table 2.54-8

Mainline and Ramp Toll Collection Facilities

for the Corridor Alternatives

Initial and Ultimate Corridor

Alternatives

Mainline

Toll Facility Ramp Toll Facilities

Northof

Ortega

Highway

n0o
QlI-I

..L1i

cJ

oEz oE
ci.

Far -w cast Crossover

Alignment Alternatives

FEC-W Alternative

FEC-M Alternative

Central Corridor Alignment

Alternatives

CC Alternative

CC-ALPV Alternative

Alignment Corridor Alignment

Alternatives

A7C-ALPV Alternative

A7C-FEC-M Alternative/Prefcrrcd

Alternative

Source CDMG and PD Consultants 2003
The Crown Valley Parkway interchange with the corridor alternatives is possible future project that would be constructed by others and is not part of the corridor alternatives

If that interchange is built toll collection facilities would be provided on the ramps

PTC4 131\Fna1SEIR Final F/S SEIRSecuon Odoc // 23 5n
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2-127



LMflW

Donoa crNeuE

..a fld

Conservancy

St1

San OnoVre

State eath

Leaaehold on

Camp Pencfletor

Camp
errd et on

NORTH

Alignment of the Far East Corridor

West .Aiternatives

Li

h.Iu. jot oarrLJted by

otrs not part of ths

_____ IIIIIIIIII_II 11111111 tiiiii.



SOCTIJP EIS SEIR
Section 2.0

Table 2.54.9

Characteristics of the Far Eatw-i4dweast_Crossover-West Alternative

Segment

Geographic

Extent

Length in km

mi
Typical Corridor

Cross Sections Interchanges

Bridges and Other

Other
Oso Parkway

southeast to

Ortega Highway

9.2 km 5.7 mi Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate Eight

Lanes

six GP and two

HOV

Oso Parkway

Street future

interchange

constructed by

others not part

of these

aUernatkç

ow Cap2p

RoadNw-Q8ega

H-i4wy

Crown Valley

Parkway je
clpie

con tructeç

snotaam
of these

alternative

Bridge over Caflada

Gobernadora

Bridge over San

Juan Creek

Relevant Features

Mainline toll plaza north of Ortega

Highway

Ramp toll plazas on the southbound

on ramp and northbound off ramp at

Co Camp RoadNew Ortega

llighv.ay

Ramp toll plazas on the southbound

on ramp and northbound off ramp at

Street

From Ortega

Highway to just

south of Avenida

Pico

6.8 km 4.2 mi Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate Eight

Lanes

six GP and two

HOV

Avenida Pico Cristianitos Road

North

undercrossing

TC4 Final SEIR EIS SEIR ce to doc II 0S
/29

November 2005
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Table 2.54-9 continued

Characteristics of the Far East Corridoreast Crossover-West Alternative

Segment

Geographic

Extent

Length in km

nii

Typical Corridor

Cross Sections Interchanges

Bridges and Other

Crossings Other Relevant Features

From just south of

Avenida Pico to

where the corridor

crosses the San

Mateo Creek

8.1 Ion 5.0 mi Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate north of

Cristianitos Road

Eight lanes six

GP and two

HOV
Ultimate south of

Cristianitos Road

Six lanes four GP
and two HOV

Avenida Pico

Cristianitos Road

to and from the

north only

Bridge over San

Mateo Creek at 1-5

Widening of I-S

bridges over San

Mateo Creek

ultimate only

Ramp toll plazas on the southbound

on ramp and the northbound off

ramp at Avenida Pico

From where the

corridor crosses

San Mateo Creek

southeast to I-S

and south on 1-5 to

the terminus south

of l3asilone Road

2.6 km

1.6 mi

km 0.8 mi
of corridor 1.3

km 0.8 mi of 1-5

improvements

Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate Six

lanes

1-5 connector to

and from the south

only

Bridge over San

Onofre Creek at I-S

Widening of I-S

bridge over San

Onofre Creek

Reconstruction of the existing

1-5/Basilone Road interchange No

direct connection to and from

Basilone Road

four OP and two

HOV
Source CDMG and PD Consultants 2003
Notes Some interchanges are shown as occurring on two segments because they are at the teninal ends of the segments and therefore would be on the end of each segment

Key graphics in this EIS/SEIR show the alignment of the FEC-W Alternative in the color lavender

TC.4531 Final SEIR Final EIS SEIR\Secion O.doc all 23 05a 2-130
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Typical Cross Section for the

A7C Connector Road

Figure 2.5-5

Center Line

RTEGA CONNECTOR

TYPICAL CROSS SECTION
ALL DIMENSIONS ARE IN
MEIERS LWILESS OTHERWISE SHOWN

Source CDMG 2003
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Table 2.45-10

Project Costs

Construction Cost ROW Cost Total Cost

Alternative in millions in millions2 in millions

No Project

FEC-W-Initial $638 $68 $706

FEC-W-Ultimate $798 $72 $870

FEC-M-Initial $697 $66 $763

FEC-M-Ultimate $842 $69 $912

CC-Initial $703 $421 $1124
CC-Ultimate $947 $437 $1382

CC-ALPV-Initial $457 $55 $512

CC-ALPV-Ultimate $560 $68 $628

A7C-ALPV-Initial $876 $86 $962

A7C-ALPV-Ultimate $924 $96 $1020

A7C-FEC-M-InitialfPreferred $645 $70 $7 IS

A7C-FEC-M-Ultimate $800 $73 $873

MO Alternative $371 $172 $543

1-5 Alternative $1347 $1077 $2424
CDMG cost estimates 2002

PD Consultants Right-of-Way Cost Estimates Technical Report 2003

Tc.453 kFna/ SEIR\Final EIS-SEIRSecuon doc /23/ti5

November 2005
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Table 2.54-11

Characteristics of the Far East Corridereast Crossover Modified/Preferred Alternative

Geographic

Extent

Length in km

nil

Typical Corridor

Cross Sections

Bridges and Other

Oso Parkway

southeast to

Ortega Highway

9.2 km 5.7 mi Initial Four GP

lanes Could

accommodate two

future l-IOV lanes

Ultimate Eight

Lanes

six GP and two

HOV

Interchanges

Oso Parkway

Street future

interchange

constructed by

others not part

of these

alternatives

Cow Camp Road

Crown Valley

Parkway future

interchange

constructed by

others not part

of these

Crossings

Bridge over Canada

Gobernadora

Bridge over San

Juan Creek

Other Relevant Features

Mainline toll plaza north of Ortega

Highway

Ramp toll plazas on the southbound

on ramp and northbound off ramp at

Cow Camp Road

Ramp toll plazas on the southbound

on ramp and northbound off ramp at

Street

From Ortega

Highway to Just

south of Avenida

Pico

km 4.5 mi Initial Four GP
lanes Could

accommodate two

future HOV lanes

alternatives

Avenida Pico Bridge over

Cristianitos Creek

and Cristianitos

Road North

Ultimate Eight

Lanes

six GP and two

HOV

TI 151/ Fina/SI1R Final FI STIR ce aun li/ac u/I 23 Ou
2-134
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Table 2.54-11 continued

Characteristics of the Far East Corridorcast Crossover Modified/Preferred Alternative

Geographic Length in km

Segment Extent mi
Typical Corridor

Cross Sections Interchanges

Bridges and Other

Crossings Other Relevant Features

From just south of

Avenida Pico to

where the corridor

crosses the San

Mateo Creek

8.1 km 5.0 mi Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate north of

Cristianitos Road

Avenida Pico

Cristianitos Road

to and from the

north only

Bridge over San

Mateo Creek at 1-5

Widening of 1-5

bridges over San

Mateo Creek

ultimate only

Ramp toll plazas on the southbound

on ramp and the northbound off

ramp at Avenida Pico

Eight lanes six

GP and two

by
Ultimate south of

Cristianitos Road

Six lanes four GP

and two HOV
From where the 2.6 km Initial Four GP I-S connector to Bridge over San Reconstruction of the existing

corridor crosses 1.6 mi lanes Could and from the south Onofre Creek at I-S 1-5/Basilone Road interchange No

San Mateo Creek accommodate two only direct connection to and from

southeast to 1-5 km 0.8 mi future HOV lanes Widening of 1-5 Basilone Road

and south on I-S to of corridor 1.3 bridge over San

the terminus south km 0.8 mi of I-S Ultimate Six Onofre Creek

of Basilone Road improvements lanes four GP and

two HOV
Source CDMG and PD Consultants 2003
Notes Some interchanges are shown as occurring on two segments because they are at the terminal ends of the segments and therefore would be on the end of each segment

Key graphics in this EIS/SEIR show the alignment of the FEC-M Alternative in the color purple

TC4531 Final SEIR\Final EIS-SEIR\Section 20 doc 1l 23 05
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Longitudinal joint for finish course A.C

Additional right of way may be required when on arterial highway coincides with on adopted route

for an additional public facility i.e pedestrian bicycle or equestrian trail or for scnic highway

Source Standard Plan Reference Standard Plan 1101 County of Orange

NORTH

Typical Cross Section for Six Lane Major Arterial

SECTIONS
SYMMETRICAL

ABOUT

STANDARD SECTION

fl//c-

CURBED MEDIAN ALTERNATE

SOCTIIP EIS/SEIR Figure 2.5-7
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Table 2.54-12

Characteristics of the Central Corridor Complete Alternative

Segment Geographic Extent

Length in km

mi
Typical Corridor

Cross Sections Interchanges

Bridges and Other

Crossings Other Relevant Features

Oso Parkay south

to Ortega Highway

7.7 km 4.8 mi Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate Eight

Lanes six GP and

two HOV

Oso Parkway

Ortega Highway

Crown Valley

Parkway future

interchange to be

constructed by

others not part of

these alternatives

One bridge over San Juan

Creek at the mainline

Two ramp bridges over

San Juan Creek

Mainline toll plaza north of Ortega Highway

Potential widening to MPAH designation of

approximately 1.0 km 0.6 mi of Ortega

Highway

From Ortega

Highway south

across the Landfill

south to 0.43 km

0.27 mi south of

Avenida La Pata

7.5 km 4.7 mi Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate Eight

Lanes

six GP and two

HOV

Ortega Highway

Avenida Vista

Hermosa

Avenida La Pata and Via

Som-isa/Onda

overcrossings

Ramp toll plazas on the southbound on ramp

and the northbound off ramp at Ortega

Highway

Ramp toll plazas on the southbound on ramp

and northbound off ramp at Avenida Vista

Hermosa Crosses Prima Deshecha Landfill

JC.4 531 na/ JR Final US SUIR Scrion doc nIl 23 05o 2-138

November 2005
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CDMG and PD Consultants 2002
Some interchanges are shown as occurring on two segments because they are at the terminal ends of the segments and therefore would be on the end of each segment
Key graphics in this ELS/SEIR show the alignment of the CC Alternative in the color yellow

TC.453flFna/SEIRFna/ EIS SEIR Section Odoc elI 23 05e

November 2005
2-139

Table 2.54-12 continued
Characteristics of the Central Corridor Complete Alternative

Segment Geographic Extent

Length in km

ml
Typical Corridor

Cross Sections Interchanges

Bridges and Other

From 0.43 km 0.27

mi km south of

Avenida La Pata

south to I-S and

south on I-S to

Cristianitos Road

8.0 km 5.0 mi

jj3.4 km 2.1 mi
of corridor 4.6

km 2.9 mi of

improvements on

1-5

Initial Four GP
lanes Could

accommodate two

future HOV lanes

Ultimate Eight

Lanes

six GP and two

HOV to Calle del

Cerro and six lanes

four OP and two

HOV from Calle

del Cerro to 1-5

Calle del Cerro

Avenida Pico

I-S connector to

and from the south

only

Crossings

Camino Vera Cruz

overcrossing

Calle Frontera

overcrossing

Avenida San Luis Rey on

1-5 overcrossing

Avenida Mendocino on I-

overcrossing

Other Relevant Features

Reconstruction of the following interchanges

with 1-5 Avenida Pico Avenida Palizada

Avenida Presidio El Camino Real Avenida

Mendocino northbound only no structure

and Avenida Calafia south bound only no

structure

Source

Notes
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Longitudinal joint for finish course A.C

Additional right of way may be required wben an arterial highway coincids with or adopted route

for an oddltonal puolic facility i.e pedestrian bicycle or equestrian trail or for scenic highway

Source Standard Plan Reference Standard Plan 1103 County of Orange

NORTH

Typical Cross Section for Four Lane Primary Arterial

Figure 2.5-10

SECTIONS STANDARD SECTION
SYMMETRICAL

ABOUT

R/W

Type A2a Curb

CURBED MEDIAN ALTERNATE
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Table 2.54-13

Characteristics of the Central Corridor Avenida La Pata Variation Alternative

Section 2.0

Segment Geographic Extent

Length in km

ml
Typical Corridor

Cross Sections Interchanges

Bridges and Other

Crossings Other Relevant Features

Oso Parkway south

to Ortega Highway

From Ortega

Highway south

across the Prima

Deshecha Landfill

south to Avenida

km mi

6.7 km 4.2 mi

Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate Eight

Lanes six GP and

two HOV

Initial Four GP

lanes Could

accommodate two

future HOV lanes

Oso Parkway

Ortega Highway

Crown Valley

Parkway future

interchange to he

constructed by

others not part of

these alternatives

Ortega Highway

One bridge over San Juan

Creek at the mainline

Two ramp bridges over

San Juan Creek at the

Ortega Highway

connector road

Mainline toll plaza north of Ortega Highway

Reconstruction Potential widening to MPAI-I

designation of approximately 1.0 km 0.6

mi of Ortega Highway

Ramp toll plazas on the southbound on ramp

and the northbound off ramp at Ortega

Highway

TSM improvements anticipated on Avenida

Vista Hermosa Ultimate Eight

Lanes six OP and

twu HOV

Avenida Vista

Hermosa

Vista Hermosa from the corridor to Avenida

La Pata on Avenida La Pata from Avenida

Vista Hermusa to Avenida Pico and on

Avenida Pico from Avenida La Pata to 1-5

Crosses Prima Deshecha Landfill

Source CDMG and PD Consultants 2002
Notes Some interchanges are shown as occurring on two segments because they are at the terminal ends of the segments and therefore would be on the end of each segment

Key graphics in this EIS SEIR show the alignment of the CC-ALPV Alternative in the light orange
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Table 2.54-14

Characteristics of the Alignment Corridor Avenida La Pata Variation Alternative

Segnient Geographic Extent

Length in km

mi
Typical Corridor

Cross Sections

Bridges and Other

Oso Parkway south

to Ortega Highway

km 4.6 nu Initial Four GP
lanes Could

accommodate two

future HOV lanes

Ultimate Eight

Lanes

six GP and two

HOV

Interchanges

Oso Parkway

Ortega Highway

connector road

Crown Valley

Parkway future

interchange to be

constructed by

others not part of

these

Crossings

One bridge over San Juan

Creek at the mainline

Bridge over Canada

Chiquita at the East-West

Connector Road

Other Relevant Features

Mainline toll plaza north of Ortega Highway

Approximately 2.2 km 1.4 mi long new
connector from Antonio Parkway to the A7C

alignment

Ramp toll plazas on the southbound on ramp
and the northbound off ramp at Ortega

Highway connector road

NI From Ortega

Highway south to

Avenida Vista

Hermosa

6.5 km 4.0 nh Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate Eight

Lanes

six GP and two

HOV

alternatives

Avenida Vista

Hermosa
TSM improvements anticipated on Avenida

Vista Herinosa from the Corridor to Avenida

La Pata on Avenida La Pata from Avenida

Vista Hermosa to Avenida Pico and on

Avenida Pico from Avenida La Pata to I-S

Source CDMG and PD Consultants 2002
Notes Some interchanges are shown as occurring on two segments because they are at the tenninal ends of the segments and therefore would be on the end of each segmentKey graphics in this EIS SEIR show the alignment of the A7C-ALPV Alternative in the color dark orange
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Table 234-15
Characteristics of the Alignment Corridor-Far East Crossover-Modjfjed/prcferrcl Alternative

Segment

Geographic

Extent

Length in km

mi
Typical Corridor

Cross Sections

Bridges and Other

Oso Parkway

south to Ortega

Highway

8.4 km 5.2 mi Initial Four GP

lanes Could

accommodate two

future HOV lanes

Ultimate Eight

lanes

six GP and two

HOV

Oso Parkway

Street future

interchange to he

constructed by

nota art

fihcse

alternatives

CanINw
H4way

Crown Valley

Parkway future

interchange to be

constructed by

others not ap
of these

altenmtjJ

Crossings

Bridge over San

Juan Creek

Ortega Highway

undercrossing

Other Relevant Features

Mainline toll plaza north of Ortega

Highway

Ramp toll plazas on the southbound

on ramp and the northbound off

ramp at Cow Camp RoadNew

Ofiega Highway connector

Ram fkwa.o1-the southbound

on lamp and4he northbound--off

iinr.atCStret

From Ortega

Highway south to

just south of

Avenida Pico

7.8 km 4.8 mi Initial Four GP
lanes Could

accommodate

future 140V-lanes

for maximum of

six lanes

Ulti iiate Fight

km

I44

Avenida Pico Quarry Access Road

undercrossing

74 3/ final Sf IR Final F/S SFIR Section 20 doc nIl 23 05n
2-146
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SOCTIIP EIS/SEIR Section 2.0

Table 2.54-15 continued

Characteristics of the Alignment Corridor-Far East Crossover-Modified/Preferred Alternative

Geographic Length in km

Segment Extent mi
Typical Corridor

Cross Sections Interchanges

Bridges and Other

Crossings Other Relevant Features

From just south of

Avenida Pico to

where the corridor

crosses San Mateo

Creek

8.1 km 5.0 mi Initial Four GP

lanes Could

accommodate two

future HOV lanes

Avenida Pico Bridge over San

Mateo Creek at 1-5

Ramp toll plazas on the southbound

on ramp and the northbound off

ramp at Avenida Pico

Ultimate Eight

lanes

six GP and two

HOV south to

Cristianitos Road

and six lanes four

GP and two HOV
south of

Cristianitos Road

Cristianitos Road

to and from the

north only

Widening of 1-5

bridges over San

Mateo Creek

ultimate only

From where the 2.6 km 1.6 mi Initial Four GP 1-5 connector to Bridge over San Reconstruction of the existing

corridor crosses lanes Could and from the south Onofre Creek at I-S 1-5/Basilone Road interchange No

San Mateo Creek km 0.8 mi accommodate two only direct connection to/from Basilone

southeast to I-S of corridor 1.3 future HOV lanes Widening of I-S Road

and south on 1-5 to km 0.8 mi of bridge over San

the terminus south improvements to Ultimate Six Onofre Creek

of Basilone Road 1-5 lanes four GP and

two HOV
Source CDMG and PD Consultants 2003
Notes Some interchanges are shown as occurring on two segments because they are at the terminal ends of the segments and therefore would be on the end of each segment

Key graphics in this EIS/SEIR show the alignment of the A7C-FEC-M Alternative in the color green

7C4531\Fina/ SElRFna EIS-SEIR Section Odoc 11/23/05
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SECTIONS
SYMMETRICAL

ABOUT

CURBED MEDIAN ALTERNATE

NORTH

Longitudinal joint for finish course AC

Additional right of way may be required when an arterial highway coincide wiTh on adopted route

for an additional puolic facility I.e p.d.srion bicyci or squestrion trail or for scsnc highway

Source Standard Plan Reference Standard Plan 1103 County of Orange

Typical Cross Section for Four Lane Primary Arterial

STANDARD SECTION

Type A2 Curb

SOCTIIPEIS/SEIR Figure 2.4-14
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Table 2.54-16

Estimated Maximum Daily Construction Equipment and Workers for the

MO and I-S Alternatives

Section 2.0

15 cubic meter asphalt belly dump trucks

TCA53Ifna/ SEIRFznal EIS-SEIR\Section 2.O.doc IIi2$/O5

Ivovember 2005

25

2-150

Equipment Description
MO Alternative 1-5 Alternative

Grading/Drainage

15 cubic meter self propelled scraper
20

Self propelled Sheepsfoot compactor
10 10

D6dozerD 10

D8dozerD 15 10

cubic meter rubber tired front loader 15 18

Heavy duty fork lift

4000 gallon water truck 12

cubic meter trackhoe excavator
12

1/2 cubic meter rubber tired backhoe 12

Motor graders
10 15

ll2tonpick-uptruckG
44 75

3/4 ton pick-up truck 10 15

ton stake bed truck
20

3/4 ton mechanic truck

Fuelllube tandem truck

15 cubic meter belly dump trucks 40 60

cubic meter tandem trucks 20 30

Bridge

on self propelled
track crane

60 ton truck crane
10

45 ton rubber tire mobile crane
10

25 ton rubber tire mobile crane
10

Pile driving leads and hammer

Heavy duty forklift
10

Concrete pump truck

Low boy tractor trailers

..........................................................................

Concrete trucks
10 30

Paving

Concrete trucks
-- 20

Concrete paver

Concrete saw tire mounted hp --

Concrete pavement breaker

Asphalt paving
machine

Steel wheel tandem roller

Steel wheel vibrator roller

Rubber tired roller



SOCTHP EJS/SEIR

Table 2.54-16 continued

Estimated Maximum Daily Construction Equipment and Workers for the

MO and 1-5 Alternatives

Section 2.0

Equipment Description MO Alternative 1-5 Alternative

Bridge And Road Demolition

Air powered jack hammer and air compressor

cubic meter trackhoe excavator with claw

attachment

cubic meter rubber tired front loader --

Handheld concrete saws

Tandem dump trucks 10 25

Demolition

cubic meter trackhoe excavator with claw -- 16

attachment

cubic meter rubber tired front loader --

Handheld concrete saws -- 24

1/2 ton pick-ups -- 16

ton stake trucks -- 16

Tandem dump trucks -- 64

45 ton mobile crane --

Miscellaneous

1R 175 air compressors 10 20

10 HP generators 10 30

Hand operated vibraplate compactors 10 25

Self propelled trench compactors 10

Trencher 150 mm width

Concrete saw hand held hp 10

1/2 ton traffic control truck

Stake bed traffic control truck

Tandem traffic control truck with attenuator

Street sweeper

Maximum Daily Workers 417 937

Source TCA 2002
diesel

gas

P.\TCA53ikFinal SEIR\FinaI EJS-SEIR\Secrion 2.Odoc I//23/O5

November 2005
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NORTH

Add one auxUary lane eacn drecuo
Reconflguntion of existing ntej chanr

NOTE
In flits alternative two NOV lanes would be
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Table 2.54-17

Bridges Structures and Interchanges on 1-5 that would be

Reconstructed under the I-S Alternative

Avenida San Luis Rey overcrossing

Avenida Mendocino overcrossmg

El Camino Real undercrossing widen

Avemda Presidio undercrossmg widen
Avenida Palizada

undercrossing widen
Avenida Pico Undercrossmg

Avenida Vista Hermosa overcrossing

Avenida Vaquero undercrossing

Camino de Estrella overcrossing

Via California
overcrossing

Route 5/Route separation

Camino Las Ramblas ramp undercrossing

Camino Las Ramblas ramp overcrossing

Camino Capistrano on ramp undercrossing

San Juan Creek Road undercrossing

San Juan Creek bridge

Route 74/I-S Separation

El Homo Creek Culvert

El Horno Street undercrossing

Jumpero Serra Road undercrossing

Trabuco Creek bridge

Southbound SR-73/I-5 connector

Avery Parkway undercrossing

Crown Valley Parkway overcrossing

Oso Creek bridge

Golf cart undercrossing/culvert

Prima Deshecha Canada culvert

El Toro overhead undercrossing

La Paz Road undercrossing

Alicia Parkway overcrossing

Aliso Creek bridge

Los Ahsos Boulevard overcrossing

El Toro Road undercrossmg I-S only

Lake Forest overcrossing I-S only

Source CDMG 2002

-I54
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0.8 0.40 0.8 miles

13 0.65 1.3km

Source TCA Final EIR No.3 Exhibit 240
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for the Southern Terminus of the Far East Alignment
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Fable 2.6-I

larametcrs

No

Alternatives

FEC Alignment Alternatives

CC
cc cc cL

EVA

CC Alternatives

CO
LL LL
LL LL

A7C Alignment Alternatives

II
II

öc
IDl CC
cc cc

t-t-- NIt- t-t- t-N 5-N

Arterial

Alternatives 1-5 Alt

Action

Alt

LUATION PAR AMETERS AN RANKINGS RELATED TO IOLOGICAL RESOURCES

Direct Impacts Waters of the nited States and Riparian Ecosystems

Acres Riparian Ecosystems 1072

hupacted U160
153.8

U66
22.6

U33 76

87.0

U123 60

38.7

U40 311

490

U53
53

60.2

499

57414

358

42

255

34 57

276

363
59.5

U65.26

18.2

35.S

23

32.0

42.9

45612

9.22 21 13 73

Normalized Rank Score for All 6.43

Cnteria2 U6.419

5.78

U5.42
11.71

Ui 80

14 66

482 2.4

3.5

U29
15.51

U4 70b6

15.06

U4421
58

2.25

78

UI 62

11.89

710

13.31

U2892
10
U1 094

41

U1.356

13

U29
05

081
60

UI 21

10 58

U0422

Direct Impacts Ecosystem/Habi tat

Acres ofCSS hnpacted 1387

U520
1222

315
118

198

1180 1371

U257 3886

1402

U424
1169

UI85
1161

I78

112

I40

197

224
203

U232
1402

U499
76

U1085

1190

217
347

U348
42 58 192

GnatcatcherUseAreas 116 116 117 19 19 1110 I8 16 13 113 113 115 13 ltuI 111 j33 10
Impacted4 21 U21 10 1311 lOb 76 IS 15 22 76 13 1112

Percent of Daily 1-5 Traffic 44%9 7%6 15.9% 60o 4409 4%
EVALUAT

3.4o

ION PARAME
8%12

TERS AND RAN
15.3%

KINGS RELA
35%4

TED TO TRAFF
5%

IC

4.2o 15.3%16 8.8% 4.2% 12 7%2 1% 167%

Which is Congested in 2025

HoursofTotal VehicleTravel 20 17 010 3016 9012 20 20.0 18.0 80 18 l8.0 210 1.0 80 21 50 10.0 20.0 oo4

Time Savings in 2025 in

thousands

Numberof Impacted

Residences7

10 1685
70316 U0 U0

10
U0 U0

EVALUATION
F593

U6024

ARAMETERS

U14

AND RANKIN

U0

GS RELATED
1701

U7047

SOCIOECON
593

U6024

OMICS
132

U56 U0
182
U922

263 898 838b0 ol

Community Disruptioni

Total Costs in millions9

1No
UNo

1$870

U$I1622

IYes

Yes

I$l.167

U$l413

No

No

I$215

U$3303

1Yes

Yes

1$515

$667

1No
UNo

I$7I1

$884

No

U-No

1$770

5928

Yes

UYes
EVALUATION
I$1122

$I379

INo
No

PARAMETER
$512

$6286

1No
U-No

AND RANKI

1$233

U$290

1Yes

Yes

NGS RELATED

1$I594

U$I871

1Yes

UYes
TO PROJECT

I$1791

U$2139

No

U-No

OSTS

$1678

U$l9546

No

U-No

l$341

U$4104

Yes

Yes

1$962

U$1020

1No
UNo

l$729

$896

Yes

$522

Yes

$2143

Yes

52401

No

so

Cost Per Hour of Travel Time 1543.5 15686 $71 $57.2 1$35.6 1$38 $62.3 I$64 1$233 I$88 1995 1$79.9 I$341 $120 $347 $I40 $214 $l20 $0

Savings

in thousands

$58.l $83.l $11012 U$74.16 $44.2 U$46.44 U$76 78 $290 $104 USI 19 $93.0 $4I0 U$128 $42.7

Source TCA 2003
Direct impacts to Waters ofthe United States and Riparian Ecosystems measured in acres ofriparian ecosystems within the disturbance limits

The normalized rank scores were calculated for two groups of Alternatives All initial corridors MO AlP and 1-5 Action Alternatives and all ultimate corridor alternatives MO AlP and 1-5 Alternatives

Therefore for the AlO AlP and 1-5 Alternatives normalized rankings when compared to the initial and the ultimate corridor alternatives are provided

Defined as the number of acres of coastal sage scrub within the disturbance limits of the Alternative Rankings are shown in The lower the ranking number the better the performance of the Alternative for this measure

Defined as the number of areas within the disturbance limits of the alternatives documented as individual gnatcatchers use areas Rankings are shown in The lower the ranking number the better the performance of the Alternative for this measure

Defined as the percent of each day that traffic on 1-5 operates under congested conditions in 2025 Rankings are shown in The lower the ranking number the better the performance of the alternative for this measure

Defined as the total hours of vehicle travel time saved per day expressed in thousands of hours Rankings are shown in The lower the ranking number the better the performance of the alternative for this measure

Defined as the number ofresidential units within the disturbance limits that would be acquired and removed by the alternative Rankings are shown in The lower the ranking number the better the performance ofthe alternative for this measure

Defined as the creation of new iifrastructure across community and acquisition of residential units in that community resulting in disruption of an existing community and division of the community by new infrastructure

Project costs include right-of-way mobilization clearing/erosion control grading roadway structures drainage utilities and other development costs including final design and estimated mitigation costs based on past mitigation costs for other TCA corridor projects Rankings are shown in

The lower the ranking number the better the performance of the alternative for this measure

Total project costs divided by total hours of vehicle travel time savings Rankings are shown in The lower the ranking number the better the performance of the alternative for this measure

There are no project costs and no travel time savings for the No Action Alternatives
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SECTION 3.0

TRAFFIC AND CIRCULATION

3.1 OVERVIEW OF THE TRAFFIC AND CIRCULATION STUDY

This Section discusses long-term traffic conditions with and without the South Orange County

Transportation Infrastructure Improvement Project SOCTIIP It also discusses potential short-term

adverse impacts associated with the construction of each of the SOCTIIP build Alternatives The traffic

and circulation study conducted for the SOCTIIP addressed future transportation needs in south Orange

County It involved comprehensive analysis of future transportation improvement alternatives with the

basic goal of providing adequate capacity to serve future needs This Section describes and summarizes

the process and the results of that comprehensive analysis The complete SOCTIIP Traffic and

Circulation Technical Report Austin-Foust Associates Inc 2003 is available for review at the locations

listed in the Table of Contents

The information presented here generally follows the steps involved in the SOCTIIP traffic and

circulation study and comprises the following subject areas

Transportation setting

Future traffic demands

Future deficiencies with currently planned transportation improvements

Analysis of transportation improvement alternatives

The following discussion briefly describes each of these four subject areas and detailed information on

each of these subject areas follows in the remainder of this Section

3.1.1 TRANSPORTATION SETITING

The existing transportation setting is described in Section 3.2.4 and existing traffic conditions are

described in Section 3.4.1 In addition to an assessment of existing conditions there are number of

basic assumptions and specifications that provide the technical foundation for comprehensive traffic and

circulation analysis These assumptions include the transportation system that could evolve over time

and regional and sub-regional influences on future travel in south Orange County Specifications include

the study area used in the traffic and circulation analysis the methodology under which future traffic

demands were determined and the performance measures for evaluating future traffic demands in relation

to the future transportation system This transportation setting information is presented in Section 3.2

Methodology and Assumptions for Operations

3.1.2 FUTIJRE TRAFFIC DEMANDS

The long-range horizon for transportation planning work carried out the County of Orange is year

2025 therefore the traffic and circulation study used 2025 as the forecast year for analyzing future traffic

demands Countywide demographic forecasts for this year and 2025 forecasts of traffic on Interstate

at the Orange County/San Diego County border formed the basis for the travel demand forecasts in the

area that was studied The 2025 growth forecasts were translated into traffic volumes on the study area

circulation system using traffic forecasting model The traffic forecast information produced by the

traffic model includes

Average daily traffic ADT volumes on freeways tollways and arterial roads

Peak hour volumes on freeway and toliway segments and on interchange ramps

Peak hour turn movement volumes at arterial and ramp intersections

iCAS3IFina/ SEIR\Fna/ EISSEIR\Section 3.O.doc J1/2 /O5 3-1

November 2005



SOCTIJP EIS/SEIR Section 3.0

The basis for these forecasts is discussed as part of the transportation setting in Section 3.2.6 Background

Assumptions for Operations and the 2025 traffic forecasts are introduced in Section 3.4 Operations

Analysis Results

3.1.3 DETERMINATION OF IMPACTS

The impact analysis was prepared using two baseline scenarios the existing baseline condition and the

future planned baseline condition The first baseline scenario utilizes the existing traffic conditions at the

time of publication of the Notice of Preparation in 2001 The second baseline scenario represents the

future planned conditions in 2025 under the No Action Alternative This baseline incorporates the

existing and planned roadway improvements that are committed to be funded or are planned to be funded

by 2025

Both of the baseline conditions described above are compared to the projected traffic conditions in 2025

with build Alternative This comparative analysis evaluates the traffic on the existing traffic circulation

system against the future projected traffic conditions with and without the project This approach allows

for the evaluation of the project impacts against both existing conditions and planned and reasonably

certain future conditions

The above analysis complies with the CEQA Guidelines provisions stating that the analysis shall examine

the existing physical condition as well as the potential future conditions in an adopted plan CEQA
Guidelines Section 15125 For purposes of identifying significant effects under CEQA the EIS/SEIIR

uses the existing conditions baseline

3.1.4 ANALYSIS OF TRANSPORTATION IMPROVEMENT ALTERNATIVES

The evaluation of the SOCTIIP build Alternatives examines future level of service LOS conditions at

specific locations on the circulation system intersections freeway/toliway ramps and freeway/tollway
mainline segments In addition to LOS based performance criteria the evaluation includes measures of

effectiveness such as congestion levels on 1-5 and the arterial road system and travel time savings The
LOS analysis shows how individual facilities would operate during peak conditions and the measures of

effectiveness consider the effectiveness of each build Alternative in relation to the
sub-regional

circulation system in south Orange County Therefore two sets of evaluation results are presented in this

Section

Beneficial and adverse LOS effects of each build Alternative at individual locations intersections

freeway/tollway ramps freeway/tollway segments

Overall measures of effectiveness for the sub-regional circulation system in south Orange County

The first addresses impact definitions as required under the California Environmental Quality
Act/National Environmental Policy Act CEQAINEPA and provides detailed

geographic-specific

comparative data The second provides broader understanding of the beneficial and adverse effects of
the various build Alternatives The beneficial and adverse effects of the build Alternatives are described
in Section 3.4.4.3 Beneficial Effects and Adverse Impacts of the build Alternatives and the measures of
effectiveness are summarized in Section 3.4.4.4 Long Range Measures of Effectiveness Mitigation
measures that address long-range adverse impacts of the build Alternatives on the study area circulation

system are summarized in Section 3.6 Long Range Mitigation Measures and special issues that were
considered in the SOCTIIP traffic and circulation study are discussed in Section 3.7 Special Issues
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3.1.5 REVIEW OF THE TRAFFIC AND CIRCULATION STUDY

The technical work carried out for the SOCTIIP traffic and circulation study has undergone extensive

review by the SOCTIIP Collaboratives independent traffic consultant DKS Associates the County of

Orange and Cities in the traffic analysis study area Additionally all agencies making up the SOCTIIP

Collaborative reviewed the methodology and findings of the study and participated in an iterative review

and refinement process These three technical review efforts have resulted in traffic study document

that has validation and endorsement from these key participants summary of pertinent points that were

addressed in this process follows

Independent Traffic Consultant Review

The traffic and circulation study was reviewed by an independent traffic consultant DKS Associates

nationally recognized firm in the area of traffic modeling and analysis The independent review focused

on the major steps involved in analyzing the SOCTIIP Alternatives with particular emphasis on the

traffic modeling procedures applied in the study The conclusion was that the methods and tools applied

in the study for travel forecasting and traffic analysis are adequate for the evaluation of the SOCTIIP

Alternatives in this EIS/SEIR In addition to reviewing the overall technical work effort several key

areas were addressed as follows

Travel Demand Model The independent traffic consultant concluded that the traffic model used for

SOCTIIP follows nationally accepted best practices in the engineering profession Model

components that were reviewed in detail included the basic traffic forecasting procedures of the sub

area travel demand model the relationship of the sub-area model to the regional travel demand model

that is maintained by the Orange County Transportation Authority OCTA and the ability for the

sub-area model to adequately forecast differences in trip distribution mode choice and traffic

assignment between the SOCTIIP Alternatives The findings of the independent traffic consultant

regarding the traffic model are discussed in greater detail in Section 3.2.2 Traffic Forecasting

Methodology

Travel Demand Model Validation The independent traffic consultant concluded that the model is

well validated and provides an acceptable level of accuracy for the SOCTIIP Alternatives analysis

process The findings of the independent traffic consultant regarding the traffic model validation and

the confidence limits of the traffic model are discussed in greater detail in Section 3.2.2 Traffic

Forecasting Methodology

Systemwide Performance Measures The independent traffic consultant concluded that the

systemwide performance measures measures of effectiveness applied in the traffic and circulation

study are adequate for comparatively evaluating the SOCTIIP Alternatives

Review by Local Jurisdictions

thorough review and evaluation of the traffic and circulation study was conducted by technical staff

from the Cities of Dana Point Mission Viejo Rancho Santa Margarita San Clemente San Juan

Capistrano and the County of Orange collectively referred to as the Cinco Cities group This peer

review was provided in response to recommendations from the independent traffic consultant DKS

Associates The review allowed the local jurisdictions to share observations that they considered would

be olbenefit to others with respect to the findings of the traffic and circulation study Specific comments

from the Cinco Cities group are summarized below but an overall conclusion was that the results do not

fully reflect the severity of existing and future traffic congestion ofT-S in the study area especially during

the peak periods Therefore the Cinco Cities group considers the benefits of the proposed Foothill

Transportation Corridor South FTC-S to be understated in the traffic study because during the peak
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periods higher volume of traffic would be diverted from the 1-5 to the FTC-S than is indicated by the

travel demand model The following are the detailed comments from the Cinco Cities group many of

which are more specific observations in support of this overall conclusion

The ADT volumes do not reflect the peak hour benefits of the FTC-S to the 1-5 The proposed FTC-S

toll road attracts the highest proportion of traffic during the peak travel periods when congestion on

the I-S is greatest It is important to emphasize the peak-hour benefit to the 1-5 with implementation

of the FTC-S toll road and not focus only on ADT volumes presented in the traffic study The Cinco

Cities group requested that exhibits be included in the SOCTIIP traffic report and in the EIS/SEIR to

clearly illustrate peak hour traffic conditions on the freeway/toll roads and major arterial highways in

the study area and to provide important information regarding the relative performance and benefits

of the toll roads in the overall circulation system

Future peak hour ICU analysis does not reflect severity of congestion that would occur at

interchanges and on the I-S The impacts on levels of service of closely spaced congested

intersections are understated in typical intersection capacity utilization ICU analysis

Observations of existing traffic conditions indicate that due to the close spacing of freeway ramp
intersections at certain 1-5 interchanges in the study area the existing and future levels of service are

worse than the traffic model predicts This results in an understatement of the benefits of the FTC-S

with respect to peak hour conditions on 1-5 because under such conditions more traffic would be

diverted to the FTC-S than is indicated in the SOCTIIP traffic and circulation study

The use of average weekday traffic in the analysis understates the benefits of the FTC-S In the

southernmost part
of Orange County weekend holiday and summer month traffic levels are

substantially higher compared to weekday traffic conditions on the I-S Because the adopted OCTA
regional travel demand model and the sub-area travel demand model that was applied in the SOCTIIP

traffic study utilizes only the lower weekday traffic volumes this results in an understatement of the

FTC-S benefits because increased congestion on I-S would divert substantially more traffic onto the

FTC-S than is being predicted by the model This observation is consistent with the qualitative

weekend traffic analysis included in the SOCTIIP traffic study which indicates that weekend traffic

volumes on 1-5 at the Orange/San Diego County border are 30 to 50 percent higher than on weekdays

The congestion analysis of 1-5 that is presented in the SOCTIIP traffic report may not fully reflect the

levels of congestion caused by high levels of truck traffic I-S is major north-south commerce

corridor in the state and carries high proportion of heavy truck traffic The segment of 1-5 in the

southern part of the study area carries considerable amount of truck traffic because I-S is the only

truck route between Orange/San Diego counties The FTC-S would provide an alternate route for

north-south commerce and provide congestion relief on 1-5 caused by the high levels of truck traffic

Congestion relief on I-S that would be provided by the FTC-S is therefore considered to be

understated in the traffic study

The I-S is the only regional transportation route for providing emergency access in south Orange

County Although emergency access is not an issue that is addressed in the SOCTIIP traffic analysis

the Cinco Cities group recognizes that the FTC-S would provide an important alternate regional route

for emergency access in the southern Orange County area

Based on its review of the SOCTIIP traffic and circulation study the Cinco Cities group also provided the

following recommendations

The Cmco Cities group recommends that the peak hour benefits of the FTC-S be emphasized in the

traffic study
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The Cinco Cities group strongly recommends that only full-length corridor alternatives that connect

to the 1-5 be evaluated in the EIS/SEIR because these alternatives provide the
greatest

traffic relief to

I-S and associated arterial roads in the study area

The Cinco Cities group also concluded that all of the short alternatives ending at Ortega Highway

Avenida Pico or Avenida La Pata have extraordinarily negative traffic and circulation impacts to the

surrounding communities without significantly relieving traffic congestion on I-S The group

therefore requested that these alternatives be dropped from further consideration in the EIS/SEIR

The conclusions and recommendations of the Cinco Cities group are presented in letter signed by all

member cities This letter dated September 10 2003 is included at the end of this Section as Exhibit

Figures tables and exhibits cited in this Section are provided following the last page of text in this

Section

SOCTIIP Collaborative

Agencies making up the SOCTIIP Collaborative reviewed various drafts of the technical material and

provided valuable input in the form of questions and suggestions Their review covered all aspects of the

traffic study including assumptions procedures and results The material presented in the technical study

reflects the input from that comprehensive review process

3.2 METHODOLOGY AND ASSUMPTIONS FOR OPERATIONS AND
CONSTRUCTION

This Section discusses the overall methodology used in the traffic study It describes the study area the

traffic forecasting methodology the performance criteria used in evaluating Alternatives and the basic

assumptions applied in the analysis

3.2.1 TRAFFIC ANALYSIS STUDY AREA

Figure 3.2-1 illustrates the study area for the traffic analysis and shows the alignments of the FTC-S

corridor the Arterial Improvements Only AIO_ and 1-5 Widening Alternatives which are discussed in

Section 3.3 Traffic Operations Analysis Scenarios The study area encompasses number of

incorporated cities in Orange County including the Cities of Mission Viejo San Juan Capistrano and San

Clemente and parts of the Cities of Rancho Santa Margarita Laguna Hills Laguna Niguel and Dana

Point Also included is the unincorporated part of Orange County from Rancho Santa Margarita to San

Clemente which encompasses the communities of Las Flores Ladera and Talega and the Rancho Mission

Viejo RMV area The study area also incorporates the northwest part of San Diego County including

part of Marine Corps Base MCB Camp Pendleton The following specific criteria were used in defining

this study area

For arterial roads the study area includes all facilities where peak hour intersection LOSs vary by one

percent or more between alternatives This is the impact threshold designated in the Growth

Management Element of the Orange County General Plan

For freeways the study area includes all facilities where peak hour volumes vary by more than three

percent between alternatives This is the impact threshold designated in the Orange County

Congestion Management ProgramCMP

Some of the SOCTIIP build Alternatives include implementing improvements on part of I-S from

Interstate 405 1-405 in the north to the Orange/San Diego County border in the south Therefore the

study area also extends north along 1-5 to the 1-405 confluence
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3.2.2 TRAFFIC FORECASTING METHODOLOGY

Traffic forecast data for the analysis was prepared using the South Orange County Sub-Area Model

SCSAM This traffic forecasting model is focused sub-area model derived from the Orange County

Transportation Analysis Model OCTAM and was specifically designed to provide detailed forecasting

capability within the SOCTIIP traffic analysis study area The SCSAM is based on OCTAM Version 3.1

OCTAM 3.1 which was adopted by the Orange County Transportation Authority OCTA in June 2001

together with set of sub-area model consistency guidelines which are outlined in the Orange County
Subarea Modeling Guidelines Manual Orange County Transportation Authority June 2001 The

SCSAM has been certified by the OCTA as being in compliance with these guidelines For complete

description of the SCSAM refer to the SOCTIIP Traffic and Circulation Technical Report Traffic

Model Description and Validation Austin-Foust Associates Inc October 2002 which is available for

review at the locations listed in the Table of Contents

For descriptive purposes the modeling processes the SCSAM can be divided into the following three

general components

Trip Generation

Trip Distribution/Mode Choice

Traffic Assignment

In the trip generation component of the traffic model the amount of vehicle traffic generated by existing

and future land use development is estimated In the SCSAM land use and demographic socioeconomic

data is specified for traffic analysis zones TAZs that have been defined throughout the SOCTIIP traffic

analysis study area Vehicle trip generation estimates for the SCSAM are then produced by applying

accepted trip generation rates

In the trip distribution/mode choice component of the SCSAM vehicle trip generation estimates are

distributed using regional travel forecast data from the OCTAM model thereby incorporating regional

trip distribution patterns into the SCSAM The regional traffic data is obtained from the OCTAM
regional model in the form of vehicle trips and hence also incorporates mode choice relationships

i.e vehicle trips transit trips etc established in the OCTAM regional model

The resulting vehicle trip patterns from the distribution component are converted to actual traffic volumes

on the roadway system in the traffic assignment component of the SCSAM The traffic assignment uses

procedures that are sensitive to the capacity of the circulation system network and which are able to

forecast peak hour and peak period AM and PM and ADT traffic volumes with reasonable reliability

The traffic forecast data produced by the SCSAM includes ADT volumes for arterial roadway and

freeway/tollway mainline segments AM and PM peak hour volumes for intersection locations on the

arterial and freeway/tollway circulation network and for freeway/tollway ramps and AM and PM peak
hour and peak period volumes for freeway/tollway mainline segments Other data generated from the

SCSAM to evaluate the performance of the circulation system includes systemwide vehicle miles of
travel VMT and vehicle hours of travel VHT and average travel times between different geographic
areas under future traffic conditions
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Confidence Limits of the Traffic Model

The Collaborative requested that the independent traffic consultant DKS Associates review the traffic

models confidence limits and provide some background information on traffic model confidence The

following summarizes the review of the independent traffic consultant in this regard

Uncertainty in traffic forecasting models such as the OCTAM and the SCSAM is known to exist in or due

to many components including land use/socioeconomic data projections highway network

representation parameter estimates and sampling error Uncertainty is also known to exist in the model

specifications formulas because they endeavor to express complex human behaviors in simple

mathematical terms Customary traffic forecasting models such as the OCTAM and the SCSAM have no

intrinsic means to quantify the amount of uncertainty in each of the various outputs that are produced by

the models e.g peak hour or daily traffic volumes on individual roadways travel times and systemwide

aggregations such as VMT and VHT It is therefore often recommended that traffic models be used to

compare and rank land use and circulation alternatives because the uncertainty of the difference between

two forecasts from model is less than the uncertainty of single forecast due to correlations However

standard practices have been established to statistically validate the results that are produced by traffic

forecasting model such as the SCSAM

The SCSAM traffic model description and validation report provides series of statistical information to

show how well the SCSAM validates to observed 2001 traffic conditions The purpose of that

information is to show model validation that achieves certain criteria with respect to the comparison

between modeled traffic volumes and actual traffic counts Validation information is provided for daily

peak period and peak hour conditions and uses modeled volume versus observed count comparisons for

individual roadways and screenlines as well as areawide comparisons by roadway types e.g

freeways/tollways divided arterials undivided arterials etc. The validation information shows that the

SCSAM is well within the recommended limits for forecasting traffic volumes at individual locations on

the study area circulation system Also an aggregate comparison of modeled volumes and observed

counts shows little bias which indicates that the SCSAM is well validated for areawide measures such as

VMT and VHT

While the confidence intervals derived from the SCSAM validation results are general measure of the

corresponding accuracy or uncertainty of the model for forecasting purposes they are applicable only to

new roadways in the study area Existing roadways which comprise most of the study area circulation

system have future volumes derived as part of post-processing step in which existing traffic count data

in combination with traffic model data is used to produce the future traffic forecasts The accuracy

limitations of the traffic model therefore apply only to the increment of traffic growth between existing

and future conditions i.e the part that is actually modeled Furthermore comparative results for

different future circulation alternatives involve even greater accuracy than absolute results because there

is no change to most of the underlying assumptions or approximations inherent in the traffic modeling

process Hence the differences in the results are primarily due to the differences in the alternatives land

use and/or circulation being tested with model approximations or uncertainties being constant The

SCSAM therefore provides an acceptable level of accuracy for the comparative evaluation of the

SOCTIIP Alternatives because the statistical uncertainty in the traffic model does not significantly affect

the comparison of the Alternatives

Induced Travel Demand

One of the issues raised by the Collaborative was how the traffic forecasting process addresses induced

travel demand Travel modelers and planners have debated the concept of induced travel for decades

both because of the difficulties in measuring it and the misunderstandings about its definition and
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components definition of induced travel demand is provided in the publication Accounting for

Induced Travel in Evaluation of Urban Highway Expansion Federal Highway Administration date

unknown which describes induced travel as generally coming from the following sources

change in trip generation for example either an increase in the number of person trips related to

development or an increase in motorized person trips per development unit

change in trip distribution for example an increase in average motorized person trip distance

change in mode choice for example an increase in share of person travel by private motorized

vehicles

change in route choice for example shift in vehicle travel to new or improved facilities from

unimproved facilities within corridor or to an improved corridor due to diversion of traffic from

other corridors

The SCSAM follows nationally accepted best practices in the engineering profession Such models are

capable of forecasting induced travel demand that may occur when accessibility is improved in

transportation corridor due to circulation system improvements in that corridor In travel demand
model such induced travel is accounted for through differences in trip distribution mode choice and

route choice between transportation alternatives demonstrating differences in trip generation due to

transportation alternatives is difficult to assess without an integrated land use/transportation model This
is typically accomplished using feedback loops in which congested roadway speeds from traffic

assignment are looped back to the trip distribution and mode choice components of the travel demand
model This feedback process is sometimes referred to as speed recycling because it uses an iterative

procedure to derive congested speeds for use in determining trip distribution and mode choice

The OCTAM 3.1 regional model provides the capability to apply feedback loops for different

transportation system alternatives The approach adopted by the OCTA is to apply feedback loops in
OCTAM 3.1 under certain specified conditions Those conditions are based on average systemwide

speeds for individual roadway classifications e.g freeways divided arterial roads and undivided arterial

roads When the speeds that are input to the trip distribution and mode choice components of the model
are more than five percent different than the speeds that are output from traffic assignment then the speed
recycling process is invoked Tests by OCTA with circulation system alternatives in the SOCTIIP study
area show the input and output speeds to be within five percent of each other Because this is less than
the threshold the evaluation of the SOCTIIP Alternatives in the SOCTIIP traffic and circulation study
used static set of OCTAM 3.1 future trip distribution patterns

In this regard the independent traffic consultant DKS Associates reviewed this aspect of the SOCTIIP
traffic and circulation study The question raised was whether feedback loops should be applied when
modeling SOCTIIP Alternatives that would have substantially different amounts of capacity on the
circulation system in the study area The OCTA was therefore asked to prepare OCTAM 3.1 sensitivity
forecasts for significantly different SOCTIIP Alternatives using trip distribution and mode choice
feedback loop process and the results were incorporated into the SCSAM The OCTAM and SCSAM
results indicated that the magnitude of improvement provided by the SOCTIIP build Alternatives for
example in terms of traffic relief on 1-5 and areawide reduction in VHT is somewhat less when using
different trip distributions based on feedback loops rather than static trip distribution However the
differences were relatively minor For example the SCSAM results indicated that the difference in the

magnitude of improvement with and without feedback loops is no more than one percent of the peak hour
or ADT volumes forecast on 1-5 and less than one percent of the VMT or VHT forecast in southern

Orange County
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These results were reviewed by the independent traffic consultant and the SOCTIIP Collaborative Based

on these fmdings and because the travel demand forecasting approach applied in the SOCTIIP traffic and

circulation study i.e without feedback loops is consistent with OCTAs accepted OCTAM 3.1

procedures it was concluded that the use of static set of trip distribution patterns is an appropriate

method for comparatively evaluating the SOCTIIP Alternatives in this EIS/SEIR

3.2.3 PERFORMANCE CRITERIA FOR OPERATIONS

The performance criteria have number of roles in the traffic and circulation study They are discussed

here under two general headings impact criteria and measures of effectiveness

3.2.3.1 Impact Criteria for Operations

In most traffic technical studies impact criteria are based on two primary measures The first is

capacity which establishes the vehicle carrying ability of road segment and the second is volume

The volume measure is either traffic count in the case of existing volumes or traffic forecast for

future point in time The ratio between the volume and the capacity gives volume/capacity V/C ratio

and based on that V/C ratio corresponding LOS is defined Traffic LOSs are designated through

with LOS representing
free flow conditions and LOS representing severe traffic congestion Traffic

flow quality for the different LOSs are described qualitatively in Table 3.2-1

Table 3.2-2 summarizes the V/C ranges that correspond to LOS through for artenal roads and

freeway segments The V/C ranges listed for arterial roads are designated in the Orange County CMP and

are also used by the County of Orange and the local jurisdictions
in the SOCTIIP study area The V/C

ranges listed for freeway segments are based on the V/C and LOS relationships specified in the Highway

Capacity Manual 2000 11CM 2000 Transportation Research Board National Research Council 2000

Edition for basic freeway sections with free-flow speeds of 105 kilometers per hour kph 65 miles per

hour mph

Both the V/C ratio and the LOS are used in identifing potential impacts Certain LOS values are deemed

acceptable by the various governing jurisdictions in the traffic analysis study area and increases in the

V/C ratio which cause or contribute to the LOS being unacceptable are defined as an adverse impact

Although ADT is useful measure to show general levels of traffic on facility and to provide data for

other related analyses
such as noise and air quality it was not used in this analysis as the basis for

capacity evaluation Traffic congestion is largely peak hour or peak period occurrence and therefore

this evaluation focuses on those parts of the day when such congestion typically occurs

When the comparison between SOCTIIP build Alternative scenario and No Action Alternative

scenario was made impacts of the build Alternative were identified using the impact criteria described in

this Section Those impacts are referred to as adverse impacts or simply impacts At the same time

the benefits of the build Alternative were identified by summarizing those locations where deficiencies in

the No Action Alternative are eliminated by the circulation facilities constructed in the build Alternative

These are considered positive impacts of the build Alternative but to avoid confusion in the use of the

term impact they are referred to as beneficial effects of the project Therefore for each build

Alternative scenario analyzed there is an accounting of both the beneficial effects and the adverse

impacts of that scenario compared to the corresponding No Action Alternative scenario

The impact criteria applied in the SOCTIIP traffic and circulation analysis are separated according to

three fundamental components of the circulation system freeway/toliway mainline segments

freeway/tollway ramps and arterial roads Peak hour data AM and PM was used in all cases to establish
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V/C and LOS measures and to define what constitutes an adverse traffic impact The following Sections

describe the performance measures and impact criteria for these three circulation system components

Criteria for FreewayiTollway Mainline Segments

The impact analysis for freeway/tollway mainline segments was based on peak hour volumes by

direction The peak hour measure defines the V/C ratios to be used for the impact analysis It is

recognized that when peak hour V/C ratio for freeway segment exceeds the theoretical and practical

maximum V/C of 1.0 the actual demand cannot be accommodated during the peak hour In such cases it

was assumed that the excess peak hour demand will spread into peak period that lasts more than one

hour meaning that more motorists will try to travel before or after that peak hour The degree to which

congestion spreads into the peak period is one of the measures of effectiveness that was used in the

overall evaluation of the performance of the SOCTIIP Alternatives

Capacities for calculating peak hour V/C ratios for freeway and tollway mainline segments are based on

information contained in the Highway Design Manual Caltrans July 1995 and have been verified

through discussions with Caltrans staff in 2002 and 2003 The Caltrans manual cites 2000 vehicles per

hour per lane vphpl as the ideal maximum capacity for mixed-flow mainline freeway lanes operating at

LOS This capacity is consistent with all national standards and planning procedures that have been

established for conducting freeway analysis including the procedures prescribed in the 11CM 2000

Transportation Research Board National Research Council 2000 Edition The 2000 vphpl Gapacity is

therefore considered reasonable to apply in the analysis of mixed-flow general purpose mainline

freeway or tollway lanes in the SOCTIIP study area Consistent with Caltrans guidelines for high

occupancy vehicle HOV facilities desirable operating capacity of 1600 vphpl is applied for one-

lane buffer-separated HOV facility and desirable operating capacity of 1750 vphpl is applied for two-

lane buffer-separated HOV facility in which passing is allowed These HOV capacities which are lower

than the capacity for mixed-flow freeway/tollway lane reflect Caltrans objective for HOV facilities to

operate better than LOS

The capacity of freeway auxiliary lane depends on several factors Auxiliary lanes are typically

implemented to preserve standard freeway capacities at locations where the geometric design is below

standard for example between interchanges that are spaced less than 1.6 kilometers km 1.0 miles mi
apart or where heavy on/off ramp volumes occur between interchanges While an auxiliary lane can
increase the overall capacity of mainline freeway segment the practical increase depends on such
factors as the length of the auxiliary lane and the on/off ramp volumes at the beginning and end of the

auxiliary lane Based on discussions with Caltrans staff method by which the capacity of an auxiliary
lane varies according to these factors was developed

The capacity assumptions for freeway/tollway mixed-flow HOV and auxiliary lanes are summarized in

Table 3.2-3 together with the overall impact criteria for analyzing freeway/toliway mainline segments in

the traffic analysis study area When evaluating existing freeway/tollway conditions based on traffic

count data the V/C and LOS criteria are applicable only in situations where the observed traffic volume
occurs in stable flow Freeway/tollway capacities can be substantially reduced under unstable congested
conditions in which less traffic is accommodated than under ideal freeway operating conditions The
LOS performance standard in Table 3.2-3 has been established by Caltrans as the operating standard for

freeway/toliway mainline segments and is also consistent with the LOS standard specified in the Orange
County CMP for CMP facilities

TCA53J Final SEiRFjna/ EIS-SEJRSectjon O.doc Ii23/O5

November 2005



SOCTHP EIS/SEIR Section 3.0

Criteria for Arterial Roads

For the arterial system the peak hour was the time period used for impact evaluation and number of

techniques are available to establish suitable V/C ratios and to define the corresponding LOSs These

defmitions and procedures are established by individual local jurisdictions or by regional programs such

as the CMP and the countywide Growth Management Plan GMP

For the SOCTI1P traffic and circulation study the analysis of the arterial road system was based on

intersection capacity because this is the defining capacity limitation on an arterial highway system There

may be exceptions where certain facilities have long distances between signalized intersections but in the

SOCTIIP traffic analysis study area peak hour intersection performance is the most representative

measure for evaluating the arterial road system The intersection capacity utilization ICU methodology

is applied using peak hour turn movement volumes and given intersections geometric configuration

The ICU ranges that correspond to LOSs through are the same as the V/C ranges shown for arterial

roads and intersections in Table 3.2-2

The jurisdictions in the SOCTIIP study area have established arterial intersection LOS standards that

serve both as guideline for evaluating observed traffic conditions and as target or goal when

evaluating future development plans and circulation system modifications They have also adopted

various parameters for calculating ICU values and thresholds for identifying adverse ICU impacts These

standards and parameters have been incorporated into the intersection performance criteria described

here

The ICU calculation methodology and associated impact criteria applied for the SOCTIIP study area

arterial system are summarized in Table 3.2-4 Most local jurisdictions in the study area utilize LOS

ICU not to exceed 0.90 as the accepted standard Exceptions are noted Table 3.2-4 for local

jurisdictions that accept different LOS standard for certain section of road and for CMP locations that

have different LOS standard

Criteria for Freeway/Tollway Ramps

The peak hour is the time period typically used by Caltrans for impact evaluation of freeway and toliway

interchange ramps For the SOCTIIP traffic and circulation study LOSs for freeway and tollway ramps

in the traffic analysis study area were based on AM and PM peak hour V/C ratios Carrying capacities for

the various ramp configurations that either exist or are anticipated on the freeway/toliway system in the

traffic analysis study area are based on infonnation in the Highway Design Manual Caltrans July 1995

and the Ramp Meter Design Manual Caltrans January 2000 and have been verified through discussions

with Caltrans staff

The capacities
for calculating ramp V/C ratios are summarized in Table 3.2-5 along with the overall

impact criteria for freeway/tollway ramps in the study area Capacities are listed for two basic types of

interchanges freeway or tollway to arterial road and freeway to freeway or toliway For SOCTHP

Alternatives where confluence is proposed between the FTC-S toliway and 1-5 the freeway to freeway

or tollway ramp capacities were applied to analyze the performance of the confluence ramps The LOS

performance standard listed here has been established by Caltrans as the operating standard for

freeway/toll way ramps

3.2.3.2 Measures of Effectiveness

The primary purpose of the measures of effectiveness is to enable comparisons to be made among the

SOCTIIP Alternatives The measures involve systemwide statistics such as vehicle miles and vehicle
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TCA53 \FinaI SEIR\Fina EIS-SEIR\SCCliOfl
3.0 doc I/23/05

November 2005



SOCTIIP EIS/SEIR Section 3.0

hours of travel facility specific statistics such as congestion levels on 1-5 and the arterial roadway system

in the study area and point to point travel time statistics All provide some form of statistical basis for

comparing how vehicles using the transportation system respond to the various SOCTIIP Alternatives

The following Sections highlight the key features of each of these measures

VMT and VHT Statistics

Systemwide VMT and VHT estimates are derived by the SCSAM traffic model as part of the traffic

forecasting process The VMT statistic generally indicates the overall amount of traffic on the

circulation system The VHT statistic gives the total amount of time spent on the system and is an

indicator of the general level of congestion on the circulation system For instance reduction in VHT
between two Alternatives represents the systemwide travel time savings from the congestion relief

provided by the Alternative with the lower VHT

Congestion Statistics

One technical issue in evaluating system performance based on peak hour conditions is understanding the

implications of V/C ratio exceeding 1.0 particularly on the freeway system future traffic demand

forecast for facility can result in V/C value greater than 1.0 even though the volume cannot physically

exceed the capacity apart from short-term fluctuations in the real world Therefore the traffic modeling

and the evaluation of the results take into account what can be anticipated to happen when future peak

hour demand exceeds the capacity of the freeway system I-S in this case and traffic diverts to other

facilities e.g toll road and/or parallel arterial road or spreads into longer peak period

The effectiveness measure applied in the traffic and circulation study evaluated peak spreading on 1-5 in

the study area For each SOCTIIP Alternative the duration of congested flow during the AM and PM
peak periods and the corresponding proportion of daily traffic that is forecast to experience congested
conditions was determined for each segment of 1-5 in the study area This enabled the amount of VMT
that occurs under congested conditions to be calculated for individual segments of I-S and summed for the

length of I-S that is in the study area The resulting estimate of the percent of daily VMT on I-S in the

study area that is forecast to occur under congested conditions was used as comparative statistic in the

measures of effectiveness

Congestion statistics were also used as measure of effectiveness for the arterial road system in the study
area To derive this statistic peak hour ICU values for each SOCTIIP Alternative were converted to
estimates of equivalent vehicle delay The resulting delay estimates were then summed for arterial

intersections throughout the study area resulting in an estimate of total hours of vehicle delay on the
arterial system for each Alternative Because the number of signalized intersections varies among the
scenarios this statistic was summarized only for set of major intersections that is common to each of the
analysis scenarios thereby enabling true comparative evaluation to be conducted among the
Alternatives

Travel Time Statistics

For this measure of
effectiveness comparisons between the SOCTIIP Alternatives were made for point to

point travel times with particular emphasis on I-S trips across the Orange County/San Diego Countyborder This statistic was expressed in terms of average peak hour travel times between the county lineand local geographic areas in Orange County as well as regional areas beyond Orange County e.g LosAngeles Riverside San Bernardino and Ventura Counties
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3.2.4 EXISTING TRANSPORTATION SYSTEM

The existing highway network in the SOCTIIP traffic analysis study area is shown in Figure 3.2-2 For

arterial roads in the study area the number of existing mid-block travel lanes are shown along with the

classification of each road e.g major arterial primary arterial secondary arterial etc as currently

designated in the Orange County Master Plan of Arterial Highways MPAH For the freeway and

tollway facilities in the study area the number of existing general purpose HOV and auxiliary lanes for

each freeway/toliway segment are noted The existing highway network described here is based on

2000/2001 conditions because the existing traffic volume data applied in the traffic and circulation study

was collected in 2000/2001 Since that time some circulation system improvement projects that are not

reflected in the existing highway network presented here have been completed in the study area Those

recently constructed improvement projects are discussed in Section 3.2.5 Future Transportation System

3.2.5 FUTURE TRANSPORTATION SYSTEM

number of transportation planning programs currently in place provide direction for planning

developing operating and maintaining the highway circulation system in southern California At the

regional level the Regional Transportation Plan RTP provides long range circulation plan for the

regional circulation system The RTP focuses on regional transportation improvements such as freeway

widening HOV system enhancements and freeway interchange improvements The long-range

circulation plan for the arterial system in Orange County is defined by the MPAJ-I This represents the

arterial highway system in the Circulation Element of the County General Plan and the arterial street

components are included in the General Plan Circulation Elements of the local jurisdictions in Orange

County The MPAH also identifies the existing and proposed regional freeway and toll road

components of the circulation system The long-range analysis for the SOCTIIP used two levels of future

circulation system improvements The first assumes implementation of only those MPAI-I and RTP

improvements that are currently funded andlor committed and the second assumes additional

improvements with complete build out of the MPAH and RTP

The committed improvements include those that are in Capital Improvement Program CIP of local

jurisdiction in the study area or projects that are currently funded by Caltrans Also included are

improvements that have reasonable assurance of being built prior to 2025 by specific funding source

such as the City of San Juan Capistranos Reimbursement Agreement and Nexus Fee Program and the

City of San Clementes Regional Circulation Financing and Phasing Program RCFPP In addition

improvements that are part
of conditions of approval for development that is included in the long-range

demographic data forecasts i.e OCP-2000 projections are also assumed to be committed

Figure 3.2-3 illustrates the committed highway network in the SOCTIIP traffic analysis study area

detailed list of the improvements contained in the committed network together with the source of funding

or source of commitment is provided in Section 3.4 Future Circulation System in the SOCTIIP Traffic

and Circulation Technical Report The major roadway improvements that are committed include

widening of Crown Valley Parkway east of I-S and construction of the 1-5/Avenida Vista Hermosa

interchange which was completed in 2002 Improvements planned for the State Route 73 SR-73 and

State Rout 241 SR-241 toll roads as part of the Foothill/Eastern Transportation Corridor Agency CIP are

also included

Because the existing traffic count data used in the traffic and circulation study was collected in

2000/2001 circulation system improvements constructed in the study area since that time are treated as

future committed improvements in the study In addition to the 1-5/Avenida Vista Hermosa interchange

other improvements constructed in the study area since 2000/2001 include the construction of northbound

and southbound auxiliary lanes on I-S between Avenida Pico and Avenida Vista Hermosa which were
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constructed in association with the 1-5/Avenida Vista Hermosa interchange and the improvement of

northbound 1-5 between Alicia Parkway and Lake Forest Drive

Figure 3.2-4 which shows the highway network based on build out of the MPAH and RTP highlights the

additions/improvements that are not included in the committed network i.e future improvements that are

labeled as non-committed list of the non-committed freeway and arterial improvements that are

planned in the study area can also be found in Section 3.4 in the SOCTIIP Traffic and Circulation

Technical Report The major non-committed MPAH improvements include the eastward extension of

Crown Valley Parkway to Coto de Caza and the southward connection of Avemda La Pata into San

Clemepte Also included are non-committed 1-5 freeway improvements that are identified in the RTP or

the 1-5 Route Concept Report Caltrans April 2000

3.2.6 BACKGROUND ASSUMPTIONS FOR OPERATIONS

The following Sections discuss other assumptions that are pertinent to the SOCTIIP traffic and circulation

analysis such as land use and associated traffic demand and future traffic growth on I-S at the Orange
County/San Diego County border

3.2.6.1 Orange County Land Use and Traffic Demand

The adopted land use and development growth projections for Orange County are the OCP-2000 which
cover five year intervals from 2000 to 2025 The OCP-2000 year 2025 projections provide the primary

set of demographic data applied in the SOCTIIP traffic and circulation analysis with the exception of the

Cities of Mission Viejo San Juan Capistrano and San Clemente and the unincorporated community of

Ladera where General Plan land use data was available As can be seen from summaries provided in

Section 3.3 Existing and Future Land Use in the SOCTIIP Traffic and Circulation Technical Report
that build out land use data is consistent with OCP-2000 i.e they are minimally different

Table 3.2-6 summarizes the growth in population residential dwelling units dus employment and ADT
projections for southern Orange County including the SOCTIIP traffic analysis study area and for

Orange County as whole By 2025 south Orange County is projected to experience 25 percent
increase housing 51 percent increase in employment and 35 percent increase in ADT demand
compared with countywide increases of 14 percent 36 percent and 20 percent in housing employment
and ADT respectively

RMV Development Plans

Rancho Mission Viejo LLC
recently filed development plan application with the County of Orange for

9254 hectare ha 22850 acre ac undeveloped area in the central part of the traffic analysis study
area This application includes development plan of 14000 dus together with amendments to theMPAH Based on direction from the County of Orange this filed plan is being included in transportation
planning work in south Orange County in addition to the adopted OCP-2000 data

For the SOCTIIP traffic analysis several future land use assumptions were used for the unincorporatedRancho Mission Viejo RMV area This approach was needed because several of the SOCTIIP build
Alternatives traverse the unincorporated RMV area and it is important to assess the perfonnance of the
Alternatives in relation to different land uses in this area because it is the largest un-entitled property in
southern Orange County Four levels of development for the undeveloped RMV area were studied The
first is based on the approximately 21000 dus in the OCP-2000 projections and

represents the currently
adopted forecasts for the RMV area The second is based on the 14000 du development plan filed by theRMV Company third assumes development at the intensity permitted under the existing General Plan
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zoning designation which would allow for the development of approximately 6250 dus in the RMV area

fourth assumes no future development in the undeveloped RMV areas Table 3.2-7 summarizes the

population residential du employment and ADT statistics for each of the four levels of development in

the RMV area and Table 3.2-8 summarizes the ADT under the proposed RMV plan in comparison with

existing and future ADT levels in southern Orange County and countywide Based on the traffic growth

projections in Table 3.2-8 the 184100 ADT projected to be generated by the future development of the

RMV area under the proposed RMV plan represents 16% and 4% respectively of the projected

1119200 ADT growth in traffic 4342400 ADT in year 2025 minus 3223200 ADT in year 2000 and

the 4342400 ADT total traffic in southern Orange County and less than 1% of the projected 20525000
ADT total traffic countywide Because the remaining southern Orange County and countywide land use

and traffic growth outside the RMV area are components of existing general plans for the affected

jurisdictions no scenarios were analyzed that were inconsistent with those adopted growth scenarios

The proposed RMV plan also includes proposed roadway plan that modifies the current MPAH plan in

the RMV area Under the proposed RMV plan Ortega Highway between Antonio Parkway and the

eastern boundary of RMV would be downgraded on the MPAH to two-lane roadway its current

configuration and replaced by new more northerly east-west route Also the easterly extension of

Crown Valley Parkway between Antonio Parkway and Coto de Caza Drive would be deleted from the

MPAH Additional roadways designed to provide access between the land uses associated with the

14000 du proposed RMV plan and the surrounding MPAH circulation system would also be provided

detailed description of the circulation system assumed under the 14000 du proposed RMV plan is

provided in Section 3.4.1 Future Rancho Mission Viejo Circulation System in the SOCTIIP Traffic and

Circulation Technical Report

3.2.6.2 1-5 Traffic Demand at the San Diego County Border

The amount of future traffic on I-S at the Orange County/San Diego County border has been the subject

of considerable study over the years The OCTA developed the most recent traffic forecasts on I-S at the

county border in coordination with the San Diego Association of Governments SANDAG the Southern

California Association of Governments SCAG and Caltrans

volume of 201000 vehicles per weekday is forecast on I-S at the Orange County/San Diego County

border in 2025 compared to an existing 2000/2001 traffic count of 126000 vehicles per weekday

Approximately 58 percent of the existing and future I-S traffic at the county border is projected to travel

to and from Orange County and approximately 16 percent around one quarter of the 58 percent is

destined to the SOCTIIP traffic analysis study area i.e southern Orange County The 16 percent was

found to remain relatively constant in each of the four RMV development plans that were analyzed

indicating that only small portion of the I-S traffic at the county border is to or from that area The

remaining 42 percent of I-S traffic at the county border is projected to travel beyond Orange County

i.e to and from the Counties of Los Angeles Riverside San Bernardino and Ventura

3.2.7 INTRODUCTION AND OVERVIEW FOR CONSTRUCTION RELATED TRAFFIC

This Section also assesses the potential traffic related impacts that could occur temporarily during

construction of the SOCTIIP build Alternatives These would be potential impacts associated with the

movement of construction equipment and workers to and from work sites materials movement and

diversion of traffic from roads and freeways on which construction will be occurring The SOCTIIP build

Alternatives involve the construction of major new roads improvements to existing roads bndge

modifications and construction and arterial road improvements within potentially complex construction

schedule over several years The SOCTIIP build Alternatives involve wide variety of construction

locations in south Orange County between Oso Parkway and the Orange County/San Diego County
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boundary at 1-5 This analysis specifically addresses the potential for short impacts and mitigation for

traffic associated with construction activity during building of the SOCTIIP Alternatives The study area

for construction traffic impacts assessment is shown on Figure 3.2-1

Based on review of available projected traffic volumes and construction activity details the level of detail

of construction activity information necessary to conduct intersection level or link LOS analyses

quantitatively is not well defined at this time wide variety of possibilities on how construction will

occur for any given SOCTIIP build Alternative including whether or not design/build contracts will be

used the sources and time frames associated with obtaining funding the viability of and periods when

nighttime construction would occur inter-agency cooperation and agreement and contractors options for

completing the work create To adequately describe construction impacts quantitatively precise

information regarding work tasks phasing timing of each construction work task import and export

quantities specific work hours and details on construction worker activities and equipment movements

are required to assess distributions to the road network and related LOS intersection and link calculations

which would customarily be done for peak month worst case analysis period

Recognizing these limitations this technical analysis focused on qualitative approach to describing the

potential construction related traffic impacts of the SOCTIIP build Alternatives with particular emphasis

on defining how detailed Construction Traffic Management Plan CTMP prepared during final design
should direct itself toward mitigating as many impacts as possible within the physical limitations of the

road networks and the traffic technology available to resolve issues

The construction of the SOCTIIP build Alternatives would result in short-term adverse impact related to

traffic if it

Causes an increase in traffic which is substantial in relation to the existing traffic load and capacity of

the street system resulting in substantial increase in either the number of vehicle trips the volume
to capacity ratio on roads or congestion at intersections

Exceeds either individually or cumulatively level of service standard established by the county
congestion management agency for designated roads or highways

In Orange County LOS is generally considered the limit of acceptable peak hour intersection

operations while LOS is generally considered acceptable for arterial roads Based on the Orange
County Congestion Management Program CMP project that results in intersection LOS or worse or
arterial road segment LOS or worse would be considered to result in an adverse traffic impact This
CMP standard is proposed to be used as the performance criterion to assess whether the construction of
the SOCTIIP build Alternatives would result in adverse impacts and the ability of mitigation to

substantially reduce or avoid those short-term adverse traffic impacts

Tables 3.2-1 and 3.2-2 define the LOS and V/C ranges used in the traffic analysis Tables 3.2-3 3.2-4
and 3.2-5 summarize the key performance criteria which were used in the traffic analysis for the SOCTIIP
Alternatives and which are also applicable to customary traffic analysis of the short-term traffic
associated with construction activity The application of performance criteria for this analysis of short-
term traffic impacts was conducted in the context of professional qualitative assessment of the
likelihood that adverse traffic impacts would occur based on the best available data on construction
activity for the SOCTIIP build Alternatives known at this time When the detailed CTMP is prepared
during final design it will use the criteria set forth here or approved updated changes to these criteria to
evaluate the effectiveness of the CTMP in reducing and/or avoiding construction related traffic impacts of
the SOCTJIP build Alternatives
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3.3 TRAFFIC OPERATIONS ANALYSIS SCENARIOS

This Section describes the scenarios studied in the SOCTIIP traffic and circulation analysis They

comprise combinations of land use and circulation system assumptions and were formulated in manner

that allows meaningful comparison among the SOCTIIP Alternatives The following Section describes

the SOCTIIP Alternatives and then the subsequent Section describes how the Alternatives are paired with

other sets of assumptions such as land use to give the actual scenarios that were analyzed in the SOCTIIP

traffic and circulation study

3.3.1 CIRCULATION SYSTEM ALTERNATIVES

The circulation system alternatives studied in the traffic analysis are referred to formally as the SOCTIIP

Alternatives They include No Action Alternative and number of build Alternatives that involve

specific additions or improvements to the circulation system in southern Orange County Table 3.3-1

summarizes the SOCTIIP Alternatives for which traffic and circulation analysis results are presented in

this Section The basic characteristics of these Alternatives are described below

3.3.1.1 No Action Alternative

The No Action Alternative assumes that the circulation system in southern Orange County is developed

consistent with current adopted regional sub-regional and local transportation plans with the exception

that the existing FTC is not extended south of its existing terminus at Oso Parkway the FTC-S is

currently included in the adopted transportation plans for southern Orange County As discussed further

in Section 3.3.2 Analysis Scenarios for Operations the No Action Alternative was included in several

analysis scenarios involving different land uses in the RMV area and different circulation system

assumptions committed network versus build out of the MPAH Therefore while this SOCTIIP

Alternative is the No Action Alternative with respect to SOCTIIP project the No Action Alternative

was studied with several traffic and circulation analysis scenarios

3.3.1 .2 Build Alternatives

total of eight SOCTIIP build Alternatives are analyzed in this Section They are six Alternatives with

FTC-S toll road corridor and two Alternatives without toll road corridor In four of the build

Alternatives that include toll road corridor the existing FTC is fully extended south of its existing

terminus at Oso Parkway to 1-5 The alignments that incorporate the full extension of the FEC are the

FEC-M FEC-W A7C-FEC-M and CC Alternatives In the other two build Alternatives that have toll

road corridor the FTC extends to Avenida La Pata in the City of San Clemente These alignments

include the A7C-ALPV and CC-ALPV Alternatives

The two build Alternatives without toll road corridor propose improvements beyond those in the

adopted transportation plans for southern Orange County but with no FTC-S toll road The AIO

Alternative proposes arterial road improvements beyond those shown in the MPAH and the I-S

Alternative assumes the widening of I-S HOV and mixed-flow lanes

3.3.2 ANALYSIS SCENARIOS FOR OPERATIONS

number of long-range scenarios for the No Action Alternative and each of the build Alternatives listed

in Table 3.3-i were analyzed based on 2025 traffic conditions The purpose of analyzing multiple

scenarios for each Alternative is to provide an understanding of how the transportation system will

respond to the various Alternatives under different background conditions The analysis scenarios were

based on the following circulation system and RMV development level assumptions
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Scenario Conmiitted circulation system with 14000 du proposed RMV plan

Scenario Committed circulation system with 21000 du OCP-2000 plan for RMV
Scenario Build out circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system with 21000 du OCP-2000 plan for RMV
Zero du scenario No future development for RMV area

6250 du plan scenario Build out of the existing general plan for RMV area

The last two bullets the zero du plan that assumes no future development in the RMV area and the

6250 du plan existing General Plan development plan for the RMV area were addressed as special issues

and are discussed in Section 3.7 Special Issues

The following Sections describe the scenarios that were analyzed for the SOCTIIP No Action and build

Alternatives

3.3.2.1 No Action Alternative Analysis Scenarios

The No Action Alternative was analyzed with each of the first four scenarios listed above These four

scenarios provide type of baseline for the overall traffic analysis in that they portray future conditions

in which only committed improvements are built or in which committed plus MPAH/RTP improvements
are built but without the FTC-S extension As demonstrated later in Section 3.4.3 Long Range Traffic

Conditions No Action Alternative the regional circulation system will not be adequate to meet traffic

demands or applicable perfonnance criteria under any of the above described No Action Scenarios

3.3.2.2 Build Alternative Analysis Scenarios

The SOCTIIP build Alternatives represent different ways of alleviating the deficiencies that occur under
the No Action Alternative range of scenarios was analyzed for each build Alternative and in pairing
each build Alternative with appropriate land use/circulation scenarios certain long-range scenarios are
less likely to occur by 2025 than others and therefore were not included in the analysis For example it
is likely that most if not all of the MPAH and RTP systems will be built by 2025 in concert with the
development growth that is

projected to occur by that timeframe so scenarios based on committed
improvements only are unlikely for 2025 Similarly the two scenarios that assume the 21000 du OCP2000 development plan for RMV Scenarios and are not likely to occur because the landowner hassubmitted plans for

substantially fewer dus 14000 Scenario committed circulation system and21000 du plan for RMV is the least likely of the four scenarios and was therefore only analyzed forthe No Action Alternative and not carried through into any of the build Alternative scenarios
Accordingly the scenarios that were analyzed for the build Alternatives are as follows

FEC-M CC A7C-FEC-M and I-S Alternatives

Scenarios and

CC-ALPV Alternative

Scenarios and
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AJO Alternative

Scenarios and

As shown here Scenario committed circulation system and 14000 du proposed RMV plan was

analyzed for all the Alternatives with the exception of the AlO Alternative because the ATO Alternative

includes and/or expands on non-committed MPAH roadway improvements in the SOCTIIP study area it

is not logically paired with the committed circulation system Scenario build out circulation system

and 14000 du proposed RMV plan is featured in all these analysis scenarios because it is considered the

most likely of the four scenarios

Separate traffic analyses were not carried out for build Alternatives that provide essentially the same

connections to the circulation system and therefore result in the same future traffic conditions The build

Alternatives that fall into this category are as follows

FEC-W Alternative same future traffic conditions as the FEC-M Alternative

A7C-ALPV Alternative same future traffic conditions as the CC-ALPV Alternative

The traffic analysis evaluated each of the build Alternatives in comparison to the No Action Alternative

In these comparisons build Alternative scenario was compared with No Action Alternative with the

same land use/circulation scenario For example build Alternative scenario assuming the committed

highway network and the 14000 du proposed RMV plan was compared with No Action Alternative

scenario with those same assumptions The comparisons therefore show only the effect of the roadway

facilities added in that build Alternative

3.4 OPERATIONS ANALYSIS RESULTS

This Section discusses the findings of the traffic and circulation analysis for operations under the various

SOCTIIP Alternatives Existing conditions are first described followed by results for the various 2025

analysis scenarios described in Section 3.3 Traffic Operations Analysis Scenarios

3.4.1 EXISTING TRAFFIC CONDITIONS

Existing traffic conditions in the traffic analysis study area were analyzed based on traffic count data

collected in late 2000 and early 2001 Figure 3.4-1 illustrates the locations where the existing weekday

peak hour AM and/or PM LOS is worse than the LOS standards that have been adopted by the various

jurisdictional agencies in the study area The existing deficiencies are

Three segments of 1-5 Oso Parkway to El Toro Road

12 freeway/tollway ramps nine 1-5 ramps and three SR-241 ramps

10 intersections six arterial-to-arterial and four arterialto-freeway/tOllWay ramps

Figure 3.4-2 illustrates existing weekday peak hour AIM and PM traffic conditions on the

freeway/toll way system and main arterial roadways in the study area In Figure 3.4-2 traffic conditions

on the freeway/toliwaY system are expressed in terms of hours of congestion and traffic conditions at

freeway/toliway interchanges and arterial intersections are expressed as the percentage of available

existing capacity that is used by existing traffic Under existing 2000/2001 traffic conditions

congestion occurs during the peak hours on I-S north of Oso Parkway Also one or more ramps and/or

ramp intersections at the I-S interchanges at Oso Parkway Crown Valley Parkway Ortega Highway and
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Avemda Pico operate over capacity in one or both of the peak hours as does the intersection of Ortega
Highway and Antonio Parkway/La Pata Avenue

Section 3.2 Existing Traffic Conditions in the SOCTIIP Traffic and Circulation Technical Report
provides more detailed discussion of the 2000/2001 existing traffic conditions in the SOCTIIP study
area Section 4.3.2 1-5 Congestion in the Study Area in the SOCTIIP Traffic and Circulation Technical

Report describes the methodology applied to estimate the duration of congestion on freeway/toliway
mainline segments

3.4.2 ANALYSIS OF ALTERNATIVES WITH EXISTING CONDITIONS AS THE BASELINE
FOR IMPACT ASSESSMENT

This Section summarizes the results of an analysis in which traffic conditions under the SOCTIIP build

Alternatives are analyzed against baseline of existing traffic conditions As discussed in Section 3.4.1

Existing Traffic Conditions traffic count data and associated levels of service for 2000/2001 provide

description of traffic conditions for that point in time The existing conditions baseline analysis

compares each of the SOCTIIP build Alternatives that are evaluated in detail in this EIS/SEIR to this

baseline To ensure that build out conditions are accurately portrayed each build Alternative is analyzed
with appropriate land use and infrastructure assumptions Impacts are assessed by comparing traffic

volume data and levels of service that would result from each build Alternative with traffic volumes and
levels of service under existing conditions The following Sections discuss the relevant information and

provide this comparison

ADT Traffic Volumes

Table 3.4-1 summarizes existing 2000/2001 ADT volumes and ADT volumes under each of the build
Alternatives for various segments of I-S in the study area The traffic conditions resulting from the build

Alternatives which correspond to the year 2025 Scenario described earlier in Section 3.3.2 Analysis
Scenarios for Operations assume committed circulation system improvements and anticipated future
land use development including the 14000 du proposed RMV plan in the study area and surrounding
region Illustrations showing these ADT volumes for roadways throughout the study area are provided in

Appendix ADT Illustrations in the SOCTIIP Traffic and Circulation Technical Report The increases
in ADT on I-S under the build Alternatives compared to existing conditions are summarized as follows

Under the build Alternatives that include the FTC-S toll road extension from Oso Parkway to I-S with
Far East Corridor connection at I-S the FEC-M FEC-W and A7C-FEC-M Alternatives the ADT

on I-S increases by 52000 to 55000 25 to 27 percent in the vicinity of Avenida Pico by 77000 to80000 33 to 34 percent in the vicinity of Ortega Highway by 56000 to 57000 20 percent in the
vicinity of Oso Parkway and by 47000 13 percent south of the 1-5/1-405 confluence

Under the build Alternatives that include the FTC-S toll road extension from Oso Parkway to 1-5 withCentral Corridor connection at 1-5 the CC Alternative the ADT on I-S increases by 46000 22percent in the
vicinity of Avenida Pico by 78000 33 percent in the

vicinity of Ortega Highway by57000 20 percent in the vicinity of Oso Parkway and by 48000 13 percent south of the 1-5/1-405confluence

Under the build Alternatives that include the FTC-S toll road extension from Oso Parkway toAvenida La Pata the CC-ALPV and A7C-ALPV Alternatives the ADT on I-S increases by 7500036 percent in the vicinity of Avenida Pico by 88000 37 percent in the vicinity of OrtegaHighway by 62000 22 percent in the
vicinity of Oso Parkway and by 51000 14 percent south ofthe 1-5/1-405 confluence
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Under the MO Alternative the ADT on 1-5 increases by 81000 39 percent in the vicinity of

Avenida Pico by 91000 39 percent in the vicinity of Ortega Highway by 67000 24 percent in the

vicinity of Oso Parkway and by 55000 15 percent south of the 1-5/1-405 confluence

Under the I-S Alternative the ADT on I-S increases by 92000 45 percent in the vicinity of Avenida

Pico by 113000 48 percent in the vicinity of Ortega Highway by 105000 37 percent in the

vicinity of Oso Parkway and by 87000 24 percent south of the 1-5/1-405 confluence

Peak Hour Traffic Conditions

Detailed descriptions of weekday peak hour traffic conditions under the SOCTIIP build Alternatives

assuming committed circulation system improvements and anticipated future land use including the

14000 du proposed RMV plan i.e year 2025 Scenario are provided in Section 4.2 Long Range

Traffic Conditions in the SOCTIIP Traffic and Circulation Technical Report Table 3.4-2 summarizes

the locations on the study area circulation system where weekday peak hour deficiencies occur under

existing conditions and with each build Alternative based on the performance criteria described in Section

3.2.3 Performance Criteria for Operations The following summarizes the number of weekday peak

hour deficiencies under existing conditions and under the build Alternatives

Under existing conditions deficiencies occur at three segments of 1-5 12 freeway/tollway ramps

nine 1-5 ramps and three SR-241 ramps and 10 intersections six arterial-to-arterial and four arterial

to-freeway/tollway ramps

Under the build Alternatives that include the FTC-S toll road extension from Oso Parkway to 1-5 with

Far East Corridor connection at I-S the FEC-M FEC-W and A7C-FEC-M Alternatives

deficiencies occur at eight segments of 1-5 15 freeway/tollway ramps 12 I-S ramps and three SR-241

ramps and 29 intersections 20 arterial-to-arterial and nine arterial-to-freeway/tollway ramps

Under the build Alternatives that include the FTC-S toll extension road from Oso Parkway to 1-5 with

Central Corridor connection at I-S the CC Alternative deficiencies occur at seven segments of 1-5

16 freeway/tollway ramps 13 1-5 ramps and three SR-24 ramps and 27 intersections 18 arterial-to-

arterial and nine arterial-to-freeway/tollway ramps

Under the build Alternatives that include the FTC-S toll road extension from Oso Parkway to

Avenida La Pata the CC-ALPV and A7C-ALPV Alternatives deficiencies occur at 10 segments of

1-5 16 freeway/tollway ramps 13 I-S ramps and three SR-241 ramps and 34 intersections

25 arterial-to-arterial and nine arterial-to-freeway/toliway ramps

Under the MO Alternative deficiencies occur at 12 segments of 1-5 16 freeway/tollway ramps

111-5 ramps and five SR-241 ramps and 36 intersections 25 arterial-to-arterial and 11 arterial-to

freeway/tollway ramps

Under the 1-5 Alternative deficiency occurs at one segment of 1-5 11 freeway/toliway ramps eight

I-S ramps and three SR-241 ramps and 31 intersections 24 arterial-to-arterial and seven arterial-to

freeway/toliway ramps

Transportation Improvements

detailed discussion of study area transportation improvements including the identification of the

adverse impacts and beneficial effects of the build Alternatives is provided later in Section 3.4.4 Long

Range Traffic Conditions Build Alternatives and Section 3.6 Long-Range Mitigation Measures

Transportation improvements presented in those Sections address the circulation system deficiencies in

comprehensive context providing mitigation program that would be implemented with future land use

development and with implementation of selected build Alternative No additional mitigation is
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proposed for the impacts identified above impacts of the build Alternatives in comparison to existing

conditions for the following reasons

The appropriate mitigation is the implementation of the projects in the MPAI-I and RTP that are

funded or have committed funding as described in Section 3.2.5 Future Transportation System
This mitigation will occur based on existing plans and commitments separate from any SOCTIIP

project

Mitigation of these impacts is the responsibility of the other agencies or the development projects that

will occur in accordance with adopted plans policies and project approvals

comparison of project build out in 2025 to existing conditions in 2001 is not accurate or realistic

because it overlooks significant changes that occur within the 2025 planning horizon An unfair

comparison for analysis of project impacts results if it is not recognized that changes during the

planning horizon will occur due to future development and implementation of committed roadway

projects

The considerations identified in and above lead to the conclusion that it is not reasonable or

feasible to provide mitigation for SOCTITP build Alternative compared to existing conditions

Mitigation will be provided as outlined in Section 3.6 Long-Range Mitigation Measures

3.4.3 LONG-RANGE TRAFFIC CONDITIONS NO ACTION ALTERNATIVE

Four No Action Alternative scenarios were analyzed based on 2025 traffic conditions They represent

baseline starting point for the traffic and circulation analysis in that they portray future conditions in

which only committed or planned improvements are built

3.4.3.1 ADT Traffic Forecasts No Action Alternative

Table 3.4-3 summarizes existing 2000/2001 ADT volumes and 2025 ADT volumes for each of the No
Action Alternative analysis scenarios for various segments of I-S in the study area Illustrations showing
existing and 2025 ADT volumes for roadways throughout the study area are provided in Appendix
ADT illustrations in the SOCTIIP Traffic and Circulation Technical Report Under 2025 conditions

based on the No Action Alternative traffic volumes on the I-S segments in Table 3.4-3 are forecast to

increase by 56000 to 115000 ADT depending on the segment and scenario compared to existing traffic

conditions This represents increases over the existing ADT volumes on 1-5 ranging from 16 to 49

percent

3.4.3.2 Peak Hour Traffic Conditions No Action Alternative

Weekday peak hour AM and/or PM deficiencies forecast in 2025 under the No Action Alternative are
shown in Figure 3.4-3 for Scenario committed circulation system and 14000 du proposed RMV
development plan and in Figure 3.4-4 for Scenario build out circulation system and 14000 du RMV
development plan Results for Scenarios and committed and build out circulation system with the

21000 du OCP-2000 plan for RMV are provided in Section 4.2 Long Range Traffic Conditions in the

SOCTIIP Traffic and Circulation Technical Report The future circulation system deficiencies under the

No Action Alternative are

12 segments of 1-5 in Scenario and 11 segments of I-S in Scenario El Camino Real to Jumpero
Serra Road and Oso Parkway to El Toro Road
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17 freeway/toliway ramps 13 I-S ramps and four SR-24 ramps in Scenario and

14 freeway/toliway ramps nine I-S ramps and four SR-241 ramps in Scenario

41 intersections 27 arterial-to-arterial and 14 arterial-to-freeway/toliway ramps in Scenario and

27 intersections 20 arterial-to-arterial and seven arterial-to-freeway toliway ramps in Scenario

Figure 3.4-5 illustrates 2025 weekday peak hour traffic conditions on the freeway/toliway system and

main arterial roadways in the study area under the No Action Alternative and Scenario build out

circulation system and 14000 du proposed RMV development plan In Figure 3.4-5 future traffic

conditions on the freeway/tollway system are expressed in terms of hours of congestion and future traffic

conditions at freeway/toliway interchanges and arterial intersections are expressed as the percentage of

available capacity that is used

Under 2025 conditions based on the No Action Alternative and Scenario extended periods of traffic

congestion are forecast on 1-5 particularly north of Oso Parkway and from Ortega Highway to south of

Avenida Pico Although congestion is not forecast on the segment of I-S between Junipero Serra Road

and Oso Parkway the back-up of traffic caused by the congestion problems to the north and south would

likely spill over onto that stretch of I-S One or more ramps andlor ramp intersections at the I-S

interchanges at Oso Parkway Crown Valley Parkway Ortega Highway and Avenida Pico are forecast to

operate over capacity in one or both of the peak hours under 2025 conditions based on the No Action

Alternative and Scenario as are the main arterial intersections along Antonio Parkway/Avenida La Pata

from Oso Parkway to Avenida Pico

Section 4.2 Long Range Traffic Conditions in the SOCTIIP Traffic and Circulation Technical Report

provides detailed discussions of the 2025 traffic conditions under each of the scenarios that were analyzed

for the No Action Alternative Section 4.3.2 1-5 Congestion in the Study Area in the SOCTIIP Traffic

and Circulation Technical Report describes the methodology applied to estimate the duration of

congestion on freeway/tollway mainline segments

3.4.4 LONG-RANGE TRAFFIC CONDITIONS BUILD ALTERNATIVES

For each of the SOCTIIP build Alternative analysis scenarios described in Section 3.3.2 Analysis

Scenarios for Operations 2025 weekday ADT and peak hour AM and PM volumes were produced for

the study area circulation system and the forecasts were analyzed using the performance criteria

discussed in Section 3.2.3 Performance Criteria for Operations The following Sections summarize

these results

3.4.4.1 ADT Traffic Forecasts Build Alternatives

Table 3.4-4 summarizes the 2025 ADT volumes for the No Action Alternative and build Alternative

analysis scenarios Figures showing the 2025 ADT volumes for roadways throughout the study area

under the SOCTIIP Alternatives are provided in Appendix ADT Illustrations in the SOCTIIP Traffic

and Circulation Technical Report The variance in traffic forecasts for the key segments of I-S analyzed

under the No Action Alternative and the build Alternatives show that the traffic volumes are relatively

insensitive to the land use assumptions for RMV Scenarios through in each of the Alternatives

Under 2025 conditions that assume the build out circulation system and the proposed RMV development

plan Scenario the major changes in ADT on I-S for the build Alternatives compared to the No Action

Alternative are

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to 1-5 with

Central Corridor connection at I-S the CC Alternatives reduce the ADT on I-S by 31 000 in the
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vicinity of Avemda Pico by 18000 in the vicinity of Ortega Highway by 9000 in the vicinity of Oso

Parkway and by 7000 south of the 1-5/1-405 confluence

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to I-S with Far

East Corridor connection at I-S the FEC-M FEC-W and A7C-FEC-M Alternatives reduce the ADT
on 1-5 by 23000 to 26000 in the vicinity of Avenida Pico by 16000 to 19000 in the vicinity of

Ortega Highway by 9000 to 10000 in the vicinity of Oso Parkway and by 7000 to 8000 south of

the 1-5/1-405 confluence

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to Avenida La
Pata the CC-ALPV and A7C-ALPV Alternatives reduce the ADT on 1-5 by 5000 to 8000 in the

southern part of the study area and by 4000 to 5000 in the northern
part of the study area

The MO Alternative reduces the ADT on I-S by 3000 to 8000 in the southern part of the study area

and by 1000 to 3000 in the northern part of the study area

The I-S Alternative increases the ADT on I-S by 4000 to 14000 in the southern part of the study area

and by 31000 to 38000 in the northern part of the study area

For the build Alternatives that include the FTC-S toll road extension 2025 ADT volumes on the FTC-S
are summarized as follows

In the build Alternatives with the FTC-S toll road extension from Oso Parkway to 1-5 the FEC-M
FEC-W CC and A7C-FEC-M Alternatives the ADT on the FTC-S ranges from 24000 to 53000

In the build Alternatives with the FTC-S toll road extension from Oso Parkway to Avenida La Pata

the CC-ALPV and A7C-ALPV Alternatives the ADT on the FTC-S ranges from 26000 to 38000

In the build Alternatives that include the FTC-S toll road extension the ADT volumes on the corridors

generally exceed the ADT reductions on 1-5 when compared against the No Action Alternative scenarios

This is because in addition to diverting traffic from 1-5 the corridor Alternatives also divert traffic from
arterial roads in the study area that are parallel to the FTC-S

3.4.4.2 Peak Hour Traffic Conditions Build Alternatives

Year 2025 weekday peak hour traffic conditions based on Scenario build out circulation system and
14000 du proposed RMV development plan under the build Alternatives are summarized in the
following illustrations

Figure 3.4-6 FEC-M and FEC-W Alternatives

Figure 3.4-7 CC Alternative

Figure 3.4-8 CC-ALPV Alternative

Figure 3.4-9 A7C-FEC-M Alternative

Figure 3.4-10 A7C-ALPV Alternative

Figure 3.4-11 MO Alternative

Figure 3.4-12 I-S Alternative

In the figures future traffic conditions on the freeway/toliway system are expressed in terms of hours of
congestion and future traffic conditions at freeway/tollway interchanges and arterial intersections are
expressed as the percentage of available

capacity that is used Section 4.2 Long-Range Traffic
Conditions in the SOCTIIP Traffic and Circulation Technical Report provides detailed discussions of the
2025 traffic conditions under each of the scenarios that were analyzed for the build Alternatives Section
4.3.2 1-5 Congestion in the Study Area in the SOCTI1P Traffic and Circulation Technical Report
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describes the methodology applied to estimate the duration of congestion on freeway/tollway mainline

segments

The build Alternatives result in varying degrees of improvement compared to the No Action Alternative

traffic conditions presented in Section 3.4.3.2 Peak Hour Traffic Conditions No Action Alternative

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to 1-5 the FEC-M

FEC-W CC and A7C-FEC-M Alternatives and the I-S Alternative generally result in the most

substantial improvement to the congestion levels on 1-5 and to the LOSs at I-S interchanges and arterial

intersections The improvements are less substantial for the build Alternatives that include FTC-S toll

road that does not extend to I-S the CC-ALPV and A7C-ALPV Alternatives and for the MO
Alternative The specific amounts of congestion on I-S and vehicle delay on the arterial system under the

SOCTIIP Alternatives are compared as measure of effectiveness in Section 3.4.4.4 Long-Range

Measures of Effectiveness

3.4.4.3 Beneficial Effects and Adverse Impacts of the Build Alternatives

This Section summarizes the beneficial effects and adverse impacts of the SOCTIIP build Alternatives

SummarypfBeneficial Effects

As discussed in Section 3.4.3 Long-Range Traffic Conditions No Action Alternative peak hour

deficiencies are forecast throughout the study area under 2025 conditions based on the No Action

Alternative When SOCTIIP build Alternative eliminates the need for improvements that would be

required to address given deficiency under the No Action Alternative that build Alternative is

considered to have beneficial effect In this analysis beneficial effect is considered to occur at given

circulation facility if the following two conditions are satisfied

The facility is forecast to operate
at deficient LOS in 2025 under the No Action Alternative

The facility is forecast to operate
at an acceptable non-deficient LOS in 2025 under the given build

Alternative

The facilities where beneficial effects occur under the SOCTIIP build Alternatives compared to the No

Action Alternative are summarized in Table 3.4-S Table 3.4-5 lists the locations identified as having

deficiencies in the No Action Alternative and indicates under each build Alternative whether or not the

deficiency is alleviated and if so under which scenarios The 1-5 Alternative shows beneficial effects

at 38 locations or 76 percent of the 50 locations listed in Table 3.4-5 The build Alternatives that include

the FTC-S extension from Oso Parkway to I-S the FEC-M FEC-W and A7C-FEC-M Alternatives show

beneficial effects at 32 to 33 locations 64 to 66 percent of the 50 locations listed in Table 3.4-5 and the

build Alternatives that include the FTC-S extension from Oso Parkway to Avenida La Pata the CC

ALPV and A7C-ALPV Alternatives show beneficial effects at 18 locations 36 percent
of the 50

locations listed in Table 3.4-5 Beneficial effects occur at locations 12 percent of the SO locations

under the MO Alternative

Summary of Adverse Impacts

The adverse traffic impacts of the SOCTIIP build Alternatives were identified by comparing 2025 peak

hour traffic conditions based on the No Action Alternative with 2025 peak hour traffic conditions under

each of the build Alternatives facility on the circulation system is adversely impacted if the following

two conditions are satisfied
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The facility is forecast to operate at deficient LOS in 2025 under the build Alternative

Compared to the No Action Alternative the contribution to the deficient LOS by the build Alternative

exceeds the impact thresholds discussed in Section 3.2.3.1 Impact Criteria for Operations

The adverse impacts of the build Alternatives are separated into the following two categories

Direct adverse impacts

Indirect adverse impacts

This distinction is important because it affects the manner in which mitigation measures are established

The following Sections discuss these two types of adverse impacts

Direct Adverse Impacts These are adverse impacts that have some form of identifiable connection or

nexus with the circulation improvements featured in given build Alternative Typically this type of

impact occurs when the traffic causing the adverse impact uses at least part of the circulation facilities

constructed and/or improved in that build Alternative The build Alternatives that propose arterial road

improvements beyond those shown in the MPAH are examples Increased vehicle traffic on the improved
arterials will use other local arterials in the vicinity to access the improved facilities and thereby add
traffic on those other local arterials As result there is nexus between the added traffic on the

improved facility and the traffic causing an impact on those other local arterials

Indirect Adverse Impacts These adverse impacts occur as result of change in travel patterns due to

new facility that is constructed in given build Alternative While the impacts are generally small in

magnitude they are nevertheless adverse impacts under the defmed performance criteria The most

common example occurs under build Alternative in which the FTC-S diverts traffic from 1-5 thereby
reducing the level of congestion on I-S As result vehicle traffic that may otherwise avoid 1-5 would
choose to use 1-5 resulting in additional traffic at some ramps and ramp intersections serving I-S While
some I-S ramps and ramp intersections are deficient under the No Action Alternative build Alternative

may in certain cases worsen those deficiencies because of this additional traffic Because none of this

added traffic has origins or destinations in the vicinity of the circulation facilities that are constructed in
the given build Alternative the impacts of this added traffic are considered to be indirect There is no
nexus between this increased traffic and the facility being built in the given build Alternative but simply

shift in travel routing due to I-S having additional capacity compared to the No Action Alternative

Table 3.4-6 summarizes the locations where direct and indirect adverse impacts occur under the SOCTIIP
build Alternatives compared to the No Action Alternative As shown no I-S mainline segments in the
study area are adversely impacted by the SOCTIIP build Alternatives For the build Alternatives that
include the FTC-S extension from Oso Parkway to 1-5 no direct adverse impacts occur in the Alternatives
with FTC-S connection to I-S via the Far East Corridor aligmnent the FEC-M FEC-W and A7C-FEC-

Alternatives and direct adverse impacts occur at three locations in the Alternatives with FTC-S
connection to I-S via the alignment the CC Alternative For the build Alternatives that include the FTC-

extension from Oso Parkway to Avenida La Pata the CC-ALPV and A7C-ALPV Alternatives direct
adverse impacts occur at 10 locations For the build Alternatives that do not include the FTC-S toll road
direct adverse impacts occur at 19 locations under the 1-5 Alternative and 24 locations under the AlO
Alternative

Net Beneficial Effects and Adverse Impacts

The following lists the build Alternatives in general order from those Alternatives with the
highestnumber of beneficial effects and lowest number of adverse impacts to those Alternatives with the lowest
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number of beneficial effects and highest number of adverse impacts Alternatives that are listed together

have relatively the same magnitude of beneficial effects and adverse impacts

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to 1-5 the FEC

FEC-W CC and A7C-FEC-M Alternatives and the I-S Alternative

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to Avenida La

Pata the CC-ALPV and A7C-ALPV Alternatives

The MO Alternative

3.4.4.4 Long-Range Measures of Effectiveness

Various measures of effectiveness were quantified based on long-range 2025 traffic forecast data so that

the build Alternatives could be compared to each other and to the No Action Alternative As discussed in

Section 3.2.3 Performance Criteria for Operations the measures applied in the analysis involve statistics

on systemwide travel time savings congestion levels on 1-5 and the arterial roadway system in the study

area and point to point travel times The following Sections discuss the results for each of these

measures of effectiveness

yçmwide Travel Time Savings

As part of the traffic analysis the changes in the 2025 regionwide VMT and VHT produced by each of

the SOCTIIP build Alternatives compared to the No Action Alternative were estimated The changes in

systemwide VMT for each build Alternative were found to be relatively low which is an indication that

the average length of vehicle trips in southern Orange County does not change substantially in terms of

distance between the No Action Alternative and the build Alternatives

The VHT statistic is an indicator of the travel time savings produced due to the traffic congestion relief

provided by each of the build Alternatives This travel time savings statistic which is expressed as total

hours of reduced vehicle travel time per day is summarized in Table 3.4-7 and is shown comparatively in

Figure 3.4-13 Section 4.3.1 Systemwide VMT and VHT Statistics in the SOCTTIP Traffic and

Circulation Technical Report provides detailed discussion of the VMT and VHT statistics for the build

Alternatives

The following lists the SOCTIIP build Alternatives in general order from those Alternatives with the

highest amount of systemwide travel time savings to those Alternatives with the lowest based on 2025

traffic conditions that assume the build out circulation system and the proposed RMV development plan

Scenario The amount of systemwide travel time savings is relatively the same for Alternatives that

are listed together and that amount is substantially different from other higher or lower ranking

Alternatives

The build Alternatives that include the FTC-S toll road from Oso Parkway to I-S the FEC-M FEC

CC and A7C-FEC-M Alternatives and the I-S Alternative with 18000 to 21000 hours of travel

time savings per day

The build Alternatives that include the FTC-S toll road from Oso Parkway to Avenida La Pata the

CC-ALPV and A7C-ALPV Alternatives with 8000 hours of travel time savings per day

The AlO Alternative with 5000 hours of travel time savings per day
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1-5 Congestion in the Study Area

The peak hour LOSs forecast along 1-5 in each of the SOCTIIP Alternatives were used to estimate the

duration of congestion i.e the number of hours of congestion before and after the peak hours that would

actually occur and the proportion of daily traffic on 1-5 that is anticipated to experience congested
conditions This statistic which is expressed as the percentage of daily \TMT on I-S in the study area

under congested conditions is summarized in Table 3.4-8 and is comparatively shown in Figure 3.4-14

Section 4.3.2 1-5 Congestion in the Study Area in the SOCTIIP Traffic and Circulation Technical

Report provides detailed discussion on the methodology applied to estimate this statistic

The following lists the SOCTIIP Alternatives in general order from those Alternatives with the lowest

percentage of congestion on I-S to those Alternatives with the highest percentage of congestion on I-S

based on 2025 traffic conditions that assume the build out circulation system and the proposed RMV
development plan Scenario The amount of congestion on I-S is relatively the same for Alternatives

that are listed together and that amount is substantially different from other higher or lower ranking

Alternatives

The I-S Alternative with 1.0 percent of daily I-S traffic experiencing congestion

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to I-S the FEC
FEC-W CC and A7C-FEC-M Alternatives with 2.4 to 3.4 percent of daily I-S traffic

experiencing congestion

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to Avenida La
Pata the CC-ALPV and A7C-ALPV Alternatives with 7.8 percent of daily I-S traffic experiencing

congestion

The MO Alternative with 11.3 percent of daily I-S traffic experiencing congestion

The No Action Alternative with 15.9 percent of daily I-S traffic experiencing congestion

The I-S Alternative shows less congestion on I-S than the other build Alternatives because that
Alternative includes improvements to 1-5 where substantial congestion occurs under both existing
conditions and future No Action Alternative conditions

Arterial Congestion in the Study Area

The level of traffic congestion on the arterial roadway system in the study area was compared for the
SOCTIIP Alternatives based on the total hours of vehicle delay forecast to occur at arterial intersections
in the study area during the peak hours This statistic was produced based on forecasted peak hour LOSs
for set of key intersections which are common to each of the analysis scenarios The amount of vehicle
delay generally increases as the LOS at intersections on the arterial system worsens Therefore the
greater the amount of intersection delay under an alternative the more congested the arterial roadwaysystem will be under that Alternative

The total hours of vehicle delay forecast to occur during the peak hours under 2025 conditions based onthe No Action Alternative and each of the build Alternatives are summarized in Table 3.4-9 and are
comparatively shown in Figure 3.4-15 Section 4.3.3 Arterial Congestion in the Study Area in theSOCTIIP Traffic and Circulation Technical Report provides detailed discussion on the methodologyapplied to estimate this statistic

The following lists the SOCTIIP Alternatives in general order from those Alternatives with the lowestamount of congestion i.e vehicle delay on the arterial system to those Alternatives with the highestCA53J\Fjna1SEJRjna/EJ
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amount of congestion based on 2025 traffic conditions that assume the build out circulation system and

the proposed RMV development plan Scenario The amount of congestion on the arterial system is

relatively the same for Alternatives that are listed together Although the amount of congestion is

substantially less under the build Alternatives compared to the No Action Alternative it should be noted

that the amount of congestion on the arterial system does not vary substantially among the build

Alternatives

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to I-S the FEC

FEC-W CC and A7C-FEC-M Alternatives and the MO Alternative with 7700 to 7900 hours of

vehicle delay on the arterial system

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to Avenida La

Pata the CC-ALPV and A7C-ALPV Alternatives and the I-S Alternative with 8200 to 8300 hours

of vehicle delay on the arterial system

The No Action Alternative with 9900 hours of vehicle delay on the arterial system

Point to Point Travel Time Savings

For this measure of effectiveness comparisons among the SOCTIJP build Alternatives were made based

on point to point travel times between I-S at the Orange/San Diego County border and areas to the north

This statistic is summarized as the reduction in point to point AM and PM peak travel times forecast in

each of the build Alternatives compared to the No Action Alternative based on 2025 traffic conditions

that assume the build out circulation system and the proposed RMV development plan Scenario

The resulting estimates of travel time savings in the peak directions in southern Orange County

i.e northbound on I-S in the AM and southbound on I-S in the PM are summarized in Table 3.4-10 in

terms of minutes and percentages Travel time reductions are shown for travel between I-S at the

Orange/San Diego County border and three geographic areas to the north southern Orange County

northern Orange County and the region beyond Orange County i.e Los Angeles Riverside San

Bernardino and Ventura Counties The reductions are listed in ranges because the travel times vary

between the AM and PM and also between smaller geographic areas that were analyzed within the three

areas that are summarized here Section 4.3.4 Point to Point Travel Time Statistics in the SOCTIIP

Traffic and Circulation Technical Report provides detailed discussion on the methodology applied to

estimate this statistic

The following lists the SOCTIIP build Alternatives in general order from those Alternatives with the

highest amount of point to point travel time savings to those Alternatives with the lowest The amount of

point to point travel time savings is relatively the same for Alternatives that are listed together and that

amount is substantially different from other higher or lower ranking Alternatives

The I-S Alternative with travel times to and from southern Orange County reduced by to 11 minutes

or 25 to 32 percent travel times to and from northern Orange County reduced by 13 to 16 minutes or

17 to 25 percent and travel times to and from areas beyond Orange County reduced by 13 to 18

minutes or to 14 percent

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to I-S with Far

East Corridor connection at I-S the FEC-M FEC-W and A7C-FEC-M Alternatives with travel times

to and from southern Orange County reduced by to 10 rmnutes or 18 to 27 percent travel times to

and from northern Orange County reduced by to 12 minutes or 10 to 16 percent and travel times to

and from areas beyond Orange County reduced by 11 to 17 minutes or to 13 percent
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The build Alternatives that include the FTC-S toll road extension from Oso Parkway to 1-5 with

Central Corridor connection at 1-5 the CC Alternative with travel times to and from southern Orange

County reduced by to minutes or 11 to 19 percent travel times to and from northern Orange

County reduced by to 10 minutes or to 13 percent and travel times to and from areas beyond

Orange County reduced by to 11 minutes or to percent

The build Alternatives that include the FTC-S toll road extension from Oso Parkway to Avenida La

Pata the CC-ALPV and A7C-ALPV Alternatives with travel times to and from southern Orange

County reduced by to minutes or to 11 percent travel times to and from northern Orange

County reduced by to minutes or to percent and travel times to and from areas beyond Orange

County reduced by to minutes or to percent

The MO Alternative with travel times to and from southern Orange County reduced by to minutes

or to percent travel times to and from northern Orange County reduced by to minutes or to

percent and travel times to and from areas beyond Orange County reduced by to minutes or to

4percent

3.5 IMPACTS RELATED TO CONSTRUCTION RELATED TRAFFIC

The discussion of impacts focuses on the following groups of SOCTIIP build Alternatives

Corridor Alternatives FEC-M FEC-W CC CC-ALPV A7C-FEC-M and A7C-ALPV

MO Alternative

1-5 Alternative

In general the potential short-term traffic impacts during construction of the SOCTIIP build Alternatives

on existing streets would include

Temporary narrowing or closure of lanes near the construction area during construction of

interchanges intersections and other improvements

Temporary impacts on driveways to commercial businesses

Temporary re-routing or closure of some streets and on street pedestrian and bicycle facilities

Temporary increased travel time congestion and delay to vehicles

Temporary turn prohibitions

Temporary parking or stopping prohibitions

These temporary impacts would occur under all the SOCTI1P build Alternatives and the severity of these

impacts would vary based on the level of construction activity the individual streets affected and other
factors specific to the individual build Alternative and the streets/areas affected by construction related
traffic and traffic disruptions These potential impacts are described in more detail below by type of
SOCTIIP build Alternative

3.5.1.1 Corridor Alternatives

This Section briefly describes the construction processes equipment/manpower needs construction
periods and other general related construction activities for the SOCTIIP build Alternatives This data was
used to identify potential qualitative short-term traffic impacts and to formulate the general concepts that
will be refined in detail in the CTMP
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Corridor Alternatives Construction Features

Design Build Concept

The corridor Alternatives would be designed and constructed as design/build contract Under

design/build contract the TCA would contract with single company to complete the design and

construct the entire corridor Alternative

General Construction Process for the Corridor Alternatives

For the corridor Alternatives all clearing and grubbing will occur at one time with earthwork and

construction activities being conducted on as many as three segments simultaneously Nighttime

construction would occur whenever local roads or 1-5 need to be closed Construction would also occur

during daylight hours As result construction could extend for approximately 20 hours per day two 10-

hour shifts or 24 hours day three 8-hour shifts Pile driving is anticipated to be needed for structures

where the corridor Alternatives intersect I-S Pile driving may also occur at other structures along 1-5 for

the corridor Alternatives where I-S is modified for the transition to/from the corridor to/from 1-5

depending on the individual bridge structures In general unless road closure is necessary pile driving

wOUl1 be conducted during the day

Construction Disturbance for the Corridor Alternatives

The construction of the corridor Alternatives will result in the removal and placement of soil depending

on whether the existing topography needs to be cut or filled This soil would be associated with

excavation for construction landslide/remedial excavation and filling of low spots Table 2.4-5

summarizes the anticipated soil removal and placement under the corridor Alternatives

Construction Equipment and Manpower Needs for the Corridor Alternatives

The maximum daily construction equipment anticipated to be used for construction of the corridor

Alternatives is listed in Table 2.4-6 This equipment would be used for clearing and grubbing grading

excavation backfilling materials and equipment delivery and removal concrete and asphalt installation

and other construction activities Staging areas in the disturbance limits would be used during

construction for materials storage equipment and employee parking temporary storage of soils and other

related activities Access to the construction areas would be via existing public roads and existing

ranch/utility access roads Table 2.4-6 also lists the estimated number of workers who would be on the

construction site on day of maximum construction activity As shown in Table 2.4-6 the anticipated

number of maximum daily workers for the corridor Alternatives would be 861 employees under the CC-

Ultimate

Construction Periods for the Corridor Alternatives

The estimated construction periods for the corridor Alternatives are shown in Table 2.4-7 These

construction periods assume the corridors would be implemented under design/build contract Although

Table 2.4-7 estimates the duration of construction each of the corridor Alternatives it does not provide

detailed breakdown by individual work task and the time period each task would entail within the overall

time frame to complete the construction of each Alternative

Several corridor Alternatives include an interchange with 1-5 As result those Alternatives include the

construction of improvements on segments of 1-5 north and south of the interchange to allow for

smooth transition of traffic to/from I-S fromlto the corridor The actual improvements along I-S at these
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interchanges will vary with more improvements/widening closer to the interchange transitioning to the

existing 1-5 cross section further from interchange

Construction Phasing for the Corridor Alternatives

It is anticipated that the corridor Alternatives would be constructed in stages as required to meet the

projected travel demand The general sequence of construction staging was described in detail earlier in

Section 2.4.1.9 Construction Phasing for the Corridor Alternatives

Corridor Alternatives Potential Construction Impacts

The traffic related impacts that are anticipated to occur during construction of the corridor Alternatives

are grouped generally as follows

Arrival and departure of construction equipment necessary for construction

Daily trips to/from the work site by construction workers

Import and/or export of materials from the work site in dump trucks

Impacts to arterial roadways where interchanges with the corridor Alternatives occur i.e Oso Parkway
Ortega Highway etc.

Construction Equipment/Workers

As shown in Table 2.4-6 the maximum number of daily workers occurs with the CC-Ultimate with 861

workers The maximum number of pieces of equipment occurs with the FEC-M-Ultimate with 718

pieces of equipment All the equipment discussed here will not necessary go on and off the site each day
Some pieces may remain on the construction site for months

These estimates provide an order of magnitude of the level of construction traffic activity expected at this

early planning stage However these estimates do not provide information regarding the potential
distribution of these trips to the road network The most likely roads in the project area suitable for

bringing both equipment and workers to the site because they would have the minimum effect on
residential uses and would maximize use of major roads in the study area are

Oso Parkway

Crown Valley Parkway

Ortega Highway State Route 74

Avenida Pico

Cristianitos Road

Figure 3.4-1 indicates number of intersections on area roads are deficient in existing conditions

including freeway ramp locations with 1-5 at Oso Parkway Crown Valley Parkway Ortega Highway and
Avenida Pico In addition Crown Valley Parkway at Marguerite Parkway and Ortega Highway at

Antonio Parkway are deficient locations worse than LOS

Ortega Highway because of its inland connection between the project area and the Lake
Elsinore/Temecula Valley areas would play slightly different role than other roads because it is the

primary road which would involve movement of equipment and workers to and from the east Lake
Elsinore and the Temecula Valley
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The precise level of construction impact to each of these roads during construction of the corridor

Alternatives cannot be determined at this time However it is reasonable to expect that the corridor

Alternatives would likely place equipment and workers on all of the above roads

Assuming conservative 1.0 person/vehicle occupancy for workers maximum of 861 vehicle trips

inbound during the AM period and outbound during the PM period is likely in the worst case alternative

based on the maximum number of employees Construction work shifts are expected to be either three

shifts per day 700 AM to 300 PM 300 PM to 1100 PM and when needed 1100 PM to 700 AM or

two shifts per day 700 AM to 700 PM and 700 PM to 700 AM For each the beginnings and the

endings of the shifts are generally outside peak travel times Similarly the maximum level of equipment

at the site is anticipated to be 718 under worst case scenario with the FEC-M-Ultimate However until

the precise construction schedule is determined it is not possible to quantify the time frame for movement

of either these vehicles or the roads on which construction equipment will travel These volumes could

cause substantial adverse impacts on the area roads on which they occur Because sufficient data is not

available at this time to determine the magnitude of the impact expected on any given road in the study

area it is assumed the construction of the corridor Alternatives would result in adverse impacts on area

roads including increased traffic volumes congestion and delays

Import and Export of Materials

Table 2.4-5 shows cut and fills quantities in 000s of cubic meters cm cubic yards cy yards for each

of the corridor Alternatives and the net difference which is the amount of either import or export of

materials necessary for each Alternative Many of the SOCTIIP build Alternatives do not achieve

balance in earthwork i.e the volume of cut does not equal the volume of fill With the exception of the

I-S Alternative it is anticipated that for cases where the imbalance is to million cubic meters or less

an earth work balance can be achieved within the established disturbance limits Balance would be

achieved by making slight modifications to road grades and adjusting the top and toe location of graded

slopes For Alternatives with an imbalance greater than million cubic meters off-site measures will be

required such as importing if the project requires additional material or exporting excess material This

type
of balance would not be achieved with the I-S Alternative because the grade of the surrounding

developed land uses could not be adjusted The worst case is the CC-Ultimate with 4800000 cm

6278000 cy of excess dirt It is assumed that up to 4000000 cm of this material could be

accommodated within the disturbance limits To assess worst case condition the construction traffic

analysis assumed all the 4800000 cm 6278000 cy of material would be exported off site To

determine an approximate magnitude of truck trips required to move this material from the construction

site it is assumed 15 cy dump trucks would be used This would indicate about 418500 truck trips would

be needed to export
this level of material over the period when grading is occurring on the construction

site Table 2.4-7 indicates the construction period for this CC-Ultimate is 42 months or about 1280

calendar days On that basis nearly 330 truck trips per day could occur if hauling occurred consistently

throughout the construction period If in fact most of this material is accommodated on site

approximately 800000 cm 1046400 cy of material would need to be exported This would require

approximately 53760 total truck trips approximately 45 truck trips per day addition to these import

movements of building materials will occur on less intense regular schedule throughout the construction

period Clearly it is possible substantial adverse impacts could occur on area roads used for these hauling

activities Because the work schedule by tasks and specific
details regarding the importing or exporting

for the project are not available no specific quantitative
conclusions can be drawn about this impact

However based on the quantity
of material anticipated to be exported and the need for tnps to bnng

construction materials to the site these short-term impacts on area roads are assumed to be adverse and

will include increased traffic volumes congestion and delay
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Impacts to ArteriallOther Roadways at Interchanges with the Corridor Alternatives

Interchanges along the corridor Alternatives are proposed at the following roads

Oso Parkway

Ortega Highway

Avenida Vista Hermosa

Calle de Cerro

Avenida Pico

Construction traffic and construction activities at the corridor interchanges with Avenida Vista Hermosa
Avenida Pico and Calle de Cerro could result in adverse impacts on the area roads including delays and

increased congestion in the vicinity of the construction area These would be short-term and adverse

impacts on the operations of these streets

Because the corridor Alternatives are located east of the majority of current development and only Ortega

Highway has continuity to the east there should be minimal impact on the roads listed above as

interchange construction occurs Some minor interruption of traffic flow on Oso Parkway east of the

corridor Alternatives as Oso Parkway continues to Thomas Riley Wilderness Park is potentially likely

With regard to Ortega Highway there is high level of commuter and other traffic on Ortega Highway
between Lake Elsinore/Temecula Valley and south Orange County The proposed interchange design at

Ortega Highway associated with all the corridor Alternatives recognizes the importance of minimizing

interruption to the traffic flow in this corridor Each interchange design at Ortega Highway proposes
construction slightly north of Ortega Highway with connector road to connect to either Ortega Highway
or Antonio Parkway near Ortega Highway which will minimize direct impacts to Ortega Highway during

construction

3.5.1.2 MO Alternative

MO Alternative Construction Features

The maj or types of construction equipment anticipated to be used for construction of the AIO Alternative

are listed in Table 2.4-16 As shown in Table 2.4-168 variety of construction equipment will be needed

including trucks cranes asrhalt rollers and vibrators This equipment would be used for
clearing and

grubbing removal of existing pavement grading excavation backfilling materials and equipment
delivery and removal concrete and asphalt installation and other construction activities Staging areas
will be used during construction of the MO Alternative The estimated maximum daily workers for theMO Alternative are approximately 417 as shown in Table 2.4-16

For the construction of the arterial improvements under the MO Alternative existing traffic lanes would
be narrowed and temporary K-rail installed to protect the existing traffic lanes from the construction areaThe majority of this construction would occur during the day Nighttime construction will occurwhenever local roads need to be closed This would occur only in rare circumstances during construction
of the MO Alternative

The construction of the MO Alternative will result in the removal of approximately 4800000 cubic
meters cm 6278000 cubic yards cy of soil and the placement of approximately 3700000 cm4840000 cy of soil total of 1100000 cm 1439000 cy of excess soil material would be generated
during construction of the AlO Alternative
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Construction Phasing of the MO Alternative

Construction of the MO Alternative is estimated to take approximately 30 months This assumes the MO
Alternative is constructed under design/build contract The construction of the MO Alternative could

be phased by the implementing agency based on traffic demand and available financing Therefore

specific construction phasing for the MO Alternative is not available at this time

MO Alternative Potential Construction Impacts

As shown in Table 2.4-16 the estimated number of daily workers for the MO Alternative is 417

Assuming conservative 1.0 person/vehicle occupancy for workers maximum of 417 vehicle trips

inbound during the AM period and outbound during the PM period is likely for the MO Alternative

Similarly the maximum level of equipment at the various sites needed for work on the affected arterials

is anticipated to be 353 pieces
of equipment However until the precise construction schedule is

determined it is not possible to quantify the time frame for movement of these vehicles or the roads on

which equipment traffic will occur Given the potentially large number and dispersal of the work sites

the volume levels of workers and equipment would likely not cause substantial impacts on area roads

However at this time sufficient data is not available to conclusively determine the magnitude of impact

expected on any given road in the area Therefore it is assumed that these construction worker and

equipment trips would potentially result in short-term adverse impact on area roads related to increased

vehicle trips congestion and delays

With the MO Alternative there will be total of 1100000 cm 1439000 cy of excess soil material cut

exceeds fill to be exported from the site Assuming 15 cy dump trucks would be used about 95935

truck trips would be needed to export this level of material Assuming 30 month schedule or about 913

calendar days about 105 truck trips per day could occur if hauling occurred consistently throughout the

construction period Specific details regarding the importing or exporting for the project are not

available therefore no specific quantitative conclusion can be drawn However 105 truck trips per day

would likely not cause an adverse impact to area roads

3.5.1.3 I-S Alternative

I-S Alternative Construction Features

The major types of construction equipment anticipated to be used for construction of the I-S Alternative

are listed in Table 2.4-18 This equipment would be used for clearing and grubbing removal of existing

pavement and structures grading excavation backfilling materials and equipment delivery and removal

concrete and asphalt installation and other construction activities Staging areas would be used during

construction of the I-S Alternative

The construction of the I-S improvements under the I-S Alternative existing traffic lanes along 1-5 will be

narrowed and temporary K-rail and other barriers installed to protect
the existing traffic lanes from the

construction area The majority of this construction will occur during the day However because of the

need to remove and replace existing bridge structures nighttime construction will occur on number of

occasions It is estimated that minimum of 78 full night
closures of 1-5 will be required under the 1-5

Alternative to allow for the demolition of bridges and the installation of false work In addition night

closings will occur whenever local roads need to be closed As result construction could extend for

approximately 20 hours per day two 10-hour shifts or 24 hours per day three 8-hour shifts The

construction of the widening of I-S includes features substantially different than under the corridor

Alternatives related to the amount of demolition the more limited demolition/construction limits the
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length of construction the amount of nighttime work the description of existing traffic and the number of

residences impacted in the vicinity of 1-5

The construction of the 1-5 Alternative will result in the removal of approximately 6600000 cm
8633000 cy of soil and the placement of approximately 2300000 cm 3008286 cy of soil total of

4300000 cm 5624000 cy of excess soil material would be generated during construction of the 1-5

Alternative

Construction Activities Pile Driving

Pile driving is anticipated to be needed for structures where the corridor Alternatives intersect 1-5 and for

the I-S improvements under the I-S Alternative

Special Issues for the Construction of the I-S Widening

There are several features of the 1-5 components of all the Alternatives which include improvements on
that result in substantially different impacts than the construction of other segments of these

Alternatives Widening of 1-5 will require substantially more demolition of existing facilities road
bridges etc and the area of demolition/construction will be very limited This may restrict the number
of pieces of equipment that can work in an area at one time The limited work area could extend the

required length of construction/demolition and this may also require more extensive nighttime work For

example demolition of bridges along the 1-5 will have to be done at night Nighttime construction could

occur under the I-S Alternative when local roads need to be closed

Construction Phasing for the I-S Alternative

Construction of the 1-5 Alternative is estimated to take approximately 42 months This assumes the I-S

Alternative is constructed at the same time However if the I-S construction is phased based on available

funding it may take substantially longer to construct than 42 months Because no funding is yet
identified for the I-S Alternative it is not possible to estimate the construction period based on phased
construction

For the 1-5 improvements existing traffic lanes along 1-5 will be narrowed and temporary K-rail and other
barriers installed to protect the traffic lanes from the construction area The majority of this construction
will occur during the day However because of the need to remove and replace existing bridge structures
nighttime construction will occur on number of occasions It is estimated that minimumof 78 full

night closures will be required to allow for the demolition of bridges and the installation of false work
In addition night closings will occur whenever local roads need to be closed As result construction
could extend for approximately 20 hours per day two 10-hour shifts or 24 hours per day three 8-hour
shifts In addition nighttime closures of 1-5 for demolition of bridges and installation of false work will
require the identification of viable alternate travel routes to bypass I-S in the affected areas

Some of the construction activities such as ITIOV lanes and auxiliary lanes could result in lesser impacts to
traffic than the construction of additional lanes or reconstruction of interchanges Clearly the largest
potential traffic impacts associated with I-S construction will be increased travel times and increased
delays in the area
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Review of the surface street system adjacent to 1-5 to identify roads for further investigation as possible

haul routes and detours identified the following possibilities

Cabot Drive

Camino Capistrano from Avery Parkway to Coast Highway with limitations which need further

study including commercial areas with heavily used on-street parking

Pacific Coast Highway from Camino Capistrano to El Camino Real with limitations during heavy

beach activity times

El Camino Real from Pacific Coast Highway to Cristianitos Road with special daytime limitations

associated with heavily used retail-commercial frontages and parking

Marguerite ParkwayfRancho Viejo from Oso Parkway to Ortega Highway

I-S Alternative Potential Construction Impacts

As shown in Table 2.4-18 the estimated number of daily workers for the I-S Alternative is 937

Assuming conservative 1.0 person/vehicle occupancy for workers maximum of 937 vehicle trips

inbound during the AM period and outbound during the PM period is likely for the 1-5 Alternative

Similarly the maximum level of equipment at the various sites is anticipated to be 786 However until

the precise construction schedule is determined it is not possible to quantify the time frame for movement

of these vehicles or the roads on which equipment traffic will occur Given the potentially large number

and dispersal of the work sites the volume levels of workers and equipment would likely not cause

substantial adverse impacts on area roads However at this time sufficient data is not available to

conclusively determine the magnitude of impact expected on any given road in the area Therefore it is

assumed that the construction of the 1-5 Alternative could potentially result in adverse impacts on area

roads as result of increased volumes congestion and delays

With the I-S Alternative there will be total of 4300000 cm 5624000 cy of excess soil material cut

exceeds fill to be exported from the site Assuming 15 cy dump trucks would be used about 374935

truck trips
would be needed to export this level of material Assuming 42 month schedule or about

1280 calendar days about 295 truck trips per day could occur if hauling occuned consistently throughout

the construction period It is possible substantial adverse impacts could occur to the adjacent roads used

for those hauling activities Because the work schedule by tasks and specific details regarding the

importing and exporting for the project are not available no specific quantitative conclusion can be

drawn Therefore it is assumed that hauling associated with the I-S Alternative will result in adverse

impacts on area roads related to increased volumes congestion and delays

3.6 LONG-RANGE MITIGATION MEASURES

As discussed in Section 3.4.4.3 Beneficial Effects and Adverse Impacts of the build Alternatives the

adverse operations impacts of the build Alternatives are separated
into two categories direct and indirect

impacts The mitigation measures presented here treat direct impacts and indirect impacts differently

3.6.1 MITIGATION MEASURES FOR iNDIRECT ADVERSE OPERATIONS IMPACTS

As discussed earlier in Section 3.4.4.3 Beneficial Effects and Adverse Impacts of the build Alternatives

the indirect adverse impacts are caused by re-directed traffic that would otherwise be using another part
of

the circulation system under the No Action Alternative For example traffic using I-S under given

SOCTIIP build Alternative that under the No Action Alternative would impact local arterial

intersections because of congestion on I-S results in an indirect impact on 1-S In such cases the build
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Alternative increases traffic at 1-5 ramps and ramp intersections while reducing traffic at arterial

intersections This shift in traffic results in beneficial effects at arterial intersections and indirect adverse

impacts at 1-5 ramps and ramp intersections

The I-S ramps and ramp intersections that are indirectly impacted by the build Alternatives will

experience increases in traffic as result of future land use development in the study area and regional

traffic growth Such increases in traffic are addressed as part of the planning processes carried out in

Orange County with respect to land use development and transportation improvements for example the

Orange County CMP and GMP

Caltrans is responsible for the design construction maintenance and operation of the California State

Highway System which includes 1-5 In the case of I-S interchanges i.e ramps and ramp intersections

that are indirectly impacted by the SOCTIIP build Alternatives state highway improvements including

improvements to ramps can only be implemented through Caltrans because Caltrans is the owner of the

state highways Improvements related to increases in traffic demand over time are typically either

implemented solely by Caltrans or in some circumstances by collaboration between Caltrans and

local jurisdiction with nexus being established between future land uses and the 1-5 improvements that

are needed

Proposals for implementing improvements at each of the I-S interchanges Avenda Pico Camino

Capistrano Ortega Highway and Stonehill Drive where indirect adverse impacts occur are currently
under study by Caltrans It is expected that Caltrans will implement future improvements to the ramps
and ramp intersections at these

interchanges because those ramps and ramp intersections will need

improvements in the future with or without the SOCT1TP build Alternatives The expected improvements
to the four interchanges identified above implemented by Caltrans will mitigate the indirect adverse

impacts of the build Alternatives No additional mitigation is proposed

3.6.2 MITIGATION MEASURES FOR DIRECT ADVERSE OPERATIONS IMPACTS

Direct adverse impacts have nexus to the specific roadway facilities featured in given SOCTIIP build

Alternative and therefore can be considered the
responsibility of that Alternative Specific

improvements are therefore identified to mitigate such direct adverse impacts Table 3.6-1 summarizes
the physical roadway improvements proposed to mitigate the direct adverse impacts of the SOCTIIP build
Alternatives For each impacted location Table 3.6-1 notes the scenario in which the direct adverse
impact occurs i.e committed versus build out circulation system and 14000 du proposed RMV versus
21000 du OCP-2000 RMV development plan and the share of traffic that is attributed to the build
Alternative under which the impact occurs

direct adverse impact is considered to be mitigated when

The mitigation improves the facility to an acceptable LOS

direct adverse impact remains unmitigated when

The mitigation does not improve the facility to an acceptable LOS
No conventional physical improvements could be identified as mitigation this only occurs atlocations constructed as part of given build Alternative which are not forecast to operate at an
acceptable LOS as currently designed and which could not be redesigned to meet the LOS standard
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The physical improvements listed in Table 3.6-1 mitigate the direct adverse impacts of the SOCTI1P build

Alternatives with the exception of the Alternatives noted in the right-hand colunm in Table 3.6-1

3.6.3 MITIGATION MEASURE RELATED TO CONSTRUCTION TRAFFIC IMPACTS

Although the lack of definitive data on construction activities at this time precludes conclusive

quantification of impacts the construction of the SOCTIIP build Alternatives is assumed to result in

substantial adverse short-term impacts on area roads The mitigation measure below was developed to

minimize these impacts to the extent feasible

Measure CT-i Construction Traffic Management Plan CTMP will be developed during final design

by the TCA or other implementing agency/agencies The CTMP will include but not be limited to

Identification of designated haul routes in consultation with the affected local jurisdictions

Limiting construction truck and haul traffic to designated routes only

Public information and promotional activities including distribution of newsletters brochures 24-

hour information hot line and
press releases The TCA or the implementing agency/agencies will

coordinate with businesses adjacent to the construction areas and prepare plans for improving

carpooling transit and other shared ride services

The use of fast track construction techniques to speed construction times

Construction scheduling start/stop times major materials deliveries export hauling etc should be

scheduled to avoid AM and PM peak traffic periods on adjacent streets to the extent feasible so that

the majority of construction related traffic occurs outside of peak commuting times

Identification of alternative routes and routes across the construction areas for emergency and school

vehicles developed in coordination with the affected agencies

Changeable message boards and alternative route signs should be used

Identification of additional traffic enforcement increased patrols as needed to ensure public safety

in the vicinity of construction areas and detour routes

Coordination and implementation of improvedlmodified signal timing and synchronization at

intersections near the construction area and along routes adversely affected by construction traffic

Installation of visual barriers or paddle screens around construction areas to help reduce

rubbernecking by travelers

Coordinate with Caltrans and local agencies to ensure that signage for haul routes detour routes and

public information is consistent

The CTMP measure applies to all the SOCTIIP build Alternatives It will be developed during final

design and will be implemented by the TCA or the implementing agency/agencies the construction

contractor Caltrans and the affected local jurisdictions as applicable

3.7 SPECIAL ISSUES

The following Sections discuss special issues addressed in the SOCTIIP Traffic and Circulation Technical

Report pertaining to the SOCTIIP Alternatives and to traffic and circulation in southern Orange County in

general
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3.7.1 WEEKEND TRAFFIC

The primary focus of the traffic analysis results presented in this analysis was on weekday conditions

The weekday average daily and AM and PM peak hour traffic conditions analyzed for the study area

circulation system do not address weekend traffic conditions However an evaluation of weekday versus

weekend relationships based on existing traffic conditions was carried out to provide general conclusions

with respect to weekend traffic

For most of the study area circulation system traffic patterns follow those generally found in urbanized

areas typical traffic pattern is for weekday peak hour volumes to be higher than the weekend peak

hour volumes even though the ADT on weekend day may approach or even exceed that of weekday

because traffic tends to spread more evenly throughout the day on weekend day For this reason the

traffic and circulation analysis concentrated on the average weekday volumes and the impact analysis

specifically focused on the weekday peak hours AM and PM However unique characteristic of the

SOCTIIP study area is the weekend traffic pattern on 1-5 in the southernmost part of the study area Daily

and peak hour traffic volumes across the Orange County/San Diego County border are 30 to 50 percent

higher on weekend days than on weekdays This is an indication that traffic demand patterns across the

county border are higher on weekends than during weekdays phenomenon that could be attributed for

example to vacation and leisure amenities and attractions located along the Orange County and San

Diego County coastline

Toll roads also exhibit traffic patterns that differ from typical non-toll facilities Traffic
patterns on the

existing Orange County toll roads show high peaking characteristic in which the proportion of weekday

ADT that occurs during the peak is substantially higher than on other major facilities such as I-S

Another feature of toll road traffic patterns is lower weekend versus weekday usage

reasonable assumption with
respect to future traffic in the SOCTIIP study area is that the existing

weekend versus weekday traffic patterns in southern Orange County and northern San Diego County will

continue in the future The population growth in southern California that is causing the increase in

weekday traffic volumes across the Orange County/San Diego County border can be anticipated to cause

similar increase in weekend traffic The long-range 2025 traffic forecast data discussed earlier in this

Section indicates that future volumes on I-S will exceed the peak hour capacity of that facility on

weekdays at various locations along I-S in the study area Based on the existing weekend traffic patterns

on 1-5 this means that the demand on I-S will also reach or exceed capacity on weekends particularly on

the section of 1-5 near the Orange/San Diego County border

All the SOCTIIP build Alternatives except for the I-S Alternative are forecast to reduce weekday traffic

volumes on I-S in southern Orange County compared to the No Action Alternative The build

Alternatives other than the I-S Alternative would therefore also reduce weekend traffic volumes and

congestion on I-S compared to the No Action Alternative except on I-S south of the Orange/San Diego
County border Conversely because 1-5 weekday traffic volumes are forecast to be higher in the I-S

Alternative than in the No Action Alternative 1-5 weekend traffic volumes in the I-S Alternative are also

forecast to be higher than in the No Action Alternative

For the SOCTIIP build Alternatives that include FTC-S toll road the higher weekend versus weekday
traffic volumes forecast on the southernmost section of I-S should cause the traffic volumes on the toll

road to exhibit higher relative weekend use than currently experienced on the other existing toll roads in

Orange County The issue is whether the peak hour weekend demand on the toll road could exceed the

weekday peak hour demand and thereby create greater capacity needs for the FTC-S toll road
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For weekend peak usage to reach or exceed the weekday peak usage on the proposed FTC-S toll road the

usage pattern
would have to differ substantially from that currently observed on the existing toll roads In

relative terms weekend peak hour usage would have to be approximately three times greater
than current

toll road weekend usage This would involve major change in travel behavior and there is nothing in

the weekend versus weekday traffic data that was evaluated or in the future weekday traffic forecast data

for the SOCTIIP Alternatives that would support
such change While the 1-5 congestion would

certainly add substantially to the FTC-S toll road traffic demand it is unlikely that the increase would be

of sufficient magnitude for demand on the toll road to reach the same peak hour volume as the weekday

peak Therefore it is reasonable to conclude that the capacity needs for the toll road can be determined

based on the weekday peak hour demand forecasts on the toll road

Section 7.4 Weekend Traffic Assessment in the SOCTIP Traffic and Circulation Technical Report

provides detailed description of weekend versus weekday traffic conditions in southern Orange County

and northern San Diego County

3.7.2 FTC-S/I-S CONFLUENCE

number of the SOCTIJP build Alternatives extend existing SR-241 toll road from its current terminus at

Oso Parkway to I-S As part of the SOCTIIP traffic and circulation study capacity evaluation was

carried out for the confluence that would be created between the FTC-S and I-S The intent was to

determine whether or not the FTC-S/I-S confluence will result in congested interchange situation similar

to that experienced at the 1-5/1-405 confluence commonly known as the El Toro in southern Orange

County through the early 1990s Up until that time the 1-5/1-405 confluence provided insufficient

capacity to serve the traffic demand in the confluence area In the mid-1990s however major

reconstruction project was implemented which provided substantial amount of additional capacity at the

1-5/1-405 confluence and the San Joaquin Hills Transportation Comdor SR-73 and FTC toll roads

which provide alternative regional routes to the 1-5/1-405 confluence were opened to traffic Although

congestion occurs regularly today on I-S and 1-405 at locations upstream and downstream from the

confluence the 1-5/1-405 confluence no longer causes congestion because of these improvements The

type of analysis applied to evaluate the FTC-S/I-S confluence is the same type of analysis that was used to

determine the types
of improvements that were needed to address the congestion at the 1-5/1-405

confluence

Two FTC-S/I-S connections are proposed in the SOCTIIP build Alternatives that include an extension of

SR-241 to I-S One is Far East Corridor alignment connection that is assumed in the FEC-M FEC-W

and A7C-FEC-M Alternatives and the other is Central Corridor alignment connection that is assumed

in the CC Alternative

The Far East Corridor alignment confluence of the FTC-S and 1-5 south of the Basilone RoadII-5

interchange in San Diego County consists of transition ramps to southbound 1-5 and from northbound

In each of the build Alternatives that includes the FTC-S toll road with Far East Corridor connection

at 1-5 the transition ramps between I-S and the FTC-S toll road and the segments of I-S north and south of

the FTC-S confluence are forecast to operate
at an acceptable LOS under long-range 2025 weekday

traffic conditions Also the conceptual design for the Far East Corridor alignment connection to 1-S does

not create any weaving or merging areas at existing I-S interchanges north and
south of the FTC-S/I-S

confluence that would degrade the forecasted LOSs Therefore the Far East Corndor aligmnent FlC-S/I-

connection is not expected to cause congested interchange situation on I-S in the southern Orange

County and northern San Diego County area

The Central Corridor alignment confluence of the FTC-S and I-S is south of the Avenida Pico/1-S

interchange in Orange County and similar to the Far East Corridor alignment confluence the FTC-S
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connection consists of transition ramps to southbound I-S and from northbound 1-5 The conceptual

design of the Central Corridor alignment FTC-S/I-5 confluence also includes the construction of

northbound and southbound frontage road system parallel to 1-5 between Avenida Pico and El Camino

Real In the CC Alternative that includes the FTC-S toll road with Central Corridor connection at 1-5

the transition ramps between 1-5 and the FTC-S toll road and the segments of I-S north and south of the

FTC-S confluence are forecast to operate at an acceptable LOS under long-range 2025 weekday traffic

conditions Also the conceptual design for the Central Corridor alignment FTC-S/I-S transition ramps in

combination with an I-S frontage road system between Avenida Pico and El Camino Real do not create

any weaving or merging areas at existing I-S interchanges north and south of the FTC-S/I-5 confluence

that would degrade the forecasted LOSs However peak hour deficiencies that can not be mitigated are

forecast at the 1-5/Avenida Pico interchange in all of the build Alternatives analysis scenarios that include

the Central Corridor alignment FTC-S/I-S confluence Under such conditions it is possible that traffic at

the interchange would backup onto 1-5 reducing the effective capacity on I-S and degrading the

forecasted peak hour LOSs on 1-5 Therefore the Central Corridor alignment FTC-S/I-S connection

could potentially result in congested interchange situation in southern Orange County

Section 7.3 FTC-S/I-S Confluence in the SOCTIIP Traffic and Circulation Technical Report provides

detailed discussion on the capacity evaluation of the FTC-S/I-S confluence

3.7.3 DESIGN VARIATION FOR THE CENTRAL CORRIDOR CONNECTION AT I-S

Implementation of the CC Alternative would result in an adverse unmitigable impact The adverse impact

would require redesign of the I-S/Central Corridor confluence and corresponding I-S northbound and

southbound ramps and frontage road configurations between Avenida Vista Hermosa north to

Cnstianitos Road south

The purpose of this discussion is to show potential design variation to address impacts to I-S anticipated

to result with implementation of Central Corridor alignment Per FHWA policy the TCA is including

design variation of the Central Corridor connection and I-S geometrics This analysis is being included to

further illustrate the potential impacts that would be incurred by the CC Alternative If the CC
Alternative is selected as the project the implementation of this design variation would be negotiated with

FHWA because it is not being proposed as part of the CC Alternative The potential design variation is

analyzed below for impacts

3.7.3.1 Background of the Design Variation

As discussed in the previous section the Central Corridor alignment FTC-S connector as currently
proposed would result in an impact to the Avenida Pico/I-5 interchange reducing its LOS This would
potentially result in traffic at that interchange backing up onto I-S reducing the effective

capacity on 1-5
and degrading the forecasted peak hour LOSs on I-S FF1WA policy prohibits the consideration of any
alternative that would reduce the LOS on an existing Interstate Therefore to address this impact
variation was designed which involves relocation and addition of entrance and exit ramps as well as
reconfigured frontage road systems to collect and distribute traffic

entering and
exiting the I-S This

frontage road and ramp system is similar to the design of the CC Alternative however the expanded
frontage road system will carry larger volume of traffic This higher traffic volume requires widening of
the frontage roads expansion of local intersections and modifications to the local street system in order
to reduce traffic at the Avenida Pico ramp intersections Figure 3.7-1 shows the new disturbance area asshaded
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3.7.3.2 Analysis of Impacts of the Design Variation

The following is qualitative analysis of the anticipated impacts of the design variation in the areas of

traffic noise biological resources air quality and water quality Construction impacts would be the same

for the CC Alternative with or without the design variation Therefore they are not repeated in this

discussion

Potential Design Variation Impacts Related to Traffic

Based on the new geometrics of the potential design variation although not an optimal solution for the 1-5

and the adjacent local circulation systems the redesigned connection would not result in an adverse

unmitigatible impact to I-S

Potential Design Variation Impacts Related to Socioecononiics

The impacts of this potential design variation are based on the additional impacts beyond those of the CC

Alternative The addition of the frontage roads increases the area of impact along 1-5 affecting additional

properties
The potential design variation is estimated to impact an additional 17 single-family

residences 15 commercial buildings and one elementary school over properties already identified as

impacted under the CC Alternative Table 3.7-1 summarizes the calculation of these impacts As shown

on Table 3.7-1 the total additional direct cost including relocation would be 56 million dollars

Potential Design Variation Impacts Related to Noise

Based on the noise discussion in Section 4.7 for the CC-Ultimate there are 19 impacted receptors 143-

151 and 153-162 along I-S between Avenida Vista Hermosa and Cristianitos Road These receptors

represent approximately 180 residences Receptors 144-147 150 153-158 and 160-162 preschool

playground Receptor 143 an elementary school Receptor 151 high school Receptors 148 and 149

and hotel Receptor 159 All the impacted receptors are projected to experience noise levels that

approach or exceed the FHWAs Noise Abatement Criteria NAC Six impacted receptors Receptors

051 062 064a 065 145 and 156 are also projected to experience increases in noise levels of 12 dB or

greater These receptors represent high school and approximately 130 residences Noise abatement will

need to be considered for all impacted receptors
for the CC-Ultimate

The potential design variation will be similar to the CC Alternative or slightly increase the number of

residential and non-residential land uses which would exceed the NAC due to the wider cross section for

1-5 to accommodate the transition lanes For the City of San Clemente the design variation would have

adverse impacts for noise beyond those described for the CC-Ultimate which approach those for the I-S

Alternative

Potential Design Mitigation Impacts Related to Biological Resources

Based on the data and conclusions for the CC-Ultimate impacts to biological resources including

wildlife plants rare threatened and endangered species and waters and wetlands are basically the same

with or without the potential design variation because of the high level of existing development and the

similarity of the area affected along I-S

Potential Design Variation Impacts Related to Air Quality

Bases on the data and conclusions for the CC-Ultimate impacts to air quality are sirmlar with or without

the potential design variation However with the addition of the transition lanes the LOS would be
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improved with the potential design variation The air quality implications are that there would be slight

increases in nitrogen oxides NOx if the LOS was improved enough to increase VMT There would be

slight decreases in hydrocarbons HC and carbon monoxide CO because there would be less idling time

for vehicles as their average speeds would increase with the potential design variation No changes in

particulate matter PM10 are expected These differences are expected to be so slight that there would be

no appreciable difference between the CC-Ultimate with or without the potential design variation

Potential Design Variation Impacts Related to Water Quality

Based on the data and conclusions for the CC-Ultimate impacts to water quality are basically the same
with or without the potential design variation Design of the CC-Ultimate includes best management
practices and the use of detention basins to collect and treat runoff from the road This would not change
with the potential design variation The only change would be in the size of the detention basins if there

were substantial increases in the amount of runoff

3.7.4 OTHER SPECIAL ISSUES

The following additional special issues are addressed in Section 7.0 Special Issues in the SOCTIIP
Traffic and Circulation Technical Report

Section 7.1 No Action Alternative Special Analysis Scenarios in the SOCTIIP Traffic and

Circulation Technical Report analyzes 2025 conditions based on the No Action Alternative and the

committed circulation system for the two special analysis scenarios involving the undeveloped RMV
areas One scenario assumes development of 6250 dus under the existing General Plan zoning

designation that is in place for the RMV area and the other scenario assumes no future development
in the currently undeveloped RMV areas Compared to the 2025 No Action Alternative scenarios

based on the committed circulation system and the 14000 du proposed RMV plan or the 21000 du
OCP-2000 plan for R.MV the two special analysis scenarios result in moderately fewer arterial

intersection and freeway/toliway ramp deficiencies and about the same number of 1-5 mainline
deficiencies The special analysis scenario based on the 6250 du existing General Plan for RMV
results in minor reduction in the percentage of daily I-S VMT that is congested and moderate
reduction in the total hours of vehicle delay on the arterial system More substantial reductions in the
amount of 1-5 congestion and delay on the arterial system are forecast in the special analysis scenario
that assumes no future development in the RMV area

Section 7.2 Toll-Free Special Analysis Scenarios in the SOCTIIP Traffic and Circulation Technical
Report analyzes 2025 conditions based on toll-free operation of the

existing toll roads in Orange
County and the FTC-S are analyzed The toll-free special analysis scenarios result in slightly fewer
artenal intersection deficiencies and similar number of deficient freeway/tollway ramps and
mainline segments compared to the tolled scenarios The toll-free special analysis scenarios also
result in moderate reductions in both the congested daily VMT

percentages on 1-5 and the total hours
of vehicle delay on the arterial system

Section 7.5 Geographic Composition of FTC-S Traffic in the SOCTIIP Traffic and Circulation
Technical Report summarizes the geographic composition i.e origins and destinations of traffic on
the FTC-S for each of the SOCTIIP build Alternatives that include construction of the FTC-S
None of these issues

directly affect the impacts and mitigation measures that were identified for theSOCTIIP build Alternatives and they are provided for information purposes

P.TCA53J Final SEIRFjna1 EIS-SEJI Section ldoc e1/23/O5
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EXHIBIT

September 10 2003

Mr James Brown

Transportation Corridor Agencies

125 Pacifica Suite 100

Irvine CA 92618-3304

Subject Peer Review of South Orange County Transportation Infrastructure Improvement

Project SOCTIIP Traffic and Circulation Technical Report

Dear James

Over the past several months the Cities of Dana Point Mission Viejo Rancho Santa Margarita

San Clemente San Juan Capistrano and the County of Orange Cinco Cities technical staff

have conducted thorough review and evaluation of the SOCTIIP Traffic and Circulation

Technical Report and the accompanying SOCTIIP Traffic Model Description and Validation

Report In excess of six workshops have been held where numerous issues and questions

pertaining to the approach methodology significant impact criteria and beneficial impacts were

researched and discussed This peer review was provided in response to the SOCTIIP

Collaborative Traffic Consultant John Long of DKS and Associates

The Cinco Cities group understands that the traffic forecast data is necessary for comparing the

SOCTIIP alternatives being analyzed in the environmental document It is the conclusion of the

Cinco Cities group that the traffic model as forecast tool does not always reflect actual driver

behavior especially during periods of high congestion This peer review process allows the local

jurisdictions to share observations that will be of benefit to others reviewing the traffic study

For example the traffic analysis does not fully reflect the severity of existing and future traffic

congestion on 1-5 in the study area especially during the peak period During the peak period

hours higher peak period traffic volume from the 1-5 freeway would be diverted to the Foothill

Transportation Corridor South FTC-S This phenomenon is not readily apparent when

reviewing Average Daily Traffic ADT data shown for the FTC-S corridor In addition certain

operational characteristics of the 1-5 in South County i.e closely spaced intersections only truck

route between Orange/San Diego counties create unique travel characteristics/challenges and

peak period congestion that are not readily apparent in reviewing the ADT on 1-5 1herefore the

benefits of the FTC-S as significant regional facility are understated in the traffic study



Following are some of the conclusions made by the Cinco Cities group after reviewing the
SOCTJIP traffic data

ADT volumes do not reflect the peak hour benefits of the FTC-S to the 1-5

The proposed FTC-S toll road attracts the highest proportion of traffic during the peak
travel periods when congestion on the 1-5 is greatest It is important to emphasize the
peak-hour benefit to the I-S with implementation of the FTC-S toll road and not focus

only on ADT volumes presented in the traffic study This Cinco Cities group has

requested exhibits with accompanying discussion be included in the SOCTIIP traffic

report These graphics should
clearly illustrate peak hour traffic conditions on the

freeway/toll roads and major arterial highways and also provide additional important
information regarding the relative performance and benefits of the toll roads in the
overall circulation system

Future peak hour ICU analysis does not reflect severity of congestion that would
occur at interchanges and on the I-S

The impacts on level of service of closely spaced congested intersections are understated
in typical intersection capacity utilization ICU analysis Observations of existing
traffic conditions indicate that due to the close spacing of freeway ramp intersections at
certain I-S interchanges in the study area the existing and future levels of service are
worse than the traffic model predicts This results in an understatement of the benefits of
the FTC-S with respect to peak hour conditions on 1-5 because under such conditions
more traffic would be diverted to the FTC-S than is indicated in the SOCTIIP traffic
study

The use of average weekday traffic in the analysis understates the benefits of theFTC-S

In the southernmost
part of Orange County weekend holiday and summer month traffic

are substantially higher compared to weekday traffic conditions on the I-S Since the
County adopted model by which the SOCTIIP traffic report is based utilizes only the
lower weekday traffic volumes this results in an understatement of the FTC-S benefits
because increased congestion on 1-5 would divert substantially more traffic onto the
FTC-S than is being predicted by the model This observation iS Consistent with the
qualitative weekend traffic analysis included in the SOC1IIP traffic study which
indicates that weekend traffic volumes on I-S at the Orange/San Diego County border are30 to 50 percent higher than on weekdays

Page of4



The congestion analysis of 1-5 that is presented in the SOCTIIP traffic report may
not fully reflect the levels of congestion caused by high levels of truck traffic

1-5 is major north-south commerce corridor in the state and carries high proportion of

heavy truck traffic The segment of 1-5 in the southern part of the study area carries

considerable amount of truck traffic because 1-5 is the only truck route between

Orange/San Diego counties The FTC-S would provide an alternate route for north-south

commerce and provide congestion relief on 1-5 caused by the high levels of truck traffic

Congestion relief on I-S that would be provided by the FTC-S is understated in the traffic

study

The 1-5 is the only regional transportation route for providing emergency access In

south Orange County

Although emergency access is not an issue that is addressed in the SOCTIIP traffic

analysis the Cinco Cities group recognizes that the FTC-S would provide an important

alternate regional route for emergency access in the southern Orange County area

The Cinco Cities group has requested that exhibits be incorporated into the SOCTIIP traffic

report to graphically bycolor illustrate the peak hour performance of the 1-5 under the various

SOCTIIP alternatives including the No Action Alternative The added exhibits which have

been reviewed by the Cinco Cities group help to highlight the benefits of the FTC-S in

alleviating congestion on 1-5 and in turn reducing the need for extensive additional

improvements that would otherwise be needed on 1-5

Based on its review of the SOCTIIP traffic analysis the Cinco Cities group also provides the

following recommendations

The Cinco Cities recommends that the peak hour benefits of the FTC-S be emphasized in

the traffic study

The Cinco Cities group strongly recommends that only full-length corridor alternatives

that connect to the I-S be evaluated in the Draft EIS/SEIR since these alternatives provide

the greatest traffic relief to the 1-5 and associated arterials in the study area

It is also concluded that all of the short alternatives ending at Ortega Highway

Avenida Pico or Avenida La Pata have extraordinarily negative traffic and circulation

impacts to the surrounding communities without significantly relieving traffic congestion

on 1-5 It is therefore requested that these alternatives be dropped from further

consideration in the Draft EIS/SE1R

Page of4



The observations and recommendations provided in this letter are based on local
jurisdictional knowledge of the SOCTUP study area and provide valuable insight into the
local circulation system that cannot be quantified in traffic model To ensure that the
traffic and circulation analysis encompass actual conditions as well as modeled
conditions it is strongly suggested that this peer review groups Comments and
recommendations be considered and presented in the environmental document

The Cinco Cities appreciates the opportunity for this early review and constructive analysis of
the SOCTIIP Traffic Model and the SOCTIIP Traffic and Circulation Technical Report

Sincerely

William Huber

Director of Engineering Building

City of San Juan Capistrano

LtipØnnis Wi1ber
Assistant City l4nager Director of Public

Works City ofiMission Viejo

Larry Pierce

Interim Director of Public Works

Cityof Dana Point

Akram Hindiyeh

Principal Engineer

City of San Clemente

fom wheeler

City Engineer

City of Rancho Santa Margarita

Senior Planner

County of Orange
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SOCTIJP EIS SEIR Section 3.0

Table 3.2-1

Level of Service Descriptions

LOS Arterial Roads Freeway Segments

Describes primarily free-flow operations at average travel speeds usually

about 90 percent of the free-flow speed for the given street class

Vehicles are completely unimpeded in their ability to maneuver within the

traffic stream Control delay at signalized intersections is minimal

Describes free-flow operations Free-flow speeds prevail Vehicles are

almost completely unimpeded in their ability to maneuver within the

traffic stream The effects of incidents or point breakdowns are easily

absorbed at this level

Describes reasonably unimpeded operations at average travel speeds

usually about 70 percent of the free-flow speed for the street class The

ability to maneuver within the traffic stream is only slightly restricted and

control delays at signalized intersections are not significant

Represents reasonably free flow and free-flow speeds are maintained

The ability to maneuver within the traffic stream is only slightly

restricted and the general level of physical and psychological comfort

provided to drivers is still high The effects of minor incidents and point

breakdowns are still easily absorbed

Describes stable operations however ability to maneuver and change

lanes in midblock locations may be more restricted than at LOS and

longer queues adverse signal coordination or both may contribute to

lower average travel speeds of about 50 percent of the free-flow speed for

the street class

Provides for flow with speeds at or near the free-flow speed of the

freeway Freedom to maneuver within the traffic stream is noticeably

restricted and lane changes require more care and vigilance on the part of

the driver Minor incidents may still be absorbed but the local

deterioration in service will be substantial Queues may be expected to

form behind any significant blockage

Borders on range in which small increases in flow may cause substantial

increases in delay and decreases in travel speed LOS may be due to

adverse signal progression inappropriate signal timing high volumes or

combination of these factors Average travel speeds are about 40

percent of free-flow speed

Characierized by significant delays and average trael speeds of 33

percent or less of the free-flow speed Such operations are caused by

combination of adverse signal progression high signal density high

volumes extensive delays at critical intersections and inappropriate

signal timing

The level at which speeds begin to decline slightly with increasing flows

and density begins to increase somewhat more quickly Freedom to

maneuver within the traffic stream is more noticeably limited and the

driver experiences reduced physical and psychological comfort levels

Even minor incidents can be expected to create queuing because the

traffic stream has little space to absorb disruptions

At its highest density value LOS describes operation at capacity

Operations at this level are volatile because there are virtually no usable

gaps in the traffic stream Vehicles are closely spaced leaving little room

to maneuver within the traffic stream at speeds that still exceed 49 miles

per hour Any disruption of the traffic stream such as vehicles entering

from ramp or vehicle changing lanes can establish disruption wave

that propagates throughout the upstream traffic flow At capacity the

traffic stream has no ability to dissipate even the most minor disruption

and any incident can be expected to produce serious breakdown with

extensive queuing Maneuverability within the traffic stream is extremely

limited and the level of physical and psychological comfort afforded the

driver is poor
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SOCTIIp EIS/SEIR

Table 3.2-1 continued
Level of Service Descriptions

Section 3.0

Arterial Roads

Characterized by urban Street flow at extremely low speeds typically one-
third to one-fourth of the free-flow speed Intersection congestion is

likely at critical signalized locations with high delays high volumes and
extensive queuing

Freeway Segments

Describes breakdowns in vehicular flow Such conditions generally exist

within queues forming behind breakdown points LOS operations

within queue are the result of breakdown or bottleneck at

downstream point LOS is also used to describe conditions at the point
of the breakdown or bottleneck and the queue discharge flow that occurs

at speeds lower than the lowest speed for LOS as well as the operations
within the queue that forms upstream Whenever LOS conditions exist

they have the

Source Highway Capacity Manual 2000 HCM 2000 Transportation Research Board National Research Council
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SOCTIIP EIS/SEIR Section 3.0

Table 3.2-2

Volume/Capacity Ratio Level of Service Ranges

Volume/Capacity V/C Ratio Range

Arterial Roads and

Level of Service LOS Intersections Freeway Segments

0.00 0.60 0.00 0.30

0.61 0.70 0.31 0.50

0.71 0.80 0.51 0.71

0.81 0.90 0.72 0.89

0.91 1.00 0.90 1.00

Above 1.00 Above 1.00

Sources

Arterial road and intersection V/C ranges 2001 Orange County Congestion Management Program Orange County

Transportation Authority

Freeway segment V/C ranges Highway Capacity Manual 2000 HCM 2000 Transportation Research Board National

Research Council

TCA53 Final SEIRFinal EIS-SEJRSection O4oc I/23/O5
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SOCTIIP EIS/SEIR Section 3.0

Table 3.2-3

Freeway/Tollway Mainline Performance Criteria

V/C Calculation Methodology

Level of service to be based on peak hour volume/capacity V/C ratios calculated using the following

capacities

2000 vehicles per hour per lane vphpl for mixed-flow general purpose lanes

1600 vphpl for one-lane buffer-separated high occupancy vehicle HOV facility

1750 vphpl for two-lane buffer-separated HOV facility

vehicles per hour vph added capacity for an auxiliary lane that is 0.8 km 0.5 mile or less in

length an auxiliary lane that is between 0.8 km 0.5 mile and 1.6 km 1.0 mile in length carrying

less than 1000 vph of total on/off ramp volume at the beginning and end of the lane or an auxiliary

lane that acts as climbing lane

500 vph added capacity for an auxiliary lane that is between 0.8 km 0.5 mile and 1.6 km 1.0 mile
in length carrying between 1000 and 2000 vph of total on/off ramp volume at the beginning and end

of the lane

1000 vph added capacity for an auxiliary lane that is between 0.8 km 0.5 mile and 1.6 km

1.0 mile in length carrying more than 2000 vph of total on/off ramp volume at the beginning and

end of the lane

Performance Standard

Level of Service peak hour V/C less than or equal to 1.00

Impact Threshold

freeway/toliway mainline segment is considered to be adversely impacted by given build Alternative

if

The segment is forecast to operate deficiently i.e worse than the performance standard

The V/C in the build Alternative increases by greater than 0.03 the impact threshold specified in the

CMP compared to the V/C in No Action Alternative

Source Austin-Foust Associates Inc 2003
Abbreviations

CMP Orange County Congestion Management Program
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SOCTIIP EIS/SEJR Section 3.0

Table 3.2-4

Arterial Intersection Performance Criteria

V/C Calculation Methodology

Level of service to be based on peak hour intersection capacity utilization ICU values calculated using

the following assumptions detailed description of the ICU calculation methodology is provided in

Appendix in the SOCTIIP Traffic and Circulation Technical Report

Saturation Flow Rate 1600 vehicles/hour/lane for City of San Clemente intersections 700

vehicles/hour/lane for all other jurisdictions in the study area

Clearance Interval 0.00 for City of San Clemente intersections 0.05 for all other jurisdictions in the

study area

Performance Standard

Level of Service peak hour ICU less than or equal to 0.90 for locations other than CMP intersections

and Crown Valley Parkway intersections between 1-5 and Marguerite Parkway

Level of Service peak hour ICU less than or equal to 1.00 for CMP intersections i.e the 1-5 ramp

intersections at Crown Valley Parkway and at Ortega Highway and the intersection of Moulton Parkway

and Crown Valley Parkway and Crown Valley Parkway intersections between 1-5 and Marguerite

Parkway

Impact Threshold

An intersection is considered to be adversely impacted by given build Alternative if

The intersection is forecast to operate deficiently i.e worse than the performance standard

Compared to the ICU in the No Action Alternative the ICU in the build Alternative increases as follows

0.01 or greater at County of Orange City of Mission Viejo City of Rancho Santa Margarita and City

of San Juan Capistrano intersections the impact threshold specified in the GMP and adopted by the

Cities of Mission Viejo Rancho Santa Margarita and San Juan Capistrano

Greater than 0.01 at City of Dana Point City of Laguna Hills City of Laguna Niguel and City of San

Clemente intersections the impact threshold adopted by those Cities

Greater than 0.03 at CMP intersections the impact threshold specified in the CMP

Source Austin-Foust Associates Inc 2003
Abbreviations

V/C -- Volume/Capacity Ratio

CMP Orange County Congestion Management Program

GMP Orange County Growth Management Plan

TCA53J\Fina SEIR\Final EIS-SEIR\Section 3.O.doc II/23/O5
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SOCTIIP EIS/SEIR Section 3.0

Table 3.2-5

Freeway/Tollway Ramp Performance Criteria

V/C Calculation Methodology

Level of service to be based on peak hour volume/capacity V/C ratios calculated using the following

ramp capacities

Freeway/Tollway to Arterial Road Interchanges

Metered On-Ramps

maximum capacity of 900 vehicles per hour vph for one-lane metered on-ramp with only one

mixed-flow lane at the meter

maximum capacity of 1080 20 percent greater than 900 vph for one-lane metered on-ramp

with one mixed-flow lane at the meter plus one HOV preferential lane at the meter

maximum capacity of 1500 vph for one-lane metered on-ramp with two mixed-flow lanes at

the meter

maximum capacity of 1800 vph for two-lane metered on-ramp with two mixed-flow lanes at

the meter

Toll Ramps On-Ramps and Off-Ramps

maximum capacity of 1500 vph for one-lane toll ramp with one cash stopped lane and one

FasTrak unstopped lane

Non-Metered and Non-Tolled On-Ramps and Off-Ramps

maximum capacity of 1500 vph for one-lane ramp

maximum capacity of 2250 50 percent greater than 1500 vph for two-lane on-ramp that

tapers to one merge lane at or beyond the freeway mainline gore point and for two-lane off-ramp

with only one auxiliary lane

maximum capacity of 3000 vph for two-lane on-ramp that does not taper to one merge lane

and for two-lane off-ramp with two auxiliary lanes

Freeway to Toliway and Freeway to Freeway Interchanges

maximum capacity of 2000 vph for one-lane ramp

maximum capacity of 4000 vph for two-lane ramp

Performance Standard

Level of Service peak hour V/C less than or equal to 1.00

TCA53PFjna/ SEIRHna1 EIS-SEJRSecjjon O.doc 11/23/O5 355
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SOCTIIP EJS/SEIR Section 3.0

Table 3.2-5 continued

Freeway/Toliway Ramp Performance Criteria

Impact Threshold

freeway/toliway ramp is considered to be adversely impacted by given build Alternative if

The ramp is forecast to operate deficiently i.e worse than the performance standard

Compared to the V/C in the No Action Alternative the V/C in the build Alternative increases as

Ibliows

0.01 or greater
for ramps at County of Orange City of Mission Viejo City of Rancho Santa

Margarita and City of San Juan Capistrano intersections the impact threshold specified in the

GMP and adopted by the Cities of Mission Viejo Rancho Santa Margarita and San Juan

Capistrano

Greater than 0.01 for ramps at City of Dana Point City of Laguna Hills City of Laguna Niguel

and City of San Clemente intersections the impact threshold adopted by those Cities

Greater than 0.03 for ramps at CMP intersections the impact threshold specified in the CMP

Source Austin-Foust Associates Inc 2003
Abbreviations

CMP Orange County Congestion Management Program

GMP Orange County Growth Management Plan
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SOCTJJP EIS/SEJR Section 3.0

Table 3.2-6

Existing and Future Land Use and Traffic Demand in Orange County

Entire Orange

Category Southern Orange County County Area

Residential Dwelling Units

Year 2000 213119 976133

Year2025 266159 1116855

Percent Increase 2000 to 2025 25% 14%

Population

Year 2000 543555 2852965

Year 2025 704404 3418193

Percent Increase 2000 to 2025 30% 20%

Employment

Year 2000 206198 1501393

Year 2025 310676 2044123

Percent Increase 2000 to 2025 51% 36%

Average Daily Traffic

Year 2000 3223200 17159500

Year 2025 4342400 20525000

Percent Increase 2000 to 2025 35% 20%

Source Orange County Projections-2000 OCP-2000 demographic data and General Plan land use based demographic data for

the Cities of Mission Viejo San Juan Capistrano and San Clemente and the unincorporated community of Ladera
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SOCTIJP EIS/SEIR Section 3.0

Table 3.2-7

Land Use and Traffic Demand for RMV Development Levels

Residential Average

Development Level Dwelling Units Population Employment Daily Traffic

OCP-2000 20560 47928 10283 237400

Proposed RMV Plan 14000 39952 16209 184100

Existing General Plan 6250 14569 54500

No Future Development

Source Austin-Foust Associates Inc 2003

Table 3.2-8

Comparison of RMV and Orange County Traffic Demand

Southern Entire Orange RMV Area

Timeframe Orange County County Area Proposed RMV Plan

Average Daily Traffic ADT
Year 2000 3223200 17159500 --

Year 2025 4342400 20525000 184100

Growth 2000 to 2025 1119200 3365500 84100

Percent of Southern

Orange County Percent of Southern Percent of Entire

Timeframe Growth in ADT Orange County ADT Orange County ADT

ADT of the Proposed RMV Plan 184100

Year 2025 16% 4% Less than 1%

Source Austin-Foust Associates Inc 2003
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SOCTIIP EIS/SEIR
Section 3.0

Table 3.3-1

Summary of the SOCTIIP Build Alternatives Analyzed

Alternative Acronym/Short Title

Build Alternatives with Toll Road Corridors Initial and Ultimate

Far East Corridor Alignment Alternatives

Far East Corridor Modified Alternative FEC-M Alternative

Far East Corridor West Alternative FEC-W Alternative

Central Corridor Alignment Alternatives

Central Corridor Complete Alternative CC Alternative

Central Corridor Avenida La Pata Variation Alternative CC-ALPV Alternative

Alignment Corridor Alignment Alternatives

Alignment Corridor Far East Crossover Modified Alternative A7C-FEC-M Alternative

Alignment Corridor Avenida La Pata Variation Alternative A7C-ALPV Alternative

Build Alternatives without Toll Road Corridors

Arterial Improvements Only Alternative AlO Alternative

1-5 Widening Alternative 1-5 Alternative

Source SOCTIIP Project Alternatives Technical Report PD Consultants 2003
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LEGEND

Deficient freeway segment

Deficient intersection location

Abbreviations AM AM Peak Hour

PM PM Peak Hour

NB Northbound

SB Southbound

Freeway/toliway interchange

with deficient ramps as

listed below

-5 Alicia Pkwy
NB Direct On-Ramp AM

I-S Oso Pkwy
SB Off-Ramp PM

-S Crown Valley Pkwy
SB Off-Ramp PM

I-S Ortega Hwy
NB On-Ramp AM

-5 Stonehill Dr

NB On-Ramp PM
-5 SR-I/Cm Las Rambtas

SB Direct On-Ramp PM
-5 Cm Estrella

SB Off-Ramp PM
1-5 Avd Pico

NB On-Ramp AM/PM
SB Off-Ramp AM/PM

SR 241 Santa Margarita Pkwy
NB On-Ramp AM
SB Oft-Ramp PM

SR 241 Antonio Pkwy
NB On-Ramp AM

Source Austin-Foust Associates Inc 2003

Existing Weekday Peak Hour Deficiencies

SOCTIIP ElS/SEIR Figure 3.4-1
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SQCTIIP EIS/SEIR Section 3.0

Table 3.4-1

Summary of ADT Volumes on 1-5 under the build Alternatives

with Existing Conditions as the Baseline

Alternatives and I-S South I-S North of 1-5 North of 1-5 North of

Scenarios of 1-405 Oso Pkwy Ortega Hwy Avd Pico

Existing Conditions 357000 285000 236000 206000

SOCTI1P build

Alternativesa

FEC-M and FEC-W
Alternatives 404000 341000 316000 261000

CC Alternative 405000 342000 314000 252000

A7C-FEC-M

Alternative 404000 342000 313000 258000

CC-ALPV and A7C-

ALPV Alternatives 408000 347000 324000 281000

MO Alternative 412000 352000 327000 287000

1-5 Alternative 444000 390000 349000 298000

Source Austin-Foust Associates Inc 2003
Year 2025 conditions that assume committed circulation system improvements and anticipated future land use development

including the 14000 du proposed RMV plan
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SOCTIIP EJS/SEIR Section 3.0

Table 3.4-2

Summary of Weekday Peak Hour Deficiencies under the Build Alternatives

with Existing Conditions as the Baseline

Location Jurisdiction

Weekday Peak Hour Deficiency Under This Scenario

.fl

SOCTIIP_build_Alternativesa

in

Intersections

Alicia Pkwy Muirlands Blvd Mission Viejo Yes Yes Yes Yes Yes Yes Yes

Antonio Pkwy Crown Valley Pkwy County of Orange No Yes Yes Yes Yes Yes Yes

Antonio Pkwy Oso Pkwy County of Orange No Yes Yes Yes Yes Yes Yes

Antonio Pkwy-La Pata Ave Ortega Hwy County of Orange Yes Yes Yes Yes Yes Yes Yes

Antonio Pkwy North River Rd County of Orange No No No No No Yes No
Avd Empresa Avd de Las Banderas Rancho Santa Margarita No No No No No Yes Yes

Avd Empresa Santa Margarita Pkwy Rancho Santa Margarita No Yes Yes Yes Yes Yes Yes

Avd La Pata Avd Pico San Clemente No No No No Yes Yes No
Avd La Pata Avd Vista Hermosa San Clemente No No No No Yes Yes Yes

Avd La Pata Cm Del Rio San Clemente No No No No No Yes No
Avd Talega Avd Vista Hermosa San Clemente No No No No Yes No No

Avd Vista Hermosa Avd Pico San Clemente No No No No Yes No No
Cabot Rd Crown Valley Pkwy Laguna Niguel No Yes Yes Yes Yes Yes Yes

Cabot Rd Oso Pkwy Laguna Hills No Yes Yes Yes Yes Yes Yes

Cm Capistrano Del Obispo St San Juan Capistrano No Yes Yes No Yes Yes Yes

Cm Capistrano Junipero Serra Rd San Juan Capistrano No No No No Yes No No

Cm Capistrano San Juan Creek Rd San Juan Capistrano Yes No No Yes No No No

Cm Capistrano Stonehill Dr San Juan Capistrano Yes Yes Yes Yes Yes Yes Yes

Cm Estrella 1-5 SB Ramps Dana Point/San Clemente No No No No No No Yes

Cm Vera Cruz Avd Vista Hermosa San Clemente No Yes No Yes Yes No Yes

Del Obispo St Stonehill Dr Dana Point Yes Yes Yes Yes Yes Yes Yes

El Camino Real Avd Pico San Clemente No Yes Yes Yes Yes Yes Yes

Felipe Rd Oso Pkwy Mission Viejo No Yes Yes Yes Yes Yes Yes

Forbes Rd Crown Valley Pkwy Laguna Niguel No Yes Yes Yes Yes Yes Yes
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SOCTIIP EJS/SEIR
Section 3.0

Table 3.4-2 continued

Summary of Weekday Peak Hour Deficiencies under the Build Alternatives

with Existing Conditions as the Baseline

Jurisdiction

Weekday Peak Hour Deficiency Under This Scenario

SOCTIIP_build A1ternatives

Pico San Clemente No No Yes No Yes Yes No
San Clemente Yes Yes Yes Yes Yes Yes No

Pkwy Mission Viejo No Yes Yes Yes Yes Yes No

Pkwy Mission Viejo No Yes Yes Yes Yes Yes No

Hwy San Juan Capistrano No Yes Yes Yes No No No

Hwy San Juan Capistrano No Yes No Yes Yes Yes No
Pkwy Mission Viejo No No No No No No Yes

Hwy San Juan Capistrano No No No No Yes Yes Yes

Juan Creek Rd San Juan Capistrano No Yes Yes Yes Yes Yes Yes

Crown Valley Pkwy Mission Viejo No Yes Yes Yes Yes Yes Yes

Paz Pkwy Mission Viejo No No No No No Yes No

Pkwy Mission Viejo Yes No No No No No No

Ortega Hwy San Juan Capistrano No Yes Yes Yes Yes Yes Yes

Antonio Pkwy Rancho Santa Margarita No Yes Yes Yes Yes Yes Yes

Santa Margarita Pkwy Rancho Santa Margarita Yes Yes Yes Yes Yes Yes Yes

Santa Margarita Pkwy Rancho Santa Margarita Yes Yes Yes Yes Yes Yes Yes

Pkwy Rancho Santa Margarita No No No No No Yes Yes

Pkwy Rancho Santa Margarita No No No No No Yes Yes

Paseo de Colinas Laguna Niguel No Yes Yes Yes Yes Yes Yes

Pkwy Mission Viejo No Yes Yes Yes Yes Yes Yes

Creek Rd San Juan Capistrano Yes Yes Yes Yes Yes Yes Yes

San Juan Capistrano No No No No No No Yes
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SOCTHP EIS/SEIR Section 3.0

Table 3.4-2 continued

Summary of Weekday Peak Hour Deficiencies under the Build Alternatives

with Existing Conditions as the Baseline

Location Jurisdiction

Weekday Peak Hour Deficiency Under This Scenario

SOCTIIP_build_Alternative

Freeway 1-5 Mainline Segments

1-5 Alicia Pkwy to La Paz Rd Caltrans Yes No No No No Yes No

1-5 Avd Pico to El Camino Real Caltrans No Yes No No Yes Yes No

1-5 Avd Vista Hermosa to Avd Pico Caltrans No No No No Yes Yes No
1-5 Cm Capistrano to Stonehill Dr Caltrans No Yes Yes Yes Yes Yes No
1-5 Cm Estrella to Avd Vista Hermosa Caltrans No Yes Yes Yes Yes Yes No
1-5 El Toro Rd to Alicia Pkwy Caltrans Yes Yes Yes Yes Yes Yes Yes

I-S Junipero Sen-a Ro to Ortega Hwy Caltrans No No No No No Yes No

I-S Lake Forest Dr to El Toro Rd Caltrans No Yes Yes Yes Yes Yes No

I-S La Paz Rd to Oso Pkwy Caltrans Yes Yes Yes Yes Yes Yes No

1-5 Ortega Hwy to Cm Capistrano Caltrans No Yes Yes Yes Yes Yes No

1-5 SR-i/Cm Las Ramblas to Cm Estrella Caltrans No Yes Yes Yes Yes Yes No

I-S Stonehill Dr to SR-i/Cm Las Ramblas Caltrans No No No No Yes Yes No

Freeway/Tollway Ramps
I-S NB direct on-ramp at Alicia Pkwy Caltrans Yes No No No No No No

I-S NB loop on-ramp at Alicia Pkwy Caltrans No Yes Yes Yes Yes Yes Yes

1-5 NB off-ramp at Avd Pico Caltrans No No No No Yes No No

1-5 NB on-ramp at Avd Pico Caltrans Yes Yes Yes Yes Yes Yes Yes

I-S SB off-ramp at Avd Pico Caltrans Yes No Yes No No No No

I-S SB on-ramp at Avd Pico Caltrans No No No No Yes Yes No

1-5 NB direct on-ramp at Avd Vista Hermosa Caltrans No No No No No No Yes

I-S SB off-ramp at Avd Vista Hermosa Caltrans No Yes Yes Yes Yes No Yes

1-5 SB off-ramp at Cm Capistrano Caltrans No Yes Yes Yes Yes No No

1-5 SB off-ramp at Cm Estrella Caltrans Yes No No No No No No

I-S NB direct on-ramp at Crown Valley Pkwy Caltrans No Yes Yes Yes Yes Yes Yes

1-5 SB off-ramp at Crown Valley Pkwy Caltrans Yes Yes Yes Yes Yes Yes Yes
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SOCTIIP EIS/SEIR Section 3.0

Table 3.4-2 continued

Summary of Weekday Peak Hour Deficiencies under the Build Alternatives

with Existing Conditions as the Baseline

Location Jurisdiction

Weekday Peak Hour Deficiency Under This Scenario

.U

SOCTIIP_build_Alternativesa

Freeway/Toliway Ramps continued
1-5 NB on-ramp at Junipero Serra Rd Caltrans No Yes Yes Yes Yes Yes No
1-5 NB on-ramp at Ortega Hwy Caitrans Yes Yes Yes Yes Yes Yes No
1-5 SB off-ramp at Ortega Hwy Caitrans No Yes Yes Yes No Yes Yes

1-5 SB off-ramp at Oso Pkwy Caitrans Yes Yes Yes Yes Yes Yes No
1-5 NB on-ramp at Stonehill Dr Caltrans Yes Yes Yes Yes Yes Yes Yes

1-5 SB direct on-ramp at SR-i/Las Rambias Caltrans Yes Yes Yes Yes Yes Yes No
SR-24 NB on-ramp at Antonio Pkwy Caltrans Yes Yes Yes Yes Yes Yes Yes

SR-241 SB off-ramp at Antonio Pkwy Caltrans No No No No No Yes No
SR-24 NB on-ramp at Oso Pkwy Caltrans No No No No No Yes No
SR-241 NB on-ramp at Santa Margarita Pkwy Caltrans Yes Yes Yes Yes Yes Yes Yes

SR-241 SB off-ramp at Santa Margarita Pkwy Caitrans Yes Yes Yes Yes Yes Yes Yes

Source Austin-Foust Associates Inc 2003
Year 2025 conditions that assume committed circulation system improvements and anticipated future land use development including the 14000 du proposed RMV plan
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SOCTIJP EIS/SEIR
Section 3.0

Table 3.4-3

Summary of Existing and 2025 ADT Volumes on I-S

1-5 south 1-5 north of 1-5 north of 1-5 north of

Alternatives and Scenariosa of 1-405 Oso Pkwy Ortega Hwy Avd Pico

Existing Conditions 357000 285000 236000 206000

2025 No Action Alternative

Scenario 413000 354000 338000 288000

Scenario 418000 361000 351000 292000

Scenario 413000 353000 333000 290000

Scenario 419000 361000 340000 291000

Source Austin-Foust Associates Inc 2003
The assumptions for each scenario are as follows

Scenario Committed circulation system with 14000 du proposed RMV plan

Scenario Committed circulation system with 21000 du OCP-2000 plan for RMV
Scenario Build out circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system with 21000 du OCP-2000 plan for RMV
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NORTh

Source Austin-Faust Associates Inc 2003

SOCTIIP ElS/SEIR

17601 OSection3 OFig3 4-3 dwg
November 25 2003

2025 Weekday Peak Hour Deficiencies No Action Alternative

Committed Circulation System with Proposed RMV Plan

Figure 3.4-3

INSET

NORTH

LEGEND

Freeway/toliway interchange

with deficient ramps as

listed below

PM

Future Master Plan of Arterial Highways MPAH
facilities that are committed to be constructed

LEGEND

Non-MPAH facUlties for providing access to

future development in the Rancho Mission Viejo

RMV area

Deficient freeway segment

Deficient intersection location

Abbreviations AM AM Peak Hour

PM PM Peak Hour

-5 Alicia Pkwy

NB Loop On-Ramp AM
1-5 Oso Pkwy

SB Off-Ramp PM
-5 Crown Valley Pkwy

NB Direct On-Ramp PM
SB Off-Ramp PM

1-5 Junipero Serra Rd

NB On-Ramp AM/PM
-5 Ortega Hwy

NB On-Ramp AM/PM
SB Off-Ramp PM

I-S Stonehill Dr

NB On-Ramp PM
I-S SR-I/Cm Las Ramblas

SB Direct On-Ramp PM
-5 Cm Estrella

SB Off-Ramp PM
-5 Avd Vista Hermosa

NB Direct On-Ramp AM
SB Off-Ramp PM

-5AvdPico
SB On-Ramp PM

SR 241 Santa Marganta Pkwy
NB On-Ramp AM
SB Off-Ramp PM

SR 241 Antonio Pkwy
NB On-Ramp AM

SR 241 Oso Pk
NB On-Ramp AM

NB Northbound

SB Southbound



Source Austin-Faust Associates Inc 2003

SOCTIIP EIS/SEIR

17601 OSection3 OFig3 4-4 dwg

November 25 2003

//

2025 Weekday Peak Hour Deficiencies No Action Alternative

____
Buildout Circulation System with Proposed RMV Plan

_____ _______________ jgure3A

INSET

NORTH

PM

PM

LEGEND

Freeway/toliway interchange

with deficient ramps as

listed below

Future Master Plan of Arterial Highways MPAH
facilities that are committed to be constructed

Future non-committed MPAH facilities

Non-MPAH facilities for providing access to

future development in the Rancho Mission Viejo

RMV area

LEGEND

Deficient freeway segment

Deficient intersection location

Abbreviations AM AM Peak Hour

PM PM Peak Hour

1-5 Alicia Pkwy
NB Loop On-Ramp AM

1-5 Oso Pkwy
SB Off-Ramp PM

1-5 Crown Valley Pkwy
NB Direct On-Ramp PM
SB Off-Ramp PM

1-5 Junipero Serra Rd

NB On-Ramp AM
-5 Ortega Hwy

NB On-Ramp AM/PM
SB Off-Ramp PM

1-5 Stonehill Dr

NB On-Ramp PM
1-5 SR-I/Cm Las Ramblas

SB Direct On-Ramp AM/PM
1-5 Avd Pico

NB On-Ramp PM
SR 241 Santa Margarita Pkwy

NB On-Ramp AM
SB Off-Ramp PM

SR 241 Antonio Pkwy

NB On-Ramp AM
SR 241 OsoPkwy

NB On-Ramp AM
NB Northbound

SB Southbound



2025 Weekday Peak Hour Traffic Condilions No Acfion Afternative

Buildout Circuation System with Proposed RMV Plan
Source AudrFDust Assooiate nc

SOCTUP EIS/SEIR Figure 345
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SOCTIJP EIS/SEIR
Section 3.0

Table 3.4-4

Summary of 2025 ADT Volumes on I-S and FTC-S

Alternatives and

Scenario
1-5 south

of 1-405

I-S north of

Oso Pkwy

I-S north of

Ortega Hwy

1-5 north of

Avd Pico

FTC-S south

of Oso Pkwy

FTC-S south

of Ortega FTC-S north

2025 No Action Alternative

Hwy I-S

Scenario 413000 354000 338000 288000 --

Scenario 418000 361000 351000 292000 --

-- --

Scenario 413000 353000 333000 290000 --

--

Scenario 419000 361000 340000 291000

-- --

-- -- --

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to 1-5

2025 FEC-M and FEC-W Alternatives

Scenario 404000 341000 316000 261000 57000
Scenario 406000 344000 317000 267000 52000

43000 26000

Scenario 410000 350000 317000 265000

36000 24000

2025 CC Alternative

39000 25000

Scenario 405000 342000 314000 252000 52000 49000
Scenario 406000 344000 315000 259000 49000

47000

Scenario 410000 349000 316000 258000 49000

42000

48000

45000

2025 A7C-FEC-M Alternative

Scenario 404000 342000 313000 258000 58000
Scenario 405000 343000 314000 264000

49000

53000 40000

29000

Scenario 410000 349000 317000 264000 41000 39000
Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to Avenida La Pata

Year 2025 CC-ALPV and A7C-ALPV Alternatives

Scenario 408000 347000 324000 281000 41000 35000
Scenario 409000 348000 325000 285000 38000 26000

Build Alternatives without FTC-S Toll Road Exten

--

sion

2025 AlO Alternative

Scenario 412000 352000 327000 287000 -- -- --

Scenario 417000 358000 332000 287000 -- -- --
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SOCTIIP EIS/SEIR
Section 3.0

Table 3.4-4 continued

Summary of 2025 ADT Volumes on 1-5 and FTC-S

Alternatives and 1-5 south 1-5 north of I-S north of

Scenario of 1-405 Oso Pkwy Ortega Hwy

I-S north of

Avd Pico

FTC-S south

FTC-S south of Ortega FTC-S north

of Oso Pkwy Hwy of 1-5

2025 1-5 Alternative

Scenario 444000 390000 349000 298000 -- -- --

Scenario 444000 390000 345000 294000 -- -- --

Scenario 451000 399000 354000 295000 -- -- --

Source Austin-Foust Associates Inc 2003
The assumptions for each scenario are as follows

Scenario Committed circulation system with 14000 du proposed RMV plan

Scenario Committed circulation system with 21000 du OCP-2000 plan for RMV
Scenario Build out circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system with 21000 du OCP-2000 plan for RMV
Note In the build Alternatives that include the FTC-S toll road the ADT volumes on the FTC-S generally exceed the ADT reductions on 1-5 when compared against the No

Action Alternative scenarios This is because in addition to diverting traffic from 1-5 the FTC-S also diverts traffic from parallel arterial roads that are not listed in

this summary table
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2025 Weekday Peak Hour Traffic Conditions A7C-FEC-M Alternative

Buildout CrcuatIon Systemwith Proposed RMV Ran
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7oolOSecnon3.ORg3.4-9.dwg
November 25 2003

FreewayrMway Lave of Sevcs LOS
Uncon9esteo WS A-E
0-2 hours of coneson LOS EF

Li hon of mngesi LOS
3-4 hours of con9ehon LOS
More than hours of on9eStiOfl LOS

aroctoMnterohare Lev of Sen4e
0-90% of capacity ILOS AU

LOS
I01-110%ofcapaoity4LOS

ll1-120%ofcapadtyLOSF
Greaer than 120% of capay LOS



2025 Weekday Peak Hour Traffic Conditions A7CALPV Afternative

Buildout Circthafion System wth Proposed RMV Plan

SOCI lip EiS/SER Figure
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2025 Weekday Peak Hour Traffic Condifions l5 Afternative

BuUldout Circuaflon System with Proposed RMV Ran
SOCTUP EISISflR Figure 3442
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SOCTIIP EIS/SEIR
Section

lahlc 3.4-5

Summary of the Beneficial Fffects of the SOCTIIP Build Alternatives for Operations

Locations where Beneficial Effects Occur

Compared to the No Action Alternative Jurisdiction

Analysis Scenariosa in which Beneficial Effects Occur Under the Build Alternatives

FEC-M FEC-W CC A7C-FEC-M
CC-ALPV
A7C-ALPV uo i-s

lT14TERSECTIONS

Antonio Parkway North River Road

Avenida Empresa Avenida de Las Banderas

Avenida La Pata Avenida Pico

Avemda La Pata Avenida Vista Flermosa

Avenida La Pata Camino del Rio

Cabot Road Crown Valley Parkway

Camino Capistrano 1-5 southbound ramps

Camino Capistrano Jumpero Serra Road

Camino Vera Cruz Avemda Vista Hermosa

1-5 northbound ramps Avemda Pico

I-S southbound ramps Avemda Pico

1-5 southbound ramps Avery Parkway

1-5 northbound ramps Avery Parkway

1-5 southbound ramps Crown Valley Parkway

I-S southbound ramps Camino Estrella

1-5 southbound ramps Ortega Highway

I-S northbound ramps Ortega Highway

I-S northbound ramps Oso Parkway

La Novia Avenue Ortega Highway

La Pata Avenue San Juan Creek Road

Marguerite Parkway Avery Parkway

Marguerite Parkway Jerommo Road

Marguerite Parkway La Paz Road

Pacific Coast Highway Camino Capistrano

SR 241 northbound ramps Oso Parkway

SR 241 southbound ramps Oso Parkway

Valle Road La Novia Avenue/I-S northbound ramps

County

Rancho Santa Margarita

San Clemente

San Clemente

San Clemente

Laguna Niguel

Caltrans/San Juan Capistrano

San Juan Capistrano

San Clemente

Caltrans/San Clemente

Caltrans/San Clemente

Caltrans/Mission Viejo

Caltrans/Mission Viejo

Caltrans/Mission Viejo

Caltrans/San Clemente/Dana Point

Caltrans/San Juan Capistrano

Caltrans/San Juan Capistrano

Caltrans/Mission Viejo

San Juan Capistrano

County

Mission Viejo

Mission Viejo

Mission Viejo

San Clemente/Dana Point

Caltrans/Rancho Santa Margarita

Caltrans/Rancho Santa Margarita

Caltrans/San Juan Capistrano

13

34

134

134

None

134

None

None

None

None

None

13

134

13

13

13

34

134

134

None

None

None

None

None

None

None

34

134

13

13

13

34

134

None

34

None

134

None

None

None

None

None

13

134
13

13

None

13

None

None

None

None

None

None

None

None

None

None

None

None

None

None

13

13

13

13

None

None

None

None

None

34

None

None

None

None

None

None

None

None

None

None

None

34

None

None

None

None

None

None

None

34

None

None

34

34

134
None

134
134

None

None

13

None

None

FREEWAY 1-5 MAD4LLNE SEGMENTS

I-S Alicia Parkway to La Paz Road Caltrans/Laguna Hills/

Mission Viejo

134 134 134 13 None 134

I-S Avenicla Pico to El Camino Real

1-5 Avenida Vista Hermosa to Avenida Pico

1-5 Camino Capistrano to Stonehill Drive

I-S Camino Estrella to Avemda Vista Hermosa

1-5 Junipero Serra Road to Ortega Highway

1-5 La Paz Road to Oso Parkway

1-5 Ortega Highway to Camino Capistrano

I-S SR 1/Camino Las Ramblas to Camino Estrella

1-5 Stonehill Drive to SR 1/Camino Las Ramblas

Caltrans/San Clemente

Caltrans/San Clemente

Caltrans/San Juan Capistrano

Caltrans/San Clemente

Caltrans/San Juan Capistrano

Caltrans/Mission Viejo

Caltrans/San Juan Capistrano

Caltrans/Dana Point

Caltrans/San Juan Capistrano

None

None

34

134

None

None

134

None

None

34

134
None

None

134

None

None

34

134
None

None

34

134

None

None

None

13

None

None

None

None

None

None

None

None

None

None

None

None

None

134

134
134

134
134

134
134
134
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SOCTIIP EIS/SEIR Sectioa 3.0

lalle 3.45 continued

Summary of the Beneficial Iffects of the SOlIIP Build Alternatives for Operations

Locations where Beneficial Effects Occur

Compared to the No Action Alternative Jurisdiction

Analysis Scenariosa in which Beneficial Effects Occur Under the Build Alternatives

FFC-M Flc-w CC A7C-FEC-M
cc.iiv
A7C-ALPV io 1-5

FREE WAY/TOLLWAY RAMPS
1-5 northbound direct on-ramp at Alicia Parkway Caltrans/Mission Viejo None None None None None None

1-5 northbound on-ramp at Avemda Pico Caltrans/San Clemente None None None None 34

1-5 southbound on-ramp at Avenida Pico Caltrans/San Clemente None None

1-5 northbound direct on-ramp at Avd Vista Hermosa Caltrans/San Clemente None None

1-5 southbound off-ramp at Camino Estrella Caltrans/San Clemente/Dana Point None

1-5 northbound on-ramp at Junipero Seffa Road Caltrans/San Juan Capistrano None None None None None 134

I-S northbound on-ramp at Ortega Highway Caltrans/San Juan Capistrano None None None None None

1-5 southbound off-ramp at Ortega Highway Caltrans/San Juan Capistrano None None None None None

I-S southbound off-ramp at Oso Parkway Caltrans/Mission Viejo None None None None None 13

1-5 southbound direct on-ramp at SR-I/Cm Las Ramblas Caltrans/Dana Point None None None None None 134

SR 241 southbound off-ramp at Antonio Parkway Caltrans/Rancho Santa Margarita None None None

SR 241 northbound on-ramp at Oso Parkway Caltrans/Rancho Santa Margarita 134 134 134 13 None 13

SR 241 southbound off-ramp at Oso Parkway Caltrans/Rancho Santa Margarita 13 13 None None None

Source Austin-Foust Associates Inc 2003
The assumptions for each scenario are as follows

Scenario Committed circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system with 21000 du OCP-2000 plan for RMV
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SOCTIIP EIS/SEIR
Section

fable 3.4-6

Summary of the Direct and Indirect Adverse Impacts of the SOCTIIP Build Alternatives for Operations

1-5 northbound ramps Avemda Pico

I-S southbound ramps
Avemda Pico

1-5 northbound ramps Crown Valley Parkway

I-S northbound ramps Oso Parkway

Los Altos Crown Valley Parkway

Marguerite Parkway Avery Parkway

Marguerite Parkway Crown Valley Parkway

Marguerite Parkway Jeronimo Road

Puerta Real Crown Valley Parkway

Rancho Viejo Road Ortega Highway

SR 241 northbound ramps Antonio Parkway

SR 241 northbound ramps Oso Parkway

SR 241 southbound ramps Oso Parkway

Freeway 1-5 Mainline Segments

None

FreewayfTOIlWaY Ramps

I-S northbound off-ramp at Avenida Pico

I-S northbound on-ramp at Avemda Pico

I-S southbound off-ramp at Avenida Pico

I-S southbound on-ramp at Avenida Pico

I-S northbound direct on-ramp at Avd Vista Hermosa

1-5 southbound off-ramp at Avenida Vista Hermosa

I-S southbound off-ramp at Crown Valley Parkway

I-S northbound on-ramp at Ortega Highway

I-S southbound off-ramp at Ortega Highway
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Locations where Adverse Impacts Occur

Compared to the No Action Alternative
Jurisdiction FFCM FFCW

Analysis Scenarios in which Adverse Impacts Occur Under the Build Alternatives

CC A7C-FEC-M A7C-ALPV 410 1-5

CC-ALPV

DIRECT ADVERSE IMPACTS

Intersections

Antonio Parkway Crown Valley Parkway County of Orange None None None None 34

Antonio Parkway-La Pata Avenue Ortega Highway County of Orange None None None None 134

Antonio Parkway North River Road County of Orange None None None None None

Antonio Parkway Oso Parkway County of Orange None None None None 34 None

Avemda Empresa Avemda De Las Banderas Rancho Santa Margarita None None None None 34 None

Avenida Empresa Santa Margarita Parkway Rancho Santa Margarita None None None None 34 None

Avenida La Pata Avenida Pico
San Clemente None None None 13 34 None

Avenida La Pata Avenida Vista Hermosa San Clemente None None None 13 34 None

Avenida Talega Avenida Vista Hermosa San Clemente None None None None None

Avenida Vista Hermosa Avemda Pico San Clemente None None None None None

Camino Capistrano San Juan Creek Road San Juan Capistrano
None None None None None

Cam no Capistrano Stonehill Drive San Juan Capistrano
None None None None None

Cam no Vera Cruz Avemda Vista Hermosa San Clemente None None None None None

Felipe Road Oso Parkway
Mission Viejo None None None None 34

San Clemente None 134 None 13

San Clemente None None None 13 34

Mission Viejo
None None None None None

Mission Viejo None None None None None

Mission Viejo
None None None None None

Mission Viejo

Mission Viejo

Mission Viejo

Mission Viejo

San Juan Capistrano

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

None

34

Rancho Santa Margarita
None

Rancho Santa Margarita
None

None

Rancho Santa Margarita None

None

None

Caltrans/San Clemente

None

Caltrans/San Clemente

None None

None

Caltrans/San Clemente

None

None

Caltrans/San Clemente

I--
-- -- -- -- 11 -- --

None

Indirect

Caltrans/San Clemente

Caltrans/San Clemente

None

None

None

134

None

None

Caltrans/Mission Viejo

None

34 None

None

Caltrans/San Juan Capistrano

134

None

None

Indirect

None

None

Caltrans/San Juan Capistrano

None

None

Indirect

None

None

None

Indirect

None

None

None

Indirect

Indirect

None

None

13

None

None

None

34

None

None

Indirect

Indirect

None

None

None

Indirect

None

None

None None

34

None

134
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SOCTIIP EIS/SEIR
Section 3.0

Table 3.4-6 continued

Summary of the Direct and Indirect Adverse Impacts of the SOCTIIP Build Alternatives for Operations

Locations where Adverse Impacts Occur

Compared to the No Action Alternativeb Jurisdiction

Analysis Scenariosa in which Adverse Impacts Occur Under the Build Alternatives

cc-pv
FEC-M FEC-W CC A7C-FEC-M A7C-ALPV AIO

DIRECT ADVERSE IMPACTS cont

Freeway/Toliway Ramps cont
1-5 southbound off-ramp at Oso Parkway

1-5 northbound on-ramp at Stonehill Drive

SR 241 northbound on-ramp at Antonio Parkway

SR 241 southbound off-ramp at Antonio Parkway

SR 241 northbound on-ramp at Oso Parkway

SR 241 southbound off-ramp at Oso Parkway

_____
Caltrans/Mission Viejo

Caltrans/San Juan Capistrano

Caltrans/Rancho Santa Margarita

Caltrans/Rancho Santa Margarita

Caltrans/Rancho Santa Margarita

Caltrans/Rancho Santa Margarita

None

Indirect

None

None

None

None

None

Indirect

None

None

None

None

None

Indirect

None

None

None

None

None

Indirect

None

None

None

None

Indirect

34

34

None

134
None

None

None

None

INDIRECT ADVERSE IMPACTS

Intersections

I-S northbound ramps Ortega Highway San Juan Capistrano None None

Freeway 1-5 Mainline Segments

None I--
-- -- -- -- --

Freeway/Toliway Ramps

I-S northbound on-ramp at Avenida Pico

1-5 southbound off-ramp at Camino Capistrano

I-S northbound on-ramp at Ortega Highway

I-S southbound off-ramp at Ortega Highway

I-S northbound on-ramp at Stonehill Drive

Caltrans/San Clemente

Caltrans/San Juan Capistrano

Caltrans/San Juan Capistrano

Caltrans/San Juan Capistrano

Caltrans/San Juan Capistrano

134

134

13

134

Direct

134
13

134

134

134
13

134

Direct

13

13

None

13

None

None

Direct

None

34

Direct

None

None

Direct

Direct

Source Austjn-Foust Associates Inc 2003
The assumptions for each scenario are as follows

Scenario Committed circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system with 21000 du OCP-2000 plan for RMV

Locations where both direct and indirect impacts occur depending on the build Alternative appear
in both the Direct Adverse Impact and Indirect Adverse Impact sections of the table In such cases the following entries are used to differentiate between

direct and indirect impacts

Indirect Indirect adverse impact occurs at this location under the given build Alternative Refer to the Indirect Adverse Impact section of the table for the scenarios in which the impact occurs

Direct Direct adverse impact occurs at this location under the given build Alternative Refer to the Direct Adverse Impact section of the table for the scenarios in which the impact occurs
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SOCTIIP EIS/SEIR Section 3.0

Table 3.4-7

Summary of Build Alternative Systemwide Travel Time Savings

Total Hours of Vehicle

Travel Time Savings

Alternatives and Scenarios3 per Dayb

2025 SCENARIO

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to 1-5

FEC-M and FEC-W Alternatives 31000

CC Alternative
29000

A7C-FEC-M Alternatives 32000

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to Avenida La Pata

CC-ALPV and A7C-ALPV Alternatives 17000

Build Alternatives without the FTC-S Toll Road Extension

1-5 Alternative 28000

2025 SCENARIO

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to 1-5

FEC-M and FEC-W Alternatives 20000

CC Alternative 18000

A7C-FEC-M Alternatives 21000

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to Avenida La Pata

CC-ALPV and A7C-ALPV Alternatives 8000

Build Alternatives without the FTC-S Toll Road Extension

MO Alternative
5000

I-S Alternative
20000

2025 SCENARIO

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to I-S

FEC-M and FEC-W Alternatives
34000

CC Alternative
26.000

A7C-FEC-M Alternatives
25000

Build Alternatives without the FTC-S Toll Road Extension

MO Alternative
8.000

1-5 Alternative
22000

Source Austin-Foust Associates Inc 2003
The assumptions for each scenario are as follows

Scenario Committed circulation system with 14.000 du proposed RMV plan

Scenario Build out circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system
with 21000 du OCP-2000 plan for RMV

Compared to the No Action Alternative

TC453 \Final SEIRFinal EIS-SEIR Section O.doc ci I/23/05c
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Build Alternatives with FTC-S

Corridor to 1-5

Build Alternatives with FTC-S Corridor

to Avenida La Pata

Build Alternatives with FTC-S Corridor

to Avenida La Pata

Build Alternatives

without FTC-S Corridor

Build Alternatives

without FTC-S Corridor

2025 Scenario

Build Alternatives with FTC-S

Corridor to 1-5

Build Alternatives

without FTC-S Corridor

2025 Scenario

Scenario Committed circulation system with 14000 du proposed RMV plan

Scenario Buildout circulation system with 14000 du proposed RMV plan

Scenario Buildout circulation system with 21000 du OCP-2000 plan for RMV

XXXX Systemwide total hours of vehicle

travel time savings per day compared

to the No Action SJtemative

Summary of Build Alternative Systemwide Travel Time Savings

Source Austin-Foust Associates Inc 2003

SOCTIIP EIS/SEIR Figure 3.4-13

17601 OSection3 OFig3 4-13.dwg

November 25 2003
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Build Alternatives with FTC-S
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SOCTIIP EIS/SEIR
Section 3.0

Table 3.4-8

Summary of I-S Congestion in the SOCTIIP Study Area

Congested Percentage

Alternatives and Scenariosa of Daily
Traffieb

2025 SCENARIO

No Action Alternative
22.7%

Build Alternatives with FTC-S ToH Road Extension from Oso Parkway to I-S

FEC-M and FEC-W Alternatives
6.7%

CC Alternative
5.1%

A7C-FEC-M Alternatives
5.2%

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to Avenida La Pata

CC-ALPV and A7C-ALPV Alternatives 12.2%

Build Alternatives without the FTC-S Toll Road Extension

I-S Alternative

2025 SCENARIO

No Action Alternative
28.6/o

2025 SCENARIO

No Action Alternative
15.9%

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to 1-5

FEC-M and FEC-W Alternatives 34%

CC Alternative
2.4%

A7C-FEC-M Alternatives
3.2%

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to Avenida La Pata

CC-ALPV and A7C-ALPV Alternatives 78%

Build Alternatives without the FTC-S Toll Road Extension

AlO Alternative
11.3%

I-S Alternative
1.0%

2025 SCENARiO

No Action Alternative
19.2%

______

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to I-S __________
FEC-M and FEC-W Alternatives

4.3%

CC Alternative
3.2%

A7C-FEC-M Alternatives
4.0%

Build Alternatives without the FTC-S Toll Road Extension

AlO Alternative
13.3%

I-S Alternative
1.2%

Source Austin-Foust Associates Inc 2003
The assumptions for each scenario are as follows

Scenario Committed circulation system
with 14000 du proposed RMV plan

Scenario Committed circulation system with 21000 du OCP-2000 plan for RMV

Scenario Build out circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system with 21.000 du OCP-2000 plan for RMV

Expressed as percent of daily vehicle miles of travel VMT on 1-5 in the study area that is forecast to occur under congested

conditions
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No Actkn

Alternative

Build Alternatives with FTC-S Corridor

to Avenida La Pata

Build Alternatives

without FTC-S Corridor

2025 Scenario

No Action

Alternative

Build Alternatives with FTC-S

Corridor to 1-5

Build Alternatives with FTC-S Corridor

to Avenida La Path

Build Alternatives

without FTC-S Corridor

2025 Scenario

No Action

Alternative

Build Alternatives with FTC-S

Corridor to 1-5

Build Alternatives

without FTC-S Corndor

2025 Scenario

Scenano Committed circulation system with 14000 DU proposed RMV plan

Scenano Busldout circulation system with 14000 DU proposed RMV plan

Scenario Butldout circulation system with 21000 DU OCP-2000 plan for RMV

LEGEND

X.X% Percent of
daily vehicte miles of travel VMT

on 1-5 in the study area that is forecast to

occur under congested conditions

Summary of 1-5 Congestion in the SOCTII Study Area

Figure 34_j

17601 OSection3 OFig3 4-14.dwg

November 25 2003

.0
00ww

.0

Build Alternatives with FTC-S

Corridorto 1-5

.0
oo
OwUL Lt

.6
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.6

Source Austin-Foust Associates Inc 2003
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SOCTHP EJS/SEIR Section 3.0

Table 3.4-9

Summary of Arterial System Congestion in the SOCTIIP Study Area

Total Hours of Vehicle

Delay on the Arterial

Alternatives and Scenario System

2025 SCENARIO

No Action Alternative 13200

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to I-S

FEC-M and FEC-W Alternatives 10600

CC Alternative
10600

A7C-FEC-M Alternatives 10400

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to Avenida La Pata

CC-ALPV and A7C-ALPV Alternatives 10900

Build Alternatives without the FTC-S Toll Road Extension

1-5 Alternative
10300

2025 SCENARIO

No Action Alternative 17300

2025 SCENARIO

No Action Alternative
990

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to I-S

FEC-M and FEC-W Alternatives 7700

CC Alternative 7900

A7C-FEC-M Alternatives
7.700

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to Avenida La Pata

CC-ALPV and A7C-ALPV Alternatives 8200

Build Alternatives without the FTC-S Toll Road Extension

MO Alternative
7900

1-5 Alternative
8300

2025 SCENARIO

No Action Alternative
12500

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to I-S

FEC-M and FEC-W Alternatives 9500

CC Alternative
9400

A7C-FEC-M Alternatives
10100

Build Alternatives without the FTC-S Toll Road Extension

MO Alternative
9700

I-S Alternative
io.soo

Source Austin-Foust Associates Inc 2003
The assumptions for each scenario are as follows

Scenario Committed circulation system with 14000 du proposed RMV plan

Scenario Committed circulation system with 21000 du OCP-2000 plan for RMV

Scenario Build out circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system
with 21000 du OCP-2000 plan for RMV

Expressed as total hours of vehicle delay during the AM and PM peak at signalized artenal intersections in the study area
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No Action

Alternative

Build Alternatives with FTC-S

Corridor to 1-5

Build Alternatives

without FTC-S Corridor

2025 Scenario

No Action

Alternative

Build Alternatives with FTC-S

Corridor to 1-5

Build Alternatives with FTC-S Corridor

to Avenida La Pata

Build Alternatives

without FTC-S Corridor

No Action

Alternative

Build Alternatives with FTC-S

Corridor to 1-5

Build Alternatives

without FTC-S Comdor

2025 Scenario

Scenario Committed circulation system with 14000 DU proposed RMV plan

Scenario Buildout circulation system with 14.000 DU proposed RMV plan

Scenario Buildout circulation system with 21.000 DU OCP-2000 plan for RMV

LEGEND

XXXX Total hours of vehicle delay at signalized

arterial intersections in the study area

during the AM and PM Peak hours

Summary of Arterial System Congestion in the SOCTIIP Study Area

Source Austin-Foust Associates Inc 2003 ______

SOCTIIP EIS/SEIR

J76OIOSection3.OFig3.4-15.dwg

November 25 2003

Figure 3.4-15
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Section 3.0

Table 3.4-10

Summary of Build Alternative Point to Point Travel Time Savings

Average Travel

Alternative South Orange County North Orange County Non-Orange County

No Action Alternativ 28-38 57-8 121-233

Reduction in Peak Travel Timesc

South Orange County North Orange County Non-Orange Countyd

Alternative Minutes Percent Minutes Percent Minutes Percent

Build Alternatives with FTC-S Toll Road Extension from Oso Parkway to I5

FECMandFEC-WA1terflativeS 5-10 18%-26% 8-12 10%-16% 11-17 5%-13%

CC Alternative
3-7 11%-19% 5-10 6-13% 7-11 3%-9%

A7C-FEC-M Alternatives 5-10 18%-27% 8-12 10%-l6 11-15 5%-12%

Build Alternatives with FTC-S Toll Road Extension from Oso Pa rkway to Avenida La Pataa

CC-ALPV and A7C-ALPV
2%-5%

Alternatives 2-4 5%-11% 2-6 2-9
Build Alternatives without the FTC-S Toll Road Extensiona

AlO Alternative
1-3 4%-8o 1-4 1-5% 2-5

I-S Alternative
7-11 25%-32% 13-16 17%-25o 13-18 7%-14%

Source Austin-Foust Associates Inc 2003

The travel time information summarized here is based on Scenario Build out circulation system with 14000 du proposed RMV plan

Expressed as the average 2025 point to point travel time in minutes during the AM and PM peak between 1-5 at the Orange/San Diego County border and three

geographic areas to the north The travel times are listed in ranges because the travel times vary between AM and PM and also between smaller geographic areas within

the three areas that are summarized here

Expressed as the reduction in tents of minutes and percentages compared to the No Action Alternative in 2025 point to point AM and PM peak travel times between 1-5

at the Orange San Diego County border and three geographic areas to the north The travel time saings are listed in ranges because the travel times vary between AM

and PM and also between smaller geographic areas within the three areas that are summarized here

Angeles Rierside San Bernardino and Ventura Counties

._.______._______..__.______....______...._._____.__
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Section 3.0

Table 3.6-I

Summary of Traffic-Related Direct Adverse Impacts and Mitigation Measures

Locations where DLrect

Adverse Impacts Occur

Compared to the No

Action Alternative Mitigation Measure

Analysis Scenario in which Direct Adverse Impacts Occur Under the Build Alternatives

and Traffic Share Percentages of the Build Alternatives in Parentheses

Are the Impacts

Mitigated or do they

Remain

Unmitigated

FEC-M
FEC-W CC A7C-FEC-M

CC-ALPV
A7CALPV AlO 1-5

iNTERSECTIONS
Antonio Parkway Crown

Valley Parkway

Add fourth southbound through lane and third eastbound

left-turn lane

-- -- -- -- -- 2/
Mitigated except for

the MO Alternative

where the impact is

unmitigated assuming

the at-grade

improvement plan

Implement at-grade improvement plan add third

eastbound and northbound left-turn lanes and provide

eastbound free right-turn lane

Or implement grade separated improvement plan

signalized control of all intersection movements except

northbound and southbound through traffic on Antonio

Parkway

11 0/a --

Implement at-grade improvement plan add fourth

eastbound and westbound through lanes and third

northbound southbound eastbound and westbound left-

turn lanes and provide westbound free right-turn lane

Or implement grade separated improvement plan

signalized control of all intersection movements except

northbound and southbound through traffic on Antonio

Parkway

110 /o --

Antonio Parkway-La Pata

Avenue Ortega Highway

Provide southbound free right-turn lane -- -- -- -- -- 13 2%
Mitigated except for

the MO Alternative

where the impact is

unmitigated only in

Scenario assuming

either the at-grade or

grade separated

improvement plan

and for the 1-5

Alternative where the

impact is unmitigated

only in Scenario

Convert second northbound through lane to shared second

through/second right-turn
lane

Implement at-grade improvement plan provide

southbound free right-turn lane

Or implement grade separated improvement plan

signalized
control of all intersection movements except

northbound and southbound through traffic on Antonio

Parkway-La Pata Ave

--

Implement at-grade improvement plan add third

eastbound and westbound through lanes and third

southbound and westbound left-turn lanes and provide

northbound southbound and westbound free right-turn

lanes

Or implement grade separated improvement plan

signalized control of all intersection movements except

northbound and southbound through traffic on Antonio

Parkway-La Pata Ave

-- -- 5%

Antonio Parkway

North River Road
Add third southbound and westbound left-turn lanes 12% -- Mitigated
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Table 3.6-1 continued

Summary of Traffic-Related Direct Adverse Impacts and Mitigation Measures

Locations where Direct

Adverse Impacts Occur

No Action Alternative

Compared to the

Mitigation Measure

Analysis Scenarios2 in which Direct Adverse Impacts Occur Under the Build Alternatives

and Traffic Share Percentages of the Build Alternatives in Parentheses

Are the Impacts

Mitigated or do they

Unmitigated

Remain

FEC-W CC
FEC

A7C-FEC-M A7C-ALPV
CC-ALPV

AlO 1-5

INTERSECTIONS cont
Antonio Parkway

Oso Parkway

Implement at-grade improvement plan add fourth

eastbound and westbound through lanes and third

northbound eastbound and westbound left-turn lanes and

provide northbound and westbound free right-turn lanes

Or implement grade separated improvement plan

Signalized control of all intersection movements except

northbound and southbound through traffic on Antonio

Parkway

3.4 16%

Unmitigated in the

MO Alternative

assuming either the

at-grade or grade

separated

improvement plan

Avenida Empresa

Avenida Dc Las Banderas
Add second eastbound left-turn lane -- -- -- -- 34 2% -- Mitigated

Avenida Empresa

Santa Margarita Parkway

Convert eastbound right-turn lane to free right-turn lane

and add northbound shared third left-turn lane/through

lane

34 4% -- Mitigated

Avemda La Pata

Avenida Pico

Implement at-grade improvement plan add third

northbound through lane and second and third eastbound

left-turn lanes and provide westbound free right-turn lane

Or implement grade separated improvement plan

signalized control of all intersection movements except

eastbound and westbound through traffic on Avd Pico

13 16% 3426% -- Mitigated

Avenida La Pata

Avenida Vista Hermosa

Add fourth southbound through lane third westbound

through lane second southbound westbound and

eastbound left-turn lanes and westbound right-turn lane

13 22% 34 16% -- Mitigated

Avenida Talega

Avenida Vista Hermosa

Add third westbound through lane 7% -- Mitigated

Avenida Vista Hermosa

Avenida Pico

Add westbound right-turn lane and convert third

eastbound through lane to third eastbound left-turn lane
31% -- -- Mitigated

Camino Capistrano

San Juan Creek Road

Convert second northbound through lane to shared second

through/second right-turn lane
10% Mitigated

Camino Capistrano

Stonehill Drive

Add second eastbound through lane and northbound right

turn lane and convert second southbound through lane to

shared second through/second right-turn lane

8% Mitigated

Camino Vera Cruz

Avenida Vista Hermosa

Add third eastbound and westbound through lanes and

second southbound left-turn lane
10% -- -- Mitigated

Felipe Road

Oso Parkway

Add fourth westbound through lane -- 34 4%
MitigatedAdd fourth eastbound through lane and second

southbound left-turn lane and convert second northbound

through lane to shared second through/second right-turn

lane

34 4% 4%

TCA53ISnaISEJRFinal EIS SEIR 1/ /7 Tables Section OTablc 36 doc elI 23 05n
95

November 2005



socrHpEIs/sEI
Section 3.0

Table 3.6-I continued

Summary of Traffic-Related Direct Adverse Impacts and Mitigation Measures

Locations where Direct

Adverse Impacts Occur

Compared to the

No Action Alternative Mitigation Measure

Analysis Scenarios in which Direct Adverse Impacts Occur Under the Build Alternatives

and Traffic Share Percentages of the Build Alternatives in Parentheses

FEC-M CC-ALPV

FEC-W CC A7C-FEC-M A7C-ALPV MO 1-5

Impacts

Mitigated or do they

Remain

Unmitigated

iNTERSECTIONS con
Mitigated for

I-S northbound ramps

Avenida Pico

Add third eastbound through lane 13 17% 8% except

the CC Alternative

where the impact is

unmitigated and for

the CC-ALPV and

A7C-ALPV
Alternatives where

the impact is

unmitigated only in

Scenario

Add second eastbound left-turn lane -- -- -- 13 17% -- --

No conventional intersection improvements could be

identified

-- 13419% -- -- -- --

1-5 southbound ramps

Avemda Pico

Add second westbound left-turn lane -- -- -- 13% --

Mitigated
Reconstruct intersection as part of ramp improvement to

provide separate
southbound on-ramps from eastbound

and westbound Avenida Pico

-- -- -- 13 21% --

I-S northbound ramps

Crown Valley Parkway
Add fourth eastbound through lane

-- 8%
_______________

Mitigated

1-5 northbound ramps

Oso Parkway

Add northbound shared second left-turn second right-turn

lane

4% Mitigated

Los Altos Crown Valley

Parkway

Modify southbound approach to provide left-turn lane

and shared through/right-turn lane and eliminate

north/south split phasing

5% Mitigated

Marguerite Parkway

Avery Parkway
Add southbound right-turn lane 3% Mitigated

Marguerite Parkway

Crown Valley Parkway

Add third northbound through lane and convert second

south-bound through lane to shared second

through/second right-turn lane

-- -- 2% Unmitigated in the I-S

Alternative

Marguerite Parkway

Jeronimo Road
Add second northbound left-turn lane -- -- -- 6% -- Mitigated

Puerta Real

Crown Valley Parkway

Convert southbound through lane to shared

through/second right-turn lane

3% Mitigated

Rancho Viejo Road

Ortega Highway
Add third eastbound through lane 2% Mitigated

SR 241 northbound ramps

Antonio Parkway

Convert third westbound through lane to shared third

through/second right-turn lane 3% -- Mitigated

in the

SR 241 northbound ramps

Oso Parkway

Add third westbound through lane second eastbound left-

turn lane and second eastbound right-turn lane

-- -- -- 34 14%
Unmitigated

MO Alternative

SR 241 southbound ramps

Oso Parkway
Add third eastbound through lane 17% -- Mitigated
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Table 3.6-1 continued

Summary of Traffic-Related Direct Adverse Impacts and Mitigation Measures

Locations where Direct

Adverse Impacts Occur

Compared to the

No Action Alternative Mitigation Measure

Analysis Scenariosa in which Direct Adverse Impacts Occur Under the Build Alternatives

and Traffic Share Percentages of the Build Alternatives in Parentheses

FEC-M CC-ALPV
FECW CC A7C.FECM A7C-ALPV MO I-S

Are the Impacts

Mitigated or do they

Remain

Unmitigated

FREEWAY/TOLL WAY RAMPS

1-5 northbound off-ramp at Add second drop lane from I-S to the off-ramp 13 36% -- Mitigated

Avemda Pico

I-S northbound on-ramp at

Avenida Pico

Widen to two-lane on-ramp

-- 1.34 58% -- 1.3 6% -- 15%

Mitigated except for

the CC Alternative

where the impact is

unmitigated

1-5 southbound off-ramp at

Avemda Pico

1-5 southbound on-ramp at

Avenida Pico

Add second auxiliary lane from I-S to the off-ramp

Widen to two-lane on-ramp

--

--

134 58%

--

--

-- -- 34 22%

Unmitigated in the

CC Alternative

Mitigated except for

the CC-ALPV and

A7C-ALPV
Alternatives where

the impact is

unmitigated

Provide separate on-ramps from eastbound and westbound

Avenida Pico 1335% --

1-5 northbound direct on-

ramp at Avemda Vista

Hermosa

Widen to two-lane on-ramp 4% Mitigated

I-S southbound off-ramp at

Avenida Vista Hermosa

I-S northbound direct on-

ramp at Crown Valley

Parkway

Add second auxiliary lane from 1-5 to the off-ramp

Widen to two-lane on-ramp

6%

16%

134 9%

Mitigated

Mitigated except for

the I-S Alternative

where the impact is

unmitigated only in

Scenario

I-S southbound off-ramp at

Crown Valley Parkway

Add second auxiliary lane from 1-5 to the off-ramp

5% 34 11%
Unmitigated in the

MO AlP and 1-5

Alternatives

1-5 northbound on-ramp at

Ortega Highway

Widen to two-lane on-ramp or provide separate on-

ramps from eastbound and westbound Ortega Highway
5% -- Mitigated

1-5 southbound off-ramp at

Ortega Highway
Add second auxiliary lane from I-S to the off-ramp 134 9% Mitigated

1-5 southbound off-ramp at

Oso Parkway

1-5 northbound on-ramp at

Stonebill Drive

Add second drop lane from I-S to the off-ramp

Widen to two-lane on-ramp

-- -- -- --

2%

--

--

134 16%

Mitigated

Mitigated except for

the 1-5 Alternative

where the impact is

unmitigated

SR 241 northbound on-

ramp at Antonio Parkway

SR 241 southbound off-

ramp at Antonio Parkway

Widen ramp toll plaza to provide two cash stopped lanes

and two FasTrak unstopped lanes

Widen ramp toll pla.zato provide two cash stopped lanes

and two FasTrak unstopped lanes
34 6%

--

--

Mitigated

Mitigated
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Table 3.6-1 continued

Summary of Traffic-Related Direct Adverse Impacts and Mitigation Measures

Adverse Impacts Occur
and Traffic Share Percentages of the Build Alternatives in ParenthesesLocations where Direct

Analysis Scenariosa in which Direct Adverse Impacts Occur Under the

Compared to the
FEC-M CC-ALPV

No Action Alternative Mitigation Measure FEC-W CC A7C-FEC-M A7CALPV AlO I-S

FREE WAY/TOLL WAY RAMPS cont

Mitigated or do they

Remain

Unmitigated

Mitigated except for

SR 241 northbound on-

ramp at Oso Parkway

SR 241 southbound off-

ramp at Oso Parkway

Widen ramp toll plaza to provide two cash stopped lanes

and two FasTrak unstopped lanes

Widen ramp toll plaza to provide two cash stopped lanes

and two FasTrak unstopped lanes

-- 3418% --

the MO Alternative

where the impact is

unmitigated only in

Scenario

421% -- Mitigated

Source Austin-Foust Associates Inc 2003

The assumptions for each scenario are as follows

Scenario Committed circulation system
with 14000 du proposed RMV plan

Scenario Build out circulation system with 14000 du proposed RMV plan

Scenario Build out circulation system with 21000 du OCP-2000 plan for RMV
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Table 3.7-1

Preliminary Estimate of Additional Acquisition and Displacement Cost for the Potential Design

Variation for the Central Corridor Connection at 1-5

Type of Use Unit Cost Total Amount

Acquisition Cost

17 Single Family Residences $450000 $7650000

15 Commercial Bldg acres $2400000/acre $14400000

School Ole Hanson 10 acres $2400000/acre $24000000

ACQUISITION SUBTOTAL $46050000

Relocation Cost

16 Households $22500/Household $360000 _____

20 Businesses $15000/Business $300000

RELOCATION SUBTOTAL $660000

SUBTOTAL ACQUISITION AND RELOCATION $46710000

CONTINGENCY 20% $9342000

TOTAL $56052000

Sources PD Consultants and Saddleback Construction 2003
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SECTION 4.0

AFFECTED ENVIRONMENT IMPACTS AND MITIGATION MEASURES

4.1 INTRODUCTION

This Section provides detailed description of the affected environment the potential environmental

effects of each of the South Orange County Transportation Infrastructure Improvement Project

SOCTIIP Alternatives and mitigation to avoid or substantially reduce potential adverse impacts

4.1.1 ENVIRONMENTAL EVALUATION

This Section is formatted to provide the following information for each of the environmental parameters

potentially
affected by the SOCTI1P Alternatives

Affected Environment The affected environment related to each parameter is described in detail for the

SOCTIIP study area

Methodology The methodology used to identify and describe the affected environment and to identify

and assess potential impacts of the SOCTIIP Alternatives related to each parameter is described

Impacts The potential short- and long-term construction and operations respectively impacts of each

of the build and No Action Alternatives related to each parameter are identified and described The

impacts are identified as adverse or beneficial Under the California Environmental Quality Act CEQA
impacts are assessed based on defmed thresholds of significance For discussion of the CEQA thresholds

of significance and the assessment of impacts under CEQA refer to Section 7.0 California

Environmental Quality Act Evaluation

Mitigation Mitigation measures to avoid or substantially reduce identified adverse impacts of the

Alternatives are provided

4.1.2 OVERViEW OF THE AFFECTED ENVIRONMENT AND IDENTIFICATION OF

ENVIRONMENTAL BASELINE

The general study area for the SOCTIIP encompasses the southeast part
of Orange County and the

northernmost part of San Diego County and nine cities bordering Interstate 1-5 between its confluence

with Interstate 405 1-405 in central Orange County and its intersection with Basilone Road in San Diego

County Figure 4.1-1 shows this general SOCTIIP study area and the local jurisdictions
communities

and major land uses in that study area Figures cited in this Section are provided following the last page

of text in this Section Some of the technical analyses used modified study area boundaries/definitions as

explained in the following Sections to more effectively identify and describe the affected environment

and to better identify and assess potential impacts related to some parameters

As shown in Figure 4.1-1 the political jurisdictions and other agencies with land use authority in the

study area are the County of Orange Marine Corps Base MCB Camp Pendleton California Department

of State Parks and Recreation and the Cities of San Clemente Laguna Niguel San Juan Capistrano

Laguna Woods Dana Point Laguna Hills Rancho Santa Margarita Lake Forest Mission Viejo and

Irvine Much of the study area for the SOCTIIP has been subject to relatively rapid development in the

last approximately 20 years The rapid growth in southern Orange County predominately occurred from

the mid 980s to the present Several new cities were incorporated in south Orange County during this

period including Lake Forest incorporated 1991 Mission Viejo 1988 Dana Point 1989 Laguna

Niguel 1989 Laguna Woods 1999 Rancho Santa Margarita 2000 and Aliso Viejo 2002
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The unincorporated part of the SOCTI1P study area under the jurisdiction of the County of Orange
extends from the northern limits of the study area.Oso Parkway to the Orange/San Diego County line at
the northern boundary of San Onofre State Beach SOSB to the northern boundary of the City of San
Clemente and to the eastern boundaries of the Cities of San Juan Capistrano and Mission Viejo This
part of the study area is

generally undeveloped consisting largely of the Rancho Mission Viejo RMV
property

The CEQA Guidelines provide that An EIR must include
description of the physical environmental

conditions in the vicinity of the Project as they exist at the time the notice of preparation is published..
This environmental setting will normally constitute the baseline physical conditions by which lead

agency determines whether an impact is significant CEQA Guidelines Section 15125 The CEQA
Guidelines also provide that the EIR shall discuss any inconsistencies between the proposed project
and applicable general plans and regional plans CEQA Guidelines Section 15125

As provided in the CEQA Guidelines and case law interpretation of CEQA the EIRIEIS evaluates the
effect of the proposed project alternatives against the existing physical conditions in the

project area
Because adopted local and regional plans and with demographic projections indicate that conditions in
the project area will change over the planning horizon for the project 2025 the EIR/EIS also evaluates
how the project alternatives will impact future planned conditions that are reasonably certain to occur as
reflected in the adopted local and regional plans For example the traffic analysis compares the project
alternatives against the traffic on the

existing traffic Æirculation system and also future projected traffic
conditions with and without project The noise and air quality also compare the project alternatives
against existing conditions and projected future conditions

4.1.3 TCA MITIGATION

The Transportation Corridor Agencies TCA has restored and preserved nearly 810 hectares 2000
acres of native habitat in Orange County including the Upper Chiquita Conservation Areas Bonita Creek
Mitigation Site Coyote Canyon Mitigation Site Siphon Reservoir Mitigation Site and Limestone Canyon
Mitigation Site The habitats include wetland riparian oak and willow woodlands coastal sage scrubCSS and marsh The restoration and preservation of these habitats is protected in perpetuity throughagreements with the federal and state resource agencies and is aimed at protecting federal and state
threatened

species such as the coastal California gnatcatcher and the least Bells vireo The TCA alsoconstructed total of 11 wildlife
crossings under the San Joaquin Foothill and Eastern TransportationCorridors which piovide for the continued movement of animals throughout Orange County and wildlife

connectivity for the region

To further this conservation effort the TCA is
participating landowner in the Natural CommunityConservation Plan and Habitat Conservation Plan NCCP/HCP for Orange County The NCCP/HCP

effort set aside more than 15390 hectares 38000 acres of open space managed by non-profitcorporation the Nature Reserve of Orange County NROC The TCA also funded substantial portion$6.6 million of the $10 million endowment for the Reserve which protects more than three dozen
individual animal species This fund provides for the management of the NROC in perpetuity

Beyond the restoration and preservation efforts the TCA has accomplished the TCA is also involved inresearch that will benefit the science community at-large For the past six years the TCA has
partiallyfunded research program with local community college to determine the effect of mycorrhizae fungi inthe soil of CSS communities The TCA is also involved in other research programs such as using variousmethods of growing CSS using infrared cameras to monitor wildlife usage at our wildlife

crossings and
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the dispersal of the California gnatcatcher
and least Bells vireo from our mitigation sites to other regional

locations

The TCA also conducts outreach programs to the local communities by offering annual spring tours of

our mitigation areas research opportunities
for local schools and other educational programs that are

designed to promote native habitat and wildlife awareness

The TCAs on-going commitment to protecting
the environment is demonstrated through the restoration

preservation
research and public outreach programs described above The TCA has received national

awards from the Federal Highway Administration the American Planning Association and the

International Turnpike and Tunnel Association TCA will continue to explore new ground in an attempt

to protect
the environment while at the same time providing transportation alternatives for commuters

4.1.4 SOCTIIP ALTERNATIVE REFINEMENT PROCESS

One of the goals of the SOCTIIP Collaborative was to select road alternatives to be evaluated in the

EIS/SEIR that were both sensitive to the environment and feasible to construct This section described

the altematiyes development process for thos alteatiyes that were evaluat in the

See Section 2.2 of ts document for more information regarding the Preferred A1ternatiiJ.tiYas

identified after the issuance of the Draft ETS/SEIR

Based on review of technical documentation identification of sensitive natural resources in the project

study area and input from federal resource agencies the Transportation Corridor Agencies TCA staff

considered ways to refine the project alternatives that in 1999 were agreed to be analyzed in the EIS/SEIR

by the Collaborative The objective of any proposed refinement and/or change to an alignment to the

existing alternatives would serve to minimize or avoid potential environmental impacts The proposed

refinement process is similar to the successful refinement process
conducted for the San Joaquin Hills

Transportation Corridor SR-73 and the Eastern Transportation Corridor SR-24 /SR-26 1/SR-i 33

during the environmental review processes for those projects

The refinement process suggests
where site-specific adjustments to an alignment might improve or lessen

impacts Issues considered for potential
site specific refinements include avoiding sensitive coastal sage

habitat avoiding sensitive wetlands and encroachment into the drainage minimizing or avoiding effects

on wildlife connectivity wildlife movement through the area and other key environmental issues

In addition to biological information other important data also evaluated included geological
data in

relation to location of landslides cultural resources data and existing
land use data such as

residential recreational military and utilities This information was plotted on maps and the alignments

were engineered to avoid or minimize impacts to the designated areas of concern

During the process of attempting to minimize environmental impacts it became apparent that some of the

original alignments could be substantially improved by both vertical and horizontal shifts in those

alignments
TCA staff engineers modified some of the Alternatives where there was an opportumty to

substantially minimize impacts to both the natural and built environments The result of this process is

the development of three refmed alignments The Far East Corridor FEC alignment was modified into

two refined alignments the Far East Corridor-Modified and the Far East Corridor-West FEC-M and

FEC-W The Alignment
Corridor-Far East Corridor Variation A7C-FECV was refmed into the

Alignment
Corridor-Far East Corridor-Modified A7C-FEC-M

As the refinement process moved forward it was determined that in order to maximize the beneficial

effect of the refined Alternatives it would be necessary to encroach on The Donna Nell Land
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Conservancy Conservancy The Conservancy is an area of 520 hectares 1284 acres set aside byRancho Mission Viejo as mitigation for conservation and
preservation purposes for the Rolling HillsPlanned Commurnty development The

possibility of encroachjnent was discussed with members of theSOCTIEP Collaborative who agreed that TCA should explore this option Biological resource studieswere conducted to evaluate
potential impacts to this sensitive area Based on the findings of these studiesand evaluating and comparing the

potential impacts of encroachment into the Conservancy it wasdetermined that complete environmental evaluation of the refmed alternatives would be initiated

After reviewing the technical data produced and
evaluating the potential impacts of the refinedalternatives with Collaborative members the following consideratjous resulted the habitat value of the

Conservancy is of no greater value than other habitat located adjacent to the Conservancy impacts to thehighly sensitive Blind and Gabino Canyon wetlands could be avoided with the refmed alignmentsimpacts to Cristianitos Canyon and associated wetlands could be avoided potential displacement toTalega residents could be avoided visual impacts to areas west of the Conservancy could be minimizedand large landslide hazards could be avoided
resulting in substantial reduction in remedial gradingefforts thereby reducing disturbance limits

Based on the environmental advantages of the three refmed alternatives and with concurrence of theSOCTIIP Collaborative the FEC-M FEC-W and A7C-FEC-M Alternatives were determined to befeasible and
incorporated into the set of alternatives to be evaluated in the EIS/SEIR

The following discussion provides an overview of the avoidance and/or minimization of environmentalimpacts as result of the refmement process and implementation of the three refined alternatives

Wetlands On review of the information presented in the initial technical studies it was apparent that oneof the most important environmental concerns was the
potentially large impact to wetlands created by theFEC alignment To minimize these impacts two revised alignments the FEC-M and FEC-W weredeveloped and the following adjustments were made to the FEC alignment

At the very northern end of the FEC in the vicinity of Tesoro High School the Tesoro wetlands areawas avoided by shifting the alignment to the east and shortening the southboimd
On-ramp structure

Impacts to the wetland areas in Cristianitos Creek and tributaries to the Creek were minimized byshifting the FEC-M alignment to the east onto slight topographic rise The FEC-W alignment wasadjusted to avoid Cristiapitos Creek by moving the alignment west onto hillside terrain above theCreek

The major wetlands impact of the FEC alignment was at the confluence of Blind and GabinoCanyons This wetlands complex was avoided by shifting the FEC-M and FEC-W alignments to thewest completely out of the confluence area

At the southern end of the FEC alignment impacts to wetlands in the
vicinity of San Mateo Creekwere minimized by adjusting the 1-5 direct connector structure to decrease the

right-of-way widthrequired to build the structure

By implementing these alignment adjustments impacts to wetlands were reduced from
approximately

65 hectares 160 acres for the FEC Ultimate to approximately 22 hectares 53 acres for the FEC-MUltimate and
approximately hectares 40 acres for the FEC-W Ultimate Adjustments to the

A7C-FECV resulted in reduction of wetland impacts from
approximately 26 hectares 65 acres in the

Ultimate to
approximately 18 hectares 45 acres for the A7C-FEC-M

Quantification of potential
impacts to wetlands was determined by assessing the linear distance of wetlands and stream channelsdirectly impacted by given Alternative It should be recognized that the wetland quantificatjo was
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based on plan level identification of potential wetlands Because many of these areas will not be

identified as wetlands during the formal wetland delineation process this estimate of impacts to wetlands

is overstated

Pacific Pocket Mouse The FEC-M FEC-W and A7C-FEC-M refined Alternatives also reduce impacts

to sensitive species At the southern end of the FEC and A7C-FECV alignments impacts to the Pacific

pocket mouse PPM have been completely avoided by shifting the alignments away from the PPM

habitat and limiting the grading in the area by use of retaining walls

Coastal California gnatcatcher/coastal sage scrub Impacts to the coastal California gnatcatcher and

associated coastal sage scrub CSS habitat are also reduced by the refmed alignments For the original

FEC and A7C-FECV alignments the numbers of gnatcatcher use areas identified were 21 and 22

respectively in the Ultimate These were reduced to for the FEC-W 10 for the FEC-M and 11 for the

A7C-FEC-M Impacts to CSS were also reduced by the refinements The FEC and A7C-FECV

originally impacted 211 hectares 520 acres and 202 hectares 499 acres of CSS respectively By

knowing the location of the CSS identified in the technical studies and modifying the original alignments

to minimize impact to this habitat the refinements reduced the acres of CSS take Potential impacts to

CSS for the refinements are approximately 180 hectares 445 acres 167 hectares 410 acres and

156 hectares 385 acres for the FEC-M FEC-W and A7C-FEC-M respectively

Earthwork/Landslides Another important aspect of the refined alternatives is that they avoid many of the

existing landslides in the area Avoiding the landslides decreases the remedial grading for the

refinements which reduces the disturbance limits The refined alternatives also reduce the earthwork

quantities from the original FEC and A7C-FECV alignments This was accomplished by engineering the

roadway geometry to more closely follow the natural terrain By conforming to the existing ground

surface the amount of cut and fill grading decreases which in turn reduces the disturbance limits for the

refined alignments

Residential Displacement In relation to land use the A7C-FEC-M alignment does not result in the

displacement of existing
residences while the original A7C-FECV had total of 56 residential takes This

reduction in land use impacts was accomplished by shifting the alignment to the easten property

boundary of the proposed Talega development in San Clemente

Wildlife Connectivity The refmed alternatives provide wildlife connectivity By paralleling the Talega

property boundary the revised A7C-FEC-M alignment provides wildlife connectivity to the open space

area to the east The FEC-W alignment also provides this connectivity as the FEC-W and A7C-FEC-M

are on shared alignment at this location

Utilities The refmed alignments also minimize impacts to existing utilities This helped reduce impacts

to sensitive areas because existing utilities can be left in place and do not have to be relocated to

undisturbed areas

Visual The refined alternatives would generally have visual impacts similar to the impact of the FEC and

the A7C-FECV alignments

4j_ EXlSING SETTING UPDATES

The Preferred Alternativ selected by FHWA and TCA is refined alignment based oiijA7-FEC-M-

Initial corridor alternative The Preferred Alternative will bea maximum of six lanesjrn.piemeflat10ll.2I

the Prefend Alteative will not require the acquisition of any existinghomes and

ppe2f disturbaflce is charactenzed by opei space and
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some changes to the existing setting pertaining to planned land uses which are under construction or have
been approved and available information These updates to the existing setting do not change the
conclusions of the Draft EIS/SEIR

The County of Orange approved the RMV Planned Community The Ranch Plan in November 2004
after the publication of the SOCTIIP Draft EIS/SEIR The Ranch Plan depicted an alignment of the FTC
South as shown on the Master Plan of Arterial Highways however the property owner Rancho Mission
Viejo RMV acknowledged that if another alignment is selected the development plan will

accommodate the selected alignment Since County approval the RMV and County of Orange have
entered into Settlement Agreement with the Endangered Habitats League Natural Resources Defense

Council Sea and Sage Audubon Society Laguna Greenbelt Inc. and Sierra Club The Settlement

Agreement did not change the total number of approved dwelling units for the Ranch Plan 14000 or the

intensity of the other non-residential uses such as business park but did alter the location of
development and increase the area devoted to open space For example under the Settlement Agreement
Planning Areas and are limited to open space Planning Area is limited to open space ranch and
orchard operations Planning Area is limited to open space and 500-acre development area and
modifications were made to the pennitted use and development configurations in Planning Areas
and The Preferred Alternative is consistent with and complements The Ranch Plan by shifting the

alignment to the west to be adiacent to existing development and whenever feasible with the areas
contemplated for development uses in The Ranch Plan

In the period since the Draft EIS/SEJ.R was published additional data regarding existing bioloç
resources have become available The Donna ONeill Conservancy granted access for the purpose of data
collection after the Draft EIS/SEIR was prepared Additional information regarding existing plant
communities was collected on and off of The Donna ONeill Conservancy for the purpose of field
verification of earlier survey work See Attachment 15 of the Response to Comments document

Between the time of release of the NOP for the RMV Ranch Plan FIR and the release of the EIR for theRanch Plan proposed regional park located along Ortega Highway was removed from the Ranch PlamThe County declined to accept the offer of dedication and RMV the property owner does not intend toprate the proposed facility as an owner/operator

Other changes that have occurred since publication of the Draft ETS/SEIR include the purchase of theTRW Capistrano Test Site by Northrup Grumman and continued construction for several new phases of
approved Talega Specific Plan provides for 3.843 dwelling units as of

.continuec
build out of the

The ractical effect of thecontinued home construction is that the CC CC-ALPV and A7C-ALpV Alternatives would displace

dis laced has increased The Preferred Alt ernative woul
or residences For more information regarding residential displacement refer to Section 4.4

Evaluation

of the Draft EIS/SEIR reflect the additional information that
and as result of new right-of-ent to certain propeniesConservanc and all areas of

and identification of Preterred
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4.2 AFFECTED ENVIRONMENT IMPACTS ANI MITIGATION MEASURES
RELATED TO LAND USE

The potential impacts of the SOCTIIP Alternatives related to land use are evaluated in detail in the Land
Use Technical Report PD Consultants 2003 and are summarized in this Section Refer to the Table of

Contents for locations where this Technical Report is available for review or purchase The assessment of

land use impacts was based on mapping prepared for the SOCTIIP study using compilation of General

Plan Land Use Elements LUE local zoning information and master development plans for all the

jurisdictions in the SOCTI1P study area Land use impacts are based primarily on General Plans

supplemented by zoning maps and other planning documents The methodology for land use impacts is

discussed in Section 4.2.3 in this Section

As stated in Section 2.2 the A7C-FEC-M4njtjal Alternative almiiment evaluated in the Draft E1S/SEIR

was refmed in order to minimize environmental impacts and address engineering requirements The
A7C-FEC-M-Injtial Alternative with the design modifications was selected as the Preferred Alternative

The Preferred Alternative will be maximum of six lanes The design modifications incorporated into

the Alternative do not substantially alter the path of the alignment The Preferred Alternative will not

result in any new slimificant impacts related to land use

4.2.1 AFFECTED ENVIRONMENT RELATED TO LAND USE

4.2.1 .1 County of Orange Land Uses in the SOCTIIP Study Area

Community Character and Facilities in Unincorporated Orange County

The unincorporated part of the SOCTIIP study area under the jurisdiction of the County of Orange
extends from the northern limits of the study area Oso Parkway to the Orange/San Diego County line at

the northern boundary of SOSB to the northern boundary of the City of San Clemente and to the eastern

boundaries of the Cities of San Juan Capistrano and Mission Viejo The
part of the study area in

unincorporated Orange County is generally undeveloped consisting largely of RMV There are also

several small undeveloped areas in County jurisdiction along 1-5 and the large Marine Corps Air Station

MCAS El Toro Base site in the north part of the study area

The general character of unincorporated Orange County in the SOCTIIP study area ranges from recently

developed communities
including Coto de Caza Las Flores and Talega developing communities

including the Ladera Ranch Planned Community PC and existing rural agricultural uses on RMV
Figure 4.2-1 shows generalized land use uses in the SOCTIIP study area and Figure 4.2-2 shows the

County of Orange General Plan land use designations in the County of Orange jurisdiction Figures and
tables cited in this Section are provided following the last page of text in this Section The housing
characteristics are typical of that of other suburban development in south Orange County and are

principally single family residences supported by commercial uses An exception to this is the former

MCAS El Toro At present planned land uses for that site include large regional park with tourist-

oriented and institutional uses However the existing character of the MCAS El Toro is low intensity
uses associated with an interim leasing program using the existing Base facilities

Existing and Planned Land Uses in Unincorporated Orange County

Existing land uses in the SOCTIIP study area in unincorporated Orange County include facilities for

companies with leaseholds on RMV ranch facilities utilities sand and gravel mining The Donna
ONeill Land Conservancy Ronald Caspers Regional Park Chiquita Water Reclamation Plant

CWRP Prima ieshecha Sanitary Landfill General Thomas Riley Wilderness Park and residential
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development in the Coto de Caza Specific Plan area and Ladera Ranch and Las Flores PCs as shown in

Figure 4.2-1

Existing Land Uses and Leases on Rancho Mission Viejo

The majority of the 9254-ha 22850-ac RMV property is currently used for ranch operations including

cattle grazing barley farming and citrns orchards There are number of ranch access roads in the

SOCTIIP study area which are used for daily operations Two cattle corrals on the ranch the Cristianitos

Corrals and Cow Camp are used year-round Additional uses on RMV include the Last Round-Up the

ONeill family cemetery and Amantes Camp day camp/amenity area in an area south of Ortega

Highway

The RMV property owners have entered into number of lease agreements many of which are operated

under permits issued by the County of Orange The approximate locations of these lease areas and

historical lease areas are shown on Figure 4.2-3 Figure 4.2-4 shows the boundaries and locations of

active leases on the RMV property Table 4.2-1 shows the status and general description of each active

leasehold

Proposed Land Uses on Rancho Mission Viejo

In 2001 conceptual land use plans for RMV were submitted to the County proposing 14000 dus in

community of mixed use villages The village concept combines high density residential low density

residential commercial and office uses into integrated areas The proposed Land Use Map is shown on

Figure 4.2-5 and the proposed land use allocations are shown on Table 4.2-2 The plan proposes

development on about half of the ranch with the remainder left in open space supporting the existing

cattle ranching operations The development plan is planned to be part of concurrent process for state

and federal Endangered Species Acts ESAs permits and watercourse alteration permits These proposed

conceptual plans are preliminary have not received federal state or county approvals and are subject to

future environmental review

The County of Orange approved the RMV Planned Community The Ranch Plan in November 2004

after the publication of the SOCTIIP Draft EIS/SEIR The Ranch Plan depicted an alignment of the FTC

South as shown on the Master Plan of Arterial Highways however the EIR for the Ranch Plan

acknowledged that if another alignment is selected the development plan will accommodate the selected

alignment The Ranch Plan was approved at General Plan or conceptual level plan with development

areas shown as bubbles with no grading plan or placement of residential units or buildings

Development on the Ranch will not occur without additional more detailed planning through an Area

Plan process with the County of Orange The future Area Plans can site development away from the

Preferred Alternative while staying within the development bubbles

Subsequent to County approval of the Ranch Plan the County of Orange and RMV entered into

Settlement Agreement with the Endangered Habitats League Natural Resources Defense Council Sea

and Sage Audubon Society Laguna Greenbelt Inc and Sierra Club The Settlement Agreement did not

change the total number of approved dwelling units for the Ranch Plan but did alter the location of

development and increase the area devoted to open space For example under the Settlement Agreement

Planning Areas and are limited to open space Planning Area is limited to open space and ranch and

orchard operations Planning Area is limited to open space and 500-acre development area and

modifications were made to the permitted use and development configurations in Planning Areas

and
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South Subregion NCCP/Master Streambed Alteration Agreement

The Natural Community Conservation Plan NCCP South Subregion boundary encompasses the area

from I-S from the City of Lake Forest to Dana Point to the coast and the eastern boundary of the City of

Lake Forest and extending to the county line through Cleveland National Forest CNF as shown on

Figure 4.2-6 Although this Subregion encompasses large area much of it is already developed or

already held in public lands such as CNF The primary undeveloped area in the South NCCP subregion is

RMV which is why the NCCP is being developed and concurrently processed with the RMV

development proposal The County will act as the lead agency for the preparation of the South NCCP

State and federal agencies are involved in the resource planning for RMV The California Department of

Fish and Game CDFG will oversee the compliance of the RMV development with the California

Endangered Species Act ESA through the NCCP and watercourse alteration through the Master

Streambed Alteration Agreement MSAA pursuant to Section 1600 et seq of the California Fish and

Game Code The United States Fish and Wildlife Service USFWS and United States Army Corps of

Engineers ACOE will in cooperative effort oversee compliance with the Federal ESA through the

preparation of the NCCP/Habitat Conservation Plan 50 C.F.R Section 13.0 and the Clean Water Act

through the Section 404 Permit Process 33 C.F.R Section 230

On October 30 2002 the USFWS and ACOE held an informational meeting on the resource planning for

the South Subregion NCCP and Special Area Management Plan SAMP Ten candidate plans were

presented which ranged from development reflecting the RMV proposal to very low density of

development over very limited development area According to the Countys website for the South

Orange County Coordinating Planning Process these alternatives will be evaluated in the South NCCP

and SAMP environmental studies http//pdsd.oc.ca.gov/SOCCPP accessed June 2003 Notice of

Intent to prepare an EIS for these efforts was published in August 2001

Other Existing and Planned Land Uses in Unincorporated Orange County

The locations of other existing and planned land uses discussed below are shown on Figure 4.2-1

Las Flores Planned Community The Las Flores PC is immediately northeast of the existing terminus of

the Foothill Transportation Corridor FTC-North at Oso Parkway Las Flores is 407.3-ha 1005-ac

primarily residential PC west of the City of Rancho Santa Margarita small allocation of neighborhood

support uses is included in the PC This PC was built out with 1982 dus in 2000 The General Plan land

use designation for the entire PC is Suburban Residential The non-residential uses are compatible with

the Suburban Residential land use designation because of their relatively small scale and community

support orientation

Coto de Caza Specific Plan The Coto de Caza Specific Plan SP is PC north of RMV east of the

existing FTC-North and northeast and south of General Thomas Riley Wilderness Park Coto de Caza

is an almost fully developed 1996 ha 4929 ac of rural residential commercial and open space uses

Based on the Countys 1999 Annual Monitoring Report Coto de Caza is estimated to have total of

1709 ha 4220 ac developed with 1661 ha 4102 ac of residential uses 47 ha 117 ac of commercial

uses and 0.4 ha one ac of other development According to the developer build out is expected to occur

by the end of 2003 with approximately 182 residential units remaining to be built total of 6268 dus

are approved for Coto de Caza

Ladera Ranch Planned Community Ladera Ranch PC is immediately southeast of the intersection of Oso

and Antonio Parkways In 1995 the County approved 968 ha 2390 ac PC concurrent with the

approval of the construction of Antonio Parkway from Oso Parkway to Avenida Pico The Ladera Ranch
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PC comprises 806 ha 1989 ac of residential uses 8100 dus maximum 44.9 ha 111 ac of urban

activity center uses and 117 ha 290 ac of other uses As of December 31 2000 166 ha 410 ac had
been developed and the entire development footprint was graded The General Plan designations for the

Ladera Ranch PC are Suburban Residential Community Commercial Urban Activity Center and Open
Space

Rolling Hills Planned Community formerly Talega The Rolling Hills PC the part of the Talega

development in unincorporated Orange County is northwest of SOSB and MCB Camp Pendleton and

encompasses approximately 772 ha 1908 ac This PC is in the sphere of influence SO for the City of
San Clemente The development plan calls for 2700 dus on 128.1 ha 316.3 ac The remainder of the

land uses on the Rolling Hills PC site include business/commercial public facilities and roads Rolling
Hills PC is currently in construction for the southeastern area and is approximately one-third built out
with an estimated 1066 dus and 20.2 ha 50 ac golf course in various stages of completion The build

out year is 2007 The northern part of the site is The Donna ONeill Land Conservancy established as

condition of approval for the Rolling Hills PC Annexation of the County part of Talega to the City of

San Clemente has been anticipated by the developer the City of San Clemente and the County as part of

the development agreement for this project At the time this report was prepared the City of San

Clemente was in the process of annexing Rolling Hills except for the Land Conservancy

The Donna ONeill Land Conservancy

The Donna ONeill Land Conservancy is 486 ha 1200 ac open space reserve in the Rolling Hills PC
SP area The Donna ONeill Land Conservancy was created in 1991 to complement Orange Countys
goal to preserve and enhance lands throughout the region for educational ecological scenic and open

space uses The Donna ONeill Land Conservancy is owned by RMV

Public Facilities in Unincorporated Orange County

Tesoro High School

Tesoro High School is immediately southwest of the existing terminus of the FTC-North at Oso Parkway
as shown on Figure 4.2-1 The site is 16.2 ha 40 ac and is composed of 18600 sq sq 200000 sq
ft of buildings supporting 85 classrooms The design capacity including portable classrooms is 3100
students The school opened in 2001

Chiquita Water Reclamation Plant

The Santa Margarita Water District SMWD CWRP is in Chiquita Canyon north of Ortega Highway as

shown of Figure 4.2-1 The CWRP has an existing capacity of 22.5 million liters per day mid million

gallons per day mgd with planned ultimate capacity of 79 mId 21 mgd Access to the CWRP is

from the Chiquita Access Road on 24 hours per day basis

Prima Deshecha Sanitary Landfill

Prima Deshecha Sanitary Landfill is on La Pata Avenue in the City of San Juan Capistrano at its border

with the City of San ClŁmente as shown on Figure 4.2-1 The currently active part of the Landfill is west

of the proposed La Pata Avenue extension As currently configured the extension of La Pata Avenue as

shown on the Master Plan of Arterial Highways MPAH would cross areas of the Landfill proposed for

future disposal activities The County General Plan land use designation for the Landfill is Public

Facilities
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As described in the Draft EIR for the General Development Plan County of Orange 2001 there are two
future land uses planned for Prima Deshecha Sanitary Landfill the future extension of La Pata Avenue to
its full MPAH designation and recreational uses including park golf course and riding and hiking trails

after landfihling is terminated in 2067

MPAH Improvements

MPAII Antonio Parkway/La Pata Avenue from Oso Parkway to Avenida Pico The County and the City
of San Clemente are planning the alignment for the extension of this MPAIU arterial called Antonio

Parkway north of Ortega Highway La Pata Avenue south of Ortega Highway to the San Clemente City
limits and Avenida La Pata in the City of San Clemente Currently only the segment north of Prima
Deshecha Sanitary Landfill to Oso Parkway is built The four lane segment from Oso Parkway to Ortega
Highway provides access to the east side of the Ladera Ranch PC South of Ortega Highway this road
narrows to three lane road leading into Prima Deshecha Landfill The segment from south of the

Landfill to just north of Avenida Pico is not yet constructed The MPAH shows this arterial as six lane

facility Major from Oso Parkway to Prima Deshecha Sanitary Landfill four lane divided facility

Primary to just past the intersection with Camino Las Ramblas and six lane facility Major to
Avenida Pico

MPAH Crown Valley Parkway Crown Valley Parkway is shown on the MPAH as Principal eight
lanes facility from 1-5 east to Marguerite Parkway Major arterial six lanes after its intersection with
Antonio Parkway and narrowing to Primary arterial four lanes until its terminus at Oso Parkway
Crown Valley Parkway is built as six lane facility from I-S to Marguerite Parkway narrows to four

lane facility and then widens to six lane facility as it intersects with Antonio Parkway The Crown
Valley Parkway bridge connecting Crown Valley Parkway with Antonio Parkway opened in 2001
Crown Valley Parkway is not built east of Antonio Parkway

MPAH Ortega Highway Ortega Highway is an existing two lane facility from east of I-S through the

CNF It is shown on the MPAH as Primary Arterial four lanes Ortega Highway is also State Route

74 SR-74

Reuse of the Marine Corps Air Station El Toro

In November 2001 the voters of Orange County voted for the Great Park Plan Initiative Measure for

the MCAS El Toro site which proposed comprehensive plan including open space/recreation

entertainment commercial and institutional uses with an overall touristlvisitor orientation Plans for these

uses are in the initial stages of the design process The County of Orange General Plan Land Use Element

currently shows this site as Public Facilities Open Space Suburban Residential and Employment

However the County of Orange is in the process of amending its General Plan to be consistent with the

Measure land use Plan

4.2.1.2 City of San Clemente

Community Character and Facilities in the City of San Clemente

The City of San Clemente General Plan 1993 established number of goals and objectives to ensure

balanced community committed to protecting what is valued today while meetmg tomorrow needs

These goals and objectives include

Maintaining safe healthy atmosphere in which to live work and play
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Guiding development to ensure responsible growth while preserving and enhancing our village

character unique environment and natural amenities

Providing for the Citys long-term stability through promotion of economic vitality and diversity

Existing land uses and facilities in the City include schools parks recreation areas day care centers and

religious institutions Access to these uses is provided by the local circulation network bikeways or

sidewalks Pedestrian access in the study area is provided on local streets Currently residents can pass

from one side of 1-5 to the other via local roads or sidewalks The downtown area the symbolic core of

the City has pedestrian oriented village character Access to the downtown area from I-S is primarily

provided from the Avenida Pico Avenida Palizada and Avenida Presidio interchanges

The San Clemente City limits encompass triangular shape with base that extends along the coast for

approximately 11.3 km seven mi and extends inland approximately eight km five mi The Citys

corporate limits contain an area of 44.2 sq km 17.1 sq ml The SOl for the City is defined as that land

outside of the Citys boundary that has been approved by the Local Agency Formation commission

LAFCO to be included in the Citys planning efforts for possible future annexation The Citys

corporate boundary and existing SOl are shown on Figure 4.2-7 At the time this report was prepared the

City of San Clemente was in the process of annexing Rolling Hills except for The Donna ONeill Land

Conservancy

Existing Land Uses in the City of San Clemente

There are five large tracts of land whose permitted uses and densities are subject to provisions of Specific

Plans adopted by the City The approved Specific Plan areas are Rancho San Clemente including Plaza

Pacifica Marblehead Inland Marblehead Coastal Champion Hills Talega and Forster Ranch as shown

on Figure 4.2-8 Marblehead Inland Rancho San Clemente and Forster Ranch PCs are almost completely

built out with only small parcels remaining to be developed Champion Hills PC has not been completed

and the Marblehead Coastal Specific Plan and Local Coastal Program LCP was only recently approved

by the City and the California Coastal Commission CCC Consistent with the General Plan the these

Specific Plans assumed implementation of the FTC-S on an alignment east of the City

The Citys General Plan indicates that the 4.6 km 15200 ft stretch of the City that abuts 1-5 includes

Community Commercial Regional Commercial Low Density Residential Low Medium Density

Residential Medium Density Residential Neighborhood Commercial Commercial Recreation Private

and Public Open Space Mixed Use and Industrial uses Other General Plan land use designations in the

SOCTIIP study area are shown on Figure 4.2-9 and include Public Parking Community Commercial
low and medium density residential Open Space Commercial Golf Courses and Commercial

Recreation Open Space Public Parks and Public Open Space and Mixed Use

In the SOCTIIP study area land uses identified in the City of San Clemente Precise Zoning Plan include

open space planned residential development development district central commercial mixed use
general commercial business park and low density residential

From the southern boundary of Prima Deshecha Sanitary Landfill to the northern boundary of Plaza

Pacifica the SOCTIIP study area in the City of San Clemente is currently undeveloped However as

discussed below the majority of the area is planned for development as part of the Citys inland PCs

The north and northeast
parts of the City comprise the Champion Hills/Talega PC This area is partially

developed with golf course residential uses and business park
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Immediately south of Avenida La Pata and west of Avenida Pico there is the approximately 24 ha 60 ac
retail commercial component of Plaza Pacifica Planning Area of Rancho San Clemente PC The
residential components of Plaza Pacifica were completed by mid- 1998 General Plan designations for the
Rancho San Clemente PC in the SOCTIIP study area include Open space privately owned open space
Mixed Use Light and Heavy industrial and Open space commercial golf courses and commercial
recreation

South and southeast of Plaza Pacifica are private open space and other uses in the Marblehead Inland PC
which is generally bound by 1-5 to the south and Avenida Pico to the east St Andrews by the Sea
Methodist church is in the northeast quadrant of the 1-5/Avenida Pico interchange East of Avenida Pico
are existing uses in the Rancho San Clemente PC including business park private open space and
residences neighborhood commercial center and San Clemente High School are south of Rancho San
Clemente PC and east of Avenida Pico Along both sides of 1-5 the City of San Clemente is developed
primarily with commercial and residential uses from Avemda Pico to the Orange/San Diego County line

Immediately adjacent to 1-5 land uses include San Clemente High School Ole Hanson Elementary
School and residential and commercial uses On the coastal side of 1-5 land uses in the SOCTIIP study
area include single and multi-family residential hotel office industrial and commercial uses and San
Clemente Presbyterian Church

Existing land uses in the southeast part of the SOCTIIP study area consist primarily of single family
residential recreational and open space uses Recreation areas include the privately owned Pacific Golf

Course and publicly owned Richard Steed Park Vista Bahia Park and San Clemente Municipal Golf
Course

Forster Ranch Specific Plan

The residential component of Forster Ranch SP is almost completely built out The coastal component
includes the existing Shorecliffs Golf Course and hotel site on the coastal side of the I-S The residential

component of this PC has varying densities supporting single and multiple family housing The last

residential planning area is in its fmal phases of development is currently being graded and construction

has begun

General Plan designations in the Forster Ranch Specific Plan include open space low and medium high

density residential central commercial utility buildings and facilities and business park The Forster

Ranch SP consolidates all zoning into one category Development District D-D However separate sets

of permitted land uses and development standards have been drafted for each sector on this site The D-D

zoning is consistent with the General Plan designations

Marblehead Coastal Specific Plan

The proposed Marblehead Coastal development received preliminary approval from the California

Coastal Commission in April 2003 The proposed development is described in the next section

Planned Land Uses in the City of San Clemente

The planned land uses in the City of San Clemente are primarily associated with the Champion Hills PC
and Marblehead development An important part of the Citys future land use planning efforts is the

development of an Integrated Development Planning Area IDPA generally between Avenida Vista

Flermosa and Avemda Pico at Avenida La Pata The IDPA includes land in the Forster Ranch Talega

and Rancho San Clemente PCs which are designated for mix of retail and office commercial business

park residential and open space uses as shown in Figure 4.2-10 The future development of the Avenida
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La Pata extension is critical component of the IDPA The IDPA is intended to serve as principal

activity centers and contain the highest intensity of development permitted in each SP area

Talega Specific Plan Area

The Talega SP includes the Champion Hills Talega PC in the City of San Clemente and the Rolling

Hills PC in unincorporated County of Orange and the Citys SOl The Talega SP area is east of Forster

Ranch and west of Cristianitos Road and is currently partially developed Preliminary grading has

occurred to construct several regional water supply lines to improve certain arterial highway segments to

stabilize geologic hazards and to create drainage facilities Development of golf course residential uses

and business park uses have occurred in both the Champion Hills and Rolling Hills areas

The Champion Hills Specific Plan Talega area encompasses approximately 649 ha 1604 ac and is

planned for residential approximately 19653843 dust business park commercial sports complex

hotel school golf course and open space uses The General Plan designation for the Champion Hills

Specific Plan is Designated Development Currently onlyAs of November 2005 about -80 percent of

this PC is built out

Since the publication of the Draft EISSEIR construction has been initiated for several new phases of the

Talega Specific Plan The continued build out of Champion Hills Talega Specific Plan was anticipated

and disclosed in the draft EIS/SEIR The practical effect of the continued home construction is that some

project alternatives will displace more homes than what was reported in the Draft EIS/SEIR This is not

new significant impact For additional information regarding residential displacement refer to

Section 4.4

Marblehead Coastal Specific Plan

The Marblehead Coastal Development is west of Avenida Pico on the coastal side of 1-5 This project is

proposed to include 313 residential units and an approximately 62775 square meter 675000 square foot

regional shopping center north of Avenida Vista Hermosa The California Coastal Commission approved

the development on April 2003 and the project is now pending approval by the San Clemente City

Council in late 2003. General Plan designations for Marblehead Coastal development in the SOCTIIP

study area are Open space public parks and public open space Open space privately owned open space

Regional Commercial low medium to low and medium density Residential Institutional and Public

Parking

Other Uses

There is day care center planned in the Pacific Coast Church in the Marblehead Inland community No

schedule for the development of this use has been identified

Public Facilities

There are no public facilities in the City of San Clemente in the SOCTIIP study area

City of San Clemente Housing and Population Projections uilding Penits November 2004
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4.2.1.3 City of San Juan Capistrano

Community Character and Facilities in the City of San Juan Capistrano

The City of San Juan Capistrano has rich history as noted by the historic Mission San Juan Capistrano
in the center of the City The older

parts of the City are characterized by low density housing that typifies
early California ranch houses Newer development is more typical of the single and multi-family
developments in southern Orange County although the overall density is lower The City is characterized

by hilly terrain and does not have any coastline

The City is between the Cities of Laguna Niguel Dana Point and San Clemente as shown on
Figure 4.2-1 It is bordered to the east by RMV 1-5 traverses the center of the City The City of San
Juan Capistrano is generally northwest of Forster Ranch PC in San Clemente and the City boundary
bisects the Prima Deshecha Sanitary Landfill which is partly in the City

Existing Land Uses in the City of San Juan Capistrano

With the exception of the proposed Whispering Hills PC development near the Citys northeast boundary
the east part of the City of San Juan Capistrano in the SOCTIIP study area is not planned for development
as shown on Figure 4.2-11 Much of this area contains Prima Deshecha Sanitary Landfill which is shown
as Open Space-Regional Park on Figure 4.2-1 General Plan land use designations for the east part of
the City include residential and public/institutional Existing La Pata Avenue parallels the Citys
boundary for approximately 2.3 km 1.4 mi Ortega Highway is major component of the circulation

network providing the primary east/west access through the City

Planned Land Uses in the City of San Juan Capistrano

Whispering Hills Planned Community

The Whispering Hills PC proposes residential planned community immediately north of Prima

Deshecha Landfill on the east side of the City as shown on Figure 4.2-12 The San Juan Capistrano
General Plan LUE identifies this area as Planned Community It is identified as Growth Management in

the Citys Zoning Map According to the LUE allowable uses guidelines this development is planned for

Very Low Density Residential In November 2002 the citizens of San Juan Capistrano voted against

proposal to allow 193 dus and high school on the site In early 2003 the Capistrano Unified School

District proceeded with its plan to construct the high school on the north part of the site As of August

2003 the potential for development on the south
part of the site is unresolved

Pacific Point and Mesa Planning Areas Forster Canyon PC

The Forster Canyon PC was approved in February 1981 163 ha 404 ac 1991 amendment to the

approved Forster Canyon PC and Comprehensive Development Plan CDP 81-1 subdivided 103 ha 256
ac of the CDP creating the Pacific Point PC Pacific Point PC is in the south part of the City adjacent to

the City of San Clemente as shown on Figure 4.2-12 The CDP includes maximum of 617 dus with

varying densities Research and Development Public/Institutional General Open Space and Active Park

All residential planning areas have been mass graded and 350 dus have been built or permitted The

central part of this PC served as County of Orange landfill from 1958 to 1975 This area is currently

zoned for Recreation/Open Space To the north of Pacific Point PC is Mesa PC which consists of the

remaining 60 ha 148 ac of the former Forster Canyon PC Development plans for this area include 275

dus and 11.5 ha 8.5 ac of recreation open space

TCA53J Final SEJR\Fina/ EIS-SEIR kSect ion O\Secrion 4.2 Land Use.doc J/23/O5

November 2005



SOCTIIP EIS/SEIR Section 4.0

Pueblo Serra Planned Community

Development plans for Pueblo Serra PC were approved in the late 980s Figure 4.2-12 shows the

location of the Pueblo Serra PC However because these plans were not consistent with the Citys

Zoning Code no action by the City Council is proposed until zone change is approved for the site The

area is designated PC in the Citys General Plan Mixed Use development guidelines for this PC include

Office Research Park with support accessory uses such as hotel and food services

Oso Ranch Planned Community

Oso Ranch PC is undeveloped with no access or approved development plans as of November 2002

Figure 4.2-12 shows the location of the Oso Ranch PC The area is designated PC in the Citys General

Plan Mixed Use development guidelines for this PC include 40 percent Public Institutional 30 percent

Affordable/Senior Housing and 30 percent Medium Density Residential

Crystal Cathedral Ministries Planned Community

The Rancho San Juan Capistrano PC referred to as Crystal Cathedral Ministries in the General Plan is

pending approval Figure 4.2-12 shows the location of this planned community The area is designated

PC in the Citys General Plan Mixed Use development guidelines for this PC include 80 percent
Public

Institutional includes retreat center and 20 percent Assisted Care Facility which may include wellness

center

Central Redevelopment Project

The Central Redevelopment Project is overseen by the Citys Community Redevelopment Agency CRA
and encompasses 436 ha 1086 ac area that straddles 1-5 as shown on Figure 4.2-13 The CRA has not

initiated any projects in recent years However there has been private development in the redevelopment

area some of which the CRA has participated in including expansion of Capistrano Volkswagen on

Valle Road

Home Depot Development and City Land Sale

This proposed project would develop total of 14632 sq 157331 gross sq fl of retail space including

9958 sq 107080 gross sq ft for home improvement center 2198 sq 23638 gross sq ft for

garden center and 2475 sq 26613 gross sq ft for an accessory retail facility on the 6.2 ha 15.3 ac
site The project would also provide access under the Stonehill Drive overpass to several existing parcels

within the City limits south of Stonehill Drive This proposal was voted down in November 2002 by the

citizens of San Juan Capistrano The vote is as an advisory position but is not either veto or ratification

without subsequent action by the City Council However the City Council has stated that they would

support the voters decision The City Council has not taken any action on this project as of May 2003

Public Facilities

Prima Deshecha Sanitary Landfill

Prima Deshecha Sanitary Landfill is on La Pata Avenue in the City of San Juan Capistrano at its border

with the City of San Clemente The currently active part of the Landfill is west of the proposed La Pata

Avenue the City However the General Development Plan GDP for the Landfill shows expansion of

the Landfill in the area outside the City boundary Prima Deshecha Draft Program EIR for 2001 the

PTCA531Fina1 SEIR\Final EIS-SEIRSection 4OSection 4.2- Land Use.doc i1/23/O5 4.2-10

November 2005



SOCTIJP EIS/SEJR
Section 40

GDP The Citys General Plan land use designation for the Landfill is Public Facilities The Landfill is

proposed as regional park after the termination of
landfilling in 2067

MPAH Ortega Highway

Ortega Highway is an existing two-lane facility from just east of the I-S through the Cleveland National
Forest It is shown on the MPAH as Primary arterial four lanes

MPAH Camino Las Ramblas

The MPAH indicates that Camino Las Ramblas will continue northeast from its intersection with the

proposed Camino de Los Mares extension adjacent to the western and northern Prima Deshecha Landfill

boundaries eventually joining La Pata Avenue Camino Las Ramblas
currently exists from 1-5 extending

approximately 2.8 km 1.8 mi northeast to its terminus near the City of San Clemente boundary The
City of San Juan Capistrano passed resolution on December 14 1999 that stipulates the Citys intention
to pursue deletion of the Camino Las Ramblas extension to La Pata Avenue from the MPA1 The City
submitted request in 2000 to the Orange County Transportation Authority OCTA to amend theMPAH Prior to any action by OCTA the City would be required to prepare and process General Plan
Amendment GPA of the Circulation Element and appropriate CEQA documentation If the GPA is

approved by the City of San Juan Capistrano the GPA would then be forwarded to the OCTA for action
The MPAH amendment process is on hold at the OCTA pending additional alignment and transportation
studies by the County and the City

4.2.1.4 Marine Corps Base Camp Pendleton

The northernmost
part of MCB Camp Pendleton is in the SOCTIIP study area Most of the MCB Camp

Pendleton lies in San Diego County small area on the northeast corner of the Base lies in Orange
County Refer to Section 4.21 Affected Environment Impacts and Mitigation Measures Related to

Military Uses for discussion of existing and planned land uses on Camp Pendleton

4.2.1.5 San Onofre State Beach

Community Character and Facilities at San Onofre State Beach

The community character of SOSB is public outdoor recreation The recreational opportunities at SOSB
include camping hiking and surfing SOSB is state park in the northern part of San Diego County as

shown in Figure 4.2-14 The lease is on Camp Pendleton The lower part of the SOSB is beach lands and

bluffs extending inland on the San Diego/Orange County border SOSB is operated and managed by the

California Department of Parks and Recreation

The SOSB was established as state recreational area in 1971 by 50 year lease between the State and

the United States of America The lease acknowledges that the federal government reserves the right to

grant easements and right-of-way across the leased area for facilities determined to be in the public

interest

As cited from the 1984 SOSB General Plan Resources Policy Fonnation page 19 the Declaration of

Purpose for SOSB is as follows although acreages have been amended since 1984

San Onofre State Beach was established to make available to the people the outstanding natural

beach bluffs and related geological ecological and cultural features along the northern coast of

San Diego County including important uplands east of the Interstate Freeway in the Valley of
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San Mateo Creek and to provide for the enjoyment and use of these areas in ways that take full

advantage of the recreational opportunities thus afforded while protecting the natural and cultural

values of the region

Located amidst dense urban development along the coast the units relatively large size more

than 6.4 km mi of ocean beach and 1266 ha 3127 ac has regional and statewide

significance Archaeological sites and threatened plant communities such as purple needlegrass

tall prairie red willow short woodland arroyo willow tall closed scrub and laurel sumac-sugar

bush medium closed scrub are also prime resources of statewide significance

SOSB features 5.6 km 3.5 mi of sandy beaches with six access trails into the bluff above The

campgrounds are along Old Highway 101 adjacent to the sandstone bluffs and inland north of 1-5 SOSB

includes marshy area where San Mateo Creek meets the shoreline and Trestles Beach well known

surfing site

Existing Land Uses at San Onofre State Beach

As shown in Figure 4.2-14 SOSB is composed of four geographical subunits Cnstianitos subunit

Subunit Trestles subunit Subunit Surf Beach subunit Subunit and San Onofre Bluffs subunit

Subunit

The Cristianitos and Trestles subunits the northernmost subunits follow Cristianitos and San Mateo

Creeks Trestles subunit lies west of 1-5 and includes the mouth of San Mateo Creek and the adjoining

wetlands Cristianitos subunit lies east of I-S and includes parts of San Mateo and Cristianitos Creeks

The most prominent uses in this subunit are trails and the San Mateo Campground which is about 2.8 km

1.5 mi inland This campground is open year round and has 157 camp sites

The Surf Beach subunit beginning just below the site of the former community of San Onofre extends

downcoast for distance of about two km 1.2 mi The San Onofre Nuclear Generating Station

SONGS and other related facilities are further downcoast extending 1.4 km 0.9 mi The Bluffs

subunit begins at the south end of SONGS and extends about 5.5 km 3.4 mi downcoast Partly because

of the uniformity of the marine terrace in this area and partly because of the routes selected for 1-5 and

the railroad the width of the Surf Beach and Bluffs subunits is uniformly 183 to 244 600 to 800 ft

throughout the entire length This subunit includes the San Onofre Bluffs Campground which is open

seasonally

There is an active Burlington Northern Santa Fe BNSF railroad right-of-way approximately parallel to

1-5 and the beaches in SOSB on the coastal side of I-S The railroad right-of-way runs through the

Cnstianitos and Surf Beach subunits

Existing land uses at SOSB as described in the SOSB General Plan 1984 Revised are

Subunit Cristianitos Most of this 535 ha 1321 ac subunit is open space The most prominent uses in

the inland area are the San Mateo Campgrounds and the hiking trails extending inland and beachward

from the campgrounds

Subunit Trestles This 85 ha 209 ac subunit has 1.82 km 6000 feet of shoreline used for surfing

This area also has wetland preserves and trails facilitating beach access

Subunit Surf Beach This subunit is 34 ha 84 ac with 1.3 km 3400 ft long beach zoned for surfing

use The bluff top is used for parking for the SONGS
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Subunit Bluffs This 164 ha 405 ac subunit has 5.6 km 3.5 mi of beach used for swimming
sunbathing and other beach recreation uses There are also day-use parking areas and overnight camping
areas The bluff tops and canyons between I-S and the beach are open space

Because the SOSB is leased through 2021 from the United States of America it is not subject to land use

regulation by the County or the state However the CCC reviews any development plans for consistency
with the California Coastal Act and its reciprocal process under the Federal Coast Zone Management Act

Planned Land Uses at San Onofre State Beach

According to the SOSB General Plan 1984 Subunit Cristianitos is proposed to have an 18-hole golf
course for the area directly west of the existing San Mateo Campground Primitive camps along hiking
trails utilizing the north part of this Subunit extending inland are also proposed with possible secondary
access from the Avenida Pico extension No implementation plans for these proposed facilities are being
pursued at this time

4.2.1.6 City of Dana Point

Community Character and Facilities in the City of Dana Point

Dana Point is bordered by the Cities of Laguna Niguel and Laguna Beach to the north San Juan

Capistrano to the east and San Clemente to the south Incorporated in 1989 the City of Dana Point is

named after Richard Henry Dana Jr 1815-1 882 author Two Years Before the Mast 1840 The City of

Dana Point is home to 35110 residents and is characterized by nearly 11.3 km seven mi of prominent
coastal bluffs and rolling hills along the Pacific Ocean unique promontory the Headlands overlooks

Dana Point Harbor

Dana Point Harbor provides slips and mooring for over 2500 boats along with over 50 specialty shops
and restaurants The Harbor attracts thousands of visitors annually for shopping sport fishing walking
bicycling parasailing and host of recreational activities Dana Point Harbor is also considered the

gateway to Doheny State Park one of Californias most popular beach facilities The 25-ac 62-ac State

Park offers camping picnicking swimming surfing bicycling tide pool exploration and more

Existing Land Uses in the City of Dana Point

The City of Dana Point has 1.5 km 5000 ft bordering 1-5 as shown in Figure 4.2-15 Land uses in this

part of the City include Low Medium Medium and Community Residential

Planned Land Uses in the City of Dana Point

There are currently no planned land uses in the City of Dana Point in the SOCTIIP study area The Dana

Point Harbor Master Development Plan is being updated No plans were available to provide detail on

the nature of the update at the time of preparation of this EIS/SEIR

4.2.1.7 City of Rancho Santa Margarita

Community Character and Facilities in the City of Rancho Santa Margarita

Rancho Santa Margarita is located along the foothills of the Santa Ana Mountains The City has

population of 47214 The City of Rancho Santa Margarita includes the Rancho Santa Margarita Rancho
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Santa Margarita Business Park Rancho Santa Margarita Town Center Rancho Trabuco Robinson Ranch

Trabuco Highlands and Dove Canyon PCs Although the majority of the City is built out it is in the

process of refming and updating its General Plan Existing and planned land uses in the City of Rancho

Santa Margarita are shown on Figure 4.2-16 These are based on the proposed revisions to the Citys

General Plan which is the most current data available

Existing Land Uses in the City of Rancho Santa Margarita

The City of Rancho Santa Margarita is almost entirely built out The City has 1916.5 ha 4732 ac of

open space including the Chiquita Canyon Conservation area and ONeill Regional Park which comprise

large part of the City The City is also crossed by existing SR-241 which terminates at Oso Parkway

Planned Land Uses in the City of Rancho Santa Margarita

There are no planned land uses in the City of Rancho Santa Margarita in the study area There are

planned uses in the northern and northeast parts of the City in the Foothill/Trabuco area

4.2.1.8 City of Mission Viejo

Community Character and Facilities in the City of Mission Vieio

The City of Mission Viejo has approximately 7.2 linear km 4.5 mi encompassing 1-5 as shown in

Figure 4.2-17 1-5 borders the City on the west side along with the boundaries of the Cities of Laguna

Hills and Laguna Niguel on the west side of 1-5 The City of Mission Viejo is one of the larger cities in

south Orange County Unincorporated Orange County and the City of Rancho Santa Margarita form its

eastern border and the City of Lake Forest forms its northwestern border

Existing Land Uses in the City of Mission Viejo

Commercial industrial office and open space uses are adjacent to 1-5 in the City of Mission Viejo There

are residential uses along 1-5 north of Crown Valley Parkway Other land uses along I-S include Mission

Viejo High School and Mission Viejo Country Club The south part of the City includes major

commercial and employment generating uses Mission Viejo Mall auto dealerships on I-S and office

developments along Crown Valley Parkway and community facilities such as the Saddleback

Community College and Mission Hospital Regional Medical Center This is the major urban activity

center of the City and is designated as SP Study Area Figure 4.2-18 shows the extent of the SP Study

Area

Planned Land Uses in the City of Mission Viejo

There are no planned land uses in the City of Mission Viejo in the SOCTIIP study area

4.2.1.9 City of Laguna Niguel

Community Character and Facilities in the City of Laguna Niguel

Laguna Niguel is 357412 sq km 13.8 sq mi PC in South Orange County and is surrounded by the

Cities of Mission Viejo San Juan Capistrano Dana Point Laguna Beach and Laguna Hills as shown on

Figure 4.2-19 Over one-third of Laguna Niguel is designated open space and this is one of the key

features that defmes the character and urban form of the City Commercial business and industrial land

uses comprise eight percent of the total land area of the City
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Existing Land Uses in the City of Laguna Niguel

Approximately 3124 10250 ft of the City border lie immediately west of 1-5 from approximately 0.8

km 0.5 mi north of Crown Valley Parkway to approximately 0.8 km 0.5 mi south of Paseo de Colinas
Land uses in the part of the City bordering I-S include Automotive Commercial Hospitality Commercial
General Commercial/Light Industrial and Public Institutional for the SDGE substation Camino
Capistrano the BNSF railroad line and Oso Creek parallel I-S The southernmost section of the City
bordering 1-5 is at the confluence of the San Joaquin Hills Transportation Corridor SJHTC and I-S

The City has identified the triangular area generally defined by 1-5 the SJHTC and the southern Laguna
Hills boundary as the Gateway SP area The strip along I-S extending west is defined as Community
Profile Area and Opportunity Area the Camino Capistrano/Cabot Road Business Area According to

the General Plan this area is projected to contain 108765 sq 3323631 sq ft of commercial uses and
to employ 4028 persons Part of the Oso Creek Trail shown on the Citys Trails Map runs along I-S and
Oso Creek

Plarmed Land Uses in the City of Laguna Niguel

There are no planned land uses in the City of Laguna Niguel in the SOCTIIP study area

4.2.1.10 City of Laguna Woods

Community Character and Facilities in the City of Laguna Woods

The City of Laguna Woods is in the Saddleback Valley area of south Orange County 16 km 10 ml from

the Pacific Ocean It is home to the senior citizen gated community of Leisure World Laguna Woods
was incorporated as Orange Countys 32nd city in 1999 The City of Laguna Woods is the first city in

California consisting primarily of communities for senior citizens Laguna Woods has more than 18000
senior citizens

Existing Land Uses in the City of Laguna Woods

The City of Laguna Woods has 1.6 km ml section on its northeast side in the SOCTIIP study area

that is adjacent to very narrow undevelopable strip of the City of Laguna Hills which borders I-S and

which consists of freeway slopes and Avenida de la Carlota as shown in Figure 4.2-20 The area is

designated Suburban Residential and is part of the Leisure World Community

Planned Land Uses in the City of Laguna Woods

There are no planned land uses in the City of Laguna Woods in the SOCTIIP study area

4.2.1.11 City of Laguna Hills

Community Character and Facilities in the City of Laguna Hills

The City of Laguna Hills is west of I-S from Lake Forest Drive to about 293 960 fi past La Paz Road

The City boundary then jogs west and extends to the SJIITC The City of Mission Viejo boundary

extends across I-S forming the eastern boundary and the City of Laguna Niguel forms the remainder of

the eastern boundary on I-S The Cities of Aliso Viejo and Laguna Woods form the western boundary of
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Laguna Hills to the north section while the west boundary in the south part
of the City of Laguna Hills is

formed by the City of Laguna Niguel

Existing Land Uses in the City of Laguna Hills

As shown in Figure 4.2-21 on the 5779 18960 ft long section bordering 1-5 variety of existing

land uses occur including Freeway Commercial Low-Density Residential Open Space Drainage

Facilities Village Commercial Community Commercial and Mixed Use

Planned Land Uses in the City of Laguna Hills

There are no planned land uses in the City of Laguna Hills in the SOCTIIP study area

4.2.1.12 City of Lake Forest

Community Character and Facilities in the City of Lake Forest

The City of Lake Forest is immediately south of the City of Irvine and has 4.4 km 2.7 ml of its border

along the east side of I-S Figure 4.2-22 shows the location of land uses in the City of Lake Forest in the

SOCTIIP study area

Existing Land Uses in the City of Lake Forest

The City of Lake Forest General Plan LUE designates the area along I-S for recreationlopen space

residential and community facility uses

Planned Land Uses in the City of Lake Forest

There are no planned land uses in the City of Lake Forest in the SOCTIIP study area

4.2.1.13 Cityoflrvine

Community Character and Facilities in the City Of Irvine

The City of Irvine was incorporated on December 28 1971 and is one of the nations largest planned

urban communities encompassing over 12182 ha 47 sq ml The Citys current population is over

143000 The City of Irvine has 2.2 km 1.4 un bordering I-S on both sides of the freeway The
confluence of I-S and 1-405 occurs in the City and forms the northern boundary of the SOCTIIP study

area

Existing Land Uses in the City of Irvine

As shown in Figure 4.2-23 this area in the City of Irvine includes retail open space agricultural and

highway commercial uses

Planned Land Uses in the City of Irvine

With the passage of Measure in March 2002 the Orange County Great Park in the City of Irvine was
established along with variety of land uses which include parks museums open space and tourist uses

When the Department of the Navy sells the land the subsequent owner may change use The proposed

project includes annexation General Plan and Zoning Amendments to accommodate comprehensive

land use plan occupying 35.9 ha 3856500 sO including residential 225 dus educational cultural and
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institutional transportation facilities research and development retail office auto center agricultural

variety of open space and road uses

4.2.1 .14 Orange County Transportation Authority Master Plan of Arterial Highways

The OCTA oversees the Countys circulation plan known as the MPAH The MPAH is reflected in the
local General Plans of the individual cities and the County of Orange Each jurisdiction is responsible for

implementing the MPAH
part of its General Plan Circulation Element within its jurisdictional boundary

4.2.1.15 Recreation

The SOCTIJP study area includes number of public and private recreation resources These are
described in detail in Section 4.25 Affected Environment Impacts and Mitigation Measures Related to
Recreation Resources

4.2.1 .16 Other Land Use and Transportation Plans

County of Orange Congestion Management Prop

The gas tax increase Proposition 111 or Measure adopted in the November 1990 County General

Election in June 1990 included requirement that urbanized areas in the State adopt Congestion
Management Program CMP The goals of the CMP are to reduce traffic congestion and provide
mechanism for coordinating land use development and transportation improvement decisions For

jurisdiction to be eligible for Proposition ill funds no intersection on an adopted CMP highway system

may be allowed to deteriorate to level of service LOS worse than or the existing 1991 LOS if

worse than LOS without mitigation being prescribed in an adopted deficiency plan

The Orange County CMP adopted in 1991 and administered by the OCTA established the freeway

system and major arterial highways as the Orange County CMP Highway System The Orange County
CMP established process for each jurisdiction to analyze the impacts of proposed development on the

CMP Highway System Each jurisdiction is
required to analyze development projects to determine

whether project generated traffic will cause CMP intersections/links to exceed their LOS standards and to

assess feasible mitigation measures to maintain the adopted LOS standard In addition the Orange

County CMP includes mechanisms for inter-jurisdictional coordination where proposed development is

determined to generate an increase in traffic on CMP links/intersections beyond an individual

jurisdictions boundaries

SCAG Regional Comprehensive Plan and Guide

The SCAG Regional Comprehensive Plan and Guide RCPG SCAG March 1996 formerly referred to

as the SCAG Growth Management Plan is summary of various plans for the southern California region

some of which are required by federal or state law The RCPG was developed in cooperation with

numerous agencies including Counties and cities in southern California transportation commissions

Caltrans the Metropolitan Water District of Southern California the California Energy Commission the

Bureau of Land Management of the United States Department of the Interior the South Coast Air Quality

Management District Ventura Air Pollution Control District and other parties both public and private

The RCPG consists of three sections Growth Management Regional Mobility and Air Quality Water

Quality and Hazardous Waste Management These are the chapters which currently respond directly to

federal and state requirements placed on SCAG Local governments are required to use these as basis

of their plans for purposes of consistency under regional plans under CEQA These chapters also serve as
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advisory materials and guidance Those requirements based on state and federal statute found in these

chapters also form the basis for certification of local plans described in the Implementation Chapter of the

RCPG RCPG SCAG March 1996

SANDAG Regional Transportation Improvement Program

The San Diego Association of Governments SANDAG is the regional planning agency for San Diego

County SANDAG addresses regional growth transportation environmental management housing open

space air quality energy fiscal management economic development and criminal justice issues by

establishing policies adopting plans allocating transportation funds and developing programs which are

used by local governments and other public and private organizations

SANDAG adopted the San Diego Association of Governments Regional Transportation Improvement

Program RTIP to facilitate accomplishing regional goals related to transportation With the exception of

the Interstate corridor through the Base the RTP does not include the area on MCB Camp Pendleton

as SANDAG has no authority to enforce any policies on the Base The Department of the Navy DON
has jurisdiction over MCB Camp Pendleton in the part of San Diego County that is in the SOCTIIP study

area

County of San Diego General Plan

The County of San Diego General Plan serves as guidelines for coordinating land use considerations

However this plan is not relevant to land use concerns in the SOCTIIP study area because the DON has

jurisdiction over MCB Camp Pendleton the
part

of San Diego County that is in the study area

San Diego North County Transit District Fast Forward

The North County Transit District NCTD Fast Forward Plan includes transit system strategies for

northern San Diego County There are no land use policies that affect any of the SOCTIIP Alternatives in

the NCTD Fast Forward Plan

County of San Diego Congestion Management Plan

The CMP for San Diego County performs similar function as the Orange County CMP however its

funding and implementation are different The CMP does not include MCB Camp Pendleton and

therefore there are no San Diego County CMP roads in the SOCTIIP study area Additionally the land

use monitoring component has no land use policies that could affect land use in the SOCTIIP study area

4.2.2 METHODOLOGY RELATED TO LAND USE

4.2.2.1 Overview

The analysis of the potential land use impacts of the SOCTIIP Alternatives is based on review of field

surveys review of the latest aerial photographs of the study area review of the most current applicable

land use planning and land use maps for jurisdictions in the SOCTIIP study area and meetings with

affected agencies The study area comprises the areas potentially directly affected by construction and the

areas adjacent to the construction area for all the SOCTIIP Alternatives Additionally the United States

Fish and Wildlife Service USFWS and the United States Army Corps of Engineers ACOE were

consulted about any mitigation projects within the study area for identification and impact assessment

purposes Finally general guidance and direction was taken from comments received on the NOP/NOI

although very few comments on land use analysis methodology were received
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4.2.2.2 Analysis Techniques

The assessment of land use impacts was based on mapping prepared for the SOCT1IP study using
compilation of General Plan LIJEs local zoning information and master development plans for all the

jurisdictions in the SOCTIJP study area The areas of disturbance for all the SOCTITP Alternatives by
segments as defined in Section 2.0 Alternatives were then overlaid through Geographic Information

Systems GIS and CADD mapping onto the compiled land use maps and aerial photographs and areas of
direct impact were assessed In some cases the segments were refined to correspond with jurisdictional
boundaries The total areas of temporary disturbance and permanent right-of-way for each alternative by
jurisdiction and by land uses affected were compiled into summary table for each Alternative In

addition general consistency analysis based on General Plans was conducted

4.2.3 IMPACTS RELATED TO LANI USE

4.2.3.1 Impacts Related to Consistency with Plans

Each SOCTIIP Alternative was evaluated for consistency with adopted land use plans as described in this

Section

Orange County

General Plans of the cities and the unincorporated Orange County areas in which the Alternatives are

located were reviewed to determine whether or not given SOCTIIP Alternative was included in the

General Plan LUEs of the affected jurisdictions LUEs are required to be consistent with the Circulation

Element of General Plans which identify all facilities shown on the MPAH including the conceptual
alignment of the FTC-South In Orange County the SOCTIIP Alternative consistent with General Plans

is the FEC-M Alternative which include alignments in Orange County similar to the alignments shown
on the MPAH for the FTC-South The

inconsistency of an alternative with the adopted land use plans is

defmed in terms of area of impact of each alternative by jurisdiction and general plan land use category

The No Action Alternatives would not be consistent with the adopted land use plans in Orange County
because they do not include the FTC-S as shown in the MPAH and area General Plans

San Diego County

Camp Pendleton

There are no cities in San Diego County which would have land uses affected by the SOCTIIP

Alternatives The County of San Diego defers to Camp Pendleton related to land uses and planning on
the Base Therefore no General Plans for the County or any city were used for the consistency evaluation

in San Diego County The Integrated Natural Resources Management Plan INRMP for Camp Pendleton

and the SOSB General Plan were reviewed Both these planning documents acknowledge the FTC-South

planning efforts

The INRMP discusses the SOCTIIP Alternatives in Section 2.5.1 Public Interstate Freeway Railroad

Right-of-Ways and Future Transportation Corridors as follows

In 1988 the Marine Corps Commandant agreed that the TCA could evaluate an on-Base

alignment of the proposed SOCTIIP toll road project subject to the following stipulations

that other off-Base alignment alternatives must also be considered and evaluated in an equal
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manner that any planned Camp Pendleton alignment must closely adhere to the Bases

northern boundary that any adverse environmental impacts created as result of siting this

route on the Base must be fully and properly mitigated and most importantly that any on-

Base alignment must not impact the Marine Corps mission nor interfere with the Bases

operational flexibility This Marine Corps position has remained steadfast throughout the years of

TCA planning for this proposed toll road and the Marine Corps continues to monitor and

sometimes participate in TCAs further planning efforts for this proposed transportation

improvement project If constructed on Camp Pendleton only one alignment alternative meeting

the above stipulations is considered acceptable to the Marine Corps pp 2-55 Final INRMP

for Marine Corps Base and Marine Corps Air Station Camp Pendleton October 2001

The FEC now the FEC-W FEC-M and A7C-FEC-M/Preferred Alternative alignment on the Base in

the SOSB lease area is consistent with this description The Department of the Navy DON has stressed

this position in official communications refer to the Military Impacts Technical Report PD
Consultants 2003 Although this alignment would still have an impact on the military training mission

at Camp Pendleton the DON has agreed that this alignment can be evaluated in this EIS/SEIR It is

assumed that alignments of the build alternatives that generally follow this alignment would be acceptable

to the DON because they are similar to the alignment referenced by MCB Camp Pendleton in that they

closely adhere to the Bases northern boundary compared to the other alternatives that are aligned further

south These are the FEC-W FEC-M and A7C-FEC-M/Preferred_Alternative The other Alternatives

that affect the Base along the 1-5 right-of-way or do not affect the Base at all would also be considered

consistent These are the A7C-ALPV CC-ALPV MO I-S and No Action Alternatives

San Onofre State Beach

Because SOSB is lease on MCB Camp Pendleton the ultimate land use control for this area lies with

the DON The California Department of Parks and Recreation adopted General Plan for SOSB in 1984

The General Plan acknowledges the FTC-S alignment through the Park and east of San Mateo Creek

which had already been on the County of Orange General Plan for several years The Planning and

Zoning discussion of the Environmental Impact Element of the SOSB General Plan states

The FTC and La Pata Avenue are shown in the Master Plan of Arterial Highways

component of the Orange County General Plan adopted in 1983 The Foothill

Transportation Corridor would have six or eight lanes claiming right-of-way of 300-

400 feet wide The final route for the FTC has not been selected but the maps show it

running along the east side of San Mateo Creek the full length of Subunit intersecting

with the San Diego Freeway at the location of Basilone Road interchange pp 57 1984

San Onofre State Beach Revised General Plan

In addition the Department of Parks and Recreation was notified of variety of conceptual alignments

that passed through or near SOSB in 1983 letter from Supervisor Thomas Riley responding to the

public circulation of the Draft SOSB General Plan and EIR That letter clarified the intention of the

County to build corridor in the area This 1983 correspondence predates the TCA and occurred when

Orange County was the lead agency/proponent for the transportation corridors including the FTC-S

The SOSB General Plan does not discuss consistency or compatibility of the FTC However because the

SOSB General Plan anticipated plans for the FTC through the Cristianitos Subunit Subunit which
would actually be on the west and not the east side of the Creek and because the entire Subunit lies west

of San Mateo Creek there is no inconsistency with the SOSB General Plan for the FEC-W FEC-M and

theA7C-FEC-MPreferred_Alternative The other Alternatives that affect SOSB along the 1-5 right-of
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way or that do not affect SOSB at all would also be considered consistent These are the CC CC-ALPV
A7C-ALPV MO and the two No Action Alternatives

4.2.3.2 Construction Impacts Related to Land Use

Short-Term Land Use Impacts of the SOCTIIP build Alternatives

During the construction of SOCTIIP build Alternative existing or planned land uses may be affected by
temporary impacts such as dust noise views of construction and disturbed areas and/or disruptions to

surface transportation access These potential short-term impacts of the SOCTIIP build Alternatives are

discussed in detail in the short-term impact analyses in the air quality noise visual and traffic sections of
this EIS/SEIR respectively

Another potential short-term impact of the SOCTIIP build Alternatives related to land use would be
associated with the recycling of previously developed lands that were acquired and cleared of the existing

development to accommodate the construction of the Alternative These are areas needed during
construction but are outside the permanent right-of-way area These left over parcels called remainder

parcels may be large enough on their own or may potentially be combined to provide new parcels
available for development Remainder parcels which are large enough for reuse would be sold after the

completion of the construction of the SOCTIIP build Alternative and would be subject to independent
environmental evaluation for any planned land use Uneconomic parcels that are too small for reuse may
be retained as part of the right-of-way for any SOCTIIP build Alternative These would not be adverse
short-term impacts of the SOCTIIP build Alternatives

The construction of the SOCTIIP build Alternatives may require the acquisition or long-term lease of land

for temporary use during construction only This may include land to accommodate construction staging
materials storage equipment storage and other activities during construction only At the completion of

the construction of SOCTIIP build Alternative these areas would no longer be needed for the SOCTIIP
build Alternative Remainder parcels used for temporary construction purposes would be anticipated to

be sold or returned to their original owners as appropriate The short-term use of this land for the

construction of the SOCTIIP build Alternatives would not be an adverse impact Tables showing impacts
of each Alternative in the subsequent sections quantify the temporary disturbance area which in most

cases is inclusive of the permanent right-of-way impacts

Short-Term Impacts of the No Action Alternatives

The No Action Alternatives will not result in the acquisition of any property the removal of any existing

land uses or the construction of any SOCTIIP related transportation improvements Therefore the No
Action Alternatives will not result in short-term impacts related to land use

4.2.3.3 Long-Term Impacts Related to Land Use

Figure 4.2-24 shows the alignments of the build Alternatives and the jurisdictions which would be

affected by those alignments Detailed figures showing impacts to land uses by Alternative are provided

in Appendix of the Land Use Technical Report Impacts related to agricultural uses are discussed

briefly in this Section and in detail in Section 4.3 It should be noted that Section 4.4 Affected

Environment Impacts and Mitigation Measures Related to Socioeconomics and Environmental Justice

addresses residential displacement at it relates to the number of households and people displaced by each

of the SOCTIIP Alternatives and the availability to relocate these displaced residents This differs from

the analysis in this section which analyzes impacts to land uses designated as residential because these

impacts are based on impacts to land area that has existing or planned land uses as shown on approved
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plans such as General Plan Land Use Element maps zoning maps and in some cases planned

development maps This analysis is used to quantify the impacts to land use types in order to measure

consistency with and total impact to adopted local and regional plans

The tables provided in this section summarize the land use impacts of each build Alternative

Specifically the tables show the jurisdictions and land uses impacted in hectares acres for areas in the

temporary disturbance limits and the permanent right-of-way for each build alternative

Impacts of the FEC-W Alternative on Existing Land Uses

Table 4.2-3 summarizes land use impacts of the FEC-W Alternative by jurisdiction and land use

categories Figure 4.2-24 shows the general alignment of the FEC-W Alternative and the jurisdictions

through which they would pass As shown on Table 4.2-3 and Figure 4.2-24 the FEC-W Alternative is in

the jurisdictions of the County of Orange the City of San Clemente and San Diego County SOSB and

Camp Pendleton

Tesoro High School The FEC-W Alternative would be adjacent to and east of Tesoro High School

There would be no adverse impacts to this school as result of the FEC Alternative because this

corridor was anticipated in the design of the school as documented in the Chiquita Canyon High School

EIR now Tesoro High School The Final EIR for Tesoro High School included measures to mitigate

potential indirect noise impacts associated with transportation facility in the area of the SOCTIIP

corridor Alternatives

Ladera Ranch PC At its closest point the alignment would be approximately 3.4 km 2.1 miles east of

the Ladera Ranch PC There would be no adverse land use impacts on this PC as the result of the distance

of existing and planned land uses in this PC from the FEC-W alignment and the buffer/screening effect

provided between the PC and the FEC-W alignment by topography including Chiquita Ridge

Coto de Caza PC South of Oso Parkway the FEC-W alignment would be approximately 2.4 1.5 miles

from uses in Coto de Caza PC The Coto de Caza Specific Plan conceptually shows an alignment for

transportation corridor generally following the FEC-W alignment in this area There would be no adverse

land use impacts on this PC as result of an open space green belt and ridgeline between the uses in Coto

de Caza and the alignment of the FEC-W Alternative

Rancho Mission Vieio On RMV the FEC-W Alternative would directly impact existing farming and

agricultural operations agricultural preserves and lease areas It would directly impact access roads used

for ranch operations These potential impacts are discussed in Section 4.3 Affected Environment

Impacts and Mitigation Measures Related to Agricultural Resources The FEC-W Alternative would

directly impact areas leased to AirTouch Venzon Wireless Color Spot Nursery California Silica and

the TRW Capistrano Test Site as described below

AirTouch Verizon Antenna Sites There are two sites north of Ortega Highway which would be

impacted by the FEC-W alignment

Color Spot Nursery The FEC-W alignment would traverse the middle part of the east side of this

lease area directly impacting it However the lease is subject to termination in 2003 The

nursery would be able to continue operations and the loss of this part of the nursery would not be

considered an adverse impact
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Oglebay Norton California Silica The FEC-W Alternative would traverse the east side of the
lease area and would require the realignment of the access road The FEC-W Alternative would
not preclude the continuation of this use and is considered an adverse impact

TRW Capistrano Test Site Access to the TRW Capistrano Test Site is from Avenida Pico The
FEC-W alignment would not directly impact the TRW site but would truncate the access road
and front gate including the security station in the west part of this lease area However the

design Alternatives includes provisions to maintain access to the TRW site

The FEC-W Alternative would not directly impact the ranch uses known as the Last Round Up and
Amantes Camp However the FEC-W Alternative would require the realignment of the access roads to
these resources This is not considered an adverse impact since access would still be provided

Rolling Hills Planned Community The FEC-W Alignment traverses the Rolling Hills Planned

Community through The Donna ONeill Land Conservancy for approximately 3.9 km 24 mi
Approximately 30 meters 100 feet of the FEC-W alignment traverses the lower

part of the Rolling
Hills PC which is currently being developed The development plan for Rolling Hills PC was revised in
1999 and 2000 Neither revision reflects an alignment along the FEC-W Alternative in the development
plans

San Onofre State Beach As mentioned in the Consistency analysis in Section 4.2.3.1 the FEC-W
Alternative and the FEC-M and A7C-FEC-M/Preferred_Alternative extends south through the
Cristianitos Subunit of SOSB the inland area As it enters this lease area it abuts an electrical substation
in SOSB Most of the 535 ha 1321 acre subunit of SOSB is open space with dirt hiking trails The
most prominent uses in the inland area are the San Mateo Campground and the hiking trails extending
inland and beachward from the Campground The FEC-W alignment would impact the San Mateo
Campground by temporarily interfering with the access during construction These Alternatives would
have impacts on the general operations and resource value of SOSB as it would introduce an urban use to

an area that is valued for its outdoor recreation opportunities Further the direct impacts to the

Cristianitos Subunit would reduce the size of SOSB by approximately 117 ha 289 ac under the FEC-W
Initial and 161 ha 398 ac under the FEC-W-Ultimate These impacts to this existing land use would be

adverse No impacts on SOSB Trestles Subunit are expected as result of the elevated ramp connecting
the FEC-W Alternative to I-S

For some time an alignment for the FTC has been anticipated to be in the vicinity of the SOSB and was
expected to affect the SOSB property The FEC-W alignment would affect the SOSB especially the

Cristiamtos Subunit as it bisects this area The revised General Plan 1984 for the SOSB acknowledged
the effects of three projects that had the potential to impact the SOSB one of which was the corridor as

follows

Three proposed transportation projects would have major impact on Subunit of San Onofre

State Beach if carried out as planned These projects are the Foothill Transportation Corridor

the La Pata Avenue Parkway and the bullet train

The FTC and La Pata Avenue are shown in the Master Plan of Arterial Highways component of

the Orange County General Plan adopted in 1983 The Foothill Transportation Corridor would
have six or eight lanes claiming right-of-way of 300-400 feet wide The final route for the FTC
has not been selected but the maps show it running along the east side of San Mateo Creek the

full length of Subunit intersecting with the San Diego Freeway at the location of Basilone Road

interchange pp 57 1984 San Onofre State Beach Revised General Plan
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The reference to the FTC mnning along the east side of the SOSB is consistent with earlier plans for the

FTC In 1984 the SOSB General Plan was adopted The lanes currently planned for the Alternatives

affecting SOSB would be four to six lanes south of Cristianitos Road The La Pata Avenue extension

through the State Beach and the bullet train project have since been abandoned

Camp Pendleton The FEC-W Alternative includes ramps at Basilone Road at Green Beach and near the

san Onofre Gate below Camp San Onofre Area 51 The construction of these Alternatives in this area

could impact Camp Pendleton San Onofre Recreation Beach related mostly to potential noise access and

dust impacts on recreation uses at San Onofre Recreation beach Temporary impacts to these recreation

uses are discussed in Section 4.25 Impacts to amphibious landings and training uses at Green Beach are

discussed in detail in Section 4.21 However these short-term impacts would not change land uses at San

Onofre Recreation beach or the military uses at Green Beach in the same area

Military impacts including impacts to training operations and existing and planned land uses are

discussed in detail in Section 4.21 Impacts to the SOSB which is on property leased from the United

States of America are discussed in section 4.25

Impacts of the FEC-W Alternative on Committed and Planned Development

County of Orange

Rancho Mission Viejo The FEC-W Alternative would not adversely impact undeveloped land and would

have no impacts on committed or planned development on RMV because there are no committed or

planned land uses on the RMV However this segment would impact areas in the proposed development

plan for RMV November 2001 See Table 4.2-2 for the planning areas and acreages proposed The

RMV proposal does not specify the location of any land uses except residential and open space

Therefore exact acreage figures by the proposed land use category that could be affected by this segment

of the FEC-W Alternative cannot be determined

City of San Clemente At its closest point the alignment of the FEC-W Alternative would be

approximately 0.8 km 0.5 mile east of planned land uses in Champion Hills including business park

golf course medium density residential and open space uses There would be no direct or indirect

adverse impacts to the planned uses due to distance and the buffer provided by proposed land uses in the

Rolling Hills PC and The Donna ONeill Land Conservancy As with Rolling Hills PC the planning for

the Champion Hills PC assumed implementation of transportation corridor on the alignment of the FEC
Alternative

County of San Diego

Camp Pendleton There are no known committed or planned land uses on Camp Pendleton that would be

affected by the FEC-W Alternative

San Onofre State Beach

The SOSB General Plan and Land Use Facilities Map discuss and depict areas where proposed 18-

hole golf course directly west of the San Mateo Campground primitive camps and two additional

campgrounds north of the San Mateo Campground are conceptually planned for the Cristianitos Subunit

However there are no existing implementation plans for these facilities and the California Department of

Parks and Recreation would be required to get permission from MCB Camp Pendleton to build the golf

course on the leased property The alignment of the FEC-W Alternative and the remaining years on the
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lease would likely preclude the implementation of golf course of this size in the planned location shown
in the SOSB General Plan

Impacts of the FEC-M Alternative on Existing Land Uses

Table 4.2-4 summarizes land use impacts of the FEC-M Alternative by jurisdiction and land use

categories Figure 4.2-24 shows the general alignment of the FEC-M Alternative and the jurisdictions

through which it would pass As shown on Table 4.2-4 and Figure 4.2-24 the FEC-M Alternative is in

the jurisdictions of the County of Orange the City of San Clemente and San Diego County SOSB and

Camp Pendleton

County of Orange

Tesoro High School The FEC-M Alternative would be adjacent to and east of Tesoro High School
There would be no adverse impacts to this school as result of the FEC-M Alternative because this

corridor was anticipated in the design of the school as documented in the Chiquita Canyon High School
EIR now Tesoro High School The Final EIR for Tesoro High School included measures to mitigate

potential indirect noise impacts associated with transportation facility in the area of the SOCTIIP
corridor Alternatives

Ladera Ranch PC At its closest point the alignment would be approximately 3.4 km 2.1 miles east of

the Ladera Ranch PC There would be no adverse land use impacts on this PC as the result of the distance

of existing and planned land uses in this PC from the FEC-M alignment and the buffer/screening effect

provided between the PC and the FEC-M alignment by topography including Chiquita Ridge

Coto de Caza PC South of Oso Parkway the FEC-M alignment would be approximately 2.4 1.5 miles
from uses in Coto de Caza PC The Coto de Caza Specific Plan conceptually shows an alignment for

transportation corridor generally following the FEC-M alignment in this area There would be no adverse

land use impacts on this PC as result of an open space green belt and ridgeline between the uses in Coto

de Caza and the alignment of the FEC-M Alternative

Rancho Mission Viejo On RMV the FEC-M Alternative would directly impact existing farming and

agricultural operations agricultural preserves and lease areas It would directly impact access roads used

for ranch operations These potential impacts are discussed in Section 4.3 Affected Environment

Impacts and Mitigation Measures Related to Agricultural Resources The FEC-M Alternative would

directly impact areas leased to AirTouch Verizon Wireless Color Spot Nursery California Silica and

the TRW Capistrano Test Site as described below

AirTouch Verizon Antenna Sites There are two sites north of Ortega Highway which that

would be impacted by the FEC-M alignment

Color Spot Nursery The FEC-M alignment would traverse the middle part of the east side of this

lease area directly impacting it However the lease is subject to termination in 2003 The

nursery would be able to continue operations and the loss of this part of the nursery would not be

considered an adverse impact

Ewles Aggregates The FEC-M alignment would traverse the east part of this lease area directly

impacting it reservation for corridor alignment similar to the alignment of the FEC-M

Alternative is included as part of the lease agreement However the aggregate operations at this

facility and the lease holder would be substantially impacted by the FEC-M Alternative
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TRW Capistrano Test Site Access to the TRW Capistrano Test Site is from Avemda Pico The

FEC-M alignment would not directly impact the TRW site but would impact the access road and

front gate including the security station in the west part of this lease area However the design

Alternatives includes provisions to maintain access to the TRW site

The FEC-M Alternative would not directly or indirectly impact the ranch uses known as the Last Round

Up and Amantes Camp which are areas available on RMV to conduct special events

Rolling Hills Planned Community Approximately 30 meters 100 feet of the FEC-M alignment

traverses the Rolling Hills PC which is currently being developed The development plan for Rolling

Hills PC was revised in 1999 and 2000 Both revisions generally reflect an alignment along the FEC-M

Alternative in the development plans which reserves an area for the FEC-M alignment in an area

designated open space both in the County of Orange LUE and the PC Regulations/Zoning However the

area of The Donna ONeill Land Conservancy that is traversed was not anticipated in any of the Rolling

Hills Plans

San Onofre State Beach The FEC-M Alternative would have the same impacts on SOSB as described for

the FEC-W Alternative

Camp Pendleton The FEC-M Alternative includes ramps at Basilone Road at Green Beach and near the

san Onofre Gate below Camp San Onofre Area 51 The construction of this Alternative in this area

could impact Camp Pendleton San Onofre Recreation Beach related mostly to potential noise access and

dust impacts on recreation uses at San Onofre Recreation beach Temporary impacts to these recreation

uses are discussed in Section 4.25 Impacts to amphibious landings and training uses at Green Beach are

discussed in detail in Section 4.21 However these short-term impacts would not change land uses at San

Onofre Recreation beach or the military uses at Green Beach in the same area

Military impacts including impacts to training operations and existing and planned land uses are

discussed in detail in Section 4.21 Impacts to the SOSB which is on property leased from the United

States of America are discussed in section 4.25

Impacts of the FEC-M Alternative on Committed and Planned Development

County of Orange

Rancho Mission Viejo The FEC-M Alternative would not adversely impact undeveloped land and would

have no impacts on committed or planned development on RMV because there are no committed or

planned land uses on the RMV However this Alternative would impact areas in the proposed

development plan for RMV November 2001 See Table 4.2-2 for the planning areas and land uses

proposed The RMV proposal does not specify the location of any land uses except residential and open

space Therefore exact acreage figures by the proposed land use category that could be affected by this

segment of the FEC-M Alternative cannot be detenrnned

City of San Clemente At its closest point the alignment of the FEC-M Alternative would be

approximately 1.4 km 0.9 mile east of planned land uses in Champion Hills including business park
golf course medium density residential and open space uses There would be no direct or indirect

adverse impacts to the planned uses due to distance and the buffer provided by proposed land uses in the

Rolling Hills PC and The Donna ONeill Land Conservancy As with Rolling Hills PC the planning for

the Champion Hills PC assumed implementation of transportation corridor on the alignment of the

FEC-M Alternative
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County of San Diego

Camp Pendleton There are no known committed or planned land uses on Camp Pendleton that would be

affected by the FEC-M Alternative

San Onofre State Beach

Impacts of the FEC-M Alternative on committed and planned land uses at SOSB are the same as

described for the FEC-W Alternative

Impacts of the CC Alternative on Existing Land Uses

Table 4.2-7 summarizes land use impacts of the CC Alternative by jurisdiction and land use categories

Figure 4.2-24 shows the general alignment of the CC Alternative and the jurisdictions through which it

would pass As shown on Table 4.2-7 and Figure 4.2-24 the CC Alternative is in the jurisdictions of the

County of Orange the City of San Clemente and San Diego County SOSB and Camp Pendleton

County of Orange

Tesoro High School The alignment of the CC Alternative would be adjacent to Tesoro High School and

would not have direct or indirect adverse impacts on this land use The Final EW for Tesoro High School

included measures to mitigate potential indirect noise impacts associated with transportation facility in

the area of the SOCT corridor Alternatives Although that EIR specifically considered the alignment
of the FEC-W Alternative the CC and FEC-W Alternatives share common alignment in this area

Therefore the CC Alternative would not result in adverse land use impacts at Tesoro High School

Rancho Mission Viejo The CC Alternative would impact lands on RMV in unincorporated Orange

County This area is currently used for ranching and agricultural operations including agricultural

preserve areas associated with RMV operations or is leased for various uses Impacts to agricultural

resources and operations are discussed in Section 4.3

Minor improvements at Ortega Highway to accommodate the interchange with the CC Alternative would

require the use of part of the southeast corner of the DM Color Express nursery lease area The use of

this property would adversely impact the nursery operations The Creekside Equestrian Center north and

south of Ortega Highway and west of La Pata Avenue would not be directly or indirectly impacted by the

CC Alternative

BFI Greenwaste The alignment of the CC Alternative would bisect BFI Greenwaste composting

business at the edge of the Prima Deshecha Landfill on La Pata Avenue Although it would be directly

impacted composting serves as mutually beneficial use to reducing waste entering the landfill

Relocation of this business would be covered under the Uniform Relocation Act It is assumed that this

operation which benefits from its location near the Landfill would be relocated to another suitable site in

the area through coordination with the County Landfill Operator This is not considered an adverse

impact of the CC Alternative

Prima Deshecha Sanitary Landfill The CC Alternative would impact current landfill operations which

occur primarily on the west side of La Pata Avenue The alignment closely follows the planned

alignment for La Pata Avenue through the Landfill and would not preclude the existing operations at the

Landfill However this alignment of the corridor through the Landfill would adversely affect future

landfill operations in this area This potential adverse impact of the CC Alternative on landfill operations

is discussed in detail in Section 4.24
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City of San Clemente

Talega PC The lower part
of the Talega PC is developed with residential golf course and commercial

uses The CC Alternative would directly affect these existing uses This would be an adverse impact of

the CC Alternative because of the direct impacts to existing land uses

Rancho San Clemente PC Plaza Pacifica South of Avenida La Pata and west of Avemda Pico the

alignment of the CC Alternative would traverse the Plaza Pacifica Development in PA of RSC PC

which has existing private open space residential and commercial uses The residential uses in this area

would be adversely impacted The retail commercial use would not be directly impacted These

Alternatives which would extend onto the west side of Avenida Pico would not directly impact

commercial industrial and residential uses east of Avenida Pico in the RSC PC

Marblehead Inland PC The loss of private open space as result of the CC Alternative would be an

adverse impact as this loss would be inconsistent with the Citys General Plan policies related to the

preservation of open space

This Alternative would result in the displacement of the east part slope area of the St Andrews by the

Sea property The existing church would not be displaced This would not be considered an adverse

impact

Regional Commercial Site Directly west of San Clemente High School is commercial zone with two

restaurants and gas station This area is part of the General Planned Regional Commercial center that

also includes San Clemente High School According to the San Clemente General Plan this area is an

overlay for the future reuse of San Clemente High School into major retail shopping center which is

reflected in its current land use designation of Regional Commercial The CC Alternative would displace

these three uses Because these are commercial uses that could relocate in the area this is not considered

an adverse impact to land use

San Clemente High School and Ole Hanson Elementary School The northbound connectors for the CC
Alternative from 1-5 would result in direct adverse impacts to San Clemente High School and Ole Hansen

Elementary School Discussion of the impacts to the athletic fields at these facilities is provided in

Sections 4.24 and 4.25

Impacts Along 1-5 From 0.9 km 3000 ft north of the Avenida Pico interchange to the Cnstianitos Road

interchange along 1-5 the CC Alternative would require additional right-of-way for transition lanes and

ramps connecting the corridor with I-S This additional right-of-way would result in the acquisition of

property along I-S for this entire segment These impacts to land uses along 1-5 are considered adverse

Impacts of the CC Alternative on Committed and Planned Development

County of Orange

Rancho Mission Viejo The CC Alternative would have no impacts on committed or planned

development because there are no committed or planned land uses on the RMV However these

Alternatives would impact areas in the proposed development plan for RMV These areas proposed to

have residential business park commercial golf resort regional park and open space in PAs 10 13

and 11 The RMV proposal does not specify the location of any land uses except residential and open
space Therefore it is not possible to identify which land uses would be affected by the CC Alternative
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MPAH La Pata Avenue Build Out Antonio Parkway/La Pata Avenue/Avenida La Pata in the City of

San Clemente is currently built to four-lane facility The CC Alternative would accommodate this

existing facility and its planned expansion

Proposed Prima Deshecha Regional Park The alignment of the CC Alternative appears to impact some
of the conceptually planned recreation uses for this Regional Park which is planned for implementation
after the closure of the Landfill in 2067 The alignment of the CC Alternative could affect the layout of

park uses proposed for the Prima Deshecha Regional Park However the CC alignment would not

preclude these planned uses Therefore this would not be an adverse impact of the CC Alternative

Impacts of this Alternative on the proposed regional park at Prima Deshecha Landfill are discussed in

detail in Section 4.24

City of San Clemente

Forster Ranch PC This Alternative would affect the southeast corner of the planned Government parcel

in Forster Ranch PC along the future extension of Avenida La Pata small part of the southeast corner
of this site would be affected but development of the site would not be precluded by the CC Alternative

Therefore this would not be an adverse impact of the CC Alternative

Talega PC This Alternative would proceed along the west part of the planned Talega PC directly east

and parallel of future Avenida La Pata This area is planned for residential open space and mixed uses
that would be impacted by the CC Alternative The impacts to these planned land uses would be adverse

MPAH Avenida La Pata Extension The proposed extension of Avenida La Pata intersects the CC
Alternative Avenida La Pata is planned six-lane arterial from north San Clemente to its terminus at the

San Clemente/San Diego County border as shown on the MPAH Avenida La Pata is continuation of

Antonio Parkway which currently terminates at the Prima Deshecha Sanitary Landfill and then resumes

south of Avenida Pico in the City of San Clemente Preliminary planning for this project is underway and

funding has not been committed to building this extension However because it is on the MPAH it is

expected to be built at some time after 2010 unless it is deleted from the MPAH If either of the CC
Initial or CC-Ultimate were to be constructed it would accommodate this planned arterial extension

Therefore the CC Alternative would not have any adverse impacts on this planned development

Regional Commercial Site Along the southern segment of the CC Alternative and according to the San

Clemente General Plan there is an overlay zone for the future reuse of San Clemente High School into

major retail shopping center which is reflected in its current land use designation of Regional

Commercial There are currently no commitments to implement this reuse of the site Therefore it is not

possible to evaluate the effect the CC Alternative would have on this planned reuse However

implementation of the CC Alternative should not preclude the reuse of the site

Impacts of the CC Alternative on Other Plans and Policies of the City of San Clemente

The CC Alternative would have an adverse impact on the Citys IDPA shown earlier on Figure 4.2-10

This area generally encompasses the property between Avenida Vista Hermosa and Avenida Pico north of

Marblehead Inland in the Talega and RSC PCs The CC Alternative would generally bisect the planned

IDPA which includes development Plaza Pacifica in PA of RSC PC as discussed earlier and the

Mixed-Use area in Talega PC The removal of uses in the IDPA could result in an imbalance of

commercial and residential uses in the City of San Clemente particularly in the inland PCs

Inconsistency with the respective SP and disruption of the overall planning efforts for the City of San

Clemente would he considered an adverse impact
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Impacts of the CC-ALPV Alternative on Existing Land Uses

Table 4.2-6 summarizes land use impacts of the CC-ALPV Alternative by jurisdiction and land use

categories Figure 4.2-24 shows the general alignment of the CC-ALPV Alternative and the jurisdictions

through which it would pass As shown on Table 4.2-6 and Figure 4.2-24 the CC-ALPV Alternative is in

the jurisdictions of the County of Orange and the City of San Clemente

County of Orange

Tesoro High School The alignment of the CC-ALPV Alternative would be adjacent to Tesoro High
School and would not have direct or indirect adverse impacts on this land use The Final EW for Tesoro

High School included measures to mitigate potential indirect noise impacts associated with

transportation facility in the area of the SOCTIIP corridor Alternatives Although that EIR specifically

considered the alignment of the FEC-W Alternative the CC-ALPV and FEC-W Alternatives share

common alignment in this area Therefore the CC-ALPV Alternative would not result in adverse land

use impacts at Tesoro High School

Rancho Mission Viejo The CC-ALPV Alternative would impact lands on RMV in unincorporated

Orange County This area is currently used for ranching and agricultural operations including agricultural

preserve areas associated with RIvIV operations or is leased for various uses Impacts to agricultural

resources and operations are discussed in Section 4.3

Minor improvements at Ortega Highway to accommodate the interchange with the CC-ALPV Alternative

would require the use of part of the southeast corner of the DM Color Express nursery lease area The
use of this property would adversely impact the nursery operations The Creekside Equestrian Center
north and south of Ortega Highway and west of La Pata Avenue would not be directly or indirectly

impacted by the CC-ALPV Alternative

BFI Greenwaste The alignment of the CC-ALPV Alternative would bisect BFI Greenwaste
composting business at the edge of the Prima Deshecha Landfill on La Pata Avenue It is assumed that
this operation which benefits from its location near the Landfill could be relocated to another suitable

site in the area This is not considered an adverse impact of the CC-ALPV Alternative

Prima Deshecha Sanitary Landfill The CC-ALPV Alternative would impact current landfill operations
which occur primarily on the west side of La Pata Avenue The alignment closely follows the planned
alignment for La Pata Avenue through the Landfill and would not preclude the existing operations at the
Landfill However this alignment of the corridor through the Landfill would affect future landfill

operations in this area This potential impact of the CC-ALPV Alternative on landifil operations is

discussed in detail in Section 4.24

City of San Clemente

Talega PC The west part of the Talega PC is partially developed with residential and business park uses
The CC-ALPV Alternative would traverse these existing land uses This would be an adverse impact of
this Alternative

Rancho San Clemente PC Plaza Pacifica South of Avenida La Pata and west of Avenida Pico the CC
ALPV Alternative would terminate at Avenida La Pata at the Plaza Pacifica development in PA of RSC
PC This Alternative would not adversely impact existing land uses in PA
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Impacts of the CC-ALPVAlternative on Committed and Planned Development

County of Orange

Rancho Mission Viejo The CC-ALPV Alternative would have no impacts on committed or planned

development because there are no committed or planned land uses on the RMV However this

Alternative would impact areas in the proposed development plan for RMV These areas proposed to

have residential business park commercial golf resort regional park and open space in PAs 10 13

and 11 The RMV proposal does not specify the location of any land uses except residential and open

space Therefore it is not possible to identify which land uses would be affected by the CC-ALPV
Alternative

MPAH La Pata Avenue Build Out Antonio Parkway/La Pata Avenue/Avenida La Pata in the City of

San Clemente is currently built to four-lane facility The CC-ALPV Alternative would accommodate
this existing facility and its planned expansion

Proposed Prima Deshecha Regional Park The alignment of the CC-ALPV Alternative appears to impact

some of the conceptually planned recreation uses for this proposed Regional Park The alignment of the

CC-ALPV Alternative could affect the layout of park uses proposed for the Regional Park However the

CC-ALPV alignment would not preclude these planned uses Therefore this would not be an adverse

impact of the CC-ALPV Alternative Impacts of this Alternative on the proposed regional park at Prima

Deshecha Landfill are discussed in detail in Section 4.24

City of San Clemente

Forster Ranch PC The CC-ALPV Alternative would affect the southeast corner of the planned public

facility in Forster Ranch PC on the future extension of Avenida La Pata However only small part of

this site would be affected Therefore this would not be an adverse impact of the CC-ALPV Alternative

Talega PC This Alternative would proceed along the west part of the planned Talega PC This area is

directly east and parallel of future Avenida La Pata and is planned for residential open space and mixed

uses that would be traversed by CC-ALPV Alternative The impacts to these planned land uses would be

adverse

Impacts Related to Other Plans and Policies of the City of San Clemente

The CC Alternative would have an adverse impact on the Citys JDPA shown earlier on Figure 4.2-5

This area generally encompasses the property between Avenida Vista Hermosa and Avemda Pico north of

Marblehead Inland in the Talega and RSC PCs The CC Alternative would generally bisect the planned

IDPA which includes development Plaza Pacifica in PA of RSC PC as discussed earlier and the

Mixed-Use area in Talega PC The removal of uses in the IDPA could result an imbalance of

commercial and residential uses in the City of San Clemente particularly in the inland PCs

Inconsistency withthe respective SP and disruption of the overall planning efforts for the City of San

Clemente would be considered an adverse impact

Impacts of the A7C-FEC-M/Preferred Alternative on Existing Land Uses

The Preferred Alternative is refined alignment based on the A7C-FEC-M-Initial corridor alternative

The Preferred Alternative is proposed at width that is the same as the initial corridor identified in the

Draft ElS/SEIR and would be maximum of six lanes therefore impacts of the Preferred Alternative

related to land use would be similar to impacts of the A7C-FEC-M-Initial Corridor The adjustments to
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the A7C-FEC-M-Initial Alternative reduce the total area within the disturbance limits including proposed

roadway and other improvements as well as construction staging areas The total area within the

disturbance limits was 492 hectares 1216 acres for the A7C-FEC-M-Initial Alternative and 507 ha

1254 ac for the Ultimate The Preferred Alternative is 483 hectares 1194 acres The reduction in the

total disturbance area limits results in somewhat reduced impact to planned land uses

Tesoro High School The A7C-FEC-M/alignmentPreferred Alternative would be adjacent to Tesoro High

School and would not have direct or indirect adverse impacts on this land use The Final EIR for Tesoro

High School formerly Chiquita Canyon High School included measures to mitigate potential indirect

noise impacts associated with transportation facility in the area of the SOCTIIP corridor Alternatives

Rancho Mission Viejo The A7C-FEC-MtPreferred Alternative would not adversely impact cattle

grazing on RMV There are no active agricultural areas and out leases on RMV that would be affected by

this alignment The A7C-FEC-M Alternative also traverses the access road to the Last Roundup and

Amantes Camp which is special event area These areas will not be directly impacted by this

Alternative

Chiciuita Water Reclamation Plant The alignments A7C-FEC-M/Preferred Alternative would not

impact the existing CWRP in Chiquita Canyon

San Onofre State Beach The A7C-FEC-M/Preferred Alternative would have the same impacts on SOSB

as described for the FEC-W Alternative

Prima Deshecha Sanitary Landfill The A7C-FEC-M/Prefened_Alternative is approximately 2.3 km

1.4 miles east of the Prima Deshecha Landfill and would not impact any existing operations

Camp Pendleton The A7C-FEC-M/Preferred_Alternative includes ramps at Basilone Road at Green

Beach and near the San Onofre Gate below Camp San Onofre Area 51 The construction of ths-çe
Alternatives in this area could impact Camp Pendleton San Onofre Recreation Beach related mostly to

potential noise access and dust impacts on recreation uses at San Onofre Recreation beach Temporary

impacts to these recreation uses are discussed in Section 4.25 Impacts to amphibious landings and

training uses at Green Beach are discussed in detail in Section 4.21 However these short-term impacts
would not change land uses at San Onofre Recreation beach or the military uses at Green Beach in the

same area

Military impacts including impacts to training operations and existing and planned land uses are

discussed in detail in Section 4.21 Impacts to the SOSB which is on property leased from the United
States of America are discussed in Section 4.25

Impacts of the A7C-FEC-M Alternative on Committed and Planned Development

County of Orange

Rancho Mission Viejo The A7C-FEC-M/Prefened_Alternative would not adversely impact undeveloped
land and would have no impacts on committed or planned development on RMV because there are no
committed or planned land uses on the RMV However this segment would impact areas in the proposed
development plan for RMV November 2001 See Table 4.2-2 for the planning areas and acreages
proposed The RMV proposal does not specify the location of any land uses except residential and open
space Therefore exact acreage figures by the proposed land use category that could be affected by this

segment of the A7C-FEC-M/Preferred_Alternative cannot be determined
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The County of Orange approved the RMV Planned Community The Ranch Plan in November 2004
after the publication of the SOCTJJP Draft EIS/SEJR as described above The Ranch Plan depicted an

alignment of the FTC South as shown on the Master Plan of Arterial Highways however the EIR for the
Ranch Plan acknowledged that if another alignment is selected the development plan will accommodate
the selected alignment Subsequent to County approval of the Ranch Plan the County of Orange and
RMV entered into Settlement Agreement that did not change the total number of approved dwelling
units for the Ranch Plan but did alter the location of development and increase the area devoted to opp
pçe

The Ranch Plan was General Plan or conceptual-level plan with development areas shown as bubbles
with no grading plan or placement of residential units or buildings Development on the Ranch will not

occur without additional more detailed planning through an Area Plan process with the Countyf
Orange The future area plans can site development outside the Preferred Alternative but within the

development areas

In addition the availability of the approved Ranch Plan and Ranch Plan Settlement Agreement provides
pppottunity for coordinated planning and plan refinements between the two projects For example
once the Foothill/Eastern TCA Board adopts the Preferred Alternative RMV will he able to

accommodate the alignment as specific development site plans Area Plans and subdivision maps are

ppred for the Ranch Plan Likewise with the availability of the Ranch Plan EIR and subsequent
Ranch Plan Settlement Agreement the TCA has been able to make refinements to the Preferred

Alternative to adjust the location of the alignment through Planning Area in order to allow for the

consolidation of the development area and modify the Cow Camp Road interchange design from full

diamond to folded diamond design to be consistent with the Arterial Plan in the approved Ranch Plan

Rolling Hills PC This The A7C-FEC-M/Preferred Alternative would impact The Donna ONeill Land

Conservancy and planned open space uses in Planning Area 100 which serves as buffer for the

residential uses This would not be an adverse impact to the planned development of this PC

County of San Diego

Camp Pendleton There are no known committed or planned land uses on Camp Pendleton that would be

affected by the A7C-FEC-M./Preferred Alternative

San Onofre State Beach Impacts of the A7C.-FEC-MlPreferred_Alternative on committed and planned

land uses at SOSB are the same as described for the FEC-W Alternative

Impacts of the A7C-ALPV Alternative on Existing Land Uses

Table 4.2-8 summarizes land use impacts of the A7C-ALPV Alternative by jurisdiction and land use

categories Figure 4.2-24 shows the general alignment of the A7C-ALPV Alternative and the

jurisdictions through which it would pass As shown on Table 4.2-8 and Figure 4.2-24 the A7C-ALPV

Alternative is entirely in the jurisdictions of the County of Orange and the City of San Clemente

County of Orange

Tesoro High School The A7C-ALPV alignment would be adjacent to Tesoro High School and would not

have direct or indirect adverse impacts on this land use because the Final EIR for Tesoro High School

specifically considered the alignment of the FEC-W Alternative Because the A7C-ALPV Alternative

shares common alignment with the FEC-W Alternative in this area the A7C-ALPV Alternative would

not result in adverse land use impacts at Tesoro High School
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Rancho Mission Viejo The A7C-ALPV Alternative would not affect cattle grazing on RMV In

addition there are no leases on RMV that would be affected by this Alternative However the alignment

would impact the northeast edge of the existing CWRP in Chiquita Canyon This would not be an

adverse impact of this Alternative because the Alternative would impact only the northeast edge of the

site and would not preclude the operation of the CWRP The potential impacts of the A7C-ALPV

Alternative on public utilities are discussed in detail in Section 4.24

Prima Deshecha Sanitary Landfill There are no existing land uses in the part of the Landfill traversed by

the A7C-ALPV Alternative The potential impacts of the A7C-ALPV Alternative on public utilities are

discussed in detail in Section 4.24

City of San Clemente

Talega PC The west part
of the Talega PC is developed with residential and business park uses which

would be traversed by the A7C-ALPV Alternative This would physically divide the community and

would be an adverse impact of this Alternative on this PC

Rancho San Clemente Planned Community Plaza Pacifica The A7C-ALPV Alternative would

terminate at Avemda La Pata at the Plaza Pacifica Development in PA in RSC PC and would not

adversely impact land uses in this Planning Area

Impacts of the A7C-ALPV Alternative on Committed and Planned Development

County of Orange

Rancho Mission Viejo The A7C-ALPV Alternative would not adversely impact undeveloped land and

would have no impacts on committed or planned development on RMV because there are no committed

or planned land uses on the RMV However this Alternative would impact areas in the proposed

development plan for RMV November 2001 See Table 4.2-2 for the planning areas and acreages

proposed The RMV proposal does not specify the location of any land uses except residential and open

space Therefore exact acreage figures by the proposed land use category that could be affected by this

segment of the A7C-ALPV Alternative cannot be determined

Prima Deshecha Sanitary Landfill The A7C-ALPV Alternative would disrupt some of the planned use

areas specified in the Prima Deshecha Sanitary Landfill GDP 2000 This would be an adverse impact
This impact is addressed in Section 4.24

Proposed Prima Deshecha Regional Park The alignment of the A7C-ALPV Alternative appears to

impact some of the conceptually planned recreation uses for this proposed Regional Park The alignment
of the A7C-ALPV Alternative could affect the layout of park uses proposed for this Regional Park
However the A7C-ALPV alignment would not preclude these planned uses Therefore this would not be

an adverse impact of the A7C-ALPV Alternative Impacts of this Alternative on the proposed regional

park at Pnma Deshecha Landfill are discussed in detail in Section 4.24

City of San Clemente

Talega PC The A7C-ALPV Alternative would traverse the middle of the Talega PC in an area planned
for residential golf course open space and mixed uses This Alternative would also substantially affect

the conceptual circulation plan for this part of the Talega PC These impacts to these planned land uses
would be adverse
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Impacts Related to Other Plans and Policies of the City of San Clemente

The A7C-ALPV Alternative would have an adverse impact on the Citys IDPA shown on Figure 4.2-8
The A7C-ALPV Alternative would generally bisect the IDPA which includes development Plaza
Pacifica in PA or RSC PC and the Mixed-Used area in Talega PC The removal of uses in the IDPA
could result in an imbalance of commercial and residential uses in the City of San Clemente particularly
in the inland PCs Inconsistency with respective SPs and disruption of the overall planning efforts of the

City of San Clemente would be considered an adverse land use impact of this Alternative

Impacts of the MO Alternative on Existing Land Uses

Table 4.2-9 summarizes land use impacts of the MO Alternative by jurisdiction and land use categories
Figure 4.2-25 shows the general alignment of the MO Alternative and the jurisdictions through which it

would pass As shown on Table 4.2-9 and Figure 4.2-25 the MO Alternative is in the jurisdictions of the

County of Orange and the City of San Clemente

The MO Alternative improvements to Antonio/La Pata would occur in unincorporated Orange County
This area includes the Las Flores and Ladera Ranch PCs RMV and Prima Deshecha Sanitary Landfill

Antonio Parkway changes names south of Ortega Highway and is called La Pata Avenue When La Pata
Avenue enters the City of San Clemente it is called Avenida La Pata

The impacts of the MO Alternative are primarily from two aspects road widening to accommodate the

additional lanes on Antonio/La Pata and grade separations at intersections with Antonio/La Pata at Oso
Parkway Crown Valley Parkway San Juan Creek Road and Avenida Pico in San Clemente As shown
on Table 4.2-9 adverse land use impacts occur in both the County of Orange and the City of San

Clemente under the MO Alternative

County of Orange

Antonio Parkway Oso Parkway to Ortega Highway Antonio Parkway is an existing four lane facility

on this segment and planned six lane facility on the MPAH The MO Alternative would affect the

already dedicated
right-of-way for this road in the Las Flores and Ladera Ranch PCs It would also affect

existing and planned commercial and residential parcels in Ladera Ranch PC that are in various stages of

development and planned residential and open space uses in Ladera PC This would be an adverse

impact of the MO Alternative on these PCs

Antonio Parkway Ortega Highway to San Juan Creek Road Antonio Parkway is an existing three lane

facility on this segment and is used exclusively for access to RMV and Prima Deshecha Landfill Three

existing lease areas on RMV Creekside Equestrian Center DM Color Express and Sea Tree Nursery
would be impacted by the widened right-of-way However these uses could be moved to accommodate

the widened arterial Therefore these impacts would not be considered adverse The Sea Tree Nursery

would no longer be in operation when construction is initiated because the lease is expired Therefore no

impacts would result on this leased area

Antonio/La Pata Avenue San Juan Creek Road to the Prima Deshecha Landfill Property Line La Pata

Avenue is dirt access road which terminates at the entrance gate to the Landfill This area has land use

designation of Open Space The widening of this segment to six lane facility would not be

inconsistent with the existing land uses in the area However this segment of La Pata Avenue was

downgraded on the MPAH from six lane to four lane facility to address concerns voiced by the

developers of Ladera Ranch PC and the City of San Clemente regarding the traffic impacts to the facility
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by the already approved Champion Hills Talega/Rolling Hills PCs This is explicitly stated in the

Talega Development Agreement with the County of Orange and City of San Clemente The road

widening would result in impacts to capacity of the Landfill which would be considered adverse

In addition the proposed development plan for RMV does not indicate that there would be any

inconsistency with the already planned road network Therefore the arterial improvements associated

with the MO Alternative would not have an adverse impact on the proposed RMV development plans

Antonio Parkway/Oso Parkway Grade Separation The disturbance limits for this grade separation would

adversely impact Las Flores PC because it would require right-of-way acquisition where existing housing

is located on both sides of Antonio Parkway and Oso Parkway Because this intersection is at the center

of the Las Flores PC the grade separation could create barrier which could physically divide the

community

Antonio Parkway/Crown Valley Parkway Grade Separation The disturbance limits for this grade

separation would adversely impact Ladera Ranch PC because it would require right-of-way acquisition

where existing housing is located on both sides of Antonio Parkway and Crown Valley Parkway It will

also impact some of the Urban Activity Center UAC area on the east side of Antonio Parkway That

site is graded and uses are planned but the site does not have existing UAC uses The UAC site could

accommodate the grade separation and therefore this would not be an adverse impact of the MO
Alternative

Antonio Parkway/Ortega Highway Grade Separation The disturbance limits for this grade separation

would impact existing leases on RMV on both sides of Antonio Parkway and Ortega Highway However

these impacts would mostly be temporary and would not preclude the agricultural leases that currently

exist at this location

City of San Clemente

Avenida La Pata/Avenida Pico Grade Separation The disturbance limits for this grade separation would

impact existing business park uses on the south side of Avemda Pico However these uses could be

moved into other areas that accommodate business parks uses in the Talega/Forster Ranch area of San

Clemente and therefore is not an adverse impact The existing uses at Plaza Pacifica would not be

directly impacted by this grade separation

City of San Juan Capistrano

The City of San Juan Capistrano will not be affected by the MO Alternative as only 0.2 ha 0.5 ac area

of improvements to La Pata Avenue at Prima Deshecha Landfill would occur in the City This would not

impact existing or planned land uses in the City

Impacts of the MO Alternative to Committed and Planned Land Uses

County of Orange

Ladera Ranch PC The MO Alternative would impact some open space along Antonio Parkway in the

Ladera Ranch PC This would represent reduction in total open space of the PC and would be

considered adverse

Rancho Mission Viejo The MO Alternative would result in minor impacts to the planned land uses

shown on the RMV proposed land use plan The alignment for Antonio Parkway already exists for the
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part of the Antonio/La Pata which traverses RMV The majority of the planning areas are not affected by
it and the expansion of Antonio/La Pata would not interfere with the overall layout of the proposed

conceptual land use plan Therefore the presence of the widened road is not considered an adverse

impact

City of San Clemente

Please refer to the previous discussion for San Clemente under Impact of the ATO Alternative to Existing

Land Uses

Impacts of the I-S Alternative

Table 4.2-10 summarizes land use impacts of the I-S Alternative by jurisdiction and land use categories
The I-S Alternative involves widening both sides of 1-5 and reconstruction of most of the on and off

ramps overcrossings and undercrossings Figure 4.2-25 shows the general alignment of the I-S

Alternative and the jurisdictions through which it would pass As shown on Table 4.2-11 and Figure 4.2-

25 the 1-5 Alternative involves ten jurisdictions

Table 4.2-12 lists by generalized jurisdictional land use categories the areas affected by the 1-5

Alternative The majority of these designated land uses are existing land uses and there are very few

designated but unbuilt land uses along this segment of I-S

Table 4.2-12 shows the total area of impact of the I-S Alternative on generalized land use types Table

4.2-13 summarizes the land use impacts of the 1-5 Alternative for these generalized land use types for

each jurisdiction in the study area

The I-S Alternative would impact mostly existing land uses These direct impacts would affect the ten

jurisdictions in the generalized land use categories shown in Table 4.2-13 Most jurisdictions along I-S

have planned uses compatible with the freeway or have required buffering or mitigation to protect more

sensitive uses along I-S such as residential uses The addition of the two lanes in each direction on I-S

under this Alternative would substantially affect these existing uses This is especially true of the older

communities along 1-5 in the south part of the study area This Alternative may result in incompatible

uses adjacent to the new edge of the right-of-way This would be an adverse land use impact of the I-S

Alternative

Impacts of the No Action Alternatives

The two No Action Alternatives would not result in direct or indirect land use impacts because they

would not result in the construction of any SOCTIIP related transportation improvements the study

area The No Action Alternatives are not anticipated to affect planned land uses because the applicable

local jurisdictions have required or will require those uses to include sufficient transportation facilities to

meet their needs independent of the SOCTIIP Alternatives

County of Orange Rancho Mission Viejo

Rancho Mission Viejo It is expected that RMV will develop with or without the SOCTIIP build

Alternatives Any development plan for the RMV is assumed to include sufficient transportation facilities

to meet the circulation needs of the plan based on preliminary plans and information published in the

February 2003 Notice of Preparation Therefore no impacts to future planned land uses on RMV would

occur under the two SOCTIIP No Action Alternatives
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City of San Clemente

Improvements consistent with the MPAH and the build out of the Champion Hills Rolling Hills and

Forster Ranch PCs would occur in this City under the No Action Alternatives The No Action

Alternatives will not adversely affect the ability of these projects to continue to develop consistent with

applicable local approvals

City of San Juan Capistrano

Improvements consistent with the MPA1 and the build out of Forster Canyon PC/Pacific Point and the

Prima Deshecha Sanitary Landfill GDP would occur in this City under the No Action Alternatives The

No Action Alternatives would not adversely affect the ability of these projects to develop consistent with

applicable local approvals

Other Cities

Improvements consistent with the MPAII and other planned development in the other cities in the

SOCTIIP study area would continue to occur in these jurisdictions under the No Action Alternatives The

No Action Alternatives would not adversely affect the ability of these projects to develop consistent with

applicable local approvals

Camp Pendleton

Improvements on Camp Pendleton in the SOCTIIP study area would continue to occur under the No

Action Alternatives The No Action Alternatives would not adversely affect the ability of the DON to

continue to implement land use on the Base consistent with the Master Plan and the mission of Camp
Pendleton

San Onofre State Beach

Improvements to SOSB in the SOCTIIP study area would continue to occur under the No Action

Alternatives The No Action Alternatives would not adversely affect the ability of the California

Department of Parks and Recreation to continue to implement land uses in the Park consistent with the

Master Plan and the Departments lease with the United States of America

4.2.3.4 Summary of Land Use Impacts of the SOCTIIP Alternatives

Consistency with Plans

The FEC-M Alternative is very similar to the conceptual alignment of the FTC-S shown on the MPAH
and used local General Plans and other planning documents The only deviation is the small segment
that traverses The Donna ONeill Land Conservancy Overall the FEC-M Alternative tends to be

consistent with the land use planning and other transportation plans in the study area Similar to the FEC
Alternative but consistent to lesser degree are the FEC-W and A7C-FEC-M/Preferred_Alternative

These Alternatives deviate from the conceptual alignment of the FTC-S shown on plans but have

degree of consistency The alignments differ from plans in the area as they traverse RMV and Tthe
Donna ONeill Land Conservancy The other alternatives the CC CC-ALPV A7C-ALPV MO 1-5 and

the two No Action Alternatives are not consistent with any land use or transportation plans
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Construction Impacts Related to Land Use

potential short-term impact of the SOCTIIP build Alternatives related to land use would be associated

with the recycling of previously developed lands that were acquired and cleared of the existing

development to accommodate the construction of the Alternative These remainder parcels are areas

needed during construction but are outside the permanent right-of-way area Remainder parcels which

are large enough for reuse would be sold after the completion of the construction of the SOCTIIP build

Alternative and would be subject to independent environmental evaluation for any planned land use
Uneconomic parcels that are too small for reuse may be retained as part of the right-of-way for any
SOCTIIP build Alternative These would not be adverse short-term impacts of the SOCTITP build

Alternatives

The construction of the SOCTIIP build Alternatives will require the use of land for tempora
construction staging materials storage equipment storage and other activities during construction only

At the completion of the construction of SOCTI1P build Alternative these areas would no longer be

needed for the SOCTIIP build Alternative The Draft EIS/SEIR found that the short-term use of this land

for the construction of the SOCTI1P build Alternatives would not be an adverse impact The Preferred

Alternative refinements resulted in net reduction in the total disturbance area limits and the new
disturbance area limits include areas needed for construction staging Therefore the short-term land use

impact associated with construction staging has been further minimized by the Preferred Alternative

refinements

Demolition and construction of the utilities will occur prior to the grading for the proposed roadway and

will be conducted in manner that ensures the continuous provision of power to SDGE and SCE
customers It is anticipated that construction of the relocated utilities will occur during low-usage months

in the winter The potential land use impacts of the construction activities associated with utility

demolition and construction are within the disturbance limits and the overall envelope of impacts

evaluated for the Preferred Alternative No new short-term land use impacts would occur as result of

the demolition and construction of utilities

Long-Term Impacts Related to Land Use

The long-term impacts of the SOCTIIP build Alternatives are measured by how much area would be

required of land uses categorized by each land use jurisdictions General Plan or land use plan in the case

of MCB Camp Pendleton by each of the SOCTIIP Alternatives All the SOCT1IP build Alternatives

adversely impact General Plan designated land uses This Section makes no distinction or hierarchy of

land use types except for whether the impacted area is impacting existing or planned land uses and

whether the impact is considered adverse The No Action Alternatives do not impact any existing or

planned land uses

The Preferred Alternative is refined alignment based on the A7C-FEC-M-Imtial corridor alternative

The Preferred Alternative is proposed at width that is the same as the initial corridor identified in the

Draft EIS/SEIR and is limited to maximum of six lanes therefore impacts of the Preferred Alternative

related to land use would be similar to impacts of the A7C-FEC-M-Initial corridor The adjustments to

the A7C-FEC-M -initial Alternative reduce the total area within the disturbance limits including proposed

roadway and other improvements as well as construction staging areas The total area within the

disturbance limits was 492 hectares 1.217 acres for the A7C-FEC-M-Initial Alternative 507 ha 1.254

ac for the Ultimate arid is 483 hectares 1194 acres in the Preferred Alternative The reduction in the

total disturbance area limits results in somewhat reduced impact to planned land uses
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The Ranch Plan was approved after the publication of the SOCTIIP Draft EIS/SEIR The Ranch Plan

depicted an alignment of the FTC South as shown on the Master Plan of Arterial Highways however the

property owner Rancho Mission Viejo RMV acknowledged that if another aliiment is selected the

Ranch development plan will be adjusted to accommodate the selected aliment Therefore subsequent

actions by the TCA and other transportation agencies regarding the selection and implementation of an

SOCTIIP Alternative will not adversely affect the Ranch Plan approval already in place or the Plan as

revised by the Settlement Agreement

The Preferred Alternative will not require the acquisition of any existing homes or businesses

Furthermore there are no substantive indirect impacts to existing sensitive land uses addressed in this

section given the siting of the proposed facility to minimize impacts to existing uses combined with

existing topography and committed open space areas that create buffers between the Preferred

Alternative and existing uses

4.2.4 MiTIGATION MEASURES RELATED TO LAND USE

Table 4.2-14 lists the mitigation measures originally provided in EIR No and indicates their

applicability to the SOCTIIP Alternatives Mitigation measures originally identified in the Mitigation

Monitoring Program MMP in TCA Final No Final EIR Foothill Transportation Corridor Oso

Parkway to Interstate MBA October 1991 have been incorporated as appropriate in the mitigation

measures identified here for the SOCTIIP Alternatives

All temporary use and permanent acquisition of right-of-way for the build Alternatives will be conducted

consistent with the requirements of the Uniform Relocation and Assistance Real Property Acquisition

Polices Act of 1970 as amended and California Govermnent Code Chapter 16 Section 7260 et seq

mitigation measure regarding compliance with these Acts for all temporary use and permanent acquisition

of property for the build Alternatives is included in the Section 4.4 Affected Environment Impacts and

Mitigation Measures Related to Socioeconomics and Environmental Justice That measure as

referenced in this Section would also apply to some of the land use impacts of the SOCTIIP build

Alternatives

In addition to the mitigation measures below PDF-2-l see Section 2.5 calls for the use of retaining
walls in some locations in the fmal design in order to minimize the amount of grading and to reduce

prolect impacts This application of retaining walls is intended to reduce potential impacts to both the

built and natural environment

Measure LU-i Impacts on Existing Land Uses If SOCTIIP build Alternative is selected design
refinements to avoid or minimize impacts to existing land uses related to the temporary use and/or

permanent acquisition of property will be incorporated in the fmal design of the selected Alternative
where prudent and feasible

Measure LU-2 TRW Capistrano Test Site During fmal design and/or construction as appropriate in
coordination with TRW and Rancho Mission Viejo landowner the facility access road and front gate at

the TRW Capistrano Test Site will be relocated to minimize
disruption and impacts to TRW security and

to marntam access to this facility During fmal design and/or construction as appropriate the contractor
will coordinate with TRW and incorporate design features and security measures as appropriate to

mitigate construction related impacts to operations at the TRW Capistrano Test Site TRW Capistrano
Test Site is now known as the Northrop Grumman Capistrano Test Site

Table 4.2-22 lists the mitigation measures for adverse impacts of the SOCTIIP Alternatives related to land
use and identifies which measures apply to each SOCTIIP Alternative
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SOCTIJPEISSEIR Section 4.0

Table 4.2-1

Status and General Description of each Leasehold on RMV

Lessee Size Description Lease Expiration

BellSouth Wireless

Use/Permit/License

Acres Unknown

Hectares Unknown

non-exclusive license for ingress and egress on the property to enable

Licensee to install maintain and operate radio transmitter and antenna for

data transmission

Cell Site Various locations

General Plan/Zoning Open Space/General Agriculture

60 months but with

automatic renewal 84

months 2005

Oglebay Norton

California Silica

Acres 1172

Hectares 474.29

Exclusive right and license during term to explore for and to dig mm store

on designated area process and remove sand feldspar clay and accessory

minerals and substances Located northeast of Prima Deshecha Sanitary

Landfill and northwest of the RMV Land Conservancy

General Plan/Zoning Open Space/General Agriculture

1/31/2013

California Portland

Cement

Catalina Pacific

Concrete-North

Acres 16

Hectares 6.47

Catalina Pacific operates ready-mix concrete batch plant and clay

removal operation on the north side of San Juan Creek and Ortega

Highway 6.48 16 ac
General Plan/Zoning Open Space/General Agriculture

7/31/2001

Annual Renewal

California Portland

Cement

Catalina Pacific

Concrete-South

Inactive

Acres 16

Hectares 6.47

Catalina Pacific operates ready-mix concrete batch plant and clay

removal operation located east of the RMV Land Conservancy of the

Rolling Hills/Talega Planned Community reservation for an aligmnent

for transportation corridor is included as part of the lease agreement

General Plan/Zoning Open Space/General Agriculture

2002 years

TruGreen Miramar

Nursery

Acres 11

Hectares 4.61

Wholesale nursery and related incidental uses located on the southeast

corner of the intersection of Antonio Parkway and Ortega Highway
General Plan/Zoning Open Space/General Agriculture

4/1/2004

Saddleback College
Acres Unknown

Hectares Unknown

For operating radio transmitter and antenna for 3000 watt frequency

modulated noncommercial radio station with an F.C.C assigned frequency

of 88.55 MHz

11/27/1997

Yearly Renewal

San Diego Gas

Electric

Acres Unknown

Hectares Unknown
For constructing building to contain radio transmitter and antenna and

emergency back-up facilities

6/30/2003

Pending

Southern California

Edison

Acres Unknown

Hectares Unknown Temporary Communication Site
5/31/03

Expired
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SOCTIIP EIS/SEIR Section 4.0

Table 4.2-1 continued

Status and General Description of each Leasehold on RMV

Lessee Size Description Lease Expiration

TRWjy
Capistrano Test Site

Acres 2694
Hectares 1090.22

Lease area is located at the east terminus of Avenida Pico north of the

Orange/San Diego County line and northeast of the MCB Camp Pendleton

and San Onofre State Beach For propulsion system testing electronic

device testing satellite testing and related uses based on conditional use

permit The majority of facilities and related activities are on ridge

approximately one to two km 0.6 to 1.2 miles east of Avenida Pico The

lease includes reservation for an alignment for transportation corridor

Conditional Use Permit issued by CountyGeneral Plan/Zoning Open
Space/General Agriculture

9/30/20 18

Airtouch Cellular
Acres Unknown

Hectares Unknown

Operating communications facility located immediately southeast of the

Prima Deshecha Sanitary Landfill 8.91 ha 22 ac
General Plan/Zoning Open Space/General Agriculture

6/15/2005

Beekman Apiaries

North South

Acres .6

Hectares .24

Maintenance and operation of Bee Apiaries Located north of Ortega

Highway southeast of Colorspot Nursery 0.24 ha 0.6 ac
General Plan/Zoning Open Space/General Agriculture

11/30/1989

Yearly Renewal

Southdown Concrete

Transit Mix/City

Concrete

Acres Unknown

Hectares Unknown

Operation of cement/concrete batch plant immediately west of the Solag

Disposal lease area reservation for an alignment for transportation

corridor is included as part of the lease

1.41 ha 3.5 ac
General Plan/Zoning Open Space/General Agriculture

4/1/20 13

Color Spot Nursery
Acres 244

Hectares 98.74

Commercial
nursery

north of Ortega Highway and east of Canada

Gobernadora

General Plan/Zoning Open Space/General Agriculture

12/31/2006

DM Color Express

west

Acres 16.7

Hectares 6.75

For wholesale nursery business operation of seed ranch and cultivation of

crops
located at the intersection of Antonio Parkway and Ortega Highway

The lease for this property expired in 1998 General Plan/Zoning Open
Space/General Agriculture Flood Plain

7/31/2002

Expires 2004

DM Color Express

east

Acres 15.5

Hectares 6.27

For wholesale nursery business operation of seed ranch and cultivation of

crops located at the intersection of Antonio Parkway and Ortega Highway
General Plan/Zoning Open Space/General Agriculture Flood Plain

3/31/2000

Expires 2004

Ewles Aggregates
Acres 2.5

Hectares 1.01

Recycles asphalt and concrete into construction grade gravel for road

construction and other uses The operation is located along San Juan Creek

adjacent to other lease areas north of Ortega Highway reservation for an

alignment for transportation corridor is included as part of the lease

General Plan/Zoning Open Space/General Agriculture Sand and Gravel

9/30/1990

Monthly Renewal
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SOCTIIP EIS/SEIR Section 4.0

Table 4.2.1 continued

Status and General Description of each Leasehold on RMV

Lessee Size Description Lease Expiration

The Oaks Polo Field

Corrals and Grazing

Pasture

Acres Unknown

Hectares Unknown

Equestrian Center located north and south of Ortega Highway west of La

Pata Avenue This facility is commercial stable and equestrian center

Uses include horse stalls pasture arenas washrooms tackroom reviewing

stands caretaker residences and show facilities 44.5 ha 110 ac includes

grazing pasture

General PlanlZoning Open Space/General Agriculture

12/31/2004 Polo Field

12i31/2000 Corrals

Yearly Renewal

10/14/1999 Pasture

Yearly Renewal

composting facility west of La Pata Avenue approximately 2.3 km 1.4

Tierra Verde BFI Acres 7.5 miles south of Ortega Highway situated relatively close to the Prima 10 years after April 11 1994

Greenwaste Hectares 3.03 Deshecha Sanitary Landfill

General Plan/Zoning Open Space/General Agriculture

Manufactures various types of paving stones located southeast of the

or April 10 2004

Olsen Paving Stone
Acres

Hectares 2.42

Catalina Pacific lease area and north of Ortega Highway reservation for

an alignment for transportation corridor is included as part of the lease

2.41 ha ac
General Plan/Zoning Open Space/General Agriculture Sand and Gravel

non-exclusive license for ingress and
egress on the property to enable

3/31/1991

Monthly Renewal

PacBell \Vireless
Acres 2.2

Hectares .89

Licensee to install maintain and operate radio transmitter and antenna for

data transmission

Cell Site Various locations

General Plan/Zoning Open Space/General Agriculture

materials recovery facility MRF located immediately adjacent to and

west of the Ewles Aggregates Operations include vehicle maintenance

12/31/2003

Yearly Renewal

Solag Inc
Acres

Hectares 2.42

yard vehicle storage yard trash bins equipment associated trash removal

and recyclable recovery services reservation for an alignment for

transportation corridor is included as part of the lease

General Plan/Zoning Open Space/General Agriculture

9/19/2015

St Augustines

Training Center

Acres 2.7

Hectares .09

For the operation of stable and related commercial activities located north

of Ortega Highway and south of Canada Gobernadora adjacent to

Colorspot Nursery

General Plan/Zoning Open Space General Agriculture

Earlier of August 31 2008

or one year after written

notice by landlord

For conducting wholesale nursery business

Acres 34 Renewal Options One option to extend term of lease for additional years 73 2000
Tree of Life Nurse

Hectares 13.75 commencing of 4/1/2005 Yearly Renewal

General Plan/Zoning Open SpaceiGeneral Agriculture

Source RMV Company 2003
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Note For the locations along the County of Orange and individual cities in the Study Area refer to Figure 4.2-1

Source San Clemente General Plan 1999
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Note For the locations along the County of Orange and individual cities in the Study Area refer to Figure 4.2-1

Source San Clemente General Plan Figure 1-13 1993
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SOCTIIP EIS/SEIR Section 4.0

Table 4.2-3

Summary of Land Use Impacts of the FEC-W-Initial and Ultimate

FEC-W-Initial FEC-W-Ultimate

Area Affected Area Affected

hectares/acres hectares/acres

Permanent Temporary Permanent Temporary
Jurisdiction Land Use Type ROW Disturbance ROW Disturbance

County of Orange

Rancho Mission Viejo Open Space 202/498 16/533 10/520 225/556

Rolling Hilish Community 2/5 2/6 2/5 2/6

Commercial 2A
RMV Conservancy Open Space Reserve 41/101 42/104 42/105 44/108

MCB Camp Pendletond Public Facilities 3/8 5/12 3/9 5/13

City of San Clemente Open Space Public 2/4 2/4 2/4 2/4

RMV Conservancy Open Space Private 22/5 25/61 22/56 25/62

MCB Camp Pendletona Military 36/89 41/101 36/89 41/102

San Onofre State Beach Public Recreation 119/295 135/334 125/309 134/357

Total Impact Area -- 427/1056 467/1155 443/1097 489/1208

Source County of Orange Land Use Element 2000 PD Consultants 2001 San Clemente Land Use Element 1993 San

Onofre State Beach General Plan 1984 and MCB Camp Pendleton Final Integrated Natural Resources Management
Plan October 2001

The area shown includes the existing I-S nght-of-way area which results in an overstatement of land use impacts on MCB
Camp Pendleton

This includes the Rolling Hills PC Specific Plan which assumed implementation of transportation corridor generally

following the previous CP Alignment now referred to as the FEC Alternative The City of San Clemente is in the process of

annexing all the Rolling Hills PC by the end of 2003

Impacts in San Clemente occur in Talega PC along Avenida Pico in open space to accommodate the interchange
small segment of MCB Camp Pendleton is in Orange County at the northern border of SOSB
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SOCTJIP EIS/SEIR Section 4.0

Table 4.2-4

Summary of Land Use Impacts of the FEC-M-Initial and Ultimate

FEC-M-Initial FEC-M-Ultimate

Area Affected Area Affected

hectares/acres hectares/acres

Permanent Temporary Permanent Temporary
Jurisdiction Land Use Type ROW Disturbance ROW Disturbance

County of Orange

Rancho Mission Viejo Open Space 232/574 280/692 276/682 300/742

Rolling Hills Community 2/5 2/6 2/5 2/6

Commercial 2A
RMV Conservancy Open Space Reserve 22/55 22/55 22/55 22/55

MCB Camp Pendletond Public Facilities 3/8 3/84 4/11 5/12

City of San Clemente Open Space 2/5 2/5 2/5 3/6

MCB Camp Pendletona Military 36/89 41/101 36/90 41/102

San Onofre State Beach Public Recreation 119/295 135/334 125/309 144/357

TotallmpactArea -- 417/1031 488/1206 467/1156 519/1282

Source County of Orange Land Use Element 2000 PD Consultants 2001 San Clemente Land Use Element 1993 San

Onofre State Beach General Plan 1984 and MCB Camp Pendleton Final Integrated Natural Resources Management

Plan October 2001
The area shown includes the existing 1-5 right-of-way area which results in an overstatement of land use impacts on MCB

Camp Pendleton

This includes the Rolling Hills PC Specific Plan which assumed implementation of transportation corridor generally

following the previous CP Alignment now referred to as the FEC Alternative The City of San Clemente is in the process of

annexing all the Rolling Hills PC by the end of 2003

Impacts in San Clemente occur in Talega PC along Avenida Pico in open space to accommodate the interchange

small segment of MCB Camp Pendleton is in Orange County at the northern border of SOSB
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SOCTHP EIS/SEIR
Section 4.0

Table 4.2-5

Summary of Land Use Impacts of the CC-Initial and Ultimate

CC-Initial CC-Ultimate

Area Affected Area Affected

hectares/acres hectares/acres

Permanent Temporary Permanent TemporaryJurisdiction Land Use Type ROW Disturbance ROW Disturbance
County of Orange

Rancho Mission Viejo Open Space 181/448 260/643 227/560 282/697
Prima Deshecha Landfill Public Facilities 23/57 28/69 29/72 31/78

Landfill_Site_LS

City of San Clemente

Forster Ranch PC Rancho Community 2/5 2/5 2/5 2/5
San Clemente PC Commercial

Marblehead Inland PC and Neighborhood 6/14 6/14 6/14 6/14
Other Commercial

Regional 1/3 1/3 1/3 1/3

Commercial

Govemmenta 8/21 9/23 9/23 10/25

Commercial Mixed 12/30 14/35 12/30 13/33
Use Residential

Open Space Private 66/164 74/184 76/187 1/201

Open Space Public 8/19 9/22 9/23 10/25

Residential High 1/3 1/3 1/3 1/3

Residential Low 17/43 18/44 19/48 0/49

Residential Medium 2/4 2/4 2/4 2/4

Residential Medium 7/17 7/17 8/19 8/19
Low

Transportation 15b 61/150 61/150 61/150 61/150
Subtotal for San Ciemente -- 19 1/472 205/507 205/507 15/530
Total Impact Areac --

395/976 488/1206 460/1138 527/1305
Sources PD Consultants 2001 County of Orange LUE 2000 and San Clemente Land Use Element 1993

Government is category in the San Clemente General Plan that includes Governmental Administrative Utilities
Schools Public and Private Parking
This land use category reflects the right-of-way for 1-5 as specified in all General Plans for cities that border 1-5 in the
SOCTIIP study area

This includes 0.1 km 300 fi segment of 1-5 that occurs in San Diego County with the existing 1-5 right-of-way
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Table 4.2-6

Summary of Land Use Impacts of the CC-ALPV-Initial and Ultimate

CC-ALPV-Initial CC-ALPV-Ultimate

Area Affected Area Affected

hectares/acres hectares/acres

Permanent Temporary Permanent Temporary

Jurisdiction Land Use Type ROW Disturbance ROW Disturbance

County of Orange

Rancho Mission Viejo Open Space 18 1/448 260/643 227/560 282/697

Prima Deshecha Landfill Public Facilities 23/57 28/68 29/72 31/78

Landfill Site LS
City of San Clemente

Forster Ranch PC Rancho Governmenta 2/5 2/6 3/7 3/7

San Clemente PC Commercial Mixed 0/0 5/11 4/9 5/11

Use Residential

Open Space Private 15/36 16/39 20/50 23/56

Open Space Public 7/16 8/19 8/20 9/22

Residential-High 0.1/0.3 0.1/0.3 0.1/0.2 0.1/0.3

Residential Low 11/27 12/29 13/32 13/33

Residential Medium 3/8 3/8 6/15 6/15

Low

Subtotal for San Clemente -- 38/93 41/101 54/132 58/144

Total Impact Area -- 244/597 329/8 13 310/764 371/919

Sources PD Consultants 2001 San Clemente General Plan 1993 and Zoning Maps 1996 ana Prima Deshecha General

Development Plan 2000
Government is category in the San Clemente General Plan that includes Governmental Administrative Utilities

Schools Public and Private Parking
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Table 4.2-7

Summary of Land Use Impacts of the A7C-FEC-M-Initiaj and Ultimate

A7C-FEC-M-Injtjal A7C-FEC-M-Ultjnjate

Area Affected Area Affected

hectares/acres hectares/acres

Permanent Temporary Permanent TemporaryJurisdiction Land Use Type ROW Disturbance ROW Disturbance

County of Orange

Rancho Mission Viejo Open Space 207/5 12 260/642 256/632 270/667

Rolling Hillsb Community Commercial 2/5 2/6 2/5 2/6

2A
RMV

Conservancy Open Space Reserve 40/98 40/101 41/102 41/103
MCB Camp Pendletond Public Facilities 3/7 3/8 4/Il 5/12

City of San Clementec Open Space Public 2/4 2/4 2/4 2/4

RMV Conservancy Open Space Private 22/55 25/6 22/56 25/62
MCB Camp Pendletona Military 36/89 41/101 36/90 41/1 02
San Onofre State Beach Public Recreation 19/295 135/334 125/309 144/357

TotallmpactArea -- 432/1067 511/1263 487/1207 531/1314
Source County of Orange Land Use Element 2000 PD Consultants 2001 San Clemente Land Use Element 1993 San

Oiofte State Beach General Plan 1984 and MCB Camp Pendleton Final Integrated Natural Resources Management
Plan October 2001

The area shown includes the existing 1-5 right-of-way area which results in an overstatement of land use impacts on MCB
Camp Pendleton

This includes the Rolling Hills PC Specific Plan which assumed implementation of transportation corridor generally

following the previous CP Alignment now referred to as the FEC Alternative The City of San Clemente is in the process of

annexing all the Rolling Hills PC by the end of 2003

Impacts in San Clemente occur in Talega PC along Avenida Pico in open space to accommodate the interchange
small segment of MCB Camp Pendleton is in Orange County at the northern border of SOSB
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Table 4.2-8

Summary of Land Use Impacts of the A7C-ALP V-Initial and Ultimate

A7C-ALPV-Initial A7C-ALPV-Ultimate

Area Affected Area Affected

hectares/acres hectares/acres

Permanent Temporary Permanent Temporary

Jurisdiction Land Use Type ROW Disturbance ROW Disturbance

County of Orange

Rancho Mission Viejo Open Space 268/663 282/698 293/725 17/785

Prima Deshecha Landfill Public Facilities 30/74 33/82 35/87 38/94

Landfill Site LS
CWRP Public Facilities 3/8 3/8 3/8 3/9

City of San Clemente

TalegaPC Government3 0.1/0.2 0.1/0.1 0.3/0.7 0.3/0.7

Commercial-Mixed 0.1/0.2 0.1/0.3 7.2/17.7 8.3/20.4

Use Residential

Open Space Golf 12/29 13/32 14/34 14/20

Open Space Private 9/21 9/22 11/28 13/3

Open Space Public 1/2 1/2 1/3 1/3

Residential-High 0/0 0/0 0.1/0.2 0.1/0.3

Residential Low 19/47 20/50 1/52 23/56

Residential Medium 5/1 5/12 5/12 5/13

Residential Medium 5/12 5/12 6/15 6/15

Low

Subtotal for San Clemente -- 50/123 56/131 66/162 70/173

Total Impact Area -- 351/867 374/918 398/983 429/1061

Sources PD Consultants 2001 San Clemente General Plan 1993 and Zoning Maps 1996 and Prima Deshecha General

Development Plan 2000
Government is category in the San Clemente General Plan that includes Governmental Administrative Utilities

Schools Public and Private Parking
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Table 4.2-9

Summary of Land Use Impacts along Arterials of the AlO Alternative

Permanent Temporary
Jurisdiction Land Use Types Right-of-Way Disturbance

County of Orange Residential-Suburban 39/96 53/130

Open Space 66/164 109/269

Urban Activity Center 5/13 7/16

Public Facilities-Landfill Site 18/44 24/60

Subtotal -- 128/317 192/475

San Clemente Community-Commercial 2/4 2/5

Neighborhood-Commercial 2/4 2/5

Government 4/9 4/9

Industrial 1/3 3/8

Commercial-Mixed 2/4 3/6

Open Space-Private 25/63 31 /76

Open Space-Public 6/15 8/19

Residential-High 1/3 2/4

Residential-Low 6/14 8/19

Subtotal -- 48/119 61/151

San Juan Capistrano Open Space-Regional Park 0.2/0.5 1/4

TOTAL IMPACT AREA -- 177/436 255/630

Sources PD Consultants 2001 San Cleniente General Plan 1993 and Zoning Maps 1996 Prima Deshecha General

Development Plan 2000 and County of Orange General Plan 200
The area of MO Alternative occurs along La Pata Avenue on the Prima Deshecha Landfill where the disturbance limits cross
the Cily boundary in an area designated Regional Park
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Table 4.2-10

Summary of Land Use Impacts of the 1-5 Widening Alternative

ROW Area Disturbed
Jurisdiction Land Use Types hectares/acres hectares/acres

Community Commercial

Irvine Research and Industrial

Transportation 1-5 18 18
Subtotal -- 10 25 10 25

Commercial 12 12

Office Professional

OpenSpace

Lake Forest Public Facility

Residential Low

Residential Medium

Transportation 1-5 20 48 20 48
Subtotal -- 32 79 32 79

Commercial Community 17 18
Commercial Freeway 13 31 13

Commercial Village 18 43 18 43
MixedUse

Laguna Hills Office Professional 0.2 0.4 0.2 0.4

OpenSpace

Residential Low

Residential Medium Low 0.2 0.2

Transportation 1-5 0.2 0.2

Subtotal -- 48 119 49 120

Laguna Woods Residential6

CIOAOffice

CIOA Corn Highway/Office

CIOA Corn Highway 0.4 0.4

CIOA Corn Regional

Commercial Bus Park

Commercial Community

Mission Viejo Commercial Highway 16 39 14 34

Commercial Office 0.1 0.3

Open Space Recreation 19 19

Public Community Facility 11 13

Residential Medium 16

Residential Medium Low

Transportation 1-5 47 115 52 128

Subtotal -- 85 210 93 227

Commercial Comin./Office

Commercial CommunityLaguna Niguel Comm Industrial Bus Pk 13 13

Open Space
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Table 4.2-10 continued

Summary of Land Use Impacts of the I-S Widening Alternative

ROW Area Disturbed

Jurisdiction Land Use Types hectares/acres hectares/acres

Public/Institutional

Laguna Niguel Residential Attached 0.1 0.2

continued Residential Detached 0.1 0.3

Transportation 1-5 12

Subtotal -- 19 46 16 39

Commercial General 13 13

Commercial Neighborhood

Industrial Light

Industrial Park

Industrial Quasi 11

Office Research 13 13

Open Space Community Pk

Open Space General 11 27 11 27

Open Space Neigh Pk

San Juan Open Space Recreation

Capistrano Plamied Community 20 49 20 49

Public and Institutional

Residential High

Residential Low

Residential Medium

Residential Medium High 17 17

Residential Medium Low 0.1 0.2 0.1 0.2

Residential Very Low 0.3 0.3

Specific Plan

Transportation 1-5 60 148 60 148

Subtotal -- 133 328 132 325

Open Space 15 10

Public Facility

Dana Point Residential Multifamily

Residential Single Family 17 17

Transportation 1-5 27 11 27

Subtotal -- 29 72 27 66

Commercial Community 12 13

Commercial Neighborhood 11 28 11 28

Commercial Regional

Government

Industrial Heavy 0.3 0.3

Institutional 0.1 0.3 0.1 0.3

Commercial Mixed-Res 21 21
San Clemente

Open Space Golf 0.3 0.3

Open Space Private

Open Space Public 0.3 0.1 0.3

Residential Low 19 19

Residential Medium

Residential Medium Low

Transportation 1-5 99 245 99 245

Subtotal -- 142 348 140 348
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Table 4.2-10 continued
Summary of Land Use Impacts of the 1-5 Widening Alternative

ROW Area Disturbed
Jurisdiction Land Use Types hectares/acres hectares/acres

County of Orange Open Space 12 12
MCB Camp
Pendleton 1-5 Right-of-Way Corridor

TOTAL IMPACTS 506 1247 507 1250
Sources SCAG Land Use Data 2000 and PD Consultants 2002
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Table 4.2-11

Summary of Impacts of the 1-5 Alternative by Jurisdiction

Permanent ROW Area Disturbed

Jurisdiction hectares/acres hectares/acres

hvine 10/25 10/25

Lake Forest 32/79 32/79

LagunaHills 48/119 48/120

Laguna Woods 1/3 1/3

Mission Viejo 85/210 92/227

Laguna Niguel 19/46 16/39

Unincorporated Orange County 5/12 5/12

SanJuanCapistrano 133/328 131/325

Dana Point 29/72 27/66

San Clemente 142/348 14 1/349

MCB Camp Pendleton I-S ROW 2/5 2/5

Total all jurisdictions 506/1247 506/1250

Sources SCAG Land Use Data 2000 and PD Consultants 2002

Table 4.2-12

Summary of Generalized Land Use Types Impacted by the 1-5 Alternative

hectares/acres

Area

ROW Disturbed

Generalized Land Use Category ha ac ha ac

Low-Medium Density Residential 36 90 38 95

Medium-High Density Residential 13 31 13 31

Total Residential Uses 50 124 52 126

Commercial 100 246 99 246

Industrial Business Park 31 76 329 72

Public/Institutional 12 28 12 30

Open Space 42 100 38 94

Other/Miscellaneous 272 672 275 680

Total Non-Residential Uses 456 1123 454 1122

TOTAL ALL USES 506 1247 506 1250

Sources SCAG Land Use Data 2000 and PD Consultants 2002
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Table 4.2-13

Row Impacts on Generalized Land Use Categories by Jurisdiction for the 1-5 Alternative

hectares/acres

Land Use Designation

Low-Medium Medium- Industrial

Density High Density Business Public Open Space Other

Jurisdiction

Residential Residential Commercial ParkOftice Institutional Recreation Misc Total

ha ac ha ac ha ac ha ac ha ac ha ac ha ac ha ac

Irvine
18 10 25

Lake Forest 12 10 20 48 32 79

Laguna Hills 12 40 98 0.2 0.4 0.2 48 119

Laguna Woods

Mission Viejo 12 20 48 11 19 47 115 85 210

LagunaNiguel 0.2 10 24 12 19 46

San Juan

Capistrano 12 21 16 14 34 15 36 81 201 133 328

Dana Point 17
15 11 27 29 72

San Clemente 12 30 26 64 0.3
99 245 142 348

County of

Orange 12 12

MCB Camp
Pendleton

TOTAL 38 93 13 31 100 245 31 76 12 28 42 100 272 672 506 1247
Sources SCAG Land Jse Data 2000 and PD Consultants 2002
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Table 4.2-14

Proposed Status of Mitigation Measures from Effi No

Mitigation Measures from the MMP in No Proposed Status

Measure 43 Land Use Any property required as right- measure addressing right-of-way acquisition and

of-way for the selected alignment will be acquired by the relocation consistent with the requirements of the

TCA in conformance with Section 301 of the Uniform Uniform Relocation and Assistance Real Property

Relocation Assistance and Real Property Act of 1970 Acquisition Policies Act of 1970 will be provided in

Public law 91-646 Chapter 16 of Provision of Title the Socioeconomics and Growth Inducing Technical

of the Government Code and Title 25 Chapter of the Report Therefore no measure for right-of-way

California Code of Regulations acquisition and relocation is necessary
for land use

related impacts and measure 43 from TCA EIR No
is proposed to be deleted and replaced with the

updated measure in the Socioeconomics and Growth

Inducing Impacts Technical Report

Measure 44 Land Use In conjunction with fmal This measure has been incorporated in current

design the TCA shall relocate in coordination with measure LU-2

TRW and Rancho Mission Viejo landowner the

facility access road and front gate to minimize disruption

and impacts to TRW security

Measure 59 Relevant Planning Programs All This measure does not provide mitigation of an

requirements of the Coastal Zone Management Act shall impact It simply states the law Compliance with

be met the Federal Coastal Zone Management Act CZMA
is mandatory for any alternative that results in

adverse impacts under the CZMA Therefore it

does not really address or mitigate an impact and

specific mitigation measure is not required

Measure 60 Relevant Planning Programs Analysis This measure describes mandatory compliance with

pertaining to Section 4f of the Department of Section 41 and Section 106 These processes are

Transportation Act of 1966 and Section 106 of the documented in Appendix and Section 4.16 in this

Nation Historic Preservation Act shall be complied with EIS/SEIR respectively Compliance with these

through the National Environmental Policy Act NEPA processes is mandatory for any alternative that

environmental documentation process potentially results in impacts on defmed Section 41
or Section 106 resources

Source PD Consultants 2003
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Table 4.2-15

Applicability of Land Use Mitigation Measures

LU-i LU-2

FEC-W-Injtjal

FEC-W-Ultjmate

FEC-M-Initjal

FEC-M-TJltjmate

CC-Initial
--

CC-Ultimate
--

CC-ALPV-Injtjal
--

CC-ALP V-Ultimate
--

A7C-ALPV-Jnjtjal
--

A7C-ALPV-Ultjmate
--

A7C-FECV-M-Injtjal
--

A7C-FECV-M-Ultjmate --

MO
--

1-5
--

No Action-OCP -- --

No Action-RMV -- --
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4.3 AFFECTED ENVIRONMENT IMPACTS AND MITIGATION MEASURES
RELATED TO FARMLAND

The potential impacts of the SOCTIIP Alternatives on farmlands are evaluated in detail in the Land Use
Technical Report PD Consultants 2003 and are summarized in the following Section Refer to the
Table of Contents for locations where this Technical Report is available for review or purchase For ease
of discussion the term agricultural resource refers specifically to Natural Resources Conservation
Service NCRS rated lands prime unique or of statewide importance The discussion regarding
socioeconomic impacts to agriculture and agri-business is included in Section 4.4 Affected Environment
Impacts and Mitigation Measures Related to Socioeconomics and Environmental Justice and the
Socioeconomic and Growth Inducing Impacts Technical Report PD Consultants 2003

4.3.1 AFFECTED ENVIRONMENT RELATED TO FARMLAND

4.3.1 .1 Overview of
Agricultural Resources and Preserves

Agricultural resources and activities are located in two main areas in the SOCTIIP study area RMV andMCB Camp Pendleton adjacent to SOSB San Juan Capistrano was historically an agricultural
community Although much of the land used for agriculture in the City has been developed in urban uses
there are remaining private parcels which continue in agricultural production Agricultural areas in the
SOCTIJP study area are shown on Figure 4.3-1 Figures and tables cited in this Section are provided
following the last page of text in this Section

Approximately 29 ha 70 ac of land in San Juan Capistrano are designated in the General Plan for Agri
Business This land use designation provides for the production and sale of agricultural crops including
but not limited to row crops orchards vineyards nurseries feed and livestock production and rangeland
Agricultural operations in the City occur on parcels as small as 0.4 ha one ac to parcels over 61 ha
150 ac in size The City currently owns and through contracts with the private sector farms 11.3 ha 28
ac of land designated as Agn-Business However almost all the areas designated Agri-Business in the

City in the SOCTIIP study area have been planned for development or requests for changes in land use
and zoning designations have been submitted Resources in San Juan Capistrano are shown on Figure
4.3-1

Lands on RMV have agricultural preserves pursuant to the Williamson Act Agricultural lands on
Camp Pendleton would not be subject to state agriculture policies or tax incentives since it is federally-
owned property The Williamson Act and agricultural preserves are discussed in more detail later in this

Section

4.3.1.2 Farmland and Agricultural Resources in the SOCTIIP Study Area

In the SOCTIIP study area 2944.4 ha 7275.7 ac have been classified as Prime Farmland 2183.1 ha

5394.5 ac have been classified as Unique Farmland and 227.7 ha 562.7 ac have been classified as

Farmland of Statewide Importance by the NRCS The remaining area has either not been rated by the

NRCS or has been rated in category not related to agriculture or soils as shown in Figure 4.3-1 There
are also 14051 ha 34720 ac of land held in agricultural preserve agreements under the Williamson Act
in the SOCTIIP study area
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Rancho Mission Viejo

Rated Farmland

As shown on Figure 4.3-2 RMV has several areas that have agricultural resources that are rated on the

NRCS maps These areas consist of 133 ha 328 ac of Prime Farmland 355 ha 876 ac of Unique

Farmland and 44 ha 110 ac of Farmland of Statewide Importance large part of these areas are

currently in agricultural production The proposed RMV development plan indicates development on the

majority of agricultural resources on RMV The RMV development also called The Ranch Plan as

approved by the County of Orange on November 2004 would result in the development of urban uses

on lands designated as Important Farmland The project would result in the removal of 266 acres of

Prime Farmland 32.9 acres of Farmland of Statewide Importance and 528.3 acres of Unique Farmland

In the aggregate development of the project would result in the loss of 827.2 acres of Important

Farmland Draft Program EIR No 589 The Ranch Plan page 4.2-8.

Agricultural Activities

Although RMV is an active cattle ranch there is also diverse range of other agricultural activities on the

ranch including barley farming citrus orchards row crops and commercial nurseries The RMV

landholdings encompassing approximately 11667 ha 28830 ac are prominent agricultural resource

in the SOCTIIP study area There are approximately 104 ha 256 ac of citrus orchards on the ranch of

which 66 ha 163 ac are near Oda Nursery RMV also leases land for various uses In the SOCTIJP

study area there are three leaseholds which house nurseries These are the DM Color Express east and

west True Green Miramar and Colorspot Nursery These lease areas are nurseries for landscape plants

or trees not crops These lease areas were shown earlier on Figures 4.2-3 and 4.2-4 There are also

private orchards on RMV located east of Colorspot Nursery and adjacent to the Chiquita Water

Reclamation Plant CWRP in Chiquita Canyon

substantial amount of the RMV site approximately 20 016 acres is designated as being suitable for

livestock grazing Grazing land is not considered an Important Farmland by the CDC Draft Program

EIR No 589 The Ranch Plan The Ranch Plan project proposes that all grazing lands located within

areas proposed for development would be eliminated over time Grazing would also be eliminated in

some other areas for total loss of approximately 288 acres of land currently used for grazing Draft

Program EIR No 589 page 4.2-10.

Existing Agricultural Preserves Williamson Act Preserves

In 1969 an agricultural preserve boundary for RMV was established which encompassed 14819 ha

36619 ac Approximately 3038 ha 7507 ac were identified as exceptions to the land conservation

agreement areas leaving 11781 ha 29112 ac under the original contract Since that time 53 ha 131

ac were added to ONeill Regional Park and approximately 7053 ha 17428 ac have been subject to

notice of non-renewal and/or petition for partial cancellation The SOCTIIP study area traverses property

that is currently in preserve status including six parcels for which notices of non-renewal have been filed

These parcels are proposed to be withdrawn by 2005 The locations of agricultural lands with preserve

status in the SOCTIIP study area are shown on Figure 4.3-3 The majority of land in agricultural

preserves is on RMV

According to the Draft Program EIR for The Ranch Plan notices of nonrenewal have been filed for all the

areas on the RMV property and the lands will be removed from the preserve between December 31

2005 and December 31 2008 regardless of The Ranch Plan project as result of the nonrenewal

process Draft Program EIR No 589 page 4.2-11.
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MCB Camp Pendleton

Rated Farmland

Prime farmland is protected by guidelines and standards described in the Environmental Protection

Manual MCO P11 000.8B The soil types on the Base that qualify as managed by the Environmental

Security Department comprise roughly 5468 ha 13500 ac of the Base of which approximately 607 ha

1500 ac are now being farmed Of those approximately 243 ha 600 ac shown on Figure 4.3-4 are the

agricultural uses on the Base in the SOCTIIP study area

Agricultural Leases

MCP Camp PendletonThe Base leases approximately 972 ha 2100 ac for intermittent livestock grazing
and 528 486 ha 13001200 ac for row crop production General oversight of MCB Camp Pendleton

agricultural leases and land use management associated with the agricultural lease areas is function of
the Environmental Security Department San Clemente Farms Deardorff Jackson lesseeppgrates al97
ha 486 ac agricultural area adjacent to SOSB which is leased to Sunrise Growers and which produces
field or truck crops potatoes tomatoes cucumbers is 210 ha 592 ac leased area in the SOCT1IP
tu4y area on land administered by the DON and hilly within the boundaries of MCB Camp Pendleton
The current lease is due to expire in December 2002006 There is no indication from MCB Camp
Pendleton that agricultural uses in this area will cease although the lessee could change Approximately
224191ha 516 iac of this area isare used for farming activities with the remainder used for

administrative or operational uses The leased area is shown on Figure 4.3-5 It is the only area in San

Diego County in the SOCTIIP study area identified as Prime Farmland and Farmland of Statewide

Importance The lease area is primarily used for the preduetion of truek crops tematoes potatoes
cucumbers etc. An approximately 16 ha 40 acre parcel of this agricultural operation is currently
bisected by Cnstianitos Road and is not in agricultural production MCB-Camp Pendleton will consider

options for future use of this area

Existing Agricultural Preserves Williamson Act Preserves

Lands on MCB Camp Pendleton are not subject to agricultural preserves under the Williamson Act

because they are federally owned

4.3.1.3 Plans and Policies for the Protection of Farmlands

The preservation of agricultural resources and activities has been an explicit goal of the California

Department of Conservation CDC and the United States Department of Agriculture USDA As

growth and urbanization continue agricultural areas are converted resulting in an overall loss in arable

land to support agricultural activities as well as valuable topsoil There are two separate but related

issues concerning agricultural resources agricultural activities and soil resources that support those

activities Agricultural activities have broad definition and include activities such as ranching with

space/area for agricultural activities to take place being the focus of preservation policies Agricultural

soils are limited non-renewable resource that are usually confined to particular location However not

all agricultural activities occur on soils classified as appropriate for agriculture and not all soils rated as

excellent farming soils are used for crop production Generally policies implemented to preserve

agriculture are aimed at either protection of the space or protection of the soil
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Farmland and Agricultural Resources Protection

Fanniand and agricultural resources require specific environmental factors for valuable production the

most important of which is soil Soil capabilities are assessed using criteria established by various

agencies for the interest of soil protection and reducing loss of agricultural resources The state and

federal governments have roles in agricultural resources protection The USDA NRCS provides

information and consults with federal agencies sponsoring project that could contribute to the

conversion of agricultural land to nonagricultural uses The CDC conductc jurisdiction over farmlands

with specific desiations under their Division of Land Resource Protection provides information maps

funding and technical assistance including the Farmland Mapping and Monitoring Program as well as

those administering agFieuhura-pfeserve-ageeeIts4.jnteipretation and enforcement of Williamson Act

Contracts and other agricultural land conservation programs Other concerned agencies support these

programs and policies and some local jurisdictions in the SOCTIIP study area have created their own

policies and programs in addition to those issued by the state and federal government The policies and

agencies that govern the management and conversion of agricultural land in the SOCTIIP study area are

discussed in detail in the following Sections

Farmland Protection Policy Act

Congress enacted the Farmland Protection Policy Act FPPA to .mimmize the extent to which Federal

programs contribute to the unnecessary and irreversible conversion of fanniand to nonagricultural

uses.. U.S.C 4201b et seq.

The NRCS rates the agricultural suitability of soils in terms of both the Land Use Compatibility

Classification System and the Storie Index The Classification System shows the suitability of soils for

most types of field crops according to their limitations risk of damage when used and the way they

respond to treatment The Storie Index expresses the suitability of soils for general intensive farming

based on characteristics of the soil Based on the Storie Index soils can be classified from Grade

considered excellent and very well suited to general intensive farming to Grade soils and

miscellaneous areas not suited to farming Based on the Stone Index the NRCS has determined that the

soils in the SOCTIIP study area are Grade with an index rating of 20 to 39 Grade soils are poorly

suited for general intensive farming Farmland Information Library http//www.farmlandinfo.org

The FPPA requires federal agencies to examine the impacts of their programs before they approve any

activity that would convert farmland Agencies have the option of determining whether site contains

farmland and therefore falls under the FPPA without input from NRCS To rate the relative impact of

projects on sites subject to the FPPA federal agencies prepare Farmland Conversion Impact Rating

Form CPA 106 form for corridor projects which examines and weighs the extent area and types of

agricultural resources or activities which will be affected by proposed project However the FPPA has

no requirement for federal agencies to alter projects to avoid or minimize farmland conversion Refer the

Land Use Technical Report PD Consultants 2003 for more detailed discussion of this process

The Federal Highway Administration FIIWA requires that federally funded highway project

demonstrate evidence that the FPPA has been followed in the ElS This is accomplished through the

CPA1 06 form This form has been completed for all the SOCTIJP build Alternatives and is included in

Appendix This verification is also done through this analysis
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California Department of Conservation

Farmland Mapping and Monitoring Program

The CDC initiated Farmland Mapping and Monitoring Program in 1980 to supplement the efforts of the

NRC For the purpose of inventorying land categorical defmitions of important farmlands were

developed by the NRCS These definitions gave recognition to the lands suitability for agricultural

production Seven categories of land use are identified in the Farmland Mapping and Monitoring
Program Prime Fannland Fannland of Statewide Importance Unique Farmland Farmland of Local

Importance Grazing Land Urban and Built-Up Land and Other Land Figure 4.3.-i provides the

Farmland Mapping for the SOCTIIP study area

Williamson Act

The California Land Conservation Act of 1965 also known as the Williamson Act Government Code
Section 51200 et seq defines prime agricultural soils as any one of the following soils which have

capability groupings of Class or II soils which have Stone Index ratings of 80 to 100 land supporting
livestock equivalent to minimumof one animal unit per 0.405 ha one ac or land planted with fruit or

nut bearing vegetation producing not less than $81 per ha $200 per ac annually Government Code
Section 51201C The Williamson Act was adopted as an incentives program encouraging the

preservation of the states agricultural lands As means to implement the Act land contract is

established whereby county Board of Supervisors or city council stabilizes the taxes on qualifying lands

in return for an owners guarantee to keep the land in agricultural preserve status for 10-year period
Each year on its anniversary date the contract is automatically renewed unless notice of non-renewal is

filed

California Department of Transportation

The California Department of Transportation Caltrans provides guidelines for assessing state highway
projects influence on agricultural resources including requiring that any impact analysis include

discussion of agricultural resources and the character of the agriculture in the study area The analysis

should also include the amount of land under cultivation the number of ha ac under Williamson Act

Contracts important crops value of agriculture production and description of trends in farmland

conversion as prescribed in the Caltrans Community Impact Assessment CIA Guidelines Caltrans also

acts for FFIWA with NRCS to complete the CPA-i 06 rating process

California Coastal Act Agricultural Policies

Pursuant to Article of the California Coastal Act of 1976 CCA Public Resources Code Section 30000

et seq prime agricultural land in the Coastal Zone is to be maintained in agricultural production

Conflicts between urban land uses and agricultural lands are to be minimized Section 30241a through

Public Resource Code consistent with the States other agricultural conservation policies and efforts

4.3.1.4 Local Plans and Policies General Plan and Zoning Issues

The two areas that have existing agricultural resources in the study area are RMV and MCB Camp
Pendleton RMV is in the County of Orange jurisdiction and the MCB Camp Pendleton is under its own

jurisdiction as set forth by the DON and its land use management policies and plans for MCB Camp
Pendleton
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Rancho Mission Viejo

As discussed previously RMV is designated Open Space in the County of Orange General Plan LIJE

2000 Map 111-1 and zoned General Agriculture Al in the County zoning maps In November 2004

RMV was rezoned to PC Planned Community District The Countys General Plan Resources Element

2000 pp VI-12 states the following about agricultural preserves

Two major landowners the Irvine Company and Rancho Mission Viejo have historically held

the majority of property within agricultural preserves
under the Williamson Act In 1987 the

Irvine Company filed notice of non-renewal on all of their remaining properties approximately

19000 acres from their contract Withdrawal of the Irvine Company properties from the

agricultural preserve is ten-year process which will be completed by 1999 Rancho Mission

Viejo currently holds approximately 22000 acres in agricultural preserves

As of August 2001 none of the Irvine Company properties were in agricultural preserves Based on the

proposed development plan the indications are that RM\T will not renew the existing Williamson Act

agreements on the property in order to develop it in the ffiture and given the economic and growth

projections for south Orange County.RMV has filed notices of nonrenewal for all portions of RMV that

remain subject to the 1969 contract The decision to develop agricultural land is driven by economic

factors that must be weighed by the land owner and/or developer Notwithstanding the financial

incentives of Williamson Act agreements there exists no policy in the County of Orange General Plan or

zoning that would discourage the conversion of the land from agricultural uses to more intense urban

uses The existing LUE designations and zoning for the RMV are relatively penrnssive and allow

variety of land uses but the general character of the uses allowed tend to be low intensity uses in keeping

with the intent of the Open Space designation and General Agriculture district zoning The Open Space

designation and the Al zoning do not contain specific policies for preserving agricultural uses The

Ranch Plan has been approved providing combination of development and open space for RMV
Additionally the Resources Element relies heavily on voluntary participation in Agricultural Preserve

Williamson Act agreements they are referred to by the County as Agricultural Preserve agreements

agreements pursuant to the Williamson Act Finally the County of Orange General Plan Resources

Element pp VI-12 acknowledges that growth projections indicate more urbanization resulting in more
conversion of agricultural uses in the following statement

Growth projections through 2020 indicate the continued urbanization of the County This urban

development will continue to convert agricultural acreage to more intensive land uses

The Program EIR for The Ranch Plan discussed the factors influencing agricultural uses The EIR states

that for any parcel valued at more than $20000 to $25000 per acre the viability of agricultural

production is limited because reasonable rent based on these land values would be prohibitive to

profitable agricultural operation Draft Program EIR No 589 page 4.2-7.

MCB Camp Pendleton

MCB Camp Pendleton is overseen by the DON which regulates and manages resources on the Base based

on the Camp Pendleton Master Plan 1996 and the Final INRMP 2001 The Master Plan is long-term
planning document which inventories and generally describes existing uses and planned uses for the Base
The INRMP contains detailed accounts of natural resources on the Base and the Bases policies to use and

preserve these natural resources
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4.3.2 METHODOLOGY RELATED TO FARMLAND

Agricultural resources were inventoried by using the NRCS database for agricultural soils arid research on

agricultural operations and agricultural preserves in the SOCTIJP study area The identified resources

were then mapped The areas of disturbance for all the SOCTIIP Alternatives were then overlaid through
GIS and CADD mapping onto the compiled agricultural resource maps and aerial photographs and areas

of direct impact were assessed Due to the concentration of resources on two distinct properties RMV
and MCB-Camp Pendleton the focus of the impact analysis is on these two areas

4.3.3 IMPACTS RELATED TO FARMLANI

There are two issues concerning agricultural resources agricultural activities and soil resources that

support those activities Agricultural activities are broadly defined and include uses such as ranching
Agricultural soils are limited non-renewable resources that are usually confined to specific locations

Any effect on these resources would be of interest to the state and federal agencies that oversee

agricultural soils conservation As described in detail in Section 4.2 RMV submitted preliminary
development plans for the 9254 hectare ha 22850-ac ranch in November 2001 to the County of

Orange These plans would affect some of the agricultural resources on RMV and the Final E1R for the

Ranch Plan concluded the plan would have significant unavoidable impact due to the loss of Important
Farmland

4.3.3.1 Construction Impacts Related to Farmland

Generally it is the permanent loss of the resource that results in an adverse impact to fannlandl

agricultural resources Temporary impacts associated with construction such as limiting access or water

supply can be addressed through scheduling and coordination with the construction contractor

Therefore no adverse construction impacts to farmland would occur under any of the SOCTIIP
Alternatives

4.3.3.2 Long-Term Impacts Related to Farmland

As shown on Figures 4.3-6 and 4.3-7 the following SOCTIIP build Alternatives would impact

agricultural resources on RMV the FEC-W FEC-M CC CC-ALPV A7C-ALPV A7C-FEC-M and the

MO Alternatives Figures 4.3.6 and 4.3-7 show the centerlines of these Alternatives relative to NRCS
resources on RMV and MCB Camp Pendleton respectively

Land protected by agricultural preserve contracts will also be impacted by these Alternatives as shown on

Figure 4.3-8 The agricultural preserves on RMV are located in the north part of the property

Figure 4.3-8 shows the centerlines of the SOCTIIP build Alternatives which affect the preserves The 1-5

and No Action Alternatives will not result in adverse impacts on agricultural resources on RMV

Privately-owned land in agricultural preserves will be reduced in area by the SOCTIIP build Alternatives

which affect the preserves The agricultural preserves are held through agreements between the County

of Orange and the landowner RMV LLC The reduction in lands subject to agricultural preserve

agreements is an impact due to the reduction of lands set aside for agricultural purposes Ultimately

agricultural preserve agreements will have to be amended between the County and the landowner In the

case of the corridor Alternatives TCA would not have any authority to amend these agreements as they

are neither signatory nor beneficiary Therefore an indirect consequence of impacting land in

agricultural preserves is the amendment reflecting the reduction of area that would take place between the

County of Orange and the landowner
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As discussed in earlier in Section 4.2 and as shown on Figure 4.2-5 RMV has submitted preliminary

development plans to the County of Orange Those plans indicate development where agricultural

production and ranching operations are currently located on the RMV site The plans also show large

areas of open space that could potentially include continuation of ranching operations on part of the RMV
property pending compatibility with the NCCP and or coastal sage scrub preservation policies However

many existing ranching and fanning operations and agricultural preserves on RMV would be impacted by

the proposed development plans for the ranch

The agricultural preserves on RMV are in three groups with three different expiration dates The

expirations will occur on December 31 2005 289 acres December 31 2006 1733 acres and

December 31 2008 7818 acres

Far East Corridor-West Alternative

Impacts of the FEC-W Alternatives on NRCS on RMV

As shown in Tables 4.3-1 and 4.3-2 this Alternative would result in the loss of 5.1 ha 12.5 ac of Prime

Farmland under the FEC-W-Initial and 5.2 ha 12.7 ac under the FEC-W-Ultimate 23.5 ha 58 ac of

Unique Fanniand under the FEC-W-Initial and 23.7 ha 58.5 ac under the FEC-W-Ultimate and 2.3 ha

5.6 ac of Farmland of Statewide Importance under the FEC-W-Initial and 2.6 ha 6.3 ac under the FEC
W-Ultimate The farmland converted under this Alternative is approximately 0.9 percent of farmland in

Orange County for the FEC-W-Initial and
percent for the FEC-W-Ultimate Based on the quality of

these soil resources as defmed by the NRCS the FEC-W Alternative would adversely impact farmlands

and would require evaluation of protection of these fannlands including the consideration of avoidance

alternatives Source California Department of Conservation Orange County agricultural land use data

2000

Impacts of the FEC-W Alternative on NRCS Resources on MCB Camp Pendleton

As shown in Tables 4.3-1 and 4.3-2 this Alternative would result in the loss of 2.9 ha 7.1 ac of

Farmland of Statewide Importance on MCB-Pendleton under the FEC-W-Initial and 2.9 ha 7.3 ac under

the FEC-W-Ultimate This represents approximately 0.04 percent of farmland in the SOCTIIP study area

Based on the quality of these soil resources as defmed by the NRCS the FEC-W Alternative would

adversely impact farmlands and would require protection of these farmlands including the consideration

of avoidance alternatives

Impacts of the FEC-W Alternative on Williamson Act Agricultural Preserves on RMV

As shown in Tables 4.3-1 and 4.3-2 this Alternative would result in the use of approximately 109 ha

269.3 ac of agricultural preserve areas under the FEC-W-Initial and 111.3 ha 274.9 ac under the FEC
W-Ultimate or approximately 1.2 percent of the total area that is currently under agricultural preserve

status in the SOCTIIP study area for the FEC-W Alternative This includes areas which have been

subject to notice of non-renewal with the remainder currently remaining in agricultural preserve status

Williamson Act contracts adjacent to the FEC-W Alternative is scheduled for withdrawal between 2001

and 2005 The Preferred Alternative also traverses small amount of land noticed for nonrenewal in

2008 30.96 ha 126.51 ad While some of these areas will be withdrawn from agricultural preserves

prior to the time any construction of the FEC-W Alternative could occur substantial part of the property
will remain in agricultural preserves and will reguireuntil December 31 2008 mModifications to

existing contracts may be required to remove the land within the disturbance limits for the FEC-W
Alternative As result the FEC-W Alternative would adversely impact areas in agricultural preserves
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This Alternative would not preclude the use of the remaining preserve areas and would not require early
cancellation of any contracts outside the disturbance limits for the FEC-W Alternative

impacts of the FEC-W Alternative on Williamson Act Agricultural Preserves on Camp Pendleton

As shown in Tables 4.3-1 and 4.3-2 there are no Williamson Act agricultural preserves on MCB Camp
Pendleton Therefore the FEC-W Alternative would not result in adverse impacts related to Williamson
Act contracts on MCB Camp Pendleton

Other Impacts of the FEC-W Alternative on Agricultural Resources on RMV

The FEC-W-Alternative would impact existing agricultural operations on RMV This Alternative would
directly impact 237.1 ha 585.9 ac of grazing land under the FEC-W-Initial and 274.4 ha 678.1 ac
under the FEC-W-Ultjmate However construction of the FEC-W-Ajternatjve alone would not
substantially interfere with grazing activities due to the abundance of grazing land that would remain on
the RMV Therefore the potential impacts of the FEC-W Alternative related to the loss of grazing land
on RMV would not be adverse

The Ranch Plan approved subsequent to the Draft EIS/SEIR will reduce the amount of grazing land onRMV by approximately 7288 acres The Ranch Plan E1R indicates that as with farmland all grazing
lands located within areas proposed for development would he eliminated over time In addition The
Ranch Plan would eliminate grazing in substantial portions of the Lower Chiquita Gobernadora
Rinconada and Talega pastures The project proposes to continue grazing practices in Planning Areas
10 Il and 12 Draft Program EIR No 589 page 4.2-10. The Ranch Plan EIR also describes grag
patterns in Grazing Management Plan The Ranch Plan E1R concludes that the reduction in overall

cing capacity of RMV due to the reduction in the amount of grazing lands would not be significant

Iinpct Draft Program EJR No 589 page 4.2-11

As it traverses RMV the alignment of the FEC-W Alternative would bisect existing ranch access roads
The design of the FEC-W Alternative includes the relocation or realignment of critical ranch access roads

Therefore the FEC-W Alternative would not have an adverse impact on access for ranch operations

The FEC-W Alternative would be adjacent to and east of the Cristianitos Corrals As part of this

Alternatives access roads to this facility would be realigned and access to the Corrals maintained As
result the FEC-W Alternative would not result in adverse impacts on the operation of the Corrals

The alignment of the FEC-W Alternative would not impact the Cow Camp and Cnstianitos Corrals

facilities There would be no adverse impacts to these uses as result of the FEC-W Alternative

The middle of the Color Spot Nursery lease area would be traversed by the FEC-W Alternative

Approximately 24.1 ha 60.0 ac of the total 98.8 ha 244 ac lease area would be directly impacted under

the FEC-W Alternative The FEC-W Alternative would not impact the orchards north of Ortega Highway
and east of the Color Spot Nursery on RMV The impacts of the FEC-W Alternative on the Color Spot

Nursery lease area would be adverse

Other Impacts of the FEC-W Alternative on Agricultural Resources on MCB Camp Pendleton

The FEC-W Alternative would directly impact part of the agricultural operations at San Clemente Ranch
in the San Mateo Valley on MCB Camp Pendleton The largest contiguous row crop lease on the Base
covers nearly 246 ha 600 ac in San Mateo Valley adjacent to SOSB and San Mateo Creek The FEC-W
Alternative would remove the east part of the 3.5 ha 8.7 ac parcel currently bisected by Cristianitos
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Road This represents approximately 18.9 percent of the total area being farmed in this area This part of

San Clemente Ranch has been identified as high yield crop area because it is not typically subject to

frost Removal of this area from production would negatively impact the leaseholder and would be

considered adverse The remaining part of the lease area could continue to be fanned

The existing access road for this operation immediately north of I-S could be impacted temporarily during

construction of the FEC-W Alternative Because this is one of only two access roads and it is the only

all-weather access road for this operation disruption of this road would be an adverse impact on this

operation The FEC-W Alternative would also require modifications to Cristiamtos Road which is the

route used by trucks to access the packing house at San Clemente Farms The inability of trucks to use

this route would be an adverse impact to these agricultural operations Because Cristianitos Road would

remain open during construction of the FEC-W Alternative no adverse impacts related to access along

this route would be anticipated under the FEC-W- Alternative There are no lands classified as grazing

land on MCB Camp Pendleton

Far East Corridor-Modified Alternative

Impacts of the FEC-M Alternative on NRCS Resources on RMV

As shown in Tables 4.3-1 and 4.3-2 this Alternative would result in the loss of 1.3 ha 3.1 ac of Prime

Farmland under the FEC-M-Initial and 1.4 ha 3.4 ac under the FEC-M-Ultimate 13.8 ha 34.1 ac of

Unique Fannland under the FEC-M-Initial and 14.9 ha 36.8 ac under the FEC-M-Ultimate and 4.6 ha

11.3 ac of Farmland of Statewide Importance under the FEC-M-Initial and 5.3 ha 13.1 ac under the

FEC-M-Ultimate The farmland converted under this Alternative is approximately 0.9 percent of

farmland in Orange County for the FEC-M-Initial and percent for the FEC-M-Ultimate Based on the

quality of these soil resources as defined by the NRCS the FEC-M-Alternative would adversely impact

farmlands and would require evaluation of protection of these farmlands including the consideration of

avoidance alternatives Source California Department of Conservation Orange County Agricultural

Land Use Data 2000

Impacts of the FEC-M- Alternative on NRCS Resources on MCB Camp Pendleton

Impacts of the FEC-M Alternative related to NRCS resources on MCB Camp Pendleton are the same as

described under the FEC-W Alternative

Impacts of the FEC-M- Alternative on Williamson Act Agricultural Preserves on RMV

As shown in Tables 4.3-1 and 4.3-2 this Alternative would result in the use of approximately 122.9 ha

303.6 ac of agricultural preserve areas under the FEC-M-Initial and 132.9 ha 328.3 ac under the FEC
M-Ultimate or approximately 1.2 percent of the total area that is currently under agricultural preserve

status in the SOCTIIP study area for the FEC-M- Alternative This includes areas which have been

subject to notice of non-renewal with the remainder currently remaining in agricultural preserve status

Williamson Act contracts adjacent to the FEC-M-Alternative are scheduled for withdrawal between 2001

and 2008 While some of these areas will be withdrawn from agricultural preserves prior to the time any

construction of the FEC-M Alternative could occur substantial part of the property will remain in

agricultural preserves and will require modifications to existing contracts to remove the land within the

disturbance limits for the FEC-M Alternative As result the FEC-M Alternative would adversely

impact areas in agricultural preserves This Alternative would not preclude the use of the remaining

preserve areas and would not require early cancellation of any contracts outside the disturbance limits for

the FEC-M Alternative
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Impacts of the FEC-M Alternatives on Williamson Act Agricultural Preserves on MCB Camp Pendleton

As shown in Tables 4.3-1 and 4.3-2 there are no Williamson Act agricultural preserves on MCB Camp
Pendleton Therefore the FEC-M Alternative would not result in adverse impacts related to Williamson
Act contracts on MCB Camp Pendleton

Other Impacts of the Far East Corridor-M Alternatives on Agricultural Resources on RMV

The FEC-M-Alternative would impact existing agricultural operations on RMV This Alternative would
directly impact 232.1 ha 573.5 ac of grazing land under the FEC-M-Initial and 277.7 ha 686.3 ac
under the FEC-M-Ultimate However construction of the FEC-M Alternative alone would not

substantially interfere with grazing activities due to the abundance of grazing land that would remain on
the RMV Therefore the potential impacts of the FEC-M Alternative related to the loss of grazing land
on RMV would not be adverse

As it traverses RMV the alignment of the FEC-M Alternative would bisect existing ranch access roads
The design of the FEC-M Alternative includes the relocation or realignment of critical ranch access roads

Therefore the FEC-M Alternative would not have an adverse impact on access for ranch operations

The FEC-M Alternative would be adjacent to and west of the Cristianitos Corrals As part of this

Alternatives access roads to this facility would be realigned and access to the Corrals maintained As
result the FEC-M Alternative would not result in adverse impacts on the operation of the Corrals

The alignment of the FEC-M Alternative would not impact the Cow Camp and Cristianitos Corrals

facilities There would be no adverse impacts to these uses as result of the FEC-M Alternative

The northeast part of the Color Spot Nursery lease area would be traversed by the FEC-M Alternative

Approximately 3.0 ha 7.3 ac of the total 98.8 ha 244 ac lease area would be directly impacted under

the FEC-M Alternative The FEC-M Alternative would also result in the direct removal of approximately
28 percent 11.7 ha129.0 ac of the orchards north of Ortega Highway and east of the Color Spot Nursery
on RMV Three parcels totaling approximately 43 ha 105 ac are involved in agricultural operations
Three would be traversed by the alignment of the FEC-M These impacts of the FEC-M Alternative on
the Color Spot Nursery lease area and the RMV agricultural fields would be adverse

Other Impacts of the FEC-M Alternative on Agricultural Resources on MCB Camp Pendleton

Other impacts of the FEC-M Alternative related to agricultural resources on MCB Camp Pendleton are

the same as those described under the FEC-W Alternative

Central Corridor-Complete and Central Corridor-Avenida La Pata Variation- Alternatives

The CC and CC-APLV alignments do not traverse agricultural areas on MCB Camp Pendleton

Impacts of the CC and CC-ALPV Alternatives on NRCS Resources on RMV

As shown in Tables 4.3-1 and 4.3-2 these Alternatives would result in no loss of Prime Farmland the

loss of 14.3 ha 35.3 ac of Unique Farmland under the CC and CC-ALPV-Initials and 16 ha 39.6 ac
under the CC and CC-ALPV-Ultimates and the loss of 3.9 ha 9.7 ac of Farmland of Statewide

Importance under the CC and CC-ALPV-lnitials and 6.0 ha 14.9 ac under the CC and CC-ALPV
Ultimates This represents approximately 0.2 percent of farmland in the SOCTIIP study area for the CC
and CC-ALPV-Initials and 0.3 percent for the CC and CC-ALPV-Ultimates Based on the quality of
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Impacts of the A7C-ALPV Alternative on NRCS Resources on RMV

As shown in Tables 4.3-1 and 4.3-2 this Alternative would result in the loss of 3.2 ha 7.9 ac of Prime

Farmland under the A7C-ALP V-Initial and 3.5 ha 8.5 ac under the A7C-ALP V-Ultimate and no loss of

Unique Farmland and Farmland of Statewide Importance This represents approximately 0.4 percent of

farmland in the SOCTIIP study area under the A7C-ALPV- Alternative Based on the quality of these

soil resources as defmed by the NCRS the A7C-ALPV Alternative would adversely impact farmlands

and evaluation of protection of these farmlands is warranted including the consideration of avoidance

alternatives

Impacts of the A7C-ALPV Alternative on Williamson Act Agricultural Preserves on RMV

As shown in Tables 4.3-1 and 4.3-2 this Alternative would result in the loss of approximately 171.3 ha

423.2 ac of agricultural preserve area under the A7C-ALPV-Initial and 182.6 ha 451.3 ac under the

A7C-ALPV-Ultimate This includes areas which have been subject to notice of non-renewal with the

remainder currently remaining in agricultural preserve status Williamson Act contracts adjacent to the

A7C-ALPV Alternative is scheduled for withdrawal by 2005 While some of these areas will be

withdrawn from agricultural preserves prior to construction of the A7C-ALPV Alternative substantial

part of the property may remain in agricultural preserves and would require modifications to existing

contracts to remove the land within the disturbance limits of this Alternative The A7C-ALPV

Alternative would adversely impact areas in agricultural preserves by reducing acreage set aside in the

preserve This Alternative would not preclude the use of remaining preserve areas and would not require

early cancellation of any contracts outside the disturbance limits for this Alternative

Other Impacts of the A7C-ALP V-Alternative on Agricultural Resources on RMV

This Alternative would affect 369.5 ha 913.0 ac under the Initial and 412 ha 1018.7 ac under the

Ultimate of land classified as grazing land The loss of this acreage would not preclude grazing activities

on the remaining land and therefore is not considered an adverse impact There are no other impacts to

agricultural or ranching uses on RMV as result of the A7C-ALPV- Alternative

Alignment Corridor-Far East Crossover-Modified Alternative

As stated in Section 2.2 the A7C-FEC-M-Initial Alternative alignment evaluated in the Draft EIS/SEIR

was refined in order to minimize environmental impacts and address engineering requirements The

A7C-FEC-M-Injtial Alternative with the design modifications was selected as the Preferred Alternative

The Preferred Alternative will be maximum of six lanes The design modifications incorporated into

the Alternative do not substantially alter the alignment or project impacts related to Farmland

Impacts of the A7C-FEC-M Alternative on NRCS Resources on RMV

As shown in Tables 4.3-1 and 4.3-2 the A7C-FEC-M initial or Ultimate Alternative would not result in

the loss of rated farmland as defined by the NRCS on RIvIV Similarly the Preferred Alternative would

not result in the loss of rated fannland as defined by the NRCS on RMV Therefore the A7C-FEC-M-

Initial/Preferred Alternative would not adversely impact farmlands and would not require evaluation of

protection of these farmlands or the consideration of avoidance alternatives Source California

Department of Conservation Orange County agricultural land use data 2000
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Impacts of the A7C-FEC-M Alternative on NRCS Resources on MCB Camp Pendleton

Impacts of the A7C-FEC-M Alternative related to NRCS resources are the same as described under the
FEC-W Alternative Due to alignment shifts the Preferred Alternative would affect an additional ha
2.57 ac of rated agricultural land on MCB Camp Pendleton compared to the A7C-FEC-M-Injtjal and
ppoximately ha 2.37 ac more than the A7C-FEC.-M-Ultimate Alternative Based on the gualif
these soil resources as defmed by the NRCS the Preferred Alternative would adversely impact farmlands
This potentially adverse impact was discussed in the Drafi EIS/SEIR The Preferred Alternative will not
result in new significant impact related to farmlands

Impacts of the A7C-FEC-M Alternative on Williamson Act Agricultural Preserves on RMV

As shown in Tables 4.3-1 and 4.3-2 this Alternative would result in the loss of approximately 88.9 ha
219.7 ac of agricultural preserve areas under the A7C-FEC-M-lnitial and 91.8 ha 226.9 ac under the
A7C-FEC-M-Ultjmate Due to alignment shifts the Preferred Alternative would result in the loss of
pprQximately 82 ha 202 ac of Williamson Act Agricultural Preserves on RMV This includes areas
which have been subject to notice of non-renewal with the remainder currently remaining in

agricultural preserve status Williamson Act contracts adjacent to the A7C-FEC-M Alternative are
scheduled for withdrawal between 2001 and 200 While some of these areas will be withdrawn from

agricultural preserves prior to construction of the A7C-FEC-M Alternative substantial part of the

property will remain in agricultural preserves But the Preferred Alternative would only traverse an area
of 24.48 ha 60.46 ac noticed for non-renewal in 2008 and will require modifications to existing
contracts to remove the land within the disturbance limits ef this Alternative The A7C-FEC-M/Preferred
Alternative would adversely impact areas in agricultural preserves by removing land if grading starts in

the 24.48 ha 60.46 ac area before the non-renewal goes into effect in 2008 This Alternative would not

preclude the use of remaining preserve areas and would not require early cancellation of any contracts
outside the disturbance limits

Impacts of the A7C-FEC-M Alternative on Williamson Act Agricultural Preserves on MCB Camp
Pendleton

As shown in Tables 4.3-1 and 4.3-2 there are no Williamson Act agricultural preserves on MCB Camp
Pendleton Therefore the A7C-FEC-M/Preferred Alternative would not result in adverse impacts related

to Williamson Act contracts on MCB Camp Pendleton

Other Impacts of the A7C-FEC-M Alternative on Agricultural Resources on RMV

This Alternative would affect 278.8 ha 689.0 ac under the Initial and 314.7 ha 777.5 ac under the

Ultimate of lands classified as grazing lands The Preferred Alternative would affect approximately 77 ha

191 ac less grazing land than the A7C-FEC-M-Initial and approximately 113 ha 279 ac less than the

A7C-FEC-M-Ultimate The loss of this acreage would not preclude grazing activities on the remaining
land and therefore is not considered an adverse impact There are no other impacts to agricultural or

ranching uses on RMV as result of the A7C-FEC-M-Alternative

Other Impacts of the A7C-FEC-M Alternative on Agricultural Resources on MCB Camp Pendleton

Other impacts of the A7C-FEC-M Alternative related to agricultural resources on MCB Camp Pendleton

are the same as those described under the FEC-W Alternative
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Arterial Improvements Only Alternative

As discussed in Section 2.0 Description of the Alternatives the AlO Alternative proposes widening of

Antonio Parkway/La Pata Avenue beyond its current Master Plan of Arterial Highways MPAH
designation There are some agricultural resources in the vicinity of the intersection of Antonio Parkway

and Ortega Highway This Alternative does not traverse Camp Pendleton

Impacts of the Arterial Improvements Only Alternative on NRCS Resources on RMV

As shown in Table 4.3-1 the MO Alternative would result in 6.6 ha 16.3 ac loss of Unique Farmland

This represents approximately 0.7 percent of farmland in the County Based on the quality of these soil

resources as defined by the NRCS the MO Alternative would adversely impact farmlands and would

require protection of these farmlands including the consideration of avoidance alternatives

Impacts of the Arterial Improvements Only Alternative on Williamson Act Agricultural Preserves on

RMV

As shown in Table 4.3-1 the MO Alternative would result in the loss of approximately 14.9 ha 36.9 ac

that are currently under agricultural preserve status This includes areas which have been subject to

notice of non-renewal with the remainder currently remaining in agricultural preserve status Williamson

Act contracts adjacent to the MO Alternative are scheduled for withdrawal by 2005 While some of these

areas will be withdrawn from agricultural preserves prior to construction of the MO Alternative

substantial part of the property may remain in agricultural preserves and would require modifications to

existing contracts to remove the land within the disturbance limits for this Alternative The MO
Alternative would adversely impact areas in agricultural preserves by reducing the acreage set aside in

agricultural preserves This Alternative would not preclude the use of remaining preserve areas and

would not require early cancellation of any contracts

Other Impacts of the Arterial Improvements Only Alternative on Agricultural Resources on RMV

This Alternative would affect 116.9 ha 288.8 ac of lands classified as grazing land The loss of this

acreage would not preclude grazing activities on the remaining land and therefore is not considered an

adverse impact There are no other impacts to agricultural or ranching uses on RMV as result of the

MO Alternative

I-S Alternative

As shown in Table 4.3-1 the 1-5 Alternative will not result in impacts related to agricultural soils

Williamson Act contracts or ranch operations on the RMV Camp Pendleton or in the SOCTIJP study

area

No Action Alternatives

Because the No Action Alternatives do not propose any SOCTIIP infrastructure improvements these

Alternatives will not result in any SOCTIIP related impacts to agricultural soils Williamson Act contracts

or ranch operations on the RMV Camp Pendleton or in the SOCTIIP study area

4.3.3.3 Summary of Impacts Related to Farmland

The preceding discussion analyzed the impacts to farmland and agricultural resources in terms of NRCS
resources pursuant to policies of FHWA/Caltrans implementation of the Farmland Protection Policy Act
California Department of Conservation and the California Coastal Act There is no real zoning or policy
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at any of the local levels which preserve agricultural uses other than agricultural preserves Williamson
Act Impacts to land in agricultural preserves were also included in the analysis Notwithstanding the

proposed RMV development plans which if implemented would dramatically impact agricultural
resources in the SOCTIIP study area the SOCTJIP Alternatives would also impact farmland and

agricultural resources The potential impacts of some of the SOCTIIP build Alternatives on agricultural
resources on the RMV property are the loss of Prime and Unique Farmland and Farmland of Statewide

Importance and the removal of land currently in agricultural preserves The potential impacts of some of
the SOCTIJP build Alternatives on MCB Camp Pendleton are the loss of Prime Farmland and Farmland
of Statewide Importance Tables 4.3-1 4.3-2 and 4.3-3 summarize the impacts on agricultural resources
for those SOCTIIP Alternatives which impact these resources

However considering the growth pressure south Orange County as indicated by the demographic
projection and the lack of local policies that put priority on agricultural preservation development
resulting in the future displacement of agricultural resources and activities is likely to occur with or
without the implementation of any of the SOCTIIP build Alternatives

4.3.4 COMMITMENTS AND MITIGATION MEASURES RELATED TO FARMLAND

4.3.4.1 Caltrans Community Impact Assessment Guidelines

The Caltrans CIA Guidelines suggest that if the environmental assessment concludes that the amount or

type of farmland that would be adversely affected by transportation improvement project would
constitute an adverse environmental impact measures should be taken to protect the farmland The CIA
Guidelines lists mitigation measures for impacts related to agricultural resources in three general

categories

Alternative alignments that do not affect agricultural resources

Reducing impacts by modifying the design to reduce the total impact or avoid agricultural resources

Replacement or preservation mitigation

These types of mitigation are discussed below and were analyzed for feasibility for the identified impacts
of the SOCTIIP Alternatives related to agricultural resources The following Sections analyze these

possible mitigation options to avoid or substantially reduce adverse impacts of the SOCTIIP Alternatives

related to agricultural resources However neither NEPA nor the Farmland Protection Policy Act

requires project be modified solely to avoid or minimize the effects of conversion of farmland to

nonagricultural uses Section 3-3.3 Projects with Federal Involvement Caltrans Environmental

Handbook Vol Community Impact Assessment

It should be noted that the Caltrans CIA Guidelines as they relate to the FPPA are specific about

evaluation of agricultural impacts and consideration mitigation be included in the NEPA process

However the CIA Guidelines go on to say the following with regard to actual policy

It should be understood however that though the FPPA requires consideration of farmland it

is not intended to be federal agricultural lands preservation program The site assessment

process is designed to recognize farmland that has high economic potential for continued

production and to discourage development that is not contiguous to existing urbanized areas The

FPPA however recognizes that conversion of farmland is sometimes necessary in balance with

other societal needs 3-3.3 Projects With Federal Involvement Compliance with the
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FPPA must be part of the NEPA Process 7C.F.R 658.4e Community Impact Assessment

Caltrans Environmental Handbook Vol California Department of Transportation June 1997

Avoiding Agricultural Resources

The construction of bridges and widening of existing highways instead of the construction of new

transportation facilities that impact farmland can be farmland protection method as recognized by the

NRCS The MO and I-S Alternatives avoid or substantially reduce impacts to agricultural resources

compared to the corridor alternatives which would impact agricultural resources on RMV grazing land

or MCB Camp Pendleton as described in detail in this Section The SOCTI1P analysis complied with the

Caltrans CIA Guidelines by evaluating these alternatives

Design Modifications

The Caltrans CIA Guidelines suggest that certain design measures can potentially reduce the total acreage

of impacts to agricultural resources These include minimizing shoulder width using concrete median

bamers instead of wider medians._However theceAdditional types of design exceptions or modifications

are generally not refined until fmal design It is anticipated that if SOCTIIP build Alternative is

selected for implementation design refinements would be incorporated as feasible without affecting the

safety or operation of the road to avoid or minimize impacts on resources including agricultural

resources This will be done to the extent that Caltrans allows these design measures because Caltrans

must approve the final design

Replacement of Resources

The last type of mitigation for agricultural impacts suggested by the CIA Guidelines is leasing right-of-

way for agricultural purposes where no immediate or near future need exists for the farmlands use for

transportation or acquiring leasing or buying land and placing conservation easement on alternate

farmland parcels Agricultural easements involve permanent restrictions on the use of land from more

intensive purposes The property ownership does not change While easements may be pursued by local

governments it is questionable whether easements that limit the future use of land do not provide

mitigation for the loss of agricultural land An easement preventing agricultural land from being

converted to non-farm use does not create new farmland and does not compensate for the conversion of

other fannland to non-agricultural uses

Even if such easements were mitigation an easement is not feasible because of the high cost of land in

south Orange County Raw land costs in Orange County are believed to be approximately $50000 per

acre based on mitigation fees for coastal sage scrub habitat replacement set by the United States Fish and

Wildlife Service This cost does not reflect value associated with opportunity costs for other

development

The typical standard for lost resources is replacement However with agricultural land replacement is

difficult and very expensive In Orange County the cost alone would make replacement as mitigation

measure impractical as market conditions for land continue to heavily favor development over

agricultural uses This is illustrated by the announcement of proposed plans for development of

approximately 5581 ha 13780 acres of the Rancho Mission Viejo for non-agricultural uses

As previously noted the RMV EIR concluded that for any parcel valued at more than S20000 to

$25000 per acre the viability of agricultural production is limited because reasonable rent based on

these land values would be prohibitive to profitable agricultural operation Draft Program EIR No
589 page 4.2-7.
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The impacts to agricultural resources on RMV are entirely to grazing land which is not on rated e.g.
Prime Important land The County of Orange in its EW for The Ranch Plan concluded that the

reduction in overall carrvng capacity of RMV due to the reduction in the amount of grazing lands from
the RMV project would not be significant impact Draft Program EJR No 589 page 4.2-1 The
SOCTITP project may remove additional grazing land beyond that removed by The Ranch Plan but the
conclusion remains that RMV can maintain the same number of cattle with or without SOCTIIP
alternative

The Rpnch Plan EIR evaluated preservation programs in the Response to Comments

Iii comparison to these jurisdictions the County of Orange does not have

general plan or zoning policy declaring commitment to preservation

of long-term agricultural activity/viability The Natural Resources

Component of the Countys General Plan Resources Element does reflect

the policy of the County to encourage to the extent feasible the

preservation and utilization of agricultural resources as natural resource
and economic asset Orange County General Plan at VI-3 emphasis
added However this policy does not reQuire preservation of

agricultural lands or otherwise identify agriculture as long-terni

feasible land use in the County Indeed the Natural Resources

Component specifically recognizes that future prospects for agriculture

in the County face serious growth-related and economic challeig

The Plan recognizes that the rising costs of irrigation

water agricultural land tax rates labor costs and

damage from vandalism have increased production costs

making it more difficult to have successful agricultural

operation Id at VI-9 Furthermore the Natural

Resources Component acowledges that Iglrowth
projections through 2020 indicate the continued

urbanization of the County that saidi urban

development will continue to convert agricultural

acreage to more intensive uses Id at VI-12

In light of the foregoing the County has not adopted or otherwise

implemented any programs designed to provide for the long-term

preservation of agricultural lands within the County Indeed creation

and implementation of such programs would be inconsistent with the

County policy that agricultural use be treated as an interim use not

permanent land use in its planning program This is reflected in the

General Plan and zoning land use classifications

Adoption of one or more of the agricultural preservation programs
identified by the cominenters would require an amendment to the

General Plan and Zoning Code Specifically the General Plan and

Zoning Code would need to be revised to reflect dramatic change in

County policy concerning the long-term preservation and use of

agricultural lands i.e conservation of agricultural lands despite market

forces and the trend toward urbanization of undeveloped property in

South Orange County In the absence of such policy change
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development and implementation of an agricultural preservation program

would directly conflict with current County objectives concerning the

accommodation of foreseeable urban growth

Based on the County of Orange conclusion that RMV could maintain the same number of cattle with the

reduced grazing acreage the loss of grazing land within RMV does not require replacement as mitigation

To the extent that agricultural preservation mitigation for RMV is required based on the County findings

for the RMV project TCA finds that such mitigation is infeasible

The agricultural land that will be lost due to the Preferred Alternative within Camp Pendleton is land that

is leased by Camp Pendleton for farming uses TCA has determined that mitigation through agricultural

preservation or an easement is not feasible for the reasons described above and for the following reasons

First the acreage impacted within Camp Pendleton is very small 15.07 acres for the Preferred

Alternative The Farmland Conversion Form in Appendix shows the average farm size as 167 acres

There is no established agricultural easement program on Camp Pendleton because the land is controlled

by the United States Therefore there is no mechanism by which TCA can add on to an existing program

to assist in creating or preserving larger farm parcel within Camp Pendleton Due to the large size of

Camp Pendleton there are no private lands available for farming for several miles Secondly as

described above and based on the U.S ownership of Camp Pendleton and the committed land uses in

south Orange County no parcels are available in the general vicinity for such easements or preservation

It is expected that Camp Pendleton will continue to lease some of the land on Camp Pendleton for

agricultural use to the extent that such uses are compatible with military requirements see MCO

P5090.2A Environmental Compliance and Protection Manual July 1998 and the Camp Pendleton

Integrated Natural Resources Management Plan November 2001 Agricultural leases are

typically for five years INRMP However the continuance of agricultural leases and the possible

reduction or expansion of such leases is solely within Camp Pendletons control and jurisdiction

In summary review of the CIA Guidelines and published court decision on mitigation measures for loss

of agricultural land did not result in the identification of specific feasible mitigation measures for

agricultural resources impacts under the SOCTIIP build Alternatives Refer to Section 4.3.4.3 below for

measures proposed to reduce the adverse impacts of the build Alternatives related to agricultural

resources

4.3.4.2 Mitigation Measures from TCA EIR No

Table 4.3-4 lists the mitigation measures originally provided in EIR No related to farmland resources

and indicates their applicability to the SOCTIIP Alternatives Mitigation measures originally identified in

the Mitigation Monitoring Program MMP in TCA Final Environmental Impact Report EIR No

Final ER Foothill Transportation Corridor Oso Parkway to Interstate MBA October 1991 have been

incorporated as appropriate in the mitigation measures identified here for the SOCTIIP alternatives

4.3.4.3 Mitigation Measures for Agricultural Resources

Table 4.3-5 lists the mitigation measures for adverse impacts related to agricultural resources and

identifies which measures apply to each SOCTIIP Alternative
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Measures for Agricultural Resources on Rancho Mission Vj
Measure AG-I Existing Operations on RMV During final design and in coordination with RMV and
its agricultural leaseholders the contractor will finalize the realignments of access roads on the ranch to
provide cattle and equipment crossings to minimize impediments to cattle movement and routine
agricultural operations and normal business activities

Measure AG-2 Existing Operations on RMV Prior to the start of any construction activities any corrals
and/or windmills within the disturbance limits of SOCTIIP build Alternative will be relocated or
replaced In the event that the RMV or the leaseholder does not want the facility relocated appropriate
compensation for the facility will be provided

Measure for Agricultural Resources on MCB Camp Pendleton

Measure AG-3 Agricultural Operations on Camp Pendleton San Clemente Ranch During final design
the contractor will develop realigned access road for the San Clemente Ranch to ensure all-weather
access to the agricultural operations in the leased area on MCB Camp Pendleton The timing of the
construction of this realigned access road will be coordinated with the agricultural operator to ensure that
peak operation times are not affected The realigned road must be completed prior to closure of the
existing road

4.3.4.4 Commitments Related to Agricultural Resources

In addition to mitigation measures AG-I AG-2 and AG-3 above which identify specific actions to
avoid minimize or compensate for potential adverse impacts related to agricultural resources the
following commitment is included in the project alternatives

Commitment AGC-l Existing Operations on RMV Prior to the start of any construction activity
written notification will be provided to agricultural property owners or leaseholders immediately adjacent
to the disturbance limits for the SOCTIIP build Alternative The notification is to indicate the intent to
begin construction including an estimated date for the start of construction This notification shall be
provided at least three but no more than 12 months prior to the start of construction activity
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Table 4.3-1

Comparison of Impacts to Agricultural Resource Areas for the Initials AIO and 1-5 Alternatives

hectares/acres

NRCS Resources
Agricultural Preserve

Williamson ACta
Prime Unique Statewide Total Total

Impacts on Resources on the Rancho Mission Viejo

FEC-W-I 5.1/12.5 23.5/58 2.3/5.6 30.8/76.1 109.0/269.3

FEC-M-I 1.3/3.1 13.8/34.1 4.6/11.3 19.6/48.5 122.9/303.6

cc-I oio 14.3/35.3 3.9/9.7 18.2/45.0 84.2/208.2

CC-ALPV-I 0/0 14.3/35.3 3.9/9.7 18.2/45.0 84.2/208.2

A7C-ALPV-I 3.2/7.9 0/0 0/0 3.2/7.9 171.3/423.2

A7C-FEC-M-I 0/0 0/0 0/0 0/0 88.9/219.7

MOb 0/0 6.6/16.3 0/0 6.6/16.3 14.9/36.9

15b

Impacts on Resources on MCB Camp Pendleton

FEc-w-I 0/0 0/0 2.9/7.1 2.9/7.1 --

FEc-M-I 0/0 0/0 2.9/7.1 2.9/7.1 --

cc-I oio 0/0 0/0 0/0 --

cc-ALPv-I 0/0 0/0 0/0 0/0 --

A7c-ALpv-I 0/0 0/0 0/0 0/0 --

A7c-FEc-M-I 0/0 0/0 2.9/7.1 2.9/7.1 --

j0b 0/0 0/0 0/0 0/0 --

15b 0/0 0/0 0/0 0/0 --

Sources California Department of Conservation Important Faniiland Map 2000 and PD Consultants 2003

Agricultural Preserve is the term the County uses for land subject to Williamson Act agreements There are no Williamson Act preserves along the AlO and 1-5

Alternatives and there are no Williamson Act preserves on MCB Camp Pendleton

The AlO and 1-5 Alternatives do not have initials and ultimates but are included in the table for ease of comparison
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Table 4.3-2

Comparison of Impacts to Agricultural Resource Areas for the Ultimates AlO and 1-5 Alternatives

hectares/acres

NRCS Resources

Agricultural reserve

Williamson ACta

Prime Unique Statewide Total Total

Impacts on Resources on Rancho Mission Viejo

FEC-W-U 5.2/12.7 23.7/58.5 2.6/6.3 31.4/77.6 111.3/274.9

FEC-M-U 1.4/3.4 14.9/36.8 5.3/13.1 21.6/53.3 132.9/328.3

cc-U 0/0 16.0/39.6 6.0/14.9 22.1/54.5 110.1/272

CC-ALPV-U 0/0 16.0/39.6 6.0/14.9 22.1/54.5 110.1/272

A7C-ALPV-U 3.5/8.5 0/0 0/0 3.5/8.5 182.6/451.3

A7C-FEC-M-U 0/0 0/0 0/0 0/0 91.8/226.9

AlOb 0/0 6.6/16.3 0/0 6.6/16.3 14.9/36.9

15b

Impacts on Resources on MC Camp Pendleton

Prime Unique Statewide Total --

FEc-w-u 0/0 0/0 2.9/7.3 2.9/7.3 --

FEc-M-u 0/0 0/0 2.9/7.3 2.9/7.3 --

cc-U 0/0 0/0 0/0 0/0 --

cc-ALPv-u 0/0 0/0 0/0 0/0 --

A7C-ALPV-U 0/0 0/0 0/0 0/0 --

A7C-FEC-M-U 0/0 0/0 2.9/7.3 2.9/7.3 --

AlOb 0/0 0/0 0/0 0/0 --

15b 0/0 0/0 0/0 0/0 --

Sources california Department of Conservation Important Farmland Map 2000 and PD Consultants 2003

Agricultural Preserve is the term the County uses for land subject to Williamson Act agreements There are no Williamson Act preserves along the AlO and 1-5

Alternatives and there are no Williamson Act preserves on MCB Camp Pendleton

The AlO and 1-5 Alternatives do not have initials and ultiniates but are included in the table for ease of comparison

TCA53JFina1SEJR\Pjna/ EiS-SEJRSecgjon 4O\Section 4.3- Farm/and.doc Cl 23/05

November 2005

4.3-30



SOCTIIP EIS/SEIR Section 4.0

Table 4.3-3

Summary of Impacts Mitigation Measures and Level of

Significance after Mitigation Related to Farmland Impacts

Adverse Impacts Mitigation Measures

FEC-W Alternative

34 ha 83 ac or 34 ha 85 ac of rated agricultural land will be impacted AG-i through AG-3 RMV Agricultural Operations and AG-4 Camp
Pendleton Agricultural Operations

109 ha 269 ac or Iii ha 275 ac of agricultural preserves will be impacted None

FEC-M Alternative

23 ha 56 ac or 25 ha 85 ac of rated agricultural land will be impacted AG-i through AG-3 RMV Agricultural Operations and AG-4 Camp
Pendleton Agricultural Operations

123 ha 304 ac or 133 ha 328 ac of agricultural preserves will be impacted None

CC Alternative

18 ha 45 ac or 22 ha 55 ac of rated agricultural land will be impacted AG-i through AG-3 RMV Agricultural Operations

84 ha 208 ac or 110 ha 272 ac of agricultural preserves
will be impacted None

CC-ALPV Alternative

18 ha 45 ac or 22 ha 55 ac of rated agricultural land will be impacted AG-i through AG-3 R.MV Agricultural Operations

84 ha 208 ac or 110 ha 272 ac of agricultural preserves will be impacted None

A7C-ALPV Alternative

ha ac or ha ac of rated agricultural land will be impacted AG-i through AG-3 RMV Agricultural Operations
171 ha 423 ac or 183 ha 45 ac of agricultural preserves will be impacted None

A7C-FEC-M Alternative2

ha ac or ha ac of rated agricultural land will be impacted AG-4 Camp Pendleton Agricultural Operations

89 ha 220 ac or 92 ha 227 ac of agricultural preserves will be impacted None

AlO Alternative

ha 16 ac of rated agricultural land will be impacted AG-i through AG-3 RMV Agricultural Operations

15 ha 37ac of agricultural preserves
will be impacted None

1-5 Alternative

No impacts None
necessary

No Action-OCP and No Action-Rl\IV Alternatives

No Impacts None
necessary
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Table 4.3-3 continued

Summary of Impacts Mitigation Measures and Level of

Significance after Mitigation Related to Farmland Impacts
Initial

Ultimate

All temporary use and permanent acquisition of right-of-way for the build Alternatives will be conducted consistent with the requirements of the Uniform Relocation and

Assistance Real Property Acquisition Polices Act of 1970 as amended California Government Code Chapter 16 Section 7260 et seq. mitigation measure regarding

compliance with this Act for all temporary use and permanent acquisition of property for the build Alternatives is included in the Socioeconomics Section That measure would
also apply to the land use impacts of this Alternative related to agricultural resources

The A7C-FEC-M-Jljtjfll Alternitjve with design modifications has been selected as the Preferred Alternative Due to shills in the alignment the Preferred Alternative would

impact ha 2.57 ac more rated thrmland than the A7C-FFC-M-lnitjal Alternative The Preferred Alternative would inipact 63 ha 155 ad less agricultural preserves than the

A7C-FEC-M-Irjjtjal Mitigation measure AG-4 is applicable to the Prefrred Alternative
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Table 4.3-4

Proposed Status of Mitigation Measures from Effi No

Mitigation Measures from the MMP in Effi No Proposed Status

Measure Agricultural Resources Prior to start of This measure has been incorporated in current

construction activity the TCA shall provide written CommitmentAGC-
notification to agricultural property owners or

leaseholders within the corridor right-of-way of the

TCAs intent to begin construction activity This

notification shall be at least month but no longer

than 12 months prior to start of construction activity

Measure Agricultural Resources In conjunction This measure has been incorporated in current

with final design the TCA shall coordinate with measure AG-l
Rancho Mission Viejo and leaseholders e.g TRW
Ford Aerospace and Riverside Cement to provide

cattle and equipment crossings to minimize

impediments to cattle movement and routine operations

and normal business activities

Measure Agricultural Resources Prior to start of This measure has been incorporated in current

construction activities the TCA shall relocate replace measure AG-2

or pay for replacement at fair market value of any

corrals andlor windmills located within the Corridor

right-of-way

Measure Agricultural Resources In conjunction This measure has not been incorporated As

with final design the TCA in conjunction with the discussed in Section 4.3.3 TCA is not signatory to

County of and Rancho Mission Viejo shall secure an the agricultural preserve agreement Therefore

amendment to the Agricultural Preserve Agreement there is no way for TCA to implement this

between the County of Orange and Rancho Mission mitigation measure

Viejo to remove the right-of-way required for the

corridor alignment from agricultural preserves

Measure 43 Land Use Any property required as measure addressing right-of-way acquisition and

right-of-way for the selected alignment will be relocation consistent with the requirements of the

acquired by the TCA in conformance with Section 301 Uniform Relocation and Assistance Real Property

of the Uniform Relocation Assistance and Real Acquisition Policies Act of 1970 is provided in the

Property Act of 1970 Public law 91-646 Chapter 16 Section 4.4 Socioeconomics Therefore no

of Provision of Title of the Govermnent Code and separate measure for right-of-way acquisition and

Title 25 Chapter of the California Code of relocation is necessary for land use related impacts

Regulations and measure 43 from TCA EIR No was deleted and

replaced with the updated measure in the

Socioeconomics Section
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Table 4.3-5

Applicability of Agricultural Mitigation

Measures and Commitment by Alternative

AC-I AC-2 AC3 AGC-1

FEC-W .1

FEC-M

cc --

CC-ALPV --

A7C-ALPV --

A7C-FEC-MfPreferred -- -- --

MO --

1-5 -- -- --

No Action-OCP -- -- -- --

No Action-RMV -- -- -- --
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4.4 AFFECTED ENVIRONMENT IMPACTS AND MITIGATION MEASURES
RELATED TO SOCIOECONOMICS AND ENVIRONMENTAL JUSTICE

The potential impacts of the SOCTIIP Alternatives related to socioeconomics and Environmental Justice

are evaluated detail in the Socioeconomics and Growth Inducing Impacts Technical Report PD
Consultants 2003 and the Draft Relocation Impacts Study PD Consultants 2003 and are summarized

in this Section Refer to the Table of Contents for locations where these Technical Reports are available

for review or purchase Additional information on agricultural impacts may be found in Section 4.3

Information on economic impacts to MCB Camp Pendleton is provided in Section 4.21 Impacts to

residential and non-residential planned land uses are addressed in Section 4.2

As stated in Section 2.2 the A7C-FEC-M-Initial Alternative alignment evaluated in the Draft EIS/SEIR

was refmed in order to m.inimize environmental impacts and address engineerimz requirements The
A7C-FEC-M-Initial Alternative with the design modifications was selected as the Preferred Alternative

The Preferred Alternative will be maximum of six lanes The design modifications incorporated into

the Alternative do not substantially alter the path of the alignment or project impacts related to

socioeconoinics and environmental justice All utility relocations will occur within the designated

disturbance limits for the Preferred Alternative

Additional development has occurred in the project study area in the period since the Draft EIS/SEIR was
published Specifically additional development has occurred in accordance with adopted plans in the

Talega planned community As result of the anticipated development the displacement effects for

several alternatives have changed

4.4.1 AFFECTED ENVIRONMENT RELATED TO SOCIOECONOMICS AND
ENVIRONMENTAL JUSTICE

4.4.1.1 Introduction

This Section describes existing socioeconomic conditions in the SOCTIIP study area Data for the larger

regional area are also included to provide context as to the similarities differences and relationships

between the study area and the overall region Information is presented for the following existing

socioeconomic parameters

Existing and projected population housingand employment

Demographic and socioeconomic characteristics

Fiscal characteristics including property valuation and taxable sales

Regional Area

The regional area is defined as all of Orange County

SOCTIIP Study Area for Socioeconomics and Environmental Justice

The study area consists of communities potentially directly impacted by the alignments of the SOCTIIP

build Alternatives and the communities immediately adjacent to the alignments This area is generally

comprised of South Orange County

The study area is divided into smaller geographic units called Community Analysis Areas CAAs
CAAs were developed by the County of Orange for sub-county area forecasting The County is divided
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into 70 CAAs The CAAs in the SOCTITP study area are CAAs 53 57 to 60 62 to 64 and 66 to 70 as

shown on Figure 4.4-1 Figures and tables cited in this Section are provided following the last page of

text in this Section

The communities in the SOCTIIP study area are the incorporated Cities of Aliso Viejo Lake Forest

Laguna Hills Laguna Woods Mission Viejo Laguna Niguel Rancho Santa Margarita San Juan

Capistrano Dana Point and San Clemente City and community boundaries are shown on Figure 4.4-2

The study area also includes the unincorporated area of Rancho Mission Viejo RMV and the

unincorporated communities of Las Flores Coto De Caza Ladera Ranch and Talega RMV is directly

southeast of Mission Viejo and extends south to the Orange County and San Diego County line east of

San Clemente RMV accounts for the majority of the unincorporated area in the SOCTIIP study area

covering 9254 ha 22850 ac Las Flores Planned Community PC is east of Mission Viejo near Oso

Parkway where it intersects with Antonio Parkway Further east is Coto De Caza which includes the

Wagon Wheel development in the southern part of the community near the intersection of Oso Parkway

and Altura Coto De Caza extends north beyond the SOCTIIP study area The Ladera PC is east of

Marguerite Parkway The majority of Ladera PC is southwest of the intersection of Crown Valley

Parkway and Antonio Parkway with small area north of Crown Valley Parkway The northeast part of

San Clemente is designated as the Talega PC The Talega PC also extends north and east of San

Clemente and includes the Rolling Hills PC in unincorporated Orange County and The Donna ONeill

Land Conservancy

The study area also includes the service areas of Capistrano Unified School District CUSD Saddleback

Valley Unified School District SVUSD and Irvine Unified School District 1USD The CUSD service

area includes parts of the Cities of Dana Point Laguna Niguel Mission Viejo Rancho Santa Margarita

San Clemente and San Juan Capistrano and part of unincorporated Orange County The CUSD services

approximately 45000 students in 505 square kilometer km 195 square mile mi area CUSD
facilities include 32 elementary schools eight middle schools four high schools one alternative

education campus and one adult education campus Future CUSD facilities in the SOCTIIP study area

include high school

The SVUSD service area includes parts of Mission Viej Lake Forest Rancho Santa Margarita and

Trabuco Canyon SVUSD facilities include 26 elementary schools four intermediate schools four high
schools and two alternative education campuses

The 1USD service area is primarily in the City of Irvine The 1USD serves approximately 24000 students

at 22 elementary schools eight middle schools and six high schools including continuation and

independent study high schools The 1USD does not have any existing or planned facilities near the

alignments of the SOCTIIP build Alternatives

Population Housing and Employment Forecasts

Population household housing and labor force characteristics for the SOCTIIP study area individual

incorporated cities in the SOCTIIP study area and the regional area are shown in Table 4.4-1

4.4.1.2 Population Characteristics and Trends

The regional population is expected to increase from an estimated 2.8 million persons in 2000 to over
3.4 million persons by 2025 This equates to total increase of 562300 persons or an annual rate of

increase of 0.7 percent per year over the period in the region
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The SOCTIIP study area was home to almost 482000 persons in 2000 or 17 percent of the population in

the Orange County region By 2025 the population in the SOCTIIP study area is forecast to increase by
145700 persons to 627600 an annual increase of 1.1 percent By 2025 the SOCTIIP study area is

expected to account for 18 percent of the population in the Orange County region

Three CAAs 59 60 and 70 are expected to account for the majority of forecast growth in the SOCTIIP

study area Population in these three CAAs is forecast to increase by almost 97600 persons between

2000 and 2025 and will account for 67 percent of total population growth in the SOCTIIP study area

These three CAAs are in unincorporated County and include Ladera and Talega PCs and the RMV
property The RMV property is largely undeveloped and in agricultural holding or open space General

Plan designations The Orange County Projections 2000 OCP-2000 Center for Demographic Research

Orange County Proj ections-2000 no date forecasted that future development of the RMV property
would include approximately 21000 dwelling units dus However RMV has submitted development

plans that call for 14000 dus and less associated population than is assumed in the OCP-2000 forecasts

Housing Characteristics and Trends

In the region housing is expected to increase from an estimated 978000 dus in 2000 to over 1.1 million

dus by 2025 This is total increase of 137800 dus or an annual rate of increase in the region of 0.5

percent per year over the period

There were over 187000 dus in the SOCTI1P study area in 2000 or 19 percent of the housing in the

Orange County region By 2025 housing in the SOCTI1P study area is forecast to increase by almost

47000 dus to 234600 an annual increase of 0.9 percent By 2025 the SOCTIIP study area is expected
to account for 21 percent of the total dus in the Orange County region

CAAs 59 60 and 70 are expected to account for the majority of forecast growth in the SOCTIIP study
area Housing in these three CAAs is forecast to increase by almost 35900 dus between 2000 and 2025
and account for 76 percent of total housing growth in the SOCTIIP study area These three CAAs in

unincorporated County include the Ladera and Talega PCs and the RMV property The Ladera and

Talega PCs have approved development plans and account for approximately 13100 of the dus in these

CAAs The RMV property is currently largely undeveloped OCP-2000 assumed that future

development of the RMV property would include 21000 dus However RMV has submitted

development plans that call for 14000 dus and less associated population than is assumed in the OCP
2000 forecasts

Employment Characteristics and Trends

Employment in the region is expected to increase from an estimated 1.5 million jobs in 2000 to almost

2.1 million jobs by 2025 This will be total increase of 541000 jobs or an annual rate of increase in the

region of 1.2 percent per year over the period

There were over 207000 jobs in the SOCTIIP study area in 2000 or 14 percent of the employment in the

Orange County region By 2025 employment in the study area is forecast to increase by 97700 jobs to

304938 an annual increase of 1.6 percent By 2025 the SOCTIIP study area is expected to account for

15 percent of the total jobs in the Orange County region
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The following CAAs in the study area are expected to account for almost 75 percent of the forecasted

growth in employment

CAA 53 Spectrum in Irvine 21807 jobs 22% of the SOCTIIP study area

CAA 9/60 Unincorporated 23622 jobs 24% of the SOCTIIP study area

CAA 63 Laguna Hills 16994 jobs 17% of the SOCTIIP study area

CAA 69 San Clemente 10977 jobs 11% of the SOCTITP study area

4.4.1.3 Demographic and Socioeconomic Characteristics

Housing Characteristics

Housing Supply

Historically the rate of growth in the supply of housing in the SOCTIIP study area has exceeded the rate

in the region as whole As shown in Table 4.4-1 between 1980 and 2000 the supply of housing in the

SOCTIIP study area more than doubled compared to 34 percent increase in the region as whole

While the overall rate of growth in housing supply is expected to decline this trend is forecast to continue

in the future by the Center for Demographic Research CDR the organization responsible for preparing

the official Orange County forecasts This forecast is based on consideration of local regional state

national and international forces that affect growth The forecasts expect continued population and

employment growth in Orange County and the SOCTIIP study area leading to additional demand for

housing Details of the forecast methodology and assumptions are provided in OCP-2000 Between 2000

and 2025 the supply of housing in the SOCTIIIP study area is projected to increase by 24 percent

compared to 15 percent in the region as whole

The rate of growth in individual communities in the SOCTIIP study area is expected to widely vary The
Cities of Dana Point Mission Viejo Laguna Niguel Laguna Hills Laguna Woods and Lake Forest are at

or near build out and are forecast to experience little or no growth over the next 25 years The Cities of

San Clemente and San Juan Capistrano are projected to experience moderate growth over this period As
noted previously the majority of growth in housing in the SOCTIIP study area is projected to occur in the

unincorporated areas in the southeast
part of the study area including the Ladera and Talega PCs and

RMV

Housing supply by type of unit in the incorporated cities in the SOCTIIP study area and the region as

whole are shown in Table 4.4-2 According to United States Census data there were 165500 dus in

incorporated cities in the SOCTIIP study area in 2000 compared to total of 968300 dus in the region as

whole Cities in the SOCTIIP study area have higher proportion of single family detached and

attached housing 71 percent than the region as whole 64 percent The SOCTIIP study area has

smaller share of multiple family units both for sale and rent than in the region as whole With the

exception of San Juan Capistrano and Lake Forest incorporated cities in the SOCTIIP study area have

smaller share of mobile homes than the region as whole

Tenure and Vacancy Rates

Owner occupied housing units represent larger share of total occupied housing in the SOCTIIP study
area than the region as whole Tn 2000 almost 74 percent of occupied housing in the SOCT1TP was
owner occupied compared to 59 percent in the region as whole This trend is generally reflected in all

incorporated cities in the SOCTIIP study area
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Housing vacancy rates in the SOCTIIP study area are higher than the region as whole In 2000
4.4 percent of housing units in the SOCTIIP study area were vacant compared to 3.5 percent in the region

as whole Vacancy rates in incorporated cities in the SOCTIIP study area range from low of

1.6 percent in Mission Viejo to high of 7.8 percent in Dana Point

Housing Values and Rental Rates

Based on 2000 United States Census data the value of housing in the SOCTITP study area is higher than

in the region as whole In 2000 the median value of an owner occupied housing unit in the SOCTIIP

study area was almost $325500 compared to $270000 in the region This trend is consistent throughout

the incorporated cities in the SOCTIIP study area

Rental rates were also higher in the SOCTIIP study area compared to the region as whole In 2000 the

average monthly rental rate in the SOCTIIP study area was $1123 versus $923 in the region This trend

is consistent throughout the incorporated cities in the SOCTIIP study area

Population Characteristics

Population Growth Trends

Historically the rate of growth in population in the SOCTIIP study area has exceeded the rate in the

region as whole Between 1980 and 2000 population in the SOCTIIP study area increased by
132 percent compared to 47 percent in the region The study area for the SOCTIIP has experienced

relatively rapid development in the last 15 years The rapid growth in southern Orange County
predominately occurred from the mid 980s to the present as illustrated by the large number of new cities

incorporated in south Orange County during this period With the exception of the Cities of Irvine

Laguna Beach San Clemente Laguna Hills and San Juan Capistrano virtually all the cities in the

SOCTIIP study area were incorporated in the late 980s or 990s Lake Forest incorporated 1991
Mission Viejo 1988 Dana Point 1989 Laguna Niguel 1989 Laguna Woods 1999 Rancho Santa

Margarita 2000 and Aliso Viejo 2001 Most of these incorporations consisted of one large PC or the

consolidation of several PCs into one city In addition the growth and annexation patterns for the Cities

of San Juan Capistrano and San Clemente extended predominately inland during this period

This population growth trend is expected to continue in the future although at slower overall rate

Based on the OCP-2000 forecasts prepared by CDR population in the SOCTIIP study area is expected to

increase by 32 percent between 2000 and 2025 compared to an increase of 20 percent in the region over

the same period This forecast is based consideration of local regional state national and international

forces that affect growth Details of the forecast methodology and assumptions are provided in Orange

County Proj ections-2000 CDR no date As noted previously the majority of future growth in

population in the SOCTIIP study area is projected to occur in the unincorporated areas in the southeast

part
of the study area including the Ladera and Talega PCs and RMV

Demographic Characteristics

The distribution of males versus females is similar in the SOCTI1P study area incorporated cities in the

SOCTIIP study area with the exception of Laguna Woods due to the older population in that City and

the resulting greater number of female population due to the greater longevity of women versus men and

the region as whole at roughly 50/50 The percent of elderly population is somewhat higher in the

SOCTIIP study area than the region at 11.3 percent in the SOCTIIP study area compared to 9.9 percent

in the region
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Disability Characteristics

The percentage of disabled population in the SOCTIJP study area is smaller than in the region as whole

In 2000 disabled persons represented 12.2 percent of the population in the SOCTIIP study area compared

to 15.2 percent in the region

Ethnic Characteristics

Minority populations defined as non-white population using 2000 Census data represent smaller share

of total population in the SOCTIIP study area than the region overall In 2000 minorities represented

almost 17 percent of the SOCTIIP study area population versus 35 percent in the region This trend is

consistently represented throughout the incorporated cities in the study area

Household Characteristics

Household Income

Household income in the SOCTUP study area is higher than in the region In 1999 the median household

income in the SOCTIIP study area was almost $70977 compared to $58820 in the region

Transit Dependent Households

Transit dependent households defined as households without vehicle represent smaller share of total

households in the SOCTIIP study area compared to the region In 2000 transit dependent households

accounted for 4.2 percent of SOCTIIP study area household versus 5.8 percent in the region

Low Income Households

There is smaller share of households with below poverty level incomes in the SOCTIIP study area than

in the region The 2000 Census defmes below poverty level as families with incomes below the 1999

Office of Management and Budget poverty thresholds that vary by family size and composition In 1999
3.0 percent of households in the SOCTIIP study area had incomes below the poverty level compared to

7.0 percent in the region

Employment Characteristics

Labor Force Employment and Unemployment

The SOCTIIP study area has lower labor force participation rate than in the region Labor force

participation rate is defmed as the persons in the labor force divided by total population In 2000 almost

49 percent of the population in the SOCTIIP study area was in the labor force compared to 53 percent in

the region Unemployment rates in the SOCTIIP study area were lower than in the region In 2000 1.8

percent of the labor force in the SOCT1TP study area was unemployed compared to 2.5 percent in the

region

Jobs by Location

In 2000 there were an estimated 207200 jobs in the SOCTIIP study area 14 percent of the 1.5 million

total jobs in the region as shown in Table 4.4-1 This is lower than the SOCTIIP study areas regional

share of population and housing Estimated jobs in incorporated cities in the SOCTIIP study area range
from 2535 jobs in Laguna Woods to 34010 jobs in Lake Forest
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Fiscal Characteristics

The major sources of public revenues to the incorporated cities and unincorporated Orange County in the

SOCTIIP study area and region are property and sales taxes These revenue sources may potentially be

affected by property acquisition and resident and business relocation requirements generated by the

SOCTIIP build Alternatives The fiscal characteristics described in this Section include assessed property

valuation which is directly related to the level of property tax revenues available to communities and

taxable sales which are directly related to the level of sales tax revenues available to communities

Assessed Property Valuation

Assessed property valuation for incorporated cities and unincorporated Orange County in the SOCTIIP

study area and the region is shown in Table 4.4-3 Assessed property valuation for jurisdictions in the

SOCTIIP study area totaled almost $71 billion in fiscal year 2001/2002 FY 2001/2002 Assessed

valuation in the region totaled $244 billion

Property tax revenues represent maj or source of funding for the three school districts in the SOCTIIP

study area Table 4.4-4 shows the assessed valuation within these School Districts and all districts in the

region Assessed valuation in the School Districts in the SOCTIIP study area totaled $73 billion in FY
2001/2002

Taxable Sales

Taxable sales in the SOCTIIP study area and the region are shown in Table 4.4-5 As noted taxable sales

for the various jurisdictions in the SOCTIIP study area totaled $4.9 billion in 2000 Taxable sales in the

region totaled $44 billion

4.4.2 METHODOLOGY RELATED TO SOCIOECONOMICS AND ENVIRONMENTAL
JUSTICE

Assessment was made of the potential impacts of the various SOCTITP Alternatives related to

socioeconomics and Environmental Justice Impacts were quantified where possible and were

qualitatively described if not quantifiable The SOCTIIP Alternatives including the No Action

Alternatives were analyzed for

Residential non-residential and agricultural displacements

Changes in neighborhoods or community cohesion for various social groups due to impacts caused by
changes in travel patterns or accessibility or property acquisition

Economic impacts on the regional andlor local economy including effects of the alternatives on

development tax revenues and public expenditures employment opportunities accessibility and

retail sales

Impacts of the alternatives on established business districts

Impacts to minority and low-income populations in compliance with Executive Order 12898 based on
the relative level of impacts to minority and low income populations compared to the representation

of these groups in the larger population of the study area as whole
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4.4.2.1 Residential and Non-Residential Displacements

Information and data on residential and non-residential displacements and relocation referenced in this

Section are summarized from the detailed analyses in the Relocation Impacts Technical Report PD
Consultants 2003 Additional information on the approach methodology sources assumptions and

results of that analysis are provided in that report In summary the number and type of displacements

were identified using combination of aerial photography limits of disturbance mapping assessor parcel

maps assessor records Haines Directories and selected field verification The number and type of

displaced residents was estimated using 2000 U.S Census data applied to the number of displaced

residential units The number of displaced employees was estimated using standard occupancy factors

applied to displaced non-residential structures

4.4.2.2 Outreach

The scoping process for the SOCTIIP included extensive community information distribution of the

availability of the Notice of Preparation NOP to large number of residents tenants and businesses in

the study area and other public information activities intended to solicit input from the community

including minority groups on the proposed project alternatives The scoping process is described in

detail in separate scoping report South Orange County Transportation Infrastructure Improvement

Project Scoping Summary Report Volumes 1-3 PD Consultants April 2003 The scoping process

did not result in the identification of any formal groups related to minorities or disadvantaged

populations No individuals identified themselves as members of minority or disadvantaged populations

during the scoping process

4.4.3 IMPACTS RELATED TO SOCIOECONOMIC AND ENVIRONMENTAL JUSTICE

This Section evaluates the potential socioeconomics and Environmental Justice impacts of the SOCTIIP

Alternatives related to

Residential non-residential and agricultural displacement

Community cohesion

Economic impacts

Environmental justice

4.4.3.1 Short-Term Construction Impacts Related to Socioeconomics and Environmental Justice

Residential Non-Residential and Agricultural Displacements

Residential Displacements

The residential displacements that would occur as result of the construction of the SOCTIIP build

Alternatives are summarized in Tables 4.4-6 and 4.4-7 Information is provided regarding the number

and type of displaced units number of displaced households displaced households by tenure number of

displaced persons and an estimate of displaced special needs groups including poverty status households

and minority elderly disabled and transit dependent populations The number of displaced persons was
estimated using 2000 Census vacancy rate and average household size data Detailed information on

displacement and relocation is provided in the Relocation Impacts Technical Report Since publication of

the Draft EIS/SEIR construction has been initiated for several new phases of the Champion Hills

Talega Specific Plan The practical effect of the continued home construction in Talega is that same
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project alternatives will displace more homes than what was reported in the Draft EIS/SEIR This is not

new siificant impact The displacement numbers provided below have been updated to reflect

construction of homes in Talega since circulation of the Draft EIS/SEIR Construction of the following

build Alternatives would displace the following residences

CC Ultimate Ø42-8O8 housing units/I 1052050 persons

CC Initial -7housingunits/i 3801 914 persons

CC-ALPV-Ultimate 44Qhousing units/44691 persons

CC-ALPV-Initial 2-172 housing units/7-54l persons

A7C-ALPV-Ultimate housing units/9-762 persons

A7C-ALP V-Initial Q-l12 housing units/2.6-358 persons

AlO 263 housing units/827 persons

I-S 838 housing units/i 970 persons

Refer to Appendix for detailed list by address of these displacements These residential and

population displacements would be an adverse impact of the construction of these SOCTIIP Alternatives

The FEC-W FEC-M and A7C-FEC-M Alternatives would not result in the displacement of any

residences or residents The Preferred Alternative is refined aliunment based on the A7C-FEC-M-lnitial

alternative The Preferred Alternative would not result in the displacement of any residences or residents

The No Action Alternatives would not result in the construction of any SOCTIIP related transportation

improvements and would not require the acquisition of any property Therefore the No Action

Alternatives would not result in the displacement of any residences or residents

Business Institutional and Non-Profit Displacement

The business commercial and industrial institutional and non-profit displacements as result of the

construction of the SOCTIIP build Alternatives are summarized in Table 4.4-8 Information is provided

regarding the number and type of displaced non-residential uses estimated number of displaced

employees estimated displaced firms by employment size and the number of displaced non-residential

parcels Refer to Appendix for detailed list by address of these displacements Detailed information

on displacement and relocation is provided in the Relocation Impacts Technical Report

Construction of the following SOCTIIP build Alternatives would result in the displacement of

commercial industrial lodging andlor public/institutional uses

CC Alternative 106 uses/i 100 employees

MO Alternative 17 uses/200 employees

I-S Alternative 382 uses/41 50 employees

These non-residential displacements of businesses and employees would be an adverse impact of these

SOCTIIP build Alternatives The remaining build Alternatives would not result in the displacement of

any non-residential uses or employees
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The No Action Alternatives would not result in the construction of any SOCTIIP related transportation

improvements and would not require the acquisition of any property Therefore the No Action

Alternatives would not result in the displacement of any non-residential uses or employees

Agricultural Displacements

The agricultural displacements as result of the construction of SOCTI build Alternatives are

summarized in Table 4.4-9 Information is provided regarding the number type and acreage of displaced

agricultural uses Detailed information on displacement and relocation is provided in the Relocation

Impacts Technical Report

Construction of the following SOCTIIP build Alternatives would displace agricultural uses

CC Alternative CC-ALPV Alternative parcels/40 ha 98 ac

FEC-M Alternative parcels/20 hectares 49 acres

FEC-W Alternative parcel/99 hectares 244 acres

MO Alternative parcels/13 ha 31 ac

The displacement of active agricultural operations would be an adverse impact of the construction of

these SOCTIIP Alternatives

The A7C-FEC-M A7C-ALPV and 1-5 Alternatives would not displace any agricultural uses

A7C-FEC-M-Initial has been refmed as result of additional enneering analysis and resource

avoidance The Preferred Alternative which is refmed alignment based on the A7C-FEC-M-Injtjal

corridor alternative would not displace any agricultural uses The construction and operation of the

Preferred Alternative would not preclude the use of agricultural areas outside of the project footprint

Displacement and acquisition of active agricultural land represents the following percentage of the 13234
acres 5356 hectares of prime unique and statewide importance agricultural lands in the study area

CC-ALPV Alternative less than 1% of prime unique and statewide importance agricultural lands

CC-Alternative less than 1% of prime unique and statewide importance agricultural lands

AIO Alternative less than 1% of prime unique and statewide importance agricultural lands

FEC-M Alternative less than 1% of prime unique and statewide importance agricultural lands

FEC-W Alternative less than 1% of prime unique and statewide importance agricultural lands

hi addition several agricultural leases on the RMV property are conditioned to accommodate potential

SOCTIIP alignments However none of these leases cover the displaced agricultural activities identified

in this analysis

The A7C-ALPV A7C-FEC-M/Preferred Alternative and I-S Alternatives would not result in the

displacement of any agricultural uses The No Action Alternatives would not result in the construction of

any SOCTIIP related transportation improvements and would not require the acquisition of any property

Therefore the No Action Alternatives would not result in the displacement of any agricultural uses
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Replacement Resources

Adequate and affordable replacement resources such as residential non-residential and agricultural lands

would be available for resources impacted under the SOCTIIP build Alternatives as discussed in detail in

the Relocation Impact Technical Report There are sufficient replacement resources that are in the $500

or higher rental range to accommodate households displaced from existing housing

However there may be insufficient replacement resources in the less than $500 per month rental range to

accommodate households displaced from existing housing in this rental range under the following

SOCTIIP build Alternatives

CC Alternative

ATO Alternative

1-5 Alternative

This affect on the available low/moderate income housing supply is an adverse impact of the construction

of these SOCTIIP Alternatives

The FEC-W FEC-M CC-ALPV A7C-ALPV and A7C-FEC-M Alternatives would not result in adverse

impacts related to replacement resources Similarly the Preferred Alternative would not result in adverse

impacts related to replacement resources The No Action Alternatives would not result in the

construction of any SOCTIIP related transportation improvements and would not require the acquisition

of any property Therefore the No Action Alternatives would not result in the displacement of any land

uses and would not result in an adverse impacts related to replacement resources

Community Cohesion

As stated in Caltrans guidelines for community impact assessment community cohesion is the degree to

which residents have sense of belonging to their neighborhood level of commitment of the residents

to the community or strong attachment to neighbors groups and institutions Transportation projects

may divide cohesive neighborhoods when they act as physical barriers or where they are perceived as

psychological barriers by the residents transportation project that modifies interferes with or

terminates access to community facilities and services may also affect community cohesion Construction

of the SOCTIIP build Alternatives is anticipated to have an adverse impact on community cohesion if an

alternative divides an existing neighborhood thereby restricting access within the community or to

community facilities and services or displaces community facilities or services Based on these

criteria construction of the following SOCTIIP build Alternatives would have an adverse impact on

community cohesion because they divide existing neighborhoods andlor displace community facilities or

services

CC Alternative This Alternative would divide existing neighborhoods in the Talega PC and would

displace six community facilities including two senior services facilities and four churches All the

displacements occur in the City of San Clemente For list of displaced properties refer to Appendix

A7C-ALPV Alternative This Alternative would divide an existing neighborhood in the Talega PC

1-5 Alternative This Alternative would displace seven community facilities including one USPS Post

Office one City administrative office four churches and one private school The displacements occur in

Laguna Hills Laguna Niguel Lake Forest San Clemente and San Juan Capistrano For list of displaced

properties refer to Appendix
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These effects on community cohesion would be an adverse impact of these SOCTIIP Alternatives The

remaining SOCTIIP build Alternatives would not result in adverse impacts related to community
cohesion

The No Action Alternatives would not result in the construction of any SOCTIIP related transportation

improvements and would not require the acquisition of any property Therefore the No Action

Alternatives would not result in the any impacts related to community cohesion

Economic Impacts

Property acquisition and the associated displacement and relocation of residences and businesses as

result of the construction of the SOCTIIP build Alternatives will generate economic impacts to the

communities and jurisdictions in the study area These impacts could include loss of property tax

revenues sales tax revenues and transit occupancy tax TOT revenues by cities and unincorporated

Orange County loss of property tax revenues to School Districts loss of employment opportunities due

to displaced businesses increases in rate payer costs and reduced tipping fee revenue due to loss of

landfill capacity at Prima Deshecha Landfill construction-related impacts to employment business and

tax revenues and benefits from congestion relief and improved mobility as discussed below Potential

economic impacts on MCB Camp Pendleton are addressed in Section 4.21 Military Impacts

Property Tax Revenues

All the SOCTIJP build Alternatives will impact local property tax revenues In general the impact is

minor at less than 1.0 percent of the total local property tax revenues and should not adversely affect the

local jurisdictions revenue bases However the construction of the following Alternatives would impact

more than 1.0 percent of one or more jurisdictions property tax revenue which would represent an

adverse impact of that Alternative

CC Alternative This Alternative would impact 2.1 percent of the City of San Clemente property tax

revenue

A7C-ALPV Ultimate The A7C-ALPV Ultimate would impact 1.0 percent of the City of San Clemente

property tax revenue

1-5 Alternative This Alternative would impact an estimated 1.0 percent of the City of Mission Viejo
property tax revenue 1.4 percent of the City of San Juan Capistrano property tax revenue and 1.7 percent
of the City of San Clemente property tax revenue

All the SOCTIIP build Alternatives will impact school district property tax revenues In all cases the

impact is minor at less than 1.0 percent of school district property tax revenues and should not

substantially affect the revenue bases of the three school districts in the SOCTIIP study area
Nonetheless this reduction in school district fmancial resources is an adverse impact of the construction
of the SOCTIIP Alternatives

The No Action Alternatives would not result in the construction of any SOCTIIP related transportation
improvements and would not require the

acquisition of any property Therefore the No Action
Alternatives would not result in any impacts related to property tax revenues

TA53J Final SEIRFinal EIS-5EJRSecjion 05ection 4.4 Socioeconon icc doe lI/23/05 4.4-12
November 2005



SOCTIIP EJS/SEIR Section 4.0

Sales Tax Revenues

Construction of the following SOCTIIP build Alternatives would displace commercial establishments as

follows

Construction of the CC Alternative This Alternative would displace 89 commercial uses out of

total of 106 business institutional and non-profit displacements all in the City of San

Clemente For list of displaced commercial properties refer to Appendix Overall there are

sufficient replacement resources to accommodate the displaced uses in the replacement area

However there may be need for some uses to relocate outside of the City of San Clemente due

to lack of appropriate space in the City As result the impacts on sales tax revenues would not

be adverse at regional level However the displacement of existing commercial uses would

constitute an adverse impact at the local level on the City of San Clemente due to loss of

commercial business opportunities and net loss of sales tax revenues due to the need for some
of the displaced businesses to relocate outside of the City The overall level of permanently lost

sales tax revenue cannot be quantified because it is unknown how many of the displaced

commercial users would relocate outside the City In addition to the potential permanent loss of

sales tax revenue to specific jurisdictions construction of this Alternative could potentially affect

short-term revenues to businesses not being displaced but in the immediate vicinity of

construction activities This impact would be caused by modified access to some businesses

during construction and potential perceptions of access inconvenience by business patrons This

reduced business revenue could produce short-term impacts to sales tax revenues However

plan to maintain access to all non-acquisition properties will be prepared and implemented prior

to initiation of construction Further certain businesses such as food and services may benefit

from patronage by construction workers thereby potentially offsetting potential losses by other

patrons The number and type of businesses potentially affected during construction cannot be

estimated because detailed construction plans phases and timing are unknown Further it would

be speculative to estimate the potential level of impact to business revenues and sales tax

revenues This potential short-term impact on sales tax revenues is an adverse impact of the

construction of this Alternative

MO Alternative Construction of this Alternative would displace four commercial uses out of

total of 17 business institutional and non-profit displacements all in the City of Rancho Santa

Margarita For list of displaced commercial properties please refer to Appendix Overall

there are sufficient replacement resources to accommodate the displaced uses in the replacement

area and the impact on sales tax revenues should be minor

1-5 Alternative Construction of this Alternative would displace 336 commercial uses out of

total of 382 business institutional and non-profit displacements The displacements occur in

Laguna Hills Laguna Niguel Lake Forest Mission Viejo San Clemente and San Juan

Capistrano For list of displaced commercial properties please refer to Appendix of the

Relocation Impact Technical Report Overall there are sufficient replacement resources to

accommodate the displaced uses in the replacement area However there may be need for some

uses to relocate outside Laguna Niguel and San Clemente due to lack of appropriate space in

these Cities As result these impacts would not be adverse at regional level However the

displacement of existing commercial uses would constitute an adverse impact at the local level on

the Cities of San Clemente and Laguna Niguel due to loss of commercial business opportumties

and net loss of sales tax revenues due to the need for some of the displaced businesses to

relocate outside of these Cities However the overall level of permanently lost sales tax revenue

cannot be quantified because it is unknown how many of the displaced commercial users would

relocate outside of these Cities In addition to the potential permanent loss of sales tax revenue to
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specific jurisdictions construction of the Alternative could potentially affect short-term revenues

to businesses not being displaced but in the immediate vicinity of construction activities This

impact would be caused by modified access to some businesses during construction and potential

perceptions of access inconvenience by business patrons This reduced business revenue could

produce short-term impacts to sales tax revenues However plan to maintain access to all non-

acquisition properties will be prepared and implemented prior to initiation of construction

Further certain businesses such as food and services may benefit from patronage by
construction workers thereby potentially offsetting potential losses by other patrons The number
and type of businesses potentially affected during construction cannot be estimated because

detailed construction plans phases and timing are unknown Further it would be speculative to

estimate the potential level of impact to business revenues and sales tax revenues This potential

short-term impact on sales tax revenues is an adverse impact of the construction of this

Alternative

The CC-ALPV A7C-ALPV FEC-W FEC-M and A7C-FEC-M Alternatives would not result in any

impacts related to sales tax revenues The Preferred Alternative refinement based on the A7C-FEC-M-
Initial aliment would not result in any impacts related to sales tax revenue The No Action

Alternatives would not result in the construction of any SOCTIIP related transportation improvements

and would not require the acquisition of any property Therefore the No Action Alternatives would not

result in any impacts related to sales tax revenues

Transit Occupancy Tax TOT Revenues

Construction of the following SOCTIIP build Alternatives will displace lodging facilities which will

directly impact TOT revenues in the affected jurisdictions as follows

CC Alternative 379 lodging rooms in the City of San Clemente

1-5 Alternative 147 lodging rooms in the City of Laguna Hills 317 rooms in the City of San

Clemente and 33 rooms in the City of San Juan Capistrano

Table 4.4-10 presents an estimate of the level of TOT revenues generated by the displaced lodging
facilities by jurisdiction for these Alternatives The potential adverse impact on TOT revenue is

substantial in the three jurisdictions impacted by these Alternatives As detailed in the Relocation
Impacts Technical Report there are sufficient replacement resources in terms of available relocation
sites to accommodate the displaced uses in the replacement area which would retain the TOT revenues
in the replacement area However there may be need for some uses to relocate outside San Clemente
Therefore while the impacts would not be adverse at regional level the displacement of existing
lodging facilities would constitute an adverse impact at the local level on the City of San Clemente due to

loss of lodging facilities and net loss of TOT revenues because some of the displaced lodging facilities

may need to relocate outside of this City The overall level of permanently lost TOT revenue cannot be
quantified because it is unknown how many of the displaced lodging facilities would relocate outside of
these Cities

The FEC-W FEC-M CC-ALPV A7C-ALPv A7C-FEC-M and AlO Alternatives would not result in
any impacts related to TOT revenues flPreferred Alternative refinement based on the A7C-FEC-M-
hiitial auninment would not result in any impacts related to TOT revenues The No Action Alternativeswould not result in the construction of any SOCTIIP related

transportation improvements and would not
require the acquisition of any property or lodging rooms Therefore the No Action Alternatives would
not result in any impacts related to TOT revenues
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Loss of Employment Opportunities

Construction of the following SOCTIIP Alternatives would displace employment opportunities

Construction of the CC Alternative This Alternative would displace 106 commercial lodging

and public/institutional uses employing an estimated 1100 persons All the displacements occur

in the City of San Clemente For list of displaced commercial properties please refer to

Appendix As described in detail in the Relocation Impacts Technical Report overall there are

sufficient replacement resources in terms of available developable sites and available building

space to accommodate the displaced uses in the replacement area As result the impacts would

not be adverse at regional level However there may be need for some uses to relocate outside

the City of San Clemente This displacement of existing non-residential uses would constitute an

adverse impact at the local level on the City of San Clemente due to loss of business

opportunity and net loss of commercial/employment space in this City However the overall

level of permanently lost job opportunities cannot be quantified because it is unknown how many
of the displaced non-residential uses would relocate outside of this City or how many employees

would continue to work in the City

Construction of the MO Alternative Construction of this Alternative would displace 17

commercial and industrial uses employing an estimated 200 persons The displacements occur in

Rancho Santa Margarita and San Clemente For list of displaced properties refer to Appendix

As described in detail in the Relocation Impact Technical Report there are sufficient

replacement resources in terms of available developable sites and available building space to

accommodate the displaced uses within the replacement area and the impacted Cities

Construction of the 1-5 Alternative Construction of this Alternative affects the largest number of

businesses and employees displacing 382 commercial industrial lodging and public/institutional

uses employing an estimated 4150 persons The displacements occur in Laguna Hills Laguna

Niguel Lake Forest Mission Viejo San Clemente and San Juan Capistrano For list of

displaced properties refer to Appendix As described in detail in the Relocation Impact

Technical Report overall there are sufficient replacement resources in terms of available

developable sites and available building space to accommodate the displaced uses within the

replacement area As result the impacts would not be adverse at regional level However

there may be need for some uses to relocate outside Laguna Niguel and San Clemente The

displacement of existing non-residential uses would constitute an adverse impact at the local level

to the Cities of Laguna Niguel and San Clemente due to loss of business opportunity and net

loss of commercial/employment space within these Cities However the overall level of

permanently lost job opportunities cannot be quantified because it is unknown how many of the

displaced non-residential uses would relocate outside of the City

The FEC-W FEC-M CC-ALPV A7C-ALPV and A7C-FEC-MlPreferred Alternatives would not result

in any impacts related to lost employment opportunities The No Action Alternatives would not result in

the construction of any SOCTIIP related transportation improvements and would not require the

acquisition of non-residential uses Therefore the No Action Alternatives would not result in any impacts

related to lost employment opportunities

Capacity and Lifespan of Prima Deshecha Landfill

Some SOCTIIP build Alternatives cross Prima Deshecha Sanitary Landfill Economic impacts from

refuse capacity reductions at the Prima Deshecha Landfill as result of the construction of these

Alternatives would result in additional cost to ratepayers
for alternative means of refuse disposal These
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impacts of the SOCTUP build Alternatives were analyzed by Bryan Stirrat Associates 10/28/02
and are summarized below The cost in todays dollars to the ratepayers due to the lost capacity would be

the difference between the current cost $22/ton and the cost for alternative disposal The Stirrat study

assumed that the only alternate disposal option that would be available when the Prima Deshecha Landfill

reaches the reduced capacity would be rail haul which is estimated to cost $45/ton in todays dollars

The estimated additional cost to ratepayers as result of reduced landfill capacity is as follows

CC Alternative $53 million

CC-ALPV Alternative $53 million

A7C-ALPV Alternative $62 million

MO Alternative $3 million

There would be an additional economic impact to the County as result of the construction of these

Alternatives due to the loss in tipping fee revenue less the cost for disposal operations which is used for

environmental monitoring operations and maintenance of the landfill system and for support of County
solid waste programs The current tipping fee is $22 per ton portion of which is used for these

programs The increased cost to the rate payer and the loss in tipping fee revenue to the County are

adverse impacts of these build Alternatives

The FEC-M FEC-W A7C-FEC-M/Preferred Alternative and I-S Alternatives do not cross Prima

Deshecha Landfill and would not result in impacts to the Landfill

The No Action Alternatives would not result in the construction of any SOCTIIP related transportation

improvements Therefore the No Action Alternatives would not result in any impacts related to Prima

Deshecha Landfill

Construction Related to Employment

Construction of the SOCTII1P build Alternatives would have short-term effect on employment and

business in the area Employment experience related to highway construction compiled by Caltrans

indicates each $10 million in design and construction costs generates about 323 direct and off-site jobs
Based on this factor total construction jobs generated by the SOCTIIP build Alternatives are estimated in

Table 4.4-11 Total construction related jobs generated by the various Alternatives range up to 43000 for

the I-S Alternative Not all of these jobs would be located in the study area The actual timing and

geographic distribution of these jobs will depend on the construction phasing of the Alternative as well as

the location of the individual firms retained to complete the work However it is expected that the local

economy would capture substantial share of this employment This would be beneficial effect of the
SOCTIIP build Alternatives

In addition to these construction jobs construction workers would likely patronize local businesses
thereby generating short-term revenue increases in the local area The short-term revenue increases
would in turn result in short-term increases in sales tax revenues to the local jurisdictions This would
be beneficial effect of the build Alternatives However this effect of construction activity on local
businesses and tax revenues cannot be quantified

The No Action Alternatives would not result in the construction of any SOCTIIP related transportation
improvements Therefore the No Action Alternatives would not result in any beneficial effects related to
the generation of employment
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Established Business Districts

Construction of the SOCTIIP build Alternatives would result in substantial displacement of commercial

and industrial uses from the downtown business district in San Clemente This area includes the El

Camino Real corridor area from approximately Avenida Palizada south to the County line These

Alternatives are

Construction of the CC Alternative 106 non-residential displacements in the City of San

Clemente the majority of which occur in the downtown business district

Construction of the 1-5 Alternative 172 non-residential displacements in the City of San

Clemente the majority of which occur in the downtown business district

Overall there are sufficient replacement resources to accommodate the displaced uses in the replacement

area As result the impacts would not be adverse at regional level However there may be need for

some uses to relocate outside San Clemente and specifically outside the established business district

This displacement of existing non-residential uses would constitute an adverse impact at the local level to

San Clemente due to loss of business and employment opportunities and net loss of

commerciallemployment space in the City specifically the downtown business district However the

overall level of impact cannot be quantified because it is unknown how many of the displaced non
residential uses would relocate outside of the City

The FEC-W FEC-M CC-ALPV A7C-ALPV A7C-FEC-M and MO Alternatives would not result in

adverse impacts to any business districts Similarly the Preferred Alternative would not result in adverse

imDacts related to any business districts The No Action Alternatives would not result in the construction

of any SOCTIIP related transportation improvements and would not displace any non-residential uses

Therefore the No Action Alternatives would not result in adverse impacts to any business districts

Travel Time Saving from Congestion Relief

Section 3.0 Traffic and Circulation documents the travel time savings produced due to the traffic

congestion relief provided by each of the build Alternatives The following lists the build Alternatives in

general order from those Alternatives with the highest amount of systemwide travel time savings to those

Alternatives with the lowest based on 2025 traffic conditions that assume the build out circulation system

and the proposed RMV development plan The amount of systemwide travel time savings is relatively

the same for Alternatives that are listed together and that amount is substantially different from other

higher or lower ranking Alternatives

The build Alternatives that include the FTC-S toll road from Oso Parkway to I-S the FEC-M FEC

CC and A7C-FEC-M Alternatives and the 1-5 Alternative with 18000 to 21000 hours of travel

time savings per day

The build Alternatives that include the FTC-S toll road from Oso Parkway to Avenida La Pata the

CC-ALPV and A7C-ALPV Alternatives with 8000 hours of travel time savings per day

The MO Alternative with 5000 hours of travel time savings per day

These travel time savings translate into economic benefits in terms of the value of time saved and

increased economic activity from improved mobility for people goods and services The valuation of

time savings and level of economic benefits from improved mobility depend on number of assumptions

that are beyond the scope of this EIS/SEIR However based on U.S Department of Transportation data

the value of time savings could range between $20 and $30 per vehicle hour USDOT Departmental
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Guidance for the Valuation of Travel Time in Economic Analysis April 1997 revised Februaiy 11

2003 The type and level of economic benefits from improved mobility would also be influenced by
other factors such as local regional and national market and economic conditions local land use policies

and regulations availability of necessary infrastructure and services community amenities and quality of

life and decisions by local developers and landowners Thus while there is support for conclusion that

there are positive economic impacts from time savings the value of these benefits has not been quantified

because of the variety of factors and the assumptions required for such quantification The travel time

savings and associated economic benefits cited above are in comparison to the No Action Alternatives

The No Action Alternatives would not accrue these benefits

Title VI of the Civil Rights Act of 1964

Title VI of the Civil Rights Act of 1964 42 U.S.C Section 2000d et seq prohibits ...exclusion from

participation in denial of benefits of and discrimination under Federally assisted programs on

ground of race color or national origin This statute applies to every program area in FHWA It is

FHWAs longstanding policy to actively ensure nondiscrimination in Federally funded activities

Furthermore it is FHWAs continuing policy to identifr and prevent discriminatory effects by actively

administering its programs policies and activities to ensure that social impacts to communities and

people are recognized early and continually throughout the transportation decision-making process--from

early planning through implementation

FHWA managers and staff administer their programs in manner to ensure that no person is excluded

from participating in denied the benefits of or subjected to discrimination under any program or activity

of FHWA because of race color or national origin One of the ways in which FHWA complies with

Title VI is through compliance with EO 12898 DOT Order 5610.2 and FI-IWA Order 6640.23

December 1998 which are primarily reaffirmation of the principles of Title VI of the Civil Rights
Act of 1964 Title VI and related statutes the National Environmental Policy Act NEPA 23 U.S.C
Section 23 109h and other Federal environmental laws emphasizing the incorporation of those

provisions with the environmental and transportation decision-making process

FHWA implements the principles of these orders by incorporating Environmental Justice principles in all

FHWA programs policies and activities within the framework of existing laws regulations and

guidance The Environmental Justice section of this EIS/SEIR reflects the FIIWA required analysis to
address these orders in NEPA environmental document

Caltrans Title VI Policy Statement is included in Appendix The July 26 2000 Caltrans Title VI
Policy Statement ensures compliance with 42 U.S.C Section 2000d that no ...person in the United States
shall on the ground of race color or national origin be excluded from participation in be denied the
benefits of or be subjected to discrimination under any program or activity receiving Federal fmancial
assistance

Environmental Justice

Executive Order 12898 known as the Environmental Justice Policy requires federal agencies to achieve
environmental justice by addressing disproportionately high adverse human health and environmental
effects including interrelated social and economic effects of their programs policies and activities on
minonty and low-income populations in the United States FHWA guidelines FHWA Order 6640.23
December 1998 defme low income populations as household with income at or below the

Department of Health and Human Services poverty guidelines and minority population as persons who
are
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Black having origins in any of the black racial groups of Africa

Hispanic of Mexican Puerto Rican Cuban Central or South American or other Spanish culture or

origin regardless of race

Asian American having origins in any of the original peoples of the Far East southeast Asia the

Indian subcontinent or the Pacific Islands

American Indian and Alaskan Native having origins in any of the original people of North America

and who maintains cultural identification through tribal affiliation or community recognition

An adverse impact is found to have disproportionately high and adverse impact on low-income or

minority populations when

The adverse impact is predominately borne by minority population andlor low-income population

The adverse impact that will be suffered by the minority population andlor low-income population is

more severe or of greater magnitude than the adverse impact that will be suffered by the non-minority

population andlor non-low income population

No SOCTIIP build Alternative would generate ...disproportionately high and adverse effects. on low-

income or minority populations because

The adverse displacement and relocation impacts are not borne predominately by low income or

minority persons Under all the SOCTIJP build Alternatives more than 90 percent of the displaced

populations are not poverty income persons and more than 70 percent of the displaced persons are not

minority

The adverse impacts of displacement and relocation are the same for low income and non-low income

and minority and non-minority populations All eligible displaced households would obtain

relocation assistance

Therefore no SOCTIIP build Alternative would result in adverse environmental justice impacts

related to displacement and relocation

Other impacts such as noise air quality etc will generally affect populations in the corridors as

whole rather than in the localized fashion caused by right-of-way requirements For these cases the

potential for disproportionate representation by environmental justice populations was evaluated for

the corridors as whole This analysis is based on minority and poverty income data from Census

Tracts through which the corridor alignments pass from the 2000 United States Census The

representation of minority and below poverty level income populations in the corridors is similar to

the study area as whole Therefore low income and minority populations would not

disproportionately bear any adverse impacts from air quality noise traffic or other issues that would

affect corridor populations as whole

The No Action Alternatives would not result in the construction of any SOCTHP related transportation

improvements Therefore the No Action Alternatives would not result in adverse impacts to

Environmental Justice populations

P\TCA53J\FinaISEIRFina1EIS-SEIRction 4.OlSeciion 4.4- Socioeconomics.doe aIJ/23/O5 4.4-19

November 2005



SOCTIIP EIS/SEIR Section 4.0

4.4.3.2 Long-Term Impacts Related to Socioeconomics and Environmental Justice

Residential Non-Residential and Agricultural Displacements

The long-term impacts related to residential non-residential and agricultural displacements under the

SOCTIIP build and No Action Alternatives would be the same as the short-term adverse impacts of those

Alternatives as discussed in Section 4.4.3.1 Construction hnpacts Related to Socioeconomics

Community Cohesion

The long-term impacts related to community cohesion under the SOCTIIP build and No Action

Alternatives would be the same as discussed for those Alternatives in Section 4.4.3.1

Economic Impacts

The long-term impacts related to economics under the SOCTIIP build and No Action Alternatives would

be the same as identified for those Alternatives in Section 4.4.3.1

Title VI

With implementation of the principles outlined in FIIWA and Caltrans policies and orders related to Title

VI and due to the lack of disproportionately high and adverse effect on any low-income or minority

population in the project study area there would be no long-term impacts related to Title VI under the

SOCTIIP build and No Action Alternatives

Environmental Justice

There would be no long-term impacts related to Environmental Justice under the SOCTIIP build and No
Action Alternatives as discussed for those Alternatives in Section 4.4.3.1

4.4.3.3 Summary of Impacts Related to Socioeconomics and Environmental Justice

In general with the exception of agricultural displacements the corridor Alternatives that pass primarily

through less developed areas specifically the A7C-FEC-M FEC-W and FEC-M have fewer or lower

levels of adverse impacts to socioeconomic parameters than Alternatives that pass through more
developed areas specifically the A7C-ALPV CC-ALPV CC MO and 1-5 Alternatives

In the case of agricultural displacements CC CC-ALPV FEC-M and FEC-W have the greatest impact
followed by the MO The A7C-FEC-M A7C-ALPV and 1-5 Alternatives do not displace agricultural

users

The Preferred Alternative is refilled alignment based on the A7C-FEC-M-Jnjtjal corridor alternative As
stated above the A7C-FEC-M alignment would not result in residential business or agricultural

displacements therefore the Preferred Alternative would not result in residential business or agricultural

displacements Similarly the relocation of SDGE and SCE utility infrastructure as result of

implementation of tile Preferred Alternative would not result in residential business or agricultural

displacements nor would the relocations create changes to local tax revenues The cost of the relocations

will be borne by the TCA and therefore will not result in increases to SDGE and SCE rate payers

The post-construction configuration of utility poles and towers will be more efficient design and there
will be fewer utility poles and towers for the service providers to maintain Also the relocated utilities
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will include new infrastructure that meets current standards and the proposed corridor will provide

improved access to the area Therefore it is anticipated that the utility relocations will have neutral or

beneficial effect on long-term utility maintenance costs in this area

No Alternatives have environmental justice impacts

The short- and long-term adverse impacts of the SOCTIIP build and No Action Alternatives related to

Socioeconomics and Environmental Justice are summarized in Table 4.4-12

4.4.4 MITIGATION MEASURES RELATED TO SOCIOECONOMICS

Mitigation measures were provided in the Mitigation Monitoring Program MMP for EW No for the

Foothill Transportation Corridor Oso Parkway to Interstate to minimize the impacts to

socioeconomics identified for the alignments analyzed in that EW All the mitigation measures in the

MMP for EIR No were reviewed and have been incorporated as applicable in the mitigation measures

for the SOCTIIP Alternatives Table 4.4-13 lists the mitigation measure from the MMP in EIR No and

provides the proposed status for that measure This measure has been incorporated into SOCTIIP

mitigation measure SE-2

The following mitigation measures were developed to avoid or minimize as much as possible the impacts

of the SOCTIIP build Alternatives related to socioeconomics

Measure SE-l Avoidance of the Temporary Use and/or Permanent Acquisition of Residential and Non
Residential Property During final design the TCA or the implementing agency/agencies will refine the

design to the extent feasible based on engineering judgment and design standards to avoid or minimize

the permanent acquisition of land currently occupied by residential and non-residential users In the event

that the temporary use or permanent acquisition of this property cannot be avoided through design

refinements other mitigation measures identified for the compensation of temporary and permanent use

of residential and non-residential property will apply to the build Alternatives

Measure SE-2 Property Acquisition and Relocation Assistance Prior to acquisition of right of way the

TCA or other agencies implementing SOCTIIP Alternative because the TCA will not be the

implementing agency for the non-corridor alternatives will comply with the requirements of the Uniform

Relocation Assistance and Real Property Acquisition Policies Act of 1970 in the acquisition of all

property within the right-of-way necessary for the proposed project All displaced households and

businesses will be contacted to ensure that each eligible displacee receives their full relocation benefits

including advisory assistance and that all activities will be conducted in accordance with the Uniform

Relocation Assistance and Real Property Acquisition Policies Act of 1970 as amended Relocation

resources will be available to all eligible displaced persons or businesses without discrimination._ TCA
will also comply with the Public Park Preservation Act as applicable

Measure SE-3 Replacement Housing Program Prior to demolition of any affordable units the TCA or

other implementing agency/agencies shall enter into an agreement with the City of San Clemente to

provide replacement affordable housing in compliance with the requirements of the City of San Clemente

Housing Element This shall be accomplished through the provision of replacement housing or the

payment of in lieu fees No other jurisdictions in the displacement area have similar programs The City

of San Clementes Housing Element requires that three or more dwelling units in the Coastal Zone which

are to be demolished or converted and which are currently occupied by households whose income is 80

percent or below the County median income be replaced
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Table 4.4-14 summarizes the applicability of each mitigation measure to each of the SOCTIIP

Alternatives
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TABLE 4.4-1

Demographic and Socioeconomic Characteristics for the

SOCTIIP Communities Study Area and Regional Area

San Juan

Indicator San Clemente Capistrano Dana Point Mission Viejo Laguna Niguel Laguna Hills

Laguna

Woods Afiso Viejo Lake Forest

Rancho Santa

Margarita Study Area Orange County

Housing Characteristics

umberofHousingUnts-198O 13116 7659 NA NA NA NA NA NA NA NA 90452 721514

dumber of Housing Units 1990 18726 9612 14666 26393 18892 NA NA NA NA NA 145956 875105

umberofHousingUnits-2000 20653 11320 15682 32985 23885 11303 12650 16606 20486 16515 189286 969484

rojectedUnits2O25 25336 13469 16502 34823 24790 10729 12711 NA 21237 14373 234573 1115823

ercent Change 1980-2000 57.5% 47.8% NA NA NA NA NA NA NA NA 109.3% 34.4%

ercentChange20O0-2025 22.7% 19.0% 52% 5.6% 3.8% -5.1% 0.5% NA 3.7% -13.0% 23.9% 15.1%

ccupiedHousingUnits 19395 10930 14456 32449 23217 10895 11699 16147 20008 16253 180987 935287

%OwnerOccupied 62.4% 78.9% 62.0% 81.4% 75.0% 75.2% 84.9% 66.4% 72.0% 78.3% 73.7% 59.3%

%RenterOccupied 376% 21.1% 38.0% 18.6% 25.0% 24.8% 15.1% 33.6% 28.0% 217% 26.3% 40.7%

dumber of Vacant Units 2000 258 390 226 536 668 408 951 461 478 262 8299 34197

ercentofVacantUnits-2000 6.1% 3.4% 7.8% 1.6% 2.8% 3.6% 7.5% 2.8% 2.3% 1.6% 4.4% 3.5%

Aedian Value Owner Occupied Units- 2000 $372400 $337800 $381 400 $293300 $374800 $330500 $1 24300 $260200 $278000 $280700 $325500 $270000

AedianRent-2000 $916 $1006 $1139 $1145 $1205 $1184 $1036 $1268 $1085 $1110 $1123 $923

Population Characteristics

rotal Population 1980 27325 18959 NA NA NA NA NA NA NA NA 204917 1932709

rtal Population 1990 41100 26183 31896 72820 44400 NA NA NA NA NA 336940 2410556

rotalpopulaon-2ooo 49936 33826 35110 93102 61891 31178 16507 40166 58707 47214 475210 2846289

rojected Population 2025 62853 40745 42561 99710 66580 32239 20894 NA 63930 44755 627586 3416037

ercent Change 1980-2000 82.7% 78.4% NA NA NA NA NA NA NA NA 131.9% 47.3%

ercentChange2000-2025 25.9% 20.5% 21.2% 7.1% 7.6% 3.4% 26.6% NA 8.9% -5.2% 32.1% 20.0%

ercentMale-2000 50.6% 49.2% 50.0% 48.9% 48.7% 48.1% 34.1% 48.3% 49.2% 49.2% 49.5% 49.8%

ercentFemale-2000 49.4% 50.8% 50.0% 51.1% 51.3% 51.9% 65.9% 51.7% 50.8% 50.8% 50.5% 50.2%

ercentEldei1y652000 13.1% 13.1% 13.0% 10.9% 8.9% 12.1% 86.4% 3.4% 8.6% 3.4% 11.3% 9.9%

ercentw/Disability2000 12.9% 15.2% 14.1% 11.7% 9.9% 13.7% 37.0% 9.6% 12.4% 7.5% 12.2% 15.2%

ercentMinority2000 12.1% 21.5% 12.8% 16.8% 16.5% 23.2% 3.9% 21.8% 24.0% 18.4% 16.7% 35.2%

Household Indicator

lumberofHouseholds2000 19395 10930 14456 32449 23217 10895 11699 16147 20008 16253 180987 935287

Aedian Household Income 1999 $63507 $62392 $63043 $78248 $80733 $70234 $30493 $76409 $67967 $78475 $70977 $58820

ercentTransitDependent2000 3.7% 5.4% 3.4% 2.6% 2.4% 5.7% 18.9% 1.6% 3.4% 2.4% 4.2% 5.8%

ercent Poverty Income 1999 Families 4.6% 6.6% 3.4% 2.3% 2.8% 3.6% 2.6% 2.3% 3.2% .5% 3.0% 7.0%

percent Moved in Last Years in 2000 56.7% 50.8% 56.4% 49.0% 55.7% 50.4% 45.7% 78.1% 53.5% 68.4% 57.1% 55.0%

Employment Characteristics

.aborForce 2000 25740 15480 21240 45610 29740 20740 NA 5700 40509 8200 ____________231442 1513000

mployed 2000 25240 15180 20810 44920 29300 20440 NA 5610 39656 8120 227369 1474600

Jnemployed 2000 500 300 430 690 440 300 NA 90 853 80 4073 38400

ercentUnemp1oyed2000 1.9% 1.9% 2.0% 1.5% 1.5% 1.4% NA 1.6% 2.1% 1.0% 1.8% 2.5%

.aborForceParticipationRate 51.5% 45.8% 60.5% 49.0% 48.1% 66.5% NA 14.2% 69.0% 17.4% 48.7% 53.2%

obsbyLocation2000 22284 15963 14011 25692 22327 22436 2535 NA 34010 13834 207193 1502434

obs/HousingRatio 1.1 1.4 0.9 0.8 0.9 2.0 0.2 NA 1.7 0.8 1.1 1.5

Sources 1980 1990 and 2000 United States Census unless otherwise noted OCP-2000 jobs forecast population and housing
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Table 4.4-2

Housing Units by Type in 2000 in the SOCTLIP

Study Area Communities and Region

Source 200 United States Census

Aliso Viejo was not incorporated in 2000 Data shown is for the Aliso Viejo Census Data Place CDP as reported by the 2000

Census

Excludes unincorporated County area in the SOCTIIP study area
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4.4-26

Housing Units By Type in 2000

Single Multiple Mobile

Total Detached Attached to plus Homes

Total Units

Study Area Incorporated Cities

Aliso Viejo 16596 6032 4880 689 4986

Dana Point 15561 7662 2261 2790 2568 280

LagunaHills 11335 6009 2085 668 2335 238

LagunaNigue 23893 13172 5009 1341 4355 16

Laguna Woods 12648 675 3726 2298 5934 15

LakeForest 20588 10911 2842 1257 4286 1292

Mission Viejo 32886 24180 4010 1114 3503 79

Rancho Santa Margarita 16639 9044 3918 575 3102

San Clemente 20641 10884 2384 3748 3232 393

San Juan Capistrano 11317 5738 2398 945 776 1460

Total2 165508 88275 28633 14736 30091 3.773

TOTAL COUNTY 968290 490141 124610 88659 233615 31265

Total Units

Study Area Incorporated Cities

AlisoViejo 100.0% 36.3% 29.4% 4.2% 30.0% 0.1%

DanaPoint 100.0% 49.2% 14.5% 17.9% 16.5/o 1.8%

Laguna Hills 100.0% 53.0% 18.4% 5.9% 20.6% 21%

LagunaNiguel 100.0% 55.1% 21.0% 5.6% 18.2/o 0.1%

Laguna Woods 100.0% 5.3% 29.5% 18.2% 46.9% 0.1%

Lake Forest 100.0% 53.0% 13.8% 6.1% 20.8% 6.3%

Mission Viejo 100.0% 73.5% 12.2% 3.4% 10.7/o 0.2%

Rancho Santa Margarita 100.0% 54.4% 23.5% 3.5% 18.6% 0.0%

San Clemente 10O.0/ 52.7% 11.5% 18.2% 15.7% 19%

San Juan Capistrano 100.0% 50.7% 1.2% 8.4% 6.9% 12.9%

Total2 100.0% 53.3% 17.3% 8.9% 18.2% 3%

TOTAL COUNTY 100.0% 50.6% 12.9% 9.2% 24.1% 3.2%
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Table 4.4-3

Assessed Valuation in the SOCTIEP Study Area and the Region

Area Full Assessed Value1

Incorporated Cities and UniHcorporated

Orange County

Aliso Viejo $4645700927
Dana Point

5110633053
Laguna Niguel 7655628545
Laguna Hills 3782249729
Laguna Woods

1523256560
Lake Forest 6924510091
Mission Viejo 8836992884
Rancho Santa Margarita 4378108713
San Clemente 5886511281
San Juan Capistrano 3600312155
Unincorporated2 18931940804
Orange County 244518909885

Source Orange County Auditor-Controller website www.oc.ca.gov/ac October 2002
For all cities except Aliso Viejo and for the County of Orange the assessed value is for FY
2001/2002 For the City of Aliso Viejo the assessed value is for FY 2002/2003 because no data for

the prior year is available for this City

Includes all unincorporated area in Orange County including areas outside the defined SOCTIIP study area

Table 4.4-4

Assessed Valuation in School Districts

in FY 2001/2002 in the SOCTIIP Study Area

Area Full Assessed Value
School Districts

Capistrano Unified $36829337072
Irvine Unified

16793311141
Saddleback Unified

19807060806
Total for Three School Districts 73429709019

Source Orange County Auditor-Controller website www.oc.ca.gov/ac October 2002

PTCA53J Final SEIRFinal EIS-SEIRiSectjon 4.OLSectjon 4.4- Socioeconom ics doc 1I/23/O5
November 2005 4.4-27



SOCTIIP EIS/SEIR Section 4.0

Table 4.4-5

2000 Taxable Sales in the SOCTIJP Study Area and Region

Number of Business

Area Permits Taxable Sales

Incorporated Cities

Dana Point 1235 $310077000

Laguna Niguel 1840 $672566000

Laguna Hills 1.535 $617430000

Lake Forest 2025 $860009000

Laguna Woods 163 $76946000

Mission Viejo 2728 $1183745000

Rancho Santa Margarita 836 $236053000

San Clemente 1842 $398783000

San Juan Capistrano 1131 $548009000

Total for Orange County 92716 $44462460000

Source California State Board of Equalization Taxable Sales in California during 2000

Note Data for Aliso Viejo is not available
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Table 4.4-6

Residential Displacement by Alternative for the

SOCTIIP Initial Corridors

CC-ALPV A7C-ALPV CC
Displaced Housing Units

Single Family 80 210

Multi-Family 62

Apartments 321

Mobile Homes

TOTAL 80 593

Displaced Households

TOTAL 76 536

Displaced Persons

TOTAL 256 1380

Special Needs Assessment

HH Below Poverty Level 25

Minority Population 42 307

Elderly Population 15 192

Handicapped Population 41 181

Transit Dependent Population 45

%HEi Below Poverty Level 4% 5%

%Minonty Population 17% 22%

%Elderly Population 6% 14%

%Handicapped Population 16% 13%

%Transit Dependent Population 1% 3%

Tenure

Owner Occupied 70 192

Renter Occupied 344

Source 2000 United States Census PD Consultants Inc 2002
Displacements updated by PD Consultants Inc 29Q4

Note Since the preparation of the Socioeconomic and Growth Inducing impacts Technical report in 2003 and the

publication of the Draft ETS/SEIR in 2004 additional development has occurred in the Talega planned
community The new development will result in an increase in the number of affected dwelling units for CC
ALPV 172 units A7C-ALPV 112 units and CC 763 units initial alternatives It is assumed that the average
household size for dwelling units in Talega is 3.2 persons per household Information is not available regarding
the percentage of the population that is low income or minority in Talega
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Table 4.4-7

Residential Displacement by Alternative for the

SOCTIIP Ultimate Corridors MO and 1-5 Alternatives

A7C-

CC-ALPV CC MO I-S ALPV

Displaced Housing Units

Single Family 14 219 113 406 92

Multi-Family 62 102

Apartments 321 150 280

Mobile Homes 50

TOTAL 14 602 263 838 92

Displaced Households

TOTAL 13 545 261 750 87

Displaced Persons

TOTAL 44 1405 827 1970 293

Special Needs Assessment

1-11-I Below Poverty Level 25 34

Minority Population 311 224 518 48

Elderly Population 194 22 318 17

Handicapped Population 184 32 304 47

Transit Dependent Population 46 94

%RH Below Poverty Level 8% 5% 0.4% 5% 3%

%Minority Population 17% 22% 27% 26% 17%

%Elderly Population 6% 14% 3% 16% 6%

%Handicapped Population 16% 13% 4% 15% 16%

%Transit Dependent Population 0% 3% 1% 5% 1%

Tenure

Owner Occupied 12 201 108 392 80

Renter Occupied 344 153 358

Source 2000 United States Census PD Consultants Inc 2002

Di lacements updated by PD Consultantsjnc 2004h

\otc Since the preparation of the Socioeconomic and Growth Inducing Impacts Technical report in 2003 and the publication

oithc Draft FIS/SEIR in 2004 additional development has occurred in the Talega planned community The new

dcvcippment will result in an increase in the number of afiected dwelling units for CC-ALPV 220 units CC 808

unit and A7C-ALPV 238 units ultimate alternatives It is assumed that the average household size for dwelling

uritinTalega is 3.2 persons per household Information is not available regarding the

that is low income or nunority in Talega
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Ultimate CorridorsMO and 1-5

Table 4.4-8

Non-Residential Displacement by
SOCTIIP Alternative

CC MO 1-5

Displaced Non-Residential Units

Commercial 89 336

Industrial
13 25

Lodging io 14

Public/Institutional

TOTAL 106 17 382

Number of Employees 1100 200 4150

Displaced Uses by Employment Size

UptolO 74 287

11-50 27 12 77

51-100
15

101-300

301-500

501

TOTAL 106 17 382

Displaced Non-Residential Parcels

Commercial 69 169

Industrial
16

Lodging 10 14

Public/Institutional

TOTAL
87 12 206

iceiprcptjon of the Socioeconomic and Growth Inducing Impacts Technical report iii 2003 and the
publication of the Draft EIS/SEIR in 2004 additional development has occurred in the Talega planned
community However the additional development that has occurred is residential and no new non-residential or
employee displacements will occur
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Initial Corridors

Table 4.4-8 continued

Non-Residential Displacement by

SOCTIIP Alternative

CC 410 1-5

Displaced Non-Residential Units

Commercial 89 n/a n/a

Industrial n/a n/a

Lodging 10 n/a n/a

Public/Institutional n/a n/a

TOTAL 106 n/a n/a

Number of Employees 1100 n/a n/a

Displaced Uses by Employment Size

UptolO 74 n/a n/a

11-50 27 n/a n/a

51-100 n/a n/a

101-300 n/a n/a

301-500 n/a n/a

501 n/a n/a

TOTAL 106 n/a n/a

Displaced Non-Residential Parcels

Commercial 69 n/a n/a

Industrial n/a n/a

Lodging 10 n/a n/a

Public/Institutional n/a n/a

TOTAL 87 n/a n/a

Source County Assessor Records Haines Company PD Consultants Inc Draft Relocation Impact Technical Report

2002
Note Since the preparation of the Socioeconomic and Growth Inducing Impacts Technical report in 2003 and the

publication of the Draft ElSSEIR in 2004 additional development has occurred in the Talega planned

community However the additional development that has occurred is residential and no new non-residential or

çpiovce displacements will occur
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Table 4.4-9

Agricultural Displacement by SOCTIIP Build Alternative

SOCTUP
Displaced Displacement Area

Alternative
Agricultural Use

Parcels Acres Hectares

Nursery 81 33

CC Initial Nursery/Row Crops 17

Total 98 40

Nursery 81 33

CC Ultimate Nursery/Row Crops 17

Total 98 40

Nursery 81 33

CC-ALPV Initial Nursery/Row Crops 17

Total 98 40

Nursery 81 33

CC-ALPV Ultimate Nursery/Row Crops 17

Total 98 40

Row Crops 49 20FEC-M-Initial
Total 49 20

Row Crops 49 20FEC-M-Ultjmate
Total 49 20

Row Crops 244 99FEC-W-Initiaj
Total 244 99

Row Crops 244 99FEC-W-Ultjmate
Total 244 99

Nursery 15

MO Nursery/Row Crops 17

Total 32 13

Source Draft Relocation Impact Technical Report PD Consultants 2003
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Table 4.4-10

Impact on Transit Occupancy Tax Revenue by Community

SOCTIIP Build Alternatives

in thousands of dollars

San Juan

Laguna Hills San Clemente Capistrano

CC Alternative

Displaced Hotel/Motel Rooms 379

Estimated TOT 408000

2001 TOT Revenue 47.4%

1-5 Alternative

Displaced Hotel/Motel Rooms 147 317 33

Estimated TOT 158000 341000 36000

%200lTOTRevenue 18.8% 39.7% 22.5%

source Cities of San Clemente San Juan Capistrano and Laguna Hills Budgets 2002 PD Consultants 2002
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Table 4.4-11

Estimated Design and Construction Jobs Generated by SOCTHP Build Alternative

Alternative Construction Cost Construction Jobs

Initial Corridors

A7C-ALPV $876300000 28000

A7C-FEC-M 531100000 17000

CC 702600000 23000

CC-ALPV 457300000 15000

FEC-W 523400000 17000

FEC-M 582400000 19000

Ultimate Corridors

A7C-ALPV 923500000 30000

A7C-FEC-M 660000000 21000

CC 944400000 31000

CC-ALPV 559500000 18000

FEC-W 657500000 21000

FEC-M 702400000 23000

Non-Corridor Alternatives

AlO 351100000 11000

I-S 1331200000 43000
Source CDMG cost estimates 2002 PD Consultants 2003

Construction employment is estimated based on 323 jobs per $10 million in construction cost
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Table 4.4-12

Summary of Adverse Impacts Related to Socioeconomics

Alternative

Residential and Non
Residential

Displacements

Community
Cohesion Economic Impacts

Environmental

Justice

CC-i 9-dusand

-I-OL9j4 persons

106 business

institutional and

nonprofit uses and

1100 employees

active agricultural

operations Can be

mitigated to below

level of significance

Divides existing

communities in the

Talega PC and

displaces

community facilities

in San Clemente

Cannot be mitigated

to below level of

significance

1.0% reduction in property tax revenues to city

Orange County and school district Adverse below

level of significance

1.0% reduction in property tax revenues in San

Clemente Adverse cannot be mitigated to below

level of significance

Displaces 89 commercial uses and 379 lodging rooms

which results in adverse impacts related to

commercial business opportunities employment and

sales and TOT revenues Potential short-term loss of

business revenue and sales tax revenue due to

construction activities Adverse cannot be mitigated

to below level of significance Loss of capacity at

Prima Deshecha Landfill results in increased fees for

ratepayers and loss of tip fees Not CEQA issue an

economic issue only

No impact

CC-U 42- 808 dus and

persons

106 business

institutional and

nonprofit uses and

1100 employees

active agricultural

operations Can be

mitigated to below

level of significance

Divides existing

communities in the

Talega PC and

displaces

community facilities

in San Clemente

Cannot be mitigated

to below level of

significance

1.0% reduction in property tax revenues to city

Orange County and school district Adverse below

level of significance

1.0% reduction in property tax revenues in San

Clemente Adverse cannot be mitigated to below

level of significance

Displaces 89 commercial uses and 379 lodging rooms

which results in adverse impacts related to

commercial business opportunities employment and

sales and TOT revenues Potential short-term loss of

business revenue and sales tax revenue due to

construction activities Adverse cannot be mitigated

to below level of significance

Loss of capacity at Prima Deshecha Landfill results

in increased fees for ratepayers and loss of tip fees

Not CEQA issue an economic issue only

No impact
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Table 4.4-12 continued

Summary of Adverse Impacts Related to Socioeconomics

Alternative

Residential and Non
Residential

Displacements

Community
Cohesion Economic Impacts

Environmental

Justice

CC-ALP V-I Displaces 2jidus and

-.4Lpersons Three

active agricultural

operations Can be

mitigated below level

of significance

No impact 1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

Loss of capacity at Prima Deshecha Landfill results

in increased fees for ratepayers and loss of tip fees

to the County of Orange not CEQA issue an

economic issue only

No impact

CC-ALP V-U Displaces 4-dus
and 44-f9persons

Three active agricultural

operations Can be

mitigated below level

of significance

No impact 1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

Loss of capacity at Prima Deshecha Landfill results

in increased fees for ratepayers and loss of tip fees

to the County of Orange not CEQA issue an

economic issue only

No impact

A7C-ALPV-I Displaces 0-fldus
and -1persons
Can be mitigated below

level of significance

Divides existing

neighborhood in

Talega PC

1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

Loss of capacity at Prima Deshecha Landfill results

in increased fees for ratepayers and loss of tip fees

to the County of Orange not CEQA issue an

economic issue only

No impact

A7C-ALPV-U Displaces 2-.dus
and persons
Can be mitigated below

level of significance

Divides existing

neighborhood in

Talega PC

1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

Loss of capacity at Prima Deshecha Landfill results

in increased fees for ratepayers and loss of tip fees

to the County of Orange not CEQA issue an

economic issue only

No impact

FEC-W-I Displaces active

agricultural operation

Can be mitigated below

level of significance

No impact 1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

No impact
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Table 4.4-12 continued

Summary of Adverse Impacts Related to Socioeconomics

Residential and Non
Residential

Alternative Displacements

Community
Cohesion Economic Impacts

Environmental

Justice

FEC-W-U Displaces active

agricultural operation

Can be mitigated below

level of significance

No impact 1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

No impact

FEC-M-I Displaces active

agricultural operations

Can be mitigated below

level of significance

No impact 1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

No impact

FEL-M-U Displaces active

agricultural operations

Can be mitigated below

level of significance

No impact -l.0 reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

No impact

A7C-FEC-M-I No impact No impact 1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

No impact

A7C-FEC-M-U No impact No impact 1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

No impact

AlO 263 dus and 827

persons

17 business

institutional and non-

profit uses and 200

employees

active agricultural

operations

Can be mitigated to

below level of

significance

No impact 1.0% reduction in property tax revenues to cities

Orange County and school district Adverse below

level of significance

Displaces commercial uses adverse impact on sales

tax revenues can be mitigated to below level of

significance

Loss of capacity at Prima Deshecha Landfill results

in increased fees for ratepayers
and loss of tip fees

Not CEQA issue an economic issue only

No impact
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Table 4.4-12 continued

Summary of Adverse Impacts Related to Socioeconomics

Alternative

Residential and Non
Residential

Displacements

Community
Cohesion

Environmental

1-5 838 dus and 1970

persons

382 business

institutional and non-

profit uses and 4150
employees

Can be mitigated to

below level of

significance

Displaces

community facilities

Cannot be mitigated

to below level of

significance

Economic Impacts

1.0% reduction in property tax revenues to cities

Orange County and school districts Adverse

below level of significance

1.0% reduction in property tax revenues to cities

Adverse cannot be mitigated to below level of

significance

Displaces 336 commercial uses and 497 lodging

rooms which results in adverse impacts related to

commercial business opportunities employment and
sales and TOT revenues Potential short-term loss of

business revenue and sales tax revenue due to

construction activities Adverse cannot be mitigated

Justice

No impact

No Action

Alternatives

No impact No impact

to level of significance

Foregone long-term congestion relief ranging from

5000 to 21000 hours of vehicle travel time per day
in 2025 compared to build Alternatives and

resulting

economic benefits in terms of the value of time saved

and increased economic activity from improved

mobility for people goods and services Substantially
adverse Not CEQA issue an economic issue

No impact

Source PD Consultants 2003
dus

dwelling units

PC Planned Community
TOT Transit Occupancy Tax
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Table 4.4-13

Proposed Status of Mitigation Measure from the Mitigation

Monitoring Program in ELRNo.3

Mitigation Measures from Effi No Proposed Status

Measure 43 Land Use Any property required as right- This measure has been incorporated into current

of-way for the selected alignment will be acquired by the measure SE-2

TCA in conformance with Section 301 of the Uniform

Relocation Assistance and Real Property Act of 1970

Public law 1-646 Chapter 16 of Provision of Title

of the Government Code and Title 25 Chapter of the

California Administrative Code

Source PD Consultants 2003

Table 4.4-14

Summary of the Applicability of the Mitigation Measures by Alternative

Alternative SE-i SE-2 SE-3

Corridor Alternatives

A7C-ALPV --

A7C-FEC-M/Preferred -- --

CC

CC-ALPV --

FEC-W -- --

FEC-M -- --__ii
Non-Corridor Alternatives

ATO --

1-5 _V
No-Action Alternatives

OCP-2000 -- -- --

RMV Development Plan -- -- --

Source PD Consultants 2003
Legend Vr Mitigation measure applies to Alternative
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4.5 AFFECTED ENVIRONMENT IMPACTS AND MITIGATION MEASURES

RELATED TO PEDESTRIAN AND BICYCLE FACILITIES

The potential impacts of the SOCTIIP build Alternatives related to pedestrian and bicycle facilities are

evaluated in detail in the Recreation Resources Technical Report PD Consultants 2003 and are

summarized in this Section Refer to the Table of Contents for locations where this Technical Report is

available for review or purchase This Section addresses pedestrian and bicycle facilities which are

outside defmed recreation areas Trails and other pedestrian and bicycle facilities within existing or

planned parks and other recreation resources are discussed within the context of the entire resource in

Section 4.25 Recreation Resources

4.5A AFFECTED ENVIRONMENT RELATED TO PEDESTRIAN AND BICYCLE

FACTUTIES

Pedestrian and bicycle facilities facilities in the SOCTIIP study area refer to trails bikeways and

sidewalks that are typically marked and are implemented and maintained by public agencies and private

groups Trails Facilities in the SOCTIIP study area are classified as regional include riding and hiking

trails and bikeways. Class bicycle trails and pedestrianbicycie/eguestrian trails Regional riding and

hiking trails are County maintained trails that allow upaved and off-road and are used by pedestrian

equestrians andlor bicyclistse use Some regional ding and hiking trails also allow equestrian use Class

trails Bikewavs are offroad paved or unpaved public or private paths that allow pedestrian and bicycle

and oquestrian use In addition Class II and Class III bikeways are also found in the SOCTIIP study area

Class II bikeways along paved roads and are identified with striped line separating the bikeway from the

road travel lanes Class III bikeways are also found along paved roads but they are not striped They are

only identified by signage Sidewalks in the study area which are also considered to be pedestrian trails

are found along most roads

4.5.1.1 Pedestrian and Bicycle Facilities in the City of San Clemente

Table 4.5-1 describes the existing and proposed pedestrian and bicycle facilities in the SOCTIIP study

area in the City of San Clemente including the full name address/location and owner/operator Tables

cited in this Section are provided following the last page of text in this Section These pedestrian and

bicycle facilities are within 0.4 km 0.25 mi of the centerlines of the SOCTIIP build Alternatives which

traverse or are adjacent to this City and are part of recreation resource Existing facilities in the study

area within the City includes one Class bicycle trail in San Clemente State Beach and one pedestrian

trail in the Park at Calle Juarez and Calle Guadalajara Proposed facilities pedestrian/Class bicycle

trails in the study area in the City will be located in the following areas

South San Clemente Neighborhood Park

Vista Bahia Trap and Skeet Relocation

Marblehead Sports Park

Talega Community/Sports Park

La Pata/Vista Hermosa Sports Park

Equestrian Center in Talega PC

Talega Neighborhood Park
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In addition equestrian trails are also proposed for the Equestrian Center in the Talega PC The locations
of these Class trails are shown in Figure 4.5-1 Tables and figures cited in this Section are provided
following the last page of text in this Section

Table 4.5-2 describes the existing and proposed Class and Class ifi bikeways in the SOCTIIP study
area in San Clemente These Class II and Class ifi bikeways are within 0.4 km 0.25 mi of the
centerlines of the SOCTIIP build Alternatives which traverse or are adjacent to this City The locations of
these bikeways are shown in Figure 4.5-2 In addition sidewalks in the study area are located along some
of these bikeways and along other existing roads

4.5.1.2 Pedestrian and Bicycle Facilities in the City of San Juan Capistrano

Table 4.5-3 describes the existing and proposed pedestrian and bicycle facilities in the SOCTIIP study
area within San Juan Capistrano including the full name address/location and owner/operator These
pedestrian and bicycle facilities are within 0.4 km 0.25 mi of the centerlines of the SOCTIIP build
Alternatives which traverse or are adjacent to this City and are part of recreation resource Existing
facilities in the City includes pedestrianlClass bicycle/equestrian trails in San Juan Capistrano Open
Space and Tails just north of Camino Las Ramblas south of San Juan Creek Road east of I-S and west
of Prima Deshecha Landfill Proposed facilities in the City includes pedestrian Class bicycle trails in the

proposed northwest open space between Caniino Capistrano and the railroad north of Junipero Serra
Road The locations of these Class trails are shown in Figure 4.5-3

Table 4.5-4 describes the existing and proposed Class II and Class ifi bikeways in the SOCTIIP study
area in San Juan Capistrano These Class and Class ifi bikeways are within 0.4 km 0.25 mi of the
centerlines of the SOCTIIP build Alternatives which traverse or are adjacent to this City Table 4.5-4 also
includes two Class trail routes that are not considered recreational Class trails because they are

immediately adjacent to arterial roads and are used mainly for
transportation The locations of these

bikeways are shown in Figure 4.5-4 In addition sidewalks in the study area are located along some of
these bikeways and along other existing roads

4.5.1.3 Pedestrian and Bicycle Facilities in the City of Dana Point

There are no pedestrian or Class trails in the City of Dana Point within 0.4 km 0.25 mi of the
centerlines of the SOCTIIP build Alternatives that are part of any recreation resource

Table 4.5-5 describes the proposed Class II bikeways that are within 0.4 km 0.25 mi of the centerlines
of the SOCTIIP build Alternatives The locations of these bikeways are shown in Figure 4.5-5 In
addition sidewalks in the study area are located along these bikeways and along other existing roads

4.5.1.4 Pedestrian and Bicycle Facilities in the City of Laguna Niguel

There are no pedestrian or Class bicycle facilities in the City of Laguna Niguel within 0.4 km 0.25 miof the centerlines of the SOCTIIP build Alternatives that are part of any recreation resource

There are no Class III bikeways within the study area but there are existing and proposed Class II

bikeways in the SOCTIIP study area within Laguna Niguel as shown in Table 4.5-6 These Class II

bikeways are within 0.4 km 0.25 mi of the centerlines of the SOCTIIP build Alternatives which traverse
or are adjacent to this City The locations of these bikeways are shown in Figure 4.5-6 In addition
sidewalks in the study area are located along these bikeways and along other existing roads
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4.5.1.5 Pedestrian and Bicycle Facilities in the City of Laguna Hills

There are no pedestrian or Class trails in the City of Laguna Hills within 0.4 km 0.25 mi of the

centerlines of the SOCTITP build Alternatives that are part
of any recreation resource

Table 4.5-7 describes the existing and proposed Class II and Class ifi bikeways in the SOCTITP study

area within Laguna Hills These Class II and Class III bikeways are within 0.4 km 0.25 mi of the

centerlines of the SOCTTIP build Alternatives which traverse or are adjacent to this City The locations of

these bikeways are shown in Figure 4.5-7 In addition sidewalks in the study area are located along these

bikeways and along other existing roads

4.5.1.6 Pedestrian and Bicycle Facilities in the City of Laguna Woods

There are no pedestrian or Class bicycle facilities in the City of Laguna Woods within 0.4 km 0.25 mi

of the centerlines of the SOCTIIP build Alternatives that are part of any recreation resource

There are no existing or proposed Class II or Class III bikeways that are within 0.4 km 0.25 mi of the

centerlines of the SOCTIIP build Alternatives but there are sidewalks along public roads within this

distance from the centerlines

4.5.1.7 Pedestrian and Bicycle Facilities in the City of Mission Viejo

Table 4.5-8 describes the existing pedestrian and bicycle facilities in the SOCTIIP study area in Mission

Viejo including the full name address/location and owner/operator These facilities are within 0.4 km

0.25 mi of the centerlines of the SOCT1IP build Alternatives which traverse or are adjacent to this City

and are part of recreation resource Existing facilities in the City includes one pedestrian trail in

Sycamore Park There are no proposed facilities in the SOCTIIP study area in the City of Mission Viejo

The location of this pedestrian facility is shown in Figure 4.5-8

Table 4.5-9 describes the existing and proposed Class II and Class III bikeways in the SOCT1IP study

area in Mission Viejo These Class II and Class III bikeways are within 0.4 km 0.25 mi of the

centerlines of the SOCTIIP build Alternatives which traverse or are adjacent to this City The locations of

these bikeways are shown in Figure 4.5-9 In addition sidewalks in the study area are located along these

bikeways and along other existing roads

4.5.1.8 Pedestrian and Bicycle Facilities in the City of Lake Forest

There are no pedestrian or Class bicycle facilities in the City of Lake Forest within 0.4 km 0.25 mi of

the centerlines of the SOCTIIP build Alternatives that are part
of any recreation resource

Table 4.5-10 describes the existing and proposed Class LI and Class Ill bikeways in the SOCTIIP study

area within Lake Forest These Class Ii and Class III bikeways are within 0.4 km 0.25 mi of the

centerlines of the SOCTIIP build Alternatives which traverse or are adjacent to this City The locations of

these bikeways are shown in Figure 4.5-10 In addition sidewalks in the study area are located along

these bikeways and along other existing roads

4.5.1.9 Pedestrian and Bicycle Facilities in Unincorporated Orange County

Table 4.5-1 describes the existing pedestrian and bicycle facilities in the SOCTIIP study area in

unincorporated Orange County including the full name address/location and owner/operator These are

facilities within 0.4 km 0.25 mi of the centerlines of the SOCTIIP build Alternatives which traverse or

\TCA53J Finu1 SEIR Final EIS-SEIRSecCon Oection Pedestrian.doc JIi23/O5
4.5-3

November 2005



SOCTJIP EIS/SEIR
Section 40

are adjacent to unincorporated Orange County territory and are part of recreation resource Existing
prppsed facilities in unincorporated County include riding and hiking.jrajjs and bikeways /Class

bicyale trials in General Themas Riley Wilderness Park pedestrian trails in Peima ONeill Land
Censervaney and hikingC1ass bicycle/equestrian trails in ONeill Regienal Park There are ne prepeed
facilitiec in unineerperated Ceunty territery in the study area The locations of these existing facilities are
shown in Figure 4.5-11

Table 4.5-12 describes the existing and proposed Class II bikeways in the SOCTIIP study area in

unincorporated Orange County These Class II bikeways are within 0.4 km 0.25 mi of the centerlines of
the SOCTIIP build Alternatives which traverse or are adjacent to this City There are no existing or

proposed Class III bikeways in the study area in unincorporated Orange County The locations of these

bikeways are shown in Figure 4.5-12 Sidewalks in the study area are located along some bikeways and

along other existing roads

4.5.1.10 Pedestrian and Bicycle Facilities in Unincorporated San Diego County

Table 4.5-13 describes the existing pedestrian and bicycle facilities in the SOCTIIP study area in

unincorporated San Diego County including the full name address/location and owner/operator These
are facilities within 0.4 km 0.25 mi of the centerlines of the SOCTIIP build Alternatives which traverse

or are adjacent to unincorporated San Diego County territory and are part of recreation resource

Existing facilities in unincorporated County include pedestrian and Class bicycle tcialstrails in San
Onofre State Beach Cristianitos Subunit There are no proposed facilities in the SOCTIIP study area in

unincorporated San Diego County

The entire study area in San Diego County is within MCB Camp Pendleton and therefore is not under
the control of San Diego County This area is controlled by MCB Camp Pendleton and Department of the

Navy Rules and Regulations adopted for MCB Camp Pendleton including land leased for San Onofre
State Beach The locations of these existing facilities are shown in Figure 4.5-13

There are no existing or proposed Class II or Class III bikeways that are within 0.4 km 0.25 mi of the
centerlines of the SOCTlli build Alternatives In addition there are no sidewalks in the study area in
unincorporated San Diego County

4.5.1.11 Trails inthe SOCTIIP Study Area

Table 4.5-14 describes the existing and proposed trails in the SOCTJIP study area including the full name
address/location and owner/operator These include trails within 0.4 km 0.25 mi of the centerlines of
the SOCTIP build Alternatives and are not part of recreation resource Existing trails in the SOCTIIP
study area include one regional riding and hiking trail/Class

bicycle trail two
pedestrian/bicycle/equestrian trails and one Class bicycle path Proposed trails in the SOCTIIP study
area include six regional riding and hiking trails and two

pedestrian/bicycle/equestrian trails The
locations of these trails are shown in Figure 4.5-14 Pedestrian trails on The Donna ONeill Land
Conservancy The Conservancy can be accessed on an appointment-only basis for docent-led hikes
pp identifying the trails on this privately-owned site is provided in Attachment of the Response to
Comments document
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4.5.2 METHODOLOGY RELATED TO PEDESTRIAN AND BICYCLE FACILITIES

4.5.2.1 Definition of the Study Area

The study area for pedestrian bicycle and trail facilities was defmed as the area within 0.4 km 0.25 mi

from the centerline of the SOCTIIP build Alternatives This study area covers broad band on both sides

of the alignment of each build Alternative and is wide enough to ensure that pedestrian bicycle and trail

facilities which might be impacted directly or indirectly by the SOCTIIP Alternatives would be

identified and assessed

4.5.2.2 Identification of Pedestrian and Bicycle Facilities in the Study Area

The existing and proposed facilities in the SOCTIIP study area were identified based on several research

approaches

Existing facilities were identified based on detailed review of the 2000 Thomas Brothers Map

Orange County and on review of General Plan Land Use and Recreation Elements for local

jurisdictions in the study area

Once identified the locations of existing facilities were confirmed through the use of aerial

photographic maps flight year 2000

Proposed modifications to existing facilities were identified based on the review of available planning

and environmental documents for the jurisdictions in the SOCTIIP study area The review included

contacting city and county parks and recreation personnel review of city and county General Plans

including the Land Use Open Space and Recreation Elements park and recreation master plans

EIRs park planning documentation and park standards guidelines

The existing facilities were then plotted using Geographic Information System GIS mapping

techniques on maps showing the alignments of the SOCTIIP build Alternatives and the 0.8 km 0.5

mi wide area centered on the centerline of each SOCTIIP build Alternative Where the sites for

proposed facilities are known those proposed facilities were also mapped on the GIS system

The assessment of specific impacts including the acquisition of property from pedestrian bicycle and

trail facilities and indirect impacts noise air quality traffic and visual was conducted

4.5.2.3 Data Collection

Information on existing and proposed facilities was collected from available documentation as described

in Section 4.5.2.2 conversations with local jurisdictions staff field surveys and windshield or drive-by

surveys The purpose of this data collection effort was to gather sufficient data to identify and describe

the amenities and functions of each of the facilities in the SOCTIIP study area For each pedestrian and

Class bicycle trail the following data was collected

Location address or nearest intersection and local jurisdiction

Owner operator

Descnption

The Donna ONeill Land Conservacy private non-profit organizatiop did not provide infiion

regardin its trails until after publication of the Draft EIS/SEW Since that tiernofJhe

Conservancy has been provided and access was granted for surveys There are five dirt trails and two
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dirt roads in The Conservancy For additional information please refer to Attachment of the Response
to Comments document

4.5.2.4 Preliminary Assessment of Potential for Impacts

The assessment of the potential for adverse impacts on pedestrian and bicycle facilities within recreation
resources was conducted in two phases The first phase preliminary assessment considered the
following in identifying the potential for adverse impacts

Does an alternative result in the temporary use of or acquisition of property from an existing or

planned pedestrian bicycle or trail facility

Are the pedestrian bicycle or trail facilities far enough from the alignment that it is unlikely to

experience indirect adverse impacts Are there
intervening topography and/or land uses between the

facilities and the alignment that would serve to substantially reduce
potential indirect impact

These are described in the following sections

Direct Acquisition of Recreation Resource Property

The first phase of assessment identified those facilities which would be partially or fully acquired to
construct specific SOCTIIP build Alternative based on the identified disturbance limits for each
alternative and the boundaries of facilities within the study area The disturbance limits were provided by
the TCA and then mapped on GIS base maps which included the boundaries of the facilities The
acquisition of facilities for SOCTIIP Alternative would be direct adverse impact of that alternative
Where proposed facility is known to be affected it is noted as such However direct impacts on
proposed facilities cannot always be quantified because the alignments and/or boundaries of those
planned resources are not always known In those cases the SOCTIJP build Alternatives do not preclude
implementation of the proposed recreation facility The alignment and/or boundary of the facility can be
adjusted based on the selected alternative

Assessment of Resources Substantial Distance from the Alignments and Intervening Uses

This assessment reviewed all the facilities in the SOCTIIP study area and considered whether the facilitywas sufficient distance from the centerline of the build Alternative and whether
intervening topographyor land uses would shield the facility from

potential indirect impacts associated with that SOCTIIP
Alternative in many cases the combination of distance from the centerline and the presence of ridgelinesand/or intervening urban/suburban land uses were determined to likely fully shield the facility fromindirect adverse impacts associated with the SOCTIIP build Alternatives

Noise Impact Assessment

Mestre Greve Associates MGA authors of the Noise Technical Report identified generalized distancesfrom the centerline for different road cross sections beyond which an alternative would not result in noiselevels greater than 66 decibels dBA For pedestrian and bicycle facilities the Federal HighwayAdministration FHWA/Caljforpja Department of Transportation Caltrans Noise Abatement CriteriaNAC consider noise levels
greater than 66 dBA to be of concern Table 4.5-15 lists different road crosssections and the distance from road centerline to the 66 dBA contour assuming soft site conditionsSoft site conditions assume the area between the centerline and the 66 dBA contour is not developed inhard surfaces such as asphalt or concrete
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The cross sections for the individual build Alternatives are listed in Table 4.5-16 This table also shows

the distance from the road centerline to the 66 cIBA contour for the different cross sections under each

build Alternative The distances in Table 4.5-16 were used in the first phase of assessment to eliminate

pedestrian bicycle and trail facilities that would not experience noise impacts as result of the SOCTIIP

build Alternatives based on their distances from the centerlines of the build Alternatives

The impacts of the Preferred Alternative would closely mirror the infonnation provided in Tables 415
and 4.5-16 for the A7C-FEC-M-lnitial

Air Ouality Impact Assessment

MGA authors of the Air Quality Technical Report identified general criterion for preliminary

assessment of air quality impacts on facilities Based on models for estimating carbon monoxide CO
and particulate matter less than 10 microns in diameter PM10 concentrations facilities within 45.7

150 fi of the road centerline would be in an area of concern Facilities beyond 45.7 150 fi from the

centerline would not be expected to experience adverse air quality impacts Further if facility is

separated from the road by row of buildings wall or intervening topography that facility would be

outside the area of concern because the intervening structures or topography would shield the facility

from air quality impacts Therefore for the first phase assessment facilities which meet one or both of

the following criteria were determined not to be subject to air quality impacts as result of the SOCTIIP

build Alternatives

Resource is more than 45.7 meters 150 feet from the centerline of the road

There is an intervening wall row of buildings or topography between the facility and the road such

that no air quality impact would occur

Traffic Impacts

For the first phase assessment facilities were determined not to experience adverse impacts related to

traffic and circulation as result of the SOCTIIP build Alternatives if they met the following criterion

The build Alternative would not reduce or restrict access on the public road or roads which provide

direct access to the facility

Aesthetics Impacts

For the first phase assessment facilities were determined not to experience adverse impacts related to

aesthetics if they met one or more of the following criteria

There is intervening topography between the facility and the road such that the line of sight between

the two is substantially disrupted/discontinuous

There are intervening structures between the facility and the road such that the line of sight between

the two is substantially disrupted/discontinuous

The facility is in an existing developed area and the introduction of new or widened road would not

substantially change views from the facility of developed areas
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4.5.2.5 Detailed Assessment of Potential for Impacts

The second phase detailed assessment of indirect impacts on facilities
potentially impacted by

SOCTIIP build Alternative was determined by establishing ambient conditions for the facilities and

assessing the change in these conditions if any as result of the SOCTIIP Alternatives for noise traffic
air quality and aesthetics Indirect impacts are those impacts that do not result in direct take of property
but which may affect the overall function of the facility or particular amenity Based on information
collected for baseline conditions air quality traffic and noise levels were quantitatively assessed to
determine the extent of impacts under the SOCTIIP Alternatives Visual impacts were qualitatively
assessed

Based on the preliminary assessment described above number of facilities were determined to either be

directly impacted land acquisition or to not experience impacts based on distance and intervening uses
The remaining facilities were then assessed for potential indirect impacts which could adversely affect the

use and enjoyment of the facilities This analysis considered four possible impact categories

Short-term construction and long-term operations noise impacts

Short-term construction and long-term operations air quality impacts

Short-term construction and long-term operations traffic impacts

Short-term construction and long-term visual impacts

The analysis of these potential impacts of the SOCTIIP Alternatives related to pedestrian bicycle and trail

facility uses depends in large part on the analyses conducted in the following technical reports

Noise Assessment Technical Report Mestre Greve Associates 2003
Air Quality Technical Report Mestre Greve Associates 2003

Traffic and Circulation Technical Report Austin Foust Associates 2003
Visual Impacts Assessment Technical Report PD Consultants 2003

Refer to the Table of Contents for locations where these Technical Reports are available for review or
purchase Each of these technical reports provides detailed methodology for

identifying and assessing
potential adverse impacts of the SOCTIJP Alternatives related to these parameters These methodologiesand assessment strategies are described briefly in the following Sections

Assessment of Noise Impacts

Operational Noise Impacts

The County of Orange and the City of San Clemente Noise Ordinances do not regulate noise in recreation
areas and uses The operational noise standard used by FHWA and Caltrans is the 67 IBA Leq noiselevel which is used to design sound walls along residential areas 23 CFR 722 In addition to residential
areas including residences motels and hotels the standard also

applies to picnic areas recreation areasplaygrounds active sports areas parks schools churches libraries and hospitals Energy-equivalentnoise level Leq criteria were used in
assessing potential operational noise impacts to recreation

pedestrian trails or bicycle facilities based on peak traffic levels and distance from the future centerline ofeach alternative Peak traffic levels are defined as 700 AM to 1000 AM and 300 PM to 600 PM duringweekdays

P\TCA53JFjna/ SEIR Winal EIS-SEIRcjon 4.USection 4.5- Pedestrjan.doc 11/23/O5
4.5-8November 2005



SOCTIIP EJS/SEIR Section 4.0

However for operational noise there is no universal standard that would apply to all of the recreation

pedestrian trails or bicycle facilities in the study area Therefore one of the guiding principles used to

evaluate the applicability of the noise standards is the frequency of human use For recreation resources

of frequent human use such as campgrounds sports fields golf courses picnic and playground areas or

other areas with outdoor facilities that encourage outdoor recreation use the FHWA and Caltrans

residential operational noise standard of 67 dBA Leq was used to evaluate impacts No noise standard

applies to areas of infrequent human use such as undeveloped open space and trails which support

intermittent use The following is list of types of use and the applicability of the noise standard

Open space and trails Noise standard applies only in areas of frequent human use such as

campgrounds sports fields amphitheaters etc No noise standard applies to trails because trails

do not support long-term lingering use

Construction Noise Impacts

The County of Orange and the City of San Clemente Noise Ordinances do not regulate noise in recreation

areas which have pedestrian and bicycle facilities The operational noise standard used by FHWA and

Caltrans is the 67 dBA noise level which is used to design sound walls along residential areas 23
CFR 722 In addition to residential areas the standard also applies to recreation areas which may have

pedestrian and bicycle facilities Normally operational standards are more stringent than standards that

apply to short-term noise sources such as construction However because there are no standards in the

local Noise Ordinances for construction noise at recreation areas which may have pedestrian and bicycle

facilities the FllWAlCaltrans 67 dBA Leq standard was used for evaluating whether the construction of

the SOCTIJP Alternatives could result in substantial adverse noise impacts on pedestrian and bicycle

facilities as described below

The standard of 67 dBA Leq applies to the peak noise hour Leq is an average noise level and was

calculated for different construction scenarios in the Noise Assessment Technical Report There are three

primary sources for construction noise pile driving heavy construction and general construction Table

4.5-17 lists these three primary construction categories and the distance from the construction noise

sources to the 67 dBA Leq noise level based on the edge of the disturbance limits Any receptors or land

uses closer than these distances would be projected to experience noise levels greater than 67 dBA Leq

during construction unless the line of sight is blocked by topography or buildings

As shown on Table 4.5-17 the distance to the 67 dBA Leq from heavy and general construction noise is

much less than for pile driving As result the potential noise impacts regarding construction noise are

divided into Construction Noise and Pile Driving Noise For construction noise measurements were

calculated from the edge of the disturbance limits for each alternative

Of the three construction noise sources pile driving has the potential to be the loudest However pile

driving is limited to those areas requiring pier or vertical support structure for example bridge or an

elevated ramp Therefore noise measurements for pile driving are taken from the edge of the proposed

elevated structure requiring piles which is why these measurements differ in the analysis from both the

operational noise measurements taken from centerline and the construction noise measurements taken

from the edge of the construction disturbance area Pile driving is analogous to hammer hitting nail

The impact point starts at the height of the pile and proceeds to get lower as the pile is driven into the

ground Because pile driving noise is usually reported in terms of the peak noise level pile driving noise

data must be converted to Leq noise level If pile driver impacts once every two seconds and the

acoustic energy is contained within one second period then the peak noise levels can be converted into

Leq level The angle of the noise impact on some pile drivers is such that topography and buildings that

block the line of sight for grading equipment and general construction equipment may not block the line
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of sight for pile driving As result intervening topography or structures may not necessarily reduce the

construction noise level at receptors that are in the line of sight of certain pile driving activities

Therefore hard site conditions were assumed and are reflected in the distance to the 67 cIBA Leq
shown in Table 4.5-17 for pile driving Finally because the distance over which pile driving may result

in substantial adverse impact is so great 481.6 1580 ft as shown in Table 4.5-17 facilities that

were screened out in the preliminary evaluation of impacts may be included as impacted solely by pile

driving noise

Assessment of Air Quality Impacts

The assessment of air quality impacts of the SOCTIIP build Alternatives on pedestrian bicycle and trail

facilities considered criteria developed by the South Coast Air Quality Management District AQMD for

facilities in proximity to the roads For both CO and particulate matter ten microns or smaller PM10
substantial adverse impacts were assumed for those facilities at which the AQMD standards are exceeded

as result of SOCTIIP build Alternative The Air Quality Technical Report MGA 2003 concluded

that

The construction related short-term air quality impacts of the build Alternatives would exceed the

defmed threshold limits

None of the build Alternatives results in an increase in the number or severity of air quality standard

exceedences during operations

As result the build Alternatives may result in short-term adverse air quality impacts during construction

on facilities but would not be expected to result in adverse impacts during operations Therefore this

analysis focused on the potential for the construction of the build Alternatives to result in short-term

adverse air quality impacts on facilities Facilities greater than 45.7 150 ft from the centerline would
not be expected to experience adverse air quality impacts during construction Resources within 45.7

150 ft from the centerline were assumed to potentially experience short-term adverse air quality

impacts particularly related to dust and equipment fumes as result of their proximity to active

construction areas Mitigation measures provided in the Air Quality Technical Report would substantially
reduce these short-term air quality impacts However facilities within 45.7 150 ft of the centerline of
the build Alternatives would be subject to short-term adverse air quality impacts during construction

Assessment of Traffic Impacts

The assessment of traffic impacts of the SOCTIIP alternatives on pedestrian and bicycle facilities

considered whether or not access to facility would be
substantially altered due to the project

substantial change was defined as one in which traffic generated by the SOCTUP alternative would
inhibit existing users from accessing facility due to extensive traffic delays For this analysis delays
were considered substantial if vehicular access to the facility increased by more than 20 minutes for
neighborhood parks 40 minutes for community parks and 60 minutes for regional and state parks as
result of the SOCTUP Alternatives

The Traffic and Circulation Technical Report Austm-Foust Associates Inc 2003 provided detailed
analysis of the impacts of the build Alternatives under several land use and circulation scenarios
Generally any adverse impacts of the build Alternatives are limited to adverse impacts at individual
intersections throughout the study area None of these impacts would be expected to substantially affect
travel times near/to facilities because for many of the facilities the impacted intersections are some
distance away from the facility or there are alternative routes to the facilities that do not experience
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adverse traffic impacts as result of the build Alternatives As result the focus of this analysis was to

identify those facilities whose direct access might be adversely impacted by SOCTIIP build Alternative

Assessment of Visual Impacts

The assessment of visual quality impacts was considered in the Visual Impacts Assessment Technical

Report In general an adverse impact was considered to occur if views to or from facilities with

previously unobstructed views were obstructed by features of the SOCT1TP Alternatives For example

facility in an urbanized area in close proximity to highway or road facility would not be considered to

experience substantial adverse visual impacts due to construction of the SOCTIIP Alternative

Additionally sound walls would not be considered an adverse impact on facilities because it would

simply be wall at the edge of the road Conversely designated nature area that includes unimpaired

views of the surrounding undeveloped areas could be adversely impacted depending on the nature and

degree to which views were affected by topography elevation and other factors

4.5.3 IMPACTS RELATED TO PEDESTRIAN AND BICYCLE FACILITIES

4.5.3.1 Construction Impacts Related to Pedestrian and Bicycle Facilities

FEC-W Alternative

The FEC-W Alternative will cross the alignments of the proposed San Juan Creek Trail extension and

proposed Cristianitos Trail which will result in temporary use of the property if these proposed facilities

are operational during construction of this Alternative The FEC-W Alternative will cross three proposed

Class II bikeways which will result in temporary closure of these bikeways during construction

Sidewalks adjacent to roads crossed by this Alternative would also be temporarily impacted Considering

the proximity of these facilities to the centerline of this Alternative there could be short-term air quality

impacts during construction The temporary impacts and closures would occur only during construction

of this SOCTIIP build Alternative at the locations where this Alternative crosses the alignments of these

facilities During these temporary closures detours for these facilities would be provided in consultation

with the jurisdiction in which they are located to the extent feasible to ensure public safety during

construction If proposed facilities are not in operation during construction of corridor Alternative there

will be no impacts therefore the TCA will not have any mitigation responsibility

Views from the proposed trails would be substantially affected by this Alternative and would be

considered an adverse impact The FEC-W Alternative will have visual impacts to the proposed Prima

Deshecha Trail and the existing Rancho San Clemente Ridgeline Trail but are not considered to be

adverse because view are not substantially changed from existing conditions

FEC-M Alternative

The FEC-M Alternative will cross the alignments of the proposed San Juan Creek Trail extension which

will result in temporary use of the property if this proposed facility is operational during construction of

this Alternative The FEC-M Alternative will cross two proposed Class II bikeways which will result in

temporary closure of these bikeways during construction Sidewalks adjacent to roads crossed by this

Alternative would also be temporarily impacted Considering the proximity of these facilities to the

centerline of this Alternative there could be short-term air quality impacts during construction The

temporary impacts and closures would occur only during construction of this SOCTIIP build Alternative

at the locations where this Alternative crosses the alignments of these facilities During these temporary

closures detours for these facilities would be provided in consultation with the jurisdiction in which they

are located to the extent feasible to ensure public safety during construction If proposed facilities are
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not in operation during construction of corridor Alternative the TCA will not have any mitigation

responsibility

Views from the proposed trails would be substantially affected by this Alternative and would be
considered an adverse impact The FEC-M Alternative will have visual impacts to the proposed Prima
Deshecha Trail and the existing Rancho San Clemente Ridgeline Trail but are not considered to be
adverse because views are not substantially changed from

existing conditions

CC Alternative

The CC Alternative will cross the alignments of the proposed San Juan Creek Trail extension and

proposed Prima Deshecha Trail which will result in temporary use of the property if these proposed
facilities are operational during construction of this Alternative This Alternative will also cross the

existing San Juan Capistrano Open Space and Trails but will not require temporary closure of the trails

The CC Alternative will cross the alignments of eight proposed Class II bikeways three existing Class II

bikeways and one proposed Class III bikeway in the City of San Clemente This Alternative will also

cross the alignments of two proposed Class II bikeways and one existing Class II bikeway in

unincorporated Orange County This Alternative will result in temporary closure of these bikeways

during construction Sidewalks adjacent to roads crossed by this Alternative would also be temporarily
impacted Considering the proximity of these facilities to the centerline of this Alternative there could be

short-term air quality impacts during construction The temporary impacts and closures would occur only
during construction of this SOCTIIP build Alternative at the locations where this Alternative crosses the

alignments of these facilities During these temporary closures detours for these facilities would be

provided in consultation with the jurisdiction in which they are located to the extent feasible to ensure

public safety during construction

The views from the proposed San Juan Creek Trail extension Ladera Ranch Open Space trail and

proposed Prima Deshecha Trail would be substantially affected by this Alternative and would be
considered an adverse impact The CC Alternative will have visual impacts to the existing San Juan

Capistrano Open Space and Trails but are not considered to be adverse because views are not

substantially changed from existing conditions

CC-ALPV Alternative

The CC-ALPV Alternative will cross the alignments of the proposed San Juan Creek Trail extension and

proposed Prima Deshecha Trail which will result in temporary use of the property if these proposed
facilities are operational during construction of this Alternative This Alternative will also cross the

existing San Juan Capistrano Open Space and Trails but will not require temporary closure of the trails
The CC-ALPV Alternative will cross the alignments of two proposed Class II bikeways in the City of San
Clemente This Alternative will also cross the alignments of two proposed Class II bikeways and one
existing Class II bikeway in unincorporated Orange County This Alternative will result in temporary
closure of these bikeways during construction Sidewalks adjacent to roads crossed by this Alternative
would also be temporarily impacted Considering the proximity of these facilities to the centerline of this
Alternative there could be short-term air quality impacts during construction The temporary impacts and
closures would occur only during construction of this SOCTIJP build Alternative at the locations where
this Alternative crosses the alignments of these facilities During these temporary closures detours for
these facilities would be provided in consultation with the jurisdiction in which they are located to the
extent feasible to ensure public safety during construction

The views from the proposed San Juan Creek Trail extension Ladera Ranch Open Space trail and
proposed Prima Deshecha Trail would be

substantially affected by this Alternative and this would be
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considered an adverse impact The CC-ALPV Alternative will have visual impacts to the existing San

Juan Capistrano Open Space and Trails but are not considered to be adverse because views are not

substantially changed from existing conditions

A7C-ALPV Alternative

The A7C-ALPV Alternative will cross the alignments of the proposed San Juan Creek Trail extension and

proposed Prima Deshecha Trail which will result in temporary use of the property if these proposed

facilities are operational during construction of this Alternative The A7C-ALPV Alternative will cross

the alignments of three proposed Class II bikeways in the City of San Clemente This Alternative will

also cross the alignments of one proposed Class II bikeway and one existing Class II bikeway in

unincorporated Orange County This Alternative will result in temporary closure of these bikeways

during construction Sidewalks adjacent to roads crossed by this Alternative would also be temporarily

impacted Considering the proximity of these facilities to the centerline of this Alternative there could be

short-term air quality impacts during construction The temporary impacts and closures would occur only

during construction of this SOCTIIP build Alternative at the locations where this Alternative crosses the

alignments of these facilities During these temporary closures detours for these facilities would be

provided in consultation with the jurisdiction in which they are located to the extent feasible to ensure

public safety during construction

The views from the proposed San Juan Creek trail extension Ladera Ranch Open Space Trail and

proposed Prima Deshecha Trail would be substantially affected by this Alternative and this would be

considered an adverse impact

A7C-FEC-M Alternative

The A7C-FEC-M Alternative will cross the alignments of the proposed San Juan Creek Trail extension

and proposed Cristianitos Trail which will result in temporary use of the property if these proposed

facilities are operational during construction of this Alternative The A7C-FEC-M Alternative will cross

three proposed Class II bikeways which will result in temporary closure of these bikeways during

construction Sidewalks adjacent to roads crossed by this Alternative would also be temporarily

impacted Considering the proximity of these facilities to the centerline of this Alternative there could be

short-term air quality impacts during construction The temporary impacts and closures would occur only

during construction of this SOCTIIP build Alternative at the locations where this Alternative crosses the

alignments of these facilities During these temporary closures detours for these facilities would be

provided in consultation with the jurisdiction in which they are located to the extent feasible to ensure

public safety during construction If proposed facilities are not in operation during construction of the

selected Alternative there will be no impacts therefore the TCA will not have any mitigation

responsibility

Views from the proposed trails and the Ladera Ranch Open Space Trail would be substantially affected

by this Alternative and would be considered an adverse impact The A7C-FEC-M Alternative will have

visual impacts to the proposed Prima Deshecha Trail and the existing Rancho San Clemente Ridgeline

Trail but are not considered to be adverse because views are not substantially changed from existing

conditions

The Preferred Alternative selected by the FHWA and TCA is refined alignment based on the A7C-FEC-

M-lnitial corridor Alternative Construction impacts related to pedestrian and bicycle facilities for the

Prefed Alternatiye would be the same as those for the

utility/reloçons do not cause the tempora1 closure of trails beyond that already __________

proposed projct
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MO Alternative

The AJO Alternative will cross the alignments of the proposed San Juan Creek Trail extension existing

San Juan Capistrano Open Space and Trails proposed Prima Deshecha Trail proposed Forster Ranch

Ridgeline Trail and existing Rancho San Clemente Ridgeline Trail The proposed San Juan Creek Trail

extension and proposed Prima Deshecha Trail are the only trails that will result in temporary trail closures

during construction The MO Alternative will cross the alignments of five proposed Class II bikeways

and one existing Class II bikeway in the City of San Clemente This Alternative will also cross the

alignments of two proposed Class II bikeways in unincorporated Orange County This Alternative will

result in temporary closure of these bikeways during construction Sidewalks adjacent to roads crossed

by this alternative would also be temporarily impacted Considering the proximity of the proposed San

Juan Creek Trail extension existing San Juan Capistrano Open Space and Trails and proposed Prima

Deshecha Trail to the centerline of this Alternative there could be short-term air quality impacts during

construction The temporary impacts and closures would occur only during construction of this SOCTIIP
build Alternative at the locations where this Alternative cross the alignments of these facilities During

these temporary closures detours for these facilities would be provided in consultation with the

jurisdiction in which they are located to the extent feasible to ensure public safety during construction

The views from these trails would not be substantially affected by this Alternative

1-5 Alternative

The 1-5 Alternative will cross the alignments of the following trails

Existing Aliso Creek Trail

Proposed Oso Creek Trail Extension

Existing Oso Creek Trail

Existing Trabuco Ridge Trail

Existing San Juan Creek Trail

Proposed Cascadita Canyon Trail

Existing San Juan Capistrano Open Space and Trails

Proposed Marblehead Bluffs Trail

The existing Aliso Creek Trail proposed Oso Creek Trail Extension existing Trabuco Ridge Trail
existing San Juan Creek Trail and proposed Marblehead Bluffs Trail are the only trails that will result in
temporary trail closures during construction The I-S Alternative will cross the alignments of five
proposed Class II bikeways two existing Class II bikeways and two proposed Class 111 bikeways in theSan Clemente In San Juan Capistrano the Alternative will cross four proposed Class II bikeways three
existing Class II bikeways and one existing Class ifi bikeway In addition there are two Class bikewaysthat are not considered recreation Class trails that will be crossed by this Alternative In Dana Pointtwo proposed Class bikeways will be crossed In Laguna Niguel one proposed Class bikeway andtwo existing Class II bikeways will be crossed In Laguna Hills the Alternative will cross four proposedClass bikeways three existing Class bikeways and one existing Class ifi bikeway In Mission Viejothree proposed Class II bikeways one existing Class II bikeway and one existing Class III bikeway willbe crossed In Lake Forest two proposed Class bikeways one existing Class 11 bikeway and oneexisting Class III bikeway will be crossed This Alternative will result in temporary closure of these
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bikeways during construction Sidewalks adjacent to roads crossed by this Alternative would also be

temporarily impacted Considering the proximity of the existing Aliso Creek Trail the existing Trabuco

Ridge Trail the existing San Juan Creek Trail and the proposed Marblehead Bluffs Trail to the centerline

of this alternative there could be short-term air quality impacts during construction In addition all the

Class II and III bikeways and sidewalks crossed by this Alternative could experience short-term adverse

air quality impacts during construction

This Alternative will result in changes in views from the existing Aliso Creek Trail proposed Oso Creek

Trail Extension existing Trabuco Ridge Trail existing San Juan Creek Trail and proposed Marblehead

Bluffs Trail However those changes are not considered adverse because the views are not substantially

changed from existing conditions

No Action Alternatives

The No Action Alternatives would not result in the construction of any SOCTIIP related transportation

improvements Therefore the No Action Alternatives would not result in any adverse impacts related to

pedestrian bicycle and trail facilities

4.5.3.2 Long-Term Impacts Related to Pedestrian and Bicycle Facilities

IFEC-W Alternative

The FEC-W Alternative will cross the alignments of the proposed San Juan Creek Trail Extension and

proposed Cristianitos Trail which will result in permanent acquisition along portions of these trails if

these proposed facilities are operational during construction of this Alternative This would be an adverse

impact on these proposed trails In addition the views from these trails would be substantially affected by

this Alternative and would be considered an adverse impact

This Alternative would not result in long-term adverse impacts to Classes II and ifi on road bicycle

facilities and sidewalks because these facilities would be reopened after temporary construction closures

FEC-M Alternative

The FEC-M Alternative will cross the alignment of the proposed San Juan Creek Trail Extension which

will result in permanent acquisition along portions of this trail if this proposed facility is operational

during construction of this Alternative This would be an adverse impact on this proposed trail In

addition the views from this trail would be substantially affected by this Alternative and this would be

considered an adverse impact

This Alternative would not result in long-term adverse impacts to Classes II and III on road bicycle

facilities and sidewalks because these facilities would be reopened after temporary construction closures

CC Alternative

The CC Alternative will cross the alignments of the proposed San Juan Creek Trail extension and

proposed Prima Deshecha Trail which will result in permanent acquisition along portions of these trails

if these proposed facilities are operational during construction of this Alternative The views from the

proposed San Juan Creek Trail extension and proposed Prima Deshecha Trail would be substantially

affected by this Alternative and would be an adverse impact
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lhis Alternative would not result in long-term adverse impacts to Classes II and III on road bicycle
facilities and sidewalks because these facilities would be reopened after temporary construction closures

CC-ALPV Alternative

The CC-ALPV Alternative will cross the alignments of the proposed San Juan Creek Trail extension and

proposed Prima Deshecha Trail which will result in permanent acquisition along portions of these trails
if these proposed facilities are operational during construction of this Alternative The views from the

proposed San Juan Creek Trail extension and proposed Prima Deshecha Trail would be substantially
affected by this Alternative and this would be an adverse impact

This Alternative would not result in long-term adverse impacts to Classes II and Ill on road bicycle
facilities and sidewalks because these facilities would be reopened unchanged after temporary
construction closures

A7C-ALPV Alternative

The A7C-ALPV Alternative will cross the alignments of the proposed San Juan Creek Trail extension and

proposed Prima Deshecha Trail which will result in permanent acquisition along portions of these trails
if these proposed facilities are operational during construction of this Alternative The views from both
trails would be substantially affected by this Alternative and this would be an adverse impact

This Alternative would not result in long-term adverse impacts to Classes II and III on road bicycle
facilities and sidewalks because these facilities would be reopened unchanged after temporary
construction closures

A7C-FEC-M Alternative

The A7C-FEC-M Alternative will cross the alignments of the proposed San Juan Creek Trail Extension
and proposed Cristiamtos Trail which will result in permanent acquisition along portions of these trails if

these proposed facilities are operational during construction of this Alternative This would be an adverse
impact on these proposed trails In addition the views from these trails would be substantially affected by
this Alternative and this would be considered an adverse impact

This Alternatives would not result in long-term adverse impacts to Classes and ifi on road bicycle
facilities and sidewalks because these facilities would be reopened after temporary construction closures

The Preferred Alternative selected by FHWA and TCA is refined alignment based on the A7C-FEC-M-
Initial corridor Alternative Long-term impacts related to pedestrian and bicycle facilities for the
Preferred Alternative including utility relocations would be the same as those for the A7C-FEC-M-
Initial Alternative

MO Alternative

The ALO Alternative will cross the alignments of the proposed San Juan Creek Trail extension and
proposed Prima Deshecha Trail which will result in permanent acquisition along portions of these trailsif these proposed facilities are operational during construction of these Alternatives

These Alternatives would not result in long-term adverse impacts to Classes II and ifi on road bicyclefacilities and sidewalks because these facilities would be reopened after temporary construction closures
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1-5 Alternative

The I-S Alternative will cross the alignments of existing Aliso Creek Trail proposed Oso Creek Trail

Extension existing Trabuco Ridge Trail existing San Juan Creek Trail and proposed Marblehead Bluffs

Trail which will result in permanent acquisition along portions of these trails This will be an adverse

impact on existing facilities and will be an adverse impact on the proposed facilities if these proposed

facilities are operational during construction of these Alternatives

These Alternatives would not result in long-term adverse impacts to Classes II and III on road bicycle

facilities and sidewalks because these facilities would be reopened after temporary construction closures

No Action Alternatives

The No Action Alternatives would not result in the construction of any SOCTIIP related transportation

improvements Therefore the No Action Alternatives would not result in any adverse impacts related to

pedestrian and bicycle facilities

4.5.3.3 Summary of Impacts Related to Pedestrian and Bicycle Facilities

The short- and long-term adverse impacts of the SOCTIIP build and No Action Alternatives related to

pedestrian and bicycle facilities are summarized in Table 4.5-18 As shown in Table 4.5-18 all the

SOCTIIP build Alternatives would result in temporary trail closures and permanent acquisition along

portions of trails The 1-5 Alternative would result in the highest number of temporary trail closures five

trails The FEC-W CC CC-ALPV A7C-FEC-M/Preferred Alternative A7C-ALPV and the MO
Alternatives would each result in the temporary closure of two trails The FEC-M Alternative would

result in temporary closure of one trail Along these same trails the identified SOCTIIP build

Alternatives will also result in permanent acquisition along portions of these trails

All the SOCTIIP build Alternatives would result in air quality impacts during construction The 1-5

Alternative would result in short-term air quality impacts along four trails and the MO Alternative along

three trails The FEC-W CC CC-ALPV A7C-FEC-M/Preferred Alternative and the A7C-ALPV

Alternatives would result in short-term air quality impacts along two trails The FEC-M Alternative

would result in short-term air quality impacts along one trail All of the SOCTIIP build Alternatives with

the exception of the MO and I-S Alternatives would result in short-term air quality impacts along

bikeways The CC Alternative would result in short-term air quality impacts along fifteen bikeways The

CC-ALPV and the A7C-ALPV Alternatives would result in short-term air quality impacts along five

bikeways The FEC-W and the A7C-FEC-M/Preferred Altern would result in short-term air quality

impacts along three bikeways The FEC-M Alternative would result in short-term air quality impacts

along two bikeways

All of the SOCTIIP corridor Alternatives FEC-W CC CC-ALPV

and the A7C-ALPV Alternatives would result in permanent visual impacts along two tri1sIls The

FEC-M Alternative would result in permanent visual impacts along one trial The MO and I-S

Alternatives would not result in permanent visual impacts along trails

All the SOCTHP build Alternatives would result in temporary bikeway closures The 1-5 Alternative

would have the most adverse impacts related to bikeway closures 41 bikeways The CC Alternative

would result in the temporary closure of fifteen bikeways The CC-ALPV and the A7C-ALPV

Alternatives would result in the temporary closure of five bikeways The FEC-Waid4he

A7C-FEC-M/Preferred Alternatives would result in the temporary closure of three bikeways The FEC

Alternative would result in the fewest temporary bikeway closures two bikeways
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4.5.4 MITIGATION MEASURES RELATED TO PEDESTRIAN ANI BICYCLE FACILITIES

Mitigation measures were provided in the MMP for EIR No for the Foothill Transportation Corridor
Oso Parkway to Interstate to minimize the impacts to pedestrian and bicycle facilities identified for the

alignments analyzed in that EIR All the mitigation measures in the MMP for ER No were reviewed
and have been incorporated as applicable in the mitigation measures for the SOCTIIP Alternatives
Some of the measures from the MMP in ER No are proposed to be deleted because they no longer
apply to the SOCTIIP Alternatives Table 4.2-19 lists the mitigation measures from the MMP in ER No

and provides the proposed status for each measure If the measure has been incorporated into
SOCTIIP mitigation measure the new mitigation measure number is provided If measure is proposed
to be deleted the reason for deleting the measure is provided

The following mitigation measures were developed to avoid or minimize as much as possible the impacts
of the SOCTIIP build Alternatives related to pedestrian and bicycle facilities and other recreation
facilities

Measure R-1 Avoidance of the Temporary Use and/or Permanent Acquisition of Recreation Resources

Property During final design the TCA or the implementing agency/agencies will refine the design to the

extent feasible based on engineering judgment and design standards to avoid or minimize the temporary
use during construction and the permanent acquisition of land

currently occupied by or proposed for use
by recreation resources In the event that the temporary use or permanent acquisition of this property
cannot be avoided through design refmements the other mitigation measures identified below R-2
through R-4 for the compensation of temporary and permanent use of recreation resources property will

apply to the build Alternatives consistent with Uniform Relocation Assistance and Real Property
Acquisition Act

Measure R-2 Consultation with Owners/Operators of Recreation Resources In conjunction with
measures R-3 and R-4 compliance with the Uniform Relocation Assistance and Real Property
Acquisitions Policies Act of 1970 the TCA or implementing agency/agencies will consult with the
affected property owner/operator of recreation resources temporarily used or permanently acquired by
build Alternative The purposes of this consultation will be to

Identify and implement opportunities to protect recreation resources in place

Identify and implement opportunities to replace lost recreation facilities within the
existing recreation

property

Combine compensation and
protectionlmodification of affected recreation resources to comply withthe Uniform Relocation Assistance Act and Real Property Acquisition Act and minimize adverseimpacts on recreation resources

Measure R-3 Direct Permanent Impacts Property Acquisition at Recreation Resources Consistentwith the requirements of the Uniform Relocation Assistance and Real Property Acquisition Policies Actof 1970 the TCA or implementing agency/agencies will negotiate with the owner/operator whose
recreation facilities will be permanently acquired to determine

appropriate action and/or compensation to
mitigate for the permanent acquisition

Measure R-4 Direct Temporary Impacts Use of Property During Construction on RecreationBcurces Consistent with requirements of the Uniform Relocation Assistance and Real PropertyAcquisition Policies Act of 1970 the TCA or implementing agency/agencies will negotiate with the

P.TCA53pjn/ SEIRIFjnaI EIS-SEJR Sect ion 4.OLSectjon 4.5- Ped estrian doc eJI/23/05
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owner/operator whose recreation facilities will be temporarily removed during construction to determine

appropriate action and or compensation to mitigate for the temporary use

Measure R-5 Impacts on Trails During final design the TCA or implementing agency/agencies will

accommodate planned lateral Class and existing and planned Class II bicycle trails as well as hiking and

equestrian trails at master planned locations across the road alignments These trail crossings will be

designed and constructed according to the standards of Caltrans and the applicable local jurisdictions

Final design will include directions to contractors related to minimizing potential disruptions to existing

bicycle riding and hiking trails during construction as feasible

Tables 4.5-20 to 4.5-23 summarize the applicability of each of these mitigation measure to each of the

SOCTIIP Alternatives
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Table 4.5-1

Pedestrian and Bicycle Facilities in the City of San Clemente

Name and Address Owner/Operator
Description

Existing Facilities

San Clemente State Beach Califorma State Parks An approximately 38 hectare ha 94 acre ac
3030 Avenida Del Presidente

regional park in south San Clemente southwest of

Interstate 1-5 immediately south of Avenida

Calafia Includes beach day and overnight camping

tent and recreational vehicle RV showers picnic

areas parking and pedestrian and Class to the beach
Park at Calle Juarez and Calle Coast Homeowners privately owned neighborhood facility of

Guadalajara Association/Tom approximately 2.4 ha 6.0 ac north of 1-5 directly east
Corner of Calle Juarez and Webb Associates of the intersection of Calle Juarez and Calle
Calle Guadalajara Property Management Guadalajara Includes bench and pedestrian trails to

the
surrounding residential areas

Proposed Facilities

Proposed South San Clemente The proposed resource proposed neighborhood 2.0 ha 5.0 ac park Two
Neighborhood Park is not in public locations under consideration immediately west of

ownership at this time Avemda del Presidente south of Avenida Calafia in
In San Onofre State Park south San Clemente or east of 1-5 or north of the
Cristiamtos subunit and near 1-5/Cristianitos

interchange in San Onofre State Beach
the southernmost end of San

Cristiamtos subunit Proposed facilities include
Clemente Golf Course or in parking beach

access restrooms basketball courts
the northeast section of San skate court tennis courts volleyball courts playgroundClemente State Beach adjacent equipment pedestrian and Class bicycle trails and
to the existing State Parks

picnic area
office

The location of this
proposed

park has not been decided to

date

Proposed Vista Bahia Trap The proposed resource Proposed special use facility of unknown acreageand Skeet Relocation is not in public Two locations are under consideration northeast of

ownership at this time 1-5 immediately east of The Donna ONeill Land
Undeveloped part of the future

Conservancy or north of the existing terminus of
expansion of Avemda La Pata Avenida La Pata west of the terminus of Avenida de
north of the intersection with los Mares Proposed facilities include parkingAvenida Vista Hermosa

restrooms picnic area pedestrian/Class bicycle

trail and
trap and skeet rangeThe location of this proposed

park has not been decided to

date

Proposed Marblehead Sports The proposed resource community park of
approximately 2.8 ha 7.0 acPark adjacent to Shorecliffs is not in public proposed immediately southwest of 1-5 north ofMiddle School

ownership at this time Avenida Pico immediately east of Shorecliffs Middle
School Proposed to include multipurpose/soccer

field an in-line hockey court an exercise track
concessions stand playground equipment picnic

area pedestrian/Class bicycle trail and parking

Tc.453pFjnal SEIRFja/
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Table 4.5-1 continued

Pedestrian and Bicycle Facilities in the City of San Clemente

Name and Address Owner/Operator Description

Proposed Talega
The proposed resource community/special use park of approximately 8.9 ha

Community/Sports Park is not in public 22 ac proposed immediately east of the intersection

Near the corner of Avenida La ownership at this time of Avemda La Pats and Avenida Vista Hermosa

Pata and Avemda Vista Proposed to include community building parking

Hermosa along the north side restrooms baseball fields soccer/multipurpose field

of Avemda Vista Hermosa basketball courts and in-line hockey court

skateboard course tennis courts sand volleyball courts

playground equipment concessions building picnic

area and pedestrian/Class bicycle trail

Proposed La Pata Vista The proposed resource community/special use park of approximately 4.0 to

Hermosa Sports Park is not in public
6.1 ha 10 to 15 ac proposed immediately southwest of

Corner of Avenida La Pata and ownership at this time the intersection of Avenida La Pats and Avenida Vista

Avenida Vista Hermosa along
Hermosa Proposed to include community building

the south side of Avemda parking restrooms baseball fields

Vista Hermosa soccer/multipurpose field basketball courts and in-line

hockey court skateboard course tennis courts sand

volleyball courts playground equipment concessions

building picnic area and pedestnan/Class bicycle

trail

Proposed Talega
The proposed resource neighborhood park of approximately 3.2 ha 8.0 ac

Neighborhood Park along is not in public proposed east of Avenida La Pata west of Cnstianitos

Avemda Talega about 0.96 km ownership at this time Road north of Avemda Pico Proposed to include

0.6 mile north of Talega Golf restrooms basketball courts tennis courts in-line

Course hockey court sand volleyball court an exercise course

playground equipment and picnic area

Proposed Equesthan Center in In private ownership special use facility of unknown size north of

Talega Planned Community Avenida Pico east of Avenida La Pata west of

Cristianitos Road immediately adjacent to The Donna

ONeill Land Conservancy Proposed to include

parking restrooms picnic area and

pedestrian/Class bicycle/equestrian trail

Proposed Talega
The proposed resource neighborhood park of approximately 3.2 ha 8.0 ac

Neighborhood Park is not in public proposed north of the intersection of Avemda Pico and

South of the proposed ownership at this time Avenida Vista Hermosa east of Avemda La Pata

Regional Park at the Prima but is planned for Proposed to include restrooms basketball courts an in

Deshecha Sanitary Landfill public park uses line hockey court tennis courts an exercise course

and north of Avemda Talega playground equipment picnic area and

pedestrian/Class bicycle trail

Proposed Our Lady of Fatima The proposed resource neighborhood park of approximately
0.8 ha 2.0 ac

Park
is not in public proposed north of the intersection of North La

Along North La Esperanza ownership at this time Esperan.za
and Avenida Presidio east of 1-5 Proposed

to include an exercise course playground equipment

and picnic area

Source PD ConsultantS 2003

Refer to Figure 4.5-1 for the locations of these facilities
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Interstate

Al Major Roads

Jurisdictions

/s/ City County Boundaries

Trails

/\/ Existing Class Trail

Proposed Class Trail

Proposed Recreation Resources no boundary available

Recreation Resources

Existing Private Recreation Resources

EIii Existing Public Recreation Resources

Proposed School Playing Fields

Existing School Playing Fields

Source PD ConsultantS 2002

.s -----ç

Golf Course

RichardT Steed

Memorial Park

Trails

Saul

Community Center

and

Senior Center

and

Library

Park

iPa Park

Proposed

Concordia Park

Sports Fi.lds

Proposed

South San Cleinente

Neighborhood Park west

3000 6000 Feet

0800 1600 Meters

Existing and Proposed Class Trails

in the SOCTIIP Study Area in the City of San Clemente
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Table 4.5-2

Bikeways in the City of San Clemente

Type of Trail Description

Existing Bikeways

Class II West of 1-5 along Avenida Del Presidente

Class II West of I-S along Avemda Vaquero

Class II West of 1-5 along Avemda Magdalena

Class II West of Avenida La Pata along Avenida Pico

Proposed_Bikeways

Class 11 East of I-S along El Camino Real

Class II West of I-S along Avemda Valencia

Class II West and East of I-S along Avemda Pico

Class II West and East of 1-5 along Camino De Estrella

Class II Along Souse Drive

lass II North of Avenida Vista Hermosa along Avenida Talega

Class II West and East of Avenida Talega along Avemda Vista Hermosa

Class II North and South of Avenida Pico along Avenida La Pata

Class II Northern portion of San Clemente along Avemda La Pata

Class II North of Avenida Vista Hermosa along Talega Valley Drive

Class II East of Avenida La Pata along Avemda Pico

Class II West of Avenida La Pata along Camino Del Rio

Class III East of 1-5 along Avenida San Pablo

Class III West and East of 1-5 along Avemda Vista Hermosa

Class III West of Avemda Pico along Calle Frontera

Source PD Consultants 2003
Refer to Figure 4.5-2 for locations of these bicycle facilities
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SOCTJIPEIS/SEIR

Table 4.5-3

Pedestrian and Bicycle Facilities in the City of San Juan Capistrano

Source PD Consultants 2003
Refer to Figure 4.5-3 for the locations of these bicycle facilities
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Name and Address Owner/Operator
Description ______

Existin Facilities

special use facility of approximatelY
670 ha

1655 ac and 11.9 kilometers km 7.4 miles

Trails

San Juan Capistrano Open Space and City of San

Pata north of Camino Las Ramblas south of
North of Camino Las Ramblas south

Capistrano

of San Juan Creek Road east of the

mi of trails east of 1-5 west of Avemda LaliLa Novia Avenue Includes open space
1-5 and west of Prima Des

pedestrianlClass bicycle equestnan trails and

Sanita Landfill

hecha

parking

Proposed Northwest Open Space

Between Camino Capistrano and the

railroad north of Junipero Serra

Road

Proposed Facilities

City of San Juan

Capistrano

special use facility of approximately 30 ha

75 ac proposed immediately west of Camino

Capistrano and east of the railroad tracks in

north San Juan Capistrano Proposed to

include picnic areas histoncal area nature

center playground equipment and

pedestrian/Class bicycle trails



Del Obispo

Elementary School

Sports Fields

Transportation

Interstate

IV Major Roads

Jurisdictions

City/County Boundaries

Trails

/v Existing Class Trail

Proposed Class Trail

Recreation Resources

Existing Private Recreation Resources

Existing Public Recreation Resources

Proposed Public Recreation Resources

Existing School Playing Fields

3000 6000 Feet

L_

800 1600 Meters

Existing and Proposed Class Trails

in the SOCTIIP Study Area in the City of San Juan Capistrano
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Table 4.5-4

Trails and Bikeways in the City of San Juan Capistrano

Type of Trail Description

Existing Trails_and Bikeways

Class East of 1-5 no existing road opposite of El Horno

Class East of 1-5 along Rancho Viejo Road

Class II West of 1-5 along Camino Capistrano

Class II West and East of I-S along San Juan Creek Road

Class II West of 1-5 along Camino Capistrano

Class III West of I-S along El Horno

Proposed_Bikeways

Class II West of 1-5 along Pacific Coast Highway

Class II East of I-S along Camino Las Ramblas

Class II West of I-S along Stonehill Drive

Class II West and East of I-S along Ortega Highway

Class II South of Ortega Hwy along Obispo Street

Source PD Consultants 2003
Refer to Figure 4.5-4 for locations of these bicycle facilities
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Transportation

Interstate

Jurisdictions

/S/ City/County
Boundaries

Trails

/\/ Existing Class ITrail

\/ Existing Class II Bikeway

\/ Existing Class Ill Bikeway

/\/ Proposed Class II Bikeway
_____

Source PD ConsultantS 2003

Trails and Bikeways in the

City of San Juan Capistrano

SOCTIIP EISISEIR
Figure 4.5-4
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Table 4.5-5

Bikeways in the City of Dana PointfT1TTT0T
Proposed Bikeways ______________

Class ii
West of 1-5 along CaminodeEStella ____

Class II East of I-S along Camino de Los Mares
________

Class 11
West of 1-5 along Pacific Coast Highway ______

Class ii
East of 1-5 along Cammo Las Ramblas _____________

Source PD Consultants 2003
Refer to Figure 4.5-5 for locations of these bicycle facilities
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Table 4.5-6

Bikeways in the City of Laguna Niguel

Type of Trail Description

Existing Bikeways

Class II West of 1-5 along Camino Capistrano

Class II West of 1-5 along Crown Valley Parkway

Proposed Bikeways

Class II West of I-S along Camino Capistrano

Source PD Consultants 2003
Refer to Figure 4.5-6 for locations of these bicycle facilities
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Table 4.5-7

Bikeways in the City of Laguna hills

Type of Trail Description

Existing Bikeways

Class II West of 1-5 along La Paz Road

Class II West and East ofT-S along Los Alisos Boulevard

Class II West of 1-5 along Lake Forest Drive

Class III West ofT-S along El Toro Road

Proposed_Bikeways

Class II West of I-S along Cabot Road

Class II West of 1-5 along La Paz Road

Class II West of I-S along Alicia Parkway

Class II Under I-S along Lake Forest Drive

Source PD Consultants 2003
Refer to Figure 4.5-7 for locations of these bicycle facilities
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Table 4.5-8

Pedestrian and Bicycle Facilities in the City of Mission Viejo

Name and Address Owner/Operator Description

Existing Facilities

Sycamore Park City of Mission Viejo neighborhood park of approximately 3.0 ha

Terminus of Charlmda 7.4 ac north of 1-5 east of the intersection of

Muirlands Boulevard and Alicia Parkway

Includes playground equipment picnic area and

pedestrian trail

Source PD Consultants 2003
Refer to Figure 4.58 for the location of this facility
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Transportation

Interstate

Major Roads

Jurisdictions

ti City/County Boundaries

Trails

/\./ Existing Class Trail

.\/ Proposed Class Trail

Proposed Recreation Resources no boundary available
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Table 45-9

Bikeways in the City of Mission Viejo

Type of Trail Description

Existing Bikeways

Class II West and East of I-S along Oso Parkway

Class III West and East of 1-5 along Crown Valley Parkway

Proposed Bikeways

Class II West and East of 1-5 along Avery Parkway

Class II East of I-S along La Paz Road

Class II East of 1-5 along Alicia Parkway

Class II Under 1-5 along Lake Forest Drive

Source PD Consultants 2003
Refer to Figure 4.5-9 for locations of these bicycle facilities
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Table 4.5-10

Bikeways in the City of Lake Forest

Type of Trail Description

Existing Bikeways

Class II East of 1-5 along Los Alisos Boulevard

Class III East of 1-5 along Bndger Road

Proposed Bikeways

Class II East of 1-5 along El Toro Road

Class II East of I-S along Lake Forest Drive

Source PD Consultants 2003
Refer to Figure 4.5-10 for locations of these bicycle facilities
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Table 4.5-11

Pedesfrian and Bicycle Facilities in Unincorporated Orange County

Name and Address Owner/Operator Description

Existing Faculties

General Thomas Riley County of Orange regional park of approximately 202 ha

Wilderness Park 498 ac and km mi of trails west of

30952 Oso Parkway Ortega Highway immediately west of Oso
Coto de Caza Parkway east of the intersection of Antonio

Parkway and Oso Parkway Includes

unpaved riding and hiking and Cla
bicycle trails ranger station/visitor

information area and parking

The Donna ONeill Land f.Donna ONeill private special use facility of

Conservancy Land Conservancy approximately 520 ha 1284 ac north of

Access is from Cristianitos private Avenida Pico south of Ortega Highway
Road off Ortega Highway at the immediately west of Cristianitos Road
Green Gate Includes visitor information center

classrooms parking and pedestrian hiking

trails Open to public use only by

appointment and guided tour

ONeill Regional Park County of Orange regional park of approximately 1255 ha

30892 Trabuco Canyon 3100 ac east of the intersection of

Trabuco Canyon Marguerite Parkway and Oso Parkway west

of the intersection of Oso Parkway and

Antonio Parkway immediately north of Oso

Parkway Includes ranger stationlvisitor

information facility overnight camping day

camping picnic facilities riding and

hikingClas bicycle/riding trails end-a

Class bikeway and parking

Ladera Ranch Open Space In private ownership special use facility of approximately 293

ha 725 ac and km mi of trails

Part of the Ladera development Includes wildlife corridors and an unpaved

on the east side of Antonio hiking and Class bicycle trails on the east

Parkway side of Antonio Parkway/Avenida La Pata

Source PD Consultants 2003
Refer to Figure 4.5-11 for the locations of these facilities
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Table 4.5-12

Bikeways in Unincorporated Orange County

Type of Trail
Description

Existing Bikeways

Class II East of Antonio Parkway along Oso Parkway

Proposed Bikeways

Class II East of Antonio Parkway along Ortega Highway

Class II North and South of Ortega Highway

Class II East of Antonio Parkway along Wilson Camp Road

Class II East of Antonio Parkway along Avenida Pico

Source PD Consultants 2003
Refer to Figure 4.5-12 for locations of these bicycle facilities
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Table 4.5-13

Pedestrian and Bicycle Facilities in Unincorporated San Diego County

Name and Address Owner/Operator Description

Existing Facilities

SOSB Cristiarntos Subunit United States state park of approximately 564 ha 1393 ac
East of I-S extending north to the Navy/California State immediately northeast of the Cnstiamtos RoadJI-5

Orange County border The Parks interchange Includes overnight camping day
remainder of the subunit camping pedestrian and bicycle trails

parallels Cristianitos Road and showers/restroom lifeguard towers and parking

includes the San Mateo

Campground area and trails

Source PD Consultants 2003
Refer to Figure 4.5-13 for the locations of these facilities
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/\/ Existing Class Trail

Recreation Resources

Existing Private Recreation Resources

Existing Public Recreation Resources ________________

Source PD Consuttants 2002

in the SOCTIIP Study Area in Unincorporated San Diego County

Figure 4.5-13
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Table 4.5-14

Trails in the SOCTIIP Study Area

Name and Location Owner/Operator Description

Existing Trails

Rancho San Clemente City of San Clemente paved pedestrian and bicycle trail approximately

Ridgeline Trail 6.2 km 3.8 mi long that has its trail head north of

the parking lot and skate court at Richard Steed

Memorial Park The trail follows the ridge from

Salvador to Avenida Pico San Clemente

Trabuco Ridge Trail City of San Juan An unpaved pedestrian bicycle and equestrian trail

Capistrano approximately 4.1 km 2.5 mi long that starts at

Monarch Drive and follows Trabuco Creek to the

proposed location of the San Juan Capistrano

Northwest Open Space crosses under 1-5 in north

San Juan Capistrano

San Juan Creek Trail Class County of Orange paved Class bike route approximately 4.2 km
bike route and Recreational 2.6 mi long that parallels San Juan Creek from

Trail the San Juan Capistrano City boundary to Pacific

Coast Highway terminating at Camino Lacouacue

Doyen State Beach in Dana Point and an

unpaved pedestrian bicycle and equestrian trail

that starts from the terminus of Lacouague Reed

Ranch Trail and joins with North San Juan Creek

trail as the trail crosses the San Juan Creek

parallels San Juan Creek from the San Juan

Capistrano City boundary to Stonehill Drive in the

City of San Juan Capistrano

Aliso Creek Trail County of Orange paved Class bike route approximately 24 km

15 mi long that parallels Aliso Creek until Paseo

de Yalencia and passes Leisure World via Laguna

Hills Drive in unincorporated Orange County from

Portola Hills in Lake Forest to south of Aliso

Creek Road in Laguna Niguel

The Donna ONeill Land The Conservancy Portions of several trails are within the disturbance

Conservancy Trails limits of the Preferred Alternative including North

The Conservancy Ridge Shady Canyon Middle Ridge High Ridge

Trails Meadow cut off and two roads includine

Gato Canyon Road and Back Road The trails map
of The Conservancy was provided after publication

of the Draft E.IS/SEIR see Attachment of the

Response to Comments document The map

provided by The Conservancy is not to scale

therefore it is not possible to make precise

calculation of the linear impacts to trails The

Conservancy trails are under private ownership

and are available to the public on an appointment

basis for docent-led hikes

Proposed Trails

Proposed Prima Deshecha Trail The proposed resource is regional riding and hiking trail approximately

not in public ownership 9.7 km 6.0 in long that is proposed to extend

from the northwest corner of San Onofre State

Beach around the western edge of proposed Prima

Deshecha Regional Park and terminates when it

meets San Juan Creek Trail
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Table 4.5-14 continued

Trails in the SOCTIIP Study Area

Name and Location Owner/Operator Description

Proposed Cristianitos Trail The proposed resource is regional riding and hiking trail approximately

not in public ownership 8.0 km 5.0 mi long that is proposed to extend

from the northwest corner of San Onofre State

Beach around the eastern edge of The Donna

ONeill Land Conservancy to its terminus at San

Juan Creek Trail

Proposed San Juan Creek Trail The proposed resource is regional riding and hiking trail proposed to be an

Extension not in public ownership extension of the existing San Juan Creek Trail

approximately 24 km 15 mi long This trail is

proposed to extend from the existing terminus of

San Juan Creek Trail to the beginning of San Juan

Creek Trail in Caspers Regional Park

Proposed Arroyo Trabuco Trail The proposed resource is regional riding and hiking trail that is proposed

not in public ownership to be approximately 11 km 7.0 mi long and to

extend from the existing San Juan Creek Class

Bike Path to the existing Arroyo Trabuco Trail

Proposed Colinas Bluffs Trails The proposed resource is regional riding and hiking trail that is proposed

not in public ownership to be approximately 4.8 km 3.0 mi long and to

extend along existing San Juan Capistrano Colinas

Bluffs Trail to where it connects with existing Oso

Creek Trail

Proposed SCE Easements Trail The proposed resource is regional riding and hiking trail that is proposed

not in public ownership to be approximately 1.6 km 1.0 nii long and to

extend from the northern Mission Viejo city

boundary to south of Jeronimo Road at the eastern

city boundary and from I-S to the eastern city

boundary

Proposed Marblehead Coastal The proposed resource is pedestrian and bicycle trail proposed to be in the

Trail not in public ownership open space on the north side of Avenida Pico in

San Clemente The location of this resource has

not been determined at this time

Proposed Cascadita Canyon The proposed resource is pedestrian and bicycle trail proposed to be in the

Trail not in public ownership open space north of Avenida Vista Hermosa in San

Clemente The ultimate location of this resource

has not determined at this time

Source PD Consultants 2003
Refer to Figure 4.5-14 for the locations of these trails

Trails within existing recreation resources are listed as amenities within the descriptions of the individual recreation

resources within which they occur Therefore those trails are not listed in Table 4.5-14 and are not shown on Figure 4.5-6
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Table 4.5-15

Distances to the 66 dBA Contour for Different Road Cross Sections

Number of Road Lanes Distance from Centerline associated with L66 dBA

Meters Feet

lanes
121.9 400

lanes
152.4 500

lanes
198.1 650

10 lanes 228.6 750

12 lanes 259.1 850
14 lanes 381.0 1250
l6lanes

411.5 1350
Source Mestre Greve Associates 2001

Table 4.5-16

Cross Sections and Distances to the 66 dBA Contour for the SOCTILP Build Alternatives

Cross Section Distance from the Centerline Contour

Meters Feet

FEC-M-Ultimate lanes 198.1 650
FEC-M-ImtiaJ lanes 152.4 500

FEC-W-Ultimate lanes 198.1 650

FEC-W-Initial lanes 152.4 500

CC-Ultimate lanes 198.1 650

CC-Initial lanes 152.4 500

CC-ALPV-Ultjniate lanes 198.1 650

CC-ALP V-Initial lanes 152.4 500

A7C-FEC-M-Ultimate lanes 198.1 650

A7C-FEC-M-Injtjal lanes 152.4 500

Preferred

A7C-ALPV-Ultimate lanes 198.1 650

A7C-A1.PV-Initial lanes 152.4 500

AlO to lanes arterials 152.4 lanes 500 lanes

198.1 lanes 650 lanes

1-5 to lanes 152.4 lanes 500 lanes

213.4 lanes 700 lanes

Source Mestre Greve Associates 2003

Table 4.5-17

Distances to the 67 dBA Leq

Activity Meters Feet

Pile Driving 481.6 1580

Heavy Construction 215.2 706

General Construction 38.4 126

Source Mestre Greve Associates 2003
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Ns.jn addition the FEC-W and A7C-FECMpreferred Alternatives may impact up to live trails and to dirt roads on Time Conservancy
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TABLE-Table_4.5-18

Summary of Impacts Related to Pedestrian and Bicycle Facilities

Alternative

FEC-W Alternative

Temporary
Trail

Closures

Permanent

Acquisition Along

Portion of Trail

Air Quality During

Construction
Permanent Visual

Impacts Along

Trails

Temporary

Bikeway Closures

Temporary Sidewalk

ClosuresTrails Bikeways

FEC-M Alternative

CC Alternative 15 15 Yes

CC-ALpV

Alternative

Yes

A7C-FEC-M

Alternatjve/PrefelTed
Yes

A7C-ALPVAlternative______________Yes

MO______________
J..5

NoAction-OCP
2000 and RV No impact No impact No impact No impact

41

No impact

Yes

Yes

No impact

Yes

Yes
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Table 4.5-20

Applicability of Mitigation Measures for Pedestrian and Bicycle Facilities for the

FEC-W and FEC-M Alternatives

Mitigation Measures Applicable By Alternative

See notes below
Name of Facility FEC-W Alternative FEC-M Alternative

Proposed San Juan Creek Trail R-5 R-5

Extension Air quality mitigation Air quality mitigation

Visual impacts mitigation Visual Impacts mitigation

Proposed Cristianitos Trail R-5 Not applicable

Air quality mitigation

Visual impacts mitigation

Proposed Prima Deshecha Trail Visual impacts mitigation Visual impacts mitigation

Rancho San Clemente Ridgeline Visual impacts mitigation Visual impacts mitigation

Trail

Proposed Marblehead Bluffs Not applicable Not applicable

Trail

Source PD Consultants 2003
Notes

Not applicable This resource does not occur in the vicinity of this Alternative and would not be impacted by this

Alternative

The complete text for measures R-l to R-5 is provided in Section 4.5.4 Mitigation Measures Related to Pedestrian

and Bicycle Facilities

Construction and operations noise mitigation measures are provided in Section 4.6 Affected Environment Impacts
and Mitigation Measures Related to Noise
Visual Impacts mitigation measures are provided in provided in Section 4.8 Affected Environment Impacts and

Mitigation Measures Related to Visual Resources

Iii addition the FEC-W and FEC-M Alternatives cni1d impact up to five trails and two dirt roads on The

Conservancy

4.5-53
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Table 4.5-21

Applicability of Mitigation Measures for Pedestrian and Bicycle Facilities

for the CC and CC-ALPV Alternatives

Mitigation Measures Applicable to the CC Alternatives

See notes below
Name of Resource CC Alternative CC-ALPV Alternative

Proposed San Juan Creek Trail R-5 R-5

Extension Air quality mitigation Air quality mitigation

Visual impacts mitigation Visual impacts mitigation

San Juan Capistrano Open Space and R-1 R-2 R-3 and R-4 R-l R-2 R-3 and R-4

Trails Air quality mitigation Air quality mitigation

Visual impacts mitigation Visual impacts mitigation

Proposed Prima Deshecha Trail R-5 R-5

Air quality mitigation Air quality mitigation

Visual impacts mitigation Visual impacts mitigation

Proposed Marblehead Bluffs Trail Visual impacts mitigation Visual impacts mitigation

Ladera Ranch Open Space Trail Visual impacts mitigation Visual impacts mitigation

Source PD Consultants 2003
Notes

Not applicable This resource does not occur in the vicinity of this Alternative and would not be impacted by this

Alternative

The complete text for measures R-1 to R-5 is provided in Section 4.5.4 Mitigation Measures Related to Pedestrian and

Bicycle Facilities

Construction and operations noise mitigation measures are provided in Section 4.6 Affected Environment Impacts and

Mitigation Measures Related to Noise

Visual impacts mitigation measures are provided in provided in Section 4.8 Affected Environment Impacts and Mitigation

Measures Related to Visual Resources
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Table 4.5-22

Applicability of Mitigation Measures for Pedestrian and Bicycle Facilities for the

A7C-FEC-M and A7C-ALPV Alternatives

Mitigation Measures Applicable by Alternative

See notes below
A7C-FEC-MfPj-eferred

Name of Resource
Alternative A7C-ALPV Alternative

Proposed San Juan Creek Trail R-5 R-5
Extension Air quality mitigation Air quality mitigation

Visual impacts Visual impacts

mitigation mitigation

Proposed Prima Deshecha Trail Visual impacts R-5

mitigation Air quality mitigation

Visual impacts

mitigation

Proposed Cristianitos Trail R-5 R-5
Air quality mitigation Air quality mitigation

Visual impacts Visual impacts

mitigation mitigation

Rancho San Clemente Ridgeline Trail Visual impacts Not applicable

mitigation

Ladera Ranch Open Space Trail Visual impacts Visual impacts

mitigation mitigation

Source PD Consultants 2003
Notes

Not applicable This resource does not occur in the vicinity of this Alternative and would not be impacted by this

Alternative

The complete text for measures R-I to R-5 is provided in Section 4.5.4 Mitigation Measures Related to

Pedestrian and Bicycle Facilities

Construction and operations noise mitigation measures are provided in Section 4.6 Affected Environment

Impacts and Mitigation Measures Related to Noise
Visual impacts mitigation measures are provided in provided in Section 4.8 Affected Environment impacts and

Mitigation Measures Related to Visual Resources

In addition the .A7C-FEC-M/Preferred Alternative may impact up to five trails and two dirt roads on The

Conservancy
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Table 4.5-23

Applicability of Mitigation Measures for Pedesfrian and Bicycle Facilities for the

AlO and 1-5 Alternatives

Mitigation Measures Applicable by Alternative

See notes below
Name of Resource MO Alternative 1-5 Alternative

Aliso Creek Trail Not applicable R-5

Air quality mitigation

Proposed Oso Creek Trail Extension Not applicable No mitigation required

Oso Creek Trail Not applicable Air quality mitigation

Trabuco Ridge Trail Not applicable R-5

Air quality mitigation

Proposed San Juan Creek Trail Extension R-5 Not applicable

Air quality mitigation

Visual impacts mitigation

San Juan Creek Trail Not applicable R-5

Air quality mitigation

San Juan Capistrano Open Space and Trails R- R-2 R-3 R-4 and R-5 No mitigation required

Air quality mitigation

Visual impacts mitigation

Proposed Prima Deshecha Trail R-5 Not applicable

Air quality mitigation

Visual impacts mitigation

Proposed Forster Ranch Ridgeline Trail Visual impacts mitigation Not applicable

Proposed Cascadita Canyon Trail Not applicable No mitigation required

Proposed Marblehead Bluffs Trail Not applicable Air quality mitigation

Rancho San Clemente Ridgeline Trail Visual impacts mitigation Not applicable

Source PD Consultants 2003
Notes

Not applicable This resource does not occur in the vicinity of this Alternative and would not be impacted by this

Alternative

The complete text for measures R-l to R-5 is provided in Section 4.5.4 Mitigation Measures Related to Pedestrian and

Bicycle Facilities

Construction and operations noise mitigation measures are provided in Section 4.6 Affected Environment Impacts and

Mitigation Measures Related to Noise

Visual impacts mitigation measures are provided in provided in Section 4.8 Affected Environment Impacts and Mitigation

Measures Related to Visual Resources
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4.6 AFFECTED ENVIRONMENT IMPACTS ANI MITIGATION MEASURES
RELATED TO NOISE

The potential impacts of the SOCTIIP Alternatives related to noise are evaluated in detail in the Noise

Assessment Technical Report Mestre Greve Associates 2003 and are summarized in the following
Section As stated in Section 2.2 the A7C-FEC-M-lnitjal Alternative alignment evaluated in the Draft

EIS/SEIR was refined in order to minimize environmental impacts and address engineering requirements

The A7C-FEC-M-Initjal Alternative with the design modifications was selected as the Preferred

Alternative The Preferred Alternative will be limited to maximum of six lanes The design
modifications incorporated into the Alternative do not substantially alter the path of the alignment or

project impacts in the vicinity of sensitive noise receptors therefore the evaluation of potential noise

impacts related to construction and operation of the Preferred Alternative is based on the same data as the

A7C-FEC-M-Injtjal Supplemental Noise Assessment Mestre Greve Associates 2004 was prepared
to analyze the potential noise impacts of three alternatives FEC-M FEC-W and A7C-FEC.-M on the

development areas in the northern portion of the Talea Community including areas planned and

approved but not yet constructed The Supplemental Noise Assessment is included as Attachment to

the Response to Comment document Refer to the Table of Contents for locations where this report can

he reviewed or purchased

4.6.1 AFFECTED ENVIRONMENT RELATED TO NOISE

4.6.1 .1 Noise Assessment Metrics

The description analysis and reporting of community noise levels around communities is made difficult

by the complexity of human response to noise and the variety of noise metrics developed for describing

noise impacts Each metric attempts to quantify noise levels with respect to community response Most
metrics use the A-weighted noise level to quantify noise impacts on humans A-weighting is frequency

weighting that accounts for human sensitivity to different frequencies

Noise metrics can be divided into two categories single event and cumulative Single event metrics

describe the noise levels from an individual event such as an aircraft flyover or heavy equipment pass-

by Cumulative metrics average the total noise over specific time period which is typically one hour or

24 hours for community noise For the analysis of noise impacts under the SOCTIIP Alternatives

cumulative noise metrics were used

Two predominant noise scales are the Equivalent Noise Level Leq and the Community Noise Equivalent

Level CNEL Day-Night Noise Level LDN and L% are also used in community noise assessment

These metrics are described below

is the sound level corresponding to steady-state sound level containing the same total energy

as time-varying signal over given sample period Leq is the energy average noise level

during the time period of the sample Leq can be measured for any time period but is typically

measured for one hour This one hour noise level can also be referred to as the Hourly Noise

Level HNIL It is the energy sum of all the events and background noise levels that occur during

that time period

CNEL is the predominant rating scale now in use in California for land use/noise compatibility

assessments The CNEL scale represents time weighted 24-hour average noise level based on

the A-weighted decibel Time weighted refers to the fact that noise that occurs dunng certain

sensitive time periods is penalized for occurring at these times The evening time period PM to

10 PM penalizes noises by dBA while nighttime 10 PM to AM noises are penalized by
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10 dBA These time periods and penalties were selected to reflect peoples increased sensitivity

to noise during these time periods CNEL noise level may be reported as CNEL of 60 dBA
60 dBA CNEL or simply 60 CNEL

LDN the day-night scale is similar to the CNEL scale except that evening noises are not

penalized It is measure of the overall noise experienced during an entire day Time-weighted

refers to the fact that noise that occurs during certain sensitive time periods is penalized for

occurring at these times In the LDN scale those noise levels that occur during the night 10 PM
to AM are penalized by 10 dB This penalty attempts to account for increased human

sensitivity to noise during this quieter period of day where sleep is the most probable activity

is statistical method of describing noise which accounts for variance in noise levels

throughout given measurement period L% is way of expressing the noise level exceeded

for percentage of time in given measurement period For example because five minutes is

25% of 20 minutes L25 is the noise level that is equal to or exceeded for five minutes in

twenty minute measurement period L% is used for most noise ordinance standards For

example most daytime city state and county noise ordinances use an ordinance standard of

55 dBA for 30 minutes per hour or an L50 level of 55 dBA In other words the noise ordinance

states that no noise level should exceed 55 dBA for more than fifty percent of given period

4.6.1.2 Noise Criteria

Noise Criteria for Construction Noise

Short-term noise levels from construction activities are measured against the applicable local

municipalitys Noise Ordinance to assess whether there are any short-term noise impacts Construction

activities complying with the applicable local Noise Ordinance are considered to result in no adverse

short-term noise impacts Construction activities which result in short-term noise levels which exceed the

applicable local Noise Ordinance are considered adverse

The SOCTIIP corridor Alternatives pass through unincorporated Orange County San Clemente and

unincorporated San Diego County The only receptors in unincorporated San Diego County are in Camp
Pendleton and SOSB The San Diego County Municipal Code is not applicable to Camp Pendleton and

does not contain standards applicable to campgrounds

The I-S and Arterial Improvements Only Alternatives travel through nine incorporated cities Irvine Lake
Forest Laguna Woods Laguna Hills Mission Viejo Lagwia Niguel San Juan Capistrano Dana Point

and San Clemente as well as unincorporated San Diego County

The City of Laguna Hills Noise Ordinance is what is commonly referred to as nuisance ordinance in that
it does not contain any specific noise levels that cannot be exceeded It only prohibits noise that is

perceived to be nuisance Construction noise is not specifically addressed The City of San Juan
Capistrano Noise Ordinance specifically prohibits three sources of noise radios phonographs etc horns
and loudspeakers and noise broadcast on public streets which are not related to construction The City
of San Juan Capistrano Noise Ordinance does not regulate construction noise

The Noise Ordinances for Lake Forest Laguna Woods Mission Viejo Laguna Niguel and Dana Point are
identical to the County of Orange Noise Ordinance The Orange County Noise Ordinance was used to
assess noise impacts from construction on uses in unincorporated areas and the incorporated cities with
the same Noise Ordinance as well as the two cities that have Noise Ordinances that do not apply directly
to this project Laguna Hills and San Juan Capistrano The Orange County Noise Ordinance will also be
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used to assess construction noise impacts for MCBCP Table 4.6-1 presents Orange Countys Noise

Ordinance standards Figures and tables cited in this Section are provided following the last page of text

in this Section The City of San Clemente Noise Ordinance will be used to assess construction noise

impacts for uses within the City of San Clemente

Caltrans and FHWA require potential noise impacts from construction activities to be assessed but do not

provide any criteria for detenrunation of impacts Where the local municipality has Noise Ordinance it

is typically used as the criteria for construction noise The applicable Noise Ordinances are discussed in

detail in the Noise Assessment Technical Report

Criteria Related to Operation Noise

Caltrans/FHWA Leqh Criteria

FHWA has adopted Noise Abatement Criteria NAC for highway construction projects as published in

the Federal Aid Highway Program Manual of Federal Highway Administration Volume Chapter

Section entitled Procedures for Abatement of Highway Traffic Noise and Construction Noise

September 18 1982 The standards are also codified in Code of Federal Regulations 23 C.F.R 772
The following noise standards are taken from the FHWA PPM 772 also 23 C.F.R 773

NOISE STANDARDS The highway traffic noise prediction requirements noise

analyses noise abatement criteria and requirements for informing local officials in this

regulation constitute the noise standards mandated by 23 U.S.C 109i All highway

projects which are developed in conformance with this regulation shall be deemed to be

in conformance with the Federal Highway Administration FHWA noise standards

The NAC specified by the FHWA have been adopted by Caltrans Caltrans NAC are contained in their

Traffic Noise Analysis Protocol For New Highway Construction and Reconstruction Projects October

1998 and are presented in Table 4.6-2 The NAC apply to various land uses as indicated in Table 4.6-2

For interior areas the criteria assume that typical wood frame homes provide 10 dBA noise reduction

outdoor to indoor with windows open and 20 dBA reduction with windows closed

The FHWA/Caltrans NAC are only applicable to areas along new roads constructed by project or

existing roads that would be modified by project i.e addition of lanes The NAC are not assessed

along existing roadways that would not be physically altered by the project In terms of the

FHWAICaltrans NAC when the predicted future with project noise levels approach or exceed the NAC
for uses along new roads constructed by the project or existing roads that would be modified by the

project i.e addition of lanes noise abatement measures e.g construction of noise barrier must be

considered

The NAC are in terms of the worst hourly Leq traffic noise impact on regular basis for the design year

Approaching the NAC is considered as noise level within one dB of the NAC For residential areas the

NAC is 67 dBA Leqh Noise levels of 66 dBA in these areas Leqh are considered approaching the

NAC

Even if the predicted noise level does not approach or exceed the NAC traffic noise impacts can occur

when the with project noise levels substantially exceed the existing noise levels Caltrans has established

substantial increase to be 12 dBA increase in the peak hour Leq
noise level
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Local Municipality CNEL Criteria

The operational noise standards for local municipalities are defined in the Noise Elements of their

General Plans The County of Orange and all the municipalities in the study area have established an

exterior residential CNEL noise standard of 65 CNEL The County has not established an applicable

noise standard relating to parks However all the Cities in the project area have established 65 CNEL
noise standard for parks In some Cities this standard is only applicable at picnic areas and in others it is

applicable at picnic areas playgrounds and areas of frequent human activity For this analysis the

broader scope of the standard was applied and noise levels at potentially impacted park picnic areas

playgrounds and areas of frequent human activity were evaluated

4.6.1.3 Existing Noise Levels in the Study Area

Existing noise levels in areas around the SOCTIIP Alternatives in tenns of the National Environmental

Policy Act NEPA criteria are described in this Section The following Section presents the location and

descriptions of the noise sensitive receptors analyzed The results of noise measurements made at most of

these receptors are provided in this Section Noise measurements were not made at all receptors Along
1-5 and Antonio Parkway the noise measurements were used to calibrate the noise model The
calibration process and the results of the modeling for all receptors along I-S and Antonio Parkway are

presented in this Section

Noise Sensitive Receptors

Table 4.6-3 presents numbered list of the representative noise sensitive receptors that were assessed for

this analysis and the land use that each receptor represents Table 4.6-3 also indicates which of the

SOCTIIP Alternatives were analyzed for each receptor At each receptor noise levels for only the

SOCTIIP Alternatives in the vicinity of the
receptor i.e close enough to potentially result in an impact

were assessed Noise sensitive land uses that may be impacted by the SOCTIIP Alternatives include

residential areas schools parks including campground and recreation uses and commercial uses with

outdoor areas of frequent use Parking lots are not considered noise sensitive The locations of these

receptors are shown in Figures 4.6-1 to 4.6-3

These receptors were chosen to best represent the representative worst-case conditions for all the noise
sensitive uses in the vicinities of the SOCTIIP build Alternatives That is the residential or other
sensitive use is close to and/or has high exposure to the alignment of specific SOCTI1P build
Alternative At least one receptor was located in each area of concern

Most of the receptors are along I-S and are potentially impacted by the Alternatives that include wideningof 1-5 This is because most of the existing noise sensitive land uses that may be impacted by the
SOCTIIP Alternatives are along 1-5 For the corridor build Alternatives i.e the FEC-W FEC-M A7C
and CC alignments and the alignments that are variations of these Alternatives most of the noise
sensitive receptors that may be impacted by these Alternatives are in and near the southern ends of these
Alternatives in more developed areas

Several of the SOCTI1P build Alternative alignments are inside or near state park or other public lands
These areas are SOSB The Donna ONeill Land Conservancy and Thomas Riley Regional Park

Schools are an especially sensitive receptor site due to the young age of the students and the high level of
activity that can occur on the playfields The following schools are within 0.4 km 0.25 mi of the
centerlines of the SOCTI1P build Alternatives Ole Hanson Elementary School San Clemente High
School Concordia Elementary School Shorecliffs Middle School San Juan Elementary School Serra
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High School Mission Viejo High School Capistrano Valley High School Linda Vista Elementary

School La Tierra Elementary School Palisades Elementary School Tesoro High School and Las Flores

elementary School

Measured Existing Noise Levels

Measurements of ambient noise levels were conducted at the 74 receptors listed in Table 4.6-3 These

measurements document the existing background noise levels in the areas surrounding the SOCTIIP build

Alternatives For sites near 1-5 and Antonio Parkway the measured noise levels were also used to

calibrate the noise model

The results of the noise measurements are presented in Table 4.6-4 The Receptor identification number

ID description and existing land use are presented in the first three columns respectively The next two

sets of two columns present the date and Leq noise levels of each measurement at the receptor

For the sites along 1-5 the two Leq noise level measurements agreed to dB That is the measured

noise levels were recorded and found to be generally within 2dB of that predicted by the noise model

The consistency of these measurements was analyzed as required by the Caltrans Protocol For details

regarding noise level measurements and noise model calibration refer to the Noise Assessment Technical

Report

Noise levels near 1-5 were relatively high and were reduced as distance from the freeway was increased

Noise levels in areas away from roads and development were relatively low Military helicopter

operations were substantially louder than the background ambient levels in areas away from roads and

development

Modeled Existing Noise Levels

Caltrans traffic noise model LeqV2 was used to model existing peak hour traffic noise levels at the

receptors along 1-5 Section 4.6.2 discusses the noise modeling methodology used for this study The

measured noise levels presented above were not taken during periods where traffic conditions would

result in the peak noise hour The traffic conditions used to model the peak noise hour are presented later

in Section 4.6.3.2

The noise measurements along 1-5 were used to calibrate the noise model The noise model was

developed for the same traffic conditions that existed as during the noise measurements at each site The

model was adjusted to minimize the difference

Existing Peak Hour Noise Level Modeling Results

Along highways with congestion the noisiest hour does not correspond with the hour of the highest

traffic volume During the hour with the highest traffic volume congestion results in lower speeds which

result in lower noise levels than other hours where traffic is free flowing The hour that results in the

highest noise levels is the hour where the traffic volume is the greatest and still remains at free flow

Section 4.6.3.2 discusses the traffic conditions that result in the worst hourly traffic volumes Because the

measurements were not necessarily taken during periods with these conditions and noise measurements

were not performed for all receptors existing peak noise hour levels were modeled The primary noise

contributor is related to tire speed and free flow conditions Specific noise measurements during this time

frame would be very difficult to predict This specific data is difficult to attain but is not required to

determine the severity of impact and whether to propose mitigation since that information may be derived

from the noise model Table 4.6-5 presents the results of this modeling for each of the receptors along 1-5
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and Antonio Parkway Table 4.6-5 also shows the NAC Activity Categories and the NAC for each

receptor Noise levels approaching or exceeding the NAC are shown in bold italics Table 4.6-5 shows

that for many receptors along 1-5 the existing peak noise hour traffic noise levels currently approach or

exceed the NAC Along Antonio Parkway the existing peak noise hour traffic noise levels approach or

exceed the NAC at only receptor 186 This receptor is at preschool playground directly adjacent to the

road

4.6.2 METHODOLOGY RELATED TO NOISE

4.6.2.1 Groupings of the Alternatives for the Noise Analysis

For the noise analysis it was convenient to place the Alternatives into three groups

Corridor build Alternatives CC A7C and FEC Alternatives and the Alternatives that are variations of

these corridor Alternatives including the CC CC-ALPV A7C-ALPV A7C-FEC-M/Preferred FEC
and FEC-M Alternatives

1-5 Widening Alternative

Arterial Alternative MO along Antonio/La Pata

The analysis required for each of these groups of Alternatives was similar The corridor build

Alternatives represent construction of new highway The 1-5 Alternative represents expansion of an

existing highway The Arterial Alternative represents the improvement of existing arterial roads

Further the land uses along the groups are similar There are scattered residential areas and noise

sensitive receptors along the corridor Alternatives Along 1-5 there are substantial number of

residential areas and other noise sensitive uses along existing 1-5 Along the MO Alternative there are

areas of residential uses and areas of no development or non-noise sensitive development

The primary purpose of this analysis was to identify all potential noise impacts and allow comparison of

the noise impacts among the SOCTIIP Alternatives The analysis was performed to achieve this objective

recognizing the substantial differences in the three groups of Alternatives These differences necessitated

adaptation in the analysis used to identify impacts The analysis was performed at an equal level of detail

for each Alternative to allow direct comparison of the Alternatives For whichever Alternative is

selected Final Noise Analysis usually performed as part of final engineering will need to be

prepared to detennine the exact heights and extent of noise barriers required for that Alternative

4.6.2.2 Noise Model

Caltrans requires the use of the SOUND32 or LeqV2 computer program to model traffic noise levels

Both SOUND32 and LV2 were developed by Caltrans and are based on the FHWAs Highway Traffic

Noise Model FHWA-RD-77-l 08 Title 23 Part 772 specifies the federal requirements for highway
noise assessments 23 C.F.R 772.1 7a1 only requires the use of model that is consistent with the

methodology presented in the FHWA model

SOUND32 with the SOUND2000 front end was used for noise modeling noise levels along the corridor

Alternatives Caltrans LV2 was used for modeling of noise levels along I-S and Antonio Parkway
Both models are based on the methodology presented in FHWA-RD-77-l08 and approved for use by
FHWA The fundamental calculations in both models are the same and both models produce similar

results The primary difference between the models is that SOUND32 has the ability to model noise

levels at many receptors over wide area and the LeqV2 model concentrates on one receptor at time

P.TCA5311Final SEIRFinal EIS-SEIRctjon 4.OSecf ion 4.6- Noise.doc ilh/23/O5fr 4.6-6
November 2005



SOCTIIP EIS/SEIR Section 4.0

The only available topographic data for the extent of the 1-5 proposed for widening under the SOCTIIP

Alternatives was United States Geological Survey USGS topographical maps USGS maps do not

provide the required level of accuracy and resolution to perform SOUND32 modeling The topography

for the area around the 1-5 widening used for the modeling was established based on USGS data and field

observations After discussing this issue with Caltrans District 12 environmental personnel they

recommended the use of LV2 model for the 1-5 widening components of the 1-5 Alternative

The LeqV2 model provides the most accurate modeling of the noise levels along 1-5 given available

topography mapping During the calibration process adjusting the model to match measured noise

levels the use of LeqV2 ensured that inputs were accurate and reasonable for each receptor

The limited topographical information most affects the accuracy of calculating the effects of new noise

barriers The use of LeqV2 produces fewer and smaller errors than SOUND32 would in this case The

calibration process ensures that noise levels are accurately calculated with existing conditions The
calibration process allows accurate identification of noise impacts along 1-5

For all noise modeling both in SOUND32 and LeqV2 the California Vehicle Noise Calveno Reference

Energy Mean Emission Levels REMELS were used The REMELS are the starting point of the FHWA
RD-77-208 noise model They define the noise level generated by an average vehicle type auto medium

truck or heavy truck REMELS are the speed dependent energy average A-weighted maximum pass-by

noise level generated by defined vehicle type auto medium truck or heavy truck The Calveno

REMELS were developed by Caltrans and meet the requirements of 23 C.F.R 772.17 the federal

regulation applicable to highway noise assessments

4.6.2.3 Traffic Data Used for Noise Modeling

Section 2.3c of Caltrans Traffic Noise Analysis Protocol October 1998 requires one to Predict

traffic noise levels using traffic characteristics that will yield the worst hourly traffic noise impact on

regular basis for the design year.. While not specifically designated the design year is typically

considered 20 years in the future Level of Service LOS conditions will result in the highest noise

levels Jeak noise hour along I-S and the corridor Alternatives Peak traffic hour volumes will result in

the highest noise levels along Antonio Parkway the road that will be widened under the MO Alternative

The specific traffic data used for noise modeling is presented below

I-S Widening Traffic Data

Table 4.6-6 summarizes the traffic parameters that were used to model the peak noise hour along 1-5

Truck percentages for mixed flow lanes are discussed below

The percentage of trucks on I-S in the project area was derived from truck counts performed by Caltrans

and presented on the Caltrans Traffic and Vehicle Data Systems Unit website The truck percentages

used for the noise modeling were derived using annual average daily traffic AADT data sourced for

2001 from the Caltrans Traffic and Vehicle Data Systems Unit website http//www.dot.ca.govlhq/

trafficops/saferesr/trafdatal
This number of trucks was applied to the AADT data to determine the truck

percentages and then used for the noise modeling

SOCTIIP Corridor Alternative Traffic Data

Traffic noise from the SOCTIIP corridor Alternatives FEC A7C and CC Alternatives and the

Alternatives that are variants of these Alternatives were modeled using the same traffic parameters as 1-5
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under existing conditions presented in Table 4.6-6 For these Alternatives truck mix of percent

medium trucks and percent heavy trucks was used This information is based on data collected on

existing SR-241 and obtained from the TCA

Arterial Roads Traffic Data

As discussed above for freeways that become congested during the peak traffic hour the peak hour traffic

volume on freeways does not coincide with the peak noise hour on those roads The slowing during this

congestion actually results in lower noise level from the freeway than during period of lower traffic

volumes with higher speeds For arterial roads this is not necessarily true Higher traffic volumes result

in more queuing and wait time at controlled intersections but the posted speed is typically maintained

between intersections Further while vehicles may be slowing as they approach intersections which

results in lower noise levels the vehicles will be accelerating away from the same intersection which

results in higher noise levels The sum of this activity is that long-term 15 minutes or more average

noise levels will be similar to free flow conditions Therefore for arterial roads with controlled

intersections the peak traffic volume hour does correspond with the peak noise hour Further

intersections are appropriately modeled as free flow conditions which represents the worst case for noise

levels

Peak hour traffic volumes from the traffic study for the SOCTIIP Alternatives and posted speed limits

were used to model noise levels along Antonio Parkway/La Pata Avenue that would be widened under the

MO Alternative

The auto medium and heavy truck distribution used for arterial roads is published by the County of

Orange for use in all noise studies performed for the County This is referred to as the OC Mix

4.6.3 IMPACTS RELATED TO NOISE

Potential noise impacts of the SOCTIIP Alternatives in terms of the FHWA NEPA criteria are presented
in this Section

4.6.3.1 Construction Impacts Related to Noise

Noise levels from construction activities are measured against the applicable local municipalitys Noise
Ordinance to assess whether there are any short-term noise impacts Construction activities complying
with the applicable local Noise Ordinance are considered to result in no adverse short-term noise impacts
Construction activities which result in short-term noise levels which exceed the applicable local Noise
Ordinance are considered adverse

Construction noise can reach high levels and be intrusive to sunounding areas The following Sections
identify the potential noise levels that could occur during various phases of construction and the
durations of these construction activities The projected noise levels are then contrasted with accepted
noise levels for residential school and other noise sensitive land uses Conflicts between construction
noise and wildlife areas are not addressed in this Section but are addressed in Section 4.11 Affected
Environment hnpacts and Mitigation Measures Related to Wildlife Fisheries and Vegetation

Although construction noise
represents short-term impact on ambient noise levels construction

equipment and construction activities can generate high noise levels Construction equipment noise
comes under the control of the United States Environmental Protection Agencys EPAs Noise Control
Program Part 204 of Title 40 Code of Federal Regulations
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Noise generated by construction equipment including trucks graders bulldozers concrete mixers and

portable generators can reach high levels Construction noise activities can be divided into the following

five broad categories based on their potential to generate noise

pile driving

heavy grading

general construction activities

nighttime demolition

haul routes

Generally construction will occur only during daytime hours However major bridge construction may
occur on 24 hour basis Additionally for the I-S Alternative much of the construction may occur

during the nighttime hours including demolition of many of the overpasses

Construction Noise Associated with Pile Driving

Pile driving operations are responsible for very high peak or impact noise levels during construction The

EPA Noise from Construction Equipment and Operations Building Equipment and Home

Appliances December 31 1971 reports that pile driving operations can result in peak noise levels of 90

to 105 dBA at 15 50 ft with 100 dBA being typical Table 4.6-7
presents distances to peak noise

levels for pile driving operations The loud bangs from pile driving can occur every few seconds Based

on the experience with the San Joaquin Hills Transportation Corridor teleconversation with Mr Sam
Sims TCA January 2003 pile driving usually lasts about to 1.5 weeks per pier or abutment For most

bridges including wildlife crossings there are two abutments and two piers Therefore pile driving for

typical bridge can last roughly to weeks

The pile driving for flyovers can last much longer Flyovers for the corridor Alternatives would occur

where the corridor joins 1-5 with direct connectors This would occur for the FEC-M FEC-W CC CC
ALPV A7C-ALPV and A7C-FEC-M/Preferred_Alternative flyover for this type of project would

include two abutments plus up to 13 piers Pile driving at these corridor/freeway interchanges could last

up to months for each flyover

There may be potential need to conduct nighttime pile driving during construction of corridor

Alternatives that have direct connection with I-S and the Alternatives which widen I-S Where proposed

pile driving for 1-5 requires lane closure it is anticipated that this work will need to be performed at

night to minimize associated traffic congestion Nighttime pile driving will only be allowed on review of

the construction plans for the corridor Alternatives by the TCA or the other Alternatives by the

implementing agency to confirm that appropriate noise attenuation measures are in place including

appropriate notification of the public

Based on pile driving noise level of 100 dBA at 15 50 11 noise levels at other distances can be

forecast At distance of 150 500 ft the pile driving noise might still be as high as 80 dBA This

noise level will decrease as the distance from the source increases

The Orange County Noise Ordinance does not limit daytime noise on weekdays for construction

activities For nighttime hours construction noise is limited to peak noise of 70 dBA Peak or

impulsive or non-continuous i.e instantaneous noise levels are penalized by dBA effectively making

the critical criterion 65 dBA Noise levels above this limit that are not controlled in manner consistent

with the Noise Ordinance would be considered intrusive At 850 2800 ft the maximum noise

associated with pile driving is projected to be 65 dBA Therefore pile driving during construction of the
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corridor Alternatives could not occur within 850 2800 ft of residences during the nighttime hours or

during weekend periods without exceeding the County Noise Ordinance

Similarly the San Clemente Noise Ordinance allows construction noise levels up to 70 dBA measured at

the nearest residential property line during weekday daytime hours 700 AM to 600 PM Pile driving

anywhere in San Clemente closer than 500 1600 fi of residential areas would probably be in violation

of the San Clemente Noise Ordinance even it occurs during the weekday during daytime hours

Additionally the Ordinance Section 8.48.030 specifically prohibits pile driving in San Clemente on

any day between the hours of 600 PM and 700 AM Therefore the ability to operate pile drivers within

the San Clemente city limits will be severely limited variance may be requested from the City but

there is no requirement that the City grant such variance

Construction Noise Associated with Heavy Grading

After clearing vegetation and other preparatory work an area will be ready for heavy grading which

results in the grading of the site into roughly its final form Large scrapers such as the Caterpillar 623 and

Caterpillar 657 are used during heavy grading Although pile driving can result in the highest peak noise

levels heavy grading can result in the highest average noise levels due to the constant noise generated by

graders over extended periods of time

Heavy grading operations will occur for about two years However this does not mean that at any one

location there will be heavy grading for this entire period For typical location near the corridor there

would be 15 to 30 graders working for about two to three months

Based on approximately 30 scrapers working near noise sensitive area the average noise levels at

various distances were calculated and are presented in Table 4.6-8 Noise levels greater than 70 dBA will

be experienced at distances less than 170 550 ft from the grading equipment Noise levels of 55 dBA

may be heard at distances greater than 0.85 km 1/2 ml These estimates do not consider the effects of

topography or intervening structures

The County of Orange does not limit construction noise during the weekday daytime hours The Orange

County Noise Ordinance limits average noise levels i.e L50% levels to 50 CIBA during nighttime and

weekend for all activities including construction Noise levels above this limit that are not controlled in

manner consistent with the Noise Ordinance would be considered intrusive Residences within 1500

5000 ft would be impacted by heavy grading operations if they occur at night or during the weekend as

defmed in the Orange County Noise Ordinance

For heavy grading in San Clemente the Citys Noise Ordinance would limit the maximum noise level to

70 dBA between 700 AM and 600 PM on weekdays and Saturdays Construction occurring outside

these hours and on Sunday and holidays would be prohibited Construction occurring within 150 500
ft of residences would likely exceed 70 dBA be an impact and would require variance from the City

Construction Noise Related to General Construction Activities

General construction activities result in substantially lower noise levels than pile driving or heavy

grading During general construction many different types of equipment may be operating including

dozers loaders various kinds of trucks payers cranes etc An estimate of general construction noise

levels is presented in Table 4.6-9 The noise level is provided for various distances The estimates are

based on typical situation and could vary either up or down by more than 10 dBA
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The County of Orange does not limit construction noise during the weekday daytime hours The Orange

County Noise Ordinance limits average noise levels i.e L50% levels to 50 dBA during nighttime and

weekend for all activities including construction Noise levels above this limit that are not controlled in

manner consistent with the Noise Ordinance would be considered intrusive Residences within 275

900 fi would be impacted by general construction operations if they occur at night or during the

weekend as defmed in the Orange County Noise Ordinance

For general construction activities in San Clemente the Citys Noise Ordinance would limit the

maximum noise level to 70 dBA between 700 AM and 600 PM on weekdays and Saturdays

Construction occurring outside these hours and on Sunday and holidays would be prohibited

Construction occurring within 27 90 ft of residences would likely exceed 70 dBA be an adverse

impact and would require variance from the City

Construction Noise Related to Nighttime Demolition

Nighttime demolition would occur under the 1-5 Alternative Many of the 1-5 overpasses would need to

be demolished and much of this work would have to occur during the night because I-S would need to be

restricted to few lanes or shut down completely Jackhammers and other heavy equipment are used

extensively during demolition operations and peak noise levels of 95 dBA at 15 50 fl are typical

Table 4.6-10 presents distances to peak noise levels for demolition operations

Based on demolition noise level of 95 dBA at 15 50 ft noise levels at other distances can be

forecast At distance of 150 500 fi pile driving noise might still be as high as 75 dBA This noise

level would decrease as the distance from the source increases At 850 2800 ft from the demolition

operations the peak noise levels will still reach 60 dBA

The Orange County Noise Ordinance limits peak noise levels to 70 dBA during nighttime for all activities

including construction Peak or impulsive noise levels are penalized by dBA effectively making the

critical criterion 65 dBA Noise levels above this limit that are not controlled in manner consistent with

the noise ordinance would be considered intrusive Similarly the San Clemente Noise Ordinance allows

construction noise levels up to 70 dBA measured at the nearest residential property line Noise sensitive

areas closer than 500 1600 ft of pile driving activities may be adversely impacted These limits are

being used to determine the magnitude of the impact as result of construction

Construction Noise Related to Haul Routes

For some of the Alternatives soil would either need to be hauled onto or from the project site At this

time the number of haul trucks and the truck haul routes are not known Generally the more haul trucks

on road the higher the potential for an adverse noise impact second factor would be the number of

vehicles currently on the haul route Haul trucks on residential street that normally has 1000 vehicles

day will have greater impact than the same number of haul trucks on major arterial roadway that

normally has 40000 vehicles per day Other factors that affect the level of potential noise impact

associated with hauling include the presence or absence of noise sensitive land uses along the haul route

and the presence or absence of noise barriers along the haul route

Based on the preliminary design all the build Alternatives are projected to either import or export soil

The amount of soil transported varies substantially depending on the Alternative During final design

refinements of the grading cut and fill is expected to substantially limit or even eliminate the potential

for importlexport of soil associated with cut/fill However based on the preliminary design the cut/fill

amounts described in Section 2.0 Alternatives were assumed These reflect worst case assumption for

cut and fill
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Specific Construction Related Noise Impacts

The discussion above identifies specific potential construction related noise impacts for given

construction situations For example if pile driving occurs during nighttime or weekend hours as

specified in the Orange County Noise Ordinance and occurs within 850 2800 fl of residential areas

then an impact occurs If pile driving occurs at further distances or only occurs during daytime hours

then no impact would occur Similar situations occur for heavy grading and general construction If

heavy grading occurs within 1500 5000 ft or general construction within 275 900 ft of

residential uses during weekend or nighttime hours then impacts would occur As discussed previously

all the build Alternatives are assumed to require the import or export soil No haul routes are identified at

this time so all the build Alternatives have the potential to cause adverse noise impacts associated with

hauling materials Nighttime demolition within 850 2800 ft of residential uses would also result in

an adverse noise impact

Table 4.6-11 presents summary of potential construction noise impacts For each build Alternative the

potential for construction noise impacts is identified As previously stated the evaluation of potential

noise impacts due to construction of the Preferred Alternative is based on the same data as the

A7C-FEC-M-Initial because project modifications would not result in changes to the analysis or project

impacts As shown in Table 4.6-11 the potential for noise related construction impacts is not refined at

this time because detailed construction phasing and programs for the individual build Alternatives have

not been fully developed For example examination of the FEC-W and FEC-M Alternatives indicates

that if nighttime construction is not necessary for these Alternatives then no construction noise impacts

would occur with the exception of the potential haul routes The evaluation of potential construction

noise impacts includes all
aspects of construction including implementation of any necessary

modifications to existing utilities

Because the ultimate design would occur sometime after 2025 it is possible that adjacent land uses might

become built out on the RMV As the surrounding land use encroaches towards the selected Alternative

in some cases construction noise could become more substantial as noise-sensitive receptors are closer

However this is speculative at this time and quantitative analysis is not practical

4.6.3.2 Long-Term Impacts Related to Noise

The FHWA/Caltrans NAC criteria are only applicable to areas along new roads constructed by the

SOCTIIP Alternatives or existing roads that will be modified by the SOCTIIP Alternatives i.e addition

of lanes In terms of the FHWA/Caltrans NAC noise impacts occur when the predicted future with

SOCTIIP Alternatives noise levels approach or exceed the NAC for uses along new roads constructed by
the SOCTIIP Alternatives or existing roads that will be modified by the Alternatives i.e addition of

lanes The NAC are in terms of the worst hourly Leq traffic noise impact on regular basis for the design
year The NAC were presented previously in Table 4.6-2 Approaching the NAC is considered as noise
level within one dB of the NAC For residential areas the noise abatement criterion is 67 dBA Leqh
Noise levels of 66 dBA Leqh in these areas are considered approaching the NAC

Even if the predicted noise level does not approach or exceed the NAC traffic noise impacts can occur
when the with project noise levels substantially exceed the existing noise levels Caltrans has established

substantial increase to be 12 dBA increase in the peak hour Leq noise level Traffic Noise Analysis
Protocol for New Highway Construction and Reconstruction Projects California Department of

Transportation Environmental Program October 1998

TCA53I Wino SEIR Wino EJS-SEIRciion OSection 4.6 Noise.doc II/23/O5i 6-12
November2005



SOCTIJP EIS/SEIR
Section 4.0

In this Section long-term noise impacts resulting from the implementation of the Alternatives are

assessed Future traffic noise levels at receptors representing noise sensitive land uses near each of the

build Alternatives were projected through traffic noise modeling These noise levels are compared to the

FHWAICaltrans NAC For receptors where the future with project noise level approaches or exceeds the

NAC or is 12 dB or more than the existing levels noise abatement must be considered Noise abatement
is considered in Section 4.6.4 for these receptors

Modeled Noise Levels for the SOCTIIP Alternatives

Tables 4.6-12 to 4.6-17 present future with project noise levels at the receptors for each of the Initial and

Ultimate comdor build Alternatives FEC-W FEC-M CC CC-ALPV A7C-ALPV and A7C-FEC-M
Table 4.6-18 presents the same data for the non-comdor build Alternatives MO and 1-5 For each

receptor the FHWAICaltrans NAC and activity category are presented along with the existing noise level

The existing noise level is the existing peak noise hour noise level presented in Table 4.6-5 for receptors

along 1-5 or Antonio Parkway or the measured existing noise level presented in Table 4.6-4 for all other

receptors For each of the project Alternatives the future with project noise level is presented along with

the increase over existing conditions in parenthesis Noise levels and increases where the noise level

approaches or exceeds the NAC or exceeds the existing noise level by 12 dB or more are shown in bold

For several receptors along 1-5 the locations where measurements were performed were inside the right-

of-way of the freeway with some of the build Alternatives For these receptors another receptor location

nearby outside the right of way was selected for this analysis These receptors are indicated with letter

attached to the receptor ID Similarly some of the receptor locations where noise levels were measured

in the vicinity of the corridor Alternatives were not representative of the worst-case noise sensitive uses

for all Alternatives Therefore analysis receptors were added near the measured
receptor locations

These receptors are also indicated with letter attached to the
receptor ID For these receptors the

existing noise level was taken to be the same as the corresponding non-lettered receptor

Far East Corridor FEC Variations

Table 4.6-12
presents the future noise levels at receptors along the FEC-W-Ultimate and FEC-M

Ultimate Table 4.6-13 presents the same data for the FEC-W and FEC-M-Initials The data presented in

each table are discussed by Alternative in the following Sections

FEC-W-Ultimate

Table 4.6-12 shows that the FEC-W-Ultimate is projected to impact seven of the eighteen receptors

analyzed These seven receptors represent approximately 50 residences Receptors 007 021 and 063a

high school Receptor 062 preschool Receptor 003 and two campgrounds Receptors 001 and 009
The impacts at three of these

receptors Receptors 009 021 and 062 are due solely to the increases in

noise levels resulting from the project At one receptor Receptor 063a the increase in noise level

exceeds the substantial increase criteria and the ultimate noise level approaches or exceeds the NAC
Noise abatement will need to be considered for all seven of these receptors with the FEC-W-Ultimate

FEC-W-lnitial

Table 4.6-13 shows that the FEC-W-Initial would impact the same seven receptors as are impacted by the

FEC-W-Ultimate While noise levels along this corridor are slightly lower under the Initial compared to

the Ultimate the decreases are not great enough to eliminate any impacts At Receptor 063a the

unmitigated noise level is projected to be lower than approaching the NAC these receptors are still
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impacted because of the projected increase in noise levels Noise abatement will need to be considered

for all seven of these receptors with the FEC-W-Initial

FEC-M-Ultimate

Table 4.6-12 shows that the FEC-M-Ultimate is projected to impact seven of the eighteen receptors

analyzed These seven receptors represent approximately 50 residences Receptors 007 021 and 063a

high school Receptor 062 preschool Receptor 003 and two campgrounds Receptors 001 and 009
The impacts at four of these receptors Receptors 009 021 062 and 063 are due solely to the increases

in noise levels resulting from the project Noise abatement will need to be considered for all seven of

these receptors with the FEC-M-Ultimate

FEC-M-Initial

Table 4.6-13 shows that the FEC-M-Initial would impact the same seven receptors as are impacted by the

FEC-M-Ultimate While noise levels along this corridor are slightly lower under the Initial compared to

the Ultimate the decreases are not great enough to eliminate any impacts Noise abatement will need to

be considered for all seven of these receptors with the FEC-M-Initial

Central Corridor CC Alternative

Table 4.6-14 presents the future noise levels at receptors along the CC- and CC-ALPV-Ultimates Table

4.6-15 presents the same data for the CC- and CC-ALPV-Initials The data presented in each table are

discussed by Alternative in the following Sections

CC-Ultimate Table 4.6-14 shows that the CC-Ultimate is projected to impact 23 of the 34
receptors

analyzed Four impacted receptors Receptors 051 062 064f and 065 are along this new corridor

These receptors represent approximately 110 residences Receptors 051 064f and 065 and one high

school Receptor 062 The remaining 19 impacted receptors 143-151 and 153-162 are along I-S which

would be widened between Avenida Vista Hermosa and Cristiamtos Road These receptors represent

approximately 180 residences Receptors 144-147 150 153-158 and 160-162 preschool playground

Receptor 143 an elementary school Receptor 151 high school Receptors 148 and 149 and hotel

Receptor 159 All the impacted receptors are projected to experience noise levels that approach or

exceed the applicable NAC Six impacted receptors Receptors 051 062 064a 065 145 and 156 are

also projected to experience increases in noise levels of 12 dB or greater These receptors represent

high school and approximately 130 residences Noise abatement will need to be considered for all 23

impacted receptors shown in Table 4.3.6 for the CC-Ultimate

CC-Initial Table 4.6-15 shows that the CC-Initial would impact the same 23 receptors as the CC-
Ultimate The primary difference between these Alternatives is that under the CC-Initial two receptors

Receptors 051 and 062 would not experience noise levels that approach or exceed the applicable NAC
but are impacted solely due to the total increase in noise levels These receptors represent approximately
28 residences and one high school Noise abatement will need to be considered for all 23 impacted

receptors shown in Table 4.6-15 for the CC-Initial

CC-ALP V-Ultimate

Table 4.6-14 shows that the CC-ALPV-Ultimate is projected to impact two of the four receptors analyzed
These two receptors represent approximately 30 residences Receptor 064f and high school Receptor
062 The impacts at both of these receptors are solely due to increases in noise levels The ultimate
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noise levels do not approach or exceed the NAC Noise abatement will need to be considered for both of

these receptors with the CC-ALPV-Ultimate

CC-ALPV-Initial

Table 4.6-15 shows that the CC-ALPV-Initial would impact the same two receptors as the CC-ALPV
Ultimate While noise levels along this corridor are slightly lower under the Initial compared to the

Ultimate the decreases are not great enough to eliminate any impacts At both receptors the unmitigated

noise level is projected to be lower than approaching the NAC however the receptors are still impacted

because of the projected increase in noise levels Noise abatement will need to be considered for both of

these receptors with the CC-ALPV-Initial

Alignment Corridor A7C Variations

Table 4.6-16
presents the future noise levels at

receptors along the A7C-FEC-M and A7C-ALPV
Ultimates The data presented in each table are discussed by variation in the following Sections

A7C-ALPV-Ultimate

Table 4.6-16 shows that the A7C-ALPV-Ultimate is projected to impact three of the four receptors

analyzed These three receptors represent approximately 65 residences Receptors 061 and 064a and

high school Receptor 062 The impacts at Receptor 064a are solely due to the increase in noise level

The ultimate noise levels does not approach or exceed the NAC Noise abatement will need to be

considered for all three of these receptors with the A7C-ALPV-Ultimate

A7C-ALP V-Initial

Table 4.6-17 shows that the A7C-ALPV-Initial is projected to impact the same three
receptors as the

A7C-ALPV-Ultimate While noise levels along this corridor are slightly lower under the Initial compared
to the Ultimate the decreases are not great enough to eliminate any impacts At Receptor 062 the

unmitigated noise level is projected to be lower than approaching the NAC however the receptor is still

impacted because of the projected increase in noise level Noise abatement will need to be considered for

all three of these receptors with the A7C-ALP V-Initial

A7C-FEC-M-Ultimate

Table 4.6-16 shows that the A7C-FEC-M-Ultimate is projected to impact seven of the eighteen receptors

analyzed These seven receptors represent approximately 50 residences Receptors 007 021 and 063a

high school Receptor 062 preschool Receptor 003 and two campgrounds Receptors 001 and 009
The impacts at three of these receptors Receptors 009 021 and 062 are due solely to the increases in

noise levels resulting from the project At one receptor Receptor 063a the increase in noise level

exceeds the substantial increase criteria and the ultimate noise level approaches or exceeds the NAC
Noise abatement will need to be considered for all seven of these receptors with the A7C-FEC-M-

Ultimate

A7C-FEC-M-hiitial

Table 4.6-17 shows that the A7C-FEC-M-Initial would impact the same seven receptors as are impacted

by the A7C-FEC-M-Ultimate While noise levels along this corridor are slightly lower under the Initial

compared to the Ultimate the decreases are not great enough to eliminate any impacts At Receptor 063a

the unmitigated noise level is projected to be lower than approaching the NAC these receptors are still
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impacted because of the projected increase in noise levels Noise abatement will need to be considered

for all seven of these receptors with the A7C-FEC-M-Initial

The Preferred Alternative is refined alignment based on the A7C-FEC-M-Initial corridor alternative

The Preferred Alternative would be the same width as the A7C-FEC-M-lnitial and would be limited to

maximum of six lanes therefore impacts of the Preferred Alternative related to noise would be similar to

impacts of the A7C-FEC-M Initial corridor In addition the Supplemental Noise Assessment determined

that the A7C-FEC-M-Initial would impact five of the 55 receptors analyzed in the newly developed areas

of the Talega Community These five impacted receptors would be in addition to the seven receptors

impacted along the other portions of the corridor The newly identified
receptors were located within the

San Mateo Campground The refinements to the project alternative would increase the traffic noise levels

by 0.3 dBA or less at each of the modeled receptor locations within the campground This increase in

traffic noise would not result in any receptor location being exposed to levels approaching or exceeding

the 67 dBA Leg NAC in addition the proposed changes would not result in any new exceedances of the

12 dBA threshold for substantial increases in traffic noise levels Therefore no additional traffic noise

abatement measures would be required Noise abatement will be considered as part of fmal design for all

of the receptors impacted by the proposed project

Non Corridor Build Alternatives

Table 4.6-18 presents the future noise levels at receptors along the non-corridor Alternatives MO and 1-5

Alternatives The data presented in each table are discussed for these Alternatives in the following

Sections

MO Alternative Table 4.6-18 shows that the MO Alternative is projected to impact only one of the

eleven receptors analyzed This receptor Receptor 186 represents preschool Noise abatement will

need to be considered for Receptor 186 with the MO Alternative

I-S Alternative Table 4.6-18 shows that the 1-5 Alternative is projected to impact 60 of the 80 receptors

analyzed These 60 Receptors represent approximately 775 residences Receptors 101-103 007 104-108

110 114 115a 119 120 121 125-127 129 130 133 134 138-140 142 144-147 150 153 and 154-

162 three parks Receptors 68a 174 and 178 two church outdoor use areas Receptors 137 and 143
two private schools Receptors 118 and 122 two elementary schools Receptors 124a and 151 two high

schools Receptors 109 and 148 golf course Receptor 169 hotel Receptor 152 and five

commercial areas of frequent outdoor use Receptors 63a 171 173 175 and 176 All these
receptors

are impacted because the with project noise levels approach or exceed the applicable NAC Only two

receptors Receptor 129 and 145 experience substantial noise level increases lhis is because this

Alternative would require the removal of existing noise barriers at these receptors Noise abatement will

need to be considered for all 60 receptors impacted by the 1-5 Alternative

No Action Alternatives

Under the No Action Alternatives No SOCTIIP transportation improvements would be constructed or

operated Therefore no noise impacts would occur along the proposed project routes under the No
Action Alternatives However not constructing facility may result in an increase of traffic and noise

along certain arterial roadways and cause increases along I-S These impacts have been addressed in the

CNEL noise evaluation described above
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4.6.3.3 Summary of Impacts Related to Noise

Noise levels were modeled for the SOCTITP Alternatives that would potentially impact each receptor

Peak hour noise levels were calculated and compared to the appropriate FHWA/Caltrans NAC Noise

abatement was considered for receptors projected to be exposed to noise levels that approach or exceed

the applicable NAC Table 4.6-19 summarizes the direct adverse noise impacts under each SOCTIIP

Alternative These are the noise impacts from the noise generated on the highways that would be

constructed or physically altered by the specific Alternative For each SOCTIJP build Alternative the

number of residences businesses schools and parks that would be impacted by traffic noise due to the

implementation of the Alternative are shown Impacted means that they would experience noise levels

approaching i.e within dB of or exceeding the FHWA NAC or they will experience substantial

increase as defined by Caltrans 12 dBA or greater Table 4.6-19 then presents the approximate cost of

noise abatement for each Alternative The bottom
part of the table presents the number of residences

businesses schools and parks impacted with the implementation of the recommended mitigation

presented below in Section 4.6.4

Table 4.6-19 shows that one residence will be impacted under the FEC-W FEC-MA and

A7C-FEC-M/Preferred_Alternative with respect to the FHWA criteria even with noise abatement This is

single residence Receptor 021 that is projected to experience substantial noise increase with these

Alternatives The analysis shows that per FHWAJCaltrans criteria it would not be reasonable to provide

sound wall for this single residence There are several other receptors in the area of this
receptor that

are not subject to substantial noise increase However the existing noise level measured at this receptor

was much lower than the other receptors resulting in the substantial noise increase Because this only

occurs at one residence and the ultimate noise level is still well below the NAC these Alternatives would

not result in an adverse noise impact

Under the 1-5 Alternative several receptors would still be impacted by traffic noise under the FHWA
criteria There are existing sound walls at all these receptors However the existing walls do not reduce

noise levels to below the NAC Higher walls were considered but could not provide at least dB of

additional noise reduction and therefore are not considered feasible per the Caltrans/FHWA criteria In

all cases the with-project noise levels are not projected to increase by more than dB over existing

conditions Increases less than dB are imperceptible in community noise situations and therefore this

Alternative would not result in adverse noise impacts at these receptors

All of the Alternatives would have all impacts mitigated to level of insignificance with the

implementation of the sound walls required to meet FHWA criteria

4.6.4 MITIGATION MEASURES RELATED TO NOISE

Mitigation measures were provided in the Mitigation Monitoring Program MMP for EIR No for the

Foothill Transportation Corridor Oso Parkway to Interstate to minimize the impacts to noise

identified for the alignments analyzed in that EIR All the mitigation measures in the MMP for EIR No

were reviewed and have been incorporated as applicable in the mitigation measures for the SOCTIIP

Alternatives Some of the measures from the MMP in EIR No are proposed to be deleted because they

no longer apply to the SOCTIJP Alternatives Table 4.6-21 lists the mitigation measures from the MMP

in EIR No and provides the proposed status for each measure If the measure has been incorporated

into SOCTIIP mitigation measure the new mitigation measure number is provided If measure is

proposed to be deleted the reason for deleting the measure is provided
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4.6.4.1 Mitigation for Construction Noise Impacts

This Section identifies methods of minimizing the impacts of construction noise under the SOCTIIP build

Alternatives As discussed the heavy grading pile driving and general construction phases of the build

Alternatives may all generate substantial adverse noise impacts if these activities occur during nighttime

or weekend hours Haul route trucks and nighttime demolition may also generate adverse noise impacts

Construction noise mitigation measures recommended for the SOCTIIP build Alternatives are described

below

Measure N-i Local Control of Construction Hours During construction the construction contractor

will be responsible for limiting hours of construction in manner consistent with the Orange County

Noise Ordinance This Ordinance prohibits construction and grading activities during the hours of 800
PM and 700 AM on weekdays and Saturdays or at any time on Sunday or Federal holiday in

circumstances where the ordinance noise standards may otherwise be exceeded The impact analysis

indicates that the restriction of construction hours would typically occur when pile driving is within 850

2800 fi of noise sensitive land uses heavy grading occurs within 1500 5000 fi of noise

sensitive land uses and when general construction occurs within 275 900 ft of noise sensitive land

uses However these distances are only guide due to the large variation in construction activities In all

cases compliance with the Orange County Noise Ordinance and/or any applicable City Noise Ordinance

is the critical requirement However there may be potential need to conduct nighttime pile driving

during construction of corridor Alternatives that have direct connection with I-S and the Alternatives

which widen I-S Where proposed pile driving for I-S requires lane closure it is anticipated that this

work will need to be performed at night to minimize associated traffic congestion Nighttime pile driving

will only be allowed on review of the construction plans for the corridor Alternatives by the TCA or for

the other Alternatives by the implementing agency to confirm that appropriate noise attenuation measures

are in place including appropriate notification of the public Any project construction activities planned

between 700 PM and 700 AM on MCB Camp Pendleton will require approval from the TCA in

consultation with the Commanding General of Camp Pendleton For any portion of this project that may
be constructed on MCB Camp Pendleton in San Diego County outside the area of jurisdiction of the

Orange County Noise Ordinance or outside the area of jurisdiction of San Clements Noise Ordinance
approval of the planned hours of construction including any need to perform nighttime pile driving will

rest solely with the Commanding General of Camp Pendleton

Measure N-2 Construction Equipment During construction activities the construction contractor will

ensure that the construction vehicles and equipment shall be maintained properly in tune as required by
local ordinances Additionally each internal combustion engine used on the job shall be equipped with
residential or hospital grade muffler

Measure N-3 Schools Adjacent to Construction Zone Prior to construction activities in the vicinity of
any school the construction contractor shall be responsible for developing an agreement with Capistrano
Unified School District Camp Pendleton and private school

operators as appropriate that would mitigate
construction noise levels in classrooms and playfields at the affected schools to an agreed to construction
noise performance standard Each agreement shall be completed prior to the initiation of any grading on
construction within 600 2000 ft of the school grounds Examples of noise mitigation options include
construction of temporaiy soundwalls and limitation of some of the noisiest construction activities to
periods when the schools are closed e.g the summer for the two public schools

Measure N-4 Haul Routes Prior to construction activities the construction contractor shall establish
haul routes that avoid passing through or adjacent to residential and school areas to the extent feasible In
general truck routes should be directed away from residential areas and onto the I-S to minimize the
construction truck intrusion If haul routes must pass through residential areas haul route traffic should
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be limited to daytime hours AM to PM The haul routes will be developed in conjunction with the

applicable local jurisdictions

Measure N-5 Nighttime Demolition Nighttime demolition activities may occur under the 1-5

Alternative The implementing agency shall ensure that residents within 300 1000 ft of the

demolition area are notified in advance that demolition activities will occur Qualified residents within

300 1000 11 requesting relocation during the nighttime demolition activities should be provided with

hotel vouchers at local hotel but outside the demolition impact zone by the implementing agency

Measure N-6 Noise Complaint Officer Prior to construction activities the construction contractor shall

identify Noise Complaint Officer and establish Noise Complaint hotline The Noise Complaint
Hotline shall be able to receive calls on 24 hour basis Any complaints regarding construction shall be

forwarded to the Noise Complaint Officer The Noise Complaint Officer shall record the general

description of the complaint the time the offending noise occurred and the location of the complaint The
Officer shall attempt to measure the noise that generated the complaint within the following 24 hours If

the noise levels exceed those allowed during nighttime construction activities under the local Noise

Ordinance or activities are occurring that are inconsistent with the noise mitigation measures then the

construction contractor shall be responsible for correcting those problems within the following 48 hours

The noise levels measured and any corrective actions shall be recorded with the original complaint form

4.6.4.2 Mitigation Measures for Long-Term Noise Impacts

Section 4.6.3.2 identified receptors along the SOCTIIP build Alternatives that are projected to approach

or exceed the FHWAlCaltrans NAC Noise abatement must be considered for each of these locations to

reduce the noise levels In this Section noise abatement is considered for each area where receptor

indicates that the future with project noise level approaches or exceeds the applicable NAC by

Alternative The only practical noise abatement method to reduce exterior noise levels is sound barriers

which includes walls benns or combinations of walls and berms Table 4.6-20 identifies the

recommended height and attenuation level for each sound barrier for each receiver by Alternative

Figures showing the locations of these sound barriers are provided in Appendix For noise abatement

to be provided it must be reasonable and feasible as defined by FHWA/Caltrans criteria Long-term

impact mitigation measures are recommended for the SOCTIIP build Alternatives as described below

These mitigation measures address the long-term noise impacts of the SOCTI1P build Alternatives The

mitigation measures include noise abatement strategies to address impacts identified at the receptor

locations that exceed the designated criteria Refer also to Project Desi2n Feature PDF 6-I in Section

which calls for the use of sound walls to reduce impacts to sensitive receptors where feasible and

appropriate

Measure N-7 Final Noise Analysis During final design of the selected Alternative the TCA or the

implementing agency/agencies will prepare fmal noise analysis based on the detailed and finalized

design developed during final design for the selected Alternative Feasibility considerations for each

sound barrier must meet FHWAlCaltrans criteria including minimumof dB of noise reduction at the

impacted receiver Additional feasibility considerations are topography access requirements for

driveways ramps etc the presence of cross streets other noise sources in the area and safety

considerations The TCA or the implementing agency/agencies will fmalize noise mitigation

requirements for the selected Alternative and coordinate design with the local agency As appropriate the

Final Noise Assessment Technical Report and the sound barrier/berm height recommended in the Final

Noise Assessment Technical Report will serve as guideline in determining the final barrier height

requirements Other pertinent information from the Final Noise Assessment Technical Report will be

incorporated into final design as appropriate The Final Noise Assessment Technical Report will provide

4.6-19
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specific recommendations that will then be incorporated into the Construction documentation i.e final

design for building purposes

Measure N-8 Long-Term Noise Impacts During construction the TCA or the implementing

agency/agencies shall implement permanent sound barriers including walls berms or combinations of

walls and berms The sound barrier and/or supplemental berm must provide minimumof dB of noise

reduction at the impacted receiver as refmed during fmal design The locations of these proposed sound

barrier/berms are shown on Figures by Alternative in Appendix The construction contractor will be

responsible for constructing the sound barrier/berm for the selected Alternative and as refmed during fmal

design The design and specifications of the sound walls shown on Figures 5.2-79 through 5.2-82

Appendix of the EIS/SEIR on MCB Camp Pendleton shall be approved by the Commanding General

of Camp Pendleton

4.6.4.3 Commitments Related to Long-Term Noise Impacts

In addition to mitigation measures N-7 and N-8 which identify specific actions to avoid minimize or

compensate for potential long-term adverse noise impacts the following commitments are included in the

project alternatives

Commitment NC-l Determination of Reasonableness During final design the TCA or the

implementing agency/agencies shall determine the reasonableness of soundwalllberm placement and

consider the life cycle of the sound barrier the potential environmental impact of the mitigation opinions

of impacted residents input from the public and local agencies and social economic and environmental

factors consistent with the FHWA/Caltrans feasibility criteria

Commitment NC-2 Soundwall/Floodplain During final design if the TCA or the implementing

agency/agencies locates soundwall/berm in floodplain the TCA or the implementing agency/agencies
shall prepare an evaluation of the effects of the soundwall on the floodplain in accordance with

appropriate guidelines and design manuals The design and location will be determined to ensure there is

no exceedance of the one foot elevation of the base floodplain Early recognition and analysis of potential

problem areas will be made to determine if wall openings or staggered wall openings are viable for those

barriers

Table 4.6-22 lists these mitigation measures and the Alternatives to which they apply
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Table 4.6-1

Orange County Noise Ordinance Standards

Noise Level not to be Exceeded

Residential Zone
Maximum Time of AM to 10 PM 10 PM to AM

Exposure Noise Metric daytime nighttime

Exterior Noise Standards

30 Minutes/Hour L50 55 dBA 50 dBA
15 Minutes/Hour L25 60 CIBA 55 dBA

Minutes/Hour L83 65 dBA 60 dBA
Minute/Hour L17 70 CIBA 65 dBA

Any period of time 75 dBA 70 CIBA

Interior Noise Standards

Minutes/Hour L83 55 dBA 45 dBA
Minute/Hour L17 60 dBA 50 CIBA

Any period of time 65 CIBA 55 CIBA

Source County of Orange Lana Use/Noise Compatibility Manual September 18 1984 and amended

December 14 1993

Table 4.6-2

WAlCaltrans Noise Abatement Criteria

NAC Hourly

A-Weighted

Activity Noise Level

Category dBA Lh Description of Activities

Lands on which serenity and quiet are of extraordinary significance

and serve an important public need and where the preservation of
57 Exterior

those qualities is essential if the area is to continue to serve its

intended purpose

Picnic Areas recreation areas playgrounds active sports areas parks
67 Exterior

residences motels hotels schools churches libraries and hospitals

Developed lands properties or activities not included in Categories
72 Exterior

or above

-- Undeveloped Lands

Residences motels hotels public meeting rooms schools churches
52 Interior

libraries hospitals and auditoriums

Source Caltrans Traffic Noise Analysis Protocol October 1998

4.6-2
TCA531 Fina1 SEIRPinal EIS-SEIRSecUon O\Section 4.6 Noise.doc 1/23/O5

November 2005



SOCTIIPEIS/SEIR Section 4.0

Table 4.6-3

Noise Receptors and Alternatives Assessed

Alternatives

Description Land Use

001 MCBCP beach club/campground Campground

002 MCBCP San Onofre Mobile Home Park Residential

003
MCBCP San Onofre Child Development

School
Center

004 MCBCP San Onofre residence Residential

005 MCBCP San Onofre II residence Residential

007 MCBCP San Mateo Point Residential

009 San Mateo campground space 143 Campground

012 Royal Lytham Tee Pacific Golf Club Park

013 MCB Camp Pendleton Camp Talega Residential

018 150 Avenida Cota Residential

019 33 1-353 Avenida Adobe Residential

020 end of Via Cisco Residential

021 end of Via Promontorio Residential

022 124 Bolivia Residential

023 Richard Steed Park Bailfield Park

051 2003 Via Teca Residential

052 335 Calle Escuela Residential

053 etween 2335 and 2339 Via Zafiro Residential

054 2466 Calle Aquamarina Residential

056 31082 Paseo Ranchero Residential

059 Vista Point Riley Wilderness Park Park

061 34 Cainino Bandera Residential

062 Tesoro High School NE corner School

063 302 Corte Mira Vista Residential

064 Ave Vista Hermosa at Calle Saluda Residential

065 97 Via Onda Residential

070 4ew Talega Development Residential

101 2233C Via Puerta Residential

102 23961 Gowdy Ave Residential

103 23333 Ridge Route Apts 5-28 Residential

104 24551 Bndger Rd Residential

105 24892 Stem Ave Residential

106 End of Georgia Sue Cir Residential
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Table 4.6-3 continued
Noise Receptors and Alternatives Assessed

Alternatives

c_

r-

Description Land Use

25 162 Charlinda Dr Apts J153 through
107

J159
Residential

108 25552 Maximus St Residential

109 Mission Viejo athletic fields School

10 26271 Montarez Cir Residential

25991 SE Via Marejada Residential

12 26152 Spur Branch Ln Residential

113 Holiday Inn Laguna Hills Hotel

114 25022 La Suen Rd Residential

15 24932 Express Dr Residential

116 26061 Water Wheel P1 Residential

117 Capistrano Valley athletic fields School

118 Stoneybrooke Christian School School

19 26551 Royale Dr Residential

120 26211 Cedar Grove Court Residential

121 29582 Spotted Bull Ln Residential

122 Ranch Capistrano Christian School School

123 30885 Calle San Felipe Residential

124 San Juan Elementary School School

125 Chateau San Juan Assisted Living Residential

126 32302 Avenida Los Amigos Residential

127 Capistrano Terrace MHP space 123 Residential

128 between 26715 26721 Manzanares Residential

129 26300C Camino de Vista Residential

130 34579 Calle Portola Residential

13 l_ Villa San Juan MHP space
Residential

132 end of Via Bravo Marbella Residential

133 26951 Via Grande Residential

134 34611 Calle Paloma Residential

135 26655 Calle Ultima Residential

136 3479 Paseo Flamenco Residential

137 Faith Lutheran Church Calle Portola Church

138 602 Calle Camping Apt Residential

139 3029 Calle Juarez Residential
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Table 4.6-3 continued

Noise Receptors and Alternatives Assessed

Alternatives

ri t- tf

Description Land Use

140 3314 Calle Grande Vista Residential

141
2714 Via Montezuma Care Home for

Residential
Elderly

142 267 Via Baleen Residential

143 St Andrews Methodist Church amphitheatre Church

144 201 Calle del Judge Residential

145 219 El Oriented Residential

146 140 La Esperanza Residential

147 2187 Calle Olla Verde Residential

148 San Clemente running track School

149 San Clemente gym nr handball courts School

150 14 Vista Encanta Residential

151 Ole Hanson Elementary School School

152 Country Inn Suites San Clemente Hotel

153 607 Avenida Los Flores Residential

154 131 Avenida Alessandro Residential

155 128 Calle del Pacifico Residential

156 end of Avenida San Gabriel Residential

157 183 Avenida de la Paz Residential

158 3830 Avenicla del Presidente Residential

159 Comfort Suites San Clemente Hotel

160 2901 El Camino Real Residential

161 1304 Calle AlCazar
Residential

162 201 Calle Potranca Residential

Ray Fladeboe Volkswagen Irvine Auto
163

Busmess
Center

164 Cavanaugh Gowdy Park Lake Forest Park

165 McDonalds Bridger Rd Lake Forest Business

166 El Torito Restaurant patio Laguna Hills Business

167 Sycamore Park Mission Viejo Park

168 Aegean Hills Park Mission Viejo Park

169 Mission Viejo Country Club 2nd green Park

170 Mercedes-Benz of Laguna Niguel Business

171 Allen Cadillac-GMC Trucks Laguna Niguel Business
_______172 Del Taco Avery Parkway Mission Viejo Business
_______
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Table 4.6-3 continued

Noise Receptors and Alternatives Assessed

Alternatives

Description Land Use

173 Acura Mission Viejo Business

174 Serra Park San Juan Capistrano Park

175 Capistrano Volkswagen Business

176 Barwick Dodge Nissan San Juan Capistrano Business

177 Weseloh Sons Chevrolet SJC Business

178 Sunset Park playground Dana Point Park

179 Shorecliffs Golf Club 18th green Park

San Gorgonio Park softball field San
180 Park

Clemente

181 The Waffle Lady Restaurant San Clemente Business

182 Carls Jr San Clemente Business

San Clemente Municipal Golf Course 9th
183 Park

green

San Clemente State Park Campground
184 Campground

Space1

185 2915 Calle Frontera Residential

186 Childrens World Learning Center School

187 Park Adjacent to 41 Blakemore Dr Park

188 S7Kempton

189 76 Mercantile Way Apt 923 Residential

190 Scotch Pine Residential

191 28 Blakemore Dr Residential

192 24 Sutherland Residential

193 16 Crafisbury P1 Residential

194 Carlisle Court Residential

Source Mestre Greve Associates 2003
indicates that noise levels at that receptor will be assessed for that Alternative

Note For additional information regarding potential noise impacts to the Talega Community for the Prctrred Alternative

refer to Attachment of the Response to Comments document
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Table 46-4

Noise Measurement Results

ID Description Land Use Date dBA Date dBA
MCB Camp Pendleton beach

001 Campground 14-Aug-01 58 14-Aug-01 60
club/campground

MCB Camp Pendleton San Onofre Child
003 School 14-Aug-01 62 14-Aug-01 63

Development Center

MCB Camp Pendleton San Onofre
004 Residential 14-Aug-01 58 14-Aug-01 59

residence

007 MCB Camp Pendleton San Mateo Point Residential 14-Aug-01 61 14-Aug-01 62

009 San Mateo campground space
143 Campground 13-Jul-01 47 17-Jul-01 47

012 Royal Lytham Tee Pacific Golf Club Park 17-May-01 50 17-May-01 45

013 MCB Camp Pendleton Camp Talega Campground 14-Aug-01 58 14-Aug-01 53

018 150 Avenida Cota Residential 15-May-01 48 15-May-01 49

019 33 1-353 Avenida Adobe Residential 15-May-01 54 15-May-01 52

020 end of Via Cisco Residential 15-May-01 47 15-May-01 59

021 end of Via Promontorio Residential 15-May-01 39 15-May-01 47

022 424 Bolivia Residential 15-May-01 43 17-May-01 47

023 Richard Steed Park bailfield Park 15-May-01 43 17-May-01 47

051 2003 Via Teca Residential 14-May-01 47 22-Jun-01 50

052 335 Calle Escuela Residential 31-May-01 50 31-May-01 56

053 between 2335 and 2339 Via Zafiro Residential 14-May-01 50 17-May-01 48

054 2466 Calle Aquamarina Residential 14-May-01 55 14-May-01 53

056 31082 Paseo Ranchero Residential 22-May-01 47 30-May-01 46

059 Vista Point Riley Wilderness Park Park 22-May-01 44 30-May-01 42

061 434 Camino Bandera Residential 14-May-01 45 31-May-01 47

062 Tesoro High School NE corner School 15-May-01 43 8-Jun-01 43

063 302 Corte Mira Vista Residential 31 -May-01 51 1-Jul-01 50

064 Ave Vista Hermosa Calle Saluda Residential 31-May-01 43 31 -May-01 45

065 97 Via Onda Residential 25-Jun-01 50 26-Jun-01 51

101 2233C Via Puerta Residential 12-Jun-01 71 12-Jun-01 70

102 23961 Gowdy Ave Residential 7-Jun-01 66 7-Jun-01 67

104 24551 Bndger Rd Residential 12-Jun-01 69 14-Jun-01 69

105 24892 Stem Ave Residential 7-Jun-01 68 12-Jun-01 67

106 end of Georgia Sue Cir Residential 7-Jun-01 65 7-Jun-01 65

109 Mission Viejo athletic fields School 8-Jun-01 65 8-Jun-01 64

111 25991 SE Via Marejada Residential 8-Jun-01 63 8-Jun-01 62

114 25022 La Suen Rd Residential 8-Jun-01 73 12-Jun-01 73

115 24932 Express Dr Residential 12-Jun-01 65 12-Jun-01 64

116 26061 Water Wheel P1 Residential 8-Jun-01 58 16-Jun-01 59

118 Stoneybrooke Christian School School 13-Jun-01 68 13-Jun-01 68

119 26551 Royale Dr Residential 13-Jun-01 64 13-Jun-01 64

120 26211 Cedar Grove Court Residential 13-Jun-01 64 13-Jun-01 64

Ranch Capistrano Christian School
School 13-Jun-01 69 14-Jun-01 70

playground
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SOCTJIP EIS/SEIR
Section 4.0

Table 4.6-4 continued
Noise Measurement Results

Leq Leq
ID Description Land Use Date dBA Date dBA
123 30885 Calle San Felipe Residential 13-Jun-01 56 15-Jun-01 56

124 San Juan Elementary School playground School 13-Jun-01 67 14-Jun-01 66

126 32302 Avenida Los Amigos Residential 18-Jun-01 68 19-Jun-01 67

127 Capistrano Terrace MHP space 123 Residential 14-Jun-01 69 14-Jun-01 68

128 between 26715 26721 Manzanares Residential 14-Jun-01 63 18-Jun-01 65

131 Villa San Juan MHP space Residential 15-Jun-01 60 5-Jun-01 60

132 end of Via Bravo Marbella Residential 15-Jun-01 59 18-Jun-01 58

133 26951 Via Grande Residential 18-Jun-01 69 18-Jun-01 69

135 26655 Calle Ultima Residential 18-Jun-01 61 19-Jun-01 62

136 3479 Paseo Flamenco Residential 18-Jun-01 59 19-Jun-01 60

137 Faith Lutheran Church Calle Portola Church 19-Jun-01 67 19-Jun-01 68

138 602 Calle Campana apt Residential 19-Jun-01 73 22-Jun-01 73

2714 Via Montezuma Care Home for
141 Residential 21-Jun-01 57 22-Jun-01 59

Elderly

St Andrews Methodist Church
143 Church 21-Jun-01 73 21-Jun-01 73

amphitheatre

144 201 Calle del Juego Residential 21-Jun-01 63 22-Jun-01 63

146 140 La Esperanza Residential 21-Jun-01 68 22-Jun-01 67

148 San Clemente running track School 22-Jun-01 68 22-Jun-01 68

149
San Clemente gym nr handball

School 22-Jun-01 63 22-Jun-01 64courts

150 14 Vista Encanta Residential 22-Jun-01 78 22-Jun-01 77

151 Ole Hanson Elementary School School 26-Jun-01 78 26-Jun-01 79

153 607 Avenida Los Flores Residential 25-Jun-01 68 26-Jun-01 68

154 131 Avemda Alessandro Residential 25-Jun-01 67 26-Jun-01 66
156 end of Avenida San Gabriel Residential 26-Jun-01 66 27-Jun-01 66
157 183 Avenida de la Paz Residential 26-Jun-01 70 26-Jun-01 70
158 3830 Avemth del Presidente Residential 26-Jun-01 67 26-Jun-01 67
160 2901 El Camino Real Residential 27-Jun-01 70 27-Jun-01 71
161 1304 Calle Alcazar Residential 27-Jun-01 75 27-Jun-01 76
162 201 Calle Potranca

Residential 27-Jun-01 67 27-Jun-01 68
San Clemente State Park campground

spce Campground 13-Jul-01 60 17-Jul-01 62

185 2915 Calle Frontera
Residential 13-Jul-01 63 14-Aug-01 65

186 Childrens World Learning Center Residential 2-Oct-02 72 3-Oct-02 72
187 Park adj to 41 Blakemore Dr Park 30-Sep-02 49 3-Oct-02 49
188 57 Kempton Residential 3-Oct-02 48 3-Oct-02 49
189 76 Mercantile Way apt 923 Residential 3-Oct-02 53 3-Oct-02 55
190 Scotch Pine Residential 3-Oct-02 53 3-Oct-02 51
191 28 Blakemore Dr

Residential 3-Oct-02 46 3-Oct-02 45
Source Mestre ireve Associates 2003
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SOCTIJP EJS/SEIR Section 4.0

Table 4.6-5

Existing Peak Noise Hour Traffic Noise Levels

n- -O

Description

001 MCB Camp Pendleton beach club/campground 65 67

002 MCB Camp Pendleton San Onofre MHP 60 67

003 MCB Camp Pendleton San Onofre Child Development Center 66 67

004 MCB Camp Pendleton San Onofre residence 61 67

005 MCB Camp Pendleton San Onofre II residence 59 67

007 MCB Camp Pendleton San Mateo Point 66 67

056 31082 PaseoRanchero 46 67

065 97ViaOnda 50 67

101 2233CViaPuerta 71 67

102 23961 Gowdy Ave 68 67

103 23333 RidgeRouteApts5-28 70 67

104 24551 BridgerRd 69 67

105 24892 StemAve 68 67

106 end of Georgia Sue Cir 65 67

107 25162 CharlindaDrAptsJl53-J159 65 67

108 25552 MaximusSt 72 67

109 Mission Viejo athletic fields 66 67

110 2627lMontarezCir 71 67

111 25991 SE Via Marejada 62 67

112 26152 SpurBranchLn 62 67

113 Holiday Inn Laguna Hills 78 67

114 25022 LaSuenRd 73 67

115 24932 ExpressDr 64 67

116 26061 Water Wheel P1 59 67

117 Capistrano Valley athletic fields 65 67

118 Stoneybrooke Christian School 68 67

119 2655lRoyaleDr
66 67

120 26211 Cedar Grove Court 67 67

121 29582 SpottedBullLn
66 67

122 Ranch Capistrano Christian School playground
70 67

123 30885 CaIle San Felipe
58 67

124 San Juan Elementary School playground
66 67

125 Chateau San Juan assisted living
67 67

126 32302 Avenida Los Amigos 71 67

127 Capistrano Terrace MHP space
123 70 67

128 between 26715 26721 Manzanares 64 67

129 26300C Camino de Vista 57 67
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Section 4.0

Table 445 continued

Existing Peak Noise Hour Traffic Noise Levels

Description

130 34579 Calle Portola 67 67

131 Villa San Juan MHP space 60 67

132 end of Via Bravo Marbella 60 67

133 26951 Via Grande
70 67

134 34611 CaIle Paloma 68 67

135 26655 Calle Ultima 64 67

136 3479 Paseo Flamenco 62 67

137 Faith Lutheran Church Calle Portola 69 67

138 602 Calle Campana apt 73 67

139 3029 Calle Juarez 64 67

140 3314 Calle Grande Vista 60 67

141 2714 Via Montezuma Care Home for Elderly 58 67

142 267 Via Ballena
68 67

143 St Andrews Methodist Church amphitheatre 73 67

144 201 Calle del Juego 67 67

145 219 ElOriente 67 67

146 140N.LaEsperanza 69 67

147 2l87CafleOlaVerde
65 67

148 San Clemente running track
70 67

149 San Clemente gym nr handball courts 64 67
150 l4VistaEncanta

79 67

151 Ole Hanson Elementary School
79 67

152 Country Inn Suites San Clemente
71 67

153 607 Avenida Los Flores
71 67

154 131 Avenida Alessandro
69 67

155 128 Calle del Pacifico
66 67

156 end of Avenida San Gabriel
67 67

157 183 Avenidadelapaz
71 67

158 3830 Avenida del Presidente
70 67

159 Comfort Suites San Clemente
68 67

160 2901 El Camino Real
73 67

161 1304 CalleAlcazar
75 67

162 201 CaIle Potranco
71 67

163 Ray Fladeboe Volkswagen Irvine Auto Center
78 72

164 Cavanaugh Gowdy Park Lake Forest 64 67
165 McDonalds Bridger Rd Lake Forest

67 72
166 El Torito Restaurant patio Laguna Hills 68 72
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SOCTIJP EJS/SEIR Section 4.0

Table 4.6-5 continued

Existing Peak Noise Hour Traffic Noise Levels

Description

167 Sycamore Park Mission Viejo 59 67

168 Aegean Hills Park Mission Viejo 62 67

169 Mission Viejo Country Club 2nd green
67 67

170 Mercedes-Benz of Laguna Niguel 65 72

171 Allen Cadillac-GMC Trucks Laguna Niguel 72 72

172 Del Taco Avery Parkway Mission Viejo 69 72

173 Acura Mission Viejo 75 72

174 Serra Park San Juan Capistrano 68 67

175 Capistrano Volkswagen 77 72

176 Barwick Dodge Nissan San Juan Capistrano 76 72

177 Weseloh Sons Chevrolet SJC 71 72

178 Sunset Park playground Dana Point 60 67

179 Shorecliffs Golf Club 18th green 62 67

180 San Gorgonio Park softball field San Clemente 60 67

181 The Waffle Lady Restaurant San Clemente 66 72

182 Carls Jr San Clemente 65 72

183 San Clemente Municipal Golf Course 9th green 62 67

184 San Clemente State Park campground space
60 67

185 2915 CalleFrontera 65 67

186 Childrens World Learning Center 72 67

187 park adj to 41 Blakemore Dr 49 67

188 57 Kempton Ladera Ranch 49 67

189 76 Mercantile Way apt 923 54 67

190 9ScotchPme 52 67

191 28BlakemoreDr 47 67

192 24 Sutherland 51 67

193 l6CraftsburyPl 51 67

194 Carlisle Ct 52 67

Source Mestre Greve Associates 2003
Per FHWA noise criteria See Table 4.6-2

Bold Italic values indicate noise levels that approach or exceed the NAC

PTCA53flFrna1 SEIR\Fnal EIS-SEIRction 4.O\Section 4.6- Noise.doc 1i/23/O5

November 2005

4.6-33



SOCTIIP EJS/SEIR
Section 4.0

Table 4.6-6

I-S Noise Modeling Traffic Parameters

Parameter Value

Fraffic Volume 1800 vehicles
per

hour
per lane

6tuto Speed 05 kin/h 65 mph
rmck Speed 89 km/h 55 mph
vIixed Flow Lane Truck Percentage See Table 4.3-3

lOV Lane Truck Percentage 0%
Source Mestre Greve Associates 2001

Table 4.6-7

Distances for Peak Noise Levels for Pile Driving Operations

Level at 15 50 65 dBA 70 dBA 75 dBA 80 dBA
850m SOOm 250m lSOm

100 dBA
2800 1600 900 500

Source Mestre Greve Associates 2003

Table 4.6-8

Distances for Various Average Noise Levels L%for Heavy Grading Operations

Level at 15 50 50 dBA 55 dBA 60 dBA 65 dBA
1500m 900m 500m 300m9OdBA
5000 2800 1600 1000

Table 4.6-9

Distances for Various Average Noise Levels L%for General Construction

Level at 15 50 50 dBA 55 dEA 60 dBA 65 dBA
275m 150m 90m 50m75 dBA
900 500 300 150

Source Mestre Greve Associates 2003

Table 4.6-10

Distances for Peak Noise Levels for Demolition Operations

Level at 15 50 feet 60 dBA 65 dBA 70 dBA 75 dBA

95dBA
850m 500m 250m 150m
2800 1600 900 500

Source Mestre Greve Associates 2003
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Table 4.6-11

Construction Noise Impact Summary

Alt

Construction In All Areas Except San Clemente Construction in San Clemente6

Will Pile

Driving

Impacts

Occur

Within

850

2800 ft

Will Heavy

Grading

Impacts

Occur

Within

1500

5000 It

Will General

Construction

Impacts

Occur

Within

275

900 It

Will Haul

Route Use

Have The

Potential To

Cause

Impacts

Will

Nighttime

Demolition

Cause Noise

Impacts

Will Pile

Driving

Impacts

Occur

Within

500

1600 ft

Will Heavy

Grading

Impacts

Occur

Within

150

500 ft

Will General

Construction

Impacts

Occur

Within

27

90 ft

Will Haul

Route Use

Have The

Potential To

Cause

Impacts

Will

Nighttime

Demolition

Cause Noise

Impacts

FEC-W Night Night.7 Night Possible No No No No Possible No

FEC-M Night Night.7 Night Possible No No No No Possible No

CC Night Night.7 Night Possible No Yes Yes Yes Possible No

CC-ALPV No3 Night.7 Night Possible No Yes Yes Yes Possible No

A7C-ALPV No Night.7 Night Possible No Yes Yes Yes Possible No

A7C-FEC-M Night Night.7 Night Possible No No No No Possible No

AlO No Night.7 Night Possible No No No No Possible No

1-5 Night Night.7 Night Possible Yes Yes Yes Yes Possible Yes

Source Mestre Greve Associates 2003
Notes

The potential for construction noise impacts is the same for the Initials and Ultirnates

Night Impacts would only occur if night or weekend construction was necessary and there are sensitive uses within the distance indicated in the column heading

No No impacts are projected for this category of construction noise for these Alternatives

Possible Haul routes impacts are possible depending on the routes number of trucks and adjacent land uses

Yes Impacts are definitely projected for this category of construction noise

Construction between 600 PM and 700 AM or anytime on Sunday is prohibited in San Clemente

It is extremely unlikely that heavy grading would be conducted at night Therefore although this is identified as possible type of construction noise impact heavy grading for

the SOCTIIP build Alternatives is not expected to occur at night
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SOCTIIP EIS/SEIR
Section 4.0

Table 4.6-12

FEC-W- and FEC-M-Ultimates Predicted Traffic Noise Impacts

Modeled Peak Hour Noise Level dBA Change Over Existing

Activity

Receptor ID Category NAC Existing FEC-W FEC-M

001 67 65 7067 7067

002 67 60 63 63

003 67 66 74 74

004 67 61 64 64

005 67 59 61 61

007 67 66 71 71

009 67 47 62 15 65 18
012 67 49 58 10 58 10
013 67 53 57 57

018 67 49 60 11 60 11
019 67 53 55 55

020 67 56 58 58

021 67 44 60 16 60 16
022 67 45 43 -2 43 -2
023 67 46 58 12 57 11
059 67 42 48 48

062 67 43 62 19 62 19
063a 67 50 66 16 65 15

Source Mestre Greve Associates 2003
Numbers in parentheses show increase over existing conditions with Alternative Bolded numbers show traffic noise impacts

-- Receptor not in vicinity of Alternative

Site is taken by Alternative
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SOCTIIP EIS/SEIR Section 4.0

Table 4.6-13

FEC-W- and FEC-M-Initials Predicted Traffic Noise Impacts

Modeled Peak Hour Noise Level dBA LIhJand Change Over Existing

Activity

Receptor ID Category NAC Existing FEC-W FEC-M

001 67 65 067 7067

002 67 60 63 63

003 67 66 74 74

004 67 61 64 64

005 67 59 61 61

007 67 66 71 71

009 67 47 60 13 60 13
012 67 49 56 56

013 67 53 54 54

018 67 49 58 58

019 67 53 53 53

020 67 56 55 -1 55 -1

021 67 44 57 13 57 13
022 67 45 40 -5 40 -5
023 67 46 55 55

059 67 42 45 45

062 67 43 60 17 60 17
063a 67 50 63 13 63 13

Source Mestre Ireve Associates 2003
Numbers in parentheses show increase over existing conditions with Alternative

impacts

Receptor not in vicinity of Alternative

Site is taken by Alternative

Bolded numbers show traffic noise
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SOCTJIP EIS/SEIR
Section 4.0

Table 4.6-14

CC-and CC-ALP V-LJltimates Predicted

Traffic Noise Impacts

Modeled Peak Hour Noise Level dBA hJ and Change Over Existing

Activity

Receptor ID Category NAC Existing CC CC-ALPV

051 67 47 66 19 -- --

052 67 50 60 10 -- --

053 67 48 57 -- --

054 67 53 58 -- --

056 67 46 56 10 -- --

059 67 42 48 48

061a 67 45 55 10 53

062 67 43 67 24 67 24
064f 67 43 70 27 67 24
065 67 50 72 22 --

143 67 73 71 -2 -- --

144 67 67 68 --

145 67 67 79 12 -- --

146 67 69 79 10 -- --

147 67 65 66 --

148 67 70 77 -- --

149 67 64 67 -- --

150 67 79 80 -- --

151 67 79 76 -3 -- --

152 67 71
-- -- --

153 67 71 76 -- --

154 67 69 70 -- --

155 67 66 68 -- --

156 67 67 80 13 -- --

157 67 71 72 --

158 67 70 73 -- --

159 67 68 70 --

160 67 73 70 -3 -- --

161 67 75 77 -- --

162 67 71 71 -- --

181 72 66 70 -- --

182 72 65 68 -- --

183 67 62 64 -- --

184 67 60 63 -- --

Source Mestre Greve Associates 2003
Numbers in parentheses show increase over existing conditions with Alternative Bolded numbers show traffic noise impactsReceptor not in vicinity of Alternative

Site is taken by Alternative
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SOCTIIP EIS/SEIR Section 4.0

Table 4.6-15

CC and CC-ALPV-Initials Predicted Traffic Noise Impacts

Source Mestre Greve Associates 2003
Numbers in parentheses show increase over existing conditions with Alternative

Receptor not in vicinity of Alternative

Site is taken by Alternative

Ps TC4531Fina1 SEIR5Final EIS-SEiRSecIion 4.O\Section 6- Noise.doc gJ 1/23/O5
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4.6-39

Modeled Peak Hour Noise Level dBA and Change Over Existing

Receptor ID Activity Category NAC Existing CC CC-ALPV

051 67 47 65 18 -- --

052 67 50 58
-- --

053 67 48 56 -- --

054 67 53 56
-- --

056 67 46 53 -- --

059 67 42 46 46

061a 67 45 53 51

062 67 43 65 22 65 22

064f 67 43 68 25 64 21
065 67 50 69 19 -- --

143 67 73 71 -2 _-- --

144 67 67 68 --

__--

145 67 67 79 12 -- --

146 67 69 79 10 --

147 67 65 66 -- --

148 67 70 77 -- --

149 67 64 67 -- --

150 67 79 80 --

151 67 79 76 -3 -- --

152 67 71 -- --__
--

153 67 71 76 --

__--

154 67 69 70 -- __--

155 67 66 68 -- --

156 67 67 80 13 -- --

157 67 71 72 _-- __--

158 67 70 73
-- __--

159 67 68 70
-- --

160 67 73 70 -3 -- --

161 67 75 77
-- --

162 67 71 71
-- --

181 72 66 70 -- --

182 72 65 68
-- --

183 67 62 64
-- --

184 67 60 63
-- --

Bolded numbers show traffic noise impacts



SOCTIIP EIS/SEIR
Section 4.0

Table 4.6-16

A7C-ALPV and A7C-FEC-M Ultimates Predicted Traffic Noise Impacts

Modeled Peak Hour Noise Level dBA LIhJ and Change Over Existing

Activity

Receptor ID Category NAC Existing A7C-ALPV A7C-FEC-M

001 67 65 -- 3067

002 67 60 -- -- 63

003 67 66 74

004 67 61 -- -- 64

005 67 59 -- -- 61

007 67 66 -- -- 71

009 67 47 -- 62 15
012 67 49 -- -- 58 10
013 67 53 -- -- 57

018 67 49 -- -- 60 11
019 67 53 -- -- 55

020 67 56 -- -- 50

021 67 44 -- 60 16
022 67 45 -- -- 43 -2
059 67 42 48 48

061f 67 45 75 30 --

062 67 43 67 24 62 19
063a 67 50 -- -- 66 16
064a 67 43 65 22 --

070c 67 45 -- 52

Source Mestre Greve Associates 2003
Numbers in parentheses show increase over existing conditions with Alternative Bolded numbers show traffic noise

impacts

Receptor not in vicinity of Alternative

Site is taken by Alternative
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Table 4.6-17

A7C-ALPV and AC-FEC-M-Initials Predicted Traffic Noise Impacts

Modeled Peak Hour Noise Level dBA L1hJ and Change Over Existing

Activity

Receptor ID Category NAC Existing A7C-ALPV A7C-FEC-M

001 67 65 --

002 67 60 -- -- 63

003 67 66 -- -- 74

004 67 61 -- -- 64

005 67 59 -- -- 61

007 67 66 -- -- 71

009 67 47 -- -- 60 13
012 67 49 -- -- 56

013 67 53 -- -- 54

018 67 49 -- -- 58

019 67 53 -- -- 53

020 67 56 -- -- 55 -1
021 67 44 -- 57 13
022 67 45 -- -- 40

023 67 46 -- -- 55

059 67 42 46 45

061a 67 45 -- -- -- --

061f 67 45 72 27 -- --

062 67 43 65 22 60 17
063a 67 50 -- -- 63 13
064a 67 43 56 13 -- --

070c 67 45 -- 50

143 67 73 -- -- -- --

Source Mestre Greve 2003
Numbers in parentheses show increase over existing conditions with Alternative Bolded numbers show traffic noise

impacts

Receptor not in vicinity of Alternative

Site is taken by Alternative
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SOCTIJP EIS/SEIR

Table 4.6-18

Non-Corridor Alternatives Predicted Traffic Noise Impacts

Section 4.0

132

133

134

135

136

137

138

139

P\TCA53JFjnaJ SEJRIFjna/ EIS-S IRSection 4.OtSecr ion 4.6- Noisedoc eJI/23/O5
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Modeled Peak Hour Noise Level dBA L.jhI and Chan2e Over Existing

Activity

Receptor 11 Category NAC Existing AlO 1-5

007 67 66 -- -- 67

056 67 46 42 -4 -- --

065 67 50 54 -- --

101 67 71 -- -- 72

102 67 68 -- -- 69

103 67 70 -- -- 74

104 67 69 -- -- 70

105 67 68 -- -- 68

106 67 65 -- -- 66

107 67 65 -- -- 66

108 67 72 -- -- 73

109 67 66 -- -- --

109a 67 68 -- -- 77

110 67 71 -- -- 73

111 67 62 -- -- 63

112 67 62 -- -- 63

113 67 78 -- -- --

114 67 73 -- -- 74

115 67 64 -- -- --

liSa 67 64 -- -- 71

116 67 59 -- -- 60

117 67 65 -- -- 66
118 67 68 -- -- 68
119 67 66 -- -- 68
120 67 67 -- -- 68
121 67 66 -- -- 68
122 67 70 -- -- --

122a 67 72 -- -- 74
123 67 58 -- -- 60
124 67 66 -- -- --

124a 67 66 -- -- 71
125 67 67 -- -- 68
126 67 71 -- -- 71
127 67 70 -- --

--

127a 67 61 -- -- 68
128 67 64 -- -- 65
129 67 57 -- -- 71 14
130 67 67 -- -- 68
131 67 60 -- -- 60

67

67

67

_67
67

_B 67

67

67

60

70

68

64

62

69

73

64

-- 61

-- 72

-- 70

-- 67

-- 63

-- 77

-- 75

-- 67



SOCTIIP EJS/SEIR Section 4.0

Table 4.6-18 continued

Non-Corridor Alternatives Predicted Traffic Noise Impacts

Modeled Peak Hour Noise Level dBA LIhJ and Change Over Existing

Activity

Receptor ID Category NAC Existing MO 1-5

140 67 60 -- -- 71 11
141 67 58 -- -- 61

142 67 68 -- -- 70

143 67 73 -- -- 71 -2
144 67 67 -- -- 68

145 67 67 -- -- 79 12
146 67 69 -- -- 76

147 67 65 -- -- 68

148 67 70 -- -- 69 -1
149 67 64 -- -- 65

150 67 79 -- -- 80

151 67 79 -- 81

152 67 71 -- -- 73

153 67 71 -- -- --

154 67 69 -- -- 70

154a 67 64 -- -- 70

155 67 66 -- -- 68

156 67 67 -- -- --

156a 67 69 -- -- 78

157 67 71 -- -- 73

158 67 70 -- -- --

159 67 68 -- -- --

160 67 73 -- -- --

161 67 75 -- --

161a 67 66 -- -- 68

162 67 71 -- -- --

163 72 79 -- --

163a 72 78 -- -- 79

164 67 64 -- -- 65 1--

165 72 67 -- -- --

166 72 59 -- --

167 67 59 -- -- 60 1--

168 67 62 -- --

168a 67 57 -- -- 68 11
169 67 67 -- -- 68

170 72 65 -- -- 67

171 72 72 -- -- 75

172 72 69 -- -- 70

173 72 75 -- -- 76

174 67 68 -- 69

175 72 77 -- --

175a 72 73 -- -- 76

176 72 76 -- -- 77

177 72 71 -- -- 70 -1

178 67 60 -- -- 70 10
179 67 62 -- -- 64

180 60 -- -- 63

P\TCA53flFinal SEIRFinal EIS-SEIR\Section 4.Oction 46- Noise.doc 1I/23/O5
4.6-43

November 2005



SOCTIIP EJS/SEIR
Section 4.0

Table 4.6-18 continued
Non-Corridor Alternatives Predicted Traffic Noise Impacts

Modeled Peak Hour Noise Level dBA LIhI and Change Over Existing

Activity

Receptor Category NAC Existing MO 1-5

181 72 66 -- -- 67

182 72 65 -- -- T-
183 67 62 -- -- 64

184 67 60 -- -- 62

185 67 65 -- -- 67

186 67 72 76 --

187 67 49 54 -- --

188 67 49 55 -- --

189 67 54 62 -- --

190 67 52 58 -- --

191 67 47 52 -- --

192 67 51 59 -- --

193 67 51 59 -- --

194 67 52 61

Source Mestre Greve Associates 2003
Numbers in parentheses show increase over existing conditions with Alternative Bolded numbers show traffic noise

impacts

Receptor not in vicinity of Alternative

Site is taken by Alternative
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SOCTHP EJS/SEIR Section 4.0

Table 4.6-19

Summary of On-Site Noise Impacts

CC- A7C- A7C- No No

FEC-W FEC-M CC ALPV ALPV FEC-M AlO 1-5 Action3 Action4

Before Noise Abatement

Res Impacted5 50 50 290 30 65 50 775 585 585

Bus Impacted5

Schools Impacted5

Parks Impacted5

Approximate Cost of Noise Abatement Walls Millions

Initial Alt $2.30 $2.30 $6.99 $1.03 $1.77 $2.30 n/a n/a n/a n/a

Ultimate Alt $2.30 $2.30 $6.90 $1.03 $1.60 $2.30 $0.03 $15.56 n/a n/a

With Noise Abatement

Res Impacted5 225 n/a n/a

Bus Impacted5 nla n/a

Schools Impacted5 n/a n/a

Parks Impacted5 n/a n/a

Source Mestre Greve Associates 2003
Based on minimum wall heights satisfying Caltrans Criteria i.e at least dB reduction and breaks line-of-sight LOS to

3.5m 11.5 truck stack and cost of $150 per sq m$14 per sq ft of sound barrier

All the areas exceeding the NAC under the No Action Alternatives are along I-S Note that these exceedences would occur

with any of the build Alternatives but are not included in the table above because noise abatement for these areas is not

required under the build Alternatives These areas are included in the 1-5

No Action Alternative OCP-2000

No Action Alternative RMV Development Plan

Impacted means exposed to noise levels approaching or exceeding the FHWAICaItrans NAC or experiencing substantial

noise increase per Caltrans Definition of 12 dBA LH
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Table 4.6-20

Attenuated Noise Levels with Sound Walls at Receptor Locations

Vithout of Right-of-Way Barrier Noise Levels for EC-W-Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Noise Level

w/o barrier dBA

60

66

65

Recommended

Barrier Height

Not reasonable

4.9m 16 ft

4.9m16ft

60

587
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With Barrier Noise Levels for FEC-W-Ultimate

Peak Hour Noise Level and Insertion Loss with Barrier of Height

Noise Level Recommended Noise Level with Barrier dBA
Receptor w/o barrier dBA Barrier Height Leq and Noise Reduction

67 4.9m 16 ft 61

74 4.9m 16 ft 65

71 4.9m16ft 665
9a 65 4.9ml6ft 587
9b 67 4.9m 16 ft 58

9c 64 4.9m 16 ft 57

9e 61 4.9m16ft 565
9f 62 4.9m 16 ft 56

21 60 Bamer Within Right-

of-Way Not Feasible

62 62 Not Feasible

63a 66 Barrier Within Right-

of-Way Not Feasible

63b 65 Barrier Within Right-

of-Way Not Feasible

Receptor

21a

63a

63b

Noise Level with Barrier dBA
Lea and Noise Reduction

With Barrier Noise Levels for FEC-W-Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Noise Level Recommended Noise Level with Barrier dBA
Receptor w/o barrier dBA Barrier Height LeQ and Noise Reduction

67 4.9m16ft 616
74 4.9ml6ft 659
71 4.9m16ft 665

9a 63 4.9ml6ft 567
9b 64 4.9ml6ft 568
9c 62 4.9m 16 ft 56
9e 59 4.9m 16 ft 54
9f 59 4.9m16ft 545

21 57 Barrier Within Right-

of-Way Not Feasible
62 60 Not Feasible

63a 63 Barrier Within Right-

of-Way Not Feasible
63b 63 Barrier within right-of-

Way Not Feasible
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Table 4.6-20 continued

Attenuated Noise Levels with Sound Walls at Receptor Locations

Without of Right-of-Way Barrier Noise Levels for FEC-W-Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height Leg and Noise Reduction

21 57 Not Reasonable

63a 63 4.9m 16 ft 57

63b 63 4.9m 16 ft 55

With Barrier Noise Levels for FEC-M Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dRA
w/o barrier dBA Barrier Height Leg and Noise Reduction

67 4.9ml6ft 616
74 4.9m16ft 659
71 4.9m16ft 665

9a 65 49m 16 ft 58

9b 67 4.9m 16 ft 58

9c 64 4.9m16ft 577
9e 61 4.9ml6ft 565
9f 62 4.9m 16 ft 56

21 60 Barrier Within Right

of-Way Not Feasible

62 62 Barrier Within Right-

of-Way Not_Feasible

63a 65 Barrier Within Right

of-Way Not Feasible

63b 65 Bamer Within Right-

of-Way Not Feasible

With Barrier Noise Levels for FEC-M Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height Leg and Noise Reduction

21 60 Not Reasonable

63a 65 4.9m 16 ft 59

63b 65 49m16ft 55 910
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Table 44-20 continued
Attenuated Noise Levels with Sound Walls at Receptor Locations

With Barrier Noise Levels for FEC-M-Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height and Noise Reduction

67 4.9m16ft 616
74 4.9m 16 ft 65

71 4.9ml6ft 665
9a 63 4.9m 16 ft 56

9b 64 4.9ml6ft 568
9c 62 4.9m 16 ft 56

9e 59 4.9m 16 ft 54

9f 59 4.9m 16 ft 54

21a 57 Barrier Within Right-

of-Way Not Feasible

62 60 Not Feasible

63a 63 Barrier Within Right-

of- Way Not Feasible

63b 63 Barrier Within Right-

of-Way Not Feasible

Without of Right-of Way Barrier Noise Levels for FEC-M-Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height and Noise Reduction

21a 57 Not Reasonable

63a 63 4.9m 16 fi 56
63b 63 4.9m 16 ft 54

With BarrierNoise Levels for CC-Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height
Receptor Noise Level Recommended Noise Level with Barrier dBA

Iw/o barrier dBA Barrier Height and Noise Reduction
051 67 Barrier Within Right-of-Way Not Feasible
051 66 Barrier Within Right-of-Way Not Feasible
051 68 Barrier Within Right-of-Way Not Feasible

62 67 3.7m12ft 625
064e 69 Barrier Within Right-of-Way Not Feasible
064f 70 Barrier Within Right-of-Way Not Feasible
0Mg 65 Barner Within Right-of-Way Not Feasible
064h 64 Barner Within Right-of-Way Not Feasible
064i 72

Barrier Within Right-of-Way Not Feasible
064j 71 Barrier Within Right-of-Way Not Feasible
064k

70 Barrier Within Right-of-Way Not Feasible
0641 67

Barrier Within Right-of-Way Not Feasible
06Sf 71 Barner Within Right-of-Way Not Feasible

65 72
Barrier Within Right-of-Way Not Feasible

143 71
Barrier Within Right-of-Way Not Feasible

144 68 3.7m12ft 626
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Table 4.6-20 continued

Attenuated Noise Levels with Sound Walls at Receptor Locations

With BarrierNoise Levels for CC-Ultimate continued

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height and Noise Reduction

145 79 4.9ml6ft 6712
146 79 4.3m14ft 6217
147 66 Bamer Within Right-of-Way Not Feasible

148 77 3.7m12ft 6611
149 67 4.9m 16 ft 62

150 80 3.7ml2ft 755
151 76 4.9m16ft 6511
153 76 3.7m12ft 697
154 70 3.7m12ft 637
155 68 3.7m12ft 626
156 80 4.9ml6ft 6911
157 72 4.9m 16 ft 63

158 73 3.7ml2ft 658
161 77 Barrier Within Right-of-Way Not Feasible

162 71 665

Without of Right-of-Way Barrier Noise Levels for CC-Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height Leg and Noise Reduction

051a 67 4.9m16ft 5710
051b 66 4.9m16ft 579
051c 68 4.3ml4ft 5810
064e 69 4.3m 14 ft 60

064f 70 4.9ml6ft 5713

064g 65 4.3m14ft 587
064h 64 4.3m14ft 577
064i 72 4.9ml6ft 6210

064j 71 4.9m16ft 629
064k 70 4.9m16ft 5911

0641 67 4.9ml6ft 616
06Sf 71 4.9m 16 ft 62

65 72 4.9ml6ft 648

143 71 2.4m8ft 656

147 66 43m 14 ft 58

161 77 4.9m16ft 6314
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Table 4.6-20 continued
Attenuated Noise Levels with Sound Walls at Receptor Locations

With Barrier Noise Levels for CC-Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height Le and Noise Reduction

051 66 Barner Within Right-of-Way Not Feasible

05 lb 65 Barrier Within Right-of-Way Not Feasible

05 lc 67 Barner Within Right-of-Way Not Feasible

62 65 4.3m14ft 605
064e 66 Barrier Within Right-of-Way Not Feasible

064f 68 Barrier Within Right-of-Way Not Feasible

064g 63 Barrier Within Right-of-Way Not Feasible

064h 61 Barrier Within Right-of-Way Not Feasible

064i 70 Barrier Within Right-of-Way Not Feasible

064j 69 Barner Within Right-of-Way Not Feasible

064k 68 Barrier Within Right-of-Way Not Feasible

0641 65 Barrier Within Right-of-Way Not Feasible

065f 70 Barrier Within Right-of-Way Not Feasible

65 69 Barrier Within Right-of-Way Not Feasible

143 71 Barrier Within Right-of-Way Not Feasible

144 68 3.7m12ft 626
145 79 4.9m16ft 6712
146 79 4.3ml4ft 6217

With Barrier Noise Levels for CC-Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height
Receptor Noise Level Recommended Noise Level with Barrier dBA

w/o barrier dBA Barrier Height LeQ and Noise Reduction
147 66 Barrier Within Right-of-Way Not Feasible

148 77 3.7m12ft 6611
149 67 3.7m12ft 625
150 80 3.7m12ft 755
151 76 4.9ml6ft 6511
153 76 3.7m12ft 697
154 70 3.7ml2ft 637
155 68 3.7m12ft 626
156 80 4.9ml6ft 6911
157 72 4.9m16ft 639
158 73 3.7mI2ft 658
161 77

Barrier Within Right-of-Way Not Feasible
162 71 3.7m12ft 647
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Table 4.6-20 continued
Attenuated Noise Levels with Sound Walls at Receptor Locations

Without of Right-of-Way Barrier Noise Levels for CC-Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height Leg and Noise Reduction

051a 66 4.9m16ft 5610
051b 65 4.9m16ft 569
OSlc 67 4.9m16ft 5710
064e 66 4.3m 14 ft 58

064f 68 4.9m16ft 5513
064g 63 4.9m16ft 558
064h 61 4.9m 16 ft 53

064i 70 4.9m16ft 5911
064j 69 4.9ml6ft 5811

064k 68 4.9ml6ft 5711
0641 65 4.9m 16 ft 58

06Sf 70 4.3m 14 ft 62

65 69 4.3ml4ft 5910
143 71 2.4m8ft 656
147 66 4.3m 14 ft 58

161 77 4.9m16ft 6314

With Barrier Noise Levels for CC-ALPV-Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height Lea and Noise Reduction

062 67 4.9ml6ft 607
064e 66 Barrier Within Right of Way not Feasible

064f 67 Barrier Within Right of Way not Feasible

0Mg 62 Barrier Within Right of Way not Feasible

064h 61 Barrier Within Right of Way not Feasible

064i 70 Barrier Within Right of Way not Feasible

064j 69 Barrier Within Right of Way not Feasible

064k 68 Barrier Within Right of Way not Feasible

0641 65 Barner Within Right of Way not Feasible

Without of Right-of-Way Barrier Noise Levels for

CC-ALPV-Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level w/o Recommended Noise Level with Barrier dBA
barrier dBA Barrier Height Leg and Noise Reduction

064e 66 4.9ml6ft 5610
064f 67 4.9ml6ft 5314
064i 70 4.9m16ft 5911
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Table 4.6-20 continued

Attenuated Noise Levels with Sound Walls at Receptor Locations

With BarrierNoise Levels for CC-ALPV-Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Vithout of Right-of-Way 3arrier Noise Levels for CC-ALPV-Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Noise Level

wlo barrier dBA

66

64

69

Recommended

Barrier Height

4.9m16 ft

4.9ml6ft

4.9m16 ft

55 11
52 12
59 10

With Barrier Noise Levels for A7C-ALPV- Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Noise Level

wlo Barrier dBA

77

75

63

69

67

65

Recommended

Barrier Height

4.9m16 ft

4.9ml6ft

4.9m16 ft

4.9m16 11

4.9m16 11

4.9m16 ft

6611
65 10
567
62

60

59 60

With Barrier Noise Levels for A7C-ALP\ -Initial

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Noise Level w/o
Barrier dBA

73

72

68

67

68

73

Recommended

Barrier Height

4.9m 16 ft

4.9m16ft

4.9m16 ft

49rn 16 ft

4.9m 16 ft

4.9m16ft

649
62 10
59

60

60

61 12

TCA53JIFna/ SEIRIFIna1 EIS-SEJR\Sectjon 4.OSection 4.6- Noisedoc IJ/23/O5
November 2005

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height and Noise Reduction

062 65 4.9m 16 ft 60

064e 66 Barrier Within Right-of-Way Not Feasible

064f 64 Bamer Within Right-of-Way Not Feasible

064g 62 Barrier Within Right-of-Way Not Feasible

064h 61 Barner Within Right-of-Way Not Feasible

064i 69 Barrier Within Right-of-Way Not Feasible

064j 68 Barrier Within Right-of-Way Not Feasible

064k 68 Barrier Within Right-of-Way Not Feasible

064i 64 Barrier Within Right-of-Way Not Feasible

Receptor

064e

064f

064i

Noise Level with Barrier dBA
L. and Noise Reduction

Receptor

061

061

061

061

062

064a

Noise Level with Barrier dBA
and Noise Reduction

Receptor

061

061

061

061

062

064a

Noise Level with Barrier dBA
Lec and Noise Reduction
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Table 4.6-20 continued

Attenuated Noise Levels with Sound Walls at Receptor Locations

With Barrier Noise Levels for A7C-FEC-M-Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with BarrierdBA
w/o barrier dBA Barrier Height Leg and Noise Reduction

67 4.9m16ft 61

74 4.9m16ft 659
71 4.9m16ft 665

9a 65 49m 16 ft 58

9b 67 49m 16 ft 58

9c 64 4.9m16ft 577
9e 61 4.9m 16 ft 56

9f 62 4.9m16ft 566
21 60 Barrier Within Right-of-Way Not Feasible

62 62 Not Feasible

63a 66 Barrier Within Right-of-Way Not Feasible

63b 65 Barrier Within Right-of-Way Not Feasible

Wi

Receptor

21a

63a

thout of Right-of-Way Barrier Noise Levels for A7C-FEC-M-Ultimate

Peak Hour Noise Level and Insertion Loss With Barrier of Height

63b

Noise Level

w/o barrier dBA

60

66

65

Recommended

Barrier Height

Not Reasonable

4.9m16 ft

4.9ml6ft

Noise Level with Barrier dBA
and Noise Reduction

60

58

With Barrier Noise Levels for A7C-FEC-M-InitiallPreferre

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height and Noise Reduction

67 4.9ml6ft 616
74 4.9m 16 ft 65

71 4.9m 16 ft 66

9a 63 4.9m 16 ft 56

9b 64 4.9m16 ft 56

9c 62 4.9ml6ft 566

9e 59 4.9m 16 ft 54

9f 59 4.9m16ft 545

21 57 Barrier Within Right-of-Way Not Feasible

62 60 Not Feasible

63a 63 Barrier Within Right-of-Way Not Feasible

63b 63 Barrier Within Right-of-Way Not Feasible
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Table 4.6-20 continued
Attenuated Noise Levels with Sound Walls at Receptor Locations

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height and Noise Reduction

21a 57 Not Reasonable

63a 63 4.9m 16 ft 57

63b 63 4.9m 16 ft 55

With Barrier oise Levels for AlO Alternative

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor

186

Noise Level

wlo barrier dBA
76

Recommended

Barrier Height

3m 10 ft

Noise Level with Barrier dBA
Len and Noise Reduction

62 14

With BarrierNoise Levels for 1-5 Widening Alternative

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height and Noise Reduction

67 3.7m12ft 625
101 72 Not feasible

102 69 Not feasible

103 74 4.3m14ft 695
104 70 Not feasible

105 68 Not feasible

106 66 No Height is Feasible and Reasonable

107 66 3mIOft 615
108 73 4.9ml6ft 6112

109a 77 4.9ml6ft 6512
110 73 4.9m16ft 649
114 74 4.9ml6ft 6113
liSa 71 4.9m16ft 638
117 66 Barner Within Right-of-Way Not Feasible

118 68 Barrier Within Right-of-Way Not Feasible
119 68 Barrier Within Right-of-Way Not Feasible
120 68

Not feasible

121 68 No Height is Feasible and Reasonable
122a 74 4.9ml6ft 6212
124a 71 4.9m16ft 638
125 68 3.7m12ft 626
126 71 3.7m12fl 665

127a 68 Barrier Within Right-of-Way Not Feasible
129a 71 4.9m16ft 6110
130 68 4.3m14ft 617
133 72

Barrier Within Right-of-Way Not Feasible
l34a 70

Not feasible

135 67
Not feasible

137 77 4.3mI4ft 6116
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Table 4.6-20 continued

Attenuated Noise Levels with Sound Walls at Receptor Locations

With Barrier Noise Levels for I-S Widening Alternative continued
Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Lea Barrier Height Lea and Noise Reduction

138 75 4.9m16ft 678
139 67 4.9m 16 ft 60

140 71 4.9ml6ft 638
142 70 3.7ml2ft 655
143 75 Bamer Within Right-of-Way Not Feasible

144 68 4.9m16ft 5711
145 79 4.9m16ft 6712
146 76 3.7m12ft 688
147 68 Barrier Within Right-of-Way Not Feasible

148 69 4.9m16ft 645
150 80 4.9ml6ft 6416
151 81 4.9ml6ft 6813
152 73 3.7m12ft 667
153 73 4.9m16ft 685

154a 70 49m16ft 619
155 68 4.9m16ft 608
156a 78 3.7m12ft 726
157 73 4.9m16ft 6013
158 71 4.9m16ft 638

159a 68 3m 10 ft 644
160a 69 3m 10 ft 645
161a 68 4.3ml4ft 608
162 71 4.9m16ft 629

163a 79 49m16ft 6613
168a 68 4.9ml6ft 617
169 68 Not feasible

171a 75 4.9m16ft 678
173 76 4.9m16ft 6511
174 69 3.7m 12 ft 64

175a 76 4.9m16ft 6412

176 77 4.9m16ft 6512

178 70 4.3m14ft 646

185 67 49m16ft 598
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Table 4.6-20 continued

Attenuated Noise Levels with Sound Walls at Receptor Locations

Without of Right-of-Way Barrier Noise Levels for 1-5 Widening Alternative

Peak Hour Noise Level and Insertion Loss With Barrier of Height

Receptor Noise Level Recommended Noise Level with Barrier dBA
w/o barrier dBA Barrier Height and Noise Reduction

117 66 4.9mI6ft 5610
118 68 4.9m16ft 5414
119 68 3.7m12ft 635

127a 68 4.9m16ft 599
133 72 4.9m16ft 6012
143 75 4.3ml4ft 6114
147 68 3.7m12ft 635

Source Mestre Greve Associates 2003
Note The A7C-FEC-M-lnitiaj Alternative with design modifications was selected as the Preferred Alternative The design

modifications incorporated into the Preferred Alternative do not substantially alter the path of the alignment or project

impacts in the vicinity of sensitive noise receptors
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Table 4.6-21

Proposed Status of Mitigation Measures from the Mitigation

Monitoring Program in No.3

Mitigation Measures from EW No Proposed Status

Measure 39 This measure has been incorporated in current

Construction activities shall comply with the Orange measure N-i

County Noise Ordinance This shall include limiting

construction activities adjacent to noise sensitive

receptors to daytime hours a.m to p.m on Monday

through Saturdays and locating haul routes for

construction equipment and construction-related vehicles

away from existing residential and other noise-sensitive

land uses

Measure 40 This measure has been incorporated in current

Prior to the start of construction activity all identified measure N-8

existing affected residential units or other noise-sensitive

uses shall be sound attenuated subject to the approval of

affected residences against the projected noise levels

resulting from the construction of the FTC registered

acoustical engineer shall review the fmal design plans to

verify that FHWA and Caltrans noise standards are

satisfied The exact location height and length of the

noise barriers shall be determined during the final design

phase of the project

Measure 41 This measure has been incorporated in current

The TCA shall construct 14-foot noise barrier at Site measure N-8

BX3 San Clemente High School Stations 1400 to 1420

to reduce noise levels to comply with Caltrans policy BX
Alignment only

Measure 42a This measure has been incorporated in current

Prior to fmal design the TCA shall reconfirm noise measure N-8

impacts prepare plans for sound attenuation earthen

berm and develop and berm aesthetic impacts analysis for

the San Onofre State Beach Park Site C3 This

information shall be forwarded to the State Department of

Parks and Recreation for their review and comment

Alignment only

Measure 42b lhis measure has been incorporated in current

Prior to fmal design the TCA will coordinate with the measure N-7 Measure AS-4 in Section 4.18 Visual

Talega Valley Reserve Land Conservancy regarding the Resources addresses the light and glare issue

provision of sound attenuation earthen berms walls

andlor landscaping to minimize noise light and glare and

visual impacts to Talega Valley Reserve

Measure 42c This measure has been incorporated in current

Prior to final design the TCA shall coordinate with the measure N-7 Measure AS-4 in Section 4.18 Visual

County of Orange EMA/Harbors Beaches and Parks Resources addresses the light and glare issue

regarding the provision of sound attenuation berms walls

and/or landscaping to minimize noise and visual impacts

to Wagon Wheel Park
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Table 4.6-21 continued

Proposed Status of Mitigation Measures from the Mitigation

Monitoring Program in Effi No.3

Mitigation Measures from Effi No Proposed Status

Measure 42d This measure has been incorporated in current
Prior to construction the TCA will install noise barriers measures N-3 N-7 and N-8
as recommended below

Site BX1 Avenida La Paz barrier located at the end

of the pavement would need to be 21 feet above the

roadway to break the line of sight between an 11 .5-foot

truck exhaust stack and the 14 homes This is not

considered feasible As an alternative barrier located at

the
property line of the 14 affected homes located along

Avenida La Paz is recommended The height of the

barrier would be determined in conjunction with fmal

design subject to approval of the
property owners BX

Alignment only
Site BX2 Avemda La Cuesta Playground barrier

located at the end of the pavement would need to be 17

feet above the roadway to break the line of sight between

an 11 .5-foot truck exhaust stack and the playground This

is not considered feasible As an alternative barrier

located at the property line of La Cuesta Playground is

recommended The height of the barrier would be

determined in conjunction with final design subject to

approval of the property owners BX Alignment only
Site BX4 La Placenta Cul-de-Sac barrier located at

the end of the pavement would need to be 19 feet above

the roadway to break the line of sight between an 1.5-

foot truck exhaust stack and the 11 homes This is not

considered feasible As an alternative barrier located at

the property line of the 11 affected homes is

recommended The height of the barrier would be

determined in conjunction with final design subject to

pproval of the property owners BX Alignment only
Measure 73

This measure has been incorporated in current
During construction activity all contractors shall comply measure N-i
with all county and local sound-control and noise-level

gulations and ordinances

Mcasure 74
This measure has been incorporated in currentThe contractor specifications shall direct contractors to measure N-I

limit construction activities adjacent to noise-sensitive
land uses to daytime hours a.m to p.m on Monday
through Saturday

Source PD Consultants 2003
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Table 4.6-22

Applicability of Construction and Long-Term Noise Mitigation Measures and Commitments

Section 4.0

Source Mestre Greve Associates 2003

Short-Term Lon%-Term

N-i N-2 N-3 N-4 N-5 N-6 N-7 N-8 NC-i NC-2

FEC-W-lnitial

FEC-W-Ultimate

FEC-M Initial

FEC-M-Ultimate

CC-Initial

CC-Ultimate

CC-ALP V-Initial

CC-ALP V-Ultimate

A7C-ALP V-Initial

A7C-ALP V-Ultimate

A7C-FEC-M Initial

A7C-FEC-M-Ultimate

AlO

1-5 -- --

No Action-OCP -- -- -- -- -- -- -- --

No Action-RMV -- -- --

4.6-5
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4.7 AFFECTED ENVIRONMENT IMPACTS AND MITIGATION MEASURES
RELATED TO AIR QUALITY

The potential impacts of the SOCTIIP Alternatives related to air quality are evaluated in detail in the Air

Quality Technical Report Mestre Greve Associates 2003 and are summarized in the following Section

The Air Quality Technical Report includes discussion on climate air quality management health effects

and sensitive receptors monitored air quality existing emissions local air quality potential air quality

impacts i.e construction emissions regional and subregional impacts local air quality cumulative

impacts compliance with air quality planning and mitigation measures for short-term and long-term

impacts Refer to the Table of Contents for locations where this Technical Report is available for review

or purchase There are air quality issues that are not concern under federal regulations but are of

concern under state regulations These issues are discussed in Section 7.8 CEQAEvaluation

As stated in Section 2.2 the A7C-FEC-M-Initial Alternative alignment evaluated in the Draft EIS/SEIR

was refined in order to minimize environmental impacts and address engineering requirements The

A7C-FEC-M-Initial Alternative with the design changes was selected as the Preferred Alternative The

Preferred Alternative will be limited to maximum of six lanes The design modifications incoorated

into the Alternative do not substantially alter the alignment or project impacts therefore the discussion of

air quality impacts for the Preferred Alternative is based on the same data as the A7C-FEC-M

4.7.1 AFFECTED ENVIRONMENT RELATED TO AIR QUALITY

4.7.1.1 Introduction

All the SOCTIIP build Alternatives are in the South Coast Air Basin SCAB except for the southern

portions of the FEC-W FEC-M A7C-FEC-M and A7C-ALPV Alternatives and the 1-5 Alternative in

San Diego County The southern portion of the Preferred Alternative i.e the A7C-FEC-M-lnitial

Alternative with design modifications is also located outside the SCAB The SCAB encompasses all of

Orange County and the non-desert
parts

of Los Angeles Riverside and San Bernardino Counties The

SCAB is bounded by the Pacific Ocean to the west and the San Gabriel San Bernardino and San Jacinto

Mountains to the north and east The climate and topography in the SCAB discussed below make the

SCAB highly conducive to the formation of air pollution The segments of the build Alternatives in San

Diego County are in the most north part of the San Diego Air Basin SDAB which shares similar

meteorological conditions with the adjacent Orange County areas in the SCAB

4.7.1.2 Climate

Regional Climate

Meteorological conditions in the SCAB such as light winds and shallow vertical mixing and

topographical features such as surrounding mountain ranges hinder the dispersal of air pollutants The

strength and location of semi-permanent subtropical high pressure cell over the Pacific Ocean primarily

control the climate of the SCAB Climate is also affected by the moderating effects of the nearby oceamc

heal reservoir Warm summers mild winters infrequent rainfall moderate daytime onshore breezes and

moderate humidities characterize the climate throughout most of the SCAB and adjacent areas of the

SDAB

Frequent temperature inversions trap air pollutants in limited atmospheric volume near the ground and

hamper dispersion Southern California frequently experiences temperature inversions which inhibit

pollutant dispersal Inversions may be either ground-based or elevated Ground-based inversions are

most severe during clear cold early winter mormngs Elevated inversions act as lid or upper boundary
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and restrict vertical mixing Mixing heights for elevated inversions are lower and more persistent in the

summer Low summer inversions are partly responsible for the high levels of ozone 03 experienced

during the summer months

During summers longer daylight hours abundant sunshine provides sufficient energy to fuel the

photochemical reactions between nitrogen oxides NOr and reactive organic compounds ROC which

form 03 To form high levels of 03 there must be ample sunlight early morning stagnation in source

areas high surface temperatures strong and low morning inversions greatly restricted vertical mixing

during the day and daytime subsidence that strengthens the inversion layer

High nitrogen dioxide NO2 levels usually occur during the autumn or winter on days with summer-like

weather conditions including low inversions limited daytime mixing and stagnant windflows Although

days are clear sunlight is limited in duration and intensity and the photochemical reactions that would
otherwise form 03 are incomplete

Atmospheric particulates are made up of fine solids or liquids such as soot dust aerosols fumes and

mists Many of the total suspended particulates TSP in the atmosphere are less than ten microns in

diameter These fine particles are referred to as PM10 As with 03 substantial fraction of PM10 forms in

the atmosphere as result of chemical reactions Peak concentrations of both 03 and PM10 occur
downwind of the origin or precursor emission sources

Local Climate

The SOCTIIP study area is influenced by the marine microclimate zone and is subject to coastal clouds or

fog on spring and summer days particularly in areas closer to the coast Because of this marine

influence winter temperatures are warmer and summer temperatures are cooler than in inland areas of

Orange County The nearest locations to the SOCTIIP study area for which the South Coast Air Quality

Management District SCAQMD has annual temperature data are in El Toro and Laguna Beach For El

Toro the average mean temperature is 17C 62F and for Laguna Beach it is 16C 61 There are

daily and seasonal temperature variations

Winds in the SOCTIIP area are driven by the land/sea breeze circulation system Wind
patterns are

dominated by daytime on-shore sea breezes At night the wind generally slows and reverses direction

traveling towards the sea One other important wind regime occurs when high pressure center forms
over the western United States and creates Santa Ana winds that blow from the northeast and east across

Orange County to the ocean

4.7.1.3 Air Quality Management

Air quality in the SCAB and SDAB is regulated by federal state and regional control authorities as
described in the following Sections

Federal

The United States Environmental Protection Agency EPA has overall responsibility for insuring that the
nation meets the national ambient air quality standards NAAQS The EPA has oversight authority over
state and local air quality planning and

regulatory actions through requirements set forth in the federal
Clean Air Act CAA as amended in 1990 42 U.S.C Section 7401 et seq. The NAAQS which theCAA directs the EPA to set at levels to protect public health with an adequate margin of safety are
presented in Table 4.7-1 Tables and Figures cited in this Section are provided following the last page oftext in this Section
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The air quality provisions of the CAA as amended the transportation planning provisions of 23 CFR

Section 771 et seq and Title 49 of the United States Code Transportation are intended to ensure that

integrated transportation and air quality planning occur in areas designated by the EPA as non-attainment

or maintenance areas On November 24 1993 the EPA published criteria in the Federal Register 58
F.R 62235 40 CFR Part 93 for implementing CAA conformity requirements for both general

development and transportation projects According to the CAA transportation plans programs and

projects cannot create new violations of the federal air quality standards increase the frequency or

severity of existing violations of the standards or delay attainment of standards

California

The California Air Resources Board CARB department of the California Environmental Protection

Agency Ca1EPA is responsible for regulating mobile sources of pollution including automobiles and

trucks preparing the State Implementation Plan SIP on the basis of locally prepared plans and serving

in an oversight capacity over all regional and county air pollution control districts in California

Regional

All air districts in California are regulated through the California Health and Safety Code in Division 26

Health and Safety Code Section 39000 et seq which sets forth their general powers and duties The

two districts with jurisdiction over the areas traversed by the SOCTIIP Alternatives are the SCAQMD
which includes Orange County and the San Diego County Air Pollution Control District SDAPCD

South Coast Air Quality Management District

The SCAQMD is regional district with primary responsibility for monitoring air quality planning for

air quality attainment and regulating sources of air pollution in its jurisdiction Although the SCAQMD
has some authority to regulate motor vehicle use it is not allowed to control direct emissions from motor

vehicles

The SCAB has been designated by the EPA as extreme non-attainment area for 03 and serious non-

attainment for carbon monoxide CO and PM10 The SCAB has met the federal standards for N02 for

the third year in row and therefore is qualified for redesignation to attainment Attainment of all

federal PM10 health standards is to be achieved by December 31 2006 and 03 standards are to be

achieved by November 15 2010 The SCAB was designated as severe non-attainment area for the 8-

hour ozone standard in April 2004 with the requirement to achieve expeditiously but no later than

2021 .However the attachment date for hour ozone has not been set For CO the deadline was

December 31 2000 SCAB is currently designated as maintenance area for N02 Three days during

2000 exceeded the federal CO standard The EPA gave SCAQMD two year extension period to reach

the CO attainment goal by December 31 2002 The federal and state standards for CO were met at the

end of 2002 However SCAB is still formally designated as non-attainment area for CO until EPA

redesignates it as an attainment area SCAQMD plans to submit proposed maintenance plan to the

USEPA in late fall/early winter 2003

SCAQMD and SCAG in coordination with local governments and the private sector have developed the

Air Quality Management Plan AQMP for the SCAB The overall control strategy for the AQMP is to

meet applicable state and federal requirements and to demonstrate attainment with the ambient air quality

standards AAQS The 1997 AQMP uses two tiers of emission reduction measures short and

intermediate term measures and long-term measures

TC.4531\Final 5EIRFinal EIS-SEIR\Section 4.U\Section 7- Air Qua1iadoc I/23/U5
7-3

November 2005



SOCTHP EJS/SEIR
Section 4.0

Short and intermediate term measures propose available technologies and management practices between
1994 and 2005 These measures rely on known technologies and proposed actions to be taken by several

agencies that currently have
statutory authority to implement such measures Short and intermediate term

measures in the 1997 AQMP include 35 stationary source seven on-road six off-road one transportation
control and indirect source five advanced transportation technology and one further study measures All
these measures are proposed to be implemented between 1995 and 2005 These measures rely on both
traditional command and control and on alternative approaches to implement technological solutions and

control measures

To ultimately achieve the NAAQS additional emission reductions will be necessary beyond the

implementation of these short and intermediate term measures Long-term measures rely on the

advancement of technologies and control methods that can reasonably be expected to occur between 1997
and 2010 These long-term measures rely on further development and refinement of known low and zero
emission control technologies for both mobile and stationary sources along with technological

breakthroughs

The Draft 2003 Air Quality Management Plan Draft 2003 AQMP was released in early 2003 and was
adopted locally August 2003 The California Clean Air Act requires non-attainment area to update its

AQMP triennially to incorporate the most recent available technical information In addition 40 CFR
Part 93 requires that the latest planning assumptions be used in all transportation conformity
determinations The CARB and SCAB elected to update the mobile source emissions budgets contained
in the SIPs to maintain consistency with the latest planning assumptions that will be used in future

conformity determinations Since the 1997 AQMP and 1999 amendments updated demographic data has
become available new air quality episodes have been identified and the science of estimating motor
vehicle emissions and air quality modeling techniques for ozone and PM10 has improved Therefore
plan update is necessary to ensure continued

progress toward attainment to avoid transportation

conformity lapse

The Draft 2003 AQMP addresses all criteria pollutants including PM10 03 and CO Toxic air

contaminants are not addressed in the AQMP The Draft 2003 AQMP includes improved emission
inventories updated motor vehicle emission budgets for transportation conformity purposes and an
update to the attainment demonstration for PM10 03 and CO The overall control

strategy is comprised of
the Districts Stationary and Mobile Source Control Measures CARBs Proposed 2003 State and Federal
Strategy for the California State Implementation Plan SIP and SCAGs Transportation Control
Measures

The SCAQMD on August 2003 adopted the 2003 AQMP The Draft 2003 AQMP was reviewed and
approved by CARB on October 24 2003 It now goes to the EPA for their review and possible approvalNo schedule has been announced for the EPA review as of this writing December 2003

San Diego County Air Pollution Control District

The SDAPCD is responsible for air quality control in San Diego County San Diego Air Basin is
maintenance area for CO San Diego County is serious non-attainment area for the state 03 AAQSThe County is in attainment for the federal 03 standard As in the SCAB the CCAA directs state-
required air quality planning in San Diego County The SDAPCD and the San Diego Association of
Governments SANDAG which prepare the attainment plans required by the state and the CAA share
agency responsibility for air quality planning in San Diego County

The most recent update to the SIP for San Diego County was released by the SDAPCD in April 1998The plan prepared by the SDAPCD is simply an update of their stationary source control measures
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More recent air planning documents for the San Diego air basin include The San Diego Air Basin

Triennial Regional Air Quality Strategy Revision SDAPCD August 2001 and the Ozone
Redesignation Request and Maintenance Plan for San Diego County SDAPCD December 2002

San Diego County has not attained the state 03 standard and as such is required by the California Clean

Air Act to prepare the Regional Air Quality Strategy Revision RAQS The RAQS identifies emission

control
strategies to provide expeditious progress toward attaining the state 03 standard The 2001 RAQS

only proposed the adoption of one additional control measure which would require add-on control

equipment for degassing of above-ground gasoline storage tanks at bulk plants and bulk terminals during

cleaning repairing or decommissioning operations

In 1999 San Diego County did not have any exceedances of the national 03 standard for the first time in

their monitoring history The County has continued to not exceed the 03 standard in subsequent years
Therefore in 2002 the SDAPCD filed the redesignation request with the CARB and subsequently the

EPA to change their designation from serious ozone nonattainment area to an attainment area The
redesignation request documents the steadily declining 03 concentrations in the County references the

stationary source controls imposed by the County and provides emission inventories for past current and

future years for 03 precursors i.e VOC and NOx On June 26 2003 the EPA published the

redesignation of San Diego County to attainment for the 1-hour 03 national standard in the Federal

Register The EPA at that time also approved the maintenance plan and emission budgets contained in

the redesignation request Since the publication of the Draft EIS/SEIR the San Diego Air Basin was
designated as non-attainment for the 8-hour ozone standard and is classified as basic area with 2009
attainment deadline

Toxic Air Contaminants

In addition to the traditional air pollutants such as 03 and particulate matter air toxics may also be

concern Toxic air contaminants are discussed in detail in Section 7.8

Respirable Particulate Matter PM and PM5

Particulate matter consists of microscopic material in the air It is made of fine dust produced by friction

and grinding processes of soil rocks or metals smoke and emissions from combustion processes and use

of certain consumer products In rural areas wind and agricultural operations are primarily responsible

for the particulate level In urban areas transportation sources can be major source of particulate

matter especially PM10 and PM25 Industrial activity and the burning of wood are other sources

Particulates can also be formed in the atmosphere via chemical reactions They are formed in the

atmosphere by reactions from precursor gases The most important of these gases are SO2 NO2 VOC
and ammonia PM10 and PM25 scatter light and significantly reduce visibility Suspended water droplets

e.g fog can be microscopic location where chemicals collect and chemically react Then as the water

vaponzes the remaining chemicals can form particulate PM10 and PM25 are emitted directly from

combustion sources or can form in the atmosphere and are naturally occurring Therefore it is both

primary and secondary pollutant The human body has the ability to prevent most large particles that

might be inhaled from reaching the lungs Larger particles are trapped in the nose throat and upper

respiratory system Smaller particles particles smaller than 10 microns in diameter referred to as PM to

however are able to bypass the bodys protection mechanisms and can reach areas deep inside the lung

Such small particles can contain substances that can irritate the lung constrict airways and aggravate

chronic heart disease

The Transportation Conformity Rule requires that transportation plans programs and projects conform to

the purpose of the SIP in air quality nonattainment and maintenance areas EPA ha not yet designated
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nonattainment areac for PM- The Clean Air Act requires EPA to designate non-attainment areas for

PM not later than December 31 2004 EPA has designated the SCAB as non-attainment for PM and

San Diego as attainment for PM Section 305 of the National Highway System Designation Act of

1995 specifically amended the Clean Air Act limiting the applicability of the transportation conformity

provisions to nonattaininent and maintenance areas FHWA Letter from John Price FHWA to Joanne

Spalding Sierra Club titled Supplemental EIS for US-95 in Las Vegas dated February 2002 The

Transportation Conformity Rule and court rulings are clear that the conformity requirements do not apply

in areas that have not been designated as nonattainment areas for specific pollutants Since the

publication of the Drafl EIS/SEIR new conformity regulations for 8-hour PM were published on July

2004 Modeling methodology and emissions thresholds have not yet been established by EPA FHWA
CARB SCAOMD or SDAPCD

EPA has determined the health effects of fme particulates and has set the PM2.5 standard to ensure that the

public health is protected Many areas of the country are in the process of monitoring levels of PM25 and

this monitoring will serve as the basis for whether this pollutant needs to be addressed at the regional

scale local scale or both The FHWA believes the effect of PM25 at project level cannot be determined

at this time and it may be very similar to 03 in that it is regional effect not localized effect

Based on the uncertainties with the existing and reasonably obtainable scientific information as

summarized above and considering the purposes of the project project-specific analysis addressing

PM2.5 would not further the purposes of NEPA 40 CFR Section 1502.9c2

Sensitive Receptors

Receptors sensitive to air pollution occur in all areas with human presence due to the potential adverse

health effects Residential school and hospital areas are often considered to be the most sensitive due to

the presence of children and the infirm However there are people sensitive to air pollution in office

developments industrial areas and all through developed areas

There are developed areas continuously along 1-5 throughout the SOCTIIP study area The land uses

along I-S include residences schools commercial centers office complexes and other urban and suburban

uses

The MO Alternative would widen Antonio Parkway/Avenida La Pata and implement Transportation

Systems Management TSM improvements on segments of Ortega Highway Camino Las Ramblas and

Avenida Pico Development is
present or under construction along roughly half of the Antonio

Parkway/Avemda La Pata alignment of this Alternative The majority of development in this area is

residential Residential development is also present along most of Ortega Highway Camino Las Ramblas
and Avemda Pico

All the SOCTIIP corridor Alternatives begin at the southern terminus of the existing Foothill

Transportation Corridor FTC Tesoro High School south of Oso Parkway and immediately west of the

corridor opened in fall 2001

The CC and CC-ALPV Alternatives alignment is further east than Antonio Parkway/Avenida La Pata
These alignments travel along the west edge of the Talega PC east of San Clemente Residences under
construction in the Talega PC will be near the CC alignment The CC alignment turns to the southwest
and travels near Avemda Pico in an area is developed with mixture of residential commercial and
school uses
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The southern segments of A7C-ALPV and A7C-FEC-M/Preferred_alignments are also in proximity to

developed areas The northern segments of the A7C-ALPV and A7C-FEC-M /Preferred Alternative are

not adjacent to developed areas except for the extreme north end which is next to Tesoro High School

The A7C-ALPV alignment passes through open space adjacent to housing and commercial development

in Rancho San Clemente in the City of San Clemente The A7C-FEC-MPreferred_alignment passes

through the Talega PC through The Donna ONeill Conservancy and traverses San Onofre State Beach

The FEC-W and FEC-M alignments traverse parts of undeveloped privately owned land east of San Juan

Capistrano and San Clemente and parts of MCB Camp Pendleton At the extreme northern end it is

adjacent to Tesoro High School It passes along the east edge of Talega PC At its junction with 1-5 this

alignment would also pass near Marine Corps housing

Schools are an especially sensitive receptor
site due to the young age of the students and the high level of

activity that can occur on the playfields The following schools are within 0.4 km 0.25 mi of the

centerlines of the SOCTIIP build Alternatives Ole Hanson Elementaiy School San Clemente High

School Concordia Elementary School Shorecliffs Middle School San Juan Elementary School Serra

High School Mission Viejo High School Capistrano Valley High School Linda Vista Elementary

School La Tierra Elementary School Palisades Elementary School Tesoro High School and Las Flores

elementary School

4.7.1.4 Monitored Air Quality

Overview of Regions

The four pollutants of greatest concern in the SCAB and to much lesser extent the SDAB are 03 NOR
CO and PM10 To determine the status of air quality in their respective jurisdictions air districts monitor

air contaminants and compare contaminant levels in samples to the federal and state AAQS provided in

Table 4.7-1

South Coast Air Basin

The SCAQMD samples ambient air at monitoring stations throughout the SCAB There are two

monitoring sites in south Orange County in Costa Mesa and El Toro Monitored 03 levels exceed both

the federal and state AAQS throughout the SCAB However 03 levels have been dropping in recent

years and 1999 was the cleanest year on record The SCAB still exceeds the federal standard more

frequently than any other area in the United States and also records the highest peak readings It is the

nations only extreme 03 non-attainment area As such it is not required to attain the federal 03 standard

until 2010 three years later than the most impacted areas in the severe category

The federal and state 8-hour AAQS for CO are still exceeded few days each year in the SCAB The

exceedences generally occur in the Los Angeles area Neither the state nor federal CO AAQS have been

exceeded in Orange County since 1992 CO is produced almost entirely by automobiles

Although Los Angeles County is still designated the nations only non-attainment area for the federal NO2

AAQS this AAQS has not been exceeded for more than four years
and CARB has requested that the EPA

redesignate the entire SCAB as an NO2 attainment area

PM10 levels regularly exceed the NAAQS in Los Angeles Riverside and San Bernardino Counties Since

1988 when PM0 monitoring was initiated in Orange County the NAAQS was only exceeded in Orange

County in 1990 and 1995 The more stringent state PM10 AAQS is exceeded in all four Counties in the
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SCAB The number of days exceeding the state PM10 AAQS varies annually but have not shown clear

upward or downward trend

SO2 and lead levels in all areas of the SCAB are substantially below the federal and state AAQS

San Diego Air Basin

The SDAB which includes all of San Diego County is designated non-attainment for the state 03 AAQS
and the state PM10 AAQS The SDAB is an attainment area or unclassified for all other state and federal

AAQS

The CARB has determined that the 03 in the SDAB is largely transported from the SCAB San Diego
was reclassified in 1994 as serious 03 non-attainment area from severe non-attainment area The
reclassification was made on the basis of modeling which demonstrated that the SDAB would achieve the

federal 03 standard by 1999 as required for the less stringent serious classification For the first time
since air quality monitoring began in 1955 San Diego Countys air quality did not exceed the 1-hour 03
NAAQS in 1999 This achievement was repeated in 2000

The PM10 NAAQS have only been exceeded in San Diego County in two years since 1988 Specifically
the 24-hour NAAQS was exceeded in 1993 and the annual NAAQS was exceeded in 1994

District Monitoring Stations

The nearest air quality monitoring station to the southern terminus of the SOCTIIP build Alternatives is at

1701 Mission Avenue in the City of Oceanside in northern San Diego County It is operated by the

SDCAPCD Air quality readings from the El Toro Station from 1998 through 2002 are presented in
Table 4.7-2 Air quality reading from the Oceanside station from 1997 through 2001 2002 data not yet
available is presented in Table 4.7-3 This monitoring data represents the most current five years of data
It should be noted that the El Toro monitoring station was relocated to Mission Viejo in 2000 Therefore
the 2001 to 2002 monitoring data is from the Mission Viejo monitoring station

As shown in these Tables 03 levels have decreased slightly in these areas over the
past five years They

exceeded the NAAQS standard at El Toro/Mission Viejo no more than twice per year At Oceanside the
peak 03 concentrations did not exceed the NAAQS in the past five years The numbers of exceedances of
the state 03 AAQS have decreased at the Oceanside station However there does not seem to be
downward trend at the El Toro/Mission Viejo Station for 03

CO levels were below the state and federal one-hour and eight-hour AAQS every year at both the El
Toro/Mission Viejo and Oceanside stations NO2 is monitored only at the Oceanside station No NO2
exceedances were recorded at the Oceanside station during the past five years

PM10 concentrations fluctuate from year to year depending on localized weather conditions There wereno exceedances of the 24 hour NAAQS or the annual NAAQS at either station over the five year periodThe state PM10 daily AAQS is exceeded on regular basis

PM.c concentrations at the El Toro/Mjssjon Viejo station exceeded the Federal 24-hour standard once in
2000 The annual average concentrations exceeded the State standard in all three years in which it wasmonitored and exceeded the federal standard in 2001 and 2002
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On Site Monitoring of PM10 and CO

Because the SCAQMD and SDAPCD do not have monitoring stations directly in the SOCTIIP area the

TCA conducted special monitoring for CO and PM10 to establish baseline conditions without the

SOCTIIP build Alternatives These are the two pollutants with the greatest potential to cause local

hotspots Monitoring was conducted at the following locations

Site This site is adjacent to utility building owned by the Santa Margarita Water District on Oso

Parkway 3.2 km two mi east of Felipe This site is also representative of Tesoro High School

Site This site is at private picnic ground owned by RMV Company at Ortega Highway and

Cristianitos Road

Site This site is on the roof of the San Clemente High School administration building at 700 Avenida

Pico in San Clemente This site was selected to identify baseline conditions and exposures to

sensitive receptors at the High School

Site This site is on the roof of storage building at Our Lady of Fatima Church at 105 La Esperanza in

San Clemente This site contained two side by side samplers and was selected to provide baseline

data for areas near Avemda Pico

Site This site is at maintenance yard for the San Mateo Campgrounds SOSB on the northernmost

part of Camp Pendleton This site represented the southern boundary of the SOCTIIP study area

The locations of these five monitoring sites are shown in Figure 4.7-1

PM10 was monitored at these five locations during the months of August to October 1995 to sample

particulates during the driest period of the year It was monitored again from mid-January through

February 1996 after the area had experienced winter rainfall CO was also monitored in January and

February 1996 at the same sites

Aerovironment collected PM10 samples every three days The air districts collect PM10 every six days

consistent with federal guidelines The fall PM10 concentrations are shown in Table 4.7-4 the winter

PM10 concentrations in Table 4.7-5 and the CO concentrations for all days between January 15 and

February 15 1996 in Table 4.7-6 In all three tables readings are also shown for concentrations at the El

Toro and Oceanside air quality monitoring stations for the same days that were monitored at these five

sites

Project Site PM10 Monitoring Conclusions

PM10 concentrations were generally higher in the fall than in the winter All samplings were lower than

monitored PM10 for the same period at the El Toro/Mission Viejo monitoring stations Although the

concentrations at Sites and exceeded the state PM10 AAQS on October 12 they were lower than at the

El Toro/Mission Viejo station Except for PM10 on several days in the fall monitoring period monitored

concentrations at the five sites were lower than those recorded at the Oceanside monitoring stations

Project Site Monitoring Conclusions

Background concentrations of both PM10 and CO at the five sites more closely approximate comparable

readings at the Oceanside rather than the El Toro station throughout the monitoring periods In most
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cases CO readings were lower at the five sites than at either monitoring station The CO AAQS are not

exceeded anywhere either at the five sites or at the monitoring stations

4.7.1.5
Existing Emissions

Air quality is often evaluated at three different levels regional sub-regional and local Regional air

quality generally refers to the entire air basin For the SOCTIIP the SCAB is the primary air basin of

concern regional sub-regional area refers to part of the SCAB For this study south Orange
County was defmed as sub-region covering an area corresponding to the area south of the Costa Mesa
Freeway SR-55 Local air quality refers to the resulting pollution levels within few hundred ft of

the pollutant source or within few thousand fi for major pollutant sources such as power plants For

the SOCTIIP Alternatives the major concern is pollutant concentrations near the build Alternatives and

near roads or intersections potentially affected by the Alternatives

Changes in emissions will be used to evaluate impacts on regional and subregion scale Changes in

pollutant concentrations are used to evaluate local air quality impacts The following Sections describe

the existing regional subregion and local air settings used in the SOCTIIP air quality analyses

Regional Emissions

Two emission forecasts are provided in the AQMP for 2000 The first is an average annual day which
simply represents the average emissions per day for the SCAB The second is planning inventory which
shows summertime emission estimates for 03 precursors i.e volatile organic compounds VOCs and

NON and wintertime precursors i.e NO and CO The planning inventory is generally considered to be

the more important emission projections because it is used as the basis for determining additional

emission controls in the SCAB and whether the NAAQS for the SCAB will be met by the
target dates

The 2000 planning inventory emissions are presented in Table 4.7-7

The relative contributions of the sources of air pollutants vary greatly depending on the pollutant For

NON mobile sources which are primarily automobiles dominate the emissions generated in the SCAB
PM10 emissions are due primarily to stationary sources with only small contribution due to motor
vehicles

Regional emissions for San Diego County are presented in Table 4.7-8 The emissions data are from the
Ozone Redesignation Request and Maintenance Plan for San Diego County San Diego County Air
Pollution Control District December 2002 Only emission estimates for VOC and N0 are available
The emissions is San Diego County are about 1/4 the emissions for SCAB Mobile sources in San Diego
County are most significant group of emissions for the County

Sub-Regional Traffic Emissions

The SOCTIIP build Alternatives have the potential for changing travel patterns in south Orange County
In some cases SOCTI1P build Alternative may provide shorter travel route and therefore reduce total
vehicle miles traveled VMT Many of the SOCTIIP build Alternatives have the potential to remove
vehicles off surface roads and onto the tollway where they will be traveling at much higher speed This
has the potential to decrease some pollutants but increase others

The
existing motor vehicle emissions year 2001 for the existing traffic network are provided in

Table 4.7-9 These emissions represent the traffic road network used in the traffic model
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4.7.1.6 Local Air Quality

Carbon Monoxide Concentration Analysis

The most notable source of CO is motor vehicles For this reason CO concentrations are usually

indicative of the local air quality generated by road network and are used to assess the impacts of the

road network on the local air quality CO criteria will be the first pollutant standard to be exceeded near

an intersection and therefore is usually the only pollutant assessed for road networks

Despite low existing and projected regional background concentrations localized CO hotspots could

develop under certain conditions when there is traffic congestion These hotspots are local areas which

would experience exceedances of the state and federal eight-hour CO AAQS see Table 4.7-1 for

standards and Section 4.7.1.3 for discussion of AAQS The federal and state one-hour CO AAQS will

not be exceeded anywhere in the SCAB even with increased traffic and congestion under all current

SCAQMD forecasts Therefore the analysis for the SOCTIIP Alternatives focuses on the more critical 8-

hour concentrations

The federal CAA requires transportation plans programs and projects to conform with the State

Implementation Plan SIP Transportation project-level conformity procedures in the CAA require that

individual transportation projects demonstrate that they eliminate or reduce the severity and number of

localized CO violations If there are no localized CO violations in the area substantially affected by the

project the project satisfies the conformity requirement

CO levels in the SOCTIIP area due to nearby roads were assessed with the CALINE4 computer model

CALINE4 is fourth generation line source air quality model developed by the Caltrans CALINE4
Report No FHWA/CAtTL-84/1 June 1989 The purpose of the model is to assess air quality impacts

near transportation facilities in the microscale region which is defined as an area few km mi around

pollutant source

The CAL1NE4 computer modeling for 2002 was conducted for 12 existing intersections in the SOCTHIP

study area The intersections were selected based on the highest traffic volumes and congestion levels and

adjacent land uses hitersections with high traffic volumes and high demand to capacity ratios in 2025

were selected for analysis Essentially the worst case intersections in different parts of south Orange

County were selected so that the intersections assessed provided representation of sites throughout the

study area

For each intersection the CO modeling was assessed for four receptors one at each corner of the

intersection and the highest CO concentration levels are presented The locations of the receptors are

shown in Figure 4.7-2

Qualitative PM Hot Spot Analysis

This Section presents qualitative analysis of the potential for PM10 hot spots That is areas local to

roadways most notably intersections and interchanges where due to congestion or other factors the

concentrations of PM10 might be of concern The information in this section focuses on the federal

requirements and standards for PM10 Additional analysis of PM10 which focuses on state standards and

requirements is provided in Section 7.8.2.4 Quantitative PM10 Hot Spot Analysis Much of the

information and analysis methodology used in this section comes from the Guidance for Qualitative

Project Level I-lot Spot Analysis in PM10 Nonattamment and Maintenance Areas FFIWA September

2001

P\TC453hFina/ SEIRFina1EIS-SEIR\Section 4.OSection 47- Air Qualw.doc 11/23/05 4.7-11

November 2005



SOCTIJP EIS/SEIR
Section 4.0

Section 93.116 of the transportation conformity rule states that any project level confoniuty determination

in PM10 nonattainment area must document that no new local PM10 violations will be created and the

severity or number of existing violations will not be increased as result of the project Since EPA has

not released modeling guidance on how to perform quantitative PM10 hot spot analysis such quantitative

analysis is not currently required by federal regulations 40 CFR 93 123b4 reasoned and logical

explanation of why hot spot will not be created or worsened is to be provided for project-level

conformity determinations

The FHWA guidance document provides list of information potentially relevant to the qualitative

analysis as discussed below

Project Description The descriptions of the project alternatives are provided in Section 2.0 The

descriptions identify the project setting and location and the scope and physical attributes of the proposed
alternatives

Existing Air Quality The existing air quality was described in Section 4.7.1 The nearest monitoring
stations are located at El Toro/Mission Viejo at the north end of the project site and the Oceanside

monitoring station south of the project The federal standards for PM10 have not been exceeded at these

sites for more than five years Additionally limited monitoring of PM10 was conducted in the project

area which lies between the monitoring stations that also showed no exceedances of the federal

standards for PM10

Traffic Associated With The Project detailed traffic analysis was conducted for the project
alternatives by Austin Foust and Associates which is summarized in Section 3.0 The traffic analysis
showed that the project alternatives generally increased the regional VMT slightly in comparison to

comparable No Action Alternative More notable is the fact that substantial amount of VMT was
removed from the arterial roadway network which is stop and go traffic to the tollway where cars travel
in free flow condition

Climate Information The climate and meteorology of the area are presented in Section 4.7.1 The area
has mild temperatures Generally the wind is light to moderate during the day and calm to light during
the night

Location of Monitoring Stations The nearest monitoring station was located in El Toro and was moved
in recent years to Mission Viejo at the north end of the study area The Oceanside monitoring station is

located south of the project area No major sources of PM10 such as power plants are located near the

monitoring sites

Miscellaneous Information All roads proposed as part of the build Alternatives would be paved roads
There will be some temporary unpaved roads during he construction period The climate in the area is

mild and therefore the roads will never be sanded or salted for winter storm events The build
Alternatives would be swept on regular basis as part of the water runoff quality control program
Additionally mitigation measures Section 4.7 Mitigation Measures Related to Air Quality require
additional road cleaning any time visible track-out occurs and when storm event has caused soil to be
deposited on the road Paving or chemical stabilization of portion of unpaved roads if present that
connect with the facility would also be required

Mitigation Practices Mitigation practices that will be employed are described in the previous
paragraph
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The FHWA guidance provides six example approaches for qualitatively evaluating PM10 hot spots The

second example Example is the most relevant to the proposed project It is designed for projects that

may increase VMT but whose primary effect is to reduce vehicle idling time Increases in VMT can lead

to increases in hot spot violations Increasing the VMT does increase the tailpipe emissions tire wear

emissions and paved road dust also referred to as re-entrained particulate matter However these

emissions of PM10 are generally spread out along the entire road network and not concentrated in any one

area Hot spots or high levels of local pollutant concentrations generally occur at congested intersections

where large number of vehicles may sit and idle or move slowly The result is that large amount of

emissions is released within small area Therefore to reduce the severity of hot spot conditions it is

important to reduce the level of congestion particularly on the arterial road network

The traffic study was consulted to determine the potential impact of the project alternatives on hot

spots Both the change in regional VMT and change in arterial road traffic were considered

preliminary analysis indicated that the build out road network as opposed to the committed network was

worst case for the 2025 The FEC-M FEC-W A7C-FEC-M/Preferred_CC and 1-5 Alternatives all result

in reduction in arterial VMT

The FEC-M FEC-W and A7C-FEC-M/Preferred Alternative will result in very small increase in

regional VMT i.e 14981 vehicle miles per day in comparison to the 421712541 miles projected for the

region The arterial road traffic will decrease substantially more i.e 386398 miles per day The effect

of reducing traffic on the arterial road network will be more than 25 times as great as the overall regional

traffic increase More importantly traffic will be removed from arterial road intersections where

congestion leads to PM10 hot spots Therefore the qualitative analysis for PM10 indicates that the FEC-M

FEC-W and A7C-FEC-M/Preferred Alternative would provide reduction in the number and severity of

PM10 hot spots

Similar results occur with the CC and I-S Alternatives Small increases in regional VMT would occur

with these Alternatives however much larger amount of traffic would be reduced from the arterial

road more critical location relative to PM10 hotspots Therefore the qualitative analysis for PM10

indicates that the CC and 1-5 Alternatives would also result in reduction in the number and seventy of

PM10 hot spots

The MO Alternative shows decrease in regional VMT and larger increase in arterial road traffic

However this Alternative improves existing arterial roads rather than constructing tollway or freeway

lanes The arterial road improvements will be done in manner to relieve congestion and therefore this

Alternative would also not be expected to increase the number or severity of PM10 hot spots

In addition it should be noted that road silt loads are lower on limited access freeways than on local

streets The CARB has developed silt loading factors to represent
the amount of silt on various road types

in California CARB 1997 CARB data indicate that freeways have lower silt loads than local streets

Reentrained road dust PM10 emissions from on-road traffic are function of silt loads on the road

Relocating traffic from existing surface streets to limited access toliway or freeway will result in

reduced PM10 emissions because silt loads are lower on freeways and toliways

Summary of Local Air quality

The results of the air quality analysis are summarized in Table 4.7-10 for 1-hour and 8-hour CO

concentrations and for 24-hour PM10 concentrations The modeling levels reported in Table 4.7-9 are

composites of the background levels of CO and PM10 coming into the area plus those levels generated by

the local roads As shown the existing CO concentration levels at these intersections range between 5.1

and 8.6 parts per million ppm for 1-hour and between 3.7 and 6.5 ppm for 8-hours The results indicate
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that the existing CO concentrations at these intersections currently comply with the state and federal CO
AAQS

The
existing PM10 concentrations at these intersections range between 99 and 112 ug/m3 for 24-hours

The PM10 concentration levels well exceed the state PM10 AAQS of 50 ug/m3 at all
receptor locations

The bulk of the PM10 concentrations are due to background concentrations

4.7.2 METHODOLOGY RELATED TO AIR QUALITY

Potential long-term air quality impacts are commonly divided into regional and local impacts The air

pollutant that exceeds the ambient air quality standards most often in Southern California is 03 which is

regional air pollutant The accepted procedure to assess regional impacts is to forecast the pollutants that

will be directly emitted These quantities are then compared to thresholds and to region wide emission
levels to get an indication of whether these emissions will result in adverse regional air quality impacts

Regional emission forecasts have been made for the SCAB as part of the 1997 AQMP The emissions
were forecasted for hydrocarbons HC also referred to as VOCs CO NO and respirable particulate
PM10 Emission forecasts

past 2010 are not available The 1999 Amendment to the 1997 Ozone SIP
Revision for the South Coast Air Basin changed the projections for HC and NO slightly but for

consistency among all the pollutants only data from the 1997 AQMP are presented in Table 4.7-11

The data show that sizable emission reductions will occur in the SCAB for HC CO and NO emissions

However PM10 emissions are projected to increase slightly through 2010 Many assumptions are

necessary for SCAG and SCAQMD to develop the regional forecasts in the AQMP Assumptions
particularly relevant to the SOCTIIP are that the forecasts assume the construction of transportation
corridor which connects to 1-5 and development of RMV at 21000 dus

The traffic study for the SOCTIIP forecasts vehicle miles traveled VMT and traffic speeds for the study
area The study area roughly encompasses most of south Orange County Speeds and VMT are projected
for arterial roads the freeways and the tollways Emission factors which represent the emissions per km
mi for typical vehicle are multiplied times the VMT to determine the total traffic emissions for the

study area or subregion Changes in VMT and travel speeds affect the amount of emissions generated

Emission factors will decrease
substantially for most pollutants over the next couple of decades due to

state and federal laws regulating vehicle emissions Newer cleaner burning cars and trucks will
gradually

replace older vehicles Additionally the emission control laws become more stringent in future yearsThe emission rates for motor vehicles will decrease dramatically in future
years for HC NO and CO

PM10 emission rates will only decrease slightly The AQMP emission forecasts presented earlier show
substantial declines in regional emissions large part of those declines in regional emissions will be due
to the decrease in motor vehicle emission rates

Local air quality impacts can be assessed by comparing future CO and PM10 levels with existingconcentrations If the concentrations increase with the project Alternative and exceed the AAQS then an
impact will be predicted see Section 4.7.1.6

All the intersections modeled in the impact assessment were modeled for this existing setting EPA
guidance suggests modeling the top three intersections in the area based on the highest traffic volume and
the top 14 intersections based on the worst traffic level of service LOS For the future case for each of
the six primary SOCTIIP build Alternatives these six intersections were identified An additional nine
key intersections were then selected that are common to all the SOCTIIP build Alternatives The nine
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common intersections are distributed throughout the SOCTIIP study area and provide direct

comparison among the Alternatives

In general the Transportation Project-Level Carbon Monoxide Protocol University of California at

Davis December 1997 was followed for the local air quality assessment This document commonly

referred to as the Caltrans Protocol was developed for use by Caltrans Worst case meteorology was

modeled Specifically late afternoon winter period with ground based inversion was considered with

low wind speed and temperature The model results are also dependent on the speeds of the vehicles used

in the model

Emission factors for the arterials used with the CAL1NE4 model were computed using the EMFAC
Model developed by the CARB The emission factors version EMFAC7FI .1 was used for the CALINE4

modeling Use of these factors is suggested in the Caltrans Protocol and was confirmed as being

appropriate with the CARB

The CALIINE4 model projects I-hour concentrations To obtain 8-hour or 24-hour concentrations

persistence factor is used The method essentially uses persistence factor that is multiplied times the 1-

hour emission projections and the existing or ambient concentration is then added to that product

The projected background CO concentrations were obtained from the SCAQMD Projected background

concentrations are available for 1999 to 2020 The projected 2000 background CO concentrations were

substantially lower than the actual monitoring data for the SOCTIIP area To compensate for this

discrepancy the future 2008 2018 and 2025 background CO concentrations were adjusted by

interpolation

Future background PM10 concentration projections are not available The monitoring data for PM10

concentrations in the last few years have not shown decrease in PM10 emissions Therefore the future

background PM10 concentrations are assumed to be the same as existing concentrations It should be

noted that this level exceeds the state AAQS of 50 jig/rn3 already and is less than the NAAQS

The future peak hour traffic and volume/capacity V/C ratio data were incorporated The PM peak hour

traffic data is used for the CALINE4 computer modeling as the worst case assumption because the PM

peak hour traffic volumes are higher than the AM peak hour volumes The V/C ratio is also known as the

LOS at an intersection The LOS determines the congestion levels at the intersections and therefore is

important in the CALINE4 modeling The LOS determines the average speed used at an intersection In

general the slower the speed the higher the vehicular emission factor As result the higher the

pollutant levels that will result

The air quality impacts were assessed for several primary build out 2025 Alternatives The primary

2025 Alternatives are No Action FEC-W FEC-M CC CC-ALPV A7C-ALPV A7C-FEC-M/Preferred

AlO and I-S Speed sensitivity runs were also analyzed for 2025 for the FEC-W and FEC-M MO and

Alternatives to test how sensitive CO levels are relative to the different speeds used on the roads In

addition CAL1NE4 modeling was assessed for the worst case intersections for the opening 2008 year

and for 2018 10 year increment Additionally CALINE4 modeling was assessed for toll free scenarios

for the FEC-W FEC-M CC CC-ALPV A7C-ALPV and A7C-FEC-M/Preferred Alternative All these

Alternatives assume build out of the MPAH and the RTP and OCP-2000 growth projections of 21000

dus on RMV As described earlier in Section 3.0 these scenarios represent the range of the traffic

volumes and operating conditions under the SOCTIIP build and No Action Alternatives As result the

air quality analysis for these scenarios represents the range and severity of potential air quality impacts

under the SOCTIIP build and No Action Alternatives
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Up to 12 key intersections were selected for analysis These key intersections are 1-5/Alicia Parkway
Felipe/Oso Parkway Antonio Parkway/Oso Parkway SR-241/Oso Parkway Crown Valley

Parkway/Marguerite I-S/Ortega Highway 1-5/Vista Hermosa Antonio Parkway/Ortega Highway
Avenida Pico/La Pata 1-5/El Camino Real 1-5/Avenida Pico and Antonio Parkway/Crown Valley

Parkway

For each intersection the CO modeling was assessed for four receptors one at each corner of the

intersection and the highest CO concentration levels are presented Each receptor is located

approximately 25 ft from the corner of the intersection or at the nearest existing land use

4.7.3 IMPACTS RELATED TO AIR QUALITY

4.7.3.1 Construction Impacts Related to Air Quality

The SOCTIIP build Alternatives will result in short-term emissions during construction Air pollutants
will be emitted by construction equipment and fugitive dust will be generated from grading activities

Typically the pollutant emissions due to grading activities would be primarily PM10 while emissions
from construction equipment would be CO and No The construction of the SOCTIIP build Alternatives

will also include demolition of number of existing residential and non-residential structures

Peak periods of construction will result in the greatest levels of short-term air pollution emissions The
construction information for the SOCTIIP was based on the worst case peak construction day during
which maximum number of pieces of equipment and area ha/ac disturbed per day were assumed
Construction equipment would consist of haul trucks graders dozers loaders and other heavy
construction equipment crew size and commuting trips ancillary equipment miscellaneous vehicles and

equipment associated with demolition

The durations of the construction periods are anticipated to range between 30 and 42 months depending
on the scenario The proposed construction work hours are hours day days week As discussed
earlier in Section 2.0 some night construction largely related to pile driving and demolition of existing
structures will occur for limited periods No earth moving would occur during night construction There
would be only small amounts of construction equipment operating during nighttime construction The
peak construction periods with the largest amounts of construction equipment and all earthmoving would
occur during the day Therefore the air quality analysis of construction impacts focuses on construction
activities during the day

Typically the pollutant emissions due to grading would be primarily PM10 while emissions from
construction equipment would be CO and NOR According to the SCAQMDs 1993 CEQA Air Quality
Handbook the emission factor for disturbed soil is 0.40 tons of PM10 per month per acre If water or
other soil stabilizers are used to control dust as required by SCAQMD Rule 403 these potential emissions
can be reduced by up to 50 percent

PM10 emission rates for loading of material onto trucks i.e dirt sand and gravel were obtained from the
SCAQMD 1993 CEQA Air Quality Handbook Typical emission rates for construction equipment were
obtained from the 1993 CEQA Air Quality Handbook

Emission rates for employee vehicle trips and heavy truck operations were taken from EMFAC2000
which is computer program generated by the CARB that calculates composite emission rates for
vehicles
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Construction emissions were analyzed for the following Alternatives FEC-W-Initial and Ultimate FEC
M-Initial and Ultimate CC-Initial and Ultimate CC-ALPV-Imtial and Ultimate A7C-ALPV-Initial and

Ultimate A7C-FEC-M-lnitial Preferred Alternative and Ultimate MO and I-S The construction

emissions for these Alternatives are summarized in Tables 4.7-12 to 4.7-23 For all Alternatives

construction equipment produces the greatest amount of emissions for all the criteria pollutants Grading

also generates substantial amount of PM10 while emissions from employee travel import/export

activities and demolition are secondary

In general the 1-5 Alternative generates the greatest amount of emissions while the AlO Alternative

generates the least amount of emissions These emissions are mostly generated by the large number of

construction equipment operated on worst case peak day

For all Alternatives CO ROG NO and PM10 emissions exceed the SCAQMD criteria thresholds The

greatest levels of air pollution emissions occur during peak periods of construction which is most likely

when demolition grading and site preparation would be occurring simultaneously Specifically

construction equipment produces most of the CO ROG NON SOx and PM10 emissions Grading also

generates substantial amount of PM For the SOCTIIP build Alternatives the peak emissions

727 2615 pounds per day are minor compared to the total average annual of 416 tons per day 832000

pounds per day of particulate matter currently released in the whole SCAB

The emissions generated by the construction of the SOCTIIP build Alternatives are projected to exceed

the SCAQMD criteria for all pollutants The criteria are intended to be set at the lowest levels for which

air quality impacts may occur The fact that they are projected to exceed the criteria implies that there

will be increases in the concentrations of these pollutants that would be measurable For example the

state PM10 standards are exceeded in the study area and slight increases in the concentrations of PM10

may occur The federal PM10 standard is not exceeded in the area and it is not anticipated that the

quantities of pollutants released would be so great as to cause violation of the federal standards The

increases would be local to the construction activities and would be temporary However the increases in

pollutant concentrations are not federal conformity issue It would only become an issue if there were

construction in one location over five year period 40 CFR 93-123 and this will not be the situation

4.7.3.2 Long-Term Impacts Related to Air Quality

Regional and Subregional Air Quality Impacts

In the following Sections subregional emission changes are provided for the SOCTIIP Alternatives

Emissions for all toll conditions represent both the Initial and Ultimate Corridors This is true for all the

years assessed 2008 2018 and 2025 The LOS is optimal on the corridor Alternatives and speeds will

essentially be the same for both Initial and Ultimate Corridors To clarify further the analyses examine

the change in roadway network emissions The roadway network does not extend through the entire

SCAB and SDAB but rather only portion or subregion of those basins Therefore these changes in

emissions can be characterized as subregional emissions because they are based on subregion of the air

basins However the traffic network extends out far enough so that changes in traffic patterns are

mini scule outside of the traffic network and therefore the subregional changes in emissions also

represent
the change in regional emissions Since regional emissions is the more common term we

have used this term instead of the more cumbersome phase of subregional and regional emissions

throughout the following sections

Emissions for toll-free conditions are also presented Toll-free conditions assume all the existing

toliroads and the SOCTIIP corridor Alternative operate toll-free Therefore for toll-free conditions

emissions changes are result of all corridors being toll-free and not just the proposed corridor
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Alternatives That is the existing toliways will become toll free as well as the corridor Alternative being
evaluated

The regional and subregional analyses focus on the primary pollutants of HC NOR PM10 and CO In

recent years diesel soot has been identified as carcinogenic compound However the tools to evaluate

concentrations of diesel soot simply are not available at this time and no AAQS for diesel soot have been
set by any regulatory agency The best indicators at this time are the HC and PM10 emissions Therefore
the trends that are indicated in the following analyses for HC and PM10 would also be indicative of the

trends for diesel soot

The EPA established PM25 emission standards Tools need to be developed to accurately estimate PM2.5
and precursor emissions their dispersion and atmospheric interactions and resulting concentrations This

is difficult because PM25 emissions are both directly emitted from sources as well as formed in the

atmosphere as other pollutants react chemically in similar manner to 03 Until tools and methodologies
are developed to assess project impacts on PM25 concentrations the analysis of PM10 will need to be used
as an indicator of potential PM25 impacts PM10 concentrations particulates with size of less than 10

micrometers include PM25 particulates with size of less than 2.5 micrometers emissions As the net

PM10 emissions with the SOCTIIP build Alternatives are projected to be less than the SCAQMD criteria

thresholds as shown in the following Sections it is assumed that PM2.5 emissions due to the SOCTIIP
build Alternatives will also be below those thresholds

In the following Sections regional and subregional impacts are assessed for number of scenarios based

on different assumptions with respect to future land use development and circulation system
improvements The purpose of analyzing multiple scenarios for each SOCTIIP Alternative is to provide
an understanding of how in general regional air quality responds to the various Alternatives under
different development conditions and to identify how the impacts of each Alternative vary under
different future scenarios

Far East Corridor West and Modified Alternatives

Table 4.7-24 presents the emissions for the FEC-W and FEC-M Alternatives in comparison to existing
emissions For all toll-free scenarios FEC-W- and FEC-M-Initials and Ultimates result in the same
regional emissions

Throughout this analysis when toll-free corridor is referred to such as the FEC-W the results apply
equally to the Ultimates and Initials and the two ALPV Alternatives The opening day 2008 2018 and
2025 conditions are assessed Additionally toll-free scenario for 2025 was assessed The last two
columns present sensitivity check by looking at different assumptions for the road network and for the
development of RMV These analyses conditions are repeated for each Alternative

The amount of HC CO and NO emissions decrease in future years The regional air quality indicated by
the traffic emissions will be better in future

years than current conditions HC emissions will be nearly41000 kilograms per day kg/d 90 000 lbs per day less in 2008 than with current conditions By the
2025 the reduction in emissions over current conditions will be over 73000 kg/d 160000 lbs per day ofHC Reductions in CO by 2025 will be well over 1.3 million kg/d and NO will have been reduced by
roughly 418000 kg/d 920000 lbs per day These decreases in regional traffic emissions will occur
because the emission rates will be lower in future years The traffic forecast shows that the VMT in the
study area will increase by more than 35% between existing conditions and 2025 but the use of cleaner
vehicles will more than offset this increase in traffic and will result in the substantial decreases in regionalemissions shown above
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PM10 emission rates are not projected to decrease in future years as rapidly as the other pollutants

Therefore regional PM10 emissions are not anticipated to decrease in future years In fact after an initial

decrease in 2008 and 2025 PM10 emission levels by 2025 will actually be higher than for existing

conditions

The changes in regional emissions due to the FEC-W and FEC-M Alternatives are presented in Table 4.7-

25 The changes in emissions represent the differences in emissions that would result with the build

Alternative in comparison to the corresponding No Action Alternative Alternatives presented include the

FEC-W and FEC-M Alternatives For each Alternative emissions changes are presented based on

varying land use and road network assumptions All these Alternatives were evaluated assuming that

RMV would be developed with 14000 dus and either committed road network or built out road

network per the MPA1 and the RTP Additionally the FEC-W and FEC-M Alternatives were assessed

with RMV assumed to be developed at 21000 dus The values presented in this table represent
the

change in emissions in comparison to the corresponding No Action scenario Therefore the first column

of values represents the change in emissions between the FEC-W and FEC-M Alternatives with the

committed road network and RMV at 14000 dus and the No Action Alternative with the committed

road network and RMV at 14000 dus negative number indicates that the emissions would be less

with the corridor Alternative than under the No Action Alternative Values that are bolded indicate an

increase in emissions greater than the SCAQMD criteria thresholds

The FEC-W and FEC-M Alternatives exceed the SCAQMD criteria thresholds for NO These

Alternatives do not exceed the SCAQMD thresholds for CO HC and PM10 emissions In fact the FEC
and FEC-M result in large decreases of CO It is important to understand some emissions increase and

others decrease The primary reason for increased NO emissions is related to travel speeds Emissions

are lowest for NO at travel speeds around 40 miles per hour mph 67 kilometers per hour kph The

emission rates for NO are about 25 percent higher at speeds of 60 mph 100 kph With the build

Alternatives large number of vehicles will be attracted from arterial roads where the average travel

speeds are in the low 20 mph 33 kph range to the corridor where the travel speed will be above 60 mph

100 kph much of the time The NO emissions for these cars would essentially increase by 20 percent

because they will be traveling at higher speeds which have emission rates that are substantially higher

The FEC-W and FEC-M Alternatives exceed the SCAQMD thresholds for NO and neither exceeds the

thresholds for CO HC and PM10 Emission rates for HC and CO are near their lowest at around 60 mph

100 kph Therefore redistributing vehicles from the arterial roadways to the tollway results in

reductions in HC and CO emissions but increases in NO emissions Both HC and PM10 are regional

pollutants of concern and neither is forecast to increase substantially For all cases the HC emissions are

forecast to decrease very slightly

For the FEC-W and FEC-M all Alternatives both committed road network and build out

MPAH/RTP road network were considered The FEC-W and FEC-M Alternatives exceed the threshold

for NO both committed roadway network and the build out of the roadway network Increases of

regional NO emissions were less with the build out network than with the committed network

The FEC-W and FEC-M Alternatives with 14000 dus were compared to the No Action Alternative with

14000 dus and the FEC-W and FEC-M Alternatives with 21000 dus were compared to the No Action

Alternative with 21000 dus The emission increases in comparison to the corresponding No Action

Alternatives were actually less with RMV at 21000 dus This does not mean that the regional emissions

would be less with RMV at 21000 dus than at 14000 dus The traffic forecasts show that the relative

amount of traffic moving from the arterial roads to the corridor/freeway network is less with the higher

level of development on RMV than with the lower level of development
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Table 4.7-26 presents the result of analyses further examining interim
years and the toll versus toll free

conditions for the FEC-W and FEC-M Alternatives Changes in emissions in comparison to the

corresponding No Action Alternative are presented for 2008 opening year 2018 and 2025 The
emissions for each of these cases are similar NO emissions substantially exceed the SCAQMD
thresholds for all years

The last two columns on Table 4.7-26 provide comparison between toll and toll-free conditions The
emissions are higher for NO with the toll-free condition and lower for the other pollutants with the toll-

free condition With the toll-free conditions more vehicles are traveling at high speeds and this results in

increased NO emissions and lower HC and CO emissions The regional increase in NO emissions for

both the toll and toll-free conditions are above the SCAQMD thresholds of significance

In summary regional traffic emissions will decrease substantially in future years The reduction in

emissions will occur with or without the SOCTIIP Alternatives The decrease will be due to the use of

cleaner vehicles in future years which is mandated by state and federal laws In comparison to the No
Action Alternatives the FEC-W and FEC-M Alternatives will result in substantial increases in NO
emissions and will result in regional impact The FEC-W and FEC-M Alternatives result in higher

regional emissions because many vehicles which travel on arterial roads at slower speeds and lower

emission rates will be attracted to the corridor and therefore will be traveling faster with higher emission

rates Emissions will be higher for toll-free condition than for toll condition

Central Corridor and Central Corridor-Avenjda La Pata Variation Alternatives

Table 4.7-27 presents the emissions for the CC-Initial and Ultimate in comparison to the existing
emissions The CC and CC-ALPV are very similar and therefore the CC-Ultimate is used as the

representative worst case because it would have
greater emissions impacts than either one of the CC

ALPV Alternatives The opening day 2008 2018 and 2025 conditions are assessed Additionally
toll-free scenario CC-Ultimate for 2025 was assessed

The amount of HC CO and NO emissions decrease dramatically in future years The regional air quality
indicated by the traffic emissions will be better in future years than existing conditions HC emissions
will be over 41000 kg/d less in 2008 than with current conditions By 2025 the reduction in emissions
over current conditions will be almost 74000 kg/d of BC Reductions in CO by 2025 will be over 1.3
million kg/d and NO will have been reduced by roughly4l 8000 kg/d

PM10 regional emissions are not anticipated to decrease as substantially in future years In fact after an
initial decrease in 2008 and 2018 the PM10 emission levels by 2025 will actually be over 4000 kg/day
higher than existing conditions

The changes in
regional emissions due to the CC and the CC-ALPV Alternatives are presented in Table

4.7-28 The changes in emissions represent the difference in emissions that would result with these
Alternatives in comparison to the corresponding No Action Alternatives None of the CC Alternativesexceed the SCAQMD thresholds for HC CO or PM10 The Central Corridor Alternatives result in largedecreases of CO HC emissions are projected to go down slightly for all Alternatives in comparison to
the No Action Alternatives PM10 emissions are projected to remain essentially the same for all
Alternatives in comparison to the No Action Alternatives

The CC Alternatives exceed the SCAQMD thresholds for NOR The CC-ALPV Alternatives do notexceed any of the SCAQMD thresholds but
actually show reduction in the five pollutants measured
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The CC Alternatives would generate 58 kg/d 127 lb/d of NO because it attracts more cars from the

arterial road network low speeds low NO emission rates and puts them on the corridor higher speeds

higher NO emission rates

For the CC and CC-ALPV Alternatives both committed road network and build out MPAHIRTP road

network were considered Increases of regional NO emissions were less with the build out network than

with the committed network

For the CC and CC-ALPV Alternatives scenarios were assessed with RMV developed at 14000 dus and

21000 dus The CC and CC-ALPV Alternatives with 14000 dus were compared to the No Action

Alternative with 14000 dus Similarly the CC and CC-ALPV Alternatives with 21000 dus are

compared to the No Action Alternative with 21000 dus The emission increases in comparison to the

corresponding No Action Alternatives were about the same with the RMV developed at the higher

development rate of 21000 dus This does not mean that the regional emissions would be less with RMV
at 21000 dus than at 14000 dus

Table 4.7-29 presents the result of analyses further examining interim years and the toll versus toll free

conditions for the CC and CC-ALPV Alternatives For the CC and CC-ALPV Alternatives changes in

emissions in comparison to the corresponding No Action Alternative are presented for 2008 opening

year 2018 and 2025 The emissions for each of these cases are similar HC CO and PM10 do not show

any substantial increases in emissions NO emissions substantially exceed SCAQMD thresholds for all

years As discussed previously the NO emissions are higher and HC and CO emissions are lower

because with the corridor the VMT will increase because more vehicles will be traveling at high speeds

For IIC the interim
years

show increases slightly over the SCAQMD thresholds for the initial years
and

then slight decrease by 2025

The last two columns in Table 4.7-29 provide comparison between toll and toll-free conditions The

emissions are substantially higher for NO with the toll-free condition and are lower or about the same for

the other pollutants with the toll-free condition With the toll-free conditions more vehicles are traveling

at high speeds and this results in increased NO emissions and lower HC and CO emissions

In summary the regional traffic emissions will decrease substantially in future years The reduction in

emissions will occur with or without the SOCTIIP Alternatives The decrease will be due to the use of

cleaner vehicles in future years
which is mandated by state and federal laws In comparison to the No

Action Alternatives the CC and CC-ALPV Alternatives will result in substantial increases in NO
emissions and will result in regional impact The CC Alternatives result in higher regional emissions

because many vehicles which travel on arterial roads at slower speeds and lower emission rates will be

attracted to the corridor traveling faster with higher emission rates Emissions will be higher for toll-

free condition than for toll condition The CC-ALPV would not result in an increase in regional

emissions and both the CC and CC-ALPV Alternatives result in reductions of CO and modest reductions

of HC

Alignment Corridor-Avenida La Pata Variation and Far East Crossover-Modified Alternatives

Table 4.7-30 presents the emissions for the A7C-ALPV and A7C-FEC-M Alternatives in comparison to

existing emissions These Alternatives are similar to each other The Preferred Alternative is the same as

the A7C-FEC-M-lnitial Alternative from an operational standpoint Therefore the A7C-ALPV and

A7C-FEC-M/Preferred_Alternative discussion is based on the same data For all toll-free scenanos the

Ultimates and initials result in the same regional emissions
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The amount of HC Co and NO emissions decrease dramatically in future years HC emissions will be
over 40800 kg/d 90000 lbs/d less in 2008 than with existing conditions By 2025 the reduction in

emissions over current conditions will be over 73853 kg/d 162819 lbs/d of HC Reductions in CO by
2025 will be well over 1.3 million kg/d 2.9 million lbs/d and NO will be reduced by about 418000
kg/d 922000 lbs/d

PM10 regional emissions are not anticipated to decrease as substantially in future years In fact after

initial decreases in 2008 and 2025 the PM10 emission levels by 2025 will actually be 4378 kg/day 9653
lbs/day higher than for existing conditions

The changes in regional emissions due to the A7C-ALPV and A7C-FEC-M Alternatives are presented in

Table 4.7-31 The changes in emissions represent the difference in emissions that would result with these

Alternatives in comparison to the corresponding No Action Alternative The Alternatives evaluated are

the A7C-ALPV and A7C-FEC-M Alternatives The evaluation of changes to regional emissions due to

the Preferred Alternative is based on the same data as the A7C-FEC-M-Injtjal because project

modifications would not result in changes to the analysis or project impacts

These Alternatives exceed the SCAQMD criteria thresholds for NO for all scenarios The one exception
is the A7C-ALPV 2025 with MPAH/RTP Build out and RMV at 14000 dus Increases in HC CO and

PM10 emissions are not substantial and are below the SCAQMD criteria thresholds for all cases

The A7C-ALPV and A7C-FEC-M Alternatives exceed the SCAQMD criteria thresholds for NO and

none exceed the thresholds for HC CO and PM10 Both HC and PM10 are regional pollutants of concern
and neither is forecast to increase substantially The two Alternatives result in substantial decrease in

CO HC emissions are projected to decrease for the two Alternatives in comparison to the No Action
Alternatives PM10 emissions are projected to remain essentially the same for all Alternatives in

comparison to the No Action Alternatives

The amount of NO emissions generated varies substantially for the two different Alternatives as shown
in Table 4.7-31 The lowest forecast is for the A7C-ALPV 21 kg/day or 46 lbs./day of NO with the
build out network and the highest is for the A7C-FEC-M Alternative 68 kg/day or 149 lbs/day of NO
with the committed network The differences between the Alternatives when comparing build out to
build out and committed to committed is very small resulting in about the same NO emissions

For both the A7C-ALPV and A7C-FEC-M Alternatives both committed road network and build out
MPAHIRTP road network were considered Increases of regional NO Ox and CO emissions were less
with the build out network than with the committed network With the committed network slightly more
cars are moved from the arterial roads to the corridor Alternatives and this results in higher emissions

For two Alternatives scenario was assessed with RMV developed at both 14000 dus and 21000 dus
The A7C-FEC-M is used as the representative case The emission increases in comparison to the

corresponding No Action Alternatives were actually less with the RMV developed at the higher
development rate of2l 000 dus This does not mean that the regional emissions would be less with RMV
at 21000 dus than at 14000 dus The traffic forecasts show that the relative amount of traffic movingfrom the arterial roads to the corridor/freeway network is less with the higher development than with the
lower level of development

Table 4.7-32 presents the result of analyses further examining interim years and the toll versus toll free
conditions for the A7C-FEC-M Alternative Similar results would occur with the A7C-ALPV
Alternative For the A7C-FEC-M Alternative changes in emissions in comparison to the correspondingNo Action Alternatives are presented for 2008 opening year 2018 and 2025 NOx emissions increase in
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comparison to the No Action Alternatives and the increases substantially exceed SCAQMD thresholds for

all years Emissions of HC and CO are substantially less for all years than the No Action Alternatives

PM10 emissions are about the same with or without the project As discussed previously the NOx
emissions are higher and HC and CO emissions are lower because with the corridor more vehicles will be

traveling at high speeds

The last two columns in Table 4.7-32 provide comparison between toll and toll-free conditions The

emissions are substantially higher with the toll-free condition With the toll-free conditions more vehicles

are traveling at high speeds and this results in increased NOx emissions and lower HC and CO emissions

The regional increase in NOx emissions for both the toll and toll-free conditions are above the SCAQMD
thresholds of significance

In sunmTlary the regional traffic emissions will decrease substantially in future years The reduction in

emissions will occur with or without the SOCTIIP Alternatives The decrease will be due to the use of

cleaner vehicles in future years which is mandated by state and federal laws In comparison to the No
Action Alternatives the Alignment Alternatives will result in substantial increases in NOx emissions

Emissions of HC and CO go down with the operation of all of the Alignment Alternatives

emissions are essentially unchanged The Alignment Alternatives result in more vehicles traveling on

the corridors at higher speed than with the corresponding No Action Alternatives More travel at higher

speeds is primarily responsible for the increase in NOx emissions and the decreases in HC and CO
emissions The emissions are about the same for all of the Alignment Alternatives

Arterial Improvements Only Alternative

The changes in regional and subregional emissions due to the MO Alternative is presented in Table 4.7-

33 for the MO Alternative This Alternative was evaluated assuming an enhanced road network per the

MPAH and the RTP The first column of values in Table 4.7-33 represents the change in emissions

between the MO with the enhanced MPAH road network and RMV at 14000 dus and the No Action

Alternative with the enhanced MPAH road network and RMV at 14000 dus negative number

indicates that the emissions would be less with the MO Alternative Values that are bolded indicate that

an increase greater than the SCAQMD criteria thresholds would occur under that Alternative

The MO Alternative will cause substantial increases in NOx emissions with RMV at 21000 dus but not

with 14000 dus Increases in PM10 emissions are not substantial and are below the SCAQMD
thresholds HC emissions are anticipated to decrease slightly and CO emissions are anticipated to

decrease substantially

The amount of NOx emissions generated for the MO Alternative is 21 kgld

The MO Alternative was assessed with RMV developed at both 14000 dus and 21000 dus The
emission increases in comparison to the corresponding No Action Alternatives were higher for the higher

level of RMV development

Table 4.7-34 presents the emissions for the MO Alternative in comparison to the existing emissions The

opening day 2008 2018 and 2025 conditions are assessed The last two columns in Table 4.7-29

present sensitivity check by looking at different assumptions for the development of RMV

The amount of FTC CO and NOx emissions decreases in future years HC emissions will be about

40800 kg/d 89952 lbs/day less in 2008 than with existing conditions By 2025 the reduction in

emissions over current conditions will be about 73800 kgld 163000 lbs day of HC Reductions in CO
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by 2025 will be over 1.3 million kg/d 2.9 million lbs/day and NOx will have been reduced by roughly

418000 kg/d 920000 lbs/day

PM10 regional emissions are not anticipated to decrease as substantially in future years After initial

decreases in 2008 and 2025 the PM10 emission levels by 2025 will actually be higher than for existing

conditions

Table 4.7-3
presents

the result of analyses further examining interim
years

for the MO Alternative For

the MO Alternative changes in emissions in comparison to the corresponding No Action Alternatives are

presented for 2008 opening year 2018 and 2025 NOx emissions exceed SCAQMD criteria thresholds

for 2025 The MO Alternative causes only small increases in speed higher emissions that are offset by
small reductions in VMT lower emissions HC and CO emissions decrease in comparison to the No
Action Alternative PM10 remains about the same as the No Action Alternative

In summary the regional traffic emissions for the MO Alternative will decrease substantially in future

years The reduction in emissions will occur with or without the SOCTIIP Alternatives The decrease

will be due to the use of cleaner vehicles in future years which is mandated by state and federal laws In

comparison to the No Action Alternatives the MO Alternative will result in substantial increase in

NOx with RMV developed at 21000 dus

I-S Alternative

The changes in regional and subregional emissions due to the I-S Alternative are presented in Table 4.7-

36 The changes in emissions in Table 4.7-36 represent the difference in emissions that would result with

this Alternative in comparison to the corresponding No Action Alternatives Emission changes are

presented based on varying land use and road network assumptions The I-S Alternative was evaluated

assuming that RMV would be developed with 14000 and 21000 dus The I-S Alternative was evaluated

assuming committed road network and built out road network per the MPAH and the RTP The first

column of values in Table 4.7-36 represents the change in emissions between the 1-5 Alternative with the

committed road network and RMV at 14000 dus and the No Action Alternative with the committed

road network and RMV at 14000 dus Values that are bolded indicate that an increase greater than the

SCAQMD criteria thresholds would occur under the 1-5 Alternative

The I-S Alternative will exceed the SCAQMD criteria thresholds for NOx for all scenarios CO
emissions decrease for all scenarios HC and PM10 emissions are essentially unchanged in comparison to

the No Action Alternative

It is important to understand why the emissions increase especially the emissions of NOx There are

three basic reasons for the increase The first is that the VMT for the region increase with the 1-5

widening People are willing to travel further to get to I-S where they can travel at higher speeds and get

to their final destinations more quickly This is confirmed by the fact that although the VMT increase for

the region with the I-S widening the vehicle hours traveled VHT are lower Therefore with the wider

1-5 people will travel further to get to their destinations but it will take less time to reach their

destinations More miles traveled results in higher emissions

The second reason for increased NOx emissions is related to travel speeds The off-peak travel speeds for

1-5 are anticipated to increase for 1-5 with the widening The increase in speeds results in an increase in

NOx emissions
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The third reason is some vehicles are projected to move off of the arterial roadways and to travel on 1-5

The vehicles will be traveling at higher speeds on 1-5 than on the arterial roadways which also results in

higher NOx emissions

For the 1-5 Alternative both committed road network and build out MPAHIRTP road network were

considered Increases of regional NOx emissions were less with the build out network than with the

committed network

The I-S Alternative was assessed with RMV developed at both 14000 dus and at 21000 dus The
emission increases in comparison to the corresponding No Action Alternatives were nearly the same for

both development scenarios

The change in regional emissions over time is important Table 4.7-37 presents the emissions for the I-S

Alternative in comparison to the existing emissions The opening day 2008 2018 and 2025 conditions

are assessed

The amount of HC CO and NOx emissions decrease in future years HC emissions will be almost 40761
kg/d 89864 lbs/day less in 2008 than with existing conditions By 2025 the reduction in emissions

over current conditions will be almost 74000 kg/d 162000 lbs/day of HC Reductions in CO by the

2025 will be over 1.3 million kg/d 2.9 million lbs/day and NOx will have been reduced by roughly
418000 kg/d 922000 lbs/day These decreases in regional traffic emissions will occur because the

emission rates will be lower in future years The traffic forecast shows that the VMT in the study area

will increase by more than 35% between existing conditions and 2025 However the use of cleaner

vehicles will more than offset this increase in traffic and result in the substantial decreases in regional

emissions

PM10 emission rates are not projected to decrease in future
years as rapidly as the other pollutants and

therefore the regional emissions are anticipated to increase as substantially in future years

Table 4.7-38 presents the result of analyses further examining interim
years for the I-S Alternative For

the 1-5 Alternative changes in emissions in comparison to the corresponding No Action Alternatives are

presented for 2008 opening year 2018 and 2025 The emissions for each of these cases are similar

NOx emissions substantially exceed the SCAQMD criteria thresholds for all years As discussed

previously the emissions are higher because with the widened 1-5 the VMT will increase and more
vehicles will be traveling on I-S at higher speeds

In summary the regional traffic emissions will decrease substantially in future years The reduction in

emissions will occur with or without the SOCTIIP Alternatives The decrease will be due to the use of
cleaner vehicles in future years which is mandated by state and federal laws In comparison to the No
Action Alternatives the I-S Alternative will result in substantial increases in NOx emissions and will

result in an adverse regional impact The I-S Alternative results in higher regional emissions because the

VMT will increase with the I-S widening and off-peak speeds on I-S will increase which will result in

higher emissions

No Action Alternatives

In the previous subsections the subregional emissions from the build Alternatives have been compared to
the No Action Alternative and to the existing emissions The determinations of impacts have been based

on both of these types of comparisons Both of these comparisons are necessary since the air environment
is not stagnant situation but rather will change in future

years irrespective of this project For all cases
the subregional/regional emissions will be lower in the future with the project Alternatives As explained
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in the previous sections this reduction in emissions is not necessarily attributable to the build

Alternatives but rather the general trend in emissions due to cleaner motor vehicles and tighter controls

on other sources The comparison of the build Alternatives to the No Action Alternatives generally

shows decrease in HC and CO emissions and an increase in NO and PM10 The following analysis

compares the future subregionallregional emissions with the No Action Alternative to the existing case

The comparisons of the No Action Alternative to the other build Alternatives have already been presented

in previous sections As previously stated the No Action Alternative would result is increases in HC and

CO emissions The change in emissions for the various No Action Alternatives in comparison to the

existing conditions are presented in Table 4.7-39 The change in emissions in Table 4.7-39 represents the

difference in emissions that would result with the No Action Alternatives in comparison to the existing

conditions No Action Alternatives emissions changes are presented based on varying land use and

roadway network assumptions The No Action Alternatives were evaluated assuming that RMV would

be developed with 14000 dus and were evaluated assuming committed road network and built out

road network per the MPAH and the RTP negative number indicates that the emissions would be less

than existing conditions Values that are bolded indicate that an increase greater than the SCAQMD
criteria thresholds would occur under that Alternative

The emissions will decrease substantially for 2025 in comparison to existing conditions for all pollutants

except PM10 Emission rates for HC CO and NOx are anticipated to decrease substantially and will more

than offset the growth anticipated in the area The emissions forecasted for all the No Action Alternatives

are all very similar The No Action Alternative with the build out of the road network and RMV at

21000 dus has the highest forecast level of emissions for PM10

Table 4.7-40 presents the emissions for the No Action Alternative in comparison to the existing

emissions The opening day 2008 2018 and 2025 conditions are assessed

The amount of HC CO and NOx emissions decrease in future years HC emissions will be over 40700

kg/d 89900 lbs/day less in 2008 than with existing conditions By 2025 the reduction in emissions

over current conditions will be nearly 74000 kg/d 163000 lbs/day of HC Reductions in CO by 2025

will be almost 1.3 million kgld 2.9 million lbs/day and NOx will have been reduced by roughly 418000

kg/d 922000 lbs/day These decreases in regional traffic emissions will occur because the emission

rates will be lower in future years The VMT in the study area will increase by more than 35% between

existing conditions and 2025 However the use of cleaner vehicles will more than offset this increase in

traffic and result in the huge decreases in regional emissions shown above

PM10 regional emissions are not anticipated to decrease as substantially in future years In fact the PM10

emission levels by 2025 will actually be higher than for existing conditions

Local Air Ouality Impacts

Because the SOCTIIP Alternatives will change the traffic pattern of the road system in south Orange

County detailed analysis of CO concentrations at sensitive areas in the project vicinity was conducted

The build Alternatives have the potential to alter traffic patterns on arterial roads as well as adding new

source of air pollutants Therefore both concentrations at key arterial intersections as well as

concentrations along the corridor alignments were investigated The format of the analysis is as follows

for each set of Alternatives Initial Alternative Interim Year toll versus toll-free speed sensitivity and

Ultimate Corridor configuration except I-S since it has no Ultimate configuration

PTCA53IFina SEIRFina1 EIS-SEIR\Secfion 4.OLSecion 4.7- Air Quality.doc 11/23/O5 4.7-26

November 2005



SOCTJJP EIS/SEIR
Section 4.0

Far East Corridor Alternatives

The results presented should be considered
representative for both the FEC-Wand FEC-M alignments

The results of the CO modeling for the FEC-W and FEC-M-Initials are summarized in Table 4.7-41 for 1-

hour and 8-hour concentrations for CO The pollutant level is expressed in ppm for CO The CO level is

the composite of the background levels of CO coming into the area plus those generated by the local

roads

For the CO concentration levels the pollutant levels are projected to comply with the state and federal CO
AAQS for both 1-hour and 8-hour time frames at all receptor locations for the FEC-W and FEC-M
Alternatives The results show that the existing CO concentration levels are higher at number of

intersections while the 2025 FEC-W and FEC-M Alternatives CO levels are lower The existing CO
levels are the highest at Intersections 10 and 11 with most of these locations being next to I-

Existing concentrations are higher primarily due to the higher existing background CO concentration

levels and the higher existing emission rates The amount of existing peak hour traffic is actually lower

than the two future Alternatives but is offset by the higher existing background CO and emission rates

In contrast the existing CO levels are the lowest at Intersections and 12 This is indicative of the

fairly low existing local traffic conditions in these areas in comparison to the future Alternatives Of the

Alternatives the 2025 No Action Alternative CO concentration levels are slightly higher than the 2025

FEC-W and FEC-M Alternatives CO concentration levels This is result of the higher amount of peak
hour traffic and higher congestion level associated with the 2025 No Action Alternative On the other

hand the 2025 FEC-W and FEC-M Alternatives shows overall improvement in CO concentration levels

That is lower CO levels will result at most of these intersections This is due to lower peak hour traffic

and reduced congestion level associated with the 2025 FEC-W and FEC-M Alternatives The 2025 No
Action Alternative CO levels are the highest and represent the worst-case Alternative

There are no receptors at Ortega Highway and the FEC-W and FEC-M interchange for two reasons

Receptor is located at Oso Parkway and FEC-W and FEC-M and both the FEC-W and FEC-M and Oso
Parkway have higher traffic volumes than does the FEC-W and FEC-M and Ortega Highway Second

any potential impacts are bracketed by the results for Receptor FEC at Oso Parkway and Receptor 14

FEC at Pico

Interim Year Comparison For comparison purposes two special scenarios opening year 2008 and ten-

year increment 2018 with and without the project were analyzed for the worst case intersection The

purpose of this analysis is to determine whether 2025 will have the highest air pollutant concentrations or

whether an intermediate year will result in the highest concentrations For these Alternatives the worst
case intersection is Crown Valley Parkway/Marguerite Site The worst case intersection has the

highest CO concentration for the 2025 FEC-W and FEC-M Alternatives The CO modeling results of
these two special scenarios are shown in Table 4.7-42

Of these future Alternatives the CO concentration levels for 2008 are the lowest while the 2025 FEC-W
and FEC-M Alternatives are the highest The emission factors are gradually decreasing and the traffic

levels are gradually increasing over this time period Since the highest concentration occurs in the Year
2025 this is clearly the worst case year The 2008 CO levels with and without the SOCTIIP are the same
however the CO levels for 2018 FEC-W and FEC-M Alternatives are lower than 2018 No Action
Alternative This shows an overall improvement in terms of traffic and congestion levels associated with
the 2018 FEC-W and FEC-M Alternatives The 2025 FEC-W and FEC-M Alternatives CO levels are the

highest and represent the worst case build out Alternative In summary the 2025 combination of traffic

forecasts and emission rates results in the highest concentrations and the intermediate years will have
lower CO concentrations local to critical intersections
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Toll Versus Toll-Free Comparison toll versus toll-free sensitivity analysis was conducted Making the

proposed transportation corridor toll-free would increase traffic volumes on the corridor and change travel

patterns correspondingly on the arterial road network This analysis examined the toll-free effects on the

worst case intersection Crown Valley Parkway and Marguerite Parkway and the interchange along the

corridor with the highest projected concentration SR-241 and Avenida Pico

The CO concentration levels for 2025 FEC-W and FEC-M Alternatives toll-free with and without the

project were assessed and the results are presented in Table 4.7-43 The CO concentration levels for the

2025 FEC-W and FEC-M Alternatives toll-free are the lowest while the 2025 No Action Alternative are

the highest The 2025 FEC-W and FEC-M Alternatives toll-free shows an overall improvement when

compared to 2025 No Action Alternative This is as result of improved local traffic conditions in terms

of lower traffic on arterials and reduced congestion level associated with the implementation of the 2025

FEC-W and FEC-M Alternatives toll-free The 2025 No Action Alternative CO concentration levels are

higher than 2025 FEC-W and FEC-M Alternatives and represent the worst-case Alternative

Ultimate Corridors CO modeling was assessed for the Ultimate Corridors at the two corridor

intersections as shown in Table 4.7-44 The Ultimates propose an 8-lane transportation corridor from Oso

Parkway to 1-5 The Ultimates are equivalent to toll-free alternative but are not expected to occur

before 2025 However traffic volumes were only available up to 2025 For this analysis 2025 traffic

volumes were used for the Ultimate Corridors

The results indicate that the CO concentration levels are the same for the future Alternatives at the two

corridor intersections The 2025 No Action Alternative actually has the lowest traffic volumes at these

two intersections while the toll-free UltimateComdor has the highest traffic volumes However the

increase in traffic with the implementation of the corridor is not large enough to result in local air

quality impact The increase in CO levels with the corridor Alternatives is not perceptible under this

scenario

Central Corridor Alternatives

The analysis in this Section focuses on the Central Corridor CC Alternative and the Central Corridor

Avenida La Pata Variation CC-ALPV Alternatives because the forecasts of the traffic effects are

similar The results of the CALINE4 modeling for the CC and CC-ALPV Alternatives are summarized in

Table 4.7-45 for -hour and 8-hour concentrations for CO The CO level is the composite of the

background levels of CO coming into the area plus those generated by local roads For the CO
concentration levels the pollutant levels are projected to comply with the state and federal CO AAQS for

both 1-hour and 8-hour time frames at all receptor locations for these Alternatives

The existing CO concentration levels are the highest at number of intersections while the 2025 CC and

CC-ALPV Alternatives CO levels are the lowest The existing CO levels are the highest at Intersections

10 and 11 with most of these locations being next to 1-5 Existing concentrations are higher

primarily due to the higher existing background CO concentration levels and emission factors The

amount of existing traffic is actually lower than for the future Alternatives but is offset by the higher

existing background CO and emission rates In contrast the existing CO levels are the lowest at

Intersections and 12 This is indicative of the better existing local traffic conditions in these areas

in comparison to under the future Alternatives Of the two future Alternatives the 2025 CC and CC
ALPV CO concentration levels are slightly lower than the 2025 No Action Alternative CO concentration

levels and therefore result in an overall improvement in air quality The improvement is primarily due to

lower peak traffic and reduced congestion level associated with the 2025 CC and CC-ALPV Alternatives

Therefore lower CO levels will result at most of these intersections On the other hand the 2025 No

Action Alternative CO levels are the highest and represent the worst-case
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For comparison purposes two special scenarios opening year 2008 and ten-year increment 2018 with

and without the project were analyzed for the worst case intersection The worst case intersection has the

highest level of CO concentration for the 2025 CC and CC-ALPV Alternatives For this analysis the

worst case intersection is Felipe/Oso Parkway Site The CO modeling results of the two special

scenarios are shown in Table 4.7-46

The CO concentration levels for the 2008 Alternatives are the lowest while the 2025 CC and CC-ALPV
Alternatives are the highest The emission factors are gradually decreasing and the traffic levels are

gradually increasing over this time period Since the highest concentration occurs in the Year 2025 this is

clearly the worst case year The 2008 CO levels with and without the project are the same however the

CO concentration levels for 2018 CC and CC-ALPV Alternatives are slightly less than the 2018 No
Action Alternative This is result of the lower peak traffic and congestion levels and as result reduced

CO concentration levels for the 2018 CC and CC-ALPV Alternatives The 2025 CC and CC-ALPV
Alternatives CO levels are the highest and represent the worst case build out Alternative

The CO concentration levels for the 2025 CC and CC-ALPV Alternatives toll-free with and without the

project were assessed and the results are presented in Table 4.7-47 The CO concentration levels for 2025

CC and CC-ALPV Alternatives toll-free are the lowest of the Alternatives The 2025 CC Alternative toll-

free shows an overall improvement when compared to both 2025 No Action Alternative and 2025 CC and

CC-ALPV Alternatives This is indicative of the better local traffic condition in terms of lower peak
traffic and congestion levels associated with the 2025 CC and CC-ALPV Alternatives toll-free The CO
concentration levels for the 2025 No Action Alternative and the build out 2025 CC Alternative are the

same The 2025 CC and CC-ALPV Alternatives actually has slightly lower peak traffic volumes

compared to the 2025 No Action Alternative However the difference in the CO concentration levels

between these two Alternatives is not perceptible

Ultimates CO modeling was assessed for the CC- and CC-ALPV-Uhimates at the Oso Parkway/SR-241
corridor intersection as shown in Table 4.7-48 The Ultimate proposes an 8-lane transportation corridor

from Oso Parkway to I-S The Ultimate is equivalent to toll-free alternative but could only occur

beyond 2025 However traffic volumes were only available up to 2025 For this analysis 2025 traffic

volumes were used for the Ultimate

The results indicate that the CO concentration levels are the same for all the future Alternatives The toll-

free UltimateCon-idor actually has the highest traffic volumes but the increase in traffic is not sufficient

to have an impact on the local air quality

Alignment Corridor Alternatives

The analysis in this Section focuses on the A7C-ALPV and the A7C-FEC-M Alternatives because the

forecasts of the traffic effects are similar for these Alternatives The analysis in this Section includes the

Preferred Alternative because CO concentrations for that alternative would be the same as CO
concentrations for the A7C-FEC-M-lnitial Alternative The results of the CO modeling for the A7C-

ALPV and A7C-FEC-M Alternatives are summarized in Table 4.7-49 for 1-hour and 8-hour

concentrations for CO The pollutant levels are expressed in ppm for CO The CO level is composite of

the background levels of CO coming into the area plus those generated by the local roads

For the CO concentration levels the pollutant levels are projected to comply with the state and federal CO
AAQS for both 1-hour and 8-hour time frames at all receptor locations for the Alternatives
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The results show that the existing CO concentration levels are the highest of the Alternatives at number

of intersections while the 2025 A7C-ALPV and A7C-FEC-M Alternatives CO levels are the lowest The

existing CO levels are the highest at Intersections 10 and 11 most of these being next to 1-5

This is mainly due to the higher existing background CO concentration levels and emission factors The

amount of existing traffic is actually lower than the two future Alternatives but is offset by the higher

existing background CO and emission rates In contrast the existing CO levels are lowest at Intersections

and 12 This is indicative of the lower existing local traffic conditions in these areas when

compared to the future Alternatives Of the two future Alternatives the 2025 No Action Alternative CO
concentration levels are slightly higher than the 2025 A7C-ALPV and A7C-FEC-M Alternatives CO
concentration levels This is result of the higher amount of traffic and slightly worse congestion level

associated with the 2025 No Action Alternative However the 2025 A7C-ALPV and A7C-FEC-M

Alternatives shows overall improvement in CO concentration levels when compared to the 2025 No

Action Alternative That is lower CO levels will result at most of these intersections This is due to

lower peak hour traffic and reduced congestion level associated with the 2025 A7C-ALPV and A7C-

FEC-M Alternatives The 2025 No Action Alternative CO levels are the highest and represent the worst-

case Alternative

For comparison purposes two special scenarios opening year 2008 and ten-year increment 2018 with and

without the project were analyzed for the worst case intersection The worst case intersection has the

highest level of CO concentration for the 2025 A7C-ALPV and A7C-FEC-M Alternatives For these

Alternatives the worst case intersection is Crown Valley Parkway/Marguerite Site The CO modeling

results of these two special scenarios are shown in Table 4.7-50

The CO concentration levels for the 2008 Alternatives are the lowest while the 2025 A7C-ALPV and

A7C-FEC-M Alternatives are the highest The emission factors are gradually decreasing and the traffic

levels are gradually increasing over this time period Since the highest concentration occurs in the Year

2025 this is clearly the worst case year The 2008 CO levels with and without the project are the same
however the CO levels for the 2018 A7C-ALPV and A7C-FEC-M Alternatives are slightly less than the

2018 No Action Alternative This is result of the lower traffic and congestion level for the 2018 A7C-

ALPV and A7C-FEC-M Alternatives which result in better CO concentration levels The CO
concentration levels for the 2018 A7C-ALPV and A7C-FEC-M Alternatives are similar to the build out

2025 A7C-ALPV and A7C-FEC-M Alternatives Overall the 2018 No Action Alternative results in the

highest CO levels and represent the worst-case Alternative

The CO concentration levels for the 2025 A7C-ALPV and A7C-FEC-M toll-free with and without the

project were assessed and the results are presented in Table 4.7-51 The CO concentration levels for 2025

A7C-ALPV and A7C-FEC-M Alternative toll-free are the lowest while the 2025 No Action Alternative

levels are the highest The 2025 A7C-ALPV and A7C-FEC-M Alternatives toll-free shows an overall

improvement when compared to 2025 No Action Alternative This is indicative of the better local traffic

conditions associated with the 2025 A7C-ALPV and A7C-FEC-M Alternatives toll-free The 2025 A7C-
ALPV and A7C-FEC-M Alternatives toll-free shows slight improvement over the 2025 A7C-ALPV and

A7C-FEC-M Alternatives However the 2025 No Action Alternative CO concentration levels are the

highest and
represents the worst case Alternative

Ultimate CO modeling was assessed for the A7C-ALPV- and A7C-FEC-M-Ultimates as shown in Table

4.7-52 The Ultimates propose an 8-lane transportation corridor from Oso Parkway to 1-5 These

Ultimates are equivalent to toll-free alternative but is not expected to occur before 2025 However
traffic information was only available up to 2025 For this analysis 2025 traffic volumes were used for

the Ultimates
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The results indicate that the CO concentration levels are similar for the three future Alternatives The
2025 A7C-ALPV and A7C-FEC-M Alternatives has slightly lower CO concentrations The 2025 No
Action Alternative actually has the lowest traffic volumes while the 2025 A7C-ALPV and A7C-FEC-M-
Ultimate Alternatives toll-free has the highest However the increase in traffic with the implementation
of the corridor is not enough to cause substantial local air quality impact

Arterial Improvements Alternative

The analysis in this Section focuses on the AlO Alternative The results of the CO modeling for the MO
Alternative are summarized in Table 4.7-53 for 1-hour and 8-hour concentrations for CO The CO levels

are composites of the background levels of CO coming into the area plus those generated by the local

roads

For the CO concentration levels the pollutant levels are projected to comply with the state and federal CO
AAQS for both 1-hour and 8-hour time frames at all receptor locations for all three cases The results

show that of these Alternatives the 2025 MO Alternative CO concentration levels are the highest overall

The 2025 MO Alternative CO levels are the highest at Intersections and 13 This is

primarily caused by the increase in peak traffic volumes and congestion levels associated with the 2025

MO Alternative for most of these intersections In contrast the 2025 MO Alternative CO levels are the

lowest at Intersections 10 and 11 This is indicative of the better traffic condition in tenns of peak
traffic and congestion levels in these areas when compared to the existing and 2025 No Action

Alternatives Of the two future Alternatives the 2025 MO Alternative CO concentration levels are

overall higher than the 2025 No Action Alternative CO concentration levels for about half of the

intersections This is result of higher traffic volumes and worse congestion levels associated with the

2025 MO Alternative Therefore higher CO levels will result at these intersections The CO levels

associated with the 2025 MO Alternative are the highest and represent the worst-case Alternative for half

of the intersections

The existing CO concentration levels are also the highest for number of intersections These are

Intersections 10 and 11 The existing condition actually has the lowest traffic but is more than

offset by the higher existing background CO concentration levels and emission rates The future

background CO and emission rates are projected to decrease steadily

For comparison purposes two special scenarios opening year 2008 and ten-year increment 2018 with

and without the project were analyzed for the worst case intersection The worst case intersection has the

highest level of CO concentration for the 2025 MO Alternative For this Alternative the worst case

intersection is Antonio Parkway/Ortega Highway Site The CO modeling results of these two special

scenarios are shown in Table 4.7-54

The CO concentration levels for the 2008 Alternatives are the lowest while the 2025 MO Alternative are

the highest The emission factors are gradually decreasing and the traffic levels are gradually increasing

over this time period Since the highest concentration occurs in the Year 2025 this is clearly the worst

case year For both 2008 and 2018 Alternatives the future CO levels with project are slightly higher than

no project This indicates that the project will cause small increase in the future traffic condition and as

result slightly higher CO concentration levels for both the 2008 and 2018 MO Alternatives The 2025

MO results in the highest CO levels and represents the worst case Alternative

I-S Alternative

The analysis in this Section focuses on the I-S Alternative The results of the CO modeling for the 1-5

Alternative are summarized in Table 4.7-55 for 1-hour and 8-hour concentrations for CO The pollutant
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levels are expressed in ppm for CO The CO level is composites of the background levels of CO
coming into the area plus those generated by the local roads

For the CO concentration levels the pollutant levels are projected to comply with the state and federal CO
AAQS for both 1-hour and 8-hour at all receptor locations for all three Alternatives The results show

that the existing CO concentration levels are generally the highest at number of intersections while the

2025 1-5 Alternative CO levels are the lowest The existing CO levels are the highest at Intersections

10 and 11 most of these being next to the 1-5 This is mainly due to the higher existing

background CO concentration levels and the higher existing emission rates The amount of existing

traffic is actually lower than the two future Alternatives but is offset by the higher existing background

CO and emission rates In contrast the existing CO levels are the lowest at Intersections and 12

This is indicative of the lower existing local traffic condition in these areas when compared to the future

Alternatives

Of the two future scenarios the 2025 I-S Alternative CO concentration levels are slightly lower than the

2025 No Action Alternative CO concentration levels specifically at Intersections 10 and 11 The

amount of traffic associated with the 2025 I-S Alternative is higher than the 2025 No Action Alternative

at some of these intersections however the congestion level is projected to improve with the

implementation of the 2025 1-5 Alternative Consequently the 2025 1-5 Alternative results in slightly

better air quality because of reduced congestion levels The 2025 No Action Alternative generates

slightly higher CO concentration levels overall and represents the worst case Alternative

Oualitative PMm Analysis

According to FHWA guidance related to projects that increase the VMT and reduce idling time elevated

VMT does increase the tailpipe emissions tire wear emissions and the paved road dust also referred to

as re-entrained particulate matter However these emissions of PM10 are generally spread out along the

entire roadway network and not concentrated in any one area Hot spots or high levels of local pollutant

concentrations generally occur at congested intersections where large number of vehicles may sit and

idle or move slowly resulting in larger amount of emissions being released within small area

Therefore to reduce the severity of hot spot conditions it is mot important to reduce the level of

congestion particularly on the arterial roadway network

The traffic study was consulted to determine the potential impact of the project Alternatives on PM10 hot

spots Both the changes in regional VMT and the changes in arterial roadway traffic were considered

preliminary analysis indicated that the build out roadway network as opposed to the committed network
was worst case for the year 2025 The primary Alternatives were considered and the results of the

analysis are presented in Table 4.7-56

The FEC-W and FEC-M Alternatives would result in very small increase in regional VMT i.e 14981
vehicle miles per day in comparison to the 421712541 miles projected for the region The arterial

roadway traffic will decrease substantially more i.e 386398 miles per day The effect of reducing
traffic on the arterial roadway network will be more than 25 times as great as the overall regional traffic

increase More importantly traffic will be removed from the arterial roadway intersections where
congestion leads to PM10 hot spots Therefore the qualitative analysis for PM10 indicates that the FEC-W
and FEC-M Alternatives would provide reduction in the number and severity of PM10 hot spots

Similar results occur with the CC CC-ALPV A7C-ALPV A7C-FEC-M/Preferred and I-S Alternatives

Small increases in regional VMT would occur with the project however much larger and more critically
located traffic would be reduced from the arterial roadways Therefore the qualitative analysis for PM10
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indicates that the CC CC-ALPV A7C-ALPV A7C-FEC-MiPreferred and 1-5 Alternatives would also

result in reduction in the number and severity of PM10 hot spots

The remaining primary Alternative the A1O shows decrease in regional VMT and larger increase in

arterial roadway traffic This Alternative improves existing arterial roadways rather than constructing toll

way or freeway lanes The arterial roadway improvements would be done in manner to relieve

congestion and therefore this Alternative would also not be expected to increase the number or severity

of PM10 hot spots

Air Toxins

In addition to the NAAQS set forth by EPA for the six criteria pollutants EPA has also established list

of 33 urban air toxics Urban air toxics also known as hazardous air pollutants are those pollutants that

cause or may cause cancer or other serious health effects or adverse environmental and ecological effects

Most air toxics originate from human-made sources including road mobile sources e.g cars trucks

buses non-road mobile sources e.g airplanes lawnmowers etc and stationary sources e.g factories

refineries power-plants as well as indoor sources e.g building materials Some air toxics are also

released from natural sources such as volcanic eruptions and forest fires

These pollutants are in our atmosphere as result of our industrialized society but science has been

providing more evidence about the risks they pose to human health The health risks for people exposed

to urban air toxics at sufficiently high concentrations or lengthy durations include an increased risk for

getting cancer or experiencing other serious health effects These health effects can include damage to

the immune system as well as neurological reproductive developmental respiratory and other health

problems

To better understand the harmful effects road sources of urban air toxics have on human health in 1996

the EPA developed list of 22 mobile source air toxics MSAT such as acetaldehyde ben.zene

formaldehyde diesel exhaust acrolein and 3-butadiene and assessed the risks of various kinds of

exposures to these pollutants on human health In July 1999 the EPA published strategy to reduce

urban air toxics The EPA has not yet determined how best to evaluate the impact of future roads and

intersections on the ambient concentrations of urban air toxics There are no standards for mobile source

air toxics and there are no tools to determine the significance of localized concentrations or of increases

or decreases in emissions Without the necessary standards and tools FHWA believes that it cannot

analyze the specific impacts of roadway projects in any meaningful way

While there are currently no quantitative tools to assess the projects air toxics impact potential impacts

from the project can be assessed by qualitatively comparing the build scenario to the no-build scenario

The project would not cause any additional negative air toxics impact based on the following

comparisons

There will not be any substantial increase in diesel truck traffic for the SOCTIIP Alternatives

compared to the No Action Alternative

The SOCTIIP Alternatives would reduce congestion levels and stop-and-go conditions and change

them into more free-flow conditions and should therefore decrease the acceleration events that cause

the highest per-vehicle exhaust emissions
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4.7.3.3 Summary of Impacts Related to Air Quality

Regional and Subregional Impacts

The changes in subregional traffic emissions with the various Alternatives are presented in Figures 4.7-3

and 4.7-4 These figures compare the emissions from the Alternatives with the SCAQMD thresholds All

Alternatives are represented and the emission increase over the No Action Alternative is for 2025 with the

committed road network and RMV at 14000 dus Four charts are presented one each for NC CO NOx
and PM10

The first chart shows changes in comparison to the corresponding No Action Alternative for HC HC
emissions decrease for all Alternatives Some Alternatives show larger decreases than other Alternatives

The Alternatives that show the largest decreases in HC emissions are the FEC-W FEC-M CC CC
ALPV A7C-ALPV and A7C-FEC-M and all of the listed Alternatives had decrease of at least 25 kg
per day 55 lbs per day The Preferred Alternative would show similar decrease in NC emissions

based on analysis for the A7C-FEC-M-Initial Alternative In general these Alternatives showed the

greatest increases in speed for the travel network and higher speeds result in lower NC emissions The
seven Alternatives listed would have substantial benefit on HC emissions for the region

The second chart shows the changes in emissions for CO All the Alternatives show decrease in CO
emissions in comparison to the No Action Alternative Some Alternatives show greater decreases in CO
emissions than others Those with decreases greater than 550 pounds per day include the FEC-W FEC

CC CC-ALPV A7C-ALPV and A7C-FEC-M Based on similarities between the Preferred

Alternative and the A7C-FEC-M-Initjal Alternative the Preferred Alternative would also show decrease
in CO emissions greater than 550 pounds per day These Alternatives would have substantial benefit on
CO levels for the region Emission rates decrease with increasing speed and these Alternatives generally
reflect those Alternatives where the greatest increases in speed occur

NOx emissions are presented in Figure 4.7-4 All Alternatives show an increase in NOx emissions
Several Alternatives have increases in emissions above 25 kgld 55 lbs/d and these increases should be
considered an adverse Alternatives which have increases greater than 25 kilograms per day 55 pounds
per day include FEC-W FEC-M CC A7C-ALPV A7C-FEC-M and I-S Alternatives Similar to the
A7C-FEC-M-J.njtjal Alternative the Preferred Alternative would show an increase in NOçjijssions
greater than 25 kilograms per day 55 pounds per day No Alternatives have decreases

greater than 25
kilograms per day 55 lbs per day NOx emissions are highest for very slow speeds less than 25 mph or
42 kph and for high speeds 55 mph or 92 kph and higher The increases in emissions generally reflect
more vehicles

traveling at higher speeds.

The PM10 emission changes are also presented in Figure 4.7-4 Most of the Alternatives show slight
mcrease in PM10 emissions and some show slight decrease in emissions None of the increases or
decreases is

greater than 68 kg/d 150 lbs/d and so none of the changes would be considered substantial

Figures 4.7-3 and 4.7-4 focus on the change in subregional emissions associated with the SOCTIIP
Alternatives To determine the total emissions for the region or air basin the subregional emission
changes must be combined with

regional emission inventories The only comprehensive regionalemission inventories are in the AQMP The most distant year forecast in the AQMP is 2010 The
SOCTIIP Alternatives forecast data was linearly interpolated for 2010 based on the emissions forecasts
presented previously for 2008 and 2018 The SOCTIIP Alternatives data were then combined with theAQMP data to determine the total regional emissions for the primary project Alternatives as shown in
Table 4.7-57 An alignment similar to the CP Alignment as previously analyzed in the Foothill
Transportation Corridor Oso Parkway to Interstate otherwise know as the FEC Alternative in the
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technical reports for this EIIREISEIS/SEIR is assumed in the AQMP regional modeling Therefore the

FEC is used as the base case in the regional emissions

The percent changes in regional emissions for the various Alternatives in comparison to the Draft 2003

AQMP regional forecasts are all extremely small The largest percentage increase is for the No Action

Alternative for CO emissions which is slightly over 3/100 of percent The AlO and the No Action

Alternatives have slightly less NOx emissions than the FEC-W and FEC-M Alternatives and the

emissions show slight percentage reduction as indicated by the negative percent change Because these

percentages are so low from regional perspective the change in pollutant concentrations associated

with the SOCTIIP Alternatives throughout the South Coast Air Basin SCAB would not be measurable

The percentage changes are another indicator of the potential regional impact in addition to the SCAQMD
significance thresholds If change in emissions results in change that is measurable by regional

pollutant monitoring equipment then it might be at the threshold of causing an impact Most air

monitoring equipment has sensitivity of less than 0.1% 10 of percent It therefore seems

reasonable that if the regional emissions are not projected to increase by more than 0.1% then there

would be no measurable effect and no adverse impact on air quality levels Applying this criterion none

of the Alternatives result in an adverse regional air impact because none of the Alternatives increases

emissions by more than 0.1%

Impacts of the No Action Alternatives

The No Action Alternatives will increase emissions of HC and CO in comparison to most of the build

Alternatives such as the FEC This has been identified as benefit of the build Alternatives and can also

be interpreted as an operational impact for the No Action Alternatives Additionally the No Action

Alternatives are not consistent with the AQMP The No Action Alternatives increase emissions of HC
and CO in comparison to the Alternative described in the RTIP i.e FEC and therefore would clearly

be inconsistent with the AQMP

Local Air Quality Impacts

None of the local air quality impacts of the corridor arterial and 1-5 Alternatives result in an exceedance

for CO For all the build Alternatives the future CO emissions are projected to be in compliance with the

1-hour and 8-hour state and federal AAQS and therefore none of the build Alternatives will result in an

adverse impact on CO levels None of the build Alternatives will result in local air quality impacts

The qualitative analysis of PM10 hot spots indicate that the number and seventy of PM10 hot spots would

not be increased and in fact would likely be decreased with the project Alternatives in comparison to the

No Action Alternatives

4.7.3.4 Compliance with Air Quality Planning

This Section addresses the primary air quality planning requirements applicable to the SOCTIIP

Alternatives Specifically consistency of the SOCTIIP with the AQMP and conformity with the Clean

Air Act CAA are addressed

Consistency with the AQMP

The purpose of the consistency discussion is to set forth the issues regarding consistency with the

assumptions and objectives of the AQMP and discuss whether the SOCTIIP Alternatives would interfere

with the regions ability to comply with the federal and state AAQS The role of this discussion is to set
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forth the issue and to relate it to the discussion of environmental impacts If the decision-maker

determines that the project is inconsistent the lead agency i.e the TCA may consider project

modifications or inclusion of mitigation to eliminate the inconsistency

The SOCTIIP should be considered to be consistent with the plan if it furthers one or more policies and

does not obstruct other policies Indicators of consistency established in SCAQMDs CEQA Air Quality
Handbook are

Whether the project will result in an increase in the frequency or severity of existing air quality

violations or cause or contribute to new violations or delay timely attainment of air quality standards

or the interim emission reductions specified in the AQMP

Whether the project will exceed the assumptions in the AQMP in 2010 or increments based on the

year of project build out and phase

Many of the Alternatives result in substantially higher emissions than the emissions forecasted in the

AQMP The emissions forecasted in the AQMP are based on the FEC-M FEC-W and A7C-FEC-M
The A7C-FEC-M-Injtjaj Alternative with the design modifications was selected as the Preferred

Alternative Therefore it can be concluded that emissions forecast in the AQMP are also based on the

Preferred Alternative Alternatives which exceed the emissions assumed in the transportation modeling

underpinning AQMP include the CC CC-ALPV AlO and 1-5 These Alternatives could delay timely
attainment of air quality standards or the interim emission reductions specified in the AQMP

Local air quality analyses were conducted for areas along the build Alternatives and near intersections

that would be effected by the build Alternatives Both CO and PM10 were investigated No exceedances
of CO were forecasted and none of the SOCTI1P build Alternatives would increase the frequency or

severity of violations of the AAQS The background levels of PM10 are anticipated to exceed the AAQS
in future years None of the SOCTIIP Alternatives will add substantially to PM10 concentrations

Therefore there will not be an increase in the frequency or severity of violations for PM10 concentrations

Consistency with the AQMP assumptions is detennined by performing an analysis of the SOCTIIP build

Alternatives with the assumptions in the AQMP and its
parent documents Therefore the emphasis of

this criterion is to insure that the analyses conducted for the SOCTIIP build Alternatives are based on
forecasts consistent with the AQMP The Regional Comprehensive Plan and Guide RCPGprepared
by SCAG contains many of the forecasts on which the AQMP is based The RCPG consists of three
sections Core Chapters Ancillary Chapters and Bridge Chapters The Growth Management Regional
Mobility Air Quality Water Quality and Hazardous Waste Management chapters constitute the Core
Chapters of the RCPG These chapters currently respond directly to federal and state requirements
placed on SCAG including conformity requirements Local governments are required to use the RCPG
as the basis of evaluating projects for consistency with applicable regional plans under CEQA

The traffic modeling on which much of the air quality assessment is based uses the OCTAM model whichhas as input OCP-2000 growth projections which are consistent with the adopted 2001 SCAG growth
forecasts Therefore the analysis is consistent with the growth projections assumed in the Regional
Comprehensive Plan and Guide RCPG and the AQMP

Two road networks were assessed as part of the air quality analysis The networks included committed
network that contained the

existing road facilities plus road improvements for which there are currentlyfirm funding and/or commitments and full build out of the MPAHIRTP network The MPAH/RTPnetwork is consistent with the assumptions in the AQMP
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The 2002 Regional Transportation Improvement Plan RTIP which was approved by the federal

agencies on October 2002 describes the proposed project as follows abbreviations have been spelled

out for clarity

Foothill Transportation Corridor South I-S to Oso Parkway 15 miles two mixed

flow lanes each direction by 2010 and two additional mixed flow each direction plus

climbing and auxiliary lanes as required by 2015 per Southern California Association of

Governments Transportation Corridor Agency Memorandum of Understanding April

2001

The above description would clearly be consistent with the FEC FEC-W FEC-M FEC-C A7C-FECV
A7C-FEC-M/Preferred and the A7C-FECV-C Alternatives The following alternatives would also be

consistent with the RTIP description Far East Corridor Agricultural Fields Variation FEC-AFVand

the Alignment Corridor Far East Crossover Agricultural Fields A7C-FECV-AF The above

alternatives are all roughly 15 miles 25 km long and connect into the I-S Freeway at the south end and

connect with the existing Foothill Transportation Corridor FTC at Oso Parkway at the north end

The corridor alternatives which connect with the 1-5 Freeway near Avemda Pico or Ortega Highway are

not consistent with the mileage identified in the RTIP Therefore it is questionable whether these

alternatives are consistent with the description in the RTP These alternatives however are intended to

serve the same function and the MPO may find that these alternative are similar enough in function i.e

congestion relief and emissions reduction from reduced idling to determine that they are consistent with

the RTIP These alternatives are the FEC-TV FEC-OHV FEC-APV CC CC-ALPV CC-OHV A7C
Alignment Corridor Swing Variation A7C-7SV Alignment Corridor Avenida La Pata A7C-
A.LPV and the Alignment Corridor Ortega Highway Variation A7C-OHV

The 1-5 MO and No Action Alternatives do not match the project description in the RTP They do not

connect with the FTC at Oso Parkway do not include the appropriate type or number of lanes and

generally do not have the identified length

Inclusion of AQMP Measures

The 1997 AQMP lists strategies designed to improve air quality throughout the region Specifically two

measures in the AQMP are relevant to the SOCTIIP build Alternatives The first measure is BCM-0
Emission Reductions from Paved Roads This measure includes paving or treating part of any dirt road

that merges onto paved road more efficient street cleaning procedures and clean up of streets within

72 hours of storm event Mitigation measures have been recommended that would incorporate these

AQMP measures into the SOCTIIP build Alternatives The second relevant AQMP measure is simply

labeled TCM-01 Transportation Improvements This measure includes long list of projects contained

in the RTP and subsequently in the RTIP The consistencies of the SOCTIIP build Alternatives with the

RT1P were discussed above

The toll road corridor Alternatives do not impede the timely implementation of transportation control

measures because of their inclusion in TCM-01 as priced HOV alternative and because there are no

other features of those Alternatives that will interfere with implementation of the other TCMs Building

one of the toll road Alternatives is necessary to implement TCM-0 and to achieve the benefits of TCM
01 The non-toll road/non-corridor Alternatives will not interfere with most of the TCMs however if one

of those Alternatives is selected substitute measures would need to be implemented to provide the same

level of benefit as the FTC-S within the SCAB AQMP/SJP In the SDAPCD the SOCTI1P is not TCM

and there are no features that will interfere with timely implementation of TCMs
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In summary with the recommended mitigation measures provided below the SOCTIIP build Alternatives

will include all relevant AQMP measures

Conformity with the State Implementation Plan

Transportation conformity is Clean Air Act requirement for transportation plans programs and

projects to conform to state air quality plans Conformity to state air quality plan means that

transportation activities will not produce new air quality violations worsen existing violations or delay

timely attainment of the national air quality standards 65 Fed Reg 18912

Required under section 176c of the Clean Air Act as amended in 1990 the transportation conformity
rule established the criteria and procedures by which the Federal Highway Administration FHWA the

Federal Transit Administration FTA and metropolitan planning organizations MPOs determine the

conformity of federally funded or approved highway and transit plans programs and projects to state air

quality implementation plans SIPs 62 Fed.Reg 43780 The relevant portions of the transportation

conformity rule are set forth in 40 C.F.R subpart section 93.100 et seq and are based on the final

rules published by EPA in 62 Fed.Reg 43780 August 15 1997 and 65 Fed.Reg 18911 April 10 2000
The project is consistent with the 1997/1999 AQMP which is local component of the SIP Because the

project is consistent with the 1997/1999 AQMP it is likewise in conformance with the SIP

The State air quality plan referenced above is called State Implementation Plan SIP and sometimes
Federal Implementation Plan

The metropolitan planning organization MPO and the United States Department of Transportation

DOT through the Federal Highway Administration FHWA have the responsibility to make the

conformity deternunation For the South Coast Air Basin SCAB the Southern California Association

of Governments SCAG is designated as the MPO The role of the United States Environmental

Protection Agency USEPA is to review and comment on proposed confonnity determinations The
National Memorandum of Understanding between the U.S Department of Transportation and the U.S
Environmental Protection Agency effective date April 19 2000 further defines the need and procedures
for interagency cooperation on confonnity determinations

4.7.3.5 Conformity Criteria and Analysis

With certain exceptions described in the federal conformity regulations FHWA projects must be found to
conform before they are adopted accepted approved or funded by FHWA Transportation projects must
conform to the following criteria established in the Clean Air Act Csection 76c2C

They must come from conforming transportation plan and TIP

The design concept and scope of the project that was in place at the time of the conformity finding
must be maintained through implementation

The project design concept and scope must be sufficiently defined to determine emissions at the time
of the conformity determination

In regards to the criteria above there are conforming Regional Transportation Plans for SCAG andSANDAG that include SOCTIIP Alternative The conforming RTIP for SANDAG which is part of the
TIP contains general project listing for the eventual selected SOCTIIP Alternatives The SANDAG
Fiscal Year 2002/03-207-8 RTIP called the 2002 RTIP for short was approved by the federal agencieson October 2002 SOCTIIP was included in the SANDAG RTIP in the past including the 2000 RTIP
but was inadvertently dropped from the 2002 RTIP TCA is working with SANDAG to add SOCTIIP
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back in to the TIP consistent with the SANDAG RTIP The SCAG and SANDAG RTP and SCAG RTIP

conformity analyses are incorporated by reference into this EIREISEIS/SEIR Documentation from

applicable SANDAG and SCAG planning and programming documents and TIPs in which SOCTIIP is

included are provided in the Appendix to the Air Quality Technical Report The relevant pages from the

documents listed below were provided Note that SOCTIIP is represented in these documents as SR-24

SCAG Document Excerpts

2001 Regional Transportation Plan RTP Appendix Project Lists cover sheet

Page K-62 of Appendix of the 2001 RTP Orange County State Highways

Final 2002 Regional Transportation Improvement Program Amendment State Highway Projects

page 22

Final 2002 Regional Transportation Improvement Program RTIP FY 2002/2003 2007/2008
State Highway Project page 21

SANDAG Document Excerpts

SANDAG Board Actions of March 28 2003 indicating approval of Mobility 2030 Regional

Transportation Plan

Mobility 2030 Regional Transportation Plan RTP cover sheet

RTP Table A.l Major Capital Improvements Revenue Constrained Plan

RTP Table A.2 Phased Highway Projects Revenue Constrained Plan

RTP Table A.9 Major Capital Improvements Differences Between Scenarios

RTP Technical Appendix 2030 Transportation Network Data first page

RTP Table TA 3.9 Highway Corridor Projects

Description of 2002 Regional Transportation Improvement Program RTIP and process and schedule

for redetermining conformity of the RTIP based on the 2030 RTP

SANDAG Board Actions of June 28 2002 indicating approval of the 2002 Regional Transportation

Improvement Program

The second criterion is discussed in Section 4.7.3.5 and primarily addresses the issue of whether the

SOCTIIP is consistent with the design concept expressed in the RTIP Design concept is defmed in the

conformity regulations as the type of facility identified by the project e.g freeway expressway arterial

highway .etc 40 C.F.R 93.101 Design scope is defined in the conformity regulations as the

design aspects which will affect the proposed facilitys impact on regional emissions usually as they

relate to vehicle or person carrying capacity and control e.g number of lanes or tracks to be construction

or added length of project signalization access control including approximate number and location of

interchanges preferential treatment for high-occupancy vehicles etc 40 C.F.R 93.10 The FEC
FEC-M and A7C-FEC-M Alternatives are consistent with the design concept and scope4-assumed in

the RTPs and TIPs As preferred Alternative is identified TCA will work with the metropolitan

planning organizations to update regional emissions analyses and RTP/TIP conformity determinations as

necessary Similarly the Preferred Alternative is consistent with the desi concept and scope assumed

in the RTPs and TIPs corridor build Alternative connecting with I-S south of San Clemente is in the

SCAG RTP and the Preferred Alternative is corridor alternative consistent with the RTP The RTP has

been found to conform to the CAA TCA will work with the metropolitan planning organizations to

pte regional emissions analysis and the RTP/TIP conformity determinations as necessary Design
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elements specific to each Alternative such as the number and location of interchanges/intersections

auxiliary and truck climbing lanes and widening of arterial facilities connected to SR-24 could affect the

regional emissions analysis and require an updated confonnity determination TCA and FHWA will

assure that all conformity requirements are met prior to FHWA issuing the Record of Decision Relative

to the third criterion which is that the project design concept and scope are all sufficiently defined so that

emissions associated with the project Alternative can be determined at the time of the conformity

determination the FEC-W FEC-M and AC7-FEC-M Alternatives met this criterion when the last

conformity determination was made the preferred Alternative identified thi6 would be re evaluated

for the preferred Alternative to determine if new conformity detennination i5 needed As previously

stated the A7C-FEC-M Alternative with the design modifications was selected as the Preferred

Alternative Refinements to the alignment were made in order to minimize environmental impacts and

address engineering requirements however they do not substantially alter the location of the alignment

or project impacts Based on the similarity between the A7C-FEC-M/Preferred Alternative it has been

detennined that the Preferred Alternative is consistent with the third criterion established in section

76c2C of the Clean Air Act

Areas that have carbon monoxide CO or particulate matter PM 10 problems such as the South Coast

Air Basin SCAB must also show also that new localized violations of those pollutants will not result

from project implementation Section 4.7.3.4 presented the results of the local impact assessment for CO
and PM 10 and shows that new violations will not occur for any of the build Alternatives

40 C.F.R 93.109 part of the EPA Conformity Regulations provides summary of conformity

requirements in Table Conformity Criteria Criteria applicable to any transportation plan program or

project includes determination of conformity based on most recent planning assumptions in force at

time of determination section 93.110 use of latest emission model available section 93.111 and
public involvement and interagency consultation section 93.112 The table lists four criteria specifically

for projects from conforming SIP and TIP The first criteria is detailed in Section 93.114 and requires

that there is currently conforming transportation plan and TIP The SCAG 2001 Regional

Transportation Plan has received an approval and positive conformity fmding from the FHWA as well as

the SCAG 2002 RTIP which was approved by the federal agencies on October 2002 Both of these

items are discussed earlier in this subsection The second criteria is that the project is from conforming

plan and TIP and this is detailed in Section 93.115 This has been discussed previously in this section

The third criteria detailed in Section 93.116a is that the project must not cause or contribute to any new
localized CO and PM1O violations or increase the frequency or severity of any existing violations

Section 93.116a further requires that for CO nonattainment areas the project must eliminate or reduce
the severity and number of localized CO violations in the area substantially affected by the project
Additional guidance on hot spots is provided in 40 C.F.R section 93.109d and Section 4.7.3.4 of
this

report examined the potential for CO and PM1O hot spots based on quantitative analysis using
models and data required by EPA and outlined at 40 C.F.R part 51 App Guidelines on Air Quality
Models as referenced in section 93.123 The analysis concluded that none of the Alternatives would
result in exceedances of the NAAQS or cause substantial increases in concentrations The fourth criteria

concerns PM 10 control measures and is detailed in Section 93.117 The regulations require that the

project must comply with PM1O control measures in the applicable implementation plan and provide
written commitments to include such controls at the time of the conformity fmding The applicable
control measures have been identified in Section 4.7.3.5 and necessary mitigation measures identified in
Section 4.7.4 Mitigation Measures In summary as Preferred Alternative is identified TCA will work
with the

appropriate agencies to update regional emissions analyses and conformity determinations as

necessary All conformity requirements will be met prior to FHWA issuing the Record of Decision The
RTP and RTIP processes are renewed on regular basis and the intent is to adapt to new circumstances
Again it should be noted that only emission estimates directly from the MPO will be used by the FHWA
to base its conforming finding
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4.7.4 MITIGATION MEASURES RELATED TO AIR QUALITY

4.7.4.1 Mitigation Measures Originally Identified in EIR No

Mitigation measures were provided in the MMP for EIR No for the Foothill Transportation Corridor

Oso Parkway to Interstate to minimize the impacts to air quality identified for the alignments analyzed
in that EW All the mitigation measures in the MMP for EIR No were reviewed and have been

incorporated in the mitigation measures for the SOCTIIP Alternatives Table 4.2-59 lists the mitigation

measures from the MMP in FIR No and provides the proposed status for each measure If the measure
has been incorporated into SOCTIIP mitigation measure the new mitigation measure number is

provided

The AQMP includes two measures that are applicable to the SOCTIIP build Alternatives Measures

AQ-6 and AQ-7 are included to insure consistency with the measures contained in the AQMP These

measures are directly from Appendix IV of the AQMP

4.7.4.2 Mitigation Measures for Short-Term Impacts

Particulate Emission PM Control

Measure AQ- During construction contractor specifications shall incorporate directions to contractors

to control fugitive dust Fugitive dust shall be controlled by regular watering paving construction roads
or other dust preventive measures as defined in SCQAMD Rule 403

After clearing grading earth moving or excavation the following activities will be performed by the

construction contractor

Seeding and watering will be performed until viable vegetation cover is in place in inactive areas

Soil binders will be spread

Areas will be wet down sufficiently to form crust on the surface Repeated soakings will be

performed as necessary to maintain this crust

Reduce speeds to 10 to 15 mph in construction zones on unpaved areas

Measure AQ-2 During construction measures contained in Tables and of SCAQMD Rule 403 will

be implemented by the construction contractor Control of particulate emissions from construction

activities is best controlled through the requirements contained in SCAQMDs Rule 403 Tables and

Tables and are reproduced here as Tables 4.7-60 and 4.7-61 The measures contained in these tables

are presented as an option to air quality monitoring in Rule 403 Table 4.7-60 contains measures such as

maintaining an adequate moisture content in the soil watering grading areas establishing ground cover in

inactive areas and watering unpaved roads Table 4.7-61 identifies additional measures that are applied

during high wind conditions The mitigation measure therefore is to require that the measures contained

in Tables and of Rule 403 be utilized This potentially results in much higher reduction of

particulate emissions than if the air monitoring option contained in Rule 403 was employed The air

monitoring option requires monitoring around the project site and as long as pollutant levels do not

exceed threshold limits no pollutant emission reduction measures are employed The measure would be

triggered prior to the initiation of grading
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Measure AQ-3 During construction the contractor shall be responsible for sweeping Al-Ijpublic

streets adjacent to the project site shall be cwept once day if visible soil materials are carried to adjacent

streets recommend water sweepers with reclaimed water This condition would apply to those areas

where construction traffic leaves the project site and travels onto public roadways

Measure AQ-4 During construction the contractor shall be responsible for 1insta1lpg wheel washers

where vehicles enter and exit unpaved roads onto paved roads or wash trucks and any equipment leaving

the site each trip

Construction Equipment Emission Control

Emissions generated by construction equipment will exceed SCAQMD thresholds The generation of

these emissions is almost entirely due to engine combustion in construction equipment and employee

commuting The measures below address these emissions

Measure AO-5 During fmal design contractor specifications shall require that contractors implement the

following measures

Use low emission mobile construction equipment

Maintain construction equipment engines by keeping them tuned

Use low sulfur fuel for stationary construction equipment This is required by SCAQMD Rules 431.1

and 431.2

Utilize existing power sources i.e power poles when feasible This measure would minimize the

use of higher polluting gas or diesel generators

Configure construction parking to minimize traffic interference

Minimize obstruction of through-traffic lanes When feasible construction should be planned so that

lane closures on existing streets are kept to minimum

Schedule construction operations affecting traffic for off-peak hours

Develop traffic plan to minimize traffic flow interference from construction activities the plan may
include advance public notice of routing use of public transportation and satellite parking areas with

shuttle service

Include in construction grading plans statement that work crews shut off equipment when not in use

Support and encourage ridesharing and transit incentives for the construction crew

Measure AO-6 During construction any material deposited onto paved roads due to major storm event

must be removed within 72 hours of the event by the contractor Additional time is allowed for mudslides

or similar events that block traffic over the material In the event of road closures due to mudslides or

other overwhelming accumulations of material public access should be restricted until all the material is

removed

4.7.4.3 Mitigation Measures for Long-Term Impacts

Measure AO-7 This-During construction the contractor shall be responsible for implementing control

measure which specifies three preventive and one mitigative control options that would be

mandatory of all unpaved road connections with paved public roads The four mandatory control options
include
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Paving the last 100 feet from an unpaved roadway connection with paved road

Chemical stabilization of the last 100 feet from an unpaved roadway connection with paved road at

sufficient frequency and concentration to maintain stabilized surface at all times

Installation of dirt removal devices e.g tire cleaning device grizzlies etc

Cleaning of public paved road surface at any time visible track-out occurs
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Table 4.7-1

Federal and State Ambient Air Quality Standards

Section 4.0

Federal Standards

AirPollutant State Standards Primary Secondary

Ozone 0.09 ppm 1-hr avg
0.12 ppm 1-hr avg 0.12 ppm 1-hr avg

0.08 ppm 157 tgm3 0.08 ppm 157 tg/m3

Carbon Monoxide
9.0 ppm 8-hr avg ppm 8-hr avg None
20 ppm 1-hr avg 35 ppm 1-hr avg

0.053 ppm annual 0.053 ppm annual
Nitrogen Dioxide 0.25 ppm 1-hr avg

arithmetic mean arithmetic mean

0.030 ppm annual

Sulfur Dioxide
0.25 ppm 1-hr

arithmetic mean 0.50 ppm 3-hr avg
0.04 ppm 24-hr avg

0.14 ppm_24-hr._avg

Respirable 50 ig/m3 24-hr avg 150 jtg/m3 24-hr avg 150 ig/m3 24-hr avg

Particulate Matter 30 .tg/m3 annual 50 tg/m3 annual 50 J.tg/m3 annual

PM10 geometric mean arithmetic mean arithmetic mean

No separate state

65 .tg/m3 24-hr avg 65 jig/rn3 24-hr avgFine Particulate standard

Matter PM2 12 j.tg/m3 annual
15 jig/rn3 annual 15 jig/rn3 annual

arithmetric mean arithmetric mean
arithmetric mean

Sulfates 25 jig/rn3 24-hr avg None None

1.5 jig/rn3 monthly 1.5 jig/rn3 calendar 1.5 jiglm3 calendar
Lead

avg quarter quarter

Hydrogen Sulfide 0.03 ppm -hr avg None None

Visibility-Reducing In sufficient amount to None None

Particles reduce prevailing

visibility to less than 10

miles at relative

humidity less than 70%
observation

Source California Air Resources Board 1/25/99
Notes

ppm parts per million

pig/rn3 micrograms per cubic meter

hr hour

avg average
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Table 4.7-2

Summary of Air Quality Data from the El Toro Monitoring Station

Pollutant Standards 1998 1999 2000 2001 200f
Ozone 03
State std 1-hr avg 0.09 ppm
Federal std 1-hr avg 0.12 ppm
Federal std 8-hr avg 0.08 ppm
Max concentration 1-hr period in ppm 0.156 0.099 0.119 0.125 0.136

Max concentration 8-hr period in ppm 0.110 0.081 0.087 0.097 0.093

No of days state 1-hrstd exceeded 14 10

No of days federal 1-hr std exceeded

No of days federal 8-hr std exceeded

Carbon Monoxide CO
State std 1-hr avg 20 ppm
Federal std -hr avg 35 ppm
State std 8-hr avg 9.0 ppm
Federal std 8-hr avg ppm
Max concentration 1-hr period in ppm 5.8 4.1 4.3 3.2 3.4

Max concentration 8-hr period in ppm 3.2 2.6 3.1 2.4 1.9

No of days state 1-hr std exceeded

No of days federal -hr std exceeded

No of days state 8-hr std exceeded

No of days federal 8-hr std exceeded

Nitrogen Dioxide NO2
State std 1-hr avg 0.25 ppm _____
Federal std 0.0534 AAM in ppm

annual arithmetic mean exceeded

Max 1-hr concentration in ppm NM NM NM NM NM
No of days state 1-hr std exceeded

No of days federal 1-hr std exceeded

Respirable Particulates PM10
State std 24-hr avg 50 tg/m3
Federal std 24-hr avg 150 ig/m3

Max 24-hrconcentration 70 lii 98 60 80

Calculated days exceeding state sid 36 36 12 18 30

Calcd days exceeding federal 24-hr std

Federal std AAM 50 j.tg/m3

State std AGM 30 .tgm3

Annual Arithmetic Mean AAM 30.8 36.7 N.D N.D N.D

Exceed Federal Std No No No N.D N.D

Annual Geometric Mean AGM 28 34.2 25 24 28

Exceed State Std No No No No No
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Table 4.7-2 continued

Summary of Air Quality Data from the El Toro Monitoring Station

Source CARB Air Quality Data Statistics Web Page 2003
AAM Annual Arithmetic Mean ppm parts per million

NM Not monitored pig/rn3 micrograms per cubic meter

Data are from the Mission Viejo monitoring station
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Pollutant Standards 1998 1999 2000 2001 2002

Fine Particulate Matter PM2
Federal Standard 24-hr avg 65 p.tg/m3

State std AAM 12 g/m3
Federal std AAM 15 ug/m
Max 24-hr concentration NM 56 94.7 53.4 58.5

No of days federal 24-hr std exceeded NM
Annual Arithmetic Mean AAM NM ND 143 15 15S

Exceed State Std NM N.D Yes Yes Yes

Exceed Federal Std NM N.D No Yes Yes

Avg average

ND No data

Hr hour

std standard
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Table 4.7-3

Summary of Air Quality Data from the

Oceanside Monitoring Station

Source CARB Air Quality Data Statistics Web Page 20ffl

AAM Annual Arithmetic Mean ppm parts per million

.Lg/m3 micrograms per cubic meter ND No data

hr hour std standard

Pollutant Standards 1996 1997 1998 1999 2000

Ozone 03
State std 1-hr avg 0.09 ppm
Federal std 1-hr avg 0.12 ppm
Max concentration 1-hrperiodmppm 0.106 0.112 0.105 0.091 0.095

No of days state std exceeded

No of days federal std exceeded

Carbon Monoxide CO
State std 1-hr avg 20 ppm
Federal std 1-hr avg 35 ppm
State std 8-hr avg 9.0 ppm
Federal std 8-hr avg ppm
Max concentration 1-hrpenodin ppm 4.0 6.1 3.2 2.8 N.D

Max concentration 8-hr period in ppm 2.6 2.7 2.1 2.0 N.D

No of days state 1-hr std exceeded

No of days federal 1-hr std exceeded

No of days state 8-hr std exceeded

No of days federal 8-hr std exceeded

Nitrogen Dioxide NO2
State std 1-hr avg 0.25 ppm
Federal std 0.05 34 AAM in ppm
%annual arithmetic mean exceeded 0.017 0.018 0.016 0.019 0.017

Max 1-hr concentration in ppm 0.106 0.101 0.087 0.133 0.114

No of days state -hr std exceeded

No of days federal -hr std exceeded

Respirable Particulates PM10
State std 24-hr avg 50 tg/m3

Federal std 24-hr avg 150 j.tg/m3 63 50 36 N.D N.D

Max 24-hr concentration N.D N.D

Calculated days exceeding state std

Calcd days exceeding federal 24-hr std

Federal std AAM 50 igm3

State std AGM 30 tgm3

Annual Arithmetic Mean AAM 25.6 24.8 23.2 N.D N.D

Exceed Federal Std No No No N.D N.D

Annual Geometric Mean AGM 24.1 23.7 20.8 N.D N.D

Exceed State Std No No No N.D N.D

Avg average

No number
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Table 4.7-4

PM10 Concentrations in tg/m3

August 13 to October 12 1995

El Toro2 Oceanside3

Day SOCTIIP Study Area Sites SCAQMD SDAPCD
Site Site Site 36 Site 47 Site 58

Aug 13 NI 20.26 22.76 23.59 24.43 38 27

16 17.88 NR 20.95 22.03 19.99

19 19.53 21.64 21.70 26.92 29.14 ND 36

22 15.68 VD 23.54 27.35 27.21

25 \TD VD 20.67 23.25 21.67 45 27

28 \D 24.28 28.57 23.96 33.68

31 31.92 33.99 34.20 44.87 38.16 58 44

Sept 23.31 23.47 23.27 25.91 26.49

16.57 17.74 21.89 25.43 27.20 36 32

15.85 16.74 16.62 18.21 15.55

12 28.76 27.34 21.91 29.13 22.84 48 31

15 30.46 28.34 VD 25.07 28.37

18 19.08 23.65 22.39 25.34 25.31 34 27

21 19.47 18.85 18.75 20.01 20.89

24 19.22 19.20 20.20 23.35 21.86 30 27

27 20.66 18.12 16.53 24.83 VD
30 26.08 21.16 26.73 35.54 28.80 45 36

Oct MF 18.47 22.87 28.69 23.06

22.51 21.35 21.65 27.95 28.41 39 39

42.84 37.80 35.34 43.17 39.63

12 50.82 45.58 43.31 51.61 48.17 62 43

Source Mestre Greve Associates 2003
NINot installed

MFMotor failed

NDNo data available

NRDjd not run

VDVojd

Source Aerovironment Inc January 1996

Source South Coast Air Quality Management District August 1996
Source San Diego County Air Pollution Control District August 1996
On Oso Parkway twomiles cast of Felipe Road

Ortega Highway and Cristianitos Road pristine location

San Clemente High School administration building roof

105 La Esperanza San Clemente adjacent to 1-5

San Mateo Campgrounds Camp Pendleton

TCA53IFinaI SEIRFina1 EIS-SEJRSection O\Seciion 47- Air Qualitydoc J/23/O5

November 2005
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SOCTJIP EIS/SEIR Section 4.0

Table 4.7-5

PM10 Concenfrations in pg/rn3

January 15 to February 1996

El Toro2 Oceanside3

Day SOCTIIP Study Area Sites SCAQMD SDAPCD
Site Site Site 36 Site 47 Site 58

Jan 16 16.71 13.44 17.86 18.35 PF 22.OR 27.6

19 MF 10.47 4.23 15.98 14.22

22 8.59 6.80 9.23 12.43 12.28 19.OR 18.7

25 8.62 5.71 PF 10.30 8.81

28 6.01 6.71 6.75 7.74 7.53 14.0 24.7

31 5.67 6.51 7.51 9.54 9.34

Feb 10.13 16.07 9.04 MF 10.78 20.0 19.3

20.21 17.18 16.37 17.57 13.55

12.10 11.94 14.66 15.84 15.25 20.0 26.5

12 23.29 27.40 27.41 32.75 33.40

15 33.14 29.56 33.35 35.91 32.05 58.0 37.4

Source Mestre Greve Associates 2003
MFMotor failure

PFPower failure

Rain

Source Aerovironment Inc Januaiy 1996
Source South Coast Air Quality Management District August 1996
Source San Diego County Air Pollution Control District August 1996
On Oso Parkway two miles east of Felipe Road

Ortega Highway and Cristianitos Road pristine location

San Clemente High School administration building roof

105 La Esperanza San Clemente adjacent to 1-5

San Mateo Campgrounds Camp Pendleton

PTCA531Winal SEIR Final EIS-SEIRction 4.O\Secion 4.7- Air Quality.doc ilh/23/O5

November 2005
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SOCTHP EIS/SEJR
Section 4.0

Table 4.7-6

Peak Daily Carbon Monoxide Concentrations In ppm
January 15 to February 15 1996

SOCTIIP Study Area Sites El Toro2 Oceanside3

Day Site Site Site 36 Site 47 Site 58 SCAQMD SDAPCD
Jan15 1.2 0.6 0.4 ND 1.1 5.0 1.6

16 0.7 1.0 0.9 ND 0.7 2.0 1.6

17 0.8 1.0 1.6 0.3 0.7 3.0 1.5

18 0.8 0.7 0.8 0.6 0.6 4.0 1.7

19 0.7 0.8 0.9 0.2 0.6 2.0 1.4

20 0.9 0.7 1.0 0.9 0.8 3.0 1.7

21 0.5 0.7 1.2 0.3 0.6 1.0 1.0

22 0.8 0.8 1.2 0.8 0.6 3.0 1.0

23 0.8 0.8 0.8 0.6 0.7 4.0 1.5

24 0.8 0.9 1.4 1.0 0.9 3.0 1.8

25 0.8 0.9 1.8 0.7 0.7 3.0 1.7

26 1.1 1.1 2.0 1.0 1.0 2.0 2.0

27 1.0 1.2 ND 1.0 1.2 3.0 2.0

28 0.6 0.8 0.8 0.9 0.7 2.0 1.7

29 0.8 0.8 0.6 0.8 0.8 3.0 1.4

30 1.1 0.9 ND 0.8 0.8 3.0 2.0

31 0.5 0.8 0.8 0.3 0.7 1.0 1.1

Feb 0.5 0.7 0.8 0.4 0.8 2.0 1.2

0.5 0.7 0.7 0.2 0.7 3.0 1.4

0.8 0.8 0.8 0.7 0.7 6.0 1.6

1.3 1.1 1.3 1.1 1.2 4.0 2.0

2.4 1.3 1.7 2.1 1.8 3.0 1.5

1.7 1.8 1.7 2.2 1.3 5.0 1.2

1.1 1.8 2.2 3.3 1.7 3.0 2.7

0.7 0.9 2.1 2.5 1.1 6.0 1.6

0.6 0.9 1.2 0.9 0.8 5.0 1.6

10 0.4 0.8 1.0 0.7 0.7 6.0 0.9

11 1.1 1.2 1.7 1.1 1.0 5.0 1.2

12 0.9 1.1 2.7 1.3 1.1 6.0 1.9

13 09 1.6 1.6 1.3 0.9 4.0 1.7

14 1.3 0.7 2.2 2.2 0.9 3.0 1.2

15 1.2 ND 2.2 1.5 0.9 5.0 1.2

Source

NDNo data

Mestre Greve Associates 2003

Aerovironment Inc January 1996Source

Source South Coast Air Quality Management District August 1996
Source San Diego County Air Pollution Control District August 1996
On Oso Parkway two miles east of Felipe Road

Ortega Highway and Cristianitos Road pristine location

San Clemente High School administration building roof

105 La Esperanza San Clemente adjacent to 1-5

San Mateo Campgrounds Camp Pendleton

TCA53I Final SEIRkFinaI EIS-SE1RSecgion U\Section 4.7 Air Qualitv.doc I/23/O5
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SOCTHP EIS/SEJR

Table 4.7-7

Planning Inventory Emissions for Scab for Year 2000

metric tons per day tons per day

Section 4.0

SummerOzone

Precursors Winter Precursors

VOC NOx NOx CO SOx PM10

425 99 118 268 16 372

Total Stationary Sources 468 109 130 295 18 410
Mobile Sources

On-Road Vehicles 303 334 462 509 485 2992 13 14 15 16
535 3298

Off-Road Vehicles 122 135 270 298 268 1405 31 34 13 15
295 1549

Total Mobile Sources 425 732 753 4397 44 28

469 807 830 4847 48 31
TOTAL 850 831 871 4665 60 400

937 916 960 5142 66 441
source Mestre Greve Associates 2003

Table 4.7-8

Planning Inventory Emissions for San Diego Air Basin Year 2001

metric tons per day tons per day

VOC NOx
Total Stationary Sources 43.9 48.4 14.5 16.0
Total Area-Wide Sources 38.8 42.8 1.6 1.8
Mobile Sources

On-Road Vehicles 77.8 85.8 131.9 145.4
Other Mobile Sources 39.7 43.8 70.3 77.5

Total Mobile Sources 117.6 129.6 202.2 222.9
TOTAL 200.3 220.8 218.4 240.7

Table 4.7-9

Emissions for Existing Traffic Network

Pollutant Existing Emissions

HC kg/day 174681

lbs/day 385106

CO kg/day 2641638

lbs/day 5823819

NOx kg/day 392021

lbs/thy 864258

PM10
kg/day 11103

lbs/day 24479
Source Mestre Greve Associates 2003

PTCA53JWina1 SEJRFina/ EIS-SE1Rction 4.OSecjon 4.7- Air
Qualiiy.doc dI/23/O5
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Source Mestre Greve Associates 2003

CALINE Modeling Receptor Locations Existing 2002
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SOCTJJP EIS/SEIR Section 4.0

Table 4.7-10

Existing CO and PM10 Concentrations

Intersection 1-Hour CO 8-Hour CO 24-Hour PM10
1-5/Alicia Pkwy 8.5 6.5

Felipe/Oso Pkwy 8.0 5.7 105

Antonio Pkwy/Oso Pkwy 6.2 4.4 103

SR-241/OsoPkwy 4.9 3.6 100

Crown Valley/Marguerite 8.6 6.1 104

1-5/Ortega Hwy 7.6 5.7 112

Antonio Pkwy/Ortega Hwy 5.5 3.9 103

1-5/Vista Hermosa 5.7 4.2 106

Ave Pico/La Pata 4.7 3.4 99

10 1-5/El Camino Real 6.5 4.9 109

11 1-5/Ave Pico 9.1 6.9 106

12 Antonio Pkwy/Crown Valley 5.1 3.7 100

State Standard 20.0 ppm ppm 50 .tg/m3

No of Exceedances 12

Source Mestre Greve Associates 2003

Table 4.7-11

Regional Emissions for the South Coast Air Basin

2000 2006 2010

Kilograms Per Day

HC 850031 782900 761127
CO 4664740 3864604 3531667

NOx 830981 696717 659523

PM10 400068 411862 420026
Pounds Per Day

HC 1874000 1726000 1678000
CO 10284000 8520000 7786000

NOx 1832000 1536000 1454000

PM10 882000 908000 926000

Source 1997 AQMP Tanles 3-5 3-6 and 3-7

4.7-54TCA53 Final SEIRFinal EJS-SEIR\Sechon O\Section Air Qualily.doc I/23/O5
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SOCTJIP EIS/SEIR Section 4.0

Table 4.7-12

Construction Emissions Pounds/Day FEC-W-Initial

CO ROG NOx SOx PM0
Construction Equipment 29353.8 1235.9 5601.9 474.9 657.6

Employee Travel 438.6 28.7 54.4 3.4 2.8

Grading PM10 330.0

Import/Export PM10 0.3

Demolition Debris

TOTAL 29792 1265 5656 478 991

Significance Thresholds pounds/day
Pounds per Day 550 100 150 150

Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

Table 4.7-13

Construction Emissions Pounds/Day FEC-M-Initial

CO ROG NOx SOx PM0
Construction Equipment 29156.8 1211.0 5134.6 444.9 608.2

EmployeeTravel 484.4 31.7 60.1 3.8 3.1

Grading PM10 330.0

Import/Export PM10 2.5

Demolition Debris

TOTAL 29641 1243 5195 449 944

Significance Thresholds pounds/day
Pounds per Day 550 75 100 150 150

Note The bold data indicate exceedance of the significance thresholds

Table 4.7-14

Construction Emissions Pounds/Day CC-and CC-ALPV-Initials

CO ROG NOx SOx PM0
Construction Equipment 37967.1 1706.0 7686.9 716.9 896.2

Employee Travel 543.5 35.5 67.4 4.3 3.4

Grading PM10 594.0

Import/Export PM0 2.0

Demolition Debris
57.9

GRAND TOTAL 38511 1741 7754 721 1554
SCAQMD Significance Thresholds pounds/day

Pounds per Day 550 75 100 150 150

Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

PTCA53J1Fina/ SEIR IF/na EIS-SEiRISection 4.OlSection 4.7- Air Quaiy.doc e11/23/O5

November 2005
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SOCTIIP EIS/SEIR Section 4.0

Table 4.7-15

Construction Emissions Pounds/Day A7C-ALPV-Initial

CO ROG NOx SOx PM10
Construction Equipment 39718.5 1823.1 11450.8 966.6 1354.9

Employee Travel 607.4 39.7 75.3 4.8 3.9

Grading PM10 844.8

Import/Export PM10 2.3

Demolition Debris 68.6

GRAND TOTAL 40326 1863 11526 971 2274

SCAQMD Significance Thresholds pounds/day
Pounds per Day 550 75 100 150 150

Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

Table 4.7-16

Construction Emissions Pounds/Day A7C-FEC-M-InitiallPreferred

CO ROG NOx SOx PM10
Construction Equipment 27432.0 1176.3 5982.4 479.0 672.1

Employee Travel 435.8 28.5 54.0 3.4 2.8

Grading PM10 330.0

Import/Export PM10 1.5

Demolition Debris

TOTAL 27868 1205 6036 482 1006

Significance Thresholds pounds/day
Pounds per Day 550 75 100 150 150

Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds The Preferred Alternative would require

additional grading but will not result in new significant impact for construction air quality emissions

Table 4.7-17

Construction Emissions Pounds/Day FEC-W-Ultimate

CO ROG NOx SOx PM10

Construction Equipment 29783.2 1280.4 6233.3 530.6 740.1

Employee Travel 468.4 30.6 58.1 3.7 3.0

Grading PM10 330.0

Import/Export PM10 0.9

Demolition Debris

TOTAL 30252 1311 6291 534 1074

Significance Thresholds pounds/day

Pounds per Day 550 75 100 150 150

Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

PTCA531\Final SEIR\Final EIS-SEIR\Section 4.O\Seclion 4.7- Air Qualily.doc II/23/O5 47-56
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SOCTIIP EIS/SEIR Section 4.0

Table 4.7-18

Construction Emissions Pounds/Day FEC-M-Ultimate

Co ROG NOx SOx PM10
Construction Equipment 30509.6 1348.9 7310.0 601.7 851.2

Employee Travel 499.0 32.6 61.9 3.9 3.2

Grading PM10 3300

Import/Export PM10 2.1

Demolition Debris

TOTAL 31009 1382 7372 606 1187

Significance Thresholds pounds/day
Pounds per Day 550 75 100 150 150

Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

Table 4.7-19

Construction Emissions Pounds/Day CC- and CC-ALPV-Ultimates

CO ROG NOx SOx PM10
Construction Equipment 38510.3 1771.8 8299.8 765.7 952.0

Employee Travel 598.4 39.1 74.2 4.7 3.8

Grading PM10 607.2

ImportlExport PM10 3.3

Demolition Debris
45.5

GRAND TOTAL 39109 1811 8374 770 1612
SCAMD Significance Thresholds jounds/day

Pounds per Day 550 75 100 150 150
Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

Table 4.7-20

Construction Emissions Pounds/Day A7C-ALPV-Ultimate

-______________________ CO ROG NOx SOx PM10
Construction Equipment 26505.6 1496.4 14381.8 1150.0 1694.2
Employee Travel 686.7 44.9 85.1 5.4 4.4

Grading PM10
871.2

Import/Export PM10
4.9

Demolition Debris
40.6

GRAND TOTAL 27192 1541 14467 1155 2615
SCAQMD Significance Thresholds pounds/day

Pounds per Day 550 75 100 150 150
Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

P\TCA53JFina/ SEIRFina/ EiS-SEIRSection 4.OtSect ion 4.7- Air
Quality.doc 41/23/05

November 2005
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SOCTJIP EIS/SEIR Section 4.0

Table 4.7-2

Construction Emissions Pounds/Day A7C-FEC-M-Ultimat

CO ROG NOx SOx PM10
Construction Equipment 27846.1 1230.1 6964.5 542.9 774.9

Employee Travel 478.9 31.3 59.4 3.8 3.0

Grading PM10 330.0

Import/Export PM10 2.3

Demolition Debris

TOTAL 28325 1261 7024 547 1110

Significance Thresholds pounds/day
Pounds per Day 550 75 100 150 150

Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

Table 4.7-22

Construction Emissions Pounds/Day AlO Alternative

CO ROG NOx SOx PM10
Construction Equipment 18849.7 849.2 5523.9 402.4 595.8

Employee Travel 289.8 18.9 35.9 2.3 1.8

Grading PM10 105.6

Import/Export PM10 0.4

Demolition Debris 23.5

GRAND TOTAL 19139 868 5560 405 727

SCAQMD Significance Threshoids pounds/day
Pounds per Day 550 75 100 150 150

Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

Table 4.7-23

Construction Emissions Pounds/Day 1-5 Alternative

CO ROG NOx SOx PM10

Construction Equipment 45172.4 2026.2 13180.6 910.2 1403.3

Employee Travel 651.2 42.6 80.7 5.1 0.1

Grading PM10 145.2

Import/Export PM10 0.0 0.0 0.0 0.0 3.4

Demolition Debris
130.7

GRAND TOTAL 45824 2069 13261 915 1683

SCAQMD Significance Thresholds pounds/day

Pounds perDay 550 75 100 /50 150

Source Mestre Greve Associates 2003
Note The bold data indicate exceedance of the significance thresholds

TCA53I Fini1 SEREina EIS-SEIRSection OSection Air Quality.doc il I/23/O5
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SOCTJIP EIS/SEIR Section 4.0

Table 4.7-24

Traffic Emission Changes in Comparison to Existing Emissions for the

FEC-W and FEC-M Alternatives

Far East Corridor West and Modified FEC-W and FEC-M Versus Existing

Year 2025

Year 2025 Year 2025 Year 2025 Toll Free

Year 2008 Year 2018 Committed MPAHIRTP MPAHIRTP MPAHIRTP
Committed Committed RMV RMV RMV RMV

Pollutant Network Network 14000 du 14000 du 21000 du 21000 du

HC
kg/day -40790 -67127 -73904 -73904 -73862 -73892

lbs/day -89927 -147991 -162930 -162930 -162839 .162904

co
kg/day -634366 -1153408 .1327531 -1327586 -1327165 -1327760

lbs/day -1398539 -2542831 -2926707 -2926828 -2925901 -2927213

NO kg/day -189824 -367233 -418177 -418159 -418113 -417999

lbs/day -418491 -809610 -921924 -921885 -921781 -921530

PM kg/day 1402 2694 4360 4360 4377 4362

lbs/day 3092 5938 9613 9612 9649 9616
Note Values in bold represent significant increases in emissions

Existing emissions are presented in Table 3-8

Table 4.7-25

Regional Traffic Emission Changes for the FEC-W and FEC-M Alternatives in

Comparison to the Corresponding No Action Alternative

FEC-W and FEC-M Alternatives

Committed RMV MPAH/RTP RMV MPAII/RTP RMV
Pollutant 14000 du 14000 du 21000 du

HC kg/day -35 -29 -34

lbs/day -77 -63 -75

CO kg/day -1123 -810 -958

lbs/day -2475 -1785 -2111

NOx kg/day 61 26 77

lbs/day 136 58 170

PM10
kg/day

lbs/day -1

Source Mestre Greve Associates 2003
Note Values in bold represent significant increases in emissions

PTCA53J Wino SEIR Winal EJS-SEJRLSection 4.OSection 4.7-Air
Quality.doc 11/23/05
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SOCTJIP EIS/SEIR Section 4.0

Table 4.7-26

Regional Traffic Emission Changes for the FEC-W and FEC-M Alternatives for Intermediate

Years and for Toll-Free Conditions

FEC-W and FEC-M Alternatives

Year 2025

Year 2008 Year 2018 Year 2025 Year 2025 Toll Free

Committed Committed Committed MPABJRTP MPAHIRTP
RMV RMV RMV RMV@ RMV

Pollutant @14000 du @14000 du 14000 du 21000 du 21000 du

HC kg/day -5 -52 -35 -34 -64

lbs/day -11 -114 -77 -75 -141

kg/day -223 -614 -1123 -958 -1553

lbs/day -491 -1354 -2475 -2111 -3423

NO kg/day 143 118 61 77 191

lbs/day 315 259 136 170 422

kg/day -2 -11 -13
PM10

lbs/day -4 -24 -29

Source Mestre Greve Associates 2003
Note Values in bold represent significant increases in emissions

Table 4.7-27

Traffic Emission Changes in Comparison for the CC Alternative

to Existing Emissions

Central Corridor Corn lete CC Versus Existing

Year 2025

Year 2025 Toll Free Year 2025 Year 2025

Year 2008 Year 2018 MPAIIJRTP MPAHIRTP Committed MPAHIRTP
Committed Committed RMV RMV RMV RMV

Pollutant Network Network 21000 du 21000 du 14000 du 14000 dii

HC kg/day -40789 -67115 -73901 -73900 -73858 -73888

lbs/day -89923 -147964 -162925 -162923 -162829 -162895

CO kg/day -634367 -1153302 -1327446 -1327481 -1327034 -1327616

lbs/day -1398541 -2542598 -2926519 -2926597 -2925611 -2926895

kg/day -189784 -367213 -418181 -418161 -418139 -418029
NOx

lbs/day -418403 -809566 -921933 -921888 -921840 -921597

PM kg/day 1403 2696 4360 4360 4376 4360
10

lbs/day 3092 5944 9611 9611 9647 9612

Mestre Greve t.ssociates 2003
Values in bold exceed SCAQMD threshold

Source

Note

4.7-60TCA53I \Final SEJRFina1 E1S-SEIRSection OkSection Air Quality.doc .1 1/23/05
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SOCTIIP EJS/SEIR Section 4.0

Table 4.7-28

Regional Traffic Emission Changes for the CC and CC-ALPV Alternatives in Comparison to the

Corresponding No Action Alternatives

Avd La Plata Variation

Central Corridor Complete CC CC-ALPV
Year 2025 Year 2025 Year 2025 Year 2025 Year 2025

Committed MPAII/RTP MPAIIIRTP Committed MPAIIJRTP
RMV RMV RMV RMV RMV

Pollutant 14000 du 14000 du 21000 du 14000 du 14000 du

HC kg/day -33 -25 -30 -23 -17

lbs/day -72 -56 -66 -51 -37

kg/day -1037 -705 -826 -690 -418

lbs/day -2287 -1555 -1822 -1521 -922

NOx
kg/day 58 25 51 22 -4

lbs/day 127 55 112 49 -8

PM kg/day -1

lbs/day -l -3

Source Mestre Greve Associates 2003
Note Values in bold exceed SCAQMD threshold

Table 4.7-29

Regional Traffic Emission Changes for the CC Alternatives for Intermediate Years and for

Toll-Free Conditions

Central Corridor Corn lete CC Alternatives

Year 2025
Year 2025 Toll Free

Year 2008 Year 2018 MPAIIJRTP MPAIIIRTP
Committed Committed RMV RMV

Pollutant Network Network 21000 du 21000 du

HC kg/day -3 -40 -30 -30

lbs/day -7 -87 -66 -66

CO kg/day -224 -509 -826 -582

lbs/day -493 -1121 -1822 -1283

NOx kg/day 183 138 51 110

lbs/day 403 303 112 242

PM kg/day -2 -8 -16
10

lbs/day -4 -19 -34

Source Mestre Greve Associates 2003
Note Values in bold exceed SCAQMD threshold

P\TCA53J.Fjna/ SEIR\Final EIS-SEIR\Section 4.OSectjon 4.7- Air Quality.doc d1/23/O5
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SOCTIIP EJS/SEJR Section 4.0

Table 4.7-30

Traffic Emission Changes for the A7C-ALPV and A7C-FEC-M Alternatives in Comparison to

Existing Emissions

Alignment Corridor Avenida La Pata Variation A7C-ALPV and Far East Crossover

Modified A7C-FEC-M Versus Existing

Year 2025
Year 2008 Year 2018 Year 2025 Toll Free Year 2025 Year 2025

MPAIIIRTP MPAHIRTP MPAHJRTP MPAHIRTP Committed MPAH/RTP
RMV RMV RMV RMV RMV RMV

Pollutant 21000 du 21000 du 21000 du 21000 du 14000 du 14000 du

HC kg/day -40784 -67110 -73853 -73884 -73903 -73902

lbs/day -89913 -147953 -162819 -162886 -162928 -162925

kg/day -634262 -1153225 -1327044 -1327573 -1327559 -1327576
lbs/day -1398309 -2542429 -2925633 -2926799 -2926768 -2926806

NO kg/day -189773 -367198 -418127 -418030 -418171 -418151

lbs/day -418378 -809533 -921814 -921599 -921911 -921865

PM kg/day 1404 2698 4378 4362 4361 4361
10

lbs/day 3094 5948 9653 9616 9614 9613
Source Mestre Greve Associates 2003
TollFree Analysis is for Alignment Corridor Complete A7C
Note Values in bold exceed SCAQMD threshold

Table 4.7-3

Regional Traffic Emission Changes for the A7C-ALPV and A7C-FEC-M Alternatives in

Comparison to the Corresponding No Action Alternatives

Alignment Corridor

Avenida La Pata Variation A7C-Far East Crossover-Modified

A7C-ALPV A7C-FEC-M
Year 2025 Year 2025 Year 2025 Year 2025 Year 2025

Committed MPAHIRTP Committed MPAH/RTP MPAHIRTP
RMV RMV RMV RMV RMV

Pollutant 14000 du 14000 du 14000 du 14000 du 21000 du

HC kg/day -33 -26 -34 -26 -25

lbs/day -74 -58 -75 -58 -56

kg/day -1035 -714 -1150 -800 -836

lbs/day -2283 -1575 -2536 -1764 -1843

NO kg/day 54 21 68 35 62

lbs/day 119 46 149 78 138

kg/day -1

PM10
lbs/day -2

Source Mestre Greve Associates 2003
Note Values in bold exceed SCAQMD threshold

TCA53I Final SEIR\Final EIS-SEIR\Section OSection 4.7 Air Qualirydoc 1/23/O5
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SOCTIJP EIS/SEIR Section 4.0

Table 4.7-32

Regional Traffic Emission Changes for the A7C-FEC-M Alternative for Intermediate Years and

for Toll-Free Conditions

Alignment Corridor Far East Crossover Modified

A7C-FEC-M
Year 2025 Toll

Year 2025 Free

Year 2008 Year 2018 MPAHIRTP MPAHIRTP
Committed Committed RMV RMV

Pollutant Network Network 21000 du 21000 du

HC kg/day -34 -25 -56

lbs/day -76 -56 -123

kg/day -118 -432 -836 -1365

lbs/day -261 -952 -1843 -3010

NOx
kg/day 194 153 62 160

lbs/day 429 337 138 353

PM kg/day -l -6 -13

lbs/day -l -14 -29

Source Mestre Greve Associates 2003
TollFroc Analysis is for Alignment Corridor Complete A7C
Note Values in bold exceed SCAQMD threshold

Table 4.7-33

Regional Traffic Emission Changes for the AlO Alternative in Comparison to the

Corresponding No Action Alternatives

Arterial Improvements Only MO
Year 2025 Year 2025
Enhanced Enhanced

MPAHIRTP MPAH/RTP
RMV RMV

Pollutant 14000 du 21000 du

kg/thy -2 -2
HC

lbs/thy -4 -5

kg/day -103 -174

lbs/thy -227 -383

NOx kg/day 21 37

lbs/thy 47 81

PM10
kg/day

lbs/thy

Source Mestre Greve Associates 2003
Note Values in bold exceed SCAQMD threshold
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Table 4.7-34

Traffic Emission Changes for the AJO Alternative in Comparison to Existing Emissions

Arterial Improvements Only MO Versus Existing

Year 2025 Year 2025
Enhanced Enhanced

Year 2008 Year 2018 MPAIIIRTP MPAH/RTP
Enhanced Enhanced RMV RMV

Pollutant MPAR/RTP MPAHIRTP 21000 du 14000 du

HC kglday -40801 -67107 -73831 -73877

lbs/day -89952 -147946 -162769 -162871

kg/day -634362 -1153156 -1326381 -1326879
lbs/day -1398531 -2542276 -2924173 -2925269

NO kg/day -189998 -367355 -418153 -418164

lbs/day -418873 -809879 -921871 -921896

PM kg/day 1401 2697 4378 4362
lbs/day 3089 5947 9653 9616

Source Mestre Greve Associates 2003
Note Values in bold exceed SCAQMD threshold

Table 4.7-35

Regional Traffic Emission Changes for the MO Alternative for Intermediate Years

Arterial Improvements Only MO
Year 2025

Year 2008 Year 2018 Enhanced

Enhanced Enhanced MPAHIRTP
MPAIIIRTP MPAHIRTP RMV

Pollutant 33a 33b 21000 du 33
HC kg/day -16 -32 -2

lbs/day -36 -70 -5

kg/day -219 -362 -174

lbs/day -483 -799 -383

kg/day -30 -4 37NOx
lbs/day -67 -9 81

PM0
kg/day -3 -7

lbs/day -7 -15

Source Mestre Greve Associates 2003
Note Values in bold exceed SCAQMD threshold
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Table 4.7-36

Regional Traffic Emission Changes for the 1-5 Alternative in

Comparison to the Corresponding No Action Alternative

1-5 Alternative

Year 2025 Year 2025 Year 2025

Committed MPAIIIRTP MPAHIRTP
RMV RMV RMV

Pollutant 14000 du 14000 du 21000 dii

HC kg/day -4 -4 -6

lbs/day -9 -9 -12

kg/day -712 -479 -580

lbs/day -1569 -1057 -1279

NOx kg/day 140 96 104

lbs/day 308 211 230

PM kg/day

lbs/day 14 11

Source Mestre Greve Associates 2003
Note Values in bold exceed SCAQMD threshold

Table 4.7-37

Traffic Emission Changes for the I-S Alternative

in Comparison to Existing Emissions

1-5 Alternative Versus Existing

Year 2025
Year 2008 Year 2018 MPAB/RTP
Committed Committed RMV

Pollutant Network Network 21000 dii

HC kg/day -40761 -67081 -73834

lbs/day -89864 -147888 -162776

CO kg/day -634074 -1152903 -1326788
lbs/day -1397894 -2541719 -2925069

NOx kg/day -189507 -367080 -418085

lbs/day -417793 -809273 -921721

PM10
kg/day 1406 2704 4380
lbs/day 3099 5961 9656

Source Mestre Greve Associates 2003
Note Values in bold exceed SCAQMD threshold
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Table 4.7-38

Regional Traffic Emission Changes for the I-S Alternative for Intermediate Years

I-S Alternative

Year 2025

Year 2008 Year 2018 MPAIIIRTP
Committed Committed RMV

Pollutant Network Network 21000 du

HC
kg/day 24 -5 -6

lbs/day 52 -11 -12

kg/day 70 -110 -580

lbs/day 154 -241 -1279

NOx kg/day 460 271 104

lbs/day 1014 597 230

PM kg/day
10

lbs/day -1 11

Source Mestre Cireve Associates 2003
Note Values in bold exceed SCAQMD threshold

Table 4.7-39

No Action Alternatives in Comparison to Existing Emissions

for Various Land Use and Traffic Network Assumptions

No Action Alternatives NA
Year 2025 Year 2025 Year 2025

Committed MPAHIRTP MPAIIIRTP

RMV@ RMV@ RMV@
Pollutant 14000 du 14000 du 21000 du

HC
kg/day -73869 -73875 -73828

lbs/day -162853 -162867 -162763

kg/day -1326408 -1326776 -1326208

lbs/day -2924232 -2925042 -2923790

NO kg/day -418239 -418186 -418190

lbs/day -922060 -921943 -921952

PM kg/day 4358 4360 4375
10

lbs/day 9608 9612 9645

Source Mestre Ui-eve Associates 2003
Note Values in bold exceed SCAQMD threshold
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Table 4.7-40

No Action Alternatives in Comparison to Existing Emissions for Various Years

No Action Alternatives NA
Year 2025

MPAHIRTP
RMV@

Pollutant Year 2008 Year 2018 21000 du

kg/day -40785 -67 076 -73828HC
lbs/day -89916 -147877 -162763

kg/day -634143 -1152794 -1326208Co
lbs/day -1398048 -2541477 -2923790

kg/day -189967 -367350 -418190NOx
lbs/day -418806 -809870 -921952

kg/day 1404 2704 4375
PM10 -__________

lbs/day 3096 5962 9645
Source Mestre Greve Associates 2003
Note Values in bold exceed SCAQMD threshold
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Table 4.7-41

Far East Complete Alternatives FEC-W and FEC-M CO Projections 2025 MPAH Network

OCP-2000 with Build Out Toll Network and 21000 RMV du

2025

Carbon Monoxide

Scenario

Existing No Action FEC
Site Intersection 1-hr/S-hr 1-hr/8-hr 1-hr/S-hr

1-5/Alicia Parkway 8.5 6.5 5.6 /4.1 5.3 3.9

Felipe/Oso Parkway 8.0/5.7 8.0/5.6 8.0/5.6

Antonio Pkwy./Oso Prkwy 6.2 4.4 6.9 4.8 6.8 4.8

SR-241/Oso Parkway 4.9 3.6 3.7 2.6 3.7 2.6

Crown Valley/Marguerite 8.6 6.1 12.0 8.4 11.7 8.2

1-5/Ortega Highway 7.6 5.7 6.0 4.5 5.7 4.2

Antonio Pkwy./Ortega Hwy 5.5 3.9 6.9 4.8 6.0 4.2

1-5/Vista Hermosa 5.7 4.2 4.9 3.6 4.7 3.4

Ave.Pico/LaPata 4.7/3.4 6.3/4.4 4.6/3.2

10 1-5/El Camino Real 6.5 4.9 5.4 4.0 5.1 3.7

11 I-5/Ave.Pico 9.1 /6.9 6.2/4.6 6.1 /4.5

12 Antonio Pkwy./Crown Valley 5.1 3.7 6.9 5.2 6.8 5.1

13 Vista Hermosa/La Pata 5.3 3.7 4.3 3.0

14 SR-24 1/Ave Pico 4.2 3.0

2OppmI 20 ppm 20 ppm
State Standards

9ppm 9ppm 9ppm

No of Exceedances

35 ppm 35ppnil 35 ppmi
Federal Standards

9ppm 9ppm 9ppm

No of Exceedances 0/0 0/0 0/0

Source Mestre Greve Associates 2003
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Table 4.7-42

CO ppm Projections for 2025 FEC-W and FEC-M Alternatives Versus

Interim Year Alternatives

Interim Years

2008 2018 2025

Scenario Scenario Scenario

No Action FEC No Action FEC FEC
Site Intersection

1-hr/S-hr 1-hr/S-hr 1-hr/S-hr 1-hr/S-hr 1-hr/S-hr

Crown Valley/Marguerite 7.1 5.0 7.1 5.0 8.2 5.7 7.9/ 5.5 11.7/ 8.2

Source Mestre Greve Associates 2003

Table 4.7-43

CO ppm Projections for 2025 FEC-W and FEC-M Alternatives versus

FEC-W and FEC-M Toll-Free Alternatives

2025

Toll-Free Alternative

Scenario 41 Scenario

No Action FEC FEC
Site Intersection

1-hr/S-hr 1-hr/8-hr 1-hr/S-hr

CrownValley/Marguerite 12.0/8.4 7.8/4.5 11.7/8.2

14 SR-241/Ave Pico 4.2 3.0 4.2 3.0

Source Mestre Greve Associates 2003

Table 4.7-44

CO PPM Projections for the FEC-W- and FEC-M-Ultimates

2025

Ultimate

Initial Toll-Free

Scenario Scenario Scenario 41

No Action FEC FEC
Site Intersection 1-hr/S-hr 1-hr/8-hr 1-hr/S-hr

SR-241/Oso Parkway 3.7 2.6 3.7 2.6 3.7 2.6
14 SR-241/Avenjda Pico 4.2 3.0 4.2 3.0

Source Mestre Greve Associates 2003

TCA53FFj./ SEJR\Fjn/ EIS-5E/Rctjo 0Sectjon 4.7- Air Qualizv.doc 11/23/05
7-69November 2005



SOCTIJP EIS/SEIR Section 4.0

Table 4.7-45

Central Corridor Alternatives CC and CC-ALPV CO Projections 2025

MPAH Network OCP-2000 with Build Out Toll Network with 21000 RMV du

2025

Carbon Monoxide

Scenario 20

Existing No Action CC
Site Intersection 1-hr/8-hr 1-hr/8-hr 1-hr/8-hr

1-5/Alicia Parkway 8.5 6.5 5.6 4.1 5.3 3.9

Felipe/Oso Parkway 8.0 5.7 8.0 5.6 8.0 5.6

Antonio Pkwy./Oso Prkwy 6.2 4.4 6.9 4.8 6.7 4.7

SR-241/OsoParkway 4.9/3.6 3.7/2.6 3.7/2.6

Crown Valley/Marguerite 8.6 6.1 12.0 8.4 7.8 5.5

I-5/OrtegaHighway 7.6/5.7 6.0/4.5 5.7/4.2

Antonio Pkwy./Ortega Hwy 5.5 3.9 6.9 4.8 5.8 4.1

1-5/Vista Hermosa 5.7 4.2 4.9 3.6 4.5 3.3

Ave Pico/La Pata 4.7 3.4 6.3 /4.4 4.9 3.4

10 1-5/ElCammoReal 6.5/4.9 5.4/4.0 5.5/4.1

11 1-5/Ave Pico 9.1 6.9 6.2 /4.6 4.7 3.4

12 AntonioPkwy./CrownValley 5.1 /3.7 6.9/5.2 6.8/4.8

13 Vista Hermosa/La Pata 5.3 3.7

State Standards
20 ppm/ 20 ppm 20 ppm
9ppm 9ppm 9ppm

No.ofExceedances 0/0 0/0 0/0

35 ppm 35ppm/ 35 ppm
Federal Standards

9ppm 9ppm 9ppm
No of Exceedances /0

Source Mestre Greve Associates 2003
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Table 4.7-46

CO ppm Projections for 2025 CC and CC-ALPV Alternatives Versus

Interim Year Alternatives

Interim Years

2008 2018 2025

Scenario Scenario

No Action Scenario 20 No Action 20 FEC
Site Intersection

1-hr/S-hr I-hr/8-hr 1-hr/8-hr 1-hr/S-hr 1-hr/S-hr

Felipe/Oso Parkway 6.8 4.8 6.8 4.8 7.8 5.5 7.6 /5.3 8.0 5.6

Source Mestre Greve Associates 2003

Table 4.7-47

CO ppm Projections for the CC and CC-ALPV Alternatives versus

CC and CC-ALPV Alternatives Toll-Free

2025

Toll-Free Alternative

Scenario 42 Scenario 20

No Action CC CC
Site Intersection 1-hr/S-hr 1-hr/S-hr 1-hr/S-hr

Felipe/Oso Parkway 8.0 5.6 7.8 5.5 8.0 5.6

Source Mestre Greve Associates 2003

Table 4.7-48

CO PPM Projections for the CC- and CC-ALPV-Ultimates

2025

Ultimate

Initial Toll-Free

Scenario Scenario 20 Scenario 20

No Action CC CC
Site Intersection

1-hr/8-hr 1-hr/S-hr 1-hr/S-hr

SR-241/OsoParkway 3.7/2.6 3.7/2.6 3.7/2.6
Source Mestre Greve Associates 2003
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Table 4.7-49

Alternative A7C-ALPV and A7C-FEC-MCO Projections for 2025

MPAH Network OCP-2000 with Build Out Toll Network with 21000 RMV du

Carbon Monoxide

Scenario 29

Site Intersection Existing No Action A7C

1-5/Alicia Parkway 8.5 6.5 5.6 4.1 5.3 3.9

Felipe/Oso Parkway 8.0 5.7 8.0 5.6 80 5.6

Antonio Pkwy./Oso Prkwy 6.2 4.4 6.9 4.8 6.6 4.6

SR-241/Oso Parkway 4.9 3.6 3.7 2.6 3.6 2.5

Crown Valley/Marguerite 8.6/6.1 12.0/8.4 8.0/5.6

1-5/Ortega Highway 7.6 5.7 6.0 4.5 5.0 3.7

Antonio Pkwy./Ortega Hwy 5.5 3.9 6.9 4.8 6.9 4.8

1-5/Vista Hermosa 5.7 4.2 4.9 3.6 4.7 3.4

Ave Pico/La Pata 4.7 3.4 6.3 4.4 5.0 3.5

10 1-5/ElCaminoReal 6.5/4.9 5.4/4.0 5.0/3.7

11 1-5/Ave Pico 9.1/6.9 6.2/4.6 5.6/4.1

12 Antonio Pkwy./Crown Valley 5.1 3.7 6.9 5.2 6.7/ 4.7

13 VistaHermosalLaPata 5.3/3.7

14 SR-241/Ave Pico 4.3/ 3.1

State Standards
20 ppm 20 ppm 20 ppm

9ppm 9ppm 9ppm
No of Exceedances /0 /0

Federal Standards
35 ppm 35 ppm 35 ppm

9ppm 9ppm 9ppm

No of Exceedances /0

Source Mestre Greve Associates 2003
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Table 4.7-50

CO ppm Projections for 2025 A7C-ALPV and A7C-FEC-M Alternatives

Versus Interim Year Alternatives

Interim Years

2008 2018 2025

Scenario 29 Scenario 29 Scenario 29

No Action A7 No Action A7 A7C
Site Intersection

1-hr/S-hr 1-hr/8-hr 1-hr/S-hr 1-hr/S-hr 1-hr/S-hr

Crown Valley/Marguerite 7.1/5.0 6.2/4.4 8.2/5.7 8.0/5.6 8.0/ 5.6

Source Mestre Greve Associates 2003

Table 4.7-51

CO ppm Projections for the A7C-ALPV and A7C-FEC-M Alternatives versus

A7C-ALPV and A7C-Fec-M Alternatives Toll-Free

2025

Toll-Free Alternative

Scenario 43 Scenario 29

No Action A7 A7C
Site Intersection 1-hr/8-hr 1-hr/S-hr 1-hr/S-hr

Crown Valley/Marguerite 12.0 8.4 7.8 5.5 8.0 5.6

Source Mestre Greve Associates 2003

Table 4.7-52

CO ppm Projections for the A7C-ALPV- and

A7C-FEC-M-Ijffimates

2025

Ultimate

Initial Toll-Free

Scenario Scenario Scenario 43
No Action A7C A7C

Site Intersection 1-hr/S-hr 1-hr/8-hr 1-hr/S-hr

SR-241/OsoParkway 3.7/2.6 3.6/2.5 3.7/2.6
Source Mestre Greve Associates 2003
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Table 4.7-53

Arterial Improvement Only Alternative CO Projections 2025

MPAII Network OCP-2000 with Build Out Toll Network at 21000 RMV du

Carbon Monoxide

Scenario 38

Existing No Action 1-5

Site Intersection 1-hr/8-hr 1-hr/S-hr 1-hr/8-hr

I-5/AliciaParkway 8.5/6.5 5.6/4.1 5.5/4.1

Felipe/Oso Parkway 8.0 5.7 8.0 5.6 8.2 5.7

Antonio Pkwy./Oso Prkwy 6.2 4.4 6.9 4.8 7.5 5.2

SR-241/Oso Parkway 4.9 3.6 3.7 2.6 3.8 2.7

CrownValleyfMarguerite 8.6/6.1 12.0/8.4 8.0/5.6

1-5/Ortega Highway 7.6 5.7 6.0 /4.5 5.2 3.8

AntonioPkwy./Ortegallwy 5.5/3.9 6.9/4.8 11.5/8.0

I-S/Vista Hermosa 5.7 4.2 4.9 3.6 5.0 3.7

Ave Pico/La Pata 4.7 3.4 6.3 4.4 6.5 4.5

10 1-5/ElCaminoReal 6.5/4.9 5.4/4.0 5.3/3.9

11 1-5/Ave Pico 9.1 6.9 6.2 4.6 5.5 4.1

12 Antonio Pkwy./Crown Valley 5.1 /3.7 6.9/5.2 7.5/5.2

13 Vista Hermosa/La Pata 5.3 3.7

14 SR-241/Ave.Pico

State Standards
20 ppm 20 ppm 20 ppm

9ppm 9ppm 9ppm
No of Exceedances /0 /0

Federal Standards
35 ppm 35 ppm

9ppm 9ppm 9ppm
No of Exceedances

Source Mestre Greve Associates 2003
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Table 4.7-54

CO Projections 2025 MO Alternative versus Interim Year Alternatives

Interim Years

Year 2008 Year 2018 Year 2025

Scenario 33 Scenario 33 Scenario 33
No Action MO No Action MO MO

Site Intersection 1-hr/8-hr 1-hr/8-hr 1-hr/8-hr 1-hr/S-hr 1-hr/S-hr

AntonioPkwy./OrtegaHwy 4.5/3.2 4.7/3.3 5.9/4.1 6.6/4.6 11.5/8.0
Source Mestre Greve Associates 2003

Table 4.7-55

1-5 Alternative 1-5 CO Projections Year 2025
MPAII Network OCP-2000 with Build Out Toll Network with 21000 RMV du

Carbon Monoxide

Scenario 38

Existing No Action 1-5
Site Intersection

1-hr/S-hr 1-hr/S-hr 1-hr/S-hr

I-5AliciaParkway 8.5/6.5 5.6/4.1 5.6/4.1

Felipe/OsoParkway 8.0/5.7 8.0/5.6 8.0/5.6

Antonio Pkwy.Oso Prkwy 6.2 4.4 6.9 4.8 6.9 4.8
SR-241Oso Parkway 4.9 3.6 3.7 2.6 4.2 3.0
Crown Valley/Marguerite 8.6 6.1 12.0 8.4 5.6

1-5/Ortega Highway 7.6 5.7 6.0 4.5 5.3 3.9
Antonio Pkwy./Ortega Hwy 5.5 3.9 6.9 4.8 9.9 6.9
I-5/VistaHermosa -5.7/4.2 4.9/3.6 5.0/3.7
Ave Pico/La Pata 4.7 3.4 6.3 4.4 6.3 4.4

10 1-5/ElCaminoReal 6.5/4.9 5.4/4.0 5.2/3.8
11 I-5/Ave.Pico 9.1 /6.9 6.2/4.6 5.5/4.1
12 Antonio Pkwy.Crown Valley 5.1 /3.7 6.9/5.2 6.9/4.8
13 Vista Hermosa/La Pata 5.3 3.7

14 SR-241/Ave Pico

State Standards
20 ppm 20 ppm 20 ppm
9ppm 9ppm 9ppm

No.ofExceedances 0/0 0/0 0/0

Federal Standards
35 ppm 35 ppm 35 ppm
9ppm 9ppm 9ppm

No.ofExceedances 0/0 0/0 0/0
Source Mestre Greve Associates 2003
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Table 4.7-56

Change in Vehicle Miles Traveled

Alternative Change in Regional VMT Change in Arterial VMT
FEC-W and FEC-M 14981 -386398

CC- and CC-ALPV 17671 -368947

A7C-ALPV and A7C-FEC-M 23413 -400003

MO -15365 58101

1-5 5129 -201930

Source Mesti-e Greve Associates 2003
SImilw results occur within the variations of the FEC CC and A7C Alternatives

Table 4.7-57

Total Regional Emissions for Various Alternatives

AQMP with

AQMP with AQMP with AQMP with Arterial

Far East Central Alignment Improvement AQMP with AQMP with

Complete Complete Complete Only 1-5 Widening No Action

Kilograms Per Day

HC 493508 493518 493523 493532 493550 493555

CO 1845214 1845327 1845379 1845618 1845682 1845926

NOx 457221 457228 457242 457122 457338 457115

PM10 285763 285765 285767 285766 285772 285770

Pounds Per Da
HC 1088000 1088022 1088033 1088052 1088092 1088103

CO 4068000 4068249 4068364 4068890 4069032 4069570

NOx 1008000 1008015 1008046 1007783 1008258 1007766

PM10 630000 630003 630008 630007 630018 630016

Percent Chan1 e______________

HC -- 0.0020% 0.0030% 0.0047% 0.0084% 0.0095%

CO -- 0.0061% 0.0089% 0.0219% 0.0254% 0.0386%

NOx -- 0.0015% 0.0046% -0.0216% 0.0256% -0.0232%

PM10 -- 0.0005% 0.0013% 0.0011% 0.0029% 0.0025%

Source Mestre Greve Associates 2003
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Table 4.7-58

SOCTIIP Alternatives not Consistent with the Design Concept in the RTLP

Cause the Emission Budget to be

Exceeded

Central Corridor Complete CC No

Central Corridor Avemda La Pata Variation CC-ALPV Yes

Alignment Corridor Complete A7C No

Alignment Corridor Avenida La Pata A7C-ALPV Yes

Arterial Improvements Only Alternative MO Yes

1-5 Widening Alternative 1-5 Yes

Notes

Exceeds HC emissions for deleted FEC Alternative by more than 55 pounds per day 25 kilograms per

day
Exceeds CO emissions for deleted FEC Alternative by more than 55 pounds per day 25 kilograms per

day
Based on assessment of CC-ALPV which has similar configuration

Table 4.7-59

Proposed Status of Mitigation Measures from the Mitigation

Monitoring Program in Effi No.3

Source PD Consultants 2003

TC.453JWjna/ SEIR Final EIS-SEJRcnofl 4.0Secg ion 4.7- Air Qualiydoc dI/23/O5
4.7-77November 2005

Mitigation Measures from Effi No Proposed Status

Measure 75 All contractor specifications shall

incorporate directions to contractors to control fugitive

dust Fugitive dust shall be controlled by regular

watering paving construction roads or other dust

preventive measures as defined in SCQAMD Rule 403
After clearing grading earth moving or excavation the

following shall occur

This measure has been incorporated in current

measures AQ-

4a Seeding and watering will be performed until

viable vegetation cover is in place

eb Soil binders will be spread

Areas will be wet down sufficiently to form crust on
the surface Repeated soakings will be performed as

necessary to maintain this crust

Measure 76 All contractor specifications shall require
that contractors keep equipment engines maintained in

proper tune to minimize air emissions

This measure has been incorporated in current

measure AQ-5
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SOCTIJPEIS/SEIR
Section 40

Table 4.7-60

Table of SCAQMD Rule 403

Table

Best tReasonablyj Available Control Measures for High Wind Conditions
Fugitive Dust Source Category Control Measures

Earth-moving IA Cease all active
operations OR

2A Apply water to soil not more than 15 minutes prior to moving such
soil

Disturbed surface areas OB On the last day of active operations prior to weekend holiday or any
other period when active operations will not occur for not more than
four consecutive days apply water with mixture of chemical
stabilizer diluted to not less than 1/20 of the concentration required to

maintain stabilized surface for period of six months OR
Apply chemical stabilizers prior to wind event OR

2B Apply water to all unstabilized disturbed areas times
per day If there

is any evidence of wind dnven fugitive dust watering frequency is

increased to minimum of four times per day OR
3B Take the actions specified in Table Item 3c OR
4B Utilize any combination of control sections IB 2B and 3B such

that in total these actions apply to all disturbed surface areas

IC Apply chemical stabilizers prior to wind event OR
2C Apply water twice per hour

during active operation OR
____________________________ 3C Stop all vehicular traffic

Open storage piles Apply water twice
per hour OR

____________________________ 2D Install
temporary coverings

Paved road track-out Cover all haul vehicles OR
2E Comply with the vehicle freeboard requirements of Section 23114 of

the California Vehicle Code for both public and private roads
All Categories Any other control measures approved by the Executive Officer and the

U.S EPA as equivalent to the methods specified in Table may be
used

Source Mestre Greve Associates 2003

TCA53I Final SEiRFina/ E1S-SEJRSecon 0Section 4.7- Air Qualitv.doc 11/23/05
7-80November 2005



SOCTIIP EIS/SEIR
Section 4.0

Table 4.7-61

Table of SCAQMD Rule 403

Table

Dust Confrol Actions for Exemption from Paragraph

Fugitive Dust

Source Category
Control Actions

Earth-moving except construction Maintain soil moisture content at minimum of 12 percent as

cutting and filling areas and mining determined by ASTM method D-2216 or other equivalent method

operations approved by the Executive Officer the California Air Resources Board

and the U.S EPA Two soil moisture evaluations must be conducted

during the first three hours of active operations during the calendar day

and two such evaluations each subsequent four-hour period of active

operations OR

la-i For any earth-moving which is more than 100 feet from all property lines

conduct watering as necessary to prevent
visible dust emissions from

exceeding_100_feet_in length in any direction

Earth-moving Construction fill ib Maintain soil moisture content at minimum of 12 percent as

areas
determined by ASTM method D-22 16 or other equivalent

method

approved by the Executive Officer the California Air Resources Board

and the U.S EPA For areas which have an optimum moisture content

for compaction of less than 12 percent as determined by ASTM Method

1557 or other equivalent
method approved by the Executive Officer and

the California Air Resources Board and the U.S EPA complete the

compaction process as expeditiously as possible after achieving at least

70 percent of the optimum soil moisture content Two soil moisture

evaluations must be conducted during the first three hours of active

operations during calendar day and two such evaluations during each

subsequent four hour period of active operations

Earth-moving Construction cut areas lc Conduct watering as necessary to prevent
visible emissions from

and mining operations extending more than 100 feet beyond the active cut or mining area unless

the area is inaccessible to watering vehicles due to slope conditions or

other safety factors

Disturbed surface areas except 2a/b Apply dust suppression in sufficient quantity and frequency to maintain

completed grading areas stabilized surface Any areas which cannot be stabilized as evidenced by

wind driven fugitive dust must have an application of water at least twice

per day_to_at_least_80_percent_of the_unstabilized area

Disturbed surface areas Completed 2c Apply chemical stabilizers within five working days of grading

grading areas completion OR

2d Take actions 3a or 3c specified for inactive disturbed surface areas

P\TCA531FinaI SE1RW1naI EIS-SEIR\Section 4.OSection 4.7-Air Quality.doc 11/23/O5
4.7-81

November 2005



SOCTIIPEJS/SEJR
Sect ion 70

Table 4.7-61 continued
Table of SCAQMD Rule 403

Table

Dust Control Actions for Exemption from Paragraph
______Fugitive Dust

Source Category Control Actions
Inactive disturbed surface areas 3a Apply water to at least 80 percent of all inactive disturbed surface areas

on daily basis when there is evidence of wind driven fugitive dust
excluding any areas which are inaccessible to watering vehicles due to

excessive slope or other safety conditions OR
3b Apply dust suppressants in sufficient quantity and frequency to maintain

stabilized surface OR
3c Establish vegetative ground cover within 21 days after active operations

have ceased Ground cover must be of sufficient density to expose less

than 30 percent of unstabilized ground within 90 days of
planting and at

all times thereafter OR
3d Utilize any combination of control actions 3a 3b and 3c such that

in total these actions apply to all inactive disturbed surface areas
Unpaved roads 4a Water all roads used for any vehicular traffic at least once per every two

hours of active operations OR
4b Water all roads used for any vehicular traffic once daily and restrict

vehicle speeds to 15 miles per hour OR
4c Apply chemical stabilizer to all unpaved road surfaces in sufficient

quantity and frequency to maintain stabilized surface
Open storage piles 5a Apply chemical stabilizers OR

5b Apply water to at least 80 percent of the surface area of all open storage
piles on daily basis when there is evidence of wind driven fugitive dustOR

5c Install
temporary coverings OR

Sd Install three-sided enclosure with walls with no more than 50 percent
porosity which extend at minimum to the

top of the pile
All Categories 6a Any other control measures approved by the Executive Officer and the

U.S EPA as equivalent to the methods specified in Table may be used
Source Mestre Greve Associates 2003

Pr TA 531 Final SEIRFjnal ES-SEJRSection OSect7on Air Qualii-vdoc I/23/O5
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