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GENERAL INFORMATION ABOUT THIS DOCUMENT

For individuals with sensory disabilities, this document can be made available in Braille, large
print, on audiocassette, or on computer disk. To obtain a copy in one of these alternate formats,
please call or write to California Department of Transportation, Attn: Shay Lynn Harrison, Senior
Environmental Planner, 4050 Taylor Street, San Diego, CA 92110; (619) 688-0190 Voice, or
use the California Relay Service 1 (800) 735-2929 (TTY), 1 (800) 735-2929 (Voice) or 711.

It should be noted that at a future date, the California Department of Transportation (Caltrans),
acting through the Federal Highway Administration (FHWA), may publish a notice in the Federal
Register, pursuant to 23 U.S.C. §139(l), indicating that a final action has been taken on this
program by Caltrans. If such a notice is published, a lawsuit or other legal claim would be
barred unless it is filed within 180 days after the date of the publication of the notice (or within
such shorter time period as is specific in the federal laws pursuant to which judicial review of the
federal agency action is allowed). If no notice is published, then the lawsuit or claim can be filed
as long as the periods of time provided by other federal laws that govern claims are met.
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SCH No. 2010091064
11-SD-05- KP R46.1/R49.1 (PM R28.6/R30.5)
EA 022330; PI 1100000012

MITIGATED NEGATIVE DECLARATION
Pursuant to: Division 13, Public Resources Code
Project Description

The California Department of Transportation (Caltrans), in cooperation with the City of San Diego
(City), proposes to improve the Interstate 5 (I-5)/Genesee Avenue interchange and make related
improvements to the freeway, on- and off-ramps, Voigt Drive overcrossing, and Gilman Drive
(Project).

Determination

Caltrans has prepared an Initial Study for this Project and, following public review, has determined
from this study that the Proposed Project would not have a significant effect on the environment for
the following reasons:

The Proposed Project would have no effect on agricultural resources, air quality, climate
change, community character, cultural resources, geology and soils, growth, hazardous wastes
or materials, hydrology and water quality, land use, mineral resources, population and housing,
public services, recreation, or utilities and emergency services.

The Proposed Project would have no significant impacts on traffic, aesthetics, biological
resources, temporary construction noise, or paleontology because the following measures
would reduce potential effects to insignificance:

Traffic

1. A public awareness campaign informing public about the Project and promoting alternate
modes of transportation and alternate routes.

2. Motorist information strategies, including portable changeable message signs (PCMSs)
and the Caltrans Highway Information Network (CHIN).

3. Incident management, including Construction Zone Enhanced Enforcement Project
(COZEEP), which includes assistance in moving disabled vehicles and increased
California Highway Patrol (CHP) visibility, and additional Freeway Service Patrol.

4. Various construction strategies to minimize traffic disturbance such as determining the
best times for lane or ramp closures, a “Delay Clause” that penalizes contractor for
failure to reopen lanes as specified, and coordination to avoid conflicts with other
projects or special events at nearby businesses, hospitals, of the University of California,
San Diego (UCSD).

5. Alternate route strategies may include temporary detours, traffic signal modifications,
and adjustments to ramp meters to accommodate diverted traffic.



Aesthetics

1.

Development and implementation of a comprehensive landscape concept plan. This
plan would be consistent with corridor-wide design themes developed by the office of the
District 11 Landscape Architect. This plan would include planting and irrigation layouts
that specify plant materials and container sizes. Types of landscape features would
include:

e Drought tolerant and sustainable landscape palettes.

e Trees planted between the freeway traveler’s viewpoint and retaining walls taller than
3 meters (m; 10 feet [ft]) tall, where feasible.

e Vine planting sufficient to cover 90 percent of retaining walls within five years to
reduce the visual impact of the walls and to act as a graffiti deterrent.

e Median oleanders would be replaced where they cannot be preserved.

e Slopes graded to 2:1 or flatter to sustain landscape planting and irrigation. Grading
design and operations would include techniques such as slope rounding, slope
sculpting, and variable gradients to mimic the appearance of natural topography.
Steeper slopes may be possible if they are serrated and contain benches wide
enough to accept plants from 15-gallon containers.

Bicycle lanes, pedestrian lighting, wider sidewalks and other urban amenities on the
local street sections of structures would be consistent with local Community Plan
guidelines and the corridor-wide design themes.

Lighting and signage attachments would occur at pilasters or be incorporated in other
architectural features and be consistent with corridor-wide design themes developed by
the office of the District 11 Landscape Architect.

Visible sections of retaining walls would receive color and texture treatments consistent
with corridor-wide design themes developed by the office of the District 11 Landscape
Architect.

Structure design would be enhanced with architectural features consistent with corridor-
wide design themes developed by the office of the District 11 Landscape Architect.

Retaining walls would be designed to visibly blend with graded slopes using techniques
such as slope rounding, slope sculpting, and variable gradients to mimic the appearance
of natural topography when feasible.

Enhanced landscape plantings, including more densely spaced vines, a wider variety of
vines, some with seasonal color, and more trees would be planted in front of the
retaining wall on the south side of Genesee Avenue, east of I-5, and the retaining walls
on both sides of I-5 south of Genesee Avenue, where possible.

Biological Resources

1.

Indirect impacts to sensitive habitats and species shall be mitigated by the
implementation of the following measures:



All sensitive habitats (including non-native grasslands) outside the impact areas
would be designated as environmentally sensitive areas. These environmentally
sensitive areas would be fenced with orange plastic snow fencing, and no personnel,
debris, or equipment would be allowed in the environmentally sensitive areas.
Fencing would be installed in a manner that would not impact habitats to be avoided
and such that it is clearly visible to personnel on foot and operating heavy
equipment. Fencing would be maintained throughout the construction period to
preclude human entry into the Multi-Habitat Planning Area (MHPA). No construction
activities, materials, or equipment would be permitted outside the fenced Project
footprint. Caltrans would submit the final plans for initial clearing and grubbing of
habitat and Project construction to the U.S. Fish and Wildlife Service (USFWS) for
approval, at least five days prior to initiating Project impacts (except for impacts
resulting from clearing to install temporary fencing). These final plans would include
photographs that show the fenced limits of impact and all areas to be impacted or
avoided. If work occurs beyond the fenced or demarcated limits of impact, all work
would cease until the problem has been remedied to the satisfaction of USFWS.
Any impacts that occur beyond the approved fenced area would be offset in
consultation with USFWS. Temporary construction fencing would be removed upon
Project completion.

Proposed post-construction Best Management Practices (BMPs) would include the
use of appropriate devices/techniques such as landscaping/revegetation and
vegetated swales/grass strips. Energy dissipaters would reduce the velocity and
downstream erosion potential of runoff leaving the Project area and would help
maintain pre-development velocity rates. All site design BMPs would reduce long-term
urban contaminant generation by minimizing runoff volumes and velocities, removing
accumulated contaminants, and increasing infiltration.

Bioswales would be planted with appropriate species. Slopes adjacent to developed
urban areas would be vegetated with native and drought tolerant non-invasive
species selected by the landscape architect in coordination with the biologist and
others. Interchanges located in urban areas would be landscaped with native or
ornamental non-invasive species.

Drainage from the construction area and new and proposed developed areas in and
adjacent to the preserve would not drain directly into the MHPA. Topography of the
site is such that MHPA lands directly adjacent to the project are at a higher elevation.
The Project would use biofiltration to treat road runoff prior to discharge into
receiving water bodies. The use of structural and non-structural BMPs and the
restriction of grading and paving activity during significant rain events would reduce
potential impacts associated with construction. The project design would comply
with Caltrans Municipal Stormwater Permit criteria of the State Water Resources
Control Board and the Clean Water Act Section 401 Water Quality Certification
issued by the Regional Water Quality Control Board for the Project. Erosion and
sediment control devices used for the Project, including fiber rolls and bonded fiber
matrix, would be made from biodegradable materials such as jute, with no plastic
mesh, to avoid creating a wildlife entanglement hazard.

Caltrans would ensure that the following conditions would be implemented during
Project construction:

o Contractors and construction personnel would strictly limit their activities,
vehicles, equipment, and construction materials to the fenced Project footprint;



o The Project site would be kept as clean of debris as possible. All food-related
trash items would be enclosed in sealed containers and regularly removed from
the site;

o Pets of construction personnel would not be allowed on the Project site;

o All equipment maintenance, staging, and dispensing of fuel, oil, coolant, or any
other such activities would occur within the fenced Project impacts limits. The
changing of oil, refueling, and other actions that could result in a release of a
hazardous substance would be restricted to designated areas that are a
minimum of 30.5 m (100 ft) from any drainages. Such designated areas would
be surrounded with berms, sandbags, or other barriers to further prevent the
accidental spill of fuel, oil, or chemicals. Any accidental spills would be
immediately contained, cleaned up, and properly disposed;

o Impacts from fugitive dust would be avoided and minimized through watering and
other appropriate measures; and

o Cut and fill would be balanced within the Project or the construction contractor
would identify the source or disposal location. All spoils and material disposal
will be disposed of properly.

2. Temporary and permanent impacts to Diegan coastal sage scrub (including disturbed)
would be mitigated by implementation of the following mitigation measures:

e Mitigation for temporary impacts to 0.4 ha (1.1 ac) of Diegan coastal sage scrub
(including disturbed) would include (1) temporary revegetation on site (at a 1:1 ratio)
by hydroseeding with a Diegan coastal sage scrub plant palette and (2) off-site
creation of Diegan coastal sage scrub (at a 2:1 ratio). The slopes would be
temporarily revegetated until the proposed I|-5 North Coast Corridor project is
implemented, at which time the final slopes would be permanently revegetated.

e Mitigation for permanent impacts to 1.9 ha (4.7 ac) of Diegan coastal sage scrub
(including disturbed) is proposed at a 2:1 ratio with off-site creation of Diegan
coastal sage scrub at the Pardee (Deer Canyon) Mitigation Parcel.

The draft mitigation plan for the Pardee (Deer Canyon) Mitigation Parcel has been
reviewed by the resource agencies, and the final draft has been completed and is in
review.

A perpetual biological conservation easement or other conservation mechanism
acceptable to USFWS would be recorded over the areas preserved, restored, and/or
enhanced by the Project at the Pardee (Deer Canyon) Mitigation Parcel. The
conservation mechanism would specify that no easements or activities (e.g., fuel
modification zones, public trails, drainage facilities, walls, maintenance access roads)
that would result in soil disturbance and/or vegetation removal would be allowed within
the biological conservation easement areas. Caltrans anticipates that the mitigation
parcel would be placed into a conservation easement or other conservation mechanism
prior to initiating Project impacts; however, annual reports would be provided on the
mitigation parcel’s status until the conservation mechanism has been placed.

Caltrans would prepare a perpetual long-term management, maintenance, and
monitoring plan (e.g., a Habitat Management Plan [HMP]) for the Pardee (Deer Canyon)
Mitigation Parcel. The HMP would include, but not be limited to, the following: method of
protecting the resources in perpetuity (e.g., conservation easement), monitoring
schedule, measures to prevent human and exotic species encroachment, funding



mechanism, and contingency measures if problems occur. The City has agreed to own
and manage the mitigation parcel with a management endowment that would be paid by
Caltrans, in accordance with the requirements of the TransNet Memorandum of
Agreement. Caltrans would establish a non-wasting endowment in an amount approved
by USFWS based on a Property Analysis Record or similar cost estimation method to
secure the ongoing funding for the perpetual long-term management, maintenance, and
monitoring of the biological conservation easement area by an entity approved by
USFWS. Caltrans would submit a draft HMP including a description of perpetual
management, maintenance, and monitoring actions, and the Property Analysis Record
or other cost estimation results for the non-wasting endowment to USFWS for approval.
Caltrans would submit the final HMP to USFWS and transfer the funds for the non-
wasting endowments to the appropriate management entities. Caltrans anticipates that
preparation of the HMP and transferring of the funds for the non-wasting endowment
would not occur prior to initiating Project impacts; however, annual reports would be
provided on the status until the final HMP has been provided and the endowment funds
have been transferred.

Impacts to coyote brush scrub would be minimized by implementation of the following
measures:

e Mitigation for temporary impacts to 0.1 ha (0.2 ac) of coyote brush scrub would
include off-site creation of Diegan coastal sage scrub (at a 2:1 ratio) and temporary
revegetation on site (at a 1:1 ratio) by hydroseeding with a Diegan coastal sage
scrub plant palette. The slopes would be temporarily revegetated until the proposed
I-5 North Coast Corridor project is implemented, at which time the final slopes would
be permanently revegetated.

e Mitigation for permanent impacts to 0.3 ha (0.7 ac) of coyote brush scrub is proposed
at a 2:1 ratio with off-site creation of Diegan coastal sage scrub at the Pardee (Deer
Canyon) Mitigation Parcel.

Temporary and permanent impacts to non-native grassland would be minimized by
implementation of the following measures:

e Temporary impact areas would be hydroseeded with native grassland and forb
palette for erosion control measures.

o Mitigation for permanent impacts to 3.5 ha (8.7 ac) of non-native grassland is
proposed at a 0.5:1 ratio with off-site preservation of 1.7 ha (4.4 ac) of non-native
grassland at the Pardee (Deer Canyon) Mitigation Parcel.

Mitigation for temporary (0.02 ha [0.05 ac]) and permanent impacts (0.45 ha [1.12 ac]) to
southern willow scrub is proposed at a 3:1 ratio. The southern willow scrub is
considered jurisdictional wetland by the California Department of Fish and Game
(CDFG). The off-site mitigation for southern willow scrub (including disturbed) would be
completed at the Pardee (Deer Canyon) Mitigation Parcel.

Mitigation for temporary and permanent impacts to drainage/streambed under U.S. Army
Corps of Engineers (Corps) jurisdiction is proposed at a 1:1 ratio. Mitigation for
temporary and permanent impacts to Corps jurisdictional wetland would be completed at
the Pardee (Deer Canyon) Mitigation Parcel. No net loss of wetlands would occur with
the implementation of mitigation. A total of 0.04 ha (0.09 ac) of mitigation would be
provided for impacts to Corps jurisdictional area.



The following avoidance and minimization measures would minimize impacts to special
status animal species and raptors:

Temporary and permanent impacts to Diegan coastal sage scrub habitat (including
disturbed) would be reduced through the implementation of avoidance and
minimization measures described in Measure 2 for Biological Resources.

All native vegetation, trees, and large shrubs shall be cleared outside the breeding
season of southern California rufous-crowned sparrow, northern harrier and other
raptors, and other migratory birds (February 15 through August 31) to avoid breeding
birds. If Project construction occurs during the breeding season, pre-construction
surveys and avoidance of nesting birds would be required by a biologist approved by
USFWS. If nesting southern California rufous-crowned sparrow, northern harrier or
other raptor, or other migratory birds are observed/detected within the Project limits,
construction would not be permitted to commence until the conclusion of the
breeding season (August 31), or until all young have fledged. No direct impacts to
nests are allowed during the breeding season.

All lighting (including night lighting during construction) installed in the vicinity of the
MHPA, native vegetation communities, and/or other open space areas would be
directed away or shielded to prevent light overspill. Streetlights would be low-
intensity and shielded to minimize illumination of the adjacent habitat. Night lighting
of construction areas would be of the lowest illumination necessary for human safety,
selectively placed, shielded, and directed away from natural habitats.

Implementation of the following avoidance and minimization measures would reduce
direct and indirect impacts to coastal California gnatcatcher:

Temporary and permanent impacts to gnatcatcher habitat would be reduced through
the implementation of avoidance and minimization measures described in Measures
2 and 3 for Biological Resources.

All native vegetation, trees, and large shrubs shall be cleared outside the coastal
California gnatcatcher and migratory bird breeding season (February 15 through
August 31) to avoid breeding birds. If ornamental vegetation clearing occurs during
the breeding season pre-construction surveys and avoidance of nesting birds would
be required by a biologist approved by USFWS. If nesting gnatcatchers are
observed/detected within a proposed impact area, on-site clearing would be
suspended until the end of the breeding season (August 31), or until all young have
fledged. No direct impacts from Project operations (post construction) to nests are
allowed during the breeding season.

A biologist would be present on site during initial clearing and grubbing, as well as
weekly during Project construction located within 152 m (500 ft) of off-site
gnatcatcher habitat to ensure compliance with all conservation measures. The
Project biologist would be familiar with the habitats, plants, and wildlife in the Project
area to ensure that issues relating to biological resources are appropriately and
lawfully managed.

To minimize construction noise impacts to nesting gnatcatchers, all pile driving for
the Project that would occur near habitats that support gnatcatchers would be
conducted between September 1 and February 14 to avoid the gnatcatcher breeding
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season (or sooner than September 1 if the Project biologist can demonstrate to the
satisfaction of USFWS that all nesting is complete).

9. Implementation of the following avoidance and minimization measures would reduce
impacts associated with invasive species:

Noise

A qualified biologist would review the Project landscape concept plans to ensure that
no invasive species (as listed in the California Invasive Plant Inventory) are included.

A biological monitor would educate construction crews (prior to construction) on the
benefits of cleaning equipment prior to ingress and egress.

Upon completion of grading, all areas of temporary disturbance would be
revegetated with native species or ornamental landscaping to limit colonization by
invasive species.

Following installation of revegetation and landscaping, such areas would be
monitored and maintained to minimize invasive species.

In compliance with Executive Order 13112, and subsequent guidance from the
FHWA, the landscaping and erosion control included in the Project would not use
species listed as noxious weeds. In areas of particular sensitivity, extra precautions
would be taken if invasive species are found in or adjacent to the construction areas.
Such precautions could include the inspection and cleaning of construction
equipment and eradication strategies to be implemented should an invasion occur.

To avoid unnecessary annoyances from construction noise, the following construction noise
control measures would be implemented:

Compliance with Caltrans’ Standard Specifications 7-1.011 (2006d) Sound Control
Requirements. “The contractor would comply with all local sound control and noise
level rules, regulations and ordinances which apply to any work performed pursuant
to the contract. Each internal combustion engine, used for any purpose on the job or
related to the job, would be equipped with a muffler of a type recommended by the
manufacturer. No internal combustion engine would be operated on the project
without said muffler.”

Idling equipment would be turned off.
A noise-control monitoring program would be implemented to limit the impacts.

Noisier operations would be performed during the times least sensitive to receptors.

Paleontology

1. The following mitigation measures would effectively avoid or address potential impacts
to paleontological resources from the Project.

A qualified principal paleontologist (Master of Science [M.S.] or Doctor of Philosophy
[Ph.D.] in paleontology or geology familiar with paleontological procedures and
techniques) would be retained to be present at pre-grading meetings to consult with
grading and excavation contractors.

A paleontological monitor, under the direction of the qualified principal paleontologist,
would be on site to inspect cuts for fossils at all times during original grading
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involving sensitive geologic formations. As grading progresses, the qualified
paleontologist and paleontological monitor would have the authority to reduce the
scope of the monitoring program to an appropriate level if it is determined that the
potential for impacts to paleontological resources are lower than anticipated.

When fossils are discovered, the paleontologist (or paleontological monitor) would
recover them. Construction work in these areas would be halted or diverted to allow
recovery of fossil remains in a timely manner. During the monitoring and recovery
phases, the paleontologist (or paleontological monitor) would routinely collect
stratigraphic data to provide a stratigraphic context for any recovered fossils.

During the monitoring and recovery phases, the paleontologist (or paleontological
monitor) would routinely collect stratigraphic data to provide a stratigraphic context
for any recovered fossils.

Fossil remains collected during the monitoring and salvage portion of the mitigation
program would be cleaned, repaired, sorted and cataloged.

Prepared fossils, along with copies of all pertinent field notes, photos and maps,
would then be deposited in a scientific institution with paleontological collections.

A final report would be completed that outlines the results of the mitigation program.

Bruce L. April

Deputy District Director, Environmental

District 11

California Department of Transportation
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CALIFORNIA DEPARTMENT OF TRANSPORTATION
FINDING OF NO SIGNIFICANT IMPACT
FOR

Interstate 5/Genesee Avenue Interchange Reconstruction Project

The California Department of Transportation (Caltrans) has determined that the Build Alternative
will have no significant impact on the human environment. This Finding of No Significant Impact
(FONSI) is based on the attached Environmental Assessment (EA) which has been
independently evaluated by Caltrans and determined to adequately and accurately discuss the
need, environmental issues, and impacts of the proposed project and appropriate mitigation
measures. It provides sufficient evidence and analysis for determining that an Environmental
Impact Statement (EIS) is not required. Caltrans takes full responsibility for the accuracy,
scope, and content of the attached EA (and other documents as appropriate).

The environmental review, consultation, and any other action required in accordance with
applicable Federal laws for this project is being, or has been, carried-out by Caltrans under its
assumption of responsibility pursuant to 23 U.S.C. 327.

{é ‘//Z/,-"// /f.'\/;) ,z;--zz:,? ?;,;//

Date of Approval Bruce L. April
Deputy District Director, Environmental
District 11
California Department of Transportation
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Summary

SUMMARY
S.1  INTRODUCTION

The California Department of Transportation (Caltrans), as assigned by the Federal Highway
Administration (FHWA), and in cooperation with the City of San Diego (City), proposes to improve
the Interstate 5 (I-5)/Genesee Avenue interchange and make related improvements to the freeway,
on- and off-ramps, Voigt Drive overcrossing, and Gilman Drive. The proposed I-5/Genesee
Interchange Reconstruction Project is hereafter referred to as “Project.” Caltrans is the lead
agency for California Environmental Quality Act (CEQA) compliance and for National
Environmental Policy Act (NEPA) compliance of the Project pursuant to 23 U.S.C. 327.

The Project is included in the San Diego Association of Governments (SANDAG) 2030 San
Diego Regional Transportation Plan: Pathways for the Future (2030 RTP) adopted on
November 30, 2007 (SANDAG 2007) and the Financially Constrained 2010 Regional
Transportation Improvement Program (2010 RTIP) adopted on December 14, 2010 (SANDAG
2010). The total project cost (in 2010 dollars) is estimated at $145 million pursuant to 23 U.S.C.
327.

S.2 OVERVIEW OF PROJECT STUDY AREA

The Project study area encompasses a segment of the I-5 corridor that extends approximately
3.0 kilometers (km; 1.9 miles [mi]) between the La Jolla Village Drive northbound
on-ramp/southbound off-ramp to the south at kilometer post (KP) R46.1 (post mile [PM] R28.6)
and the Sorrento Valley Road interchange to the north at KP R49.1 (PM R30.5), a segment of
Genesee Avenue that extends approximately 1.0 km (0.6 mi) from Science Center Drive to the
Scripps Memorial Hospital entrance driveway, a segment of Voigt Drive that extends
approximately 0.5 km (0.3 mi) in length, and a segment of Gilman Drive that extends
approximately 0.3 km (0.2 mi) in length.

The Project site is located in western San Diego County, within the City’s University City
Community Plan area, which is located in the central western portion of the City. The Project site is
approximately 2.4 km (1.5 mi) east of the Pacific Ocean and 5.5 km (3.4 mi) north of State Route
52. The Project area includes a portion of I-5, a major north-south freeway. Within the Project
study area, I-5 is an eight-lane divided freeway with four lanes in each direction that are each 3.6
meters (m; 12 feet [ft]) in width. The inside shoulders are approximately 2.4 m (8 ft) wide, while the
outside shoulders are approximately 3.0 m (10 ft) wide. The existing median is approximately 5.9
m (19 ft) wide and is unpaved beyond the shoulders. The horizontal alignment of I-5 is relatively
straight between La Jolla Village Drive and Genesee Avenue and then curves gently to the east,
north of Genesee Avenue. The vertical alignment of the freeway slopes upward at a 1.6-percent
grade from La Jolla Village Drive to just south of the Voigt Drive overcrossing, and then slopes
downward at a 3-percent grade to the north end of the Project study area.

Interstate 5/Genesee Interchange Reconstruction Project IS/EA S-1
June 2011
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S.3 PURPOSE AND NEED

Purpose of the Project

The purpose of the Project is to:

e Complete the continuity of Genesee Avenue as a six-lane primary arterial facility from
North Torrey Pines Road to Regents Road, as identified in the University Community
Plan

e Improve traffic flow and reduce congestion on Genesee Avenue and at the I-5/Genesee
Avenue interchange

e Provide improvements of sufficient length to effectively address environmental matters
and traffic concerns

e Not preclude the ultimate I-5 freeway condition’

¢ Allow the widened Genesee Avenue overcrossing to meet current Caltrans standards for
vertical clearance

e Improve general access and mobility within the University area, including bike and
pedestrian access at the I-5/Genesee Avenue interchange

Need for the Project

The need for the Project arises from freeway, roadway, and intersection current capacities,
which are mostly unacceptable; future transportation demands; a roadway that is not up to
current Caltrans and City standards; and modal interrelationships and system linkages, as
discussed in this section.

Capacity and Transportation Demand

The 1-5/Genesee Avenue interchange currently experiences considerable congestion during
peak-hour periods, resulting in unacceptable levels of service (LOS) and congested conditions.
The terminology "level of service" is used to provide a "qualitative" evaluation based on certain
"quantitative" calculations that are related to empirical values associated with the roadway or
intersection capacity. LOS is a measure developed in the Highway Capacity Manual as a
means for documenting the performance of roadways and intersections. LOS A is defined as
excellent while LOS F is defined as poor or unacceptable. LOS E and F are unacceptable for
the City of San Diego. Vehicle queues at both I-5 ramp intersections with Genesee Avenue
currently exceed storage lengths of lanes during morning, midday, and evening peak hours.
These queues impede traffic flows and contribute to congestion in the Project area. In addition,
the segment of Genesee Avenue between the southbound I-5 ramps and the northbound I-5
ramps currently operates at an unacceptable LOS.

Existing operations at the Genesee Avenue interchange are not up to current Caltrans and City
standards and will worsen over time as a result of growth and associated traffic volume
increases in the Project area. Specifically, the San Diego County region is anticipated to

The ultimate configuration for this segment of I-5, after the implementation of the Proposed Project and the full
implementation of the 1-5 North Coast Corridor project, would consist of one high-occupancy vehicle lane, one
auxiliary lane, and five general purpose lanes in each direction as indicated in the ultimate layout plan for the I-5
North Coast Corridor project.

Interstate 5/Genesee Interchange Reconstruction Project IS/EA S-2
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increase from a population of approximately 3.1 million in 2004 to 4.0 million in 2030 and the
University community is expected to increase from a population of approximately 54,100 in 2007
to 61,300 in 2030 (SANDAG 2008). The following paragraph highlights how the Project area is
not up to current Caltrans and City standards using Year 2030 No Build conditions as an
example.

According to the Traffic Operational Analysis (2008), under the Year 2030 No Build conditions,
both I-5 intersections with Genesee Avenue would operate at LOS F with significant delays
during the morning and evening peak periods. Both intersections would operate at approaching
or above capacity during morning, mid-day, and evening peak hours based on intersection lane
vehicle (ILV) methodology. Also under Year 2030 No Build conditions, all ramp merge/diverge
locations would operate at LOS F in at least one of the peak periods analyzed. The segment of
Genesee Avenue between the southbound I-5 ramps and northbound [-5 ramps would operate
at LOS F. Lastly, in the Year 2030 No Build conditions, both the mainline and weaving2
volumes would be over capacity for the southbound I-5 weave in the morning and evening peak
periods and for the northbound I-5 weave in the evening peak period. Only the weaving
volumes would be over capacity for the northbound I-5 weave in the morning peak period,
instead of the mainline and weaving volumes being over capacity as in the previously discussed
scenarios.

Roadway Deficiencies

The Project proposes to widen the Genesee Avenue overcrossing structure to increase the
roadway LOS to current City standards. The existing Genesee Avenue overcrossing structure
has a vertical clearance of 4.6 m (15.2 ft). This vertical clearance does not meet current
Caltrans’ standards. Current standards require a vertical clearance of 5.1 m (16.5 ft). Due to
this existing vertical shortage, any widening of the existing structure would also not meet vertical
clearance standards. Therefore, the Project proposes to replace the existing bridge with a wider
structure that conforms to Caltrans’ vertical clearance standards. The new overcrossing would
be increased from 23.2 m (76.1 ft) to 47.2 m (154.9 ft) in width. Additionally, the existing
overcrossing structure is not long enough to span the ultimate width of the planned I-5 widening
improvements. Such freeway widening improvements would not occur as part of the Project,
but are planned by Caltrans as a separate future project. Therefore, the proposed structure
would be lengthened from 73.3 m (240.5 ft) to 91.8 m (301.2 ft), which would not preclude the
ultimate I-5 freeway condition. The increased structure length would increase the depth of the
structure. The increased structure depth and the current non-standard vertical clearance,
combined with the need to maintain falsework clearance during construction and maintain
current vertical clearance requirements in the future if I-5 is widened, require that the profile
along Genesee Avenue be raised. The height of the bridge deck would be increased from 6.1
m (20.0 ft) to 10.3 m (33.8 ft) and the proposed vertical clearance when this Project is complete
would be 6.8 m (22.2 ft). The vertical clearance would be decreased if I-5 is widened in the
future, but would continue to meet current vertical clearance requirements.

Modal Interrelationships and System Linkages
The Project area has a large concentration of business/employment land uses in the region.

Maintaining or improving the accessibility of and mobility within this area is essential to the
continued economic health of the region. Genesee Avenue is designated as a Regionally

2 Weaving is defined as the crossing of two or more traffic streams traveling in the same general direction along a
significant length of highway.

Interstate 5/Genesee Interchange Reconstruction Project IS/EA S-3
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Significant Arterial by SANDAG and is part of the Regionally Significant Transportation Network,
which consists of interstate freeways, state highways, arterial corridors, and regional transit
services, as well as arterial streets that accommodate larger volumes of traffic. All of these
multi-modal facilities and services are considered essential to meeting the mobility and
accessibility goals of the region. The Project would include the appropriate length of roadway
and freeway improvements considering the existing and anticipated future environmental and
traffic conditions of the regional transportation network. Specifically, the Project would be of
sufficient length to provide a connecting link to facilitate traffic circulation between the east and
west sides of I-56. The length of the Genesee Avenue overcrossing would allow for anticipated
future freeway widening.

In addition, the Project would allow for future planned improvements to the transportation
system, and would not preclude the ultimate |-5 freeway condition. Project features have been
designed to be compatible with and allow for such future planned improvements in the Project
area. Proposed overcrossings, ramp improvements, auxiliary lanes, and road improvements
would provide for the ultimate improved |-5 configuration, inclusive of High Occupancy Vehicle
(HOV) lanes. Additionally, bicycle and pedestrian facilities are proposed that would be
consistent with planned multi-modal transportation facilities and goals in the Project area.

S.4 PROJECT DESCRIPTION

Proposed Build Alternative (Project)

The Project would reconstruct the 1-5/Genesee Avenue interchange to accommodate widening
of Genesee Avenue and meet vertical clearance requirements for the overcrossing.
Construction of the Project would not preclude the ultimate I-5 freeway condition. The Project
would replace the existing Genesee Avenue four-lane overcrossing with a new six-lane
overcrossing. The new overcrossing structure would be wider, longer, and higher than the
existing structure, and would be shifted slightly to the north (the centerline would shift
approximately 16.1 m [53 ft]) so that the existing overcrossing could continue to carry traffic
during construction of the new overcrossing. The four ramps at the Genesee Avenue
interchange also would be widened and lengthened to accommodate increased (future year
[2030]) traffic flows and the proposed overcrossing structure.

The Project includes the addition of auxiliary lanes in both directions between the Genesee
Avenue ramps and the adjacent ramps for La Jolla Village Drive and Sorrento Valley Road. A
ramp meter would be installed at the Sorrento Valley Road southbound on-ramp to control the
volume of potential weaving traffic coming from Sorrento Valley Road during peak periods.
Along with the ramp meter, two additional lanes would be added, including an HOV bypass.
One additional lane would be added to the Sorrento Valley Road northbound off-ramp.

Implementation of the auxiliary lanes between Genesee Avenue and La Jolla Village Drive
would require replacement of the Voigt Drive overcrossing. The Voigt Drive overcrossing
structure would be designed such that it does not preclude implementation of other currently
planned roadway and transit improvements at that location. The future projects that are
currently being planned are the ultimate widening of I-5 and direct access ramps® under the
proposed I-5 North Coast Corridor project and a Light Rail Transit (LRT) crossing of |-5 adjacent
to Voigt Drive under the Mid-Coast Corridor project. To account for these future projects, the

% Direct access ramps provide direct access from roadways to high-occupancy vehicle lanes in the center of the
freeway.
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Voigt Drive overcrossing would be lowered, lengthened, and widened. The existing Voigt Drive
overcrossing has a vertical clearance of 9.1 m (29.8 ft), which is higher than the required vertical
clearance of 5.1 m (16.5 ft). The Project proposes to lower the profile of Voigt Drive and provide
a 6.0 m (19.7 ft) vertical clearance. Lowering the profile of the Voigt Drive overcrossing would
allow for improved profile geometry on the planned direct access ramps that would tie into the
Voigt Drive overcrossing. Lowering the profile of the Voigt Drive overcrossing also would allow
for the planned LRT crossing of I-5 to be grade separated from the planned direct access
ramps. The new structure also would be longer to account for the future planned widening of I-5
under the proposed I-5 North Coast Corridor project and an LRT crossing of I-5 adjacent to
Voigt Drive under the Mid-Coast Corridor project. The new Voigt Drive overcrossing would be
constructed slightly to the north (the centerline would shift approximately 11.2 m [36.7 ft]) so that
the existing overcrossing could continue to carry traffic during construction of the new
overcrossing. The Project also includes realignment of a portion of Gilman Drive and
modifications to its intersection with Voigt Drive.

The Project would be designed to accommodate pedestrian and bicycle traffic, as well as
vehicular traffic, within the Project corridor. The proposed overcrossing structure would include
a Class Il bike lane” that is 1.8 m (6 ft) wide in each direction. The City of San Diego Bicycle
Master Plan also identifies an existing Class Ill bike route® along the shoulders of I-5 connecting
Genesee Avenue and Sorrento Valley Road. The proposed interchange improvements would
include a two-way Class | bike path® along the southbound I-5 shoulder with a barrier separating
the bike path from the vehicular traffic. Accordingly, the proposed improvements would include
a bicycle and pedestrian link between the eastern and western sides of -5 and would be
consistent with planned multi-modal transportation facilities and goals in the Project area.

Both the Genesee Avenue and Voigt Drive overcrossings would be improved for bicyclist and
pedestrian access and operations. The Genesee Avenue interchange would include a sidewalk
that is 2 m (6.6 ft) wide on the north side of Genesee Avenue, bike lanes in both directions,
striped/signalized pedestrian crossings and Americans with Disabilities Act- (ADA-) compliant
pedestrian ramps at each intersection. The Voigt Drive overcrossing would include sidewalks
and bike lanes. Existing free-right turns at the Genesee Avenue interchange would be removed
to avoid conflicts with pedestrian and bicycle traffic.

The Project also would involve the relocation of existing utilities that are located on the Genesee
Avenue and Voigt Drive overcrossings. These utilities would be re-installed on the replacement
overcrossings.

It is anticipated that construction staging would occur in a disturbed area between the Sorrento
Valley Road southbound on-ramp and the I-5 freeway that was previously used for construction
staging for the I-5/Interstate 805 (I-805) merge. Other construction staging areas and access
routes would be located within disturbed or developed areas within Caltrans right-of-way (R/W).

It is anticipated that construction of the Project would not require borrow. A portion of the
excess soil would be used as an earthen buttress to stabilize an ancient landslide in the
northwest quadrant of the I-5/Genesee Avenue interchange as part of this Project. The

* A Class Il bike lane shares the right-of-way with a roadway or walkway. It is indicated by a bikeway pictograph on
the pavement and a continuous stripe on the pavement or separated by a continuous or intermittent curb or other
low barrier.

® A Class Il bike route shares the right-of-way with a roadway or walkway. It is not indicated by a continuous stripe
on the pavement or separated by any type of barrier, but it is identified as a bikeway with signs.

® A Class I bike path is intended for the exclusive use of bicycles. While it may parallel a roadway, it is physically
separated by distance or a vertical barrier.
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remainder of the excess soil would be disposed of off site in accordance with Caltrans’ standard
specifications.

The Project would be landscaped in accordance with the measures identified in the Visual
Impact Analysis and the proposed I-5 North Coast Corridor Project Design Guidelines.
Architectural features, textures, integral concrete colors, and the creative use of materials would
be used in the Project to create shadow lines and relief, and to reduce apparent scale.
Enhanced surface materials such as mosaic tile and weathering steel may also be used if it
meets the community design goals. Trees, shrubs, and vines would be used to provide erosion
control and to prevent graffiti.

It is anticipated that the Proposed Project would be constructed in two phases. The first phase
would include reconstruction of the [-5/Genesee interchange, the addition of auxiliary lanes
north of Genesee Avenue, and improvements to the Sorrento Valley Road on- and off-ramps.
The second phase of Project construction would include the addition of auxiliary lanes south of
Genesee Avenue, replacement of the Voigt Drive overcrossing, and realignment of Gilman
Drive. Per the Traffic Management Plan, construction phases would be split up into stages.
Phase 1 (construction of the I-5/Genesee Avenue interchange) would include four stages and
Phase 2 (construction of Voigt Drive and Gilman Drive) would include three stages. Stages
would be coordinated to minimize impacts to traffic flows. Construction of the first phase is
anticipated to begin in 2014 and to be completed in 2016. Construction of the second phase
would begin between 2015 and 2020 to coincide with the schedule for the proposed I-5 North
Coast Corridor project and is expected to last two years.

No Build Alternative

Under the No Build Alternative, none of the proposed improvements would be implemented, and
the 1-5/Genesee Avenue interchange would remain in its current configuration. This alternative
would not address the fact that existing and projected operations at the Genesee Avenue
interchange are not up to Caltrans and City standards. It is expected that current and future
development in the area would generate ftraffic volumes far beyond what the I-5/Genesee
Avenue interchange can accommodate in its existing configuration. The Project, which is
consistent with regional goals in SANDAG’s Regional Comprehensive Plan (RCP) and planned
transportation facilities within the University City community and along the 1-5 corridor, would not
be implemented, and existing congestion would be exacerbated through growth planned in the
City and in the region in general.

S.5 PERMITS AND APPROVALS NEEDED

The following permits, reviews, and approvals would be required for Project construction:

Table S-1
REQUIRED PERMITS AND APPROVALS

Agency Permit/Approval Status
California Coastal Commission | Consolidated Coastal Development Permit Pending
United States Fish and Wildlife Section 7 Consultation for threatened and Completed
Service (USFWS) endangered species P
United States Army Corps of Clean Water Act Section 404 Nationwide Pendin
Engineers Permit 9
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Table S-1 (cont.)
REQUIRED PERMITS AND APPROVALS

Agency Permit/Approval Status

California Department of Fish Section 1602 Streambed Alteration Pendin
and Game Agreement 9
Section 401 Water Quality Certification Pending

San Diego Regional Water .
Quality Control Board (RWQCB) Conformance with General Groundwater

Extraction Waste Discharge Permit
Conformance with Caltrans Permit for
Storm Water Discharges From Caltrans Active
Properties, Facilities, and Activities
General Construction Activity Storm Water
Permit

Pending

State Water Resources Control
Board (SWRCB)

Active

California Public Utilities

Commission Utility Construction Permit Request Pending

S.6 PROJECT IMPACTS

Project impacts associated with the Project that are analyzed in this document include those
relating to land use; growth; community impacts; utilities and emergency services; traffic and
transportation/pedestrian and bicycle facilities; visual/aesthetics; cultural resources; hydrology
and floodplain; water quality and storm water runoff, geology/soils/seismic/topography;
paleontological resources; hazardous waste/materials; air quality; noise and vibration; and
biological resources, including natural communities, wetlands and other waters, plant and
animal species, threatened and endangered species, invasive species, cumulative, and climate
change. Table S-2 provides a complete summary of potential impacts and avoidance,
minimization, and/or mitigation measures of the Project and the No Build Alternative.

Revisions in the Project plans would avoid the effects or mitigate the effects to an acceptable
level and there is no substantial evidence, in light of the whole record before the agency, that
the Project may have a substantial adverse effect on the environment.
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Chapter 1.0 Proposed Project

CHAPTER 1.0 - PROPOSED PROJECT
1.1 INTRODUCTION

The California Department of Transportation (Caltrans), as assigned by the Federal Highway
Administration (FHWA), and in cooperation with the City of San Diego (City), proposes to improve
the Interstate 5 (I-5)/Genesee Avenue interchange and make related improvements to the freeway,
on- and off-ramps, Voigt Drive overcrossing, and Gilman Drive. The proposed I-5/Genesee
Interchange Reconstruction Project is hereafter referred to as the “Project.” Caltrans is the lead
agency for California Environmental Quality Act (CEQA) compliance and for National
Environmental Policy Act (NEPA) compliance of the Project pursuant to 23 U.S.C. 327. The Project
study area encompasses a segment of the |-5 corridor between the La Jolla Village Drive
northbound on-ramp/southbound off-ramp to the south at kilometer post (KP) R46.1 (post mile [PM]
R28.6) and the Sorrento Valley Road interchange to the north at KP R49.1 (PM 30.5) that is
approximately 3.0 kilometers (km; 1.9 miles [mi]) long, a segment of Genesee Avenue from
Science Center Drive to the Scripps Memorial Hospital entrance driveway that is approximately 1.0
km (0.6 mi) long, a segment of Voigt Drive that is approximately 0.5 km (0.3 mi) long, and a
segment of Gilman Drive that is approximately 0.3 km (0.2 mi) long. The Project site’s regional
location and vicinity are shown in Figures 1-1 and 1-2, respectively.

The Project is located in western San Diego County, within the City’s University City Community
Plan area, which is located in the central western portion of the City. The Project site is
approximately 2.4 km (1.5 mi) east of the Pacific Ocean and 5.5 km (3.4 mi) north of State Route
52. The Project area includes a portion of the I-5 corridor, a major north-south freeway facility that
begins at the California/Mexico border in San Ysidro and continues north to the
Washington/Canada border. |-5 is part of the National Highway System and provides for interstate
and international mobility of goods and people. Within the Project study area, I-5 is an eight-lane
divided freeway with four lanes that are 3.6 meters (m; 12 feet [ft]) wide in each direction. The
inside shoulders are approximately 2.4 m (8 ft) wide, while the outside shoulders are approximately
3.0 m (10 ft) wide. The existing median is approximately 5.9 m (19 ft) wide and is unpaved beyond
the shoulders. The horizontal alignment of I-5 is relatively straight between La Jolla Village Drive
and Genesee Avenue and then curves gently to the east, north of Genesee Avenue. The vertical
alignment of the freeway slopes upward at a 1.6-percent grade from La Jolla Village Drive to just
south of the Voigt Drive overcrossing, and then slopes downward at a 3-percent grade to the north
end of the Project study area.

Genesee Avenue was constructed in the 1960s as a four-lane road with a median that is 5.5 m
(18 ft) wide. The existing Genesee Avenue overcrossing structure (BR-57-0527) at I-5 was
constructed in 1966 with four travel lanes, left-turn lanes (eastbound Genesee Avenue to
northbound I-5 on-ramp and westbound Genesee Avenue to southbound I-5 on-ramp), and a
median that is 0.6 m (2 ft) wide. The overcrossing is a four-span, cast-in-place, pre-stressed,
reinforced concrete structure with an overall span of 73.3 m (240.5 ft). The structure is
approximately 23.2 m (76.1 ft) wide. The existing Genesee Avenue overcrossing structure has
a vertical clearance of 4.6 m (15.2 ft) which prevents the overcrossing from being widened
without compromising the Caltrans’ vertical clearance requirements. The |-5/Genesee Avenue
interchange is a four-quadrant diamond interchange with Genesee Avenue crossing over [-5.
Traffic controls at the ramp intersections are signalized with free-right turns at all on- and off-
ramps.

The University City Community Plan (hereafter referred to as “Community Plan;” July 7, 1987,
and last updated in 1990) identifies Genesee Avenue as a six-lane primary arterial from North
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Torrey Pines Road to Regents Road. The Community Plan identifies four separate projects to
widen Genesee Avenue to its designated six-lane configuration. None of the projects, however,
specifically identify improvements to the overcrossing structure. Within the Project study area,
Genesee Avenue from North Torrey Pines Road to I-5 (west of I-5) and from I-5 to Campus
Point Drive (east of I-5) is a six-lane roadway. This leaves the widening of the overcrossing
structure as the last remaining element in the construction of the six-lane primary arterial portion
of Genesee Avenue identified in the Community Plan.

The existing overcrossing has become a choke point resulting in considerable traffic congestion
during the morning and evening peak travel periods. These congested operating conditions
affect mobility within the University City area (east/west access across |-5), as well as access
to/from the Project area via I-5 and the Genesee Avenue interchange.

Planning for improvements to the Genesee Avenue overcrossing/interchange to eliminate this
choke point began in the mid 1980s. Several studies and a Project Study Report (PSR) were
prepared to evaluate various possible improvements to the Genesee Avenue interchange.
These studies were eventually superseded by a more comprehensive PSR' (approved by the
San Diego Association of Governments [SANDAG] in January 2005) that evaluated
improvements to the Sorrento Valley Road interchange to the north and the connecting section
of I-5 in coordination with improvements to the Genesee Avenue interchange.

The total project cost (in 2010 dollars) is estimated at $145 million.
1.2 PURPOSE AND NEED

1.2.1 Purpose of the Project

The purpose of the Project is to:

e Complete the continuity of Genesee Avenue as a six-lane primary arterial facility from
North Torrey Pines Road to Regents Road, as identified in the University Community
Plan

e Improve traffic flow and reduce congestion on Genesee Avenue and at the I-5/Genesee
Avenue interchange

e Provide improvements of sufficient length to effectively address environmental matters
and traffic concerns

¢ Not preclude the ultimate I-5 freeway condition

¢ Allow the widened Genesee Avenue overcrossing to meet current Caltrans standards for
vertical clearance

e Improve general access and mobility within the University area, including bike and
pedestrian access at the I-5/Genesee Avenue interchange

1.2.2 Need for the Project

The need for the Project arises from freeway, roadway, and intersection current capacities,
which are mostly unacceptable; future transportation demands; a roadway that is not up to

' |-5 Corridor/Sorrento Valley Road and Genesee Avenue Interchanges Project Study Report, URS, October 2004.
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current Caltrans and City standards; and modal interrelationships and system linkages, as
discussed in this section.

Capacity and Transportation Demand

Capacity

A traffic operational analysis (2008) was prepared for the Project, pursuant to methodology
defined in the 2000 Highway Capacity Manual (HCM; Transportation Research Board 2000) and
Caltrans standards. The ftraffic report analyzes traffic conditions at roadway segments,
intersections, freeway ramps, and freeway segments (including merge/diverge and weaving) in
the Project area under existing and future conditions.

The |-5/Genesee Avenue interchange currently experiences congestion during peak-hour
periods, resulting in unacceptable levels of service (LOS) and congested conditions. Figure
2.5-1 depicts the relative levels of congestion and speed associated with each LOS grade. The
northbound I-5 ramps/Genesee Avenue intersection currently operates at LOS F during the
morning and evening peak-hour periods, and the southbound I-5 ramps/Genesee Avenue
intersection currently operates at LOS E during the evening peak-hour period. Using the
intersection lane vehicle (ILV) procedure, both I-5 ramp intersections with Genesee Avenue
were determined to currently operate near or below capacity during all peak-hour periods.

Vehicle queues at both I-5 ramp intersections with Genesee Avenue currently exceed storage
lengths of lanes during morning, mid-day, and evening peak hours. On the existing Genesee
Avenue overcrossing, vehicle queues occur in the eastbound and westbound direction, causing
queue lengths to extend past the overcrossing approaches onto Genesee Avenue and the I-5
off-ramps. Lengthy queues also occur on the I-5 northbound and southbound off-ramps at
Genesee Avenue during peak hours, resulting in queues that back up into the I-5 main lines.
These queues impede traffic flows and contribute to congestion in the Project area. In addition,
the roadway segment of Genesee Avenue between the southbound [-5 ramps and the
northbound I-5 ramps currently operates at an unacceptable LOS (LOS E).

It is noted that some of the aforementioned issues are related to the fact that the City of San
Diego recently widened Genesee Avenue from four to six lanes between I-5 and Campus Point
Drive; however, the City did not widen the freeway overcrossing structure or Genesee Avenue
within the Caltrans right-of-way (R/W). This has caused these locations to be pinch points (or
“chokepoints”) and has resulted in LOS and operations that are not up to current Caltrans and
City standards, as previously described.

Existing operations at the Genesee Avenue interchange are not up to current Caltrans and City
standards and will worsen over time as a result of growth and associated traffic volume
increases in the Project area. The following paragraph highlights how the Project area is not up
to current Caltrans and City standards using Year 2030 No Build conditions as an example.
Under these conditions, both intersections would operate at LOS F during the morning and
evening peak periods. Both |-5 ramp intersections with Genesee Avenue would operate at
approaching or above capacity during morning, mid-day, and evening peak hours based on ILV
methodology. Also under Year 2030 No Build conditions, all ramp merge/diverge locations
would operate at LOS F in at least one of the peak periods analyzed. The segment of Genesee
Avenue between the southbound I-5 ramps and northbound [-5 ramps would operate at LOS F.
Lastly, in the Year 2030 No Build conditions, both the mainline and weaving volumes would be
over capacity for the southbound I-5 weave in the morning and evening peak periods and for the
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northbound I-5 weave in the evening peak period. Only the weaving volumes would be over
capacity for the northbound I-5 weave in the morning peak period, instead of the mainline and
weaving volumes being over capacity as in the previously discussed scenarios.

Vehicle queues at the I-5 southbound and northbound ramps at Genesee Avenue under 2030
conditions would continue to impede traffic flows along Genesee Avenue and the I-5 ramps at
Genesee Avenue, and would spill over into the I-5 mainlines.

Transportation Demand

Development within the Project area has resulted in population growth and associated traffic
that has and will continue to increase demand and capacity on the surrounding roadway and
freeway system. Between 2004 and 2030, the San Diego region’s population is projected to
increase by 32 percent, with an increase of approximately one million people. Within that same
period, the population within the University community is projected to increase 11 percent.
Residential and employment densities in the University community are also expected to
increase by 4 percent and 6 percent, respectively (SANDAG 2006b). These population
increases and resultant demand for additional housing, employment, and public facilities will
encumber the existing transportation system by adding additional vehicles to the roadway and
freeway system in the Project area. Additional vehicles would cause the existing issues to
worsen and the demand for roadway and freeway capacities to increase.

Roadway Deficiencies

The Project proposes to widen the Genesee Avenue overcrossing structure to increase the
roadway LOS to current City standards. The existing Genesee Avenue overcrossing structure
has a vertical clearance of 4.6 m (15.2 ft). This vertical clearance does not meet current
Caltrans’ standards. Current standards require a vertical clearance of 5.1 m (16.5 ft). Due to
this existing vertical shortage, any widening of the existing structure would also not meet vertical
clearance standards. Therefore, the Project proposes to replace the existing bridge with a wider
structure that does conform to Caltrans’ vertical clearance standards. The new overcrossing
would be increased from 23.2 m (76.1 ft) to 47.2 m (154.9 ft) in width. Additionally, the existing
overcrossing structure is not long enough to span the ultimate width of the planned I-5 widening
improvements. Such freeway widening improvements would not occur as part of the Project,
but are planned by Caltrans as a separate future project. Therefore, the proposed structure
would be lengthened from 73.3 m (240.5 ft) to 91.8 m (301.2 ft), which would not preclude the
ultimate I-5 freeway condition. The increased structure length would increase the depth of the
structure. The increased structure depth and the current non-standard vertical clearance,
combined with the need to maintain falsework clearance during construction and maintain
current vertical clearance requirements in the future when I-5 is widened, require that the profile
along Genesee Avenue be raised. The height of the bridge deck would be increased from
6.1 m (20.0 ft) to 10.3 m (33.8 ft) and the proposed vertical clearance when this Project is
complete would be 6.8 m (22.2 ft). The vertical clearance would be decreased once I-5 is
widened in the future, but would continue to meet current vertical clearance requirements.
Refer to the Subchapter 1.4, Project Description, for additional details.

Modal Interrelationships and System Linkages
The Project area has a large concentration of business/employment land uses. Maintaining or

improving the accessibility of and mobility within this area is essential to the continued economic
health of the region. 1-5 is a part of the National Highway System and Federal Surface
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Transportation Assistance Act “National Network” route for oversized trucks, and provides a
significant corridor for the movement of goods and people. The Community Plan identifies
Genesee Avenue as an essential facility and a primary auto-oriented street that provides access
and mobility within the Project area. Furthermore, Genesee Avenue is designated as a
Regionally Significant Arterial by SANDAG and is part of the Regionally Significant
Transportation Network, which primarily consists of interstate freeways, state highways, arterial
corridors, and regional transit services, as well as arterial streets that accommodate larger
volumes of traffic. All of these multi-modal facilities and services are considered essential to
meeting the mobility and accessibility goals of the region.

Project implementation would complete the planned widening of Genesee Avenue to its six-lane
arterial classification, as designated in the Community Plan. The Project would replace the
existing Genesee Avenue overcrossing to accommodate six travel lanes, which would connect
to the existing six-lane segment of Genesee Avenue to the west and the six-lane segment of
Genesee Avenue east of the overcrossing. The Project, therefore, would be a connecting link to
facilitate traffic circulation between the east and west sides of the |-5.

The Project would allow for future planned improvements to the transportation system, and
would not preclude the ultimate I-5 freeway condition. Project features have been designed to
be compatible with and allow for such future planned improvements in the Project area.
Planned overcrossings, ramp improvements, auxiliary lanes, and road improvements would
provide for the ultimate improved I-5 configuration, inclusive of High Occupancy Vehicle (HOV)
lanes. The project would not preclude the development of the Super Loop Transit Project or the
Mid-Coast Corridor Project. Existing transit systems, consisting of the Metropolitan Transit
System and the University of California (San Diego) system, would also not be precluded.

Additionally, bicycle and pedestrian facilities are proposed for the Project that would be
consistent with planned multi-modal transportation facilities and goals in the Project area. The
proposed Genesee Avenue overcrossing would include a sidewalk and bicycle lanes. The Voigt
Drive overcrossing also would include sidewalks and bicycle lanes.

Independent Utility and Logical Termini

The Project would include the appropriate length of roadway and freeway improvements
considering the existing and anticipated future environmental and traffic conditions of the
regional transportation network. The length (and width) of the proposed improvements was
chosen based on the need to alleviate existing and anticipated traffic congestion. In addition,
the Project was designed to create linkage between the eastern and western sides of the I-5,
which is an identified link in the Community Plan and the City of San Diego Bikeway Master
Plan. Class Il bike lanes? are designated along Genesee Avenue, Voigt Drive, and Gilman
Drive within the proposed improvements area. Freeway shoulder bike access is provided along
I-5 between Genesee Avenue and Sorrento Valley Road, and is designated as a Class Il bike
route®. Improvements were chosen to ensure the Project would function properly without
requiring additional improvements elsewhere that are not already planned. As stated
previously, the Project considered other reasonable foreseeable transportation improvements
and would not preclude the proposed I-5 North Coast Corridor project. Refer to Subchapter 2.5,

2 A Class Il bike lane shares the right-of-way with a roadway or walkway. It is indicated by a bikeway pictograph on
the pavement and a continuous stripe on the pavement or separated by a continuous or intermittent curb or other
low barrier.

% A Class Ill bike route shares the right-of-way with a roadway or walkway. It is not indicated by a continuous stripe
on the pavement or separated by any type of barrier, but it is identified as a bikeway with signs.
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Traffic and Transportation/Pedestrian and Bicycle Facilities, for specific details on how the
Project would be of appropriate length to address traffic and circulation issues.

1.3 PROJECT DESCRIPTION

The Project entails reconstruction of the |-5/Genesee Avenue interchange and related
improvements to the freeway, on- and off-ramps, Voigt Drive overcrossing, and Gilman Drive
within the City (Figures 1-3a and 1-3b). The Project area includes a portion of the |-5 corridor
between the La Jolla Village Drive northbound on-ramp/southbound off-ramp to the south at KP
R46.1 (PM R28.6) and the Sorrento Valley Road interchange to the north at KP R49.1
(PM 30.5), as well as segments of Genesee Avenue, Voigt Drive, and Gilman Drive. The
purpose of the Project is to reduce congestion and improve the operational efficiency of the
I-5/Genesee Avenue interchange.

1.4 PROJECT ALTERNATIVES

This subchapter describes the Project alternatives that were developed by a multi-disciplinary
team to achieve the Project purpose and need while avoiding or minimizing environmental
impacts. The alternatives described and evaluated in this Initial Study/Environmental
Assessment (IS/EA) include the proposed build alternative (Project; i.e., Alternative G2) and the
No Build Alternative.

1.41 Proposed Build Alternative (Project)

The Project would reconstruct the 1-5/Genesee Avenue interchange to accommodate widening
of Genesee Avenue and meet vertical clearance requirements for the overcrossing.
Construction of the Project would not preclude the ultimate I-5 freeway condition. The Project
would replace the existing Genesee Avenue four-lane overcrossing with a new six-lane
overcrossing. The new overcrossing structure would be wider, longer, and higher than the
existing structure, and would be shifted slightly to the north (the centerline would shift
approximately 16.1 m [53 ft]) so that the existing overcrossing could continue to carry traffic
during construction of the new overcrossing. Details of the proposed overcrossing are provided
below under “Genesee Avenue Overcrossing.” The four ramps at the Genesee Avenue
interchange also would be widened and lengthened to accommodate increased (future year
[2030]) traffic flows and the proposed overcrossing structure. Details of the proposed ramp
improvements are provided below under “Auxiliary Lanes and Ramp Improvements.”

Traffic volumes on the section of I-5 within the Project area in the year 2030 are expected to
increase congestion on |-5 and increase queuing on Genesee Avenue. Auxiliary lanes on I-5
are proposed to the north and south of the interchange to improve traffic flow where vehicles are
entering and exiting the freeway at Genesee Avenue. The Project includes the addition of
auxiliary lanes in both directions between the Genesee Avenue ramps and the adjacent ramps
for La Jolla Village Drive and Sorrento Valley Road. A ramp meter would be installed at the
Sorrento Valley Road southbound on-ramp to control the volume of potential weaving traffic
coming from Sorrento Valley Road during peak periods. Along with the ramp meter, two
additional lanes would be added, including an HOV bypass. This improvement would help
reduce congestion on I-5 and improve the operation of weaving maneuvers for traffic exiting at
Genesee Avenue. One additional lane would be added to the Sorrento Valley Road northbound
off-ramp, which, combined with the northbound auxiliary lane, would improve the operation of
weaving maneuvers for traffic entering from Genesee Avenue and exiting at Sorrento Valley
Road.
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Implementation of the auxiliary lanes between Genesee Avenue and La Jolla Village Drive
would require replacement of the Voigt Drive overcrossing. The location of the existing
overcrossing foundations precludes any widening of the freeway. The Voigt Drive overcrossing
structure would be designed such that it does not preclude implementation of other currently
planned roadway and transit improvements at that location. The future projects that are
currently being planned include the ultimate widening of I-5 and direct access ramps* under the
proposed I-5 North Coast Corridor project and a Light Rail Transit (LRT) crossing of |-5 adjacent
to Voigt Drive under the Mid-Coast Corridor project. To account for these future projects, the
Voigt Drive overcrossing would be lowered, lengthened, and widened. The existing Voigt Drive
overcrossing has a vertical clearance of 9.1 m (29.8 ft), which is higher than the required vertical
clearance of 5.1 m (16.5 ft). The Project proposes to lower the profile of Voigt Drive and provide
a 6.0-m (19.7-ft) vertical clearance. Lowering the profile of the Voigt Drive overcrossing would
allow for improved profile geometry on the planned direct access ramps that would tie into the
Voigt Drive overcrossing. Lowering the profile of the Voigt Drive overcrossing also would allow
for the planned LRT crossing of I-5 to be grade separated from the planned direct access
ramps. The new structure would also be longer to account for the future planned widening of I-5
under the proposed I-5 North Coast Corridor project. The new Voigt Drive overcrossing would
be constructed slightly to the north (the centerline would shift approximately 11.2 m [36.7 ft]) so
that the existing overcrossing could continue to carry traffic during construction of the new
overcrossing. Details of the proposed Voigt Drive overcrossing are provided below under “Voigt
Drive Overcrossing and Gilman Drive Realignment.”

The proposed modifications to the Voigt Drive overcrossing, as previously described, include
changes to both the horizontal and vertical alignment of Voigt Drive approaching the
overcrossing. As a result of these changes, the portion of Gilman Drive approaching the Voigt
Drive intersection also would need to be reconstructed to meet the revised geometry and
lowered grade. The Gilman Drive reconstruction would be designed such that it does not
preclude implementation of other currently planned roadway and transit improvements at that
location. Planned future projects that could impact this section of Gilman Drive include the
ultimate widening of I-5 under the proposed I-5 North Coast Corridor project and an LRT
crossing of |-5 adjacent to Voigt Drive under the Mid-Coast Corridor project. To account for
these future projects, the reconstructed portion of Gilman Drive would be realigned to the west
and the profile modified.

The Project would be designed to accommodate pedestrian and bicycle traffic, as well as
vehicular traffic, within the Project corridor. The Community Plan and the City of San Diego
Bikeway Master Plan identify Genesee Avenue as a Class Il bike lane facility from North Torrey
Pines Road to State Route 52. This facility has been implemented except for the portion across
I-5 because the existing overcrossing structure is not wide enough to accommodate bike lanes.
The proposed overcrossing structure would include a Class |l bike lane that is 1.8 m (6 ft) wide
in each direction. The City of San Diego Bicycle Master Plan also identifies an existing Class llI
bike route along the shoulders of I-5 connecting Genesee Avenue and Sorrento Valley Road.
The Project would include a two-way Class | bike path® along the southbound I-5 shoulder with
a barrier separating the bike path from the vehicular traffic. Accordingly, the proposed
improvements would include a bicycle and pedestrian link between the eastern and western

* Direct access ramps provide direct access from roadways to high-occupancy vehicle lanes in the center of the
freeway.

° A Class | bike path is intended for the exclusive use of bicycles. While it may parallel a roadway, it is physically
separated by distance or a vertical barrier.
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sides of |-5 and would be consistent with planned multi-modal transportation facilities and goals
in the Project area.

Both the Genesee Avenue and Voigt Drive overcrossings would be improved for bicyclist and
pedestrian access. The Genesee Avenue overcrossing would include a sidewalk that is 2 m
(6.6 ft) wide, striped/signalized pedestrian crossings, and Americans with Disabilities Act-
(ADA-) compliant pedestrian ramps at each intersection. The Voigt Drive overcrossing would
include sidewalks and bicycle lanes. Existing free-right turns at the Genesee Avenue
interchange would be removed to avoid conflicts with pedestrian and bicycle traffic.

Project components and proposed improvements of the Project are summarized below.
Genesee Avenue Overcrossing

e Remove and replace the existing four-span overcrossing with a new two-span,
cast-in-place, pre-stressed reinforced concrete structure similar to the existing
overcrossing. The Project proposes to widen the Genesee Avenue overcrossing
structure to increase the roadway LOS to current City standards. The new overcrossing
would provide for three lanes in each direction and provide two left-turn lanes in each
direction. The left-turn lanes would be continuous across the overcrossing structure and
extend westward and eastward onto Genesee Avenue to maximize queue storage. The
existing Genesee Avenue overcrossing structure has a vertical clearance of 4.6 m
(15.2 ft). This vertical clearance does not meet current Caltrans’ standards. Current
standards require a vertical clearance of 5.1 m (16.5 ft). Due to this existing vertical
shortage, any widening of the existing structure also would not meet vertical clearance
standards. Therefore, the Project proposes to replace the existing bridge with a wider
structure that conforms to Caltrans’ vertical clearance standards. The new overcrossing
would be increased from 23.2 m (76.1 ft) to 47.2 m (154.9 ft) in width. Additionally, the
existing overcrossing structure is not long enough to span the ultimate width of the
planned I-5 widening improvements. Such freeway widening improvements would not
occur as part of the Project, but are planned by Caltrans as a separate future project.
Therefore, the proposed structure would be lengthened from 73.3 m (240.5 ft) to 91.8 m
(301.2 ft), which would not preclude the ultimate |-5 freeway condition. The increased
structure length would increase the depth of the structure. The increased structure
depth and the current non-standard vertical clearance, combined with the need to
maintain falsework clearance during construction and maintain current vertical clearance
requirements in the future when I-5 is widened, require that the profile along Genesee
Avenue be raised. The height of the bridge deck would be increased from 6.1 m (20.0 ft)
to 10.3 m (33.8 ft) and the proposed vertical clearance would be 6.8 m (22.2 ft). The
vertical clearance would be decreased once |-5 is widened in the future, but would
continue to meet current vertical clearance requirements.

o Widen Genesee Avenue to six lanes (three lanes in each direction) east and west of the
overcrossing to be consistent with the three lanes in each direction along Genesee
Avenue. Construct two dedicated right-turn lanes for the westbound to northbound
on-ramp and the eastbound to southbound on-ramp, and two left-turn lanes for the
eastbound to northbound on-ramp and the westbound to southbound on-ramp.

Auxiliary Lanes and Ramp Improvements

o Reconstruct existing interchange ramp junctions, ramps, and ramp terminals at the
I-5/Genesee Avenue interchange. Widen and lengthen all four ramps to accommodate
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increased (future year; i.e., 2030) traffic flows and the increased overcrossing length and
height. Widen the Genesee Avenue off-ramps to two lanes to improve traffic flow in the
ramp junction areas at higher future year exiting volumes. Widen the off-ramps from two
to four lanes (two left-turn and two right-turn lanes) at the ramp terminals allowing
sufficient length to store expected queuing. Widen the Genesee Avenue on-ramps to
three lanes (two general purpose and one HOV). The northbound on-ramp would taper
down to two lanes, and the southbound on-ramp would taper down to one lane.

Widen the Sorrento Valley Road on-ramp to three lanes (two general-purpose and one
HOV) at the terminal intersections, add ramp metering, and then taper down to one lane
at the ramp junction with I-5.

Widen the Sorrento Valley Road off-ramp from one to two lanes at the ramp junction and
from two to three lanes at the terminal intersection.

Construct auxiliary lanes in both directions between the Genesee Avenue ramps and the
adjacent ramps for La Jolla Village Drive and Sorrento Valley Road. The auxiliary lanes
are being proposed to accommodate projected future year increases in traffic volumes
entering and exiting the freeway at Genesee Avenue. Future year entering/exiting traffic
volumes would exceed the capacity of the existing direct merge/diverge ramp junction
configurations, which would cause increased congestion on |-5 and increased queuing
on Genesee Avenue.

Voigt Drive Overcrossing and Gilman Drive Realignment

Replace the Voigt Drive overcrossing due to implementation of the auxiliary lanes
between Genesee Avenue and La Jolla Village Drive. The Voigt Drive overcrossing
would be designed so as not to preclude future transportation network improvements.
The Voigt Drive overcrossing structure must be designed so as not to preclude the
ultimate widening of I-5, and direct access ramp connections being proposed by
Caltrans in the proposed I-5 North Coast Corridor project and possible Bus Rapid Transit
Superloop and LRT routes along Voigt Drive being proposed by SANDAG.

To avoid precluding these future projects, the replacement Voigt Drive overcrossing
must be longer, widened to five lanes (four through lanes with a center left-turn lane),
and the profile lowered. The lower profile of Voigt Drive would assist in reducing the
grade and length of the direct access ramps and allow for full grade separation from the
proposed future LRT facility. The length of the new overcrossing would be increased
from 90.0 m (295.3 ft) to 120.3 m (394.7 ft), and the width would be increased from
12.2 m (40.0 ft) to 29.7 m (97.5 ft). The height of the overcrossing would be lowered
from 11.0 m (36.1 ft) to 8.6 m (28.2 ft). These changes to the overcrossing configuration
and the ultimate widening proposed for I-5 also require some intersection and
realignment modifications to Gilman Drive immediately west of the freeway.

Realign Gilman Drive and modify the intersection with Voigt Drive, so as not to preclude
the proposed and ultimate widening of I-5.

Other Design Components

Sixteen retaining walls are proposed at various locations along the Project corridor. The
walls are expected to be of various types including Type 1, Type 5, soil nalil, tie-back,
and soldier pile with lagging walls. The maximum heights of the walls range from
approximately 1.0 m (3.3 ft) to 15.8 m (51.8 ft). The locations of the proposed retaining
walls are shown in Figure 1-4.
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¢ New drainage facilities would be constructed adjacent to the freeway and the cross
roads, including storm drain inlets, storm drain pipe, bioswales, brow ditches, and
headwalls. Some of the existing drainage structures would be abandoned and replaced
with new structures.

e Construct an earthen buttress to stabilize the ancient landslide embankment. The
buttress would be placed just northwest of the I-5/Genesee Avenue interchange. The
size and weight of the buttress would counteract the driving force along the potential slip
plane of the ancient landslide.

Transportation System Management Features

Although Transportation System Management (TSM) measures alone could not satisfy the
purpose and need of the Project, the following TSM measures have been incorporated into the
Project:

o Metering of on-ramps (Sorrento Valley Road and Genesee Avenue), warranted by
entering volumes

e Auxiliary lanes in both directions between La Jolla Village Drive and Genesee Avenue
and between Genesee Avenue and Sorrento Valley Road

o Traffic signal optimization at the |I-5/Genesee Avenue ramp intersections
Utilities

The Project would involve the relocation of existing utilities that are located on the Genesee
Avenue and Voigt Drive overcrossings. These utilities would be re-installed on the replacement
overcrossings. The following utilities may require relocation or be protected in place during
Project construction:

o Water, reclaimed water, electric, gas, and telephone lines contained in the University of
California, San Diego (UCSD) utilities tunnel south of Voigt Drive
o Three sewer lines south of Voigt Drive

o Gas and electric lines that connect to Scripps facilities north of Voigt Drive and east of
I-5

o Water and electric lines located along Gilman Drive, including the 69-kilovolt (kV) San
Diego Gas and Electric (SDG&E) line that requires an action with the Public Utilities
Commission (PUC)

e Electric and water lines that pass through or under a proposed wall west of Gilman Drive
e Telecommunication, water, sewer, electric, fiber optic, and cable lines located along
Genesee Avenue, east of the interchange

Staging and Access

It is anticipated that construction staging would occur in a disturbed area between the Sorrento
Valley Road southbound on-ramp and the I-5 freeway that was previously used for construction
staging for the 1-5/I-805 merge. Other construction staging areas and access routes would be
located within disturbed or developed areas within Caltrans R/W.
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Borrow

It is anticipated that construction of the Project would not require borrow (i.e., excess fill soil
from off site). A portion of the excess soil would be used as an earthen buttress to stabilize an
ancient landslide in the northwest quadrant of the 1-5/Genesee Avenue interchange as part of
this Project. The remainder of the excess soil would be disposed of off site in accordance with
Caltrans’ standard specifications.

Landscaping

The Project would be landscaped in accordance with the measures identified in the Visual
Impact Assessment and the I-5 North Coast Corridor Project Design Guidelines. This would
include the following aesthetic elements:

o Architectural features, textures, integral concrete colors, and the creative use of
materials would be incorporated into walls and other surfaces to create shadow lines
and relief, and to reduce apparent scale. Enhanced surface materials such as mosaic
tile and weathering steel may also be used if it meets the community design goals.

o Streetscape elements, such as sidewalks, pedestrian-oriented lighting, fencing, and
railings, would be designed to reflect corridor-wide design guidelines consistent with
context-sensitive solutions.

o Landscape treatment consisting of large shrub and tree massing would provide buffer
planting adjacent to the walls. Other planting would enhance the community streetscape
and pedestrian experience. Trees, shrubs, and vines would be used to provide erosion
control and to prevent graffiti.

o Median oleanders would be replaced where they cannot be preserved.
Construction Phasing, Local Access, and Right-of-Way

It is anticipated that the Proposed Project would be constructed in two phases. The first phase
would include reconstruction of the I-5/Genesee interchange, the addition of auxiliary lanes
north of Genesee Avenue, and improvements to the Sorrento Valley Road on- and off-ramps.
The second phase of Project construction would include the addition of auxiliary lanes south of
Genesee Avenue, replacement of the Voigt Drive overcrossing, and realignment of Gilman
Drive. Construction of the first phase is anticipated to begin in 2014 and to be completed by
2016. Construction of the second phase would begin between 2015 and 2020 to coincide with
the schedule for the proposed I-5 North Coast Corridor project and is expected be completed in
two years. Access to and from adjacent properties would be maintained throughout the
construction period.

I-5 would be closed in one direction for ten nights during construction of the Genesee Avenue
and Voigt Drive overcrossings. In addition, it may be necessary to close each of the northbound
and southbound on- and off-ramps at the 1-5/Genesee Avenue interchange and the northbound
off-ramp and southbound on-ramp at the |-5/Sorrento Valley Road interchange for one day per
ramp. Temporary freeway closures would result in diversion of through traffic to alternative
routes; however, construction would be scheduled during nighttime or early morning hours, and
a Traffic Management Plan (TMP) would be implemented. Ramp closures would require traffic
diversion to alternative routes, including La Jolla Village Drive, North Torrey Pines Road, and
the Genesee Avenue segments between these roadways. Ramp closures would be staged on
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separate days. Preliminary construction staging for Phase | of the Project would occur in four
stages. The traffic configuration would vary per stage. Below is a list of work to be done:

Construction Staging for I-5/Genesee Avenue Interchange (Phase 1)

Stage 1

Existing traffic configuration would remain open during this stage.

Construct earthen buttress for landslide mitigation along southbound off-ramp
Construct temporary segment of I-5 northbound on-ramp

Construct temporary segment of I-5 northbound off-ramp

Construct temporary segment of I-5 southbound on-ramp

Construct temporary segment of I-5 southbound off-ramp

Remove and pave existing raised median at Genesee Avenue (west)
Remove and pave existing raised median at Genesee Avenue (east)
Construct southwest retaining wall 18 along Genesee Avenue
Construct southeast retaining wall 11 along Genesee Avenue
Construct temporary paving along southwest Genesee Avenue
Construct temporary paving along southeast Genesee Avenue
Construct re-striping and signing revisions

Construct temporary traffic signals

Stage 2

I-5 traffic entering from and exiting to Genesee Avenue would move through temporary ramp
terminals. Westbound Genesee Avenue traffic would be shifted south at the east end of the
work zone.

Construct retaining wall 8
Construct retaining wall 21
Construct retaining wall 17

Construct 1-5 northbound auxiliary lane between Genesee Avenue and Sorrento Valley
Road, and widen Sorrento Valley Road off-ramp

Construct I-5 northbound on-ramp
Construct retaining wall 4

Construct I-5 northbound off-ramp
Construct retaining wall 1

Construct retaining wall 3

Construct the I-5 southbound on-ramp

Construct northwestern retaining wall 14 along Genesee Avenue
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e Construct northeastern retaining wall 10 along Genesee Avenue
¢ Widen southbound on-ramp from Sorrento Valley Road

e Construct auxiliary lane and I-5 southbound off-ramp

e Construct north section of Genesee Avenue overcrossing

e Construct northwestern Genesee Avenue roadway

e Construct northeastern Genesee Avenue roadway
Stage 3

There would be no direct access from westbound Genesee Avenue to the southbound on-ramp.
A temporary detour would be implemented to access the southbound on-ramp by routing traffic
beyond the interchange and using a U-turn onto eastbound Genesee Avenue to access the
southbound on-ramp. This stage also would require short-term interruption of traffic from the
northbound off-ramp to westbound Genesee Avenue. A temporary detour would be
implemented during this stage.

This stage would be constructed using 24-hour-per-day and other accelerated construction
techniques to minimize the amount of time that any intersection movements would be closed.
This stage is intended to last no more than two days.

e Westbound and eastbound Genesee Avenue traffic to use new northern side of
Genesee Avenue roadway section

e For access to southbound on-ramp from eastbound Genesee Avenue, use temporary
roadway section

o For access to eastbound Genesee Avenue from northbound off-ramp, use new
northbound off-ramp
Work to be done in Stage 3 includes the following:

e Construct southbound on-ramp roadway tie-in section to northern side of Genesee
Avenue roadway section

e Construct northbound off-ramp roadway tie-in section to northern side of Genesee
Avenue roadway section

e Construct tie-in on southbound on-ramp from Sorrento Valley Road
Stage 4

All ramp traffic would occur on new ramps. During this stage, westbound and eastbound
Genesee Avenue traffic would use the northern side Genesee Avenue roadway section.

e Construct southwestern side of Genesee Avenue roadway section
e Construct southeastern side of Genesee Avenue roadway section
e Construct southern section of Genesee Avenue overcrossing

e Final striping and permanent signing

o Traffic signalization
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e Landscaping

A detailed stage construction and traffic handling plan would be developed during the Plans,
Specifications, and Estimates (PS&E) stage to mitigate impact to traffic.

Construction Staging for Voigt Drive/Gilman Drive (Phase 2)

Construction for Voigt Drive and Gilman Drive would occur in three stages. Existing traffic
configuration would remain open during construction as described below:

Stage 1
e Construct temporary pavement at southern end of Project limit on Gilman Drive (£200 m
[660 ft])
e Re-stripe and signing revisions

e Traffic signal modifications
Stage 1A

e Construct northern half of Voigt Drive overcrossing
e Construct northern half of proposed Voigt Drive alignment/roadway section
e Construct retaining wall 9 at northeastern side of Voigt Drive overcrossing

e Construct western half of the proposed Gilman Drive roadway alignment/roadway
section

e Construct retaining wall 2 along western side of Gilman Drive
e Construct retaining wall 20 along western side of Gilman Drive
e Construct retaining wall 13

e Construct retaining wall 15

e Construct retaining wall 16
Stage 2

e Construct Voigt Drive/Gilman Drive intersection roadway section

o Construct intersection (access to an existing parking lot) at eastern end of Voigt Drive
overcrossing

Stage 3

e Construct southern half of Voigt Drive overcrossing

e Construct southern half of proposed Voigt Drive alignment/roadway section

e Construct eastern half of proposed Gilman Drive roadway alignment/roadway section
e Construct northbound auxiliary lane from La Jolla Village Drive to Genesee Avenue

e Construct southbound auxiliary lane from Genesee Avenue to La Jolla Village Drive

e Construct final striping and permanent signing
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e Landscaping

Much of the proposed improvements would be constructed within the existing I-5 R/W. The
following improvements are proposed outside the existing R/W and would require a combination
of new permanent R/W, temporary construction easements (TCEs), and permanent easements
(PEs) as indicated:

e Grading to construct the northbound auxiliary lane north and south of Genesee Avenue
(new Caltrans R/W)

e Grading to realign the northbound on-ramp and construct a retaining wall north of
Genesee Avenue (new Caltrans R/W)

e Grading to widen Genesee Avenue east of the I-5 interchange and construct a retaining
wall north of Genesee Avenue (new City R/W)

o Access for construction and maintenance of a retaining wall along the northbound off-
ramp south of Genesee Avenue (TCE and PE)

e Modification of Voigt Drive east and west of I-5 to tie the widened overcrossing into the
existing lane configuration of Voigt Drive (new City R/W, TCE)

e Grading to construct the southbound auxiliary lane from just south of Voigt to Genesee
Avenue (new Caltrans R/W)

e Construction of the southbound on-ramp and retaining wall (new Caltrans R/W)
e Grading and construction of retaining walls for widening of Genesee Avenue west of the
interchange (new City R/W)

1.4.2 Transportation System Management (TSM) Alternative

The TSM Alternative consists of strategies to maximize efficiency of the existing facilities by
providing options, such as ridesharing, parking, and traffic signal optimization. TSM options to
improve traffic flow typically increase the number of vehicle trips a facility can carry without
increasing the number of through lanes. This ability to increase the number of vehicle trips is
often included during consideration of existing and forecast operational characteristics of a
facility. Such strategies include replacing existing stop signs with traffic signals at intersections
to improve existing peak hour traffic flow and to reduce queuing of vehicles. TSM also
encourages automobile, public and private transit, ridesharing programs, and bicycle and
pedestrian improvements as elements of a unified urban transportation system. As stated
previously, TSM measures alone would not satisfy the purpose and need of the Project. The
following TSM measures would be incorporated into the Project:

e Metering of on-ramps (Sorrento Valley Road and Genesee Avenue), warranted by
entering volumes

o Auxiliary lanes in both directions between La Jolla Village Drive and Genesee Avenue
and between Genesee Avenue and Sorrento Valley Road

o Traffic signal optimization at the I-5/Genesee Avenue ramp intersections

1.4.3 Traffic Demand Management (TDM) Alternative

The TDM Alternative focuses on regional strategies for reducing the number of vehicle trips and
vehicle miles traveled, as well as increasing vehicle occupancy. It facilitates higher vehicle
occupancy or reduces traffic congestion by expanding the traveler's transportation choices in
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terms of travel method, travel time, travel route, travel costs, and the quality and convenience of
the travel experience. Typical activities that are a part of this alternative reduce the amount of
single-occupancy vehicle trips by providing contract funds to regional agencies that are actively
promoting ridesharing, maintaining rideshare databases, and providing limited rideshare
services to employers and individuals. Promoting mass transit or facilitating non-motorized
alternative means of transportation are two such examples, but TDM strategies also may
include reducing the need for travel altogether through initiatives, such as telecommuting. In
some cases, TDM also may involve changing work schedules, with the resultant greater travel
flexibility producing a more even pattern of transportation network use, muting the effect of
morning and evening rush hours. TDM as a stand-alone alternative was rejected because it
cannot fulfill the purpose and need alone.

1.4.4 No Build Alternative

Under the No Build Alternative, none of the proposed improvements would be implemented, and
the I-5/Genesee Avenue interchange would remain in its current configuration. This alternative
would not address the fact that existing and projected operations at the Genesee Avenue
interchange are not up to Caltrans and City standards. It is expected that current and future
development in the area would generate traffic volumes far beyond what the I-5/Genesee
Avenue interchange can accommodate in its existing configuration. The Project, which is
consistent with regional goals in SANDAG’s Regional Comprehensive Plan (RCP) and planned
transportation facilities within the University City community and along the I-5 corridor, would not
be implemented, and existing congestion would be exacerbated through growth planned in the
City and in the region in general.

1.5 IDENTIFICATION OF A PREFERRED ALTERNATIVE

Prior to circulation of the draft document, the Project Development Team analyzed the benefits
and impacts of the Build and No Build alternatives and identified the Build Alternative as the
preferred alternative. After receiving input from the public, the Project Development Team has
remained with its prior identification of the Build Alternative as the preferred alternative.

1.6 ALTERNATIVES CONSIDERED BUT ELIMINATED FROM FURTHER DISCUSSION

Two additional build alternatives (other than Alternative G2; i.e., the Project) were considered
during the Project development process; however, after thorough review and discussions, the
Project Development Team deemed them infeasible. A design alternative that would eliminate
wetland impacts caused by a stabilizing buttress fill was also considered during the design
process. These alternatives and the reasons why they were eliminated from further analysis are
discussed below.

1.6.1 Alternative G1

Alternative G1 was one of the alternatives explored and included in the approved 2005 PSR.
This alternative includes the reconstruction of the Genesee Avenue interchange. Alternative G1
proposes that the centerline of the overcrossing would be held in its current location. Other
improvements also include widening to three lanes in each direction along with dual left turns at
the on-ramps. The three lanes would be consistent with the Genesee Avenue improvements
both east and west of the interchange. In addition, this alternative includes raising and
lengthening the Genesee Avenue overcrossing structure, eliminating all free-right turns (i.e.,
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turns not controlled by signals or stop signs) onto the ramps to improve traffic operations, and
improving pedestrian and bicyclist access on Genesee Avenue.

Alternative G1 would maintain the horizontal alignment and raise the profile by 2 m (6 ft)
compared to the existing Genesee Avenue overcrossing. During construction, three lanes on
Genesee Avenue would need to be closed, leaving only two lanes operational for traffic use.
The overcrossing replacement project would take approximately 18 months to construct.
Having only two lanes for traffic on Genesee Avenue for 18 months is not feasible due to
existing high traffic volumes along this roadway. For these reasons, Alternative G1 is not
considered a viable alternative.

1.6.2 Alternative G3

Alternative G3 was one of the alternatives explored and included in a PSR prepared in 1991.
The alternative was not advanced for further study in the 2004 PSR, but was reinvestigated
(and first named Alternative G3) at that stage by request of Caltrans staff during the project
development process in March of 2005. This alternative would consist of a diamond
interchange except for the southbound off-ramp. The southbound off-ramp heading eastbound
would be reconfigured as a loop ramp, eliminating left turns for southbound-to-eastbound traffic
at Genesee Avenue.

Benefits from Alternative G3 would include improved signal operation at the termini of the
southbound ramps at Genesee Avenue. The northbound off-ramp onto Genesee Avenue,
however, would still be constrained by congestion at the ramp intersection east of I-5. Other
benefits would include additional storage for southbound vehicles exiting the freeway and
reduction of traffic congestion at the intersection of the southbound I-5 ramps with Genesee
Avenue west of the freeway.

Despite the benefits, the degree of traffic circulation improvements associated with Alternative
G3 would not reduce the congestion as much as the Project. In addition, this alternative would
have major R/W impacts on City and UCSD properties. The UCSD Long Range Development
Plan (LRDP) shows a planned building on the parcel (31,178 gross m? [335,616 gross ft*]) that
would have to be acquired. Additional R/W of approximately 2.2 hectares (ha; 5.5 acres [ac])
would be needed, as would very large retaining walls. The Project design team determined that
the acquisition cost for the land and the loss of the building site would have substantial capital
cost. For these reasons, Alternative G3 is not considered a viable alternative.

1.6.3 Large Retaining Wall to Stabilize Ancient Landslide

An alternative design that would avoid impacts to wetlands was considered. There is an
existing ancient landslide located under the existing southbound I|-5 off-ramp to Genesee
Avenue that potentially is unstable and should be stabilized. The Project design team examined
the potential use of a large retaining wall to stabilize the embankment as proposed for the
I-5/Genesee Avenue Reconstruction Project, as an alternative to the proposed earthen buttress
design. Based on the available technical information, it was concluded by the Project design
team that any typical application of retaining wall (structural concrete, steel, soldier pile with
lagging, soil-nail, or tie-back wall) cannot adequately be designed to provide the required factor
of safety for supporting the roadway and stabilizing the landslide. The proposed earthen
buttress consists of a large amount of soil deposited and compacted at the toe of the existing
ancient landslide area. The earthen buttress design is considered a superior engineering
design. The large retaining wall alternative was therefore rejected based on design feasibility.
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1.7 PERMITS AND APPROVALS NEEDED

As shown on Table 1-1, the following permits, reviews, and approvals would be required for

Project construction:

Commission

Table 1-1
REQUIRED PERMITS AND APPROVALS
Agency Permit/Approval Status
California Coastal Commission Consolidated Coastal Development Permit Pending
United States Fish and Wildlife Section 7 Consultation for threatened and Completed
Service (USFWS) endangered species P
United States Army Corps of Clean Water Act Section 404 Nationwide ,
. : Pending
Engineers Permit
California Department of Fish and | Section 1602 Streambed Alteration :
Pending
Game Agreement
, . . Section 401 Water Quality Certification Pending
gigﬁfgg;g%g\?\%\ggier Quality Conformance with General Groundwater Pendin
Extraction Waste Discharge Permit 9
Conformance with Caltrans Permit for
Storm Water Discharges From Caltrans Active
Sga;f dV(\/Sa\;s;{IéeBs)ources Control Properties, Facilities, and Activities
General Construction Activity Storm Water :
. Active
Permit
California Public Utilities Utility Construction Permit Request Pending
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CHAPTER 2.0 - AFFECTED ENVIRONMENT; ENVIRONMENTAL
CONSEQUENCES; AND AVOIDANCE, MINIMIZATION, AND/OR
MITIGATION MEASURES

This chapter addresses potential environmental impacts of the Project and identifies avoidance,
minimization, and mitigation measures that would be implemented as part of the Project.
Avoidance, minimization, and mitigation measures, as required, are discussed for each
environmental issue area addressed in the following subchapters.

As part of the scoping and environmental analysis conducted for the Project, the following
environmental issues were considered, but no impacts were identified:

o Properties Subject to Section 4(f) of the Department of Transportation Act of 1966:
Several properties were investigated to determine if they would be considered to be
protected resources under 49 U.S.C. 303 and 23 CFR 774. It was determined that none
of the properties qualified as a publicly accessible park, recreation area, wildlife or
waterfowl refuge, or historic site per the regulations; therefore, no impacts would occur.

e Farmlands/Timberlands: The Project site is not located on land under a Williamson Act
contract or within a Timber Production Zone, and no agricultural resources are located in
the vicinity. Project implementation would not convert farmland to non-agricultural uses
or affect any farmlands or timberlands.

o Community Impacts (Relocations). Project implementation would not displace any
housing or businesses in the Project area.

o Wild and Scenic Rivers: There are no wild and scenic rivers in the Project study area;
therefore, there are no impacts to these resources.

Consequently, there is no further discussion regarding these issues in this document.

HUMAN ENVIRONMENT

21 LAND USE

This subchapter identifies adopted land use plans, policies, and regulations applicable to the
Project; describes existing land uses within the Project study area; evaluates potential land use
impacts associated with implementation of the Project and No Build Alternative; and

recommends avoidance, minimization, and mitigation measures, as appropriate.

2.1.1 Requlatory Setting

Relevant Land Use Plans, Policies, and Ordinances

Plans, policies, and ordinances that pertain to land use and transportation planning within the
Project area are contained in the San Diego Association of Governments (SANDAG) Regional
Comprehensive Plan (RCP), 2030 San Diego Regional Transportation Plan: Pathways for the
Future (2030 RTP), Financially Constrained 2010 Regional Transportation Improvement
Program (2010 RTIP), Multiple Species Conservation Program (MSCP), Historic Resource
Regulations, City of San Diego General Plan (General Plan), Community Plan, North University
City Public Facilities Financing Plan, and Long Range Development Plan (LRDP). These land
use plans and ordinances are described below.
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Coastal Zone

The Project is within the coastal zone. The Coastal Zone Management Act of 1972 (CZMA) is
the primary federal law enacted to preserve and protect coastal resources. The CZMA sets up
a program under which coastal states are encouraged to develop coastal management
programs. States with an approved coastal management plan are able to review federal
permits and activities to determine if they are consistent with the state’s management plan.

California has developed a coastal zone management plan and has enacted its own law, the
California Coastal Act of 1976, to protect the coastline. The policies established by the
California Coastal Act are similar to those for the CZMA; they include the protection and
expansion of public access and recreation, the protection, enhancement and restoration of
environmentally sensitive areas, protection of agricultural lands, protection of scenic beauty, and
protection of property and life from coastal hazards. The California Coastal Commission is
responsible for implementation and oversight under the California Coastal Act.

Just as the federal CZMA delegates power to coastal states to develop their own coastal
management plans, the California Coastal Act delegates power to local governments (15
coastal counties and 58 cities) to enact their own local coastal programs (LCPs). LCPs
determine the short- and long-term use of coastal resources in their jurisdiction consistent with
the California Coastal Act goals.

Regional Comprehensive Plan for the San Diego Region

The RCP (SANDAG 2004) is the strategic planning framework for the San Diego region. It
creates a regional vision and provides a broad context in which local and regional decisions can
be made that foster a healthy environment, vibrant economy, and high quality of life for all
residents. The RCP balances regional population, housing, and employment growth with
habitat preservation, agriculture, open space, and infrastructure needs. One of the major
focuses of the RCP is improving connections between land use and transportation using smart
growth principles. The RCP addresses the major elements of planning for the San Diego
region, including urban form, transportation, housing, healthy environment, economic prosperity,
public facilities, and border issues. The RCP recognizes that many of the region’s major
transportation facilities are operating at or beyond their current capacities. The Transportation
Element of the RCP is discussed below.

Transportation Element

The Transportation Element of the RCP discusses the vision for the San Diego region in 2030
with regard to transportation and includes a description of existing conditions; key issues; and
recommended goals, policy objectives, and actions. The RTP (SANDAG 2003a, updated in
2006) plays a key role in implementing the RCP. In order to implement the RCP, the RTP and
related programming documents will need to be updated in a way that maximizes opportunities
for local jurisdictions to implement smart growth. Relevant key issues include implementing the
2030 Mobility Network presented in the RTP, funding of necessary improvements, and
coordinating among agencies. The 2030 Mobility Network provides the infrastructure necessary
to meet the region’s overall mobility needs into 2030. Applicable policy objectives include
reducing traffic congestion on freeways and arterials, and creating more walkable and
bicycle-friendly communities consistent with good urban design concepts. Since the Project is
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included in the adopted 2006 Update of the RTP, it would constitute an integral part of the
realization of the RCP’s goals.

Regional Transportation Plan

On November 30, 2007, the SANDAG Board of Directors approved the 2030 San Diego
Regional Transportation Plan: Pathways for the Future (2030 RTP). The RTP is the adopted
long-range transportation planning document for the San Diego region. It is used as the basis
for funding decisions made through the RTIP (SANDAG 2010), which is discussed under the
next heading. The plan covers public policies, strategies, and investments to maintain, manage,
and improve the regional transportation system through 2030. The RTP is the transportation
component of the RCP. The RTP was developed around four main components: land use,
system development, system management, and demand management. The plan includes new
and improved connections to more efficiently move people and goods throughout the region, by
providing more convenient, fast, and safe travel choices for public transit, ridesharing, walking,
biking, private vehicles, and freight.

Applicable policy goals of the RTP include improving the mobility of people and freight,
improving accessibility to major employment and other regional activity centers, improving the
reliability and safety of the transportation system, maximizing the efficiency of the existing and
future transportation system, and minimizing effects on the environment. Improving mobility is
considered the RTP’s highest goal. RTP policy objectives that apply to the Project include
tailoring transportation modal improvements to reflect supporting land uses in major travel
corridors, encouraging walkability and better bicycle access within the local communities, and
focusing roadway and transit improvements in urban/suburban areas.

The RTP includes a Revenue Constrained Scenario of facilities and programs that would best
maintain mobility in the region if the funding levels for transportation do not increase before
2030. The RTP also includes a Reasonably Expected Revenue Scenario (if more funding
becomes available), and an Unconstrained Scenario. The Project, as originally designed, is
included in all three revenue scenarios of the RTP under “Regionally Significant Arterials and
Local Freeway Access Interchanges.”

Regional Transportation Improvement Program

The RTIP is consistent with the RTP and incrementally implements the vision presented in the
RTP. The RTIP is a five-year capital improvement program for transportation projects that is
updated by SANDAG every two years and reflects the region’s priorities for short-range
transportation system improvements. The currently adopted 2010 RTIP (SANDAG 2010)
covers fiscal years 2010/2011 through 2014/2015. Funding for the transportation projects in the
RTIP comes from federal, state, and local revenue sources, including TransNet, the local
transportation sales tax program. The Project is included in the 2010 RTIP as Metropolitan
Planning Organization (MPO) ID No. SD103, and allocates funds for construction of
improvements to the I-5/Genesee Avenue interchange.

Multiple Species Conservation Program

The MSCP is a comprehensive biological habitat conservation planning program developed by
the City (as well as other local resources agencies including the U.S. Fish and Wildlife Service
(USFWS) and California Department of Fish and Game [CDFG]) for southwestern San Diego
County. The program provides the basis for the issuance of permits under the federal and state
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Endangered Species acts, and the California Natural Communities Conservation Planning Act
of 1991. A goal of the MSCP is to preserve a network of habitat and open space, protecting
biodiversity. Local jurisdictions, including the City, implement their portions of the MSCP
through subarea plans, which describe specific implementing mechanisms.

The City’s MSCP Subarea Plan was approved in March 1997. The Implementing Agreement
signed by the City, USFWS, and CDFG in July 1997 allows the City to issue Incidental Take
Authorizations under the provisions of the MSCP. Applicable state and federal permits are still
required for wetlands and listed species that are not covered by the MSCP. The City has
adopted Biology Guidelines that, together with Environmentally Sensitive Lands regulations and
the MSCP Subarea Plan, are used to evaluate project-related impacts and required mitigation.
The Biology Guidelines provide for variable mitigation ratios for impacts to different habitats and
the location of the impacted area, and proposed mitigation lands relative to the Multi-Habitat
Planning Area (MHPA).

The MHPA is a 22,998-ha (56,831-ac) area in the City, the preservation of which is intended to
protect core biological resource areas and corridors, and subsequently support preservation of
the sensitive species that reside in or use these areas. The MHPA is the area within which the
permanent MSCP preserve is planned to be assembled and managed for its biological
resources. The MHPA is defined in many areas by mapped boundaries and also is defined by
quantitative targets for conservation of vegetation communities, as well as goals and criteria for
preserve design. Portions of the Project site are located within or adjacent to the MHPA. The
City’s Subarea Plan details mitigation requirements for direct impacts to sensitive habitats and
mitigation measures (land use adjacency guidelines) to address indirect impacts to sensitive
habitats located within or adjacent to the MHPA. The Subarea Plan considers public roadways
to be a compatible use within the MHPA. The Plan discourages impacts to wetland habitats and
requires any project affecting wetlands to provide an analysis of alternatives that would avoid
wetland impacts.

Historical Resource Reqgulations

The City of San Diego Historical Resources Regulations (San Diego Municipal Code, Chapter
14, Article 3, Division 2) are intended to protect, preserve and, where damaged, restore the
historical resources within the City, which include historical buildings, historical structures or
historical objects, important archaeological sites, historical districts, historical landscapes, and
traditional cultural properties. These regulations apply to all proposed development within the
City when certain historical resources are present on the development site, including designated
historical resources, historical buildings, historical districts, historical landscapes, historical
objects, historical structures, important archaeological sites, and traditional cultural properties.
Depending on site conditions, a Native American observer may also be required. The applicant
must provide documentation ensuring that no recorded archaeological sites would be impacted
with this activity. The Historical Resources Regulations also require historical resource
monitoring while testing is performed to avoid or minimize effects on resources.

City of San Diego General Plan

The City of San Diego General Plan (hereafter referred to as “General Plan;” City of San Diego
2008) represents the comprehensive long-term plan for the physical development of the City
and provides a foundation for land use decisions within the City. In order to achieve this plan,
the General Plan includes a series of elements that address specific aspects of the City’'s
development. A total of 10 elements are contained in the General Plan: Land Use and
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Community Planning; Mobility; Urban Design; Economic Prosperity; Public Facilities, Services,
and Safety; Recreation; Conservation; Noise; Historic Preservation; and Housing. The General
Plan also lays the foundation for the more specific community plans, such as the University
Community Plan described below, which are based on the General Plan goals, guidelines,
standards, and recommendations, and tailored for the specific planning goals and objectives of
the community planning areas. The elements of the General Plan that pertain to the Project and
No Build Alternative are discussed below.

Mobility Element

The General Plan’s Mobility Element identifies the proposed transportation network and
strategies which have been designed to meet the future transportation needs generated by the
planned land uses. The Mobility Element provides the framework for developing a balanced,
multi-modal transportation system that includes streets, highways, and parking to serve
vehicular needs; transit, bicycle, and pedestrian facilities; as well as airports, railroads, and
maritime facilities. Relevant goals contained in the element include:

e A street and freeway system that balances the needs of multiple users of the public
right-of-way.

e Vehicle congestion relief.

e Safe and efficient street design that minimizes environmental and neighborhood
impacts.

Applicable policies include the following:

e Provide adequate capacity and reduce congestion for all modes of transportation on the
street and freeway system.

e Improve operations and maintenance on City streets and sidewalks.

Guidelines and standards with regard to streets and highways include designing street and
highway facilities to accommodate forecasted travel demand at acceptable levels of service;
evaluating proposed streets and highways on the basis of demonstrated need and consistency
with growth management goals; incorporating transit, rideshare, bicycle, and pedestrian facilities
in the design plans for new streets; emphasizing aesthetics and noise reduction in the design,
improvement, and operational management of streets and highways; preserving trees and other
scenic features in the median and along the roadside; prompt replanting of exposed slopes and
graded areas to avoid erosion and unsightliness; and increasing the efficiency of existing streets
and highways by adequate maintenance and appropriate design and operational improvements
(principle objectives should be to minimize heavy traffic congestion [level of service (LOS) E or
below] and to increase overall average vehicle speeds). This element also sets forth guidelines
and standards for bicycles and pedestrians, which includes designing and maintaining bicycle
and pedestrian facilities for user convenience and safety.

Conservation Element

The majority of the environmental goals, guidelines, and recommendations of the General Plan
can be found in the Conservation Element. This element addresses climate change and
sustainable development, open space and landform preservation, coastal resources, water
resources management, urban runoff management, air quality, biological diversity, wetlands,
sustainable energy, urban forestry, mineral production, and agricultural resources. Part of the
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City’s goals and policies is to reduce its overall carbon dioxide footprint by improving energy
efficiency, especially in the transportation sector. The General Plan also calls for the protection
and conservation of wetlands and sensitive species.

Noise Element

The most prevalent noise sources in San Diego are from motor vehicle traffic on interstate
freeways, state highways, and local major roads, generally because of higher traffic volumes
and speeds. The Noise Element provides goals and policies to guide compatible land uses and
the incorporation of noise attenuation measures for new uses to protect people living and
working in the City from an excessive noise environment. One goal of the Noise Element is
produce minimal excessive motor vehicle traffic noise on residential and other noise-sensitive
land uses.

The Noise Element provides the City’s standards for land use compatibility with various
transportation noise levels. Both current and projected noise levels are to be used in
determining land use compatibility, and transportation facilities are to be designed and managed
to minimize their noise impact on surrounding uses. The compatibility thresholds include:
65 decibels (dB) for schools, parks, open space, and single- and multi-family residential areas;
70 dB for office buildings; and 75 dB for commercial-retail, shopping centers, and industrial
uses. It should be noted that Caltrans projects would comply with FHWA noise standards, the
FHWA publication Procedures for Abatement of Highway Traffic Noise and Construction Noise
(23 Code of Federal Regulations [CFR] 772) and the Caltrans Noise Protocol. Refer to
Subchapter 2.14 for additional discussion of noise issues.

University Community Plan

The Community Plan was adopted in 1987 and last amended in 1990. The Community Plan
includes 12 elements that address plan policies specific to development within the University
community planning area. There are four primary subareas within the plan. The Project site
falls within Subarea 1, Torrey Pines, and Subarea 2, Central Subarea. Community Plan
elements and each element that applies to the Project are discussed below.

Urban Design Element
The Urban Design Element of the Community Plan contains policies to guide the character and

scale of development within the community. The overall urban design goals include:

e Improve accessibility and use relationships within the community by establishing
well-defined multi-modal linkage systems

o Establish standards that give physical design direction to private developments and
public improvements

¢ Provide for the needs of pedestrians in all future design and development decisions

o Ensure that San Diego’s climate and the community’s unique topography and vegetation
influence the planning and design of new projects

e Ensure that every new development contributes to the public realm and street livability
by providing visual amenities and a sense of place

The automobile linkages section of the Urban Design Element addresses the effects of
proposed street widenings on community character; the importance of street landscaping; and
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the need to reinforce community-unifying roads, including Genesee Avenue. Genesee Avenue
is specifically identified as a major community roadway that is recommended for widening.

Transportation Element

The Transportation Element addresses future roadway improvements, as well as bicycle,
pedestrian, and transit circulation throughout the community. Goals are as follows:

e Provide a network of transportation systems that are integrated, complementary, and
compatible with other City-wide and regional goals

e Provide a balanced public transportation system to link the entire community to all of its
own activity areas and to the San Diego metropolitan area as a whole

e Encourage alternative modes of transportation by requiring developer participation in
transit facility improvements, the Intra-Community Shuttle Loop, and the Light Rail
Transit line

e Ensure implementation of Council Policy 600-34, Transit Planning and Development

The Transportation Element specifically recommends improvements to the 1-5/Genesee Avenue
interchange (Streets and Highways Proposal 1f).

Open Space and Recreation Element

The Open Space and Recreation Element identifies “open space areas in the community which
should be retained and enhanced and provides guidelines for their functional integration.” The
goals and proposals of the Open Space and Recreation Element consider natural
resource-based parks and areas as well as recreational parks and commercially developed
recreational opportunities. The Project site is located adjacent to University of California, San
Diego (UCSD) and MHPA open space areas.

Noise Element

The Noise Element addresses the potential for noise impacts to sensitive receptors as a result
of aircraft noise from Marine Corps Air Station (MCAS) Miramar; major transportation routes;
and the San Diego Northern Railway (SDNR; an affiliate of the North County Transit District
[NCTD]), which purchased the Burlington, Northern, and Santa Fe (BNSF) Railway line. The
goals of the element are to:

¢ Minimize and avoid adverse noise impacts by planning for the appropriate placement
and intensity of land uses relative to noise sources

e Provide guidelines for mitigation of noise impacts where incompatible land uses are
located in a high noise environment
Safety Element
The Safety Element addresses geologic hazards and public safety associated with MCAS
Miramar. The goals of the Safety Element are as follows:

e Protect the public health and safety by guiding future development so that land use is
compatible with identified geologic risks, including seismic and landslide hazards
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e Ensure that proposed development does not create or increase geologic hazards either
on or off site

o Promote public safety by taking into account aircraft accident potential in the placement
of structures and activities

e Provide for the safe operation of MCAS Miramar through the preservation of appropriate
departure corridors

Resource Management Element

The Resource Management Element addresses the preservation and enhancement of natural
resources within the community, including topographic features, biological resources, coastal
resources, energy and water supplies, cultural resources, and air quality. It includes the
following relevant goals:

o Preserve the community’s natural topography, particularly in the coastal zone and in
major canyon systems

e Increase accessibility to the beaches and shoreline in a manner compatible with
resources preservation

e Protect biological resources through the wise management and use of community’s
natural open space and parks

o Contribute to the maintenance or improvement of regional water quality by controlling
siltation and urban pollutants in runoff

e Encourage conservation of water in the design and construction of buildings and in
landscaping

o Reduce energy consumption by requiring energy efficiency in building design and
landscaping, and by planning for a self-contained community and energy-efficient
transportation

¢ Provide for the identification and recovery of significant paleontological resources

North University City Public Facilities Financing Plan Fiscal Year 2007

The North University City Public Facilities Financing Plan identifies the public facilities that will
be needed as the community develops in accordance with the Community Plan. The Project is
identified in this document as Project Number NUC-24.

University of California, San Diego 2004 Long Range Development Plan

The 2004 UCSD LRDP (UCSD 2004a) is a general land use plan to guide the physical
development of the campus through the 2020/2021 academic year based on UCSD’s academic,
administrative, and support programs; projected student enrollment; campus population growth;
and anticipated space program and land uses.

A portion of the Project site is located within the UCSD campus, including segments of Voigt
Drive and Gilman Drive. The 2004 LRDP identifies these roadways as traversing Park, Sports
and Recreation, General Services, and Housing land use designations.

Interstate 5/Genesee Interchange Reconstruction Project IS/EA 2.1-8
June 2011



Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.1 Land Use

Land Use Element

The Park denotes open space areas that have ecological or aesthetic value and are subject to
special constraints on development, such as canyons determined to have biological or habitat
value, the eucalyptus grove that winds throughout the campus, and restoration lands that
consist of slopes, canyons and bluffs. The 2004 LRDP further states that the UCSD’s natural
resources (the eucalyptus groves, canyons, hillsides, and bluff areas) have been conceptualized
collectively as the UCSD Park. This integrated system of open spaces contributes to the
campus’ identity and character and is planned as a permanent campus feature to preserve
these natural resources. The UCSD Park is separate and distinct from land areas within the
University of California Natural Reserve System.

2.1.2 Affected Environment

Existing and Future Land Use

Existing Land Use

The Project site is located within the City’s University community, which is characterized by
mixed-use, urban development anchored by the UCSD campus, the University Towne Centre
(UTC) regional shopping center, research/corporate offices, medical centers, and higher-density
urban residential development. Figure 2.1-1 depicts existing land uses within the Project area.

Existing land uses adjacent to the Project site include the Veteran’s Affairs Medical Center,
UCSD housing within Sixth College, Warren Field, the UCSD Campus Services Complex, and
industrial park/research and development uses on the west side of I-5. UCSD Mesa Housing,
UCSD Medical Center (including Thornton Hospital), Scripps Memorial Hospital, and industrial
park/research and corporate offices occur on the east side of I-5. The I-5/I-805 merge, light
industrial uses, and single- and multi-family housing are located to the north. Regional
shopping centers (i.e., UTC and La Jolla Village Square), neighborhood shopping centers,
commercial office and retail uses, institutional facilities (e.g., schools and churches), and higher
density residential development occur to the south. In general, land uses north of La Jolla
Village Drive consist of industrial/business park, research and development offices, and
institutional, and uses south of La Jolla Village Drive consist of mixed-use, multi-family
residential, and commercial retail.

The Project area has one of the highest concentrations of business/employment land uses in
the region, as well as other major activity centers and regional transportation facilities, including
UCSD, UTC, and La Jolla Village Square shopping centers, I-5, and [-805. As a result, the
Project area experiences a high volume of both intra- and inter-regional traffic trips. Commute
patterns to the area’s employment centers and UCSD use I-5, I-805, and other local major
roadways, resulting in congested conditions during peak traffic hours.

Land Use and Zoning Designations

Figure 2.1-2 depicts existing land use designations in the Project site area. As shown in Figure
2.1-2, the land use designations for the Project site, as designated in the Community Plan,
include Public Facilities/Institutional, Industrial, and Open Space. Additional surrounding land
use designations include Commercial and Residential.
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Zoning designations of the Project site and surrounding area are shown in Figure 2.1-3. The
Project site falls within the following zones (generally from south to north):

e RS-1-14 (Residential-single Unit [planned or future urbanizing]; 1 dwelling unit per
minimum 5,000-ft lot)

e CO-1-2 (Commercial Office; mix of office and residential that serves as an employment
center)

e CV-1-1 (Commercial Visitor; mix of large-scale, visitor serving uses, and residential)

e IP-1-1 (Industrial-park; research and development uses with some limited
manufacturing)

e RS-1-7 (Residential-single unit; 1 dwelling unit per minimum 5,000-ft? lot)

e |L-3-1 (Industrial-light; mix of light industrial, office, and commercial uses)

Development Trends

The Project site is located within the University community planning area, which has developed
into a major urban node due to the regional shopping centers; science research centers;
corporate offices; medical facilities; UCSD; and accessibility to the regional, multi-modal
transportation network. The University community planning area encompasses approximately
3,440 ha (8,500 ac) that are approximately 95-percent developed with the uses described
previously. Some undeveloped land occurs within the Project site vicinity; however, much of
this land consists of slopes and canyons that are not suitable for development.

The UCSD campus and mesa tops on both sides of the freeway continue to develop with
additional institutional and industrial/business park and research and development uses, as
called for in the Community Plan, while new residential development primarily occurs within the
denser portion of the urban node to the south. Recent land development proposals in the
community primarily consist of high-density, multi-family residential and science research
development. Figure 2.1-4 and Table 2.1-1 present the current proposed land development and
public projects in the Project area. These emerging developments are consistent with existing
land use patterns.

Table 2.1-1
PROPOSED LAND DEVELOPMENT AND PUBLIC PROJECTS IN THE PROJECT AREA
I&:s Project Name Description Status
1 Eastgate Technology 32-lot, 236,313-m” (2,543,655-ft") Near completion; 2
Park industrial/ business park vacant lots remain
Nexus University Science | 17,791 m” (191,500 ft°) of research and .
2 ; Under construction
Center development office
6,968 m” (75,000 ft*) of additional
neighborhood/community commercial Community Plan
Costa Verde Commercial | within the existing Costa Verde y riar
3 : o Amendment initiated
Center Commercial Center which is currently on February 26. 2004
developed with a 16,537-m? (178,000-ft?) ry <0,
shopping center
Towne Centre Science 17,652 m” (190,000 ft*) of research and
4 ) Completed
Park development office
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Table 2.1-1 (cont.)

PROPOSED LAND DEVELOPMENT AND PUBLIC PROJECTS IN THE PROJECT AREA

I&:s Project Name Description Status
32 story, 156 unit condominium tower, 32 CO(;‘frlr::elé?géer
story, 112 unit/256 room hotel tower, 15 Constructic')n of
5 | La Jolla Commons story, 31 633-m? (340,500-ft?) office tower, -
2 2 condominium tower or
3,716-m" (40,000-ft") research and L
condominium/hotel
development
tower has not begun
. . Two 29,079-m? (313,000-ft°) hospital
6 Scrlpps Memorial towers and a 2,701-m’ (141 ,400_ﬂ2) Approved September
Hospital . ! o 2009
medical office building
15,050 m” (162,000 ft°) of research and Residential combonent
7 La Jolla Crossroads development office park, 1,500 residential P
Units completed
2 2 P
8 Nobel Research Park 71,238 m (766,§OO ft°) of research and Approximately 50
development office percent complete
18-km (11-mi) extension of the San Diego Supplemental
: . . trolley system from the Old Town Transit PP
Mid-coast Light Rail . : ; ! s Environmental Impact
9 . . Center to University City (ending with Light
Transit Project : ; . Statement/Subsequent
Rail Transit station near UTC along ; )
EIR in preparation
Genesee Avenue)
Various projects
10 UCSD 2004 Long Range Various campus facilities underway/in planning
Development Plan
process
Contract approved for
11 Regents Road Bridge Bridge crossing over Rose Canyon to design in order to .
connect Regents Road analyze in new project
specific EIR
. . Approved.
12 Monte Verde 560 units approved in one 23-story tower, Construction has not
two 22-story towers and one 21-story tower begun
Corridor study
completed in 2005.
Preliminary
engineering and
. . environmental studies
[-805 Managed Lanes Approximately 18-km (11-mi) managed are underway. Bus
13 . lanes facility in the median of 1-805 ; ; :
Project Rapid Transit service
between SR 905 and I-5 . ;
is scheduled to begin
in 2010. All
improvements are
planned to be
functioning by 2030
Phased development of up to 69,677 m*
(750,000 ft°) of new retail and Aoproved by Git
14 UTC Revitalization entertainment space and 250 residential pprovead by LIty
) X . . ; Council in July 2008
dwelling units, with the option to build less
retail and more residential
. . Widen 2,134 m (7,000 ft) of roadway,
15 I-5/La Jolla Village Drive including the overcrossing, and improve Completed

Overcrossing/Interchange

other conditions at the interchange
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Table 2.1-1 (cont.)
PROPOSED LAND DEVELOPMENT AND PUBLIC PROJECTS IN THE PROJECT AREA
I&:s Project Name Description Status
Redesign I-5/Sorrento Valley Road Environmental
16 I-5/Sorrento Valley Road | interchange and add auxiliary lanes tudies/site desian to
Interchange between La Jolla Village Drive and ts) udi 9
Sorrento Valley Road e completed
y
Managed lanes in each direction on |-5
from Voigt Drive north to Del Mar Heights Environmental studies
Road, and two managed lanes in each underway. Draft
North Coast I-5 direction from Del Mar Heights Road to environmental
17 HOV/Managed Lane Vandergrift Boulevard/Harbor Drive in document circulated to
Project Oceanside on I-5. Project may also public; comment
include one general purpose lane in each period closed
direction from Del Mar Heights Road to SR | November 22, 2010
78
Separate freeway bypass system
— constructed from the junction of I-5 and
18 | I-5/1-805 Widening 1-805 to the Del Mar Heights Road Completed
interchange
High-frequency commuter bus project that
would serve the campus and the rest of the | Final EIR adopted by
19 SuperLoop Transit University Community, including stop at SANDAG in August
Project UTC (preliminary design and 2007. Operations
environmental work currently being began in 2009
conducted by SANDAG)
Subdivide an existing parcel for the .
Eastgate Plant Map : Approved by Hearing
20 Waiver girtzatlon of two lots on a 3.05-ha (7.54-ac) Office in April 2008
21 Chestnut Drive 8,882-m” (95,609-ft’) commercial building First review completed
Expansion with 2 commercial condominium units in February 2008
Programmatic
Environmental Impact
29 Report and Master Maintenance of existing access for sewers | First review due March
SDP/CDP Project in Sorrento - Flintkote Canyon 2008
(Sorrento — Flintkote
Canyon)
500-seat temple, school (75 pre-school
23 Congregation Beth Israel | and 180 kindergarten to eighth grade Completed
students)
2 2 Approved by Cit
24 Salk Institute 19’.527 m (210,182 ft") for a laboratory, Council on écto)t;er
residential quarters and day care 2008
25 | Scripps Green Hospital Accessory hospital building and a parking égrr)r:?n\ggigx i|:|annlng
structure
November 2008
26 | Costa Verde North Convert 652 existing residential units to | GPPoXeC BY HERN N0
condominiums
2008
27 Costa Verde South Convert'6_14 existing residential units to égﬂ?nvizgiobr)ll i?jg:gg
condominiums 2008
Community Plan Amendment for a new 15- | First review completed
28 La Jolla Center lll story commercial office building in March 2009
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Parks and Recreation

Recreational facilities that are located in the Project site area within the UCSD campus include
Warren Field and UCSD Park. Warren Field, located southwest of the Voigt Drive/Gilman Drive
intersection on the west side of I-5, consists of a turf field with demarcated playing fields Warren
Field is not open to the general public. UCSD Park is approximately 125 ha (309 ac) park and
is located on the University campus and comprised of Ecological Reserve, Grove Reserve, and
Restoration Lands, as identified in the 2004 LRDP for UCSD.

2.1.3 Environmental Consequences

Project

Consistency with State, Regional, and Local Plans and Programs

Consistency with the Coastal Zone

The Project site lies within the Coastal Zone and traverses both the City’s Local Coastal
Program and the California Coastal Commission’s (CCC’s) jurisdiction. Permits would be
obtained from the CCC; however, coordination between Caltrans, City, and CCC staff would be
ongoing.  With approval of a consolidated Coastal Development Permit (CDP) and
implementation of proposed mitigation, the Project would be consistent with the CZMA.

Consistency with the Regional Comprehensive Plan for the San Diego Region

Transportation Element. The Project would contribute to the implementation of the goals
presented in the RTP, as the Project would facilitate the improvement of the movement of
people and goods through the Project area. This would be accomplished by relieving traffic
congestion along Genesee Avenue and at its interchange with I-5, and by promoting safety by
improving merge/diverge and weaving patterns. The Project also would be consistent with key
policy objectives identified previously. The proposed improvements would reduce traffic
congestion along portions of I-5 and Genesee Avenue and would include sidewalks and bicycle
lanes along the new Genesee Avenue and Voigt Drive overcrossings to create a safer
environment for pedestrians and bicyclists. Accordingly, the Project would be consistent with
applicable key issues and policy objectives in the Transportation Element of the RCP.

Consistency with the Regional Transportation Plan

As noted in Section 2.1.1, Regulatory Setting, the Project, in its original design, is included in all
three revenue scenarios of the RTP under “Regionally Significant Arterials and Local Freeway
Access Interchanges.” The expanded Project design, which includes widening of the on- and
off-ramps from I-5 at Sorrento Valley Road, is included in the 2008 RTIP. In addition, the
Project would comply with applicable policy goals and objectives. The Project would achieve
acceptable LOS (LOS A through D) on the I-5/Genesee Avenue interchange, Genesee Avenue,
and segments of I-5 through the year 2030. Delay times for vehicles to enter and exit I-5 from
Genesee Avenue would be reduced (except southbound ramps during the morning peak) with
implementation of the Project, which would improve mobility within and accessibility to the
Project area. The Project would create a safe transportation corridor for vehicle users,
bicyclists, and pedestrians. The proposed improvements would facilitate merge/diverge
movements and reduce weaving that occurs between the Roselle Street (Sorrento Valley Road)
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ramps and the I-5/Genesee Avenue interchange. The Project also would include bicycle lanes
and sidewalks on the new Genesee Avenue and Voigt Drive overcrossings. As discussed in
Subchapter 2.15, Natural Communities, the Project has been designed to avoid or minimize
impacts to biological resources.

Consistency with the Regional Transportation Improvement Program

As stated in Section 2.1.1, Regulatory Setting, the Project is included in the 2010 RTIP as MPO
ID No. SD103. The Project is consistent with the project description provided in the RTIP.

Consistency with the Multiple Species Conservation Program

As described previously, the MSCP identifies lands that would conserve habitat for federal and
state endangered, threatened, or sensitive species. The input from the involved jurisdictions
and other special district and agency participants resulted in the creation of the MHPA, a
permanent preserve planned to be assembled and managed for biological resources. Areas not
located within the MHPA are available for development proposals. Because of the highly
developed setting, much of the Project study area is not located within the MHPA. Portions of a
mesa north of Genesee Avenue and west of -5 are designated as MHPA, as well as a small
area north of Genesee Avenue and east of I-5.

The Project would be developed in compliance with the City’'s MSCP Subarea Plan. Project
implementation would result in minor impacts to a very small portion of the MHPA (refer to
Subchapter 2.15, Natural Communities). Proposed development within this portion of the
MHPA consists of an existing roadway and associated vegetated road embankments, which is
an allowable and compatible use within the MHPA, pursuant to the MSCP Subarea Plan (City
1997a). A portion of the road enbankment contains Diegan coastal sage scrub, which would be
impacted during Project construction. Following construction, resulting slopes within the MHPA
area would be revegetated with Diegan coastal sage scrub.

The Project also would comply with the MHPA Adjacency Guidelines. As described in detail in
Subchapter 2.15, Natural Communities, the Project has been designed to minimize indirect
impacts to the MHPA due to adjacency concerns by the implementation of Project design
measures, and by avoidance and minimization measures identified in Subchapter 2.15, Natural
Communities.

The City’s Subarea Plan requires avoidance of wetland habitats, if possible, and if not possible,
requires analysis of alternatives that would avoid wetland impacts. The Project would impact
wetland habitat due to the need to construct a buttress fill along the west side of the
I-5/Genesee northbound off-ramp. As discussed in Subchapter 2.16, Wetlands and Other
Waters, an alternative design that would avoid impacts to the wetland habitat was considered,
but was rejected due to design infeasibility.

Consistency with the Historical Resources Regulations

Potential archaeological and historical resources within the Project study area are discussed in
Subchapter 2.7, Cultural Resources. The Project’s area of potential effect (APE) was surveyed
for cultural resources, and no archaeological resources were identified during the survey.
Additionally, no potentially important historic structures were identified within the APE.
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Consistency with the San Diego General Plan

Mobility Element. The Project would reduce congestion and improve operational efficiencies at
the I-5/Genesee Avenue interchange, as well as improve freeway ramps and the Voigt Drive
overcrossing. Implementation of the proposed improvements would accommodate year 2030
traffic volumes and provide for acceptable LOS along the I-5/Genesee Avenue interchange,
Genesee Avenue, and segments of I-5. Bicycle lanes and sidewalks also would be provided
along the new Genesee Avenue and Voigt Drive overcrossings.

The Project would add new elements that would minimally alter the appearance of the area,
including larger overcrossings and additional retaining walls. The Project, however, is located in
an area already heavily disturbed, highly developed, and characterized by interchanges,
roadways, and overcrossings. The proposed overcrossings and retaining structures therefore
would not be unique to the urban context in the Project area. In addition, Project landscaping
would include the revegetation of all temporary disturbance areas, installation of plantings in
front of retaining walls, where possible, and plant palettes that would blend with existing
adjacent native habitats, consistent with the [-5 North Corridor Design Guidelines.
Consequently, the proposed features would be consistent with existing conditions. Refer to
Subchapter 2.6, Visual/Aesthetics, for additional details. The Project would therefore be
consistent with the Mobility Element.

Conservation Element. The Project would implement relevant best management practices
(BMPs) to control runoff, sedimentation, and erosion. (See Subchapter 2.8, Hydrology and
Floodplain; Subchapter 2.9, Water Quality and Storm Water Runoff; and Subchapter 2.10,
Geology/Soils/Seismicity/ Topography, for detailed discussions of potential impacts and
mitigation measures related to hydrology, water quality, and erosion.)

Several native habitat communities are located within the Project study area. Direct impacts to
native habitats caused by grading and development would require mitigation. Anticipated
impacts would be minimized to the maximum extent practicable. Native habitats and associated
species impacts and mitigation are described in Subchapters 2.15, Natural Communities, 2.16,
Wetlands and Other Waters, 2.17, Plant Species, 2.18, Animal Species, and 2.19, Threatened
and Endangered Species. Since the Project would improve traffic flows, emissions associated
with idling due to traffic congestion would be reduced, resulting in a beneficial effect on air
quality. The Project would therefore be consistent with the Conservation Element.

Noise Element. Potential traffic noise impacts associated with construction and operation of the
Project are addressed in Subchapter 2.14, Noise. A sound wall to protect noise sensitive
receptors in the Project area was proposed; however, it was found in the Noise Abatement
Decision Report (2009) that the wall was unreasonable due to the cost per benefitted residence
(refer to Subchapter 2.14, Noise, for details). The Project would therefore be consistent with the
Noise Element.

Consistency with the University Community Plan

As noted previously, the Project site is located within the area addressed by the Community
Plan, which anticipates improvements to the I-5/Genesee Avenue interchange and Genesee
Avenue. Project consistency with the applicable elements of the Community Plan is evaluated
below.
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Urban Design Element. Consistent with the Urban Design Element, the Project would widen
and improve a portion of Genesee Avenue to reduce congestion along this identified major
community roadway. With the proposed improvements, Genesee Avenue would better function
as a key automobile linkage and community-unifying roadway as envisioned in the Community
Plan. Mobility and access to major activity centers within the community would be improved by
the reduction of traffic congestion.

Additionally, the Project would be consistent with applicable urban design goals that call for
pedestrian and bicycle facilities, compatible landscaping, and accessibility improvements. The
Project would therefore be consistent with the Urban Design Element.

Transportation Element. The Project would complete the planned widening of Genesee Avenue
to its six-lane arterial classification, as designated in the Community Plan. The Project would
replace the existing Genesee Avenue overcrossing to accommodate six travel lanes, which
would connect to the existing six-lane segment of Genesee Avenue to the west and the
segment of Genesee Avenue that is currently being widened to six lanes east of the
overcrossing. The Project also would implement the Community Plan’s recommendation to
improve the |-5/Genesee Avenue interchange, as listed in Streets and Highways Proposal 1f.

In addition, the Project would provide pedestrian and bicycle facilities to promote the use of
alternative transportation modes, consistent with goals in the Transportation Element. The
Project would therefore be consistent with the Transportation Element.

Open Space and Recreation Element. The Project site is located adjacent to UCSD and MHPA
open space areas. The Open Space and Recreation Element states that although the UCSD
campus is not regulated by the Community Plan, the UCSD campus is part of the functional
community, including preservation of natural resources, managed production of resources,
outdoor recreation, protection of public health and safety, historic and cultural preservation,
control of urban form or design, and scenic or aesthetic enjoyment. Proposed improvements to
Genesee Avenue would result in minor encroachment into the UCSD park/open space area
south of Genesee Avenue. Grading for the proposed road widening would require creation of a
manufactured slope on a hillside adjacent to the south side of Genesee Avenue. The area of
UCSD park that would be affected, however, is not suitable for park/recreational uses due to
topography. Moreover, the proposed manufactured slope would be revegetated and would
continue to function as part of UCSD’s open space/park area.

Other open space areas within the Project site include portions of the MHPA. As previously
discussed, Project implementation would result in minor impacts to a very small portion of the
MHPA (refer to Subchapter 2.15, Natural Communities). This portion of the MHPA consists of
an existing roadway and associated road enbankment, which is an allowable and compatible
use within the MHPA. A portion of the road enbankment contains Diegan coastal sage scrub,
which would be impacted during Project construction. Following construction, resulting slopes
within the MHPA area would be revegetated with Diegan coastal sage scrub. The Project also
would comply with the MHPA Adjacency Guidelines. As described in detail in Subchapter 2.15,
Natural Communities, the Project has been designed to minimize indirect impacts to the MHPA
due to adjacency concerns by the implementation of Project design measures, and by
avoidance and minimization measures identified in Subchapter 2.15, Natural Communities. The
Project would therefore not conflict with goals in the Open Space and Recreation Element.

Noise Element. Potential noise effects are discussed in Subchapter 2.14, Noise. A sound wall
to protect noise sensitive receptors in the Project area was proposed; however, it was found in
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the Noise Abatement Decision Report (2009) that the wall was unreasonable due to the cost per
benefitted residence. The Project, therefore, would not conflict with goals and policies in the
Noise Element.

Safety Element. The Project would be constructed immediately adjacent to existing roads and
other developed lands. As described in Subchapter 2.10, Geology/Seismicity/Soils/Topography,
implementation of the Project would not result in undue risk from geologic and erosional forces.
The Project also would not be particularly prone to flood or fire hazards. The northernmost
portion of the Project site extends into a mapped 100-year floodplain, but all other portions of
the Project site and adjacent areas are located outside of mapped floodplains. While proposed
operations/ facilities would be located within the mapped floodplain at the southbound on-ramp
and northbound off-ramp intersections with Roselle Street, no associated flood hazards would
occur (refer to Subchapter 2.8, Hydrology and Floodplain).

The northern portion of the Project site is located within Accident Potential Zone (APZ) C of
MCAS Miramar, which has an associated minimum accident potential. Public right-of-way
(R/W) within APZ C is “Clearly Acceptable,” which means that “exposure to accident potential is
such that the activities associated with the land use may be carried out with essentially no
interference or substantial loss of life and property.” The Project would therefore be consistent
with the Safety Element.

Resource Management Element. The Project would be consistent with applicable goals in the
Resource Management Element, as listed previously in Section 2.1.1. The Project would entail
improvements to an existing freeway interchange, freeway, and roadways. Proposed
improvements would require landform alteration in steep hillsides, but proposed avoidance and
minimization measures, including revegetation of slopes, surface treatments of proposed
retaining walls, and installation of landscaping along retaining walls, would diminish associated
landform alteration effects (refer to Subchapter 2.6, Visual/Aesthetics). The proposed retaining
walls would minimize grading and disturbance of open space areas.

The Project would reduce congestion at the I-5/Genesee Avenue interchange that would
facilitate improved mobility and access to major activity centers within the community, including
coastal destinations.

Several native habitat communities are located within the Project study area. Direct impacts to
native habitats caused by grading and development would require mitigation. Anticipated
impacts have been minimized to the maximum extent practicable. Native habitats and
associated species impacts and mitigation are described in Subchapters 2.15, Natural
Communities, 2.16, Wetlands and Other Waters, 2.17, Plant Species, 2.18, Animal Species,
and 2.19, Threatened and Endangered Species.

The Project would implement relevant BMPs to control runoff, sedimentation, and erosion. (See
Subchapter 2.8, Hydrology and Floodplain; Subchapter 2.9, Water Quality and Storm Water
Runoff; and Subchapter 2.10, Geology/Seismicity/Soils/Topography, for detailed discussions of
potential impacts and mitigation measures related to hydrology, water quality, and erosion.)
Additional measures would be implemented to mitigate impacts to paleontological resources
(refer to Subchapter 2.11, Paleontology).

Proposed landscaping would include irrigation systems designed to reduce energy and water
consumption through use of irrigation controllers and reclaimed water, which is anticipated to be
available in the Project vicinity in the future.
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The Project would therefore be consistent with the Resource Management Element.
Consistency with the North University City Public Facilities Financing Plan Fiscal Year 2007

As discussed in Section 2.1.1, the Project is identified in the North University City Public
Facilities Financing Plan as Project Number NUC-24 (CIP No. 52.372.0), which calls for the
widening of the Genesee Avenue/l-5 overcrossing. The Project would therefore be consistent
with the North University City Public Facilities Financing Plan Fiscal Year 2007.

Consistency with the UCSD 2004 LRDP

The Project consists of roadway improvements, some of which would be located on the UCSD
campus, including the freeway slope, Voigt Drive, and Gilman Drive. The proposed
improvements would not conflict with the 2004 LRDP designations of the roadways or
surrounding campus lands.

Small portions of Warren Field and UCSD Park areas would be impacted with the proposed
realignment of Genesee Avenue and Gilman Drive, and replacement of the Voigt Drive
overcrossing. Although the UCSD 2004 LRDP recognizes the value placed on developing and
maintaining athletic fields and recreational facilities, there is no guidance with regard to athletic
field impacts and all the current facilities and functions would remain. In addition, the areas in
question designated as park lands in the LRDP consist of steep slopes adjacent to the I-5
freeway. The area of UCSD Park that would be affected, however, is not suitable for
park/recreational uses due to topography. Moreover, the proposed manufactured slope would
be revegetated and would continue to function as part of UCSD’s open space/park area.

Existing and Planned Land Use

Proposed improvements would largely be constructed within existing R/W. Some
improvements, however, would occur outside the existing R/W and would require acquisition of
R/W, temporary construction easement (TCE), and/or permanent easement (PE). Acquisition of
R/W would convert areas of developed land (either hardscaped or landscaped) to roadways or
related facilities (e.g., retaining walls). Conversion of these areas adjacent to existing roadways
would be consistent with existing and planned land uses in the Project area. The proposed
roadway improvements would provide infrastructure, consistent with applicable land use plans
(as discussed previously), to serve existing and planned development in the Project area.
These acquisition and easement areas would not preclude development of planned land uses,
nor would they conflict with applicable land use and/or zoning designations.

No Build Alternative

The No Build Alternative assumes that the [-5/Genesee Avenue interchange would not be
improved. The improvements specified in the RTIP and Transportation Element of the
Community Plan would not be implemented, and existing, adverse conditions would be
exacerbated through growth planned in the City and in the region in general. As the proposed
improvements are already necessary to maintain acceptable traffic flows, continued growth
under the No Build Alternative would intensify existing impacts to roadway capacity. Roadway
capacity and operational deficiencies would not be corrected, and Project objectives would not
be met with the implementation of the No Build Alternative. Accordingly, the No Build
Alternative would not comply with the RTP, RTIP, RCP, General Plan, and University
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Community Plan. Because no impacts to biological resources would occur, the No Build
Alternative would be consistent with the MSCP.

2.1.4 Avoidance, Minimization, and/or Mitigation Measures

Implementation of avoidance and minimization measures identified in Subchapters 2.6,
Visual/Aesthetics, 2.14, Noise, and 2.15, Natural Communities, would reduce/eliminate potential
land use effects. As a result, no mitigation measures are necessary.
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2.2 GROWTH

2.21 Regulatory Setting

The Council on Environmental Quality (CEQ) regulations, which established the steps
necessary to comply with the National Environmental Policy Act (NEPA), require evaluation of
the potential environmental consequences of all proposed federal activities and programs. This
provision includes a requirement to examine indirect consequences, which may occur in areas
beyond the immediate influence of a proposed action and at some time in the future. The CEQ
regulations, 40 CFR 1508.8, refer to these consequences as secondary impacts. Secondary
impacts may include changes in land use, economic vitality, and population density, which are
all elements of growth.

The California Environmental Quality Act (CEQA) also requires the analysis of a project’s
potential to induce growth. CEQA guidelines, Section 15126.2(d), require that environmental
documents “...discuss the ways in which the proposed project could foster economic or
population growth, or the construction of additional housing, either directly or indirectly, in the
surrounding environment...”

2.2.2 Affected Environment

The Project site is located within the University community planning area, which has developed
into a major urban node due to the regional shopping centers; science research centers;
corporate offices; medical facilities; University of California, San Diego (UCSD); and
accessibility to the regional, multi-modal transportation network. The Project area has one of
the highest concentrations of business/employment land uses in the region, as well as other
major activity centers and regional transportation facilities, including UCSD, University Towne
Centre (UTC), and La Jolla Village Square shopping centers, I-5, and I-805.

The University community planning area is approximately 95-percent developed. Some
undeveloped land occurs within the Project site vicinity; however, much of this land consists of
slopes and canyons that are not suitable for development. The UCSD campus and mesa tops
on both sides of the freeway continue to develop with additional institutional and
industrial/business park, and research and development uses, as called for in the Community
Plan, while new residential development primarily occurs within the denser portion of the urban
node to the south.

The Project area has experienced rapid population growth as evidenced by land use densities,
traffic volumes, and development patterns. The Project area is projected to continue to grow in
population. Between 2004 and 2030, the San Diego region’s population is projected to increase
by 32 percent, with an increase of approximately one million people. Within that same period,
the population within the University community is projected to increase by 11 percent.
Residential and employment densities in the University community are expected to increase by
4 percent and 6 percent, respectively (San Diego Association of Governments [SANDAG]
2006b).
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2.2.3 Environmental Consequences

This section assesses the likelihood that the Project and No Build Alternative would result in
indirect impacts related to growth in the Project area. This first-cut screening assessment’
examines the type of transportation project, type of project location (e.g., urban, suburban or
rural), changes in accessibility, and growth pressure, as factors influencing the likelihood of
growth-related impacts.

Project

Project Type

The type of transportation project is an important screening factor in determining whether a
transportation project could cause growth-related impacts. The Project consists of roadway
improvements to existing roadway and freeway facilities within the [-5/Genesee Avenue
interchange and along I-5 from La Jolla Village Drive to Sorrento Valley Road. Typically growth
is not induced through improvements to existing facilities because access to the area is already
provided. Because the improvements proposed as a part of the Project are to existing facilities
and are proposed in response to growth (i.e., growth accommodating), it is not reasonably
foreseeable that the Project would induce growth.

Project Location

Project location, whether urban, suburban, urban/suburban fringe, or rural, is another screening
factor that can be used in combination with other factors when considering whether a
transportation project could cause growth-related impacts. The Project site is located within a
developed urban area. Transportation projects in these types of areas have a relatively low
potential to cause growth-related impacts because of the area’s built-out land use pattern and/or
because resources of concern may not be present.

Accessibility

Accessibility reflects both the attractiveness of potential destinations and ease of reaching them,
which, in turn, are related to land use and circulation issues.

Construction of the Project would not reduce or remove any physical barrier to growth.
Proposed roadway improvements would not provide access to previously inaccessible areas.
The Project also would not include the extension or improvement of any utility infrastructure
(e.g., water, sewer and electrical lines) to areas that are not currently served. The Project would
not alter local access to currently accessible areas, except through relief of traffic congestion.

The 1-5/Genesee Avenue interchange currently experiences considerable congestion during
peak travel hours, resulting in unacceptable LOS and congested conditions at ramp
intersections and segments of Genesee Avenue. The Project is intended to relieve congestion,
accommodate projected traffic volumes through the year 2030 at acceptable levels of service,
and eliminate unsafe weaving and merge/diverge patterns along the I-5 near the subject
interchange. The Project would not be growth inducing, but rather would accommodate existing
and projected traffic loading in a more efficient manner.

! Refers to the use of readily available information to determine the extent of further analysis.
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Although the amount of traffic in the area may increase as a result of population increase
throughout the County, with resultant use of this major transportation facility and
commercial/business center, it is not expected that the Project would attract population or
development not planned within the City’s General Plan or the applicable community plans.

Growth Pressure

The University community is approximately 95 percent developed. Major commercial, office,
institutional (e.g., UCSD and medical facilities), and residential developments have been built in
the vicinity since the original construction of the I-5/Genesee Avenue interchange. There are
some undeveloped lands in the vicinity, some of which are being developed with additional
industrial/business park, research and development, institutional, and residential uses, in
accordance with applicable land use plans. The UCSD campus and mesa tops on both sides of
the freeway continue to develop with additional institutional and industrial/business park and
research and development uses, as called for in the Community Plan, while new residential
development primarily occurs within the denser portion of the urban node to the south. Recent
land development proposals in the community primarily entail high-density, multi-family
residential and science research development. The area is projected to increase in population
over the next 20 years. This growth is already planned and would not be a result of the Project;
the Project would not result in unplanned growth.

The Project area experiences considerable congestion and sustains one of the region’s highest
concentrations of business/employment development. Due to existing and recent development
trends in the Project area, construction of the Project in and of itself is not likely to result in
additional capital investment in the area. High levels of investment have occurred without the
proposed improvements and would be expected to continue, pursuant to development controls
within the General Plan and Community Plan. The Project, therefore, would not induce growth
pressure in the Project area.

Overall Potential for Growth-related Impacts

Overall, consideration of first-cut screening factors, such as type of transportation project,
project location, changes in accessibility, and growth pressure, lead to the conclusion that there
is little or no potential for growth inducement and consequent growth-related impacts resulting
from the Project. Consequently, the Project would not be expected to substantially influence the
overall amount, type, location, or timing of reasonably foreseeable growth in the Project area.

No Build Alternative

Congestion would worsen as additional drivers attempt to use I-5, Genesee Avenue, and the
interchange if the No Build Alternative is selected. The current LOS at intersections and
roadway segments in the Project area would remain at unacceptable levels, and other LOS
could become unacceptable with increased use. There is no change to access; therefore,
growth-related impacts are not reasonably foreseeable.

2.2.4 Avoidance, Minimization, and/or Mitigation Measures

No avoidance, minimization, or mitigation measures would be necessary with regard to growth.
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23 COMMUNITY IMPACTS

2.3.1 Community Character and Cohesion

Because the Project entails the reconstruction/replacement of existing transportation facilities in
a developed area and existing land uses would not change, Project implementation would not
be expected to adversely affect the community character of the Project area. Accordingly, the
only Project-related issue that potentially could affect community character is parking impacts at
properties adjacent to the Project. The analysis in this subchapter is therefore limited to
temporary and permanent displacement of vehicular parking at adjacent uses and the resultant
effect to community character.

Regulatory Setting

The National Environmental Policy Act (NEPA) established that the federal government use all
practicable means to ensure that all Americans have safe, healthful, productive, and
aesthetically and culturally pleasing surroundings (42 USC 4331(b)(2)). The FHWA in its
implementation of NEPA (23 USC 109(h)) directs that final decisions regarding projects are to
be made in the best overall public interest. This requires taking into account adverse
environmental impacts, such as destruction or disruption of human-made resources, community
cohesion, and the availability of public facilities and services.

Under the California Environmental Quality Act (CEQA), an economic or social change by itself
is not to be considered a significant effect on the environment. However, if a social or economic
change is related to a physical change, then social or economic change may be considered in
determining whether the physical change is significant. Because the Project would result in
physical change to the environment, it is appropriate to consider changes to community
character and cohesion in assessing the significance of the Project’s effects.

Affected Environment

Parking areas within the Project impact area are associated with University of California, San
Diego (UCSD), institutional uses, and business parks. These parking areas are located along
Gilman Drive/Voigt Drive west of I-5, the north side of Voigt Drive east of I-5, and the north side
of Genesee Avenue east of |-5, respectively.

Environmental Consequences

Project

The Project entails reconstruction of the [|-5/Genesee Avenue interchange and related
improvements to the freeway, on- and off-ramps, Voigt Drive overcrossing, and Gilman Drive
within the City. Most of the proposed improvements would be constructed within existing road
rights-of-way; however, some improvements would occur outside the existing rights-of-way and
would require a combination of new permanent right-of-way (R/W), temporary construction
easement (TCE), and permanent easement (PE). In some cases, existing vehicular parking at
adjacent properties would be affected, either temporarily or permanently. Table 2.3-1 and
Figure 2.3-1 present the locations where existing parking would be affected by Project
development. The Project would impact existing vehicular parking in four locations on adjacent
properties due to road widening and associated improvements. The following discussion
addresses these locations and associated community character impacts.
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Table 2.3-1
AFFECTED PARKING AREAS
Estimated Number Temporary or
Location of Parking Spaces Per?nan';aynt
Affected

UCSD Parking Lot 401 on the west side of 3 Tempora
Gilman Drive porary
UCSD Parking Lot 510 on the north side of 34 Permanent
Voigt Drive and west of I-5
Scripps Hospital Medical Center parking lot,
north of Voigt Drive and east of I-5 23 Permanent
Parking lot within a business park on the north 14 Permanent
side of Genesee Avenue and east of |-5

UCSD Parking Lot 401

Due to the realignment of a portion of Gilman Drive, a portion of UCSD Parking Lot 401 would
be temporarily impacted during Project construction. It is estimated that 3 out of the existing
100 parking spaces would be temporarily removed. Parking Lot 401 provides vehicular parking
for students residing in the Pepper Canyon Apartments to the south. No public parking is
provided. Associated impacts to community character and cohesion would be minimal because
(1) the parking loss would be temporary and restored upon construction of the Project, (2) only
three spaces would be affected, and (3) the temporary loss of three parking spaces would not
be a noticeable change in this portion of the Project area. Parking within UCSD is available at
other parking lots on campus, including Lot 406 to the south, and Lots 701 and 702 across |-5
along Voigt Drive.

UCSD Parking Lot 510

Due to the construction of the new Voigt Drive overcrossing, the portion of UCSD Parking Lot
510 fronting Voigt Drive would be impacted by the Project, resulting in a permanent loss of
approximately 34 parking spaces. Parking Lot 510 is adjacent to the Campus Service Complex
and provides parking for students (undergraduate and graduate) and staff. No public parking is
provided. Loss of this front row of parking would minimally alter the community character of the
immediate area. The remaining portion of Parking Lot 510 would not be affected, which would
retain existing land use and visual patterns. Parking within UCSD is available at other locations
on campus. Currently, the UCSD campus provides 15,400 on-campus parking spaces and,
according to the 2004 LRDP, a total of 27,200 spaces would be provided by the 2020-2021
academic year. Other nearby parking lots include Lot 403 to the southwest, and Lots 701 and
702 across I-5 along Voigt Drive.

Scripps Hospital Medical Center Parking Lot

Replacement of the Voigt Drive overcrossing and its transition to the existing segment of Voigt
Drive on the east side of I-5 would require acquisition of additional R/W. A portion of an area
within the southwestern corner of the Scripps Hospital Medical Center currently used for parking
approximately 23 vehicles would be affected by proposed roadway improvements. The
remaining portion of this area would not be affected, nor would adjacent parking lots and
medical facilities that comprise the larger Scripps Medical Center. Parking would be provided in
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the surrounding lots and garages within the Scripps Hospital Medical Center. In addition,
Scripps Medical Center currently has plans to replace the affected area with a new parking lot
that would be located outside the grading limits of the Project. The new parking lot is expected
to be constructed prior to construction of the proposed improvements to Voigt Drive, and thus
Project impacts would be avoided.

Business Park Lot

Proposed reconstruction of the Genesee Avenue overcrossing and transition to the existing
roadway would require acquisition of R/W along the north side of Genesee Avenue, east of I-5.
Proposed improvements would impact a portion of an existing parking lot used by office
buildings. The front row of this parking area would be removed as part of the Project, resulting
in a permanent loss of approximately 14 spaces. The parking lot is part of a larger business
park along Campus Point Drive and Campus Point Court. Parking would be provided at
surrounding surface lots within the business park.

No Build Alternative

Under the No Build Alternative, no roadway improvements would occur. Parking at adjacent
properties would not be affected.

Avoidance, Minimization, and/or Mitigation Measures

No avoidance, minimization, or mitigation measures are necessary with regard to community
character and cohesion.

2.3.2 Environmental Justice

Regulatory Setting

All projects involving a federal action (funding, permit, or land) must comply with Executive
Order (EO) 12898, Federal Actions to Address Environmental Justice in Minority Populations
and Low-Income Populations, signed by President Clinton on February 11, 1994. This
Executive Order directs federal agencies to take the appropriate and necessary steps to identify
and address disproportionately high and adverse effects of federal projects on the health or
environment of minority and low-income populations to the greatest extent practicable and
permitted by law. Low income is defined based on the Department of Health and Human
Services poverty guidelines. For 2009, this was an annual income of $22,050 for a family of
four.

All considerations under Title VI of the Civil Rights Act of 1964 and related statutes also have
been included in this Project. Caltrans’ commitment to upholding the mandates of Title VI is
evidenced by its Title VI Policy Statement, signed by the Director, which can be found in
Appendix B of this document.

Affected Environment

For the purposes of this analysis, the “affected area” is defined as the geographic boundary of
the University community planning area within the City of San Diego, and the comparable units
of geographic analysis are the City and County of San Diego. The census tracts within the
affected area are generally equally diverse, as compared to the City and regional ethnic
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percentages. Within the census tracts the majority group is White, non-Hispanic (over 50
percent). Asian/Pacific Islander and Hispanic populations make up the second highest ethnic
groups in the census tracts, at approximately 23 and 9 percent, respectively. All other races
make up less than 7 percent by group within the affected area. The percentage breakdown of
ethnicity at the City and County level are similar; for example the majority ethnic group is White,
non-Hispanic (over 50 percent), followed by Hispanic (approximately 28 and 30 percent for the
City and County, respectively), then Asian/Pacific Islander (approximately 16 and 11 percent for
the City and County, respectively). All other ethnicities make up less than 7 percent each of the
total population in the City and County.

The median income (in current dollars) within the affected area $76,271) is higher than that of
the City ($70,149) and County ($72,963) (SANDAG 2009). The poverty level (17 percent of the
population) is roughly equivalent and not meaningfully greater compared to the 15 and 13
percent poverty levels in the City and County, respectively (2000 Census). The slightly higher
poverty level within the affected area can be attributed to the large UCSD student population
base residing in various housing types within the community, which comprises approximately 31
percent of the total population (2000 Census).

Low-income populations are defined by the Bureau of Census’ statistical poverty thresholds. If
the affected area includes minority populations and/or low-income populations, then a
determination must be made whether Project environmental effects would disproportionately
affect those populations. Based upon the demographic data provided above, no minority or low-
income populations have been identified that would be adversely affected by the Proposed
Project.

Environmental Consequences

No minority or low income populations have been identified in the Project study area; therefore,
this project is not subject to the provisions of EO 12898.

Avoidance, Minimization, and/or Mitigation Measures

No avoidance, minimization, or mitigation measures would be required.
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24 UTILITIES/EMERGENCY SERVICES

The Project would consist of improvements to the I-5/Genesee Avenue interchange in order to
help reduce traffic congestion in the area. Emergency services (fire protection and police
protection) are addressed below. Utilities systems potentially could be affected by the Project,
including water and wastewater services, gas and electric power infrastructure, and telephone
and telecommunications systems, and also are addressed below.

2.4.1 Affected Environment

Emergency Services

Fire protection services are provided to the Project area from Fire Station 35, located at 4285
Eastgate Mall, to the east of the Project site near Genesee Avenue (City of San Diego, San
Diego Fire-Rescue Department 2007). Fire service apparatus at Station 35 include a fire
engine, aerial (ladder) truck, chemical unit, light and air vehicle, and battalion chief vehicle.
Four personnel man the station, 24 hours each day, seven days each week.

Police protection services are provided by the San Diego Police Department (City of San Diego,
San Diego Police Department Northern Division 2007). The Northern Division police station is
located at 4275 Eastgate Mall, adjacent to Fire Station 35.

Utilities

Numerous utility facilities are located within the Project construction area, including electrical
lines, gas lines, sewer mains, telephone lines, telecommunications lines, and water mains. The
exact location of all facilities, however, would be determined during a field survey to evaluate
actual relocation requirements (see Appendix | for a table showing utilities).

In the vicinity of the Genesee Avenue overcrossing, San Diego Gas & Electric Company
(SDG&E) maintains two 5-inch electrical conduits and a 69-kilovolt (kV) overhead power
transmission line. The City maintains a 24-inch potable water line and Verizon Wireless
maintains a 4-inch conduit carrying MFS Quad-Duct. In addition, a communications line is
located in this area.

In the vicinity of the Voigt Drive overcrossing, SDG&E maintains a 2-inch high-pressure gas line
and an electric line inside a 4-inch conduit. UCSD maintains two 12-inch chilled water lines and
three 8-inch heated water lines. The City maintains a 16-inch steel water line, and AT&T
maintains four 4-inch telecommunications conduits.

2.4.2 Environmental Consequences

Project

Emergency Services

The new Genesee overcrossing structure would be shifted slightly to the north (the centerline
would shift approximately 16.1 m [53 ft]) so that the existing overcrossing could continue to
carry traffic during construction of the new overcrossing. Construction of the Project may
require complete closures of the freeway mainline in one direction for approximately 10 nights
and closure of ramps for 1 day. Safe alternate travel routes would be provided to compensate
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for any temporary roadway closures, should they be necessary, and are not expected to
substantially inconvenience emergency services. The only likely effect would be a long-term
positive one, as service response times may be marginally improved as a result of Project
improvements.

Utilities

The Project would not place increased permanent or temporary demands on water, wastewater,
or other utilities or public services in the area. During the demolition phases of project
construction of the Project, there could be an increase in the demand for solid waste disposal
services; however, this impact would be temporary due to implementation of a Waste
Management Plan, which would minimize the Project’s solid waste impact and ensure
compliance with applicable policies and regulations. The plan would address demolition and
construction phases of the Project, as applicable. In addition, the planting plan for the Project
would include primarily drought-resistant landscaping that would not put excessive demands on
water usage.

Some existing utilities would be transferred to the new overcrossings. The overcrossings would
be built in two phases to accommodate traffic. Staggering construction would allow for the parallel
construction of new utility features and minimize discontinuation of service of the various utilities.

Notices to relocate utilities would be required for each company that owns or operates existing
utilities facilities that are in conflict with areas of proposed work. Encroachment permits would
be obtained to enter utility right-of-way (R/W) to perform relocation work. A Determination of
Liability for publicly and privately owned utilities has been requested from Caltrans’ utility
department to determine prior rights and financial responsibility for relocation activities. In
addition, a Determination of Liability for non-utility-owned facilities has been requested from
Caltrans’ District Project Development Unit.

Environmental effects with regard to land use, hydrology/water quality, air quality, biological or
cultural resources, aesthetics, noise, traffic, or other environmental issues anticipated as a
result of the removal or relocation of these utility facilities, including SDG&E power lines, have
been assessed under the respective environmental issues sections. No substantive
environmental impacts due to relocation of other alteration of any utility, including SDG&E’s
69-kV overhead power line, have been anticipated. This power line would be relocated to the
overcrossing structure (SDG&E would file an action with the Public Utilities Commission [PUC]).
In addition, coordination between Caltrans and the PUC would occur for the 69-kV line per PUC
General Order 131-D, which addresses all lines exceeding 50 kV. The relocation of
underground water or wastewater lines would be conducted by City water or wastewater
authorities and would be undertaken in such a manner as to avoid contamination of drinking
water.

Utility conflicts are not expected to affect Project delivery. R/W purchase would not be
necessary to relocate utilities. Notices to relocate any utilities would be required for each
company along with encroachment permits to enter state and/or City operating R/W.

Overcrossing Construction Utility Impacts
The new overcrossing profile at Voigt Drive would be lower than the existing overcrossing

profile; therefore, all utilities would be affected beyond the overcrossing to where the proposed
grade at Voigt Drive matches the existing profile. The new overcrossing profile at Genesee
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Avenue would be higher than the existing overcrossing profile. As such, all utilities would be
affected beyond the overcrossing to where the proposed grade at Genesee Avenue matches
the existing profile.

Retaining Walls

In addition to potentially affected utilities at the two overcrossings, the retaining walls proposed
for the Project would affect utilities. The walls would be designed to accommodate utilities that
cannot be relocated, such as the 10- and 15-inch sewer lines passing through Caltrans’ R/W.
Other utilities, such as water lines, electrical conduit, and a private storm drain, would be
relocated should they be unable to remain in their existing location or pass under the walls.

UCSD owns a utility tunnel that crosses under |-5 south of Voigt Drive that would remain in
place after construction of the Project. The tunnel currently houses 20-inch potable water lines
and 12-inch reclaimed water, telephone, and electrical lines. Project construction would interfere
with other UCSD uitilities, including a 12-inch polyvinyl chloride (PVC) water line, 12-kV electrical
conduit, and storm drain. Wall tiebacks could also affect utilities associated with Scripps
Hospital, including electric lines and 2-inch gas lines at Voigt Drive east of |I-5. Walls located
east of the intersection of I-5 and Genesee Avenue would affect the fiber optic feed, 12-kV
electric service, cable lines, City water laterals, and a sewer line to Scripps Hospital.

Utility relocations would be designed to minimize potential interruptions in service and avoid
peak-use hours in coordination with utility providers. See Appendix | for a table showing utilities
impacts.

No Build Alternative

Under the No Build Alternative, no construction of new roadway facilities or improvements to
existing transportation infrastructure would occur. Emergency services would likely experience

minor deteriorating response times due to increased traffic congestion.

2.4.3 Avoidance, Minimization and/or Mitigation Measures

Implementation of the following avoidance and minimization measures would avoid or minimize
impacts to utilities and emergency services:

e Caltrans and the construction contractor would coordinate with utility providers during
construction to finalize utility relocation and/or removal efforts.

e A Traffic Management Plan (TMP) would be implemented to provide passage for
emergency vehicles on roadways that would be temporarily affected during Project
construction.  In addition, construction plans generally require the contractor to
coordinate with local emergency services so that public safety is not threatened.
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2.5 TRAFFIC AND TRANSPORTATION/PEDESTRIAN AND BICYCLE FACILITIES

2.51 Regulatory Setting

Caltrans, as assigned by FHWA, directs that full consideration should be given to the safe
accommodation of pedestrians and bicyclists during the development of federal-aid highway
projects (see 23 CFR 652). It further directs that the special needs of the elderly and the
disabled must be considered in all federal-aid projects that include pedestrian facilities. When
current or anticipated pedestrian and/or bicycle traffic presents a potential conflict with motor
vehicle traffic, every effort must be made to minimize the detrimental effects on all highway
users who share the facility.

Caltrans is committed to carrying out the 1990 Americans with Disabilities Act (ADA) by building
transportation facilities that provide equal access for all persons. The same degree of
convenience, accessibility, and safety available to the general public will be provided to persons
with disabilities.

2.5.2 Affected Environment

The analysis and findings presented in this section are based on the Traffic Operational
Analysis (2008). The traffic technical report included the following analyses:

e Peak hour intersection capacity at the 1-5 northbound and southbound ramp
intersections with Genesee Avenue (measurement of effectiveness: level of service
[LOS] based on average control delay for the entire intersection, measured in seconds
per vehicle, and ILV per hour, which is based on the volume of conflicting movements)

o Daily roadway segment capacity analysis of Genesee Avenue (measurement of
effectiveness: LOS-based thresholds by street classification published by the City)

e Peak hour freeway segment analysis of I-5 northbound and southbound between
Sorrento Valley Road and La Jolla Village Drive (measurement of effectiveness: LOS
based on vehicle density, expressed in passenger cars per mile per lane [pc/mi/ln])

o Peak hour freeway merge/diverge analysis on -5 northbound and southbound at
Genesee Avenue and La Jolla Village Drive (measurement of effectiveness: LOS based
on pc/mifin)

o Peak hour freeway weaving analysis (measurements of effectiveness: LOS based on
volume [i.e., the Leisch Method]; density in pc/mi/In [Highway Capacity Manual (HCM)
Method]; and volume-to-capacity ratios [v/c; LOS D Method])

e Peak hour intersection queuing analysis (measurement of effectiveness: 50™ and 95"
percentile maximum queues, measured in distance)

o Peak hour ramp metering analysis (measurement of effectiveness: average delay per
vehicle due to ramp meter demand exceeding the meter rate, measured in minutes)

e Accident rates (rates of fatality, fatality plus injury, and all reported accidents) per million
vehicle miles on the freeway mainline, and per million vehicles for ramps

This section includes tables that summarize the analysis results for intersections, roadway
segments, freeway segments, and weaving sections (HCM method only). Methods and level of
service (LOS) criteria for these analyses are contained in the traffic technical report. Queuing,
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ramp metering, freeway merge/diverge, and accident analysis results are described below.
More detailed information is included in the Traffic Operational Analysis.

Level of service is a measurement of actual traffic conditions and the perception of such
conditions by motorists. There are six levels of service, ranging from LOS A (where traffic flows
freely with low volumes and high speeds, resulting in low densities) to LOS F (where traffic
volumes exceed capacity and result in forced flow operations at low speeds, resulting in high
densities). Figure 2.5-1 depicts the relative levels of congestion and speed associated with each
LOS grade. Discussions with Caltrans during the preparation of the Traffic Operational Analysis
identified a minimum performance standard of LOS D for intersections and LOS E for freeway
segment and freeway merge/diverge analysis.

LEVELS OF SERVIGE

for Multi-Lane Highways
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Study Area

The Project study area includes the roadway segments and interchanges from Sorrento Valley
Road (Sorrento Valley Road exit) south to La Jolla Village Drive. As shown in Figure 2.5-2,
Existing Intersection/Freeway Facility Geometrics, I-5 is an eight-lane divided freeway with
auxiliary lanes in both directions between Genesee Avenue and Roselle Street (Sorrento Valley
Road exit). Genesee Avenue from North Torrey Pines Road to Campus Point Drive is a
six-lane roadway. The Genesee Avenue overcrossing of I-5 is four lanes. Traffic signals exist
on Genesee Avenue at the northbound and southbound ramps. Both the exit and entrance
ramps have one lane. The exit ramps widen to three lanes as they approach the signals on
Genesee Avenue. The specific study areas for the roadway intersections, roadway segments,
freeway segments, and merge/diverge areas analyses are described below.

The roadway intersection analysis included two intersections:
e Genesee Avenue and southbound I-5 ramps

e Genesee Avenue and northbound I-5 ramps

Three roadway segments were analyzed along Genesee Avenue:
e North Torrey Pines Road to the southbound I-5 ramps
e Southbound I-5 ramps to the northbound I-5 ramps

e Northbound I-5 ramps to Campus Point Drive

Six freeway segments on I-5 are located within the study area:
e Northbound I-5 - La Jolla Village Drive on-ramp to Genesee Avenue off-ramp
e Northbound I-5 - Genesee Avenue off-ramp to Genesee Avenue on-ramp
e Northbound I-5 - Genesee Avenue on-ramp to Sorrento Valley Road off-ramp
e Southbound I-5 - Sorrento Valley Road on-ramp to Genesee Avenue off-ramp
e Southbound I-5 - Genesee Avenue off-ramp to Genesee Avenue on-ramp

e Southbound I-5 - Genesee Avenue on-ramp to the La Jolla Village Drive off-ramp

Four freeway merge/diverge areas were analyzed:
e Northbound I-5 - La Jolla Village Drive on-ramp (merge)
e Northbound I-5 - Genesee Avenue off-ramp (diverge)
e Southbound I-5 - Genesee Avenue on-ramp (merge)

e Southbound I-5 - La Jolla Village Drive on-ramp (diverge)
Existing Conditions for Intersections

Under existing conditions, the Genesee Avenue and northbound I-5 ramps intersection operates
below acceptable levels in the AM and PM peak hours (Table 2.5-1). The Genesee Avenue and
southbound I-5 ramps intersection currently operates at an acceptable LOS during all peak
hours, with the exception of the PM peak hour (LOS E). Figure 2.5-3, Existing Intersection Peak
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Hour and Traffic Volumes, illustrates the existing peak hour turning movements at the signalized
intersections in the study area.

Table 2.5-1
EXISTING CONDITIONS - PEAK HOUR INTERSECTION LOS SUMMARY
Intersection Peak Hour Delay LOS
(seconds)
AM 52.1 D
Genesee Avenue & southbound I-5 ramps MD 16.9 B
PM 72.4 E
AM 88.0 F
Genesee Avenue & northbound I-5 ramps MD 33.5 C
PM 98.2 F
Bold indicates where an intersection operates below acceptable levels.

MD = midday

Existing Conditions for Roadway Segments

Table 2.5-2 illustrates the roadway segments under the existing conditions. All Genesee
Avenue segments analyzed currently operate at an acceptable LOS. Figure 2.5-3 shows the
existing Average Daily Traffic (ADT) along Genesee Avenue in the study area.

Table 2.5-2
EXISTING CONDITIONS — ROADWAY SEGMENT LOS SUMMARY

Existing Conditions

Roadway LOS E
Classification’ Capacity

41,400 | 6-Lane Prime Arterial 60,000 0.690 C

Genesee Avenue Segment

ADT vic? | LOS

North Torrey Pines Rd. to southbound

I-5 ramps
Is_g‘i;hrg‘;:”d -5 ramps to northbound | 39 85 | 4. ane Major Arterial | 40,000 | 0.996 | E
gfnhbound I-6 ramps to Campus Point | 35 354 | 4. ane Major Arterial | 60,000 | 0.638 | C

! Existing road classification is based on the General Plan for the University Planning Area
2 The v/c ratio is calculated by dividing the ADT volume by roadway capacity

Existing Conditions for Freeway Segments

As shown in Table 2.5-3, Existing Freeway Facility Peak Hour Traffic Volumes, all freeway
segments currently operate at an acceptable LOS during all peak hours. Figure 2.5-4 illustrates
the existing peak-hour volumes at the freeway facilities in the study area.
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Table 2.5-3
EXISTING CONDITIONS — PEAK HOUR FREEWAY SEGMENTS LOS SUMMARY
Intersection Peak Dens_lty LOS
Hour (pc/milln)

Northbound I-5
La Jolla Village Dr. on-ramp to Genesee Ave. AM 28.3 D
off-ramp PM 19.1 C
AM 20.9 C
Genesee Ave. off-ramp to Genesee Ave. on-ramp PM 175 B
Genesee Ave. on-ramp to Sorrento Valley Rd. AM 244 C
off-ramp*® PM 25.3 C

Southbound I-5
Sorrento Valley Rd. on-ramp to Genesee Ave. AM 294 D
off-ramp*® PM 31.3 D
AM 19.6 Cc
Genesee Ave. off-ramp to Genesee Ave. on-ramp PM 279 D
Genesee Ave. on-ramp to La Jolla Village Dr. AM 19.6 Cc
off-ramp (no build) PM 33.6 D

* Because the freeway segment is less than 2,500 feet, a freeway weave analysis is most applicable; the freeway

segment is provided only as a reference.

Existing Conditions for Merge/Diverge Areas

Merge/diverge demand meets or is below capacity at LOS A to LOS E. Demand exceeds
capacity at LOS F, which is considered an unacceptable condition. All merge/diverge areas
currently operate at an acceptable LOS, as shown on Table 2.5-4.

Table 2.5-4
EXISTING CONDITIONS — PEAK HOUR FREEWAY MERGE/DIVERGE
RAMP LOS SUMMARY
Peak Density
Ramp Hour | (pc/mifln) LOS
Northbound I-5
. AM 25.9 C
La Jolla Village Dr. on-ramp (merge) PM 185 B
. AM 39.1 E
Genesee Ave. off-ramp (diverge) PM 538 c
Southbound I-5
Genesee Ave. on-ramp (merge) AM 18.9 B
' p{merg PM 215 c
La Jolla Village Dr. off-ramp AM 29.3 D
(diverge) PM 39.9 E
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Existing Conditions for Freeway Weaving Operations

Results of the Leisch calculations show that the northbound portion of I-5 during the AM peak
period and the southbound portion of I-5 during the PM peak period operate at LOS C (Table
2.5-5). The northbound portion of I-5 during the PM peak period and the southbound portion of
I-5 during the AM peak period have volumes exceeding 2,500 vehicles. Where the Leisch
methodology results exceeded 2,500 vehicles, the LOS D calculation methodology was applied.

The LOS D calculations under Existing Conditions show the northbound portion of I-5 during the
AM peak period and the southbound portion of I-5 during the PM peak period to be under
capacity. The northbound portion of I-5 during the PM peak period and the southbound portion
of I-5 during the AM peak period exceeded the threshold of 1,800 vehicles per hour per lane for
the weaving volumes.

For the weaves identified as over capacity, the HCM was used to provide some additional detail
on the degree to which the weave is over capacity. As shown in the table, HCM methodology
shows the northbound [-5 weave operating at LOS C or D and the southbound I-5 weave
operating at LOS E or F. It should be noted that northbound I-5 adds an additional auxiliary
lane between Genesee Avenue and Sorrento Valley Road for a total of six lanes. However, to
analyze the segment using HCM methodology, the entire length of the segment is assumed to
be four lanes. HCM methodology only allows for a freeway weave analysis on segments with a
constant number of lanes.

Table 2.5-5
EXISTING CONDITIONS — PEAK HOUR FREEWAY WEAVE ANALYSIS
LEISCH LOS D HCM
Segment zzil: Volume . Density
(vehthr) | LOS | Capacity | o oinny | LOS
Northbound I-5
Genesee Ave on-ramp to AM 1,590 C UNDER 27.8 C
Sorrento Valley Rd off-ramp PM 2,744 N/A OVER 34 .1 D
Southbound I-5
Sorrento Valley Rd off-ramp to AM 2,980 N/A OVER 46.1 F
Genesee Ave on-ramp PM 2,111 C UNDER 41.5 E

Bold indicates where an intersection operates below acceptable levels.
veh/hr = vehicle per hour

Existing Conditions for Intersection Queuing Analysis

For the intersection queuing analysis, 50" percentile and 95" percentile queues were
calculated. The 50™ percentile queues are those that would occur on a typical signal cycle.
Thus, half of the queues would be longer than this number and half would be shorter. The 95"
percentile queues are those that would be exceeded by only five percent of the time. In other
words, 95 percent of the time these queues would not be exceeded. When the volumes for the
95™ percentile cycle exceed the capacity of the lane, the calculated 95" percentile queue could
in theory be longer than the reported value. However, in practice, the 95" percentile queue
reported would rarely be exceeded and the queues shown would be acceptable for the design
of storage bays.
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Under existing conditions, the 95" percentile queues exceed the existing storage lengths for
several lane movements for the AM, midday, and PM peak periods (Table 2.5-6).

On the Genesee Avenue overcrossing, queued vehicles occur in the eastbound direction during
the AM, midday, and PM peak periods. The eastbound left turn lane fills during each of these
peaks, while the eastbound through lane fills during the morning peak. In the westbound
direction, the westbound left turn lane fills in the PM peak period and the westbound through fills
during the AM peak period. These queues have been observed to spill back past the
overcrossing causing backups to overcrossing approaches on Genesee Avenue and onto the
exit ramps.

The exit ramp left turn lanes both northbound and southbound back up beyond the available
storage. The heaviest queuing occurs in the AM peak hour, where traffic has been observed to
back up on the freeway mainlines. Additionally, the westbound right turn queue at the
northbound ramp exceeds the available storage during the PM peak and occasionally during the
midday peak.

Table 2.5-6
EXISTING CONDITIONS
PEAK HOUR INTERSECTION QUEUING SUMMARY

AVAILABLE AM PEAK QUEUE MD PEAK QUEUE PM PEAK QUEUE
INTERSECTION DIR STORAGE 50" 95™ 50" 95™ 50" 95"
m (ft) m (ft) m (ft) m (ft) m (ft) m (ft) m (ft)
EBT | 488(1,600) 34 (111) 49 (161) 60 (196) 80 (264) | 116 (379) 138 (452)
EBR | 503 (1,650) 0(0) 5 (17) 38 (125) 74 (242) (14;18) 493 (1,618)
fg?:;ezm’e &SB "WBL | 58(190) 19 (61) 17 (55) 19 (62) 23(76) | 153 (501) | 187 (613)
P WBT 134 (440) 244 (966) | 94 (308) 1(3) 1(3) 17 (56) 34 (113)
SBL 52 (170) 130 (426) | 195(640) | 46 (146) 82 (268) 77 (254) 132 (433)
SBR 171 (560) 0 (0) 0(0) 0(0) 0 (0) 0(0) 0 (0)
EBL 55 (180) 65 (214) 72 (237) 96 (248) | 126 (413) | 184(603) 223 (731)
EBT 134 (440) 197 (646) | 185 (608) 0 (0) 0 (0) 0.3 (1) 0.3 (1)
WBT | 518(1,700) 58 (190) 87 (287) 62 (202) 90 (295) 98 (322) 118 (387)
Genesee Ave & NB 459
15 ramps WB R 122 (400) 0 (0) 0 (0) 92 (301) | 177 (580) (1,500) 539 (1,770)
NB L 119 (390) 258 (847) (131331) 50 (164) 98 (323) 96 (315) 155 (507)
NB R 46 (150) 0(0) 0(0) 0(0) 0(0) 0(0) 0(0)

EB=Eastbound Right; WB=Westbound; SB=Southbound; NB=Northbound; T=Through; R=Right; L=Left
Bold values indicate queues that could be longer.
Bold and shaded values indicate where queues would exceed the available capacity.

Existing Conditions for Ramp Metering

None of the ramps studied are currently metered. As such, no ramp metering analysis of
existing conditions is provided.

Existing Pedestrian and Bicycle Access
Currently, there are bike lanes on both sides of Genesee Avenue within the study area and a

sidewalk on the north side of the roadway. Free right turns at the interchanges may create
conditions that are considered more vulnerable for both pedestrians and bicyclists, as vehicles
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can move through the intersection without stopping. Bicyclists are allowed on the I-5 shoulders,
both northbound and southbound, between Genesee Avenue and Sorrento Valley Road. There
are no barriers that separate motor vehicles from the bike lanes.

2.5.3 Environmental Consequences

Project

Construction Impacts

While the Project would generally result in beneficial impacts to traffic and transportation,
temporary impacts would result during construction due to planned freeway and ramp closures.
I-5 would be closed in one direction for 10 nights during construction of the Genesee Avenue
and Voigt Drive overcrossings. In addition, it may be necessary to close each of the northbound
and southbound entrance and exit ramps at the I-5/Genesee Avenue interchange and the
northbound exit ramp and southbound entrance ramp at the I-5/Sorrento Valley Road
interchange for one day per ramp.

Temporary freeway and ramp closures would result in diversion of through traffic to alternate
routes; however, impacts would be minimized by scheduling construction during nighttime or
early morning hours and through the implementation of a Traffic Management Plan (TMP;
2008). The goals of the TMP consist of the following:

o Reduce traffic delay or time spent in the queue to less than 15 minutes above normal
recurring traffic delay

¢ Maintain traffic flow throughout the corridor and the surrounding areas

¢ Maintain bicycle and pedestrian access along Genesee Avenue, Voigt Drive, and Gilman
Drive

e Maintain bicycle access between Genesee Avenue and Sorrento Valley Road
¢ Maintain existing transit operations

¢ Provide a safe environment for the work force and motoring public

To meet these goals, the TMP includes recommendations related to public information, motorist
information strategies, incident management, construction strategies, alternate route strategies,
and a contingency plan. Specific TMP elements include Public Awareness Campaign, portable
changeable message signs, ground-mounted signs, Caltrans Highway Information Network,
Construction Zone Enhanced Enforcement Program, towing availability, Traffic Management
Team, construction phasing, main lane and ramp closures, total facility closure, delay clause,
conflicts with other projects and special events, temporary detours (motorist detours only; bike
route detours would be developed and implemented when bicycle traffic cannot be
accommodated through the construction zone), Traffic Contingency Plan, and Contractor
Contingency Plan. The proposed phasing would balance the completion of the Project in a
timely manner and the necessity to minimize impacts to access and traffic. It is noted that TMP
elements would be adjusted, as needed, to adequately address congestion conditions.

Given the temporary nature of the closures, the availability of alternate routes, and the
implementation of a TMP, these impacts to traffic and transportation are expected to be
relatively minor.
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Year 2012 Analysis

Road Network

Under 2012 conditions, the roadway network is assumed to remain the same as existing
conditions. It should be noted that no improvements were made to the Genesee Avenue and
northbound I-5 ramps intersection during the Genesee Avenue widening project, completed in
2008. No roadway improvements are assumed for 2012 without Project conditions (referred to
in the tables as “No Build”). The Project condition (referred to in the tables as “Build”) assumes
the completion of the Project, including the installation of ramp meters. Both the with and
without Project scenarios assume no freeway facility improvements, and therefore the analysis
of freeway facilities would be identical between the two scenarios, with the exception of the
installation of ramp meters in the Project scenario only.

Figure 2.5-2 shows the geometrics of the intersections and freeway facilities in the study area
for the 2012 without Project (No Build) condition. Figure 2.5-5, Year 2012 Build
Intersection/Freeway Facility Geometrics, shows the geometrics of the intersections and
freeway facilities for the 2012 with Project (Build) condition. It should be noted that the
geometrics of the study intersections and freeway facilities are the same between existing
conditions and in 2012 without Project conditions.

Intersections

With implementation of the Project, the Genesee Avenue and southbound [-5 ramps
intersection, and the Genesee Avenue and the northbound I-5 ramps intersection would operate
at acceptable levels under 2012 conditions (Table 2.5-7). Under 2012 without Project
conditions (Table 2.5-7), the Genesee Avenue intersections with the southbound [-5 ramps (in
the PM) and northbound I-5 ramps (in the AM) would operate at LOS F under 2012 without
Project conditions and would be improved to LOS C with Project implementation. In addition,
the intersection of Genesee Avenue and northbound I-5 ramps would operate at LOS F in the
PM and improve to LOS B.

Table 2.5-7
YEAR 2012 CONDITIONS — PEAK HOUR INTERSECTION LOS SUMMARY
. No Build Build
Intersection Peak Hour Delay LOS Delay LOS

Genesee Avenue and AM 74.4 E 26.5 ¢
southbound I-5 ramps MD 30.0 % 21.3 %
PM 87.5 F 21.2 C

Genesee Avenue and AM 115.0 F 251 ¢
northbound I-5 ramps MD 44.2 D 19.0 B
PM 124.1 F 19.0 B

Bold indicates where an intersection operates below acceptable levels.

Roadway Segments

Table 2.5-8 illustrates the roadway segments under 2012 conditions with and without the
Project. As shown in the table, all segments along Genesee Avenue would operate at LOS C
with Project implementation. Under 2012 without Project conditions, the segment between the
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southbound I-5 ramps and the northbound I-5 ramps would operate at LOS F, which is

unacceptable.
segment.

Implementation of the Project would result in an acceptable LOS along this

Table 2.5-8
YEAR 2012 CONDITIONS — ROADWAY SEGMENT LOS SUMMARY
Genesee Roadway No Build Build
ADT Roadway LOS E VviC Roadway LOS E v/C
Segment Class. Capacity | Ratio LOS Class. Capacity | Ratio LOS
North Torrey Pines 6-lane 6-lane
y 45,000 Prime 60,000 0.750 C Prime 60,000 0.750 C
Rd to SB I-5 ramps - .
Arterial Avrterial
4-lane 6-lane
fg r';fnrasmps ONB | 45750 |  Major 40000 | 1069 | F Prime 60,000 | 0713 | C
P Arterial Arterial
6-lane 6-lane
NB I-5rampsto SB | 44500 | Prime 60,000 | 0.675 | C Prime 60,000 | 0.675 | C
I-5 ramps - .
Arterial Arterial

Bold indicates where a roadway segment operates below acceptable levels.

Freeway Segments

As shown in Table 2.5-9, all freeway segments would operate at acceptable LOS in all peak
hours with and without the Project under 2012 conditions.

Table 2.5-9
YEAR 2012 CONDITIONS — FREEWAY SEGMENTS LOS SUMMARY
Peak No Build Build
Freeway Segment Hour Dens_lty LOS Dens_lty LOS
(pc/mi/ln) (pc/mi/ln)
Northbound I-5
. AM 315 D 315 D
La Jolla Village Dr on-ramp to Genesee Ave off-ramp PM 223 c 223 C
AM 22.8 C 22.8 C
Genesee Ave off-ramp to Genesee Ave. on-ramp PM 20.4 c 20.4 c
. | AM 26.7 D 20.8 C
Genesee Ave on-ramp to Sorrento Valley Rd off-ramp PM 593 D 528 C
Southbound I-5
« | AM 34.6 D 34.6 D
Sorrento Valley Rd on-ramp to Genesee Ave off-ramp PM 345 D 345 D
AM 225 C 22.5 C
Genesee Ave off-ramp to Genesee Ave on-ramp PM 29.0 D 29.0 D
. AM 225 C 225 C
Genesee Ave on-ramp to La Jolla Village Dr off-ramp PM 376 E 376 E

* Because the freeway segment is less than 2,500 feet, a freeway weave analysis is most applicable; the freeway segment

is provided only as a reference.
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Merge/Diverge Areas

Under 2012 conditions with the Project, all merge/diverge areas would operate at acceptable
LOS (Table 2.5-10). The Project would improve the operations at the Genesee Avenue off-
ramp during the AM peak hour from LOS F without the Project to LOS C with the Project. All
other peak hours at all of the ramps would operate the same or similarly with or without
implementation of the Project.

Table 2.5-10
YEAR 2012 CONDITIONS — FREEWAY RAMP MERGE/DIVERGE LOS SUMMARY
Ramp Ramp Peak No Build Build
Location Type | Hour Density | LOS Density | LOS
Northbound I-5
. AM 28.1 D On-ramp is an add lane;
La Jolla Village Dr on-ramp Merge PM 213 C merge analysis does not apply
. AM 42.2 F 21.0 C
Genesee Ave off-ramp Diverge PM 279 c 153 B
Southbound I-5
Genesee Ave on-ram Merge AM 21.5 C On-ramp is an add lane;
P g PM 258 C merge analysis does not apply
. . AM 32.6 D Off-ramp is a drop lane;
La Jolla Village Dr off-ramp | Diverge PM 220 E diverge analysis does not apply

Bold indicates where a roadway segment operates below acceptable levels.

Freeway Weave

As shown on Table 2.5-11, the results of the Leisch calculations show that the build alternative
would remain the same or improve the conditions for the weave along I-5 north of Genesee
Avenue. The northbound portion of I-5 during the PM peak period and the southbound portion
of 1-5 during the AM peak period have volumes exceeding 2,500 vehicles, which precludes use
of the Leisch Method.

The LOS D calculations under the Year 2012 conditions show the northbound portion of I-5
during the AM peak period to be under capacity, while the other areas would be over capacity
by exceeding the threshold of 1,800 vehicles per hour per lane for weaving lane volumes. As
part of the Year 2012 build condition, results would be similar to the No Build condition, except
that the southbound portion of I-5 during the PM peak period would improve to being under
capacity.

For the weaves identified as over capacity, the HCM was used to provide some additional detail
on the degree to which the weave is over capacity. As shown in the table, HCM methodology
shows that the northbound I-5 weave would operate at LOS D or E and the southbound I-5
weave would operate at LOS F under the No Build scenario. For the build scenario, the
northbound I-5 weave would operate at LOS C or D and the southbound I-5 weave would
operate at LOS E or F. In general, based on the HCM weaving analysis, the Project indicates
an improvement for the short freeway segments between Genesee Avenue and Sorrento Valley
Road.
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Table 2.5-11
YEAR 2012 CONDITIONS — PEAK HOUR FREEWAY WEAVE ANALYSIS
S . Peak o LEISCH LOS D S HCM
egmen olume . ensit
Hour (vehlhr) LOS Capacity (pc/mi II¥1) LOS
NO BUILD
Northbound I-5
NB I-5 Genesee Aveon- | AM 1,730 C UNDER 30.8 D
ramp to Sorrento Valley
Road off-ramp PM 2,860 N/A OVER 39.2 E
Southbound I-5
SB I-5 Sorrento Valley AM 3,130 N/A OVER 52.5 F
Road on-ramp to
Genesee Ave off-ramp PM 2,160 D OVER 44.8 F
BUILD
Northbound I-5
NB I-5 Genesee Ave on- AM 1,730 B UNDER 24.8 C
ramp to Sorrento Valley
Road off-ramp PM 2,860 N/A OVER 31.1 D
Southbound I-5
SB I-5 Sorrento Valley AM 3,130 N/A OVER 46.2 F
Road on-ramp to
Genesee Ave off-ramp PM 2,160 D UNDER 39.3 E

Bold indicates where a roadway segment operates below acceptable levels.

veh/hr = vehicles per hour

Intersection Queuing

As shown on Table 2.5-12, the majority of the storage lanes would have queue length issues

associated with Year 2012 conditions.
associated with Year 2012 volumes.

The Project would solve all storage capacity issues

It should be noted that the design of several of the storage lengths associated with the Project
would be constrained by the location of the merge/diverge areas. These include the westbound
through and left-turn movements at the northbound I-5 ramps and the eastbound through and
left-turn movements at the southbound I-5 ramps.

Table 2.5-12

YEAR 2012 CONDITIONS

PEAK HOUR INTERSECTION QUEUING SUMMARY

Available

AM Peak Queue

MD Peak Queue

PM Peak Queue

Intersection Direction Storage m (ft) m (ft) m (ft)
m (ft) 50" 95" 50" 95" 50" 95"
NO BUILD
EBT 488 (1,600) | 41 (133) 57 (187) | 66 (215) 88 (288) 151 (496) | 175 (575)
EBR 503 (1,650) 0 (0) 5(18) 52 (170) | 102 (336) (1572121) 604 (1,981)
g‘gr}?gffafn‘éi& WB L 58 (190) 24 (78) 0(0) 20(66) | 21(69) | 195 (640) | 220 (721)
WB T 134 (440) | 374 (1,228) | 297 (973) 0.7 2) 0.7 (2) 22 (73) 39 (128)
SBL 52 (170) 163 (534) | 232 (761) | 62(202) | 111(365) | 102(335) | 162 (531)
SBR 171 (560) 0 (0) 0(0) 0(0) 0 (0) 0 (0) 0 (0)
Interstate 5/Genesee Interchange Reconstruction Project IS/EA 2.5-12
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Table 2.5-12 (cont.)
YEAR 2012 CONDITIONS
PEAK HOUR INTERSECTION QUEUING SUMMARY

Available AM Peak Queue MD Peak Queue PM Peak Queue
Intersection Direction Storage m (ft) m (ft) m (ft)
m (ft) 50" 95" 50" 95" 50" 95"
NO BUILD (cont.)
EBL 55 (180) 90 (294) 91(300) | 86(282) | 110(362) | 251(822) | 278 (912)
EBT 134 (440) | 245(803) | 212(694) 00 00 38 (126) 42 (139)
WBT 518 (1,700) | 77 (253) 111(365) | 67 (221) | 102(336) | 117 (385) | 138 (454)
ﬁgﬂ?;i:aﬁ‘;es& WB R 122 (400) | 31(103) | 49(160) | 114 (374) | 203 (655) (1?3553) 677 (2,220)
NB L 119 (390) | 309 (1,015) (1?;’&) 57 (186) | 109(358) | 128(421) | 192 (629)
NB R 46 (150) 0(0) 0(0) 0(0) 0(0) 0(0) 0(0)
BUILD
EBT 375 (1,230) 19 (62) 25 (81) 22 (71) 41 (136) 32 (105) 45 (147)
EBR 107 (350) 0(0) 9 (30) 0(0) 14 (46) 16 (51) 46 (151)
Genesee Ave & WB L 226 (740) 11(37) 18 (60) 13 (42) 6 (20) 48 (156) 67 (221)
SB I-5 Ramps WBT 579 (1,900) | 125(410) | 124 (407) 1(3) 5(17) 7 (24) 18 (59)
SBL 472 (1,550) | 91 (298) 136 (447) | 62 (205) 85 (278) 47 (153) 69 (228)
SBR 472 (1,550) | 114 (373) | 164 (538) | 35 (114) 47 (155) 03(1) 12 (40)
EBL 229 (750) 30 (97) 40 (130) | 56 (183) 74 (243) 20 (67) 33 (107)
EBT 497 (1,630) | 51 (167) 73 (241) 6 (19) 28 (91) 03(1) 10 (32)
Genesee Ave & WBT 457 (1,500) 27 (90) 35 (116) 22 (72) 35 (114) 25 (83) 32 (105)
NB I-5 Ramps WBR 107 (350) 0(0) 14 (46) 0(0) 13 (42) 50 (164) 87 (284)
NB L 384 (1,260) | 117 (385) | 148(487) | 41 (136) 52 (172) 39 (128) 55 (181)
NB R 384 (1,260) 26 (84) 42 (137) 1(3) 16 (52) 0(0) 13 (42)

EB=Eastbound; WB=Westbound; SB=Southbound; NB=Northbound; T=Through; R=Right; L=Left
Bold values indicate queues that could be longer.
Bold and shaded values indicate where queues would exceed the available capacity.

Ramp Metering

As part of the Project, ramp meters would be installed at both of the I-5 on-ramps from Genesee
Avenue and the southbound on-ramp from Sorrento Valley Road. Table 2.5-13 shows the ramp
metering summary at the three ramp meters under Year 2012 conditions. As shown in the
table, an extensive delay would occur at the northbound Genesee Avenue on-ramp meter
during both peak periods. The reason for the extensive delays would be associated with the low
metering rate assumed at this ramp metering location. At the southbound ramp meter, less than
five minutes of delay would be expected during both peak periods. At the southbound Sorrento
Valley Road ramp meter, queues would be relatively short and disperse quickly.

Table 2.5-13
YEAR 2012 CONDITIONS
INTERSECTION RAMP METER OPERATION SUMMARY
Excess

Meter Rate Demand* Delay
On Ramp (vehiclesthr) | PeakHour 1 ehiclesihr) (vglfingﬁ\r) (min)
I-5/Genesee Ave 230 AM 880 650 >25
(northbound) 1,450 PM 1,980 530 15-25

I-5/Genesee Ave 490 AM 450 0 <5

(southbound) 2,000 PM 1,800 0 <5
I-5/Sorrento Valley 1,280 AM 1,560 280 5-15
Road (southbound) 1,700 PM 1,870 170 5-15

Bold indicates where a roadway segment operates below acceptable levels.
* Volumes of peak hour traffic moving onto ramp expressed in vehicles per hour
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Year 2030 Analysis

Road Network

Under the 2030 baseline scenario, the following improvements or modifications have been
assumed for the facilities in the study area, based on the PSR, dated October 2004.

e The addition of a high-occupancy vehicle (HOV) lane in each direction along I-5.

e The installation of ramp meters at all entrance ramps to I-5. With the installation of the
ramp meters at both the northbound and southbound entrance ramps to I-5, the
widening of the ramps to accommodate three metered ramp lanes also was assumed.

The 2030 without Project (No Build) conditions assume that no other roadway improvements
would be constructed, and the Project (Build) condition assumes the completion of the proposed
I-5/Genesee Avenue Interchange Project. The Project would not include any freeway facility
improvements, and therefore, the analysis of freeway facilities would be identical between the
two conditions.

Figures 2.5-6 and 2.5-7 show the geometrics of the study intersections and freeway facilities in
the study area for 2030 without Project (No Build) conditions and the Project (Build) condition,
respectively.

Intersections

Table 2.5-14 displays the LOS analysis results for the study intersections under 2030 conditions
for the AM, midday, and PM peak hours. As shown in the table, both analyzed intersections
(Genesee Avenue and southbound I-5 ramps, and Genesee Avenue and northbound I-5 ramps)
would operate at unacceptable levels of service (LOS F) under 2030 without Project conditions
during all the peak hours, with the exception of the Genesee Avenue/l-5 southbound ramps
intersection during the midday peak hour, which would operate at LOS D. With implementation
of the Project, both intersections would operate at LOS E or better during all three peak hours.

Table 2.5-14
YEAR 2030 CONDITIONS — PEAK HOUR INTERSECTION LOS SUMMARY
Intersection Peak No Build Build
Hour Delay LOS Delay LOS

Genesee Avenue and AM 175.2 F 79.7 E
southbound I-5 ramps MD 38.6 D 24.3 C
PM 136.9 F 32.0 C

Genesee Avenue and AM ECL F 35.8 D
northbound I-5 ramps MD 105.8 F 21.9 C
PM ECL F 37.2 D

Bold indicates where a roadway segment operates below acceptable levels.
ECL = exceeds calculable limit

Roadway Segments

Table 2.5-15 illustrates the roadway segments under 2030 conditions with and without the
Project. As shown in the table, all roadway segments would function at LOS E or better except
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for Genesee Avenue from the southbound I-5 ramps to the northbound I-5 ramps (LOS F under
2030 without Project conditions). This roadway segment would be widened with implementation
of the Project and would operate at LOS C under this scenario.

Table 2.5-15
YEAR 2030 CONDITIONS — ROADWAY SEGMENT LOS SUMMARY
Genesee Roadway No Build Build
ADT Roadway LOS E VviC Roadway LOS E v/C
Segment Class. Capacity | Ratio LOS Class. Capacity | Ratio LOS
North Torrey Pines 6-lane 6-lane
y 58,000 Prime 60,000 0.967 E Prime 60,000 0.967 E
Rd to SB I-5 ramps - .
Arterial Avrterial
4-lane 6-lane
f? borampstoNS | 53000 | Major | 40000 | 1.325 | F Prime 60,000 | 0883 | D
P Arterial Arterial
6-lane 6-lane
NBI-5rampsto SB | 48509 |  Prime 60,000 | 0.808 | C Prime 60,000 | 0.808 | C
I-5 ramps - .
Arterial Arterial

Bold indicates where a roadway segment operates below acceptable levels.

Freeway Segments

As shown in Table 2.5-16, northbound |-5 between Genesee Avenue on-ramp to Sorrento
Valley Road off-ramp would improve to LOS E under the Project from LOS F under the no
Project scenario during the PM peak period. With implementation of the Project, northbound -5
between La Jolla Village Drive on-ramp and Genesee Avenue off-ramp in the AM, southbound
I-5 between Sorrento Valley Road on-ramp and Genesee Avenue off-ramp in the AM and PM,
and southbound I-5 between Genesee Avenue on-ramp and La Jolla Village Drive off-ramp in
the PM would continue to operate at LOS F, when compared to the no Project scenario. The
Project would not cause an increase in density on the analyzed I-5 segments.

Merge/Diverge Areas

As shown on Table 2.5-17, under 2030 conditions without the Project, all analyzed freeway
ramp merge/diverge locations would operate at LOS F during one or both peak periods.
Construction of the Project would improve the operations at the Genesee Avenue off-ramp
during both the AM peak hour (LOS D) and PM peak hour (LOS C).

Table 2.5-16
YEAR 2030 CONDITIONS — FREEWAY SEGMENTS LOS SUMMARY
Peak No Build Build
Freeway Segment Hour Dens_lty LOS Dens_lty LOS
(pc/milln) (pc/milln)
Northbound I-5
. AM ECL F ECL F
La Jolla Village Dr on-ramp to Genesee Ave off-ramp PM 235 E 235 E
AM 314 D 314 D
Genesee Ave off-ramp to Genesee Ave on-ramp PM 354 E 354 E
AM 40.5 E 28.5 D
Genesee Ave on-ramp to Sorrento Valley Rd off-ramp PM ECL F 212 E
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Table 2.5-16 (cont.)
YEAR 2030 CONDITIONS — FREEWAY SEGMENTS LOS SUMMARY
Peak No Build Build
Freeway Segment Hour Dens_lty LOS Dens_lty LOS
(pc/mi/ln) (pc/milln)
Southbound I-5
AM ECL F ECL F
Sorrento Valley Rd on-ramp to Genesee Ave off-ramp PM ECL F ECL F
AM 38.3 E 38.3 E
Genesee Ave off-ramp to Genesee Ave on-ramp PM 209 E 209 E
. AM 39.9 E 39.9 E
Genesee Ave on-ramp to La Jolla Village Dr off-ramp PM ECL F ECL F
Bold indicates where a roadway segment operates below acceptable levels.
ECL = exceeds calculable limits
Table 2.5-17
YEAR 2030 CONDITIONS — FREEWAY RAMP MERGE/DIVERGE LOS SUMMARY
No Build Build
Ramp Ramp Peak - -
- Density Density
Location Type Hour (pc/mifln) LOS (pc/mifln) LOS
Northbound I-5
. AM 40.3 F On-ramp is an add lane;
La Jolla Village Dr on-ramp Merge PM 310 D merge analysis does not apply
. AM 55.8 F 28.3 D
Genesee Ave off-ramp Diverge PM 223 E 250 C
Southbound I-5
G A M AM 28.3 D On-ramp is an add lane;
enesee Ave on-ramp erge PM 43.9 F merge analysis does not apply
) . AM 46.9 F Off-ramp is a drop lane;
La Jolla Village Dr off-ramp Diverge PM 50.8 F diverge analysis does not apply

Bold indicates where a roadway segment operates below acceptable levels.

Freeway Weave

As shown in Table 2.5-18, the results of the Leisch calculations show that the build alternative
would remain the same or improve the conditions for the weave along I-5 north of Genesee
Avenue. The northbound portion of I-5 during the PM peak period and the southbound portion
of I-5 during the AM peak period have volumes exceeding 2,500 vehicles, which precludes use
of the Leisch Method.

The LOS D calculations under the Year 2030 Conditions show all weave segments during both
peak periods to be over capacity. Under the No Build condition, the northbound portion of I-5
during the PM peak period and the southbound portion of I-5 during both peak periods would
exceed the threshold of 1,800 vehicles per hour per lane for the weaving volumes and 2,000
vehicles per hour per lane for the mainline volumes. As part of the Year 2030 build condition,
results would be similar to the No Build condition, except that all weave segments would only
exceed the threshold of 1,800 vehicles per hour per lane for the weaving volumes.

For the weaves identified as over capacity, the HCM was used to provide some additional detail
on the degree to which the weave is over capacity. As shown in the table, HCM methodology
shows that the northbound and southbound |-5 weaves would operate at LOS F under the No
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Build scenario. For the build scenario, the northbound I-5 weave would improve to LOS E
during the AM peak period and a better LOS F during the PM peak period. The southbound I-5
weave would improve to a better LOS F during both peak periods. In general, based on the
HCM weaving analysis, the Project indicates an improvement for the short freeway segments
between Genesee Avenue and Sorrento Valley Road.

Table 2.5-18
YEAR 2030 CONDITIONS — PEAK HOUR FREEWAY WEAVE ANALYSIS
LEISCH LOS D HCM
Segment II-:'Ieak Volume LOS c . Density LOS
our | (vehihr) apacity | cmifin)
NO BUILD
Northbound I-5
NB I-5 Genesee Ave on- AM 2,280 E OVER 44 .4
ramp to Sorrento Valley
Road off-ramp PM 3,320 N/A OVER 62.7
Southbound I-5
SB I-5 Sorrento Valley AM 3,760 N/A OVER 82.2
Road off-ramp to
Genesee Ave on-ramp PM 2,280 F OVER 58.1
BUILD
Northbound I-5
NB I-5 Genesee Ave on- | AM 2,280 C OVER 35.4 E
ramp to Sorrento Valley
Road off-ramp PM 3,320 N/A OVER 49.2
Southbound I-5
SB I-5 Sorrento Valley AM 3,760 N/A OVER 71.5
Road off-ramp to
Genesee Ave on-ramp PM 2,280 F OVER 50.7

Bold indicates where a roadway segment operates below acceptable levels.
veh/hr = vehicles per hour

Intersection Queuing

Under the Year 2030 condition with Project implementation (Table 2.5-19), the eastbound right-
turn lane at Genesee Avenue/southbound I-5 ramps in the PM would be 5 m (16 ft) over queue
capacity (95" percentile). In addition, the westbound right-turn lane at the Genesee
Avenue/northbound [-5 ramps in the PM would be 14 and 87 m (48 and 291 ft) over queue
capacity (50" and 95" percentiles, respectively).

It should be noted that the design for several of the storage lengths under the Project condition
would be constrained by the location of the freeway ramps. These include the westbound
through and left movements at the northbound I-5 ramps and the eastbound through and left
movements at the southbound I-5 ramps.
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Table 2.5-19
YEAR 2030 CONDITIONS
PEAK HOUR INTERSECTION QUEUING SUMMARY

Available AM Peak Queue MD Peak Queue PM Peak Queue
Intersection Dir Storage m (ft) m (ft) m (ft)
m (ft) 507 | 957 50" | 957 50" 95"
YEAR 2012 NO BUILD
EBT | 488(1,600) 46 (151) 62 (205) 124 (408) 170 (558) 210 (689) 246 (807)
EBR | 503 (1,650) (0) 7 (24) 168 (551) 276 (905) 618 (2,028) | 700 (2,296)
Genesee Ave & SB WB L 58 (190) 18 (59) 11 (36) 87 (284) 71 (234) 237 (778) 237 (776)
I-5 Ramps WBT 134 (440) 404 (1,324) 81 (266) 6 (21) 6 (19) 1(4) 1(4)
SBL 52 (170) 175 (573) 241 (791) 105 (346) 169 (553) 130 (427) 193 (632)
SBR 171 (560) (0) 57 (188) (0) (0) (0) (0)
EBL 55 (180) 102 (334) 84 (274) 194 (635) 192 (631) 327 (1,073) | 321 (1,053)
EBT 134 (440) 237 (777) 91 (299) 12 (38) 13 (42) 9(29) 7(23)
Genesee Ave & NB WBT | 518 (1,700) 109 (359) 147 (481) 119 (390) 163 (535) 117 (384) 140 (459)
I-5 Ramps WB R 122 (400) 36 (118) 60 (169) 272 (893) | 350 (1,148) | 743 (2,439) | 824 (2,703)
NB L 119 (390) 312 (1,024) | 388 (1,274) | 131 (431) 196 (642) 166 (545) 232 (762)
NBR 46 (150) (9) (0) () (0) (0) (0)
YEAR 2012 BUILD
EBT 375 (1,230) 23 (77) 30 (98) 41 (133) 52 (170) 51 (166) 59 (194)
EBR 107 (350) (0) 10 (32) (0) 15 (50) 62 (205) 112 (366)
Genesee Ave & SB WB L 226 (740) 16 (52) 23 (74) 8 (27) 9 (29) 55 (181) 72 (235)
I-5 Ramps WBT | 579 (1,900) 215 (705) 228 (749) 7 (24) 19 (62) 41 (136) 45 (146)
SBL 472 (1,550) 155 (508) 226 (740) 82 (268) 104 (340) 62 (203) 110 (361)
SBR | 472 (1,550) 208 (681) 253 (830) 60 (197) 70 (230) 28 (93) 47 (155)
EBL 229 (750) 371 (122) 49 (160) 74 (242) 91 (299) 83 (273) 120 (394)
EBT | 497 (1,630) 85 (278) 83 (273) 28 (93) 33 (107) 13 (44) 15 (49)
Genesee Ave & NB WBT | 457 (1,500) 48 (156) 57 (188) 33 (107) 44 (143) 29 (96) 35 (116)
I-5 Ramps WB R 107 (350) (0) 15 (48) 10 (32) 31(101) 121 (398) 195 (641)
NB L 384 (1,260) 161 (529) 219 (719) 51 (167) 69 (226) 54 (178) 87 (287)
NBR | 384 (1,260) 32 (104) 51 (166) 17 (55) 38 (125) 5(17) 21 (68)

EB=Eastbound; WB=Westbound; SB=Southbound; NBL=Northbound; T=Through; R=Right; L=Left

Bold values indicate queues that could be longer.

Bold and shaded values indicate where queues would exceed the available capacity.

Ramp Metering

With construction of the Project, ramp meters would be installed at both of the I-5 on-ramps
from Genesee Avenue, as well as the southbound on-ramp at Sorrento Valley Road. Due to the
increased traffic volumes and the need to maintain acceptable mainline operations during peak
periods, on-ramp meters would operate during the AM and PM peak periods under the Project
scenario.

Under 2030 conditions, the on-ramps would produce substantial queues of 15 to greater than 25
minutes, except for at the southbound |-5/Genesee Avenue on-ramp in the PM (Table 2.5-20).
With the operation of ramp metering, the volumes on the upstream freeway facilities would be
reduced. Due to the reduced traffic volumes, traffic operations on the northbound I-5 freeway
facilities north of and including the Genesee Avenue and Sorrento Valley Road on-ramps would
be improved. Ramp metering also would impact operations of both Genesee Avenue and I-5
ramp intersections and the Genesee Avenue corridor. Increases in delay and reductions in LOS
would result from queues extending well past the northbound I-5 on-ramp and onto Genesee
Avenue.
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Table 2.5-20
YEAR 2030 CONDITIONS —-RAMP METER OPERATION SUMMARY

On Ramp Meter Rate | Peak Hour | Demand* I;Excess De!ay
emand (min)

[-5/Genesee Ave 230 AM 1,210 980 >25
(northbound) 1,450 PM 2,800 1,350 >25
[-5/Genesee Ave 490 AM 690 200 15-25
(southbound) 2,000 PM 2,400 400 5-15
[-5/Sorrento Valley Rd 1,280 AM 2,130 850 >25
(southbound) 1,700 PM 2,650 950 >25

Bold indicates where a roadway segment operates below acceptable levels.
* Volumes of peak hour traffic moving onto ramp expressed in vehicles per hour

Under 2030 conditions, the on-ramps would experience long delays. Delays and queues as
shown for this scenario would not likely occur, however, because some drivers would change
their travel behavior rather than wait more than 25 minutes at the ramp meters. A probable
occurrence would be an increase in the use of the HOV lanes provided at each ramp. With a
shift from single-occupancy vehicles to HOV, the queue would be spread to another lane at the
ramp.

Bike Path

With construction of the Project, the existing Class Ill bike route along I-5 would be replaced
with a two-way Class | bike path along the southbound I-5 shoulder, with barrier separation.
This would improve the facility for both vehicle drivers and bicycle riders.

No Build Alternative

Year 2012 Analysis

Under 2012 conditions, the No Build Alternative assumes no roadway improvements would be
made to the I-5/Genesee Avenue interchange. Also, no freeway facilities improvements would
be made. Traffic volumes, however, would continue to increase on local streets and I-5 ramps
and mainlines. Previously referenced Tables 2.5-7 through 2.5-12 show projected impacts for
the No Build Alternative, as described below.

Intersections

By 2012, Genesee Avenue/southbound I-5 ramps during the PM peak hour and Genesee
Avenue/northbound -5 ramps during the AM and PM peak hours would operate at LOS F
(Table 2.5-7).

Roadway Segments

Table 2.5-8 illustrates the roadway segments under the No Build Alternative. As shown in the

table, the Genesee Avenue segment between the southbound I-5 ramps and northbound [-5
ramps would operate below acceptable levels (LOS F) in 2012.
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Freeway Segments

As shown in Table 2.5-9, all freeway segments would operate at acceptable LOS in all peak
hours and conditions analyzed under the No Build Alternative.

Merge/Diverge Areas

The LOS analysis under the No Build Alternative shows that all freeway ramps merge/diverge
areas would operate at acceptable levels of service, with the exception of the northbound I-5
Genesee Avenue off-ramp, which would operate at LOS F (Table 2.5-10).

Freeway Weave

Weave analysis concluded that the weaving segment along northbound 1I-5 would operate at
acceptable levels under the No Build Alternative (Table 2.5-11). However, the weaving
segment along southbound I-5 would operate at LOS F.

Intersection Queuing

The queuing analysis thresholds for signalized intersections are based on the lane storage
capacity and the actual amount of lane storage needed. If the queuing capacity meets or is
above the storage needed, then the intersection storage is considered to be adequate. If the
storage needed exceeds the available capacity, then the intersection storage is considered
inadequate.

As shown in Table 2.5-12, several intersections would experience queuing under 2012
conditions. Specifically, the following ramp intersections would operate at unacceptable levels
in 2012 under the No Build Alternative:

o Genesee Avenue and southbound I-5 ramps intersection:
o Eastbound right-turn lane in the PM peak hour (50" and 95™ percentiles)
o Westbound left-turn lane in the PM peak hour (50" and 95" percentiles)
o Westbound through lane in the AM peak hour (50" and 95" percentiles)
o Southbound left-turn lane in all peak hours (50" and 95™ percentiles)

o Genesee Avenue and northbound I-5 ramps intersection:
o Eastbound left-turn lane in all peak hours (50" and 95" percentiles)
o Eastbound through lane in the AM peak hour (50" and 95" percentiles)

o Westbound right-turn lane in the midday peak hour (95" percentile) and PM peak
hour (50" and 95" percentiles)

o Northbound left-turn lane in the AM and PM peak hours (50" and 95" percentiles)
Ramp Metering

Ramps would not be metered in 2012 under the No Build Alternative.
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Year 2030 Analysis

Intersections

By 2030, both intersections in the study area would operate below acceptable levels during all
peak hours, except Genesee Avenue/southbound I-5 ramps during the midday peak hour (Table
2.5-14).

Roadway Segments

Table 2.5-15 illustrates the roadway segments under the No Build Alternative. As shown in the
table, the Genesee Avenue segment between the southbound I-5 ramps to northbound I-5
ramps would operate below acceptable levels (LOS F) in 2030.

Freeway Segments
As shown in Table 2.5-16, the following freeway segments would operate at LOS F under the

No Build Alternative:

e Northbound I-5 from La Jolla Village Drive on-ramp to Genesee Avenue off-ramp (AM
peak hour)

e Northbound I-5 from Genesee Avenue on-ramp to Sorrento Valley Road off-ramp (PM
peak hour)

e Southbound I-5 from Sorrento Valley Road on-ramp to Genesee Avenue off-ramp (AM
and PM peak hours)

e Southbound I-5 from Genesee Avenue on-ramp to La Jolla Village Drive off-ramp (PM
peak hour)

Merge/Diverge Areas

The LOS analysis under the No Build scenario shows that all merge/diverge areas would
operate at LOS F during either the AM or PM peak hour (Table 2.5-17).

Freeway Weave

The weave analysis shows that the freeway segments analyzed would operate at unacceptable
levels (LOS F) (Table 2.5-18).
Intersection Queuing

As shown in Table 2.5-19, several intersections would experience queuing under 2030
conditions. Specifically, the following ramps intersections would operate at unacceptable levels
in 2030 under the No Build Alternative:

e Genesee Ave and southbound I-5 ramps intersection:
o Eastbound right-turn lane in the PM peak hour (50" and 95" percentiles)
o Westbound left-turn lane in the PM peak hours (50" and 95™ percentiles)
o Westbound through lane in the AM peak hour (50" percentile)
o Southbound left-turn lane in all conditions (50™ and 95" percentiles)
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Genesee Ave and northbound I-5 ramps intersection:
o Eastbound left-turn lane in all conditions (50" and 95" percentiles)
o Eastbound through lane in the AM peak hour (50" and 95" percentiles)

o Westbound right-turn lane in the midday (95" percentile) and PM peak hours (50"
and 95" percentiles)

o Northbound left-turn lane in the AM and PM peak hours (50" and 95" percentiles)

Ramp Metering

Ramps would not be metered in 2030 under the No Build Alternative.

254

Avoidance, Minimization and/or Mitigation Measures

The Project TMP (2008) would be implemented to minimize construction-related effects to traffic
and transportation/pedestrian and bicycle facilities. The TMP includes specific recommendations
related to public information, motorist information strategies, incident management, construction
strategies, alternate route strategies, and contingency plans, including the measures described

below.

Public Awareness Campaign

Identify all target audiences who would be impacted by construction activities.

Serve as the focal point for Project-related questions regarding construction activities,
road closures, noise, dust, and other construction-related activities.

Inform the public about the Project and how the Project could affect their travel on I-5,
Genesee Avenue, Sorrento Valley Road ramps, Voigt Drive, Gilman Drive, and other
streets within the vicinity of the Project.

Promote alternate modes of transportation and alternate routes. Specific elements that
may be used to accomplish these objectives include press releases and special alerts to
news outlets and traffic reports, which would be sent to inform motorists about
construction activities. Paid advertising would also be used to inform motorists about
construction activities, especially full freeway closures.

Motorist Information Strategies

Motorist Information Strategies include portable changeable message signs (PCMSs), ground-
mounted signs, and Caltrans Highway Information Network (CHIN). The use of these strategies
within the Project is described below:

The Project estimate calls for a total of 12 PCMSs. These should be available to inform
motorists on northbound and southbound Interstate 5 of construction activities ahead, as
well as on Genesee Avenue, Sorrento Valley Road, Voigt Drive, and Gilman Drive.

Suitable locations and messages for the PCMS would be developed jointly by the District
Traffic Manager (DTM) Branch and Construction.

Ground-mounted signs should be placed at significant locations in the streets around
Genesee Avenue, Sorrento Valley Road, Sorrento Valley Boulevard, Campus Point
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Drive, Roselle Street, Voigt Drive, and Gilman Drive, as well as potential detour
locations. These should be placed at decision-making points on routes approaching the
construction site and detour to inform motorists about the options that exist for avoiding
construction areas and for other alternate routes that may allow them to avoid the detour
as well.

e Ground-mounted signs should be maintained and updated to keep information current
and accurate.

Incident Management

Construction Zone Enhanced Enforcement Program (COZEEP)

e Assist during the replacement of cantilevered or overcrossing-mounted overhead sign
panels in various locations.

e Assist during construction of auxiliary lanes, overcrossings, interchange, and gore areas
at ramps.

o Assistin full freeway closures.

¢ Aid disabled motorists and provide a presence to maintain the integrity of the work area.
By being highly visible, the California Highway Patrol (CHP) would discourage motorists
from committing unlawful and dangerous maneuvers inside or outside the closures.
They may also assist in removing disabled vehicles from the construction zone and in
procuring towing services. COZEEP may be utilized during placement and removal of
temporary railing along 1-5, Genesee Avenue, and Voigt Drive, as well as during
restriping, if necessary. CHP presence should be utilized in these situations to allow a
quick response to situations that might otherwise cause unacceptable levels of
congestion when terminating construction activities quickly is not possible.

Towing Availability

e Additional Freeway Service Patrol would need to be implemented during construction
during non-peak hours whenever shoulders are closed.

o During the Plans, Specifications, and Estimates (PS&E) process, the name and contact
information of the towing service would be provided in the TMP. Their number should be
available to CHP, Caltrans engineers on site, and San Diego Police working in the area.

Traffic Management Team (TMT)

e A TMT would be established and should include the DTM, TMP Manager, District
Encroachment Permit Engineer, Caltrans Project Manager, and Project Engineer. The
TMT should be scheduled to meet whenever construction activities are expected to
cause a traffic queue on the freeway.

e The TMT units would be requested by the Resident Engineer whenever a major lane
closure or full freeway closure is planned.

e The TMT would help prevent accidents (queue protection) by providing advanced
warning to motorists of abnormal downstream traffic congestion on the freeway.
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e The TMT would help evaluate signs for detours in the field and provide advance warning
to motorists in case of an accident or non-recurring congestion.

e The TMT would be used to direct traffic to alternate routes as traffic conditions dictate.

e The TMT and TMP staff would communicate on-site traffic conditions to the Traffic
Management Center (TMC) and help develop effective messages for PCMSs and fixed
changeable message signs.

e The TMT would work closely with the TMP Coordinator with regard to recommending
changes in TMP elements that would be used to manage traffic.

e The Construction Traffic Manager (CTM) and TMP Manager would be responsible for
overseeing the traffic management operation in this corridor.

e The TMT would work closely with the TMP Coordinator to assist in the monitoring of
traffic conditions (e.g., monitoring traffic delays that approach Caltrans’ 15-minute delay
threshold), including planned lane closures for any delays that go beyond the 15-minute
threshold and inform the Caltrans Construction Resident Engineer/Inspector.

e The TMT, CTM, and TMP Manager would assess problem areas that may develop and
assist in implementing solutions.

e The TMT would deploy truck-mounted changeable message signs to provide end-of-queue
signing to prevent rear-end type accidents from occurring when non-recurring
congestion develops.

e The TMC in District 11 would act as the primary communications center and would be
responsible for facilitating communication between construction personnel, the TMT,
CHP personnel, San Diego Transit Corporation, tow truck services, and the TMP
Coordinator.

Construction Strategies

To minimize traffic disturbance and maintain all traffic movements during construction (except
for a one- to two-day period where several Genesee Avenue intersection movements would be
closed), detailed stage construction plans would be prepared during the PS&E process for the
Project, including Voigt Drive, Gilman Drive, and Sorrento Valley Road entrance and exit ramps.
A Preliminary Stage Construction Concept Plan consisting of eight stages has been developed,
as described in Chapter 1.0, Proposed Project, of this IS/EA.

Main Lane, Ramps

Closure requirements would be provided as “lane closure charts” during the PS&E process.
These charts would delineate the hours when lanes, ramps, and connectors may be closed and
when full freeway closures may take place without creating substantial delays to motorists in the
Project area. These charts, although accurate and complete when issued, would be subject to
change and revision by the DTM.

Charts provided in the TMP Report may differ from the most current charts on file with the DTM.
Where discrepancies exist, charts in the TMP would be superseded by charts provided by the
DTM. Temporary railing would be used alongside I-5, Genesee Avenue overcrossing, and Voigt
Drive overcrossing to shield the work area. Additional ramp closure detail would be provided
during the PS&E.
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Total Facility Closure

Full freeway closures would be anticipated for work planned on these facilities. However, full
freeway closures on I-5, in either northbound or southbound direction, would occur only at night.
Full closures should occur in only one direction on a given night to help minimize the impact to
motorists. Reasonable access to Genesee Avenue, Sorrento Valley Road, Voigt Drive, and
Gilman Drive should be provided to law enforcement as required. The DTM and TMP
Coordinator should be notified as far in advance of the needed closures as possible. Special
provisions for closure would be provided during the PS&E process.

Delay Clause

The late pickup of a planned lane closure would be detrimental to the LOS in this facility and
have economic consequences for the motorists involved in the resulting congestion. As a
result, a “Delay Clause” would be incorporated into the contract’s Special Provisions to help
ensure that the contractor complies with the hours and lanes allowed for closure as shown on
the lane closure charts. Should the contractor fail to reopen the lanes as specified in the charts,
a monetary penalty would be imposed on the contractor for each 10-minute interval, or a
fraction thereof, past the time specified to reopen the closure. Caltrans would deduct the fine
from moneys due or that may become due the contractor under the contract. It shall be the
responsibility of the Resident Engineer to impose this penalty on the contractor when
circumstances warrant. During the PS&E, the designer would coordinate with the TMC to
establish the cost for the delay clause for each 10-minute interval.

Conflicts with Other Projects and Special Events

Concurrent construction with overlapping project limits should be anticipated in advance and
may require a review of TMP elements during construction to avoid unanticipated impacts to
traffic flow. A joint effort between the DTM/TMP Manager, Resident Engineer, and contractor
must be made to check whether there would be any projects scheduled concurrently with this
Project on I-5. At the time of the writing of the TMP, no projects appear to pose a direct conflict.

Coordination with University of California, San Diego (UCSD), Scripps Clinic Hospital, Scripps
Memorial Hospital, Qualcomm, and other businesses surrounding the Project area should be
conducted to address any special events that may conflict with the construction activities. TMP
elements should be adjusted to avoid unanticipated impacts to traffic flow.

Alternate Route Strategies

Temporary Detours

Temporary detours would be implemented during construction of this project, as described in
the Preliminary Stage Construction Concept Plan. The suggested alternative route to avoid
Genesee Avenue during construction would direct vehicle traffic along North Torrey Pines Road
to the La Jolla Village Drive interchange. Another alternative route may direct traffic along
Genesee Avenue, east to La Jolla Village Drive and west to the I-5/La Jolla Village Drive
interchange. Night closure of the Sorrento Valley Road southbound on-ramp would also require
a temporary detour to I-805. Detours may include signal modifications and adjusted ramp meter
rates to accommodate the diverted traffic.
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Bike route detours would be developed and implemented when bicycle traffic cannot be
accommodated through the construction zone.

Diversion of additional traffic onto the University Towne Centre (UTC) area roads would likely
require consideration of some temporary signal or geometric modifications to accommodate the
diverted traffic. These improvements may also include increased transit service and increased
shuttle service between the Sorrento Valley Road Trolley Station and the UTC employment
centers. These temporary detour enhancement strategies would be analyzed in more detail as
the TMP is updated for the detailed stage construction plans developed in PS&E. Temporary
detours for traffic between Sorrento Valley Road and University City are impractical. Therefore,
construction staging must maintain this connection at all times. Similarly, Voigt Drive is the
main vehicle, pedestrian, and bicycle connection between the east and west campus areas of
UCSD and must also remain in service at all times.

The implementation of the TMP as described above has been incorporated as a part of the
Project.

Implementation of the Project would reduce future traffic congestion problems, and improve
pedestrian and bicycle conditions in the Project study area. As there are no anticipated
impacts, no mitigation would be necessary. The Genesee Avenue corridor is being designed to
accommodate pedestrian and bicycle traffic in addition to vehicular traffic. The following
measures would avoid/minimize impacts to pedestrian and bicycle facilities:

o Improve bicycle facilities. The University City Community Plan identifies Genesee
Avenue as a Class Il bike lane facility from North Torrey Pines Road to State Route 52.
This facility has been fully implemented except for the portion across I-5 because the
existing overcrossing structure is not wide enough to accommodate bike lanes. The
proposed overcrossing structure would include sufficient space for a bike lane in each
direction. The University City Community Plan also identifies a Class Ill bike route along
the shoulders of I-5 connecting Genesee Avenue and Sorrento Valley Road. The
proposed interchange improvements would accommodate a two-way Class | bike path
along the southbound I-5 shoulder with a barrier separating the bike path from the
vehicular traffic.

o Improve pedestrian accessibility. Both the Genesee Avenue and Voigt Drive
overcrossings would include improved pedestrian access. The Genesee Avenue
overcrossing would include a standard width sidewalk and striped/signalized pedestrian
crossings and ADA-compliant pedestrian ramps at each intersection. The Voigt Drive
overcrossing would include oversized (3-m-wide [10-ft-wide]) sidewalks, striped
crosswalks, and ADA-compliant pedestrian ramps.
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Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.6 Visual/Aesthetics

2.6 VISUAL/AESTHETICS

2.6.1 Regulatory Setting

Federal Regulations

The National Environmental Policy Act (NEPA) establishes that the federal government use all
practicable means to ensure all Americans safe, healthful, productive, and aesthetically
(emphasis added) and culturally pleasing surroundings (42 USC 4331(b)(2)). To further
emphasize this point, the FHWA administration in its implementation of NEPA (23 USC 109(h))
directs that final decisions regarding projects are to be made in the best overall public interest,
taking into account adverse environmental impacts, including, among others, the destruction or
disruption of aesthetic values.

Visual resources are evaluated in accordance with FHWA methodology in the Visual Impact
Assessment of Highway Projects (FHWA 1981). Basic steps in the process include:

e Definition of project setting and viewshed

e Analysis of existing visual resources

e Analysis of viewer response

¢ Identification of key views

o Assessment of visual impacts using qualitative methods

e |dentification of mitigation to reduce adverse visual effects
The concepts contained in this assessment evaluate visual resources. This is accomplished by
comparing the existing visual environment to the construction period and post-construction
buildout visual environment and, subsequently, determining whether the Project would result in

physical changes deemed to be incompatible with visual character or which would degrade
visual quality.

Visual character is descriptive and non-evaluative, which means it is based on defined attributes
that are objectively described. (A change in visual character cannot be described as having
good or bad attributes until it is compared with the viewer response to that change.) Visual
quality is evaluated by identifying the vividness, intactness, and unity present in the viewshed:

e Vividness is the visual power or memorability of landscape components as they combine
in distinctive visual patterns.

e Intactness is the visual integrity of the natural and human-built landscape and its
freedom from encroaching elements. It can be present in well-kept urban and rural
landscapes, as well as natural settings.

e Unity is the visual coherence and compositional harmony of the landscape considered
as a whole.

State Regulations

The California Environmental Quality Act (CEQA) establishes that it is the policy of the state to
take all action necessary to provide the people of the state “with...enjoyment of aesthetic
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[emphasis added], natural, scenic and historical environmental qualities...” (California Public
Resources Code [PRC] Section 21001[b]).

The California Scenic Highway Program is intended to protect and enhance California’s natural
scenic beauty and to protect the social and economic values provided by the state’s scenic
resources. A State Scenic Highway is any designated freeway, highway, road, or other public
right-of-way that traverses an area of exceptional scenic quality. A scenic designation is
determined by the local jurisdiction after consideration and evaluation of how much of the
natural landscape a passing motorist sees and the extent to which visual intrusions
(e.g., buildings, unsightly land uses, noise barriers) impact the “scenic corridor.” The state of
California has adopted policies related to the protection of scenic corridors that guide planning
and project development toward the use of context sensitive solutions to preserve scenic
resources. |-5, part of the California Scenic Highway System, is eligible for official designation,
but the City has not officially designated this portion of I-5 as a scenic route.

2.6.2 Affected Environment

A Visual Impact Assessment (2008) was prepared to discuss existing visual environment, as
well as assess the visual impacts of the Project. This analysis is summarized below.

Project Setting/Regional Landscape

The regional landscape provides a frame of reference for analysis of the Project, providing a
baseline for determination of visual effects of the Project, as well as their severity or beneficial
effect. This section summarizes primary visual elements along the Project site. More detail as to
character specifics and visual quality is provided in the discussion of “Existing Visual Resources,”
which is presented later in this subchapter.

The Project area includes the 1-5 corridor, which is an eight-lane divided freeway with four lanes
in each direction in this location (Figure 2.6-1). The horizontal alignment of I-5 is relatively
straight between La Jolla Village Drive and Genesee Avenue, and curves gently to the east,
north of Genesee Avenue. The vertical alignment of the freeway slopes upward (1.6 percent
grade) from La Jolla Village Drive to just north of the Voigt Drive overcrossing and then slopes
downward (3 percent grade) to the north end of the Project study area. 1-5 generally is located
in a canyon in this area, with vegetated slopes rising on either side of the freeway
(Figure 2.6-1). Oleanders in the center median currently function as a visual screen south of
Genesee Avenue, blocking views of half of the freeway paving and automobiles going in the
opposite direction and reducing nighttime glare from oncoming headlights.

Genesee Avenue near |-5 generally is bordered by landscaped or naturally vegetated slopes
and canyons (Figure 2.6-1). The few buildings that are located nearest Genesee Avenue in this
area are visually separated from the roadway by mature pine trees and short, vegetated slopes.
The diamonds between the ramps and the freeway and the slopes immediately next to the
ramps support mature shrubs and eucalyptus trees. These plants are green most of the year
and serve to limit expansive views to and from the ramps. These landscaped areas are visually
dominant and create a naturalistic character in the interchange (Figure 2.6-1).

Voigt Drive provides access to the University of California, San Diego (UCSD) campus and
nearby hospitals. It is bordered by parking lots and hospital and campus buildings, including a
secondary (grades 6 through 12) school. These various land uses support a variety of
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landscaping, including lawns, trees, and ornamental shrubs. Several sculptures on the hospital
property also are visible from Voigt Drive.

Overall, therefore, the Project area currently has a “suburban parkway” character. The hillsides
bordering the freeway predominately are landscaped or vegetated with naturalized species.
The Project site is located in a deeper section of a large canyon where the scale of the
vegetated slopes is equally as dominant as the overcrossings, paving and highway features.
These slopes limit views from the freeway toward the mesa tops in the landscape unit.

Freeway travelers driving north or south on |-5 beyond the Project boundaries have been
exposed to large, vegetated slopes and canyon walls. This is especially true for travelers from
the south heading north on I-5, where the tall vegetated slopes of Rose Canyon and part of San
Clemente Canyon near the |I-5/State Route 52 interchange border the freeway. With the minor
exception of development occurring close to the highway in the vicinity of the Nobel Drive and
La Jolla Village Drive interchanges, the natural canyons and hillsides currently dominate the
visual setting.

Landscape Units

A landscape unit is a portion of the regional landscape and can be thought of as an outdoor
room that exhibits a distinct visual character. A landscape unit often corresponds to a place or
district that is commonly known among local viewers. Project landscape units are shown on
Figure 2.6-2 and described below.

The great majority of the Project is located in the La Jolla Hills landscape unit, which extends
from Rose Canyon 4.8 km (3 mi) south of the Project site to approximately 1.5 km (0.9 mi) north
of Genesee Avenue, near the northern edge of the Project site. The La Jolla Hills landscape
unit encompasses UCSD and the science parks in the vicinity of the Project site. The buildings
on the UCSD campus generally are clustered in the center of the campus on the top of the
mesas, with (grass) playing fields, parking lots, and roadways along the periphery. Hospital and
science buildings, as well as housing units, are located in the southeastern portion of the
campus. Similarly, most of the buildings within the science parks are located on the mesas,
separated from Genesee Avenue by parking lots and landscaping, and therefore are not highly
visible from the roadway. Undeveloped canyons and groves are scattered among the buildings
of the UCSD and science parks. Both the developed and undeveloped areas define the visual
environment in the vicinity of the Project site and are equally dominant. Several hotels also are
located along the west side of North Torrey Pines Road. Torrey Pines Golf Course, not highly
visible from the North Torrey Pines Road, spreads westward behind the hotels and research
buildings along the coastal bluffs. Torrey Pines State Park overlays the northern slopes of the
landscape unit, and provides a transition from the developed mesa top to the undeveloped
lagoon area and coastal strip at the western edge of Sorrento Valley, a dominant visual feature
of Carmel Valley (north of Sorrento Valley). The landscape unit encompasses a variety of
residential and commercial land uses to the south of Genesee Avenue and UCSD, as well as
east of the school. Although the residential and commercial land uses create a varied and
complex visual environment and are somewhat visible from the freeway near La Jolla Village
Drive and Nobel Drive, they are not dominant visual elements in views from I-5 or Genesee
Avenue due to the canyons bordering the freeway.

I-5 also enters a small portion of the Sorrento Valley landscape unit at the northern end of the
Project site. As it passes through Sorrento Valley, the highway is elevated above most of the
valley floor with retaining walls and overcrossings. Just north of Genesee Avenue, I-5 meets
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the grade of the hillside and begins to cut through it. At Genesee Avenue, I-5 is located within
its own canyon, confined by cut slopes on the west and east.

Project Viewshed

A viewshed is a subset of a landscape unit and is comprised of all the surface areas visible from
an observer’s viewpoint. The limits of a viewshed are defined as the visual limits of the views
located from the Project, and also include the locations of viewers likely to be affected by visual
changes associated with Project features. The Project viewshed is illustrated on Figure 2.6-2
and described below by Proposed Project element.

Sorrento Valley Road

The northern extent of the Project limits, which includes the Sorrento Valley Road on-ramp, is
visible from a small area immediately surrounding the on-ramp intersection. The on-ramp
slopes upward toward the freeway. The slope blocks views toward the ramp from the west, I-5
restricts views of the on-ramp from the east, and buildings and vegetation screen views of the
on-ramp from the maijority of Sorrento Valley Road and the surrounding areas. The freeway
overcrossing and support structures (columns) are visually dominant in this area, and the
on-ramp comprises a relatively minor element.

The off-ramp lanes originate just north of where the Genesee Avenue on-ramp lanes merge with
the northbound lanes of I-5. Because the off-ramp descends into a valley, is on-grade, and is
located at the base of the eastern slope along northbound I-5, it is not visible from I-5 or from
the hills above I-5. The off-ramp and adjacent slope may be visible from a few locations in
Sorrento Valley but, for the most part, this portion of the valley consists of undeveloped steep
slopes and the railroad corridor that are inaccessible.

I-5/Genesee Avenue Interchange

The areas from which the |-5/Genesee Avenue interchange is visible generally are limited by the
surrounding topography and the alignments of I-5 and Genesee Avenue. Views of Genesee
Avenue are available from approximately 1 km (0.7 mi) north and south of Genesee Avenue
along I-5 and a shorter distance to the west and east. The viewshed generally is confined to the
immediate hillsides bordering the roadways in this area, but also includes some science park
areas on the mesas east and west of the interchange, as discussed below.

The 1-5/Genesee Avenue interchange (overcrossing) is visible to southbound motorists from
approximately 1 km (0.7 mi) north of the interchange, where the Sorrento Valley Road on-ramp
meets the freeway. The off-ramp to Genesee Avenue slopes uphill toward the roadway, and
begins to align more north-south, where the overcrossing becomes a more central element in
southbound views.

For northbound motorists, the Genesee Avenue overcrossing is visible from south of the Project
site (near the Voigt Drive overcrossing).

West of |-5, Genesee Avenue slopes upward and the alignment extends northwesterly toward
Science Center Drive, approximately 0.5 km (0.3 mi) west of the interchange. Eastbound
motorists and bicyclists on Genesee Avenue do not have direct views of the interchange until
Genesee Avenue’s intersection with Science Center Drive, as a hill in the southwestern
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quadrant of the interchange blocks views. Views would be available to pedestrians on the
sidewalk on the north side of Genesee Avenue.

Similarly, east of I-5, Genesee Avenue slopes upward and curves southward around Scripps
Memorial Hospital and the medical buildings located in the southeastern quadrant of the
interchange. A small hill located in this quadrant blocks views of the interchange from Genesee
Avenue east of the interchange. Motorists traveling westbound toward the Project site would
have views of the interchange from approximately 0.3 km (0.2 mi) away, as they drive downhill
on Genesee Avenue from the hospital’s entrance road.

The interchange is visible from the science park buildings, parking lots, and plazas to the
northwest. [-5 and Genesee Avenue are visible in the background from these points, but these
settings are visually busy with cars, landscaping, and buildings in the foreground that distract
from views of the interchange. The buildings also block views of the interchange. The Project
site is visible from the upper stories of some of the hospital buildings in the southeastern
quadrant of the interchange, some taller buildings in the complexes accessed by Campus Point
Drive, and some portions of the parking lots and plazas between these buildings.

The interchange is visible from the hillsides that surround it; however, these hillsides are not
accessible either by vehicle or on foot; no formal walking paths transect these steep, vegetated
slopes. There are, therefore, virtually no viewers within these areas.

Finally, the freeway in both directions and the Voigt Drive overcrossing is visible from the
Genesee Avenue overcrossing, and the safety barriers are low enough that this view is
available to motorists, bicyclists, and pedestrians.

Voigt Drive

The Voigt Drive overcrossing is more visible than the Genesee Avenue overcrossing, due to its
position near the point where I-5 slopes up from the north and south. The overcrossing is
visible to southbound motorists once they pass the Genesee Avenue overcrossing located
approximately 0.5 km (0.3 mi) to the north, and to northbound motorists once they pass the La
Jolla Village Drive overcrossing located approximately 1 km (0.7 mi) to the south.

Voigt Drive is aligned in a northeast to southwest direction; the roadway curves on each side
approximately 0.2 to 0.3 km (0.1 to 0.2 mi) from the overcrossing. This alignment limits views of
the overcrossing to motorists, pedestrians, and bicyclists traveling east and west on Voigt Drive.
Voigt Drive, including its overcrossing, may be visible from some of the campus facilities and the
hospital buildings located near Voigt Drive and 1-5, and the campus facilities along either side of
the freeway between Voigt Drive and La Jolla Village Drive.

The Voigt Drive overcrossing passes over the freeway near its highest elevation, providing
extensive views for bicyclists and pedestrians from the overpass. The views include the
freeway and its surroundings, including the Genesee Avenue overcrossing (from the north side
of the Voigt Drive overcrossing), but are visually interrupted by the intervening vinyl-coated
chain-link fence. The safety barrier is tall enough to block views for most motorists.

Gilman Drive

Motorists, bicyclists, and pedestrians can overlook I-5 from the northern end of Gilman Drive
near its intersection with Voigt Drive. Gilman Drive and this intersection, however, are not
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highly visible from the freeway, because of its location and the elevation difference. Views of
Gilman Drive from northbound I-5 are brief and peripheral to the direction of travel. Southbound
motorists would not see the intersection because the Voigt Drive overcrossing would block
views toward it. Generally, views along Gilman Drive are limited. The roadway dips lower in
elevation south of Voigt Drive, and most of this stretch (until it curves westward near the
hospital) is lower in elevation than the surrounding area. Manufactured, vegetated slopes line
Gilman Drive on each side. The slopes and dense vegetation screen views to and from Gilman
Drive and on the east limit views of the freeway, while on the west, they buffer Gilman Drive
from University housing buildings.

Existing Visual Resources
Interstate 5

The visual character of |-5 in the vicinity of the Project site is characterized by both the expanse
of pavement and the bordering vegetated hillsides/canyon slopes and the median oleanders.
Although [-5 generally is a straight roadway with multiple overcrossings, the symmetry and
rigidity of this human-made environment is somewhat softened by the topography and
vegetation. The latter provides green colors and softer textures, contributing to a suburban
parkway character. This is perfecitly illustrated at the |I-5/Genesee Avenue interchange, with its
densely vegetated diamond interchange and vegetated slopes. The eight-lane freeway has little
diversity or human scale elements, particularly for bicyclists who travel at slower speeds. The
vegetation, however, serves to lessen this effect, and to provide more human-scale elements,
as well as visual complexity. This vegetation and the other elements that make up the visual
environment of the freeway (lanes, overcrossings, and slopes) generally appear to be balanced,
or equally dominant, with no features that are dissonant or contrasting.

Visual quality of the I-5 corridor in the vicinity of the Project site could be considered moderately
high. The vividness of the corridor is moderate; the topography and vegetation provide
memorable visual components and a sense of place related to the surrounding landscape unit.
Where there is vegetation in the median, it helps to increase vividness by reducing the
dominance of the broad expanse of pavement. The intactness of the freeway corridor is
generally high, due to the integrity of the collected visual elements, such as the roadway itself,
overcrossings, hillsides, and vegetation. None of these elements currently is out of scale or
more dominant than the other. The vegetation and slopes that contribute to the parkway
character provide coherence and harmony, providing moderately high visual unity, particularly
where there are oleanders growing in the median. The visual quality of the corridor has only
moderate unity to the north of Genesee Avenue, where there are no oleanders.

Genesee Avenue

Genesee Avenue is characterized by the vegetation bordering it. Although the roadway is six
lanes wide, the narrow overcrossing and the vegetated canyons and hills bordering the roadway
provide a green and parkway-like character in the vicinity of the Project site. This vegetation
provides a variety of form and some complexity in the visual environment. The roadway is
curvilinear and presents a fluid line as it extends across and between the canyons and hillsides
on either side of the freeway, although some of the vegetation in the interchange area blocks
views of this line. The vegetation provides predominantly green and earth-toned colors, as well
as a softer texture. The scale of Genesee Avenue is not as large as the freeway, and although
some portions are six lanes wide, it is not monumental. The curves of the roadway as it extends
through the local topography and the vegetation on the hillsides next to it provide complexity
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and varied textures. Although some elements, such as the lights and signs near the
interchange, are somewhat dissonant with the parkway-like setting, they are small and sparse,
and do not detract from the mostly harmonious visual environment. Overall, the character of the
roadway is balanced without any prominent features disrupting or dominating the views.

The visual quality of Genesee Avenue is moderate to moderately high. The vividness of the
roadway is moderate. Although the vegetation contributes to the parkway characteristic, it also
blocks views of the distinctive curvilinear line of Genesee Avenue as it extends through and past
the local topography. The intactness of the roadway is moderate; although it is consistently
lined with vegetation, it varies in width and scale, and this variety lends some disjointedness to
the visual environment. The vegetation and topography that create a parkway characteristic
similar to the freeway provide moderately high unity. Roadway fixtures (e.g., lights and signs
near the interchange) do somewhat detract from the unity; however, these elements are not
dominant features.

Voigt Drive

The various buildings, parking lots, and landscape treatment bordering Voigt Drive near the
Project site contribute to the impression of entering the larger UCSD campus. More buildings
border the roadway the further west it extends, until it reaches the heart of the campus. At the
Voigt Drive overcrossing, the roadway narrows and the varied roadway widths are not
symmetrical. The various elements surrounding the interchange, such as the overcrossing
structure and the buildings, mostly are geometric and rigid. Some landscaping contributes
green tones in the area; however, the more dominant, mostly human-made elements create a
more monotone environment (with the exception of the red hospital buildings) with more smooth
textures that are not effectively softened by the landscaping. Voigt Drive has more human scale
than Genesee Avenue or I-5, as it is only two lanes wide. The overcrossing and its related
elements are slightly out of scale with the roadway, with tall curbs that are awkward for
pedestrians to step up onto. The high barrier and fence also are not in keeping with the more
open landscape bordering Voigt Drive to the east and west of the overcrossing. The diverse
and complex elements are not balanced; buildings dominate the north side of the roadway east
of the interchange, while few other buildings are as close to the roadway for several hundred
meters/feet.

Voigt Drive has moderately low visual quality. The buildings surrounding Voigt Drive provide
distinct indication that the roadway is an entrance into the UCSD campus, and artwork on the
hospital grounds provides some vividness. The buildings, however, are not unique, nor is the
area surrounding the roadway highly memorable. The intactness of the visual environment
surrounding Voigt Drive is moderately low; it has a complex collection of varied elements, such
as parking lots, buildings, and landscaped areas, as well as a varied roadway width that feels
disjointed. Similarly, the unity of the area is moderately low; the pieces that make up the visual
environment are varied and not harmoniously composed to create a coherent visual experience.

Gilman Drive

The portion of Gilman Drive that falls within the Project area is a two-lane, north-south trending
roadway bordered by mature trees and shrubs to the east, and a playing field and University
housing buildings on a slight rise to the west. While the roadway is generally symmetrical and
straight, the vegetation contributes green tones and soft textures to the area. The street is
smaller in scale than many streets in the area. Although the street has little diversity, it has high
continuity and the elements are visually balanced.
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Gilman Drive has moderately high visual quality. The buildings and the sports field on the west
side of Gilman Drive are set back from the roadway and visually separated from it by trees and
vegetated slopes. The mature vegetation on each side of Gilman Drive, although not highly
memorable, has few visually distracting or encroaching elements, and is therefore highly intact.
Although this roadway does not appear to be deliberately designed, the vegetation provides
some compositional harmony, and the unity of the area is high, relative to roadways nearby.

Viewers

Viewer response is composed of two elements: viewer exposure and viewer sensitivity. These
elements combine to form a method for predicting how the public might react to visual changes
resulting from a highway project.

Viewers of the Project site mainly are motorists, both on I-5 and local roadways, as well as
bicyclists and pedestrians along local roadways and bicyclists on I-5. Some views also are
available from UCSD and local office and medical buildings within the viewshed. Each of these
viewer groups has a different exposure (or view duration) and sensitivity to that change.

Existing Viewer Exposure and Awareness

Motorists on 1-5

Current traffic volume on I-5 within the Project site is approximately 155,000 to 156,000 average
daily traffic (ADT), and Year 2030 predicted traffic volume is 224,630 to 266,950 ADT. Most
motorists pass underneath the Genesee Avenue overcrossing structure, while up to 4,000
vehicles exit at the interchange during peak hours.

At the posted speed limit (105 kilometers per hour [km/h; 65 miles per hour (mph)]), views of the
Genesee Avenue interchange realignment area from |-5 are available for approximately 37
seconds for southbound motorists (from approximately where the Sorrento Valley Road
on-ramp meets the freeway through lanes), and approximately 18 seconds for northbound
motorists (from approximately the Voigt Drive overcrossing). The Voigt Drive overcrossing
would be visible to southbound motorists for approximately 18 seconds (from approximately the
Genesee Avenue overcrossing), and to northbound motorists for approximately 36 seconds
(from approximately the La Jolla Village Drive overcrossing).

Motorists on |-5 would be viewing these overcrossings from the north and south, in the middle
ground and foreground (and from below), as they travel along I-5. The most visible portions of
the overcrossings from the freeway are the sides of the overcrossing decks and the support
pilasters and slopes. Any vegetation in the median, the interchanges (between the ramps and
the freeway), and bordering hillsides tend to be in the middle ground of views for motorists on
I-5. Despite the short view duration, the number of viewers in this group, as well as the location
of highway elements in the middle ground and foreground of views from the freeway, result in a
moderate level of viewer exposure.

Motorists on Local Streets
Approximately 60,000 people pass through or use the Genesee Avenue overcrossing each day.

Westbound motorists on Genesee Avenue would see the interchange for approximately 26
seconds at the posted speed of 72 km/h (45 mph), and eastbound motorists would see the
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interchange for approximately 13 seconds. While the view duration is low, motorists on
Genesee Avenue would have a moderate exposure to visual change because the number of
viewers is high and the items they are viewing are located in the foreground.

At peak hours, Voigt Drive currently has approximately 300 ADT near Campus Point Drive, and
38 ADT at Gilman Drive. There are no stop signs or lights near the Voigt Drive overcrossing, so
motorists would not experience long view duration, although they move through the area at
slower speeds (relative to motorists on Genesee Avenue). Gilman Drive has approximately 300
ADT at peak times. At the posted speed of 56 km/h (35 mph), a motorist on Gilman Drive would
be driving through the Project area for about seven seconds. Areas that would be changed by
the Project that are most visible from local streets are the streets themselves, the slopes and
hills on either side of the streets, and the overcrossing decks. These elements would be in the
foreground for motorists on these streets. Views from the overcrossings to I-5 and the
surrounding area also are peripherally available from each of these roadways; however, barriers
limit these views, particularly along Voigt Drive. The number of viewers in this group is lower
than on I-5. The viewers’ speed of travel is slower and their duration of view slightly longer.
Nonetheless, the elements are closer. Therefore, viewer exposure for motorists on local streets
is assessed as moderate.

Bicyclists on 1-5

The number of bicyclists traveling along I-5 is low. For these viewers, the visual components of
Genesee Avenue and the Sorrento Valley Road off-ramp would be similar to views available for
motorists, but would appear larger in scale and would be longer in duration due to their lower
travel speeds. The need to navigate the freeway shoulder would distract bicyclists from
prolonged views. Bicyclists along |-5 would have moderate exposure.

Bicyclists and Pedestrians on Local Streets

Genesee Avenue has bike lanes along either side and a sidewalk along the north side. The
portion of Genesee Avenue within the Project area is not frequently traversed by pedestrians,
because destinations located along Genesee Avenue are not located within a comfortable
walking distance from each other; however, bicyclists regularly use this roadway. Voigt Drive
and Gilman Drive are traversed by both bicyclists and pedestrians. Altogether, the number of
pedestrians and bicyclists on these roadways would be much lower than the number of
motorists along either roadway or |-5.

Pedestrians and bicyclists would have a longer time to view the visual elements surrounding
these streets due to their slower travel speed. Pedestrians would have the longest exposure to
these views. On Gilman Drive, a bicycle rider traveling at 16 km/h (10 mph) would traverse the
Project area for approximately one minute. Pedestrians walking at five km/h (three mph) would
pass through the area in about four minutes.

The composition of the visual elements (i.e., roadways, overcrossing decks, and slopes and
vegetation surrounding the streets) for bicyclists and pedestrians would be similar to the views
available to motorists in that the elements would be in the foreground. These viewers would be
able to see more of the surrounding slopes and vegetation and have more extensive views from
the Genesee Avenue and Voigt Drive overcrossings because of their slower speed of travel and
elevated view point. Bicyclists and pedestrians on local streets would have moderate view
exposure.
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UCSD Students and Employees, and Local Businesses and Medical Facilities Patrons and
Employees

As of Fall 2007, UCSD employed 24,730 people, and total campus enrollment was 27,500
students. When not traveling on local roadways, these viewers potentially have longer,
stationary views of I-5 and the local roadways that would be altered by the Project from the
buildings, campus areas, and parking lots within the Project site viewshed. Project site
elements would be in the middle ground and comprise small elements in these stationary views.
The number of viewers in this group would be low, because few of these buildings are located
within the viewshed. The combination of the middle-ground views, the low number of viewers,
and the long view duration results in an assessment of moderate viewer response for this group.

Existing Viewer Sensitivity

Motorists on 1-5

Residents of the San Diego region take pride in the scenic resources of the I-5 corridor, and
may be sensitive to changes within the corridor that could potentially contrast with the existing
character. Daily commuters also would be sensitive to loss of scenic views, and may have
longer exposures to the visual environment surrounding the freeway due to high traffic volumes
and resultant slower speeds. However, commuters may be more sensitive to ease of travel
than scenic quality. Tourists, while generally having a higher awareness of the visual
environment, may have lower sensitivity, as they generally would not know the historic/past
conditions of a roadway.

At freeway speeds, a motorist’s attention generally is focused forward on more distant views
rather than on peripheral or middle-ground views. Concentration is required by the driver to
navigate traffic, while passengers have a greater awareness of a wider variety of views. Vehicle
occupants’ overall awareness would be moderate. Freeway travelers could include a wide
variety of viewers, and as such would have mixed or moderate expectations for local values and
goals. Sensitivity to change for this group is anticipated to be moderate.

Motorists on Local Streets

While Genesee Avenue and the local streets from which the Project may be visible are not
designated scenic corridors, users of the local streets have a high awareness of the local
roadways and the visual environment surrounding them, and therefore would be highly sensitive
to changes in the visual character of the area. Motorists on local streets generally travel at
slower speeds than on I-5, and drivers that are negotiating the interchange are aware of its
configuration. While motorists are stopped at the stoplights of the I-5/Genesee Avenue
interchange, they would have an opportunity to view the surrounding hillsides and open space.
Motorists who are familiar with the area would not expect to see buildings or structures near the
roadway for at least 0.5 km (0.3 mi) on either side of the interchange. Voigt Drive is bordered
by buildings, parking lots, and some landscaped areas. Gilman Drive is bordered by vegetation
that blocks views of I-5 and some buildings.

Motorists on these roads should be aware of their surroundings to safely navigate the roadway.
These motorists are likely to be patrons, employees, and students of UCSD and the hospitals,
and would have a high awareness of the visual environment that provides an entry to the
campus and the hospital facilities. Accordingly, they would have higher expectations and
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sensitivity to local values and goals than travelers along I-5. Overall, this viewer group is
expected to have a moderately high sensitivity.

Bicyclists on I-5

The need to watch traffic and navigate the freeway shoulder would distract bicyclists along I-5
from prolonged views of the overcrossing and interchange components. Their attention to
views, therefore, would be low. Their awareness also may be low, because their focus would
be more on traffic and safety. Similar to bicyclists on local streets, these viewers are likely to be
local commuters. While they might not expect a scenic view, they would have higher
expectations for a safe route and heightened familiarity with the available views. Bicyclists
along I-5 are assessed as having a moderate sensitivity to change.

Bicyclists and Pedestrians on Local Streets

Bicyclists and pedestrians on Genesee Avenue, Voigt Drive, and Gilman Drive would have a
greater chance to focus attention on the views than would motorists due to slower travel
speeds. This group also has more acute awareness of the visual environment surrounding the
roadways on Genesee Avenue and Voigt Drive. These groups can see over the barriers that
block views from vehicles on these roads. The need to navigate traffic, however, may lower
bicyclists’ attention to the view. For all three roads, these viewers are likely to have high
expectations and local values and goals because they are likely to be familiar with the roadway.
Overall, their sensitivity to change would be high.

UCSD Students and Employees and Local Businesses and Medical Facilities Patrons and
Employees

Employees and students of UCSD, staff and patients of the hospitals, and employees and
visitors to the business/science park areas on the hilltops generally would be expected to focus
more internally to the campus or facilities within which their businesses occur, rather than on
views of the Project area. Their expectations may be relatively high, however, as they would be
familiar with the available views. Their anticipated sensitivity to change would be moderately
low.

Key Views

Because it is not feasible to analyze all the views in which the Project would be seen, several
key viewpoints that would most clearly display the visual effects of the Project have been
selected. Key views also relate to the primary viewer groups that would potentially be affected
by the Project. Key view locations are shown in Figure 2.6-3.

Key View 1

Orientation

Key View 1 was selected to represent the view of the |-5/Genesee Avenue interchange
available to the greatest number of viewers on |-5. Key View 1 (Figure 2.6-3) was taken from
southbound I-5 just north of where the Sorrento Valley Road entrance merges with the main
freeway lanes, approximately 1.2 km (0.75 mi) north of the Genesee Avenue overcrossing. This
view looks slightly eastward to encompass the hills adjacent to the northbound lanes, which
have the potential to be impacted by the Project. These hills represent the typical dominant
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topography and vegetation that compose the visual character of the area surrounding the
I-5/Genesee Avenue interchange.

The southbound lanes of the freeway comprise the foreground of the photograph, and the
slopes visible on the left side of the photograph are located at the edge of the La Jolla Hills
landscape unit. The hills are vegetated with grasses, shrubs, and eucalyptus trees. The
median barrier is visible as a diagonal line through the center of the photograph. No oleanders
are planted in the median north of Genesee Avenue. Some northbound cars are visible beyond
the median, although northbound traffic generally is hidden behind the barrier. The Sorrento
Valley on-ramp lane that becomes the Genesee Avenue off-ramp lane is just visible on the right.
Light poles, signs, and other freeway fixtures also are visible in this view, but are not dominant
features. The Genesee Avenue overcrossing is not visible from this key view location.

Existing Visual Character/Quality

This view has moderately high visual quality. Although the geometric and simple, flat pavement
is a dominant feature of the foreground, the forms that compose the visual environment are
slightly more complex due to the topography and vegetation that border the freeway in this view.
Similarly, the hills and trees add some fluidity and variation that provide some relief to the
otherwise straight freeway lines. While the pavement in the foreground is gray, monotonous,
and smooth, the hills and vegetation on either side and in the background of the photograph
provide more earth-toned variation of color, as well as irregular texture.

The scale of the elements in the view is large, tending to be more monumental than human in
size, but not visually overwhelming. The elements also have little diversity. The view is not
homogeneous and monotonous because the hills provide some variety; however, the hills also
are not visually diverse. The elements have high continuity, and are not highly contrasting or
dissonant. The visual environment is relatively balanced, with no one element standing out
more than another; pavement and hills are equally dominant.

The vividness of this key view is moderate. The broad expanse of pavement and the bordering
hillsides support no memorable features; however, the visible hills do provide a sense of place
related to the surrounding landscape units. The vegetation and the angle of the slope, however,
are very uniform and the features generally do not serve to raise the vividness or memorability
of this key view above a moderate level. The intactness of this view is high due to the integrity
of the collected visual elements, comprised mainly of pavement, the hillside, and some freeway
fixtures that all relate to I-5, which dominates the view. The unity of the key view is moderate,
however, because the elements are neither individually carefully designed, nor collectively
assembled as a cohesive whole.

Key View 2

Orientation

Key View 2 (Figure 2.6-3) was selected to represent the view of the |-5/Genesee Avenue
interchange available to the highest number of viewers (motorists on I-5). No bicyclists are
allowed on this segment of I-5. This photograph was taken from northbound I-5 just south of the
Genesee Avenue exit looking northward at the overpass structure, ramp, median, and hillsides
bordering the freeway.
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Key View 2 is dominated by I-5, particularly the northbound lanes. Manufactured slopes rise on
either side of I-5. The slope on the right is vegetated with shrubs and grasses and a few
scattered eucalyptus trees. The slope on the left is vegetated mainly with eucalyptus trees and
ground cover that visually blends in with the shrubs in the median. The southbound lanes of the
freeway are not visible behind the concrete barrier and shrubs in the median. Some street signs
and other fixtures also are visible in this view.

Existing Visual Character/Quality

This view has moderately high visual quality. Although I-5 takes up most of the foreground of
this view, the oleander shrubs in the median, vegetated slopes bordering the freeway, and trees
in the background provide more complexity and a more fluid and varying line that softens the
rigid, straight line of the freeway. The oleanders, trees, and the vegetation on the hillsides
provide green and earth-tone colors to the view, as well as an irregular texture that softens the
hardness of the freeway paving.

The scale of a freeway has the potential to be large and monumental; however, the vegetation
in the median lessens the scale by partially screening views of paving and oncoming cars. The
shrubs also add complexity that attracts attention away from the otherwise homogenous
freeway. The shrubs that blend with the vegetation visible on either side of the freeway provide
continuity, which creates a balance within the view, rather than letting the view be dominated by
the pavement.

The Genesee Avenue overcrossing is visible as a dark line over the freeway in the center of the
photograph, but is not a dominant feature in this view. The Genesee Avenue off-ramp diverges
from 1-5 on the right side of this photograph. The background is composed of a portion of the La
Jolla Hills landscape unit. In addition, one science park building is visible on the mesa top left of
the freeway.

The vividness of this key view is moderate. The broad expanse of pavement that dominates
this view is somewhat softened by the vegetation that surrounds it; however, I-5 continues to be
a major feature of the view from this point, and the visible landscape features generally do not
serve to raise the vividness or memorability of this key view higher than a moderate level. The
intactness of this view is high due to the integrity of the collected visual elements, comprised
mainly of pavement, freeway fixtures, and elements that relate to the freeway. Similarly, the
slopes abutting I-5 are undeveloped and continue from Voigt Drive (south of the Key View 2
location) to Sorrento Valley to the north. The unity of the key view is moderate, because the
elements are neither individually carefully designed nor collectively assembled as a cohesive
whole.

Key View 3

Orientation

Key View 3 (Figure 2.6-3) was selected to represent the view of Genesee Avenue available to
motorists, bicyclists, and pedestrians. The photograph was taken from westbound Genesee
Avenue just east of the on-ramp. The photograph depicts the typical highly vegetated character
of Genesee Avenue. The mature trees and shrubs growing next to the roadway are dominant
elements in the foreground of this view. The slopes on either side of the roadway also are
visible, as are two westbound lanes and the on-ramp to northbound I-5, which diverges from
Genesee Avenue on the north side of the roadway (on the right side of the photograph).
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Eastbound Genesee Avenue also is visible on the south side of the roadway (on the left side of
the photograph), divided from the westbound lanes by a raised median. Interchange signals are
visible in the middle of the photograph. Street signs, streetlights, and other fixtures also are
present.

Genesee Avenue is three lanes in each direction. The existing conditions photograph was
taken during recent road widening, and construction debris, machinery, and traffic cones are
present in this view. Construction equipment and piles of dirt related to existing roadway
improvements also can be seen. The widening of Genesee Avenue within the viewshed of Key
View 3 did not include any modifications to the overcrossing deck or on- and off-ramps. The
surrounding vegetation and the background slopes similarly remained unchanged. This view
therefore is still relevant.

Existing Visual Character/Quality

Eucalyptus trees and smaller shrubs flank the roadway. In the foreground, to the south (at the
left in the photograph), trees are visible at the foot of the slope immediately bordering the
southeastern quadrant of the I-5/Genesee Avenue interchange. The trees and shrubs in the
foreground to the north (right) also are growing on a slope; however, the slope gradient at the
northern side of Genesee Avenue is gentler than that on the south. Trees within the diamond
interchange are visible near the traffic lights in the center of the photograph, and vegetated hills
make up most of the background. Genesee Avenue is visible to the right of the center in the
background, between trees, as it rises up the hill west of the interchange.

As with the other two key views, Key View 3 has moderately high visual quality. The existing
view has a generally complex, asymmetrical form, despite the pavement that makes up most of
the foreground. This is due to the surrounding hillside and the masses of vegetation. The view
elements mostly have fluid lines, also due to the vegetation; however, some rigidity of line is
present in the straightness of the roadway. The colors are green and earth-toned with some
gray pavement. The coarse texture of the vegetation helps to soften the visually smooth texture
of views of the pavement.

The overall scale of this existing view is much smaller and more human-scale than the other key
views due to the smaller size of the roadway. The vegetation provides continuity within the
view, although diverse freeway elements are somewhat contrasting and dissonant. The
vegetation dominates the view, but not overwhelmingly, and no one element creates a sense of
unbalance.

The vividness of this key view is moderate. The pavement that dominates this view is
somewhat softened by the vegetation that dominates the remainder of the view. The vegetated
slopes that surround the interchange, however, generally do not serve to raise the vividness or
memorability of this key view higher than a moderate level. The intactness of this view also is
moderate. The collected visual elements, mainly the pavement, streetlights, signs, and
surrounding vegetation, are not visually imposing and also do not all relate to the roadway that
dominates the view. The unity of the key view similarly is moderate because the elements are
neither individually carefully designed nor collectively assembled as a cohesive whole.
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2.6.3 Environmental Consequences

Project

Analysis of Key Views

Changes to the visual environment, as well as the overall visual effect and aesthetics of the
Project, are discussed in the following analysis of specific key views and simulations. The
simulations illustrate the engineering elements of the Project so that the reader can track the
discussion of the proposed change to the visual elements (scale, dominance, etc.) without
having those elements obscured by screening vegetation. As noted above, trees, vines, shrubs,
and groundcover, as well as surface treatment of the walls, would be included as project
features, and would be detailed in a landscape concept plan for the Project.

Key View 1

Visible Project Features. The Project would add a lane and modify the existing slope on the
eastern side of I-5, as shown in Figure 2.6-10. The proposed lane would not be highly visible
from this key view. The modified slopes would be the most visible portions of the Project from
this location and approaching Genesee Avenue from the north, until the off-ramp and Genesee
Avenue overcrossing become more dominant in the views. The slopes, however, would be of
similar steepness to the existing slopes, and the eucalyptus trees at the top of the hills, located
on the adjacent properties, would remain. Generally, the hills would not change distinctly as a
result of the Project.

Two retaining walls would be placed on a hill north of Genesee Avenue and east of I-5, on a
hillside beyond the view within Key View 1, and are discussed in Analysis of Additional Views
below.

Changes to Visual Quality/Character. As visible in Figure 2.6-10, the main change within Key
View 1 would be the modification of the slopes on the east side of I-5. The modified slopes
would have steepness similar to the existing slopes, but would be terraced and covered with
vegetation for erosion control in the short term. The existing short wall below the overhead
signs on the northbound side of I-5 would be removed. Similar signs, lights and fixtures would
be reinstalled.

Generally, the new elements of the Project would cause a low level of change in the visual
environment of Key View 1; the vividness, intactness, and unity would remain the same. The
view would continue to be composed of the I-5 traffic lanes, adjacent hillsides, and freeway
signs and fixtures. The existing vegetation at the top of the hills would not be altered, and
although it may be slightly more visible due to the modified slopes, this visibility would not
increase the vividness or visual quality of the view. By introducing a newly manufactured slope
into the view, the modified slope would create slightly more geometric form, rectilinear line,
monotonous color, and smooth texture in the visual environment of this view. The scale,
continuity, and dominance would not change, because I|-5 in the foreground would not be
expanded, nor would the hillside become any more or less visible or dominant. The diversity
would change slightly by becoming more uniform, due to the less varied and fluid lines of the
newly manufactured slopes.
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Anticipated Viewer Response. Motorists and bicyclists traveling on |-5 have moderate
sensitivity and exposure. Some minor changes to the composition of the visual elements would
occur; however, in general, the Project elements are very similar to those that make up much of
the current visual character of the area. Viewer response among motorists, therefore, is
anticipated to be low.

Bicyclists on I-5 between Sorrento Valley Road and Genesee Avenue have moderate sensitivity
and low exposure, and have views similar to that represented by Key View 1. The minor
changes to the visual elements would result in similar visual quality from the Project, and viewer
response among bicyclists in this area would be low.

Resulting Visual Impact. Minor changes to the composition of the visual elements would occur
due to the Project; however, the Project elements would be very similar to those that make up
much of the current visual character of the area. The low level of change to the visual quality of
southbound views combined with the low potential viewer response would predict a low visual
impact to the visual environment shown in Key View 1 caused by the Project.

Key View 2

Visible Project Features. The Project features that would be most visible from this viewpoint
would be the realigned off-ramp and the new retaining walls on either side of the freeway. The
walls, as depicted in the simulation (Figure 2.6-11), would replace existing slopes. The bottom
of each wall would be elevated above the freeway lanes, and the top of each wall would be
aligned approximately with the top of the slope. The wall on the west side of I-5 (on the left side
of this photograph) would be a maximum of 10 m (33 ft) high, and approximately 70 m (230 ft)
long, with a generally flat top. The ends of the wall would taper to meet the existing grade. The
wall would be visible above the shrubs in the foreground for northbound motorists, and would
contrast with the median shrubs rather than blending in like the existing trees. This wall would
be located just north of a second wall that would be located along the western side of I-5, but is
not visible in this simulation.

The retaining wall represented on the east (right) side of this simulation would extend
approximately 695 m (2,280 ft) along the eastern side of I-5, from approximately 100 m (328 ft)
south of the Voigt Drive overcrossing to near the top of the off-ramp. The wall would be a
maximum of 15.8 m (51.8 ft) tall. The wall would taper at the ends to meet the existing grade
and would vary in height in relation to the topography it would support. This wall and the
modified slopes would remove the existing vegetation, and would be larger in scale than the
existing visual elements of I-5. The trees and shrubs within the current interchange also would
be removed. The shrubs in the median would remain.

The realigned off-ramp would be a noticeable change in the northbound view. The off-ramp
would be wider and longer than the existing ramp. Currently, the ramp diverges from [-5 with
one lane at a point in front of the key view location. Under the Project, the ramp would start at a
point just south of (behind) the key view location and would diverge from the freeway with two
lanes, and widen to four lanes at its intersection with Genesee Avenue. The off-ramp lanes
would be located more to the east (right) of the ramp currently visible in Key View 2.

The Project would add lanes to the Genesee Avenue overcrossing on the north side of the
overcrossing. The south side of the overcrossing is visible from this key view; however, the
widening of the overcrossing to the north would not be visible. The proposed lengthening and
elevation of the overcrossing are changes that would be noticeable to northbound motorists and
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are depicted in the simulation. The reconfiguration of the ramp and Genesee Avenue
overcrossing would require the removal of some of the trees and shrubs within the current
interchange, some of which are visible in this photograph. The shrubs in the median would
remain. Even with these changes, the overcrossing structure would continue to be a less than
dominant feature in northbound views. Modifications also would be made to the southbound on-
ramp from Genesee Avenue. Those modifications would not be visible from this key view
location.

Changes to Visual Quality/Character. As shown in the simulation, the main visual change within
Key View 2 caused by the Project would be the new retaining walls and the modified off-ramp.
The new retaining walls, as well as the widened ramp, would be symmetrical and geometric
elements with more rigid, rectilinear lines than are currently present in this view. Their color,
although possibly an earth-tone stain, would reduce the amount of green and natural
earth-tones provided by the vegetation, and would contrast with the green of the existing (to be
retained) shrubs in the median; this would be a change from the current visual environment
where the slopes blend with the median plants. The walls also would introduce additional
smooth textures into the view.

The walls and the expanded off-ramp would change the view to incorporate more monumental
and fewer human-scale elements. This would be emphasized by the more discernable opposite
edge of I-5. The introduction of more human-made elements that would contrast with the
retained vegetation also would create a more homogeneous visual environment in this focused
area. The walls and ramp would be much more prominent features than anything currently in
the view, disrupting the currently balanced and open view.

The modified overcrossing structure would have little effect on the view, except perhaps to
strengthen the geometrical impression and contribute to the introduction of more straight lines in
the view.

The resulting vividness of Key View 2 would be reduced. The walls would replace the
vegetation that softens the existing broad expanse of pavement. Although the proposed
changes would not remove the oleanders in the median, it would introduce more homogeneous,
large-scale features. Rather than vegetative elements providing vividness, the human-made
walls would become the dominant vivid elements. The walls could be made of colored concrete
and could include architectural features, such as pilasters and caps, to provide shadow lines
and relief, as well as surface materials, such as mosaic tile or weathering steel. Despite these
potential treatments, however, the walls would be new dominant features, combining with the
pavement to create a more geometric composition.

The changes also would reduce the visual intactness of the I-5 corridor in this area. Currently,
undeveloped slopes border I-5 from points south to Sorrento Valley to the north of the Project,
and few buildings or other developed elements within the surrounding area are visible from I-5.
The new walls would be dominant structures in an area where motorists would otherwise see
little development. The reduced visible vegetation and introduction of elements that would
contrast with retained vegetation also would lessen the intactness of the visual environment.

The walls would change the visual character of the area to be more similar to the |-5 corridor to
the south, where residential and commercial development within the La Jolla Hills landscape
unit is visible adjacent to the freeway near La Jolla Village Drive and Nobel Drive. This
configuration would be less like the undeveloped freeway corridor north of Genesee Avenue,
bringing more obviously human-made features closer to I-5, and causing the developed areas of
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the La Jolla Hills landscape unit to begin to visually encroach on the I-5 corridor. The contrast
created by new proposed features between the existing slopes and canyons north of Genesee
Avenue and south of Nobel Drive would reduce the unity of northbound views.

There are no other walls adjacent to I-5 in the vicinity and, although the proposed walls would
be unique in the area and would contrast with the existing hillsides, the Project would include
several walls that would create moderate unity within the Project area itself. This would create
less change in unity than the change caused by the Project to the vividness or intactness of the
view, but would create contrast with the existing and retained vegetation and the existing nearby
undeveloped slopes.

Anticipated Viewer Response. Motorists traveling on I-5, the sole viewer group at this location,
have moderate sensitivity, and, due to high traffic volumes, high exposure. Project changes
would reduce the vividness and intactness of the visual character of the area. The unity would
remain moderate, but as a result of different elements. Motorists on I-5 may have a moderate
response to the changes in visual character resulting from the Project.

Resulting Visual Impact. The Project would reduce the vividness and intactness of the visual
character of the area and cause moderately high changes to the visual environment. Combined
with an anticipated moderate viewer response, the visual impact of the Project on this key view
would be moderately high.

Trees, vines, and other plantings, as well as surface treatment of the walls, would be included
as Project features, and would be detailed in a landscape concept plan assumed as part of
Project design. Additional mitigation measures would be required, however, due to the
anticipated level of change in this area (see Section 2.6.4, Avoidance, Minimization, and/or
Mitigation Measures).

Key View 3

Project Features. As depicted in Key View 3 (Figure 2.6-12), the Project would widen the
Genesee Avenue overcrossing and would add more lanes to Genesee Avenue in each direction
approaching the interchange. At the Key View 3 location, westbound Genesee Avenue would
expand to five through lanes, a bike lane, and two right-turn lanes. This is an increase of three
lanes on the north side of the roadway, and would necessitate the expansion of the pavement to
the viewer’s right.

Eastbound Genesee Avenue (on the left side of Key View 3) would consist of three lanes and
one bike lane. The roadway generally would align with the edge of the existing roadway on the
south (on the left edge of the photograph). The realigned I-5 off-ramp to eastbound Genesee
Avenue would be minimally visible from this point. The entire roadway would be straightened
slightly, and the eastbound lanes would replace the median visible in this photograph. The new
median in this key view would support trees and low shrubs.

The Project roadway additions would remove much of the vegetation visible on existing roadway
edges in the foreground and middle ground of this key view. This would open the westward
view to include more of the widened overcrossing and interchange traffic lanes, which would
replace the trees in the center of the view. Genesee Avenue to the west of the interchange also
would become more visible beyond the interchange, as it extends westward through the La Jolla
Hills landscape unit.
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The retaining wall proposed on the west side of I-5, above the southbound on-ramp from
Genesee Avenue just south of the interchange, also would be visible from this viewpoint. The
north side of the slope in the center of the photograph (left of the roadway) would be modified to
accommodate additional lanes on eastbound Genesee Avenue at the southbound on-ramp.
The new slope would be similar to the existing slope.

Change to Visual Quality/Character. The new elements of the Project generally would change
the visual character of this view by introducing more pavement, removing existing vegetation,
and planting new vegetation in the median. The westward view would be expanded to include
more of Genesee Avenue west of I-5 and existing natural open space in the distance, and a
retaining wall west of I-5 would be visible in the background.

The increased paving, new wall, and wider overcrossing structure would introduce more
geometric forms into this view; however, the new vegetation in the median would help to
somewhat soften this change. The lines in the foreground would become more straight and
rigid, while in the background, the curvilinear westbound roadway would be more visible. In
combination, this would make the view only slightly more rigid and rectilinear. The removed
vegetation would reduce the earth-tones, green colors, and complex textures in the view, and
the wider pavement and overcrossing would introduce more gray monotones and smooth
textures. New plants in the median and replaced vegetation on the roadway would slightly
reduce the level of this change.

The expanded pavement would create a larger scale and somewhat more homogeneous, less
complex view. The level of continuity would not change greatly and may remain the same,
because although the view would change, the roadway elements would relate more to the
roadway visible in this view. The western expanse of Genesee Avenue also would be more
visible in the background, providing continuity with the roadway in the foreground. The
dominance of the roadway would increase, creating a less balanced visual environment.

The unity of the visual environment would not change, because although the coherence of the
elements of the roadway itself would increase, the removed vegetation would decrease the
harmony of the view, and its coherence with the vegetation in the background.

Intactness would remain the same. The retaining wall visible on the left side of the photograph
would be a distracting element (i.e., a strong vertical plane that would replace the vegetated
slopes previously visible in the area) and would contrast with the view now available. The
roadway in the foreground would be a continuous width, however, rather than varying in scale,
as it currently does.

The vividness of the visual environment would be increased slightly. The view would be more
memorable for motorists, bicyclists, and pedestrians due to the increased view of the roadway
to the west. Additionally, the continuous sidewalk and better safety markings, as well as more
clearly marked bike lanes and an interchange configuration that is safer for bicyclists
(elimination of the free right-turns), would be more intact and continuous for these viewers.

Anticipated Viewer Response. The anticipated viewer response for the motorists, pedestrians,
and bicyclists on Genesee Avenue would be moderately high.

Resulting Visual Impact. While the Project would create change in many aspects of the
westbound views, the resulting change would be low. Combined with the viewer response, the
overall visual impact to viewers would be moderately low. The median trees and slope erosion

Interstate 5/Genesee Interchange Reconstruction Project IS/EA 2.6-19
June 2011



Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.6 Visual/Aesthetics

control plantings would provide softening of the increased expanse of pavement created by the
Project. Some features would still require lessening of impacts, such as the wall in the
background that would create a higher level of change within other views. This wall and its
associated potential impact are discussed in Key View 2 and below.

Analysis of Additional Views

Additional Project-related changes to the visual character/quality of the Project area would occur
that are not depicted in Key Views 1 through 3. Visual effects resulting from Project
implementation to viewers from Genesee Avenue, Voigt Drive, Gilman Drive, and I-5 are
discussed below.

Genesee Avenue West of I-5

In addition to the portion of Genesee Avenue (east of I-5) addressed in Key View 3, the Project
would widen Genesee Avenue west of the interchange. In this area, eastbound Genesee
Avenue would include five through lanes, a bike lane, and two signalized right-turn lanes, which
would replace the free right-turn on-ramp to southbound I-5. Westbound Genesee Avenue
would be widened to three lanes and a bike lane. A sidewalk would be added on the north side
of the roadway. New pavement required for the proposed configuration mostly would be added
on the north side of Genesee Avenue, with some widening on the south side of the roadway.
Two slopes bordering the south side of Genesee Avenue would be pushed back, and would
have steepness similar to the existing slopes.

Where a canyon borders the roadway on the south side of Genesee Avenue, a support wall
would be required. This wall would face the canyon and would not be visible from Genesee
Avenue or from nearby roadways.

The expanded pavement on the north side of Genesee Avenue also would require the
installation of a support wall. This would be placed below the roadway and facing open space
areas, and would not be visible from Genesee Avenue. It may be slightly visible from the
off-ramp, although the eastern end of the wall would be located approximately 100 m (328 ft)
from the ramp. Refer to cross-section D in Figure 2.6-7, discussed above.

The most visible change resulting from the Project west of I-5 on Genesee Avenue would be the
widened roadway. The expanded lanes would introduce more rigidity and straightness, and the
whole roadway would be more geometric. Some mature trees and shrubs currently growing in
the interchange between the ramps and [-5 would be removed, reducing the green and
earth-tone colors and the complex textures provided by the vegetation. The walls east of I-5
near Genesee Avenue also may be visible in eastbound views, introducing more geometric and
straight elements.

View changes west of the interchange would be similar to those to the east, as discussed in Key
View 3. These viewers would have a moderate response to changes. The new configuration
may improve the unity of the area through the increased continuity in scale; the roadway in this
area would be as wide as the roadway to the west, near the intersection of Genesee Avenue
and North Torrey Pines Road. The intactness similarly would be slightly increased. The scale
of the overcrossing would be larger than that existing, however, causing a change to the visual
environment through the introduction of new pavement and the removal of vegetation.
Vegetation removal in the interchange also may decrease the vividness, but, as with the
changes discussed in Key View 3, the removal of vegetation would provide more views toward
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the roadway on the other side of the interchange, contributing to the increased continuity and
providing new memorable view elements. Overall, the change to the visual environment of
Genesee Avenue west of I-5 would be moderately low.

Genesee Avenue East of I-5

To the east of Key View 3, Genesee Avenue would be configured as a six-lane roadway with
three lanes in each direction and a planted median. The Project would grade Genesee Avenue
to meet existing conditions approximately halfway between the interchange and Campus Point
Drive. The Project would require retaining walls on each side of Genesee Avenue. The wall
located on the north side of the road would be a small support wall below the roadway and
would face north. This wall would not be visible from Genesee Avenue, but may be visible from
nearby parking lots.

The wall on the south side is depicted in cross-section E in Figure 2.6-8. It would be highest
(7 m [23 ft]) near its western end, close to the driveway that meets Genesee Avenue just east of
I-5. The wall would taper down toward the east to meet the existing grade at its eastern end,
approximately 100 m (328 ft) west of the hospital entrance. It would be located approximately
9 m (30 ft) south of the edge of the roadway, and the bottom of the wall would be approximately
3to 5 m (10 to 16 ft) above the roadway.

The western approximately 100 m (328 ft) of the wall (the tallest portion) would be located on a
straighter portion of the roadway, and would be the most visible. Because of the curvature of the
road, the entire wall would not be visible in one view, however, although it would be visible
peripherally to both east- and westbound travelers on Genesee Avenue.

Similar to the walls along I-5 (see Key View 2/Simulation 2 on Figure 2.6-11), the wall along the
south side of Genesee Avenue would contrast with existing conditions; currently, no wall exists
along Genesee Avenue near the interchange. This new element, a strong vertical plane, would
be a dominant, geometric element with straight lines, less complexity, less color, etc. It would
require the removal of existing vegetation, and would contrast with any remaining vegetation.
The new planted median and vegetation in front of the wall may help to soften the new wall;
however, the dominance of the wall in an area where structures are set back from the roadway
or buffered by landscape and are not highly visible would lower the intactness of the area. The
resulting strong contrast with the existing conditions would lower the unity and the vividness of
the parkway-like visual environment composed of vegetated slopes uninterrupted by structures.

Viewers of changes to the west of the interchange would be the same as those to the east (as
discussed under Key View 3, above) and would have a moderately high response to changes.
The change to the visual character of Genesee Avenue to the east of I-5 would be moderately
high.

Voigt Drive

The Project would modify Voigt Drive. The connections to the overcrossing at I-5 would be
widened to include two lanes in each direction on the western edge of the overcrossing, and two
westbound lanes and one eastbound lane on the eastern side of the overcrossing. A sidewalk
and enough shoulder room for bicycles also would be provided. Most of the widening of the
overcrossing would occur on the north side of the roadway. The roadway and the overcrossing
also would be lowered. This configuration would require the addition of a wall on the north side
of Voigt Drive just east of I-5. This retaining wall would be tallest (10 m [33 ft]) at its western
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end, nearest |-5 where it would turn to face more westerly. The wall would taper to meet the
existing grade at its eastern end and would be set back approximately 8 m (26 ft) from the edge
of the roadway. Cross-section F in Figure 2.6-9 depicts this wall.

The main change that would be visible from Voigt Drive in either direction would be the
increased expanse of pavement associated with additional lanes. This wider roadway would
introduce more geometric, flat, straight lines, and planes into the view along this street. Existing
vegetation, including a few mature pine trees just east of I-5 and low shrubs growing next to the
roadway on either side of I-5, would be removed by the proposed configuration. These are not,
however, dominant visual elements. (The tall hospital building is more dominant than the
surrounding landscape.) Parking lots next to Voigt Drive on the east side of the freeway also
would be changed by the proposed configuration; however, this would not change the visual
environment of Voigt Drive.

The widened roadway configuration may increase the dominance of the hospital building by
reducing the space in front of it and removing the trees near it. This would increase the overall
perception of the scale of elements within views along this roadway and visually introduce more
geometric forms and straight lines. The hospital building is larger than the proposed wall,
however, and may help to reduce the apparent size of the retaining wall due to its relative scale.
The wall’s placement away from the edge of the sidewalk also would reduce its apparent scale.
Although this wall would be unique to the area, it would not be an element that contrasts highly
with the surrounding area, because there already are existing buildings next to Voigt Drive.

The main viewers at this location are pedestrians, bicyclists, and motorists. Most of these
viewers would be students, UCSD employees, and patrons and employees of the hospital
facilities along Voigt Drive. These viewers would have a moderate exposure and moderately
high sensitivity. Although the Project would introduce change to views along Voigt Drive, the
changes would be moderate to moderately low; combined with viewer response, this would
result in a moderate visual impact.

The changes to the Voigt Drive overcrossing would be discernable for viewers (motorists) on I-5
in both directions. This overcrossing is located above a high point of the freeway, and the
structure therefore is silhouetted against the skyline for motorists on I-5 looking up at it. The
depth of the structure would be similar to the existing structure, as would the general angle of
the horizontal line. The most visible change would be the lower configuration of the
overcrossing structure, which would bring the line created by the overcrossing lower and closer
to the viewer, and at the same time would slightly reduce the scale and visibility of this structure.
The increased width of the overcrossing structure would not be highly noticeable. A low level of
visual impact can be anticipated for post-implementation views from I-5 toward the Voigt Drive
overcrossing.

Gilman Drive

Although the width of Gilman Drive would not change, it would be realigned slightly to the west
to accommodate the future ultimate width of the adjacent I-5 freeway. This would bring Gilman
Drive closer to the UCSD residential buildings and the playing field at the southwestern corner
of Voigt Drive and Gilman Drive. As a result, two retaining walls would be added along the west
side of Gilman Drive. With only a short distance between them, their combined length would be
approximately 340 m (1,116 ft). The walls would be a maximum height of 2.9 m (9.5 ft) at the
southern edge of the playing field. For most of their length, the walls would be shorter (1 to
1.5 m [3 to 5 ft] high). Figure 2.6-5 depicts cross-section B and these walls.
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Viewers in this location include bicyclists, pedestrians, and motorists. The project elements
would be in the foreground for these viewers, and their knowledge and expectations of the area
would be high. These viewers would have moderately high response to visual changes.

A short retaining wall currently exists at the top of the slope to the west of Gilman Drive
(Figure 2.6-5). The additional retaining walls may be placed in front of or below the existing
wall. Overall, the realignment and the addition of the walls would bring large-scale objects
closer to the roadway and to pedestrians in particular. (The retaining walls would be relatively
close to the sidewalk, compared to other walls proposed by the Project along Genesee Avenue
and Voigt Drive.) This would create a major change to the character of the roadway, replacing
the vegetated slopes adjacent to the west side of Gilman Drive with long, flat, dominant vertical
planes very close to the sidewalk and roadway. The realignment also would make the adjacent
buildings more visible and dominant; the roadway would be brought closer to the buildings and
the existing walls. The vegetation on the east side of Gilman Drive, between the roadway and
I-5, would be removed, increasing potential views from Gilman Drive to I-5.

These changes, in combination with the moderately high viewer response, would cause a
moderately high level of change to the visual character of Gilman Drive.

-5 South of Genesee Avenue

In addition to the walls that would be visible in the key views discussed above, walls would be
added to either side of I-5 south of Genesee Avenue and Key View 1 location. Refer to Figure
2.6-3 for the location of the walls. South of Voigt Drive, three retaining walls would be located
on the east side of the freeway, adjacent to the northbound lanes. The southernmost wall would
be below I-5, and the other two walls would be located at the top of the slopes adjacent to the
northbound lanes. Extending along most of both sides of I-5 between Voigt Drive and Genesee
Avenue, these three walls and the wall discussed in Simulation 2 (Figure 2.6-11) would replace
the existing vegetated slopes with tall, long, dominant vertical planes. The color would be more
repetitive and the texture smoother than that currently seen. Element scale also would be
affected, through the introduction of these large human-made elements. Diversity would be
decreased as the walls would result in a homogeneous, geometric visual effect within the
corridor. Although they would not contrast with each other, they would contrast with the
retained vegetation in the median, and with other undeveloped slopes visible along the corridor.
They also would be dominant visual elements, creating some unbalance.

There currently are no other walls adjacent to I-5 in the vicinity. The proposed walls would
begin to create a more developed, enclosed visual character within the corridor, more similar to
the freeway corridor to the south than to existing conditions or to the hillside-lined freeway to the
north of Genesee Avenue. This configuration essentially would cause the developed areas of
the La Jolla Hills landscape unit to begin to visually encroach on the I-5 corridor, where currently
little development is visible, reducing the current unity of the visual character of the corridor.

Although the walls would be unique in the immediate area and would contrast with the existing
hillsides, the Project would include several other walls. These would contribute to moderate
unity within the Project area itself. The walls would, however, reduce the intactness of the
visual environment of the corridor by creating contrast with the existing and retained vegetation
and the existing nearby undeveloped slopes. The vividness of the parkway-like environment of
the corridor (currently composed of vegetated slopes) would be lessened by the introduction of
these new strongly geometric visual elements.
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The Project would result in moderately high change to the visual environment of the I-5 corridor
to the south of Genesee Avenue. Combined with an anticipated moderate viewer response, the
visual impact of the Project in this area would be moderately high.

-5 North of Genesee Avenue

Two retaining walls would be placed north of Genesee Avenue and east of I-5 on a hillside
beyond the view depicted in Key View 1. One small wall would be located just above another
large wall near the top of the slope on the hill just behind the one visible in Key View 1. These
walls would be the only proposed retaining walls visible to the north of Genesee Avenue. They
would be placed approximately 10 m (33 m) east of and 8 m (26 ft) above the on-ramp from
Genesee Avenue to northbound I-5.

These walls would be a unique feature in the area, but would not be a dominant element due to
their smaller scale relative to the surrounding hillsides and their location high above I-5. The
walls would be visible to motorists on I-5, but would create a moderately low level of visual
change. An additional lane would be added to the Sorrento Valley Road off-ramp. This
additional lane would require a support wall to the east of the freeway, which would not be
visible from the freeway or from the surrounding area. The lane would be an extension of the
additional lane discussed in Key View 1, above, and would create a low level of change in the
visual element surrounding the off-ramp.

Project Features

In addition to reconfiguring the ramps and Genesee Avenue overcrossing, the Project would
include 16 retaining walls. These would be located on both sides of the freeway, both sides of
Genesee Avenue, and on one side of Gilman Drive and Voigt Drive. Refer to Figure 1-4 for the
locations, lengths, and maximum heights of the walls.

The walls would be the most visible elements of the Project and would provide the greatest level
of change in the visual environment. 1-5 and Genesee Avenue currently are each bordered by
slopes, either natural or manufactured. Few buildings are visible from I-5 between Voigt Drive
and Sorrento Valley. The slopes currently are covered with naturalized or native vegetation,
including grasses, groundcovers, eucalyptus trees, and some shrubs. An installed wall would
replace part or most of the slope, presenting a uniform plane where currently a varied,
vegetated slope is visible.

Retaining walls proposed for the Project range from vertical walls to a 1:6 batter (a receding
upward slope of the outer face of a structure). Treatment of the walls could include colored
concrete and architectural features, such as pilasters and caps to provide shadow lines and
relief. Surface materials also could include mosaic tile or weathering steel. Where enough
space is provided, vines and vegetation would be planted in front of the walls to prevent graffiti
(see additional discussion of landscaping, below).

As indicated above, landscaping would be a required element of this Project and certain
elements are currently known. Known elements include incorporation of drought-tolerant plant
species and no use of invasive species. Trees, shrubs, and vines would be planted in front of
walls. A conceptual landscape plan would detail plant species, sizes, layout, etc.
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The proposed walls would be most visible south of Genesee Avenue, where in some areas they
would be present on both sides of I-5. For example, for most of the length of I-5 between the
Voigt Drive and Genesee Avenue overcrossings, walls would be placed at the top of the slopes
both to the east and west of the freeway. On the east side, a wall (Wall 4) would extend from
just south of Genesee Avenue to south of the Voigt Drive overcrossing. The wall would vary in
height depending on the topography it retains, and would be a maximum of 15.8 m (51.8 ft)
high. The bottom of the wall would be approximately 8 m (26 ft) above the freeway and
off-ramp lanes. A vegetated slope would extend between the wall and the eastern shoulder of
I-5. Refer to Figure 2.6-4 for a cross-section of northbound 1-15 and the adjacent embankment
located north of the Voigt Drive overcrossing.

Two walls would be placed on the western side of the freeway between Genesee Avenue and
Voigt Drive. The first (Wall 1) would be placed above the on-ramp to southbound I-5. The
second (Wall 3) would be placed between the first wall and the Voigt Drive overcrossing. Both
of these walls would vary in height and taper to meet the existing grade at each end. They
would be placed approximately 8 m (26 ft) above the lanes and 12 m (39 ft) west of I-5.

Additional walls would be placed south of Voigt Drive. The southernmost wall on the eastern
side of I-5 (Wall 13) would be located approximately 6 m (20 ft) above the level of the freeway.
Another wall (Wall 16) would face away from |-5. On the western side, a support wall (Wall 15)
would face away from |-5. Neither of these walls would be visible from I-5 or from surrounding
roadways or businesses.

Two retaining walls (Walls 2 and 20) would be placed along the western side of Gilman Drive.
These walls generally would not be visible from I-5, because Gilman Drive is separated from |-5
by a small slope and vegetation. See Figure 2.6-5 for a cross-section of Gilman Drive and the
proposed Walls 2 and 20.

Along Voigt Drive, east of I-5, a wall (Wall 9) would be placed on the northern side of the
roadway for slope support. This wall would be covered with plants to make it less visible to
motorists along Voigt Drive.

Three walls would be placed north of Genesee Avenue along the eastern side of I-5. One wall,
supporting the Sorrento Valley Road off-ramp (Wall 17) would be below the lanes, facing away
from them, and would not be visible to I-5 motorists. Two other walls (Walls 21 and 8) would be
placed below one of the buildings on the slope above the freeway, approximately 8 m (26 ft)
above the on-ramp from Genesee Avenue to northbound I-5 (Figure 2.6-6). These walls would
be visible from the freeway and possibly from businesses west of the freeway.

Four walls would be placed along Genesee Avenue. Two walls would support the roadway
west of I-5 between Science Center Drive and the Genesee Avenue/l-5 interchange; one would
be on the north side (Wall 14) and the other would be on the south side (Wall 18) of the
roadway. The walls would be placed below the level of the lanes facing canyons that border the
road and would not be visible from Genesee Avenue. The wall on the north side of Genesee
Avenue may be visible from the southbound off-ramp from I-5, although its eastern end would
be placed approximately 100 m (328 ft) west of the intersection of the off-ramp with Genesee
Avenue. The wall on the south side of the roadway would face an undeveloped canyon and
would not be visible from any local roadways. See Figure 2.6-7 for a cross-section of Genesee
Avenue and the proposed Wall 14 and roadway configuration.
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Two walls would be placed along Genesee Avenue to the east of I-5. On the northern side, a
wall (Wall 10) would be placed below the level of Genesee Avenue and would not be visible to
motorists on Genesee Avenue, but may be visible from adjacent parking lots. The second wall
(Wall 11) would be approximately 9 m (30 ft) from the southern side of Genesee Avenue. The
bottom of the wall would remain approximately 4 m (13 ft) above the roadway, and the top
would slope down toward the east. See Figure 2.6-8 for a cross-section illustrating the
proposed Genesee Avenue configuration and this wall.

Along Voigt Drive, east of I-5, a wall (Wall 9) would be placed on the northern side of the
roadway for slope support. See Figure 2.6-9 for a cross-section illustrating the wall’s placement
in relation to the roadway.

A landslide buttress is proposed to the west of I-15 and to the north of Genesee Avenue. Due
to topography, the buttress would not be visible from public viewpoints. Since the buttress
would not be visible, it is not discussed further.

Construction-related Impacts

The Project would be constructed in two phases over a period of approximately two years.
During this time, the construction of the Project would disrupt the visual character of I-5 and the
local streets. It is anticipated that construction staging would occur in a disturbed area between
the Sorrento Valley Road southbound on-ramp and I-5 that was previously used for construction
staging for another freeway project. Use of this staging area would limit views of the largest
equipment, because this area is below I-5 and all but the tallest equipment (such as concrete
mixing plants) generally would not be visible from I-5. This area also is not visible from
Genesee Avenue, Voigt Drive, Gilman Drive, or most of the La Jolla Hills landscape unit.
Although it is visible from several points within the Sorrento Valley landscape unit, this area is
visually dominated by the interchange structures, which are high, complex, and geometric. The
construction equipment would not highly contrast with the visual character of these interchange
structures.

Visible indications of construction on the roadways would contrast with existing conditions due
to the introduction of new dominant elements, including newly cut or filled slopes; raw soail;
stockpiled dirt, rocks, and overcrossing debris; signs; temporary construction fencing;
construction equipment; and night lighting. Visual disruptions may include detours and ramp
closures, with signs, equipment, and other visual indicators of construction activity.

Construction impacts would be temporary, are in a focused locale, and ultimately would be
addressed through Project design and mitigation.

No Build Alternative

Under the No Build Alternative, no construction would occur as proposed by this Project, and no
improvements to the I-5/Genesee Avenue interchange or Voigt Drive overcrossing would occur.
This visual environment is illustrated in the existing condition for this analysis, both within the
text and within the existing views depicted in each key view. No walls would be built, no
vegetation would be removed or added beyond the continued maintenance of the existing
landscape, and no overcrossings would be reconstructed. As a result, no change from existing
visual conditions would occur under this alternative. Motorists, pedestrians, and bicyclists would
continue to view the predominantly urban visual environment of buildings, and roadway and
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interchange networks, interspersed with occasional natural elements and landscaped area,
particularly the Sorrento Valley area.

2.64

Avoidance, Minimization, and/or Mitigation Measures

Visual mitigation for impacts addressed in the key view assessments and summarized in the
previous section would consist of adhering to the following design requirements in cooperation
with the Caltrans District 11 landscape architect.

1.

Development and implementation of a comprehensive landscape concept plan. This
plan would be consistent with corridor-wide design themes developed by the office of the
District 11 landscape architect. This plan would include planting and irrigation layouts
that specify plant materials and container sizes. Types of landscape features are
illustrated in Figures 2.6-4 through 2.6-9, as well as Figures 2.6-13 through 2.6-15, and
include:

e Drought-tolerant and sustainable landscape palettes.

e Trees planted between the freeway traveler’s viewpoint and retaining walls more
than 3 m (10 ft) tall, where feasible.

e Vine planting sufficient to cover 90 percent of retaining walls within five years to
reduce the visual impact of the walls and to act as a graffiti deterrent.

e Median oleanders would be replaced where they cannot be preserved.

e Slopes graded to 2:1 or flatter to sustain landscape planting and irrigation.
Grading design and operations would include techniques such as slope rounding,
slope sculpting, and variable gradients to mimic the appearance of natural
topography. Steeper slopes may be possible if they are serrated and contain
benches wide enough to accept plants from 15-gallon containers.

Bicycle lanes, pedestrian lighting, wider sidewalks and other urban amenities on the
local street sections of structures would be consistent with local Community Plan
guidelines and the corridor-wide design themes.

Lighting and signage attachments would occur at pilasters or be incorporated in other
architectural features and be consistent with corridor-wide design themes developed by
the office of the District 11 landscape architect.

Visible sections of retaining walls would receive color and texture treatments consistent
with corridor-wide design themes developed by the office of the District 11 landscape
architect.

Structure design would be enhanced with architectural features consistent with
corridor-wide design themes developed by the office of the District 11 landscape
architect.

Retaining walls would be designed to visibly blend with graded slopes using techniques
such as slope rounding, slope sculpting, and variable gradients to mimic the appearance
of natural topography when feasible.
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7. Enhanced landscape plantings, including more densely spaced vines, a wider variety of
vines, some with seasonal color, and more trees would be planted in front of the walls,

where possible.

These measures may take longer than five years to be effective, but eventually would reduce
the apparent scale of the walls and reduce the contrast of these structures with the existing and
retained undeveloped slopes and vegetation. Figures 2.6-13 through 2.6-15 show simulations
of key views five years after mitigation is implemented.
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Chapter 2.0 Affected Environment; Environmental Consequences;
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2.7 CULTURAL RESOURCES

2.71 Regulatory Setting

“Cultural resources” as used in this document refers to all historical and archaeological
resources, regardless of significance. Laws and regulations dealing with cultural resources
include:

The National Historic Preservation Act of 1966, as amended (NHPA), sets forth national policy
and procedures regarding historic properties, defined as districts, sites, buildings, structures,
and objects included in or eligible for the National Register of Historic Places. Section 106 of
NHPA requires federal agencies to take into account the effects of their undertakings on such
properties and to allow the Advisory Council on Historic Preservation the opportunity to
comment on those undertakings, following regulations issued by the Advisory Council on
Historic Preservation (36 CFR 800). On January 1, 2004, a Section 106 Programmatic
Agreement (PA) between the Advisory Council, FHWA, State Historic Preservation Officer
(SHPO), and Caltrans went into effect for Caltrans projects, both state and local, with FHWA
involvement. The PA implements the Advisory Council’s regulations, 36 CFR 800, streamlining
the Section 106 process and delegating certain responsibilities to Caltrans. The FHWA'’s
responsibilities under the PA have been assigned to Caltrans as part of the Surface
Transportation Project Delivery Pilot Program (23 CFR 773) (July 1, 2007).

Historic properties may also be covered under Section 4(f) of the U.S. Department of
Transportation Act, which regulates the “use” of land from historic properties.

Historical resources are considered under the CEQA, as well as PRC Section 5024.1, which
established the California Register of Historical Resources. PRC Section 5024 requires state
agencies to identify and protect state-owned resources that meet National Register of Historic
Places listing criteria. It further specifically requires Caltrans to inventory state-owned structures
in its rights-of-way. Specifically, Sections 5024(f) and 5024.5 require state agencies to provide
notice to and consult with the SHPO before altering, transferring, relocating, or demolishing
state-owned historical resources that are listed on or are eligible for inclusion in the National
Register or eligible for registration as California Historical Landmarks.

2.7.2 Affected Environment

An Archaeological Survey Report (ASR; 2007) and Historic Property Survey Report (HPSR;
2008) were prepared for the Project. These reports are summarized below.

The area of potential effect (APE) established for the Project encompasses the anticipated
maximum extent of proposed disturbance, including roadway improvements, staging areas, and
temporary impacts. The APE encompasses the same area as shown on Figure 1-2 and
consists of disturbed and developed areas comprised of I-5, local roadways, and manufactured
slopes. No structures are located within the APE.

Historic Property Survey Report

The HPSR serves as the formal document transmitting the Section 106 findings to the SHPO,
when resources occur within the APE. Since no cultural resources occur within the APE, the
HPSR was prepared in accordance with the Section 106 PA, which documented that fact.
When no cultural resources occur within the APE, formal concurrence from the SHPO is not
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required for the National Environmental Policy Act (NEPA) or California Environmental Quality
Act (CEQA) compliance purposes. Section 106 was completed on January 9, 2008, when the
HPSR was completed and signed by District 11 Professionally Qualified Staff (PQS).

Records Searches and Field Reconnaissance

The records searches and field reconnaissance performed for the Project are described in the
ASR, dated July 2007. Records searches were obtained from the South Coastal Information
Center (SCIC) at San Diego State University and from the San Diego Museum of Man in April
2004 and updated in July 2007. The records searches from SCIC included a review of the
National Register of Historic Places and the California Register of Historical Resources. The
survey report for another project in the area, the proposed I-5 Widening Project, also was
reviewed. The records searches indicated that two archaeological sites were previously
identified within the Project APE (CA-SDI-1010 and CA-SDI-9288A). Both of these recorded
sites have been destroyed by development.

The Native American Heritage Commission (NAHC) was contacted for a records search of their
Sacred Lands Files. The results of the search indicated that no sacred lands are recorded in
the Project area. Refer to Appendix B for correspondence with NAHC. Consultation with local
Native American tribes was recommended, and a list of Native American contacts was provided.
Letters describing the Project and a map of the study area were mailed to local Native American
representatives in July 2007, and follow-up telephone calls were made. A Native American
representative who provided a monitor for field reconnaissance expressed no concerns
regarding the Project. A representative of the Kwaaymii Laguna band requested a Native
American monitor be present if ground disturbance occurred, but Caltrans considers this
unnecessary due to the area’s geomorphology and highly disturbed nature.

In addition to reviewing records searches, historical maps and aerial photographs were
reviewed to determine the potential for historic and prehistoric archaeological resources within
the APE. Historic topographic maps, including 1930, 1943, and 1953 United States Geological
Survey (USGS) topographic maps, as well as the 1928 San Diego County tax factor aerial
photographs show a few structures in Sorrento Valley, one of which appears to be within the
APE; however, this area has been subject to so much disturbance that the potential for the
presence of remnant archaeological resources is considered extremely low.

Most of the Project APE was previously surveyed for archaeological resources as part of the
aforementioned |-5 Widening Project. A survey of the areas within the APE that were not
previously surveyed was conducted on July 17, 2007, by qualified archaeologists accompanied
by a Native American monitor. The survey consisted of walking parallel transects approximately
10 m (33 ft) apart where possible. Much of the APE is paved, landscaped or consists of
manufactured slopes, which limited the ability to use standard transects. No extant
archaeological sites or historical resources were identified within the APE during the previous or
current survey.

Overcrossing structures within the APE include the Genesee Avenue overcrossing of I-5 (No.
57-0527 in the statewide inventory) and the Voigt Drive overcrossing of I-5 (No. 57-0526).
These overcrossings were previously determined not eligible for listing on the National Register,
and are not considered historical resources, pursuant to Caltrans’ statewide historic bridge
inventory.
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2.7.3 Environmental Consequences

Project

No archaeological or historical resources occur within the Project APE. Given the highly
disturbed nature of the APE, there also is no potential for buried cultural deposits occurring
within the APE. As such, implementation of this undertaking would not affect any known cultural
resources; i.e., historic properties for the purposes of NEPA, or historical resources under
CEQA.

No Build Alternative

Under the No Build Alternative, no effects would occur to cultural resources because no
construction is proposed.

2.7.4 Avoidance, Minimization, and/or Mitigation Measures

No effects to archaeological or historical resources would occur due to implementation of the
Project. Nonetheless, it is FHWA, Caltrans, and City policy to avoid cultural resources should
any cultural materials or human remains be discovered during Project construction.
Accordingly, the following avoidance and minimization measures would be implemented:

e If cultural materials are discovered during construction, all earth-moving activity within
and around the immediate discovery area would be diverted until a qualified
archaeologist can assess the nature and significance of the find.

¢ If human remains are discovered, State Health and Safety Code Section 7050.5 states
that further disturbances and activities would cease in any area or nearby area
suspected to overlie remains, and the County Coroner contacted. Pursuant to Public
Resources Code Section 5097.98, if the remains are thought to be Native American, the
coroner would notify the Native American Heritage Commission who would then notify
the Most Likely Descendant (MLD). At this time, the person who discovered the remains
would contact Caltrans District Senior Environmental Planner for Cultural Resources, so
that they may work with the MLD on the respectful treatment and disposition of the
remains. Further provisions of PRC 5097.98 are to be followed as applicable.
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PHYSICAL ENVIRONMENT
2.8 HYDROLOGY AND FLOODPLAIN

2.8.1 Regulatory Setting

The Project is subject to a number of regulatory requirements related to hydrology and
floodplain issues, as outlined below. These guidelines are intended to avoid or reduce effects
related to hydrology and flood hazards through efforts such as maintaining pre-development
conditions, protecting hydrologic resources, and avoiding or minimizing development in mapped
floodplains.

Executive Order 11988

Executive Order (EO) 11988 (Floodplain Management) directs all federal agencies to refrain
from conducting, supporting, or allowing actions in floodplains unless it is the only practicable
alternative. The FHWA requirements for compliance are outlined in 23 CFR 650 Subpart A.
In order to comply, the following must be analyzed:

e The practicability of alternatives to any longitudinal encroachments

o Risks of the action

¢ Impacts on natural and benéeficial floodplain values

e Support of incompatible floodplain development

o Measures to minimize floodplain impacts and to preserve/restore any beneficial

floodplain values impacted by the project

The base floodplain is defined as “the area subject to flooding by the flood or tide having a one
percent chance of being exceeded in any given year.” An encroachment is defined as “an
action within the limits of the base floodplain.”

2.8.2 Affected Environment

A Preliminary Drainage Report was prepared for the Project (2008). A Location Hydraulic Study
(2008) also was completed for the Project to evaluate floodplain impacts. These documents are
summarized in the following sections.

Watershed and Drainage Characteristics

The Project site is within the Pefiasquitos Hydrologic Unit (HU), 1 of 11 major drainage areas
identified in the Water Quality Control Plan for the San Diego Basin (Basin Plan; San Diego
Regional Water Quality Control Board [RWQCB] 1994, as amended). The Penasquitos HU is a
triangular-shaped area of approximately 440 square kilometers (km? 170 square miles [mi?])
and extends generally from Poway on the east to Mission Bay/Del Mar along the coast. The HU
is divided into a number of hydrologic areas (HAs) based on local drainage characteristics, with
the Project site located in portions of the Miramar and Miramar Reservoir HAs (Figure 2.8-1).
Surface drainage in the Pefiasquitos HU occurs through a number of small- to moderate-sized
streams, including Rose Canyon and San Clemente creeks in the Miramar HA, and Carroll
Canyon, Carmel Valley, and Penasquitos creeks in the Miramar Reservoir HA. Average annual
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precipitation in the Pefiasquitos HU ranges from approximately 25.4 to 45.7 centimeters (cm; 10
to 18 inches [in], RWQCB 1994), with the Project site vicinity (La Jolla) receiving an average of
approximately 30.5 cm (12 in) per year (Weather.com 2007).

Surface drainage within the Project site occurs as both point (confined) flows in existing storm
drains and creeks, and non-point runoff (sheet flow). The Project site is located within portions
of two distinct (northern and southern) watersheds. The two Project site discharge points (north
and south) contain significant amounts of runoff generated from off-site areas. Approximately
93 percent of the runoff area is located outside of the Project limits (on-site areas, within the
Project R/W, comprise the remaining 7 percent of the total runoff area). The boundary between
the northern and southern watersheds within the Project site is located near the Voigt Drive
overpass, and associated flows move primarily north and south, respectively (although flow
directions vary locally with topography).

The watershed encompassing the northern portion of the site includes approximately 290 ha
(717 ac), with associated flows from off-site areas moving generally east to west from adjacent
mesa tops and canyons into and through the freeway right-of-way via a number of channels and
cross drains (i.e., culverts extending underneath the freeway). On-site flows within the northern
watershed are conveyed north through existing drainage facilities and enter the Soledad
Canyon channel near the northern Project site boundary via five discharge points under the
Sorrento Valley Road overpass. These flows (along with upstream drainage from Carroll
Canyon and Pefiasquitos creeks) continue northwest for approximately 1.6 km (1 mi) before
reaching Los Penasquitos Lagoon.

The southern watershed encompasses approximately 86 ha (212.5 ac), with flows from off-site
areas moving generally east to west into the freeway corridor and then conveyed south through
existing drainage channels and cross drains. These flows discharge into Rose Canyon Creek
via a concrete-lined channel that flows beneath the La Jolla Village Drive interchange, and
continue west and south before ultimately entering Mission Bay approximately 4.8 km (3 mi)
south of the Project site.

The Project site is largely developed with existing freeway facilities, including landscaped slopes
and interchange areas. Off-site portions of the described watersheds include extensive
development such as Scripps Hospital and business parks on the east side of the freeway, and
the UCSD campus and business park development on the west side. The west side of the
freeway also includes relatively extensive open space areas, including native habitat preserves
associated with UCSD, as well as both native habitat and previously disturbed (but
undeveloped) properties north of Genesee Avenue. Existing drainage facilities in the off-site
areas include storm drain systems related to existing development, as well as crossing
structures along larger drainages at a number of roadways.

Floodplain Characteristics

The Project site and vicinity have been mapped for flood hazards by the Federal Emergency
Management Agency (FEMA). The northernmost portion of the Project site extends into a
mapped 100-year floodplain associated with Soledad Canyon, as shown on Figure 2.8-2. All
other portions of the Project site and adjacent areas are mapped as Zone X, or areas
determined to be outside of mapped floodplains (FEMA 2000, 1997a, 1997b).
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2.8.3 Environmental Consequences

Project

Watershed and Drainage

Construction of the Project would result in the generation of approximately 4.76 ha (11.76 ac) of
new impervious surfaces (pavement). This additional impervious area would reduce on-site
infiltration capacity, and increase runoff volumes and velocities both within and from the site.
Specifically, calculated post-construction 100-year storm flows from the northern watershed
would increase approximately 6 percent over the existing flow. This projected increase in
existing flow from the northern watershed would be reduced by the proposed use of biofiltration
in the Project drainage system as a water quality treatment measure (refer to Subchapter 2.9,
Water Quality and Storm Water Runoff, for additional discussion of biofiltration). The installation
of detention basins to regulate post-construction flows to pre-construction levels was
determined to be infeasible due to substantial grading impacts, potential flooding hazards and
would preclude the proposed I-5 North Coast Corridor project. The post-construction 100-year
storm flows from the southern watershed would be slightly less as that identified for the
pre-construction condition. This condition is based on the use of vegetated swales, an increase
in the time of concentration within the southern watershed, and a proposed minor diversion of
flow from the southern to the northern watershed.

All proposed storm drain facilities would be designed to accommodate appropriate storm flows,
including 100-year flows for cross drains and 25-year flows for other on-site and roadway
drainage systems. The Project storm drain system would include construction of new facilities,
as well as upgrading a few existing structures that have inadequate capacity for the described
flows. The proposed design also includes appropriately sized energy dissipation structures
(riprap/concrete aprons) at drain outlets where objectionable outlet velocity occurs, in order to
reduce these velocities prior to discharging into natural watercourses.

Floodplain

Per 23 CFR 650.105, a significant encroachment into a floodplain is defined as an
encroachment that would lead to potential interruption or termination of a transportation facility
that is needed for emergency vehicles or community evacuation, a significant risk to life or
property, or a significant adverse impact on natural and beneficial floodplain values. As
previously discussed, the northernmost portion of the Project site extends into a mapped
100-year floodplain associated with Soledad Canyon, with all other portions of the Project site
and adjacent areas located outside of mapped floodplains (refer to Figure 2.8-2). To evaluate
potential Project effects to the floodplain, a Location Hydraulic Study was completed (2008).
Proposed operations/facilities would be located within the mapped floodplain at the southbound
on-ramp and northbound off-ramp intersections with Roselle Street. The on-ramps would be
widened in these locations, requiring grading and installation of new pavement within the
floodplain. No fill would be placed within the floodplain at either location, however, as the
proposed curb and pavement grades would be required to match the existing grades. The
location of proposed operations/improvements within the Soledad Canyon floodplain would not
affect the horizontal or vertical extent of floodwaters, or associated flood hazards. This
conclusion is based on the nature and minor extent of activities/facilities within the floodplain, as
well as the noted requirements for proposed improvement to match existing grades (thereby
precluding structures that would create obstructions to floodwaters).
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No Build Alternative

Under this alternative, no improvements or modifications would be implemented in the study
area. No changes to the existing watershed or drainage would occur and there would be no
encroachment into mapped floodplain areas. Accordingly, no associated impacts related to
hydrology or floodplain would occur.

2.8.4 Avoidance, Minimization and/or Mitigation Measures

No mitigation measures are proposed with regard to hydrology and floodplain. Avoidance and
minimization measures related to hydrology and floodplain concerns include appropriate sizing
and location of proposed and (where applicable) existing drainage facilities (i.e., through
upgrading current facilities that cannot adequately convey the anticipated flows after completion
of the Project), using appropriately sized energy dissipation structures at drainage outlets to
reduce flow velocities prior to discharge, minimizing Project encroachment into mapped
floodplains, and matching existing curb and pavement grades for proposed improvements within
floodplains.
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2.9 WATER QUALITY AND STORM WATER RUNOFF

291 Regulatory Setting

Federal Requirements: Clean Water Act

In 1972, the Federal Water Pollution Control Act was amended, making the discharge of
pollutants to the waters of the U.S. from any point source unlawful, unless the discharge is in
compliance with a National Pollutant Discharge Elimination System (NPDES) permit. The
Federal Water Pollution Control Act was subsequently amended in 1977, and was renamed the
Clean Water Act (CWA). The CWA, as amended in 1987, directed that storm water discharges
are point source discharges. The 1987 CWA amendment established a framework for
regulating municipal and industrial storm water discharges under the NDPES program.
Important CWA sections are as follows:

e Sections 303 and 304 provide for water quality standards, criteria, and guidelines.

e Section 401 requires an applicant for any federal project that proposes an activity, which
may result in a discharge to waters of the U.S. to obtain certification from the State that
the discharge will comply with other provisions of the act.

e Section 402 establishes the NPDES, a permitting system for the discharges (except for
dredge or fill material) into waters of the U.S. Regional Water Quality Control Boards
(RWQCB) administer this permitting program in California. Section 402(p) establishes
addresses storm water and non-storm water discharges.

e Section 404 establishes a permit program for the discharge of dredge or fill material into
waters of the U.S. This permit program is administered by the U.S. Army Corps of
Engineers (ACOE).

The objective of the CWA is “to restore and maintain the chemical, physical, and biological
integrity of the Nation’s waters.”

State Requirements: Porter-Cologne Water Quality Control Act (California Water Code)

California’s Porter-Cologne Act, enacted in 1969, provides the legal basis for water quality
regulation within California. This Act requires a “Report of Waste Discharge” for any discharge
of waste (liquid, solid, or otherwise) to land or surface waters that may impair beneficial uses for
surface and/or groundwater of the state.

The State Water Resources Control Board (SWRCB) and RWQCBs are responsible for
establishing the water quality standards (objectives) required by the CWA, and regulating
discharges to ensure that the objectives are met. Details regarding water quality standards in a
project area are contained in the applicable RWQCB Basin Plan. States designate beneficial
uses for all water body segments, and then set criteria necessary to protect these uses.
Consequently, the water quality standards developed for particular water segments are based
on the designated use and vary depending on such use. In addition, each state identifies
waters failing to meet standards for specific pollutants, which are state listed in accordance with
CWA Section 303(d). If a state determines that waters are impaired for one or more
constituents and the standards cannot be met through point source controls, the CWA requires
establishing Total Maximum Daily Loads (TMDLs). TMDLs establish allowable pollutant loads
from all sources (point, non-point, and natural) for a given watershed.
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State Water Resources Control Board and Regional Water Quality Control Boards

The SWRCB administers water rights, water pollution control, and water quality functions
throughout the state. RWCQBs are responsible for protecting beneficial uses of water
resources within their regional jurisdiction using planning, permitting, and enforcement
authorities to meet this responsibility.

NPDES Program

The SWRCB adopted Caltrans Statewide NPDES Permit (Order No. 99-06-DWQ) on July 15,
1999. This permit covers all Caltrans rights-of-way, properties, facilities, and activities in the
State. NPDES permits establish a five-year permitting time frame. NPDES permit requirements
remain active until a new permit has been adopted. A proposed renewal of the Caltrans
NPDES Permit is currently being evaluated by the SWRCB, and was released for public review
in January 2011. After the evaluation process is complete and the permit renewal is adopted,
Caltrans will implement all applicable requirements for associated planning, design,
construction, and maintenance efforts.

In compliance with the permit, Caltrans developed the Statewide Storm Water Management
Plan (SWMP) to address storm water pollution controls related to highway planning, design,
construction, and maintenance activities throughout California. The SWMP describes the
minimum procedures and practices Caltrans uses to reduce pollutants in storm water and non-
storm water discharges. It outlines procedures and responsibilities for protecting water quality,
including the selection and implementation of BMPs. The Proposed Project would be
programmed to follow the guidelines and procedures outlined in the 2003 SWMP to address
storm water runoff or any subsequent approved SWMP. As noted above for the Caltrans
NPDES Permit, when an updated SWMP is adopted in association with approval of the pending
Permit renewal, Caltrans will implement all applicable requirements for related projects.

Municipal Separate Storm Sewer System Program

The U.S. Environmental Protection Agency (USEPA) defines a Municipal Separate Storm
Sewer System (MS4) as any conveyance or system of conveyances (roads with drainage
systems, municipal streets, catch basins, curbs, gutters, ditches, human-made channels, and
storm drains) owned or operated by a state, city, town, country, or other public body having
jurisdiction over storm water, that are designed or used for collecting or conveying storm water.
As part of the NPDES program, USEPA initiated a program requiring that entities having MS4s
apply to their local RWQCBs for storm water discharge permits. The program proceeded
through two phases. Under Phase |, the program initiated permit requirements for designated
municipalities with populations of 100,000 or greater. Phase Il expanded the program to
municipalities with populations less than 100,000.

Construction Activity Permitting

Section H.2, Construction Program Management of Caltrans’ NPDES permit states: “The
Construction Management Program shall be in compliance with requirement of the NPDES
General Permit for Construction Activities (Construction General Permit)’. Construction General
Permit (Order No. 2009-009-DWQ, adopted on September 2, 2009), became effective on July 1,
2010. The permit will regulate storm water discharges from construction sites that result in a
disturbed soil area (DSA) of one acre or greater, and/or are part of a common plan of
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development. By law, all storm water discharges associated with construction activity where
clearing, grading, and excavation results in soil disturbance of at least one acre must comply
with the provisions of the Construction General Permit.

The newly adopted permit separates projects into Risk Levels 1, 2, or 3. Requirements apply
according to the Risk Level determined. For example, a Risk Level 3 (highest risk) project
would require compulsory storm water runoff pH and turbidity monitoring. Risk levels are
determined during the design phase and are based on sediment risk (potential sediment
transport to receiving waters) and on the receiving water risk (receiving water’s quality and
beneficial uses). Caltrans requires contractors to develop and implement an effective Storm
Water Pollution Prevention Plan (SWPPP) for all projects subject to the general construction
permit regardless of the project’s risk level.

Caltrans Statewide NPDES Permit requires Caltrans to submit a Notice of Construction (NOC)
to the RWQCB to obtain coverage under the Construction General Permit. Upon project
completion, a Notice of Completion of Construction (NOCC) is required to suspend coverage.
This process will continue to apply to Caltrans projects until a new Caltrans Statewide NPDES
Permit is adopted by the SWRCB. An NOC or equivalent form will be submitted to the RWQCB
at least 30 days prior to construction if the associated DSA is one acre or more. In accordance
with Caltrans’ Standard Specifications, a Water Pollution Control Plan (WPCP) is used for
projects with DSA less than one-acre.

During the construction phase, compliance with the permit and Caltrans’ Standard Specifications
requires appropriate selection and deployment of both structural and non-structural BMPs. These
BMPs must achieve performance standards of Best Available Technology economically
achievable/Best Conventional Technology (BAT/BCT) to reduce or eliminate storm water
pollution.

2.9.2 Affected Environment

A Storm Water Data Report (SWDR) was prepared for the Project and approved on June 25,
2009. As described in Subchapter 2.8, Hydrology and Floodplain, the Project site extends into
portions of the Miramar (906.40) and Miramar Reservoir (906.10) Hydrologic Areas (HAs), both
of which are subdivisions of the Pefiasquitos Hydrologic Unit (HU, 906.0, refer to Figure 2.8-1).
Based on local drainage characteristics, the Project discharges to two separate sets of receiving
waters. The southern portion of the Project drains through a multiple separate storm sewer
system (MS4) into Rose Canyon Creek, which ultimately drains to Mission Bay approximately
eight km [five mi] away. The northern portion of the Project drains to Soledad Canyon under the
I-5/1-805 merge, which confluences with Los Pefiasquitos Creek prior to draining into Los
Pefiasquitos Lagoon and ultimately into the Pacific Ocean approximately five km [three mi]
away.

Beneficial Uses

The San Diego RWQCB Basin Plan (1994) establishes beneficial uses and water quality
objectives for surface and groundwater resources. Beneficial uses are defined in the Basin
Plan as “the uses of water necessary for the survival or well being of man, plus plants and
wildlife.” ldentified existing and potential beneficial uses for inland and coastal receiving waters
located within and downstream of the Project site are listed below for the Miramar (southern
watershed, 906.40) and Miramar Reservoir (northern watershed, 906.10) HAs (refer to
Subchapter 2.8, Hydrology and Floodplain, for additional discussion of Project site watersheds).

Interstate 5/Genesee Interchange Reconstruction Project IS/EA 2.9-3
June 2011



Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.9 Water Quality and Storm Water Runoff

| Miramar HA (906.40)

Receiving waters within the Miramar HA include Rose Canyon Creek and Mission Bay.
Beneficial uses identified for Rose Canyon include:

Municipal and Domestic Supply (Exempted)
Industrial Service Supply (Potential)
Contact Water Recreation (Existing)
Non-Contact Water Recreation (Existing)
Warm Freshwater Habitat (Existing)

Wildlife Habitat (Existing)

Beneficial uses identified for Mission Bay include:

Industrial Service Supply (Existing)

Contact Water Recreation (Existing)

Non-Contact Water Recreation (Existing)
Commercial and Sport Fishing (Existing)

Estuarine Habitat (Existing)

Wildlife Habitat (Existing)

Rare, Threatened, or Endangered Species (Existing)
Marine Habitat (Existing)

Migration of Aquatic Organisms (Existing)
Spawning, Reproduction, and/or Early Development (Existing)
Shell Fish Harvesting (Existing)

| Miramar Reservoir HA (906.10)

| Receiving waters within the Miramar Reservoir HA include Soledad Canyon, Los Pefiasquitos
Creek, Los Pefasquitos Lagoon, and the Pacific Ocean. Beneficial uses identified for Soledad
Canyon include:

Municipal and Domestic Supply (Exempted)
Agricultural Supply (Existing)

Industrial Service Supply (Existing)

Contact Water Recreation (Potential)
Non-Contact Water Recreation (Existing)
Warm Freshwater Habitat (Existing)

Cold Freshwater Habitat (Existing)

Wildlife Habitat (Existing)

Beneficial uses identified for Los Penasquitos Creek include:

Municipal and Domestic Supply (Exempted)
Agricultural Supply (Existing)
Industrial Service Supply (Existing)
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Contact Water Recreation (Potential)

Non-Contact Water Recreation (Existing)

Warm Freshwater Habitat (Existing)

Cold Freshwater Habitat (Existing)

Wildlife Habitat (Existing)

Preservation of Biological Habitats of Special Significance (Existing)

Beneficial uses identified for Los Pefiasquitos Lagoon include:

Contact Water Recreation (Existing)

Non-Contact Water Recreation (Existing)

Preservation of Biological Habitats of Special Significance (Existing)
Estuarine Habitat (Existing)

Wildlife Habitat (Existing)

Rare, Threatened, or Endangered Species (Existing)

Marine Habitat (Existing)

Migration of Aquatic Organisms (Existing)

Spawning, Reproduction, and/or Early Development (Existing)

Shell Fish Harvesting (Existing)

Beneficial uses identified for the Pacific Ocean include:

Industrial Service Supply (Existing)

Navigation (Existing)

Contact Water Recreation (Existing)

Non-Contact Water Recreation (Existing)

Commercial and Sport Fishing (Existing)

Preservation of Biological Habitats of Special Significance (Existing)
Wildlife Habitat (Existing)

Rare, Threatened, or Endangered Species (Existing)

Marine Habitat (Existing)

Aquaculture (Existing)

Migration of Aquatic Organisms (Existing)

Spawning, Reproduction, and/or Early Development (Existing)
Shell Fish Harvesting (Existing)

303(d) Impaired Water Bodies and Total Maximum Daily Loads

Under the CWA, states are required to identify and document any and all polluted surface water
bodies. This documentation is referred to as “Clean Water Act Section 303(d) List of Water
Quality Limited Segments.” This list of water bodies provides the pollutant that affects the water
quality along with any total maximum daily loads (TMDLs) for those water bodies (and all
pollutants or stressors). A TMDL establishes the maximum amount of an impairing substance
or stressor that a water body can assimilate and still meet water quality standards, and allocates
that load among pollution contributors. These TMDLs are quantitative tools for implementing
the state water quality standards, based on the relationship between pollution sources and in-
stream water quality conditions.
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The “Clean Water Act Section 303(d) List of Water Quality Limited Segments,” more commonly
referred to as the 303(d) list, is the primary source for protecting the water quality for any body
of water that may be impaired and serves as a protection for beneficial uses. TMDLs have
recently been studied for Los Pefiasquitos Lagoon under Investigation Order R9-2006-0076
(TMDLs for Impaired Lagoons, Adjacent Beaches, and Agua Hedionda Creek) issued by the
San Diego RWQCB. The dischargers to the lagoon (Caltrans, City of Poway, City of San Diego,
City of Del Mar, and the County of San Diego) prepared the final report “TMDL Monitoring for
Sedimentation/Siltation in Los Pefiasquitos Lagoon, In Response to Investigation Order
R9-2006-076,” dated January 21, 2009, for the purpose of describing the models to be used for
estimating existing loading, developing TMDLs, and identifying sources of pollutants (Weston
Solutions 2009a).

Los Pefiasquitos Lagoon was placed on the 303(d) list of impaired water bodies in 1996 for
sedimentation and siltation. A TMDL for sedimentation and siltation was not developed in 1996,
but the lagoon was primarily placed on the list due to increased frequencies of lagoon mouth
closures at the ocean inlet, fragmented tidal channels, and increased sedimentation associated
with urban development.

The SWRCB and RWQCB produce bi-annual qualitative assessments of statewide and regional
water quality conditions. These assessments are focused on CWA Section 303(d) impaired
water listings and scheduling for assignment of TMDL requirements. The most current (2006)
approved assessment identifies impaired waters located downstream of the Project site, as
shown in Table 2.9-1. All of these water bodies currently do not have TMDLs, but are
scheduled to be completed by 2019. Although the proposed year of completion for Los
Pefasquitos Lagoon TMDLs is 2019, the dischargers currently are working with the RWQCB to
complete TMDLs for the water body.

Table 2.9-1
RECEIVING WATER BODIES 303(d) LIST SUMMARY

Estimated Proposed
Water Body Name Pollutant/Stressor Potential Source Size TMDL
Affected Completion
. . Phosphate Source Unknown 19 km 2019
Los Pefasquitos Creek - -
Total Dissolved Solids Source Unknown 19 km 2019
Los Penasquitos . . o Nonpoint/Point
Lagoon Sedimentation/Siltation Source 190 ha 2019
Mission Bay (area at Eutrophic ggﬂfccznt/Pomt 3.7 ha 2019
mouth of Rose Canyon Nonpoint/Point
Creek Lead Source 3.7 ha 2019
Soledad Canyon Sediment Toxicity Source Unknown 2.7 km 2019

Source: http://www.waterboards.ca.gov/water_issues/programs/tmdl/docs/303dlists2006/epa/r9_06_303d_reqtmdIs.pdf

Interstate 5/Genesee Interchange Reconstruction Project IS/EA 2.9-6
June 2011




Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.9 Water Quality and Storm Water Runoff

Existing Surface Water Quality

Surface water within the Project site and associated off-site watershed areas consist
predominantly of intermittent flows from storm events and landscape irrigation, with no known
local water quality data available. Storm flows are subject to variations in water quality due to
local conditions such as runoff volume/velocity and land use. Current water quality information
for downstream waters includes quantitative data from: (1) Mission Bay Watershed
Management Area (WMA) studies; (2) state Surface Water Ambient Monitoring Program
(SWAMP) monitoring along Rose Canyon Creek; and (3) bioassessment studies along Rose
Canyon Creek. In addition, statewide qualitative analyses to identify Section 303(d) impaired
waters and TMDL requirements are conducted bi-annually by the SWRCB and RWQCB.
Upstream water quality data for nearby portions of Soledad Canyon and Los Pefiasquitos Creek
also are available in the form of quantitative monitoring/testing and/or bioassessment studies.
All of the noted efforts are associated with requirements under regulatory standards including
the CWA, NPDES, and/or RWQCB Basin Plan, with summary descriptions provided below.

Mission Bay Watershed Management Area

The San Diego County Municipal Copermittees 2007-2008 Urban Runoff Monitoring Final
Report (Weston Solutions 2009a) provides historical and current water quality conclusions for
Mission Bay. Impacts to the Mission Bay WMA include surface water quality degradation,
beach closures, sedimentation, habitat degradation and loss, invasive species, natural sources,
and eutrophication. A summary of constituents whose mean ratio was above their respective
benchmark based on historical monitoring results from 2001 through 2007 are presented below:

Total suspended solids (TSS)

Turbidity

Fecal coliform

Chlorpyrifos (has not exceeded the benchmark since 2002-2003)
Diazinon (has not exceeded the benchmark since 2002-2003)

In the Mission Bay Watershed, seven constituents were classified as wet weather constituents
of concern (COCs) with a low, medium, or high frequency of occurrence. These constituents
include chemical oxygen demand (COD), TSS, turbidity, orthophosphate, total coliform, fecal
coliform, and enterococci.

Based on the monitoring and data analyses conducted during the 2006-2007 Monitoring Season
and the 2007-2008 Monitoring Season, the conditions in the Mission Bay WMA indicate that
only bacteria and turbidity were detected at levels that could potentially cause beneficial use
impairments. Indicator bacteria were persistently above their respective benchmarks during
both dry weather and wet weather conditions within the Mission Bay WMA. Coastal storm drain
monitoring data do not indicate that coastal storm drains are impacting coastal receiving waters
with any regularity.

SWAMP Monitoring in Rose Canyon Creek

A water quality monitoring report was prepared in 2007 for the Pefiasquitos HA as part of the
state SWAMP efforts, which included the area of Rose Canyon Creek 7.2 km (4.5 mi)
downstream of the Project limits (RWQCB 2007). Sampling and data collection performed by
the San Diego County NPDES permittees were used to assess the health of this area. The

Interstate 5/Genesee Interchange Reconstruction Project IS/EA 2.9-7
June 2011



Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.9 Water Quality and Storm Water Runoff

described analysis included tissue (crayfish) testing, bioassessment monitoring, and
conventional water chemistry testing (e.g., temperature, conductivity, dissolved oxygen). Rose
Canyon Creek had severe impacts related to water chemistry, toxicity, and benthic
macroinvertebrate (BMI) communities. Physical habitat was assessed as poor, based on
criteria including habitat quality, pollution, and physical habitat deterioration (e.g., channel
alteration).

Bioassessment Monitoring

Bioassessment monitoring has been conducted at one downstream site along Rose Canyon
Creek (just downstream of SR-52) in October 2002, May and October of 2003 through 2005,
and May 2006. Bioassessment testing involves evaluation of (among other criteria) the
taxonomic richness (i.e., number of taxonomic groups) and diversity (i.e., species diversity
within taxonomic groups) of BMI communities, with all tested sites numerically ranked for the
condition of BMI communities. Test results for the Rose Canyon Creek site indicate generally
poor or very poor rankings relative to other test sites, with these results attributable (at least in
part) to poor water quality in surrounding urban areas.

Groundwater

No known groundwater quality data are available for the Project site or vicinity, with local
groundwater quality expected to be generally moderate to poor for reasons similar to those
described for surface water (refer to Subchapter 2.8, Hydrology and Floodplain, for additional
discussion of local groundwater resources). Regional data indicate generally poor water quality
in the San Dieguito Creek Basin located approximately 8 km (5 mi) north of the Project site,
based on total dissolved solids (TDS) levels in the range of 2,000 mg/I.

2.9.3 Environmental Consequences

Project

Potential Project-related water quality impacts are associated with both short-term construction
activities and long-term operation and maintenance of the proposed facilities. Both short and
long term water quality impacts could potentially occur in downstream 303(d) listed receiving
waters, including Los Pefiasquitos Creek, Los Pefasquitos Lagoon, Mission Bay (area at mouth
of Rose Canyon), and Soledad Canyon. Accordingly, potential impacts to groundwater quality
would be limited to the percolation of surface runoff and associated contaminants generated
within the Project site. The following assessment of potential water quality impacts is therefore
applicable to both surface and groundwater resources.

Potential Short-term Construction Impacts

Potential water quality impacts related to Project construction include erosion/sedimentation,
on-site use and storage of construction-related hazardous materials (e.g., fuels, etc.), proposed
reuse of soil containing aerially deposited lead (ADL), potential presence and removal/disposal
of materials containing asbestos and creosote, and disposal of extracted groundwater (if
required), as described below.
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Erosion and Sedimentation

Construction of the Project would entail disturbance of approximately 30.0 ha (74.1 ac) of
disturbed soil area (DSA) from grading and construction. If the appropriate best management
practices (BMPs) are not incorporated effectively, this activity could potentially result in related
erosion and off-site sediment transport (sedimentation) from efforts such as removal of surface
stabilizing features (e.g., vegetation), excavation of existing compacted materials from cut
areas, redeposition of excavated (and/or imported) material as fill in proposed development
sites, potential sediment generation from paving activities, and potential erosion from disposal
of extracted groundwater (if required). Project-related erosion could result in the influx of
sediment into downstream receiving waters (including 303(d) listed waters as described in
Section 2.9.2, Affected Environment) with associated water quality effects such as turbidity and
the transport of other contaminants that tend to adhere to sediment particles.

The Project DSAs would be subject to potential short-term erosion and sedimentation impacts,
with these areas especially susceptible between the beginning of grading/construction and the
installation of pavement or establishment of permanent cover in landscaped areas.
Construction-related erosion and sedimentation impacts would be addressed through
conformance with the Caltrans Statewide NPDES Permit and the NPDES Construction General
Permit. This would include implementing a SWPPP to address (among other issues) erosion
and sedimentation concerns. A number of proposed short-term erosion and sediment control
measures have been identified in the Project Approval/Environmental Document (PA/ED) phase
SWDR and a Conceptual Erosion Control Plan prepared for the Project (2008). These
measures are summarized in Table 2.9-2 under Section 2.9.4 along with other applicable
measures from Caltrans guidelines, with erosion and sediment control BMPs to be further
refined during the design phase and when the contractor prepares a SWPPP for the Project
based on proposed construction specifications and site-specific characteristics such as soils
and slopes.

All measures targeting potential erosion and sedimentation impacts would be subject to
applicable scheduling and monitoring/maintenance requirements pursuant to the Caltrans
Statewide NPDES Permit and the NPDES Construction General Permit/SWPPP (for pertinent
locations). Specifically, this would include efforts such as: (1) scheduling BMP installation to
maximize effectiveness during construction (i.e., prior to principal grading/excavation);
(2) regular inspection and documentation of BMPs to ensure proper performance; and
(3) implementing regular management and maintenance efforts to maximize BMP efficiency,
such as replacing dead/damaged vegetation in hydroseeded areas, and as-needed
repairs/replacement of facilities including silt fence, fiber rolls, and inlet protection devices.

Construction-related Hazardous Materials

Project construction would involve the on-site use and/or storage of hazardous materials such
as fuels, lubricants, solvents, concrete, paint, and portable septic system wastes. If such
materials are not contained properly, the accidental discharge of such materials during Project
construction could potentially result in significant impacts, if they reach downstream receiving
waters (including Los Pefasquitos Creek, Los Pefasquitos Lagoon, Mission Bay [area at mouth
of Rose Canyon], and Soledad Canyon, as previously described), particularly materials such as
petroleum compounds that can be toxic to aquatic species in low concentrations.
Implementation of a SWPPP would be required under Caltrans and NPDES guidelines as
previously described, and would include detailed measures to avoid or mitigate potential
impacts related to the use and potential discharge of construction-related hazardous materials.
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A number of proposed hazardous material control BMPs have been identified in the PA/ED
phase SWDR, with these measures summarized in Table 2.9-3 under Section 2.9.4 along with
other applicable items from Caltrans guidelines. Hazardous material BMPs would be further
refined during preparation of the Project SWPPP based on site-specific conditions.

Reuse/Disposal of Aerially Deposited Lead and Asbestos

Based on the dates of construction of improvements within the Project area (1950s/1960s), lead
may be present in exposed soil along the medians and shoulders as a result of emissions from
vehicular exhaust prior to the elimination of lead from fuels in the mid-1980s. Sampling for ADL
within the Project area was conducted in December 2007 (refer to the Aerially-Deposited Lead
Assessment, Interstate 5 and Genesee Avenue [2008]). Overall, the concentration of lead in
exposed soil along the shoulders is non-hazardous. A Site Health and Safety Plan (Appendix A
of the Aerially-Deposited Lead Assessment report) has been prepared for the Project to address
site control and operations, decontamination, and emergency response with regard to ADL.

Sampling for asbestos and lead-based paint within the Project area was conducted. Results of
the sampling concluded that the railing gaskets on both the Genesee Avenue and Voigt Drive
overcrossings contained asbestos and that paint on the Genesee Avenue overcrossing
contained lead above regulatory standards for asbestos and lead-based paint. Discharge of
these contaminants could potentially affect downstream receiving waters, including Los
Pefiasquitos Creek, Los Pefiasquitos Lagoon, Mission Bay (area at mouth of Rose Canyon),
and Soledad Canyon.

Disposal of Extracted Groundwater

While shallow groundwater is not expected to be encountered during Project-related excavation
and construction, unanticipated conditions (e.g., perched aquifers) could potentially result in
requirements for the extraction and disposal of groundwater. Disposal of groundwater extracted
during construction activities into local drainages and/or storm drain facilities could potentially
result in water quality impacts through erosion/sedimentation (e.g., if discharged onto graded
areas or slopes), or the possible occurrence of contaminants in local groundwater aquifers. The
potential discharge of contaminants related to groundwater disposal could affect downstream
receiving waters, including Los Pefiasquitos Creek, Los Pefasquitos Lagoon, Mission Bay (area
at mouth of Rose Canyon), and Soledad Canyon. Project construction would require
conformance with Order R9-2008-0002 (General Waste Discharge Requirements for
Discharges of Groundwater Extraction and Similar Discharges to Surface Waters within the San
Diego Region Except for San Diego Bay) for disposal of extracted groundwater. Guidelines for
managing dewatering operations on construction sites can be found in Caltrans’ Field Guide to
Construction Site Dewatering.

Potential Long-term Impacts

After the completion for construction, erosion and sedimentation effects would be minimal,
based on the fact that disturbed soil areas would be stabilized through installation of pavement
and landscaping. The Project also would incorporate long-term water quality controls pursuant
to Caltrans and NPDES guidelines, including (among other efforts) measures that would avoid
or reduce off-site sediment transport. Specifically, this would include the use of: (1) vegetated
drainage swales; (2) hardened surfaces (e.g., concrete) or armoring in drainage channels;
(3) energy dissipators; (4) irrigation controls; and (5) drainage facility maintenance (i.e., to
remove accumulated sediment).
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Long-term water quality impacts involve the generation of constituents related to proposed
facility operation and maintenance. Specifically, this would include TSS and TDS (from natural
erosion and increased runoff from the new impervious surface), nutrients (nitrogen/phosphorous
from landscaping, fertilization, atmospheric deposition, and automobile exhaust), metals
(combustion products of fossil fuels, wear of brake pads, corrosion of metals and paint), and
trash. The potential discharge of these contaminants could affect downstream receiving waters,
including Los Pefasquitos Creek, Los Pefiasquitos Lagoon, Mission Bay (area at mouth of
Rose Canyon), and Soledad Canyon. Project operation and maintenance would require
conformance with applicable Caltrans and NPDES standards related to long-term water quality
effects, as described in Section 2.9.1, Regulatory Setting.

No Build Alternative

Under this alternative, no improvements or modifications would be implemented in the study
area. No short- or long-term impacts would occur to downstream 303(d) listed receiving waters
or groundwater quality. Accordingly, no associated impacts related to water quality or storm
water runoff would occur.

294 Avoidance, Minimization, and/or Mitigation Measures

Avoidance and minimization measures are proposed with regard to water quality and storm
water runoff to prevent or minimize the potential short- and long-term impacts of the Project.
Avoidance and minimization measures related to water quality concerns include the use of
construction site BMPs to prevent or minimize the potential short-term impacts of construction
operations, as well as design pollution prevention BMPs and treatment and maintenance BMPs
for the long-term potential impacts. The use of such measures would avoid or minimize all
potential impacts related to water quality to the maximum extent practicable (MEP).
Asbestos-containing material and lead-based paint are present on site, and may affect water
quality if not properly handled. Avoidance and minimization measures are listed in Subchapter
2.12, Hazardous Waste/Materials that would reduce potential effects. These measures include
abatement of these materials.

All applicable long-term BMPs identified below for the proposed Project would be subject to
related monitoring and maintenance requirements, pursuant to the Caltrans Storm Water
Quality Handbook Maintenance Staff Guide (2003d). Such monitoring/maintenance would
typically include efforts such as: (1) regular inspection, documentation and as-needed repairs;
(2) biannual vegetation management (e.g., removal of woody or excess vegetation); (3) trash
and debris removal; (4) erosion/sedimentation remediation; (5) removal of excess sediment; and
(6) removal of ponded water or other vector-related problems.

Design Pollution Prevention BMPs

Design pollution prevention BMPs consist of permanent measures intended to reduce
post-construction pollutant generation and discharge to the MEP. Specifically, this involves
measures to mimic the natural hydrologic regime, as well as efforts to avoid or minimize the
introduction of contaminants into storm drains and natural drainages. The ultimate goal of
pollution prevention BMPs is to minimize runoff/contaminant discharge and reduce associated
treatment requirements with the following measures identified in the PA/ED phase SWDR:
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Existing vegetation would be preserved wherever feasible and the installation of new
impervious surfaces would be limited to the minimum amount necessary to achieve the
Project objectives and conform to applicable design standards.

The majority of the off-site flows from the tributary watersheds would be maintained at
pre-construction levels. A proposed minor diversion of flow (0.16 ha [0.39 ac]) from the
southern watershed to the northern watershed is due to the proposed retaining walls and
bridge abutments.

On-site flows from the northern watershed would increase by approximately six percent
as a result of the Project. This increase is minimized to the MEP through the proposed
use of unlined drainage channels and vegetated swales (which provide infiltration
capacity and reduction of velocity). The southern watershed has slightly smaller flows
from existing conditions due to the minor diversion of flow. Detention facilities are not
proposed as part of the Project design due to space limitation and feasibility
considerations. This increase in on-site flows would not have an incremental effect on
the largest downstream discharged flow (off site) because the on-site flows are
discharged to the downstream conveyance channels significantly quicker than the larger
off-site flows.

The erosive velocities of post-development runoff in all unlined channels would be
evaluated during the Plans, Specifications, and Estimate (PS&E) phase of the Project to
ensure that long-term erosion/sedimentation effects are minimized to the MEP. Specific
measures that may be used to address this potential concern include relocation/resizing
of drainage facilities, and replacing/upgrading riprap armoring and splash pads in
applicable locations.

All transitions from channels to culverts would be designed to encompass smooth
surfaces to reduce turbulence and scour.

All drainage outlets would include energy dissipation structures, such as riprap aprons or
concrete pads, to reduce flow velocities and associated erosion potential.

Applicable slopes would include flow and erosion control measures, such as brow
ditches, slope drains and appropriate landscaping (e.g., native and/or drought-tolerant
varieties).

Construction BMPs

During the construction of this project, the Contractor will be required to implement all
requirements imposed under the Construction General Permit (Order No. 2009-009-DWQ) for
the Project’s specific risk level based on sediment risk and receiving water. At a minimum, the
contractor will be required to comply with the following:

Effluent Standards

Good Site Management “Housekeeping” BMPs.
Non-Storm Water Management

Erosion Control

Sediment Controls

Run-on and Runoff Controls

Inspection, Maintenance, and Repair
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The Contractor will be required to conduct quarterly non-storm water inspections, pre-storm
event visual inspections, during storms the frequency will be daily during storm and also post-
storm. The contractor must prepare a site-specific Construction Site Monitoring program to
address whether the non-visible pollutants are present at the construction site and are causing
or contributing to exceedances of water quality objectives; to determine whether immediate
corrective actions, additional BMP implementation, or SWPPP revisions are necessary to
reduce pollutants in storm water discharges and authorized non-storm water discharges; and to
determine whether BMPs included in the SWPPP are effective in preventing or reducing
pollutants in storm water discharges and authorized non-storm water discharges.

Treatment BMPs

Treatment BMPs involve volume- or flow-based devices used to remove pollutants from
post-construction runoff prior to discharge to surface waters. Preliminary review of the Project
area has been completed and potential locations and types of treatment BMPs have been
assessed for feasibility (based on such factors as climate, water volume, soil conditions,
physical limitations, other environmental considerations, etc.). The preliminary review
determined that the characteristics of the Project site make bioswales the feasible treatment
BMP. Two existing bioswales are present within the Project site, one on the East side of the
Sorrento Valley Road southbound on-ramp at the northern end of the ramp (to be replaced by
proposed facilities) and the other on the west side of the Sorrento Valley Road northbound
off-ramp (to remain in place).

Bioswales are flow-based facilities that provide filtration and infiltration as flows pass through
and (to a lesser extent) percolate into the vegetated channel. They typically include design
criteria such as shallow depths and grades to avoid erosion/scour, a high length-to-width ratio to
increase treatment time and efficiency, and use of appropriate plant species such as
non-invasive grasses that are tolerant of local climate/hydrologic conditions. Bioswales are
effective at removing TSS, particulate metals, dissolved metals, and litter. The proposed
bioswales would be designed to treat the “first flush” (i.e., initial) discharge from design storm
events (i.e., the water quality flow), with this runoff typically containing the maijority of the
associated urban contaminants (which tend to accumulate in areas such as roadways and
storm drains in between storm events).

Based on a preliminary analysis of the site, 15 vegetated swales (bioswales) encompassing
approximately 0.73 ha (1.80 ac) have been identified. These bioswales would treat
approximately 4.75 ha (11.74 ac) of impervious area. This is equivalent to the new impervious
area of 4.76 ha (11.76 ha) that would be added by the Proposed Project. Hence, these
bioswales provide a total net treatment equivalent to 99.70 percent of the proposed new
impervious area. Functionally, the proposed bioswales would treat a portion of the actual new
impervious surfaces with the remainder being treatment of existing impervious surfaces that are
not currently being treated. The proposed bioswales would provide treatment to the MEP
pursuant to the previously described regulatory standards.

When the Project proceeds to the design phase, the locations of these treatment BMPs would
be further evaluated to determine feasibility in relation to R/W limitations, environmental
constraints, and/or hydraulic capacity. In addition, in areas where treatment BMPs cannot be
incorporated due to above mentioned reasons, vegetation would be maximized and every effort
would be made to ensure the successful establishment of landscaping and erosion control
throughout the Project limits. The Project also would consider any future treatment BMPs that
might be approved by Caltrans from the ongoing research and monitoring program.
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The proposed swales would be subject to applicable maintenance requirements, pursuant to
Section C.23 of the Caltrans Storm Water Quality Handbook Maintenance Staff Guide (Caltrans
2003c). Specifically, maintenance activities for vegetated swales typically involve biannual
inspections for vegetation management (e.g., removal of woody or excess vegetation), trash
and debris removal, erosion/sedimentation remediation, and removal of ponded water or other
vectors problems.

Maintenance BMPs

Maintenance BMPs are water quality controls used to reduce pollutant discharges during
highway maintenance and activities conducted at maintenance facilities. Specific maintenance
BMPs proposed in the PA/ED phase SWDR include the use of storm drain inlet stenciling along
local surface streets to assist in educating the public about storm water runoff pollution. Such
stencils typically include “no dumping” text and/or icons to discourage the illegal discharge of
contaminants into the storm drain system. Additional maintenance BMPs that may be
applicable to the Project include vegetation/irrigation management (e.g., weed control, plant
replacement, runoff prevention, and inspection/maintenance), slope stabilization inspection and
repair (e.g., drainage facility repair), regular inspection/maintenance of drainage facilities
(e.g., sediment removal), and street sweeping.

Table 2.9-2
PROPOSED MEASURES TO AVOID OR MINIMIZE SHORT-TERM IMPACTS
RELATED TO EROSION AND SEDIMENTATION

o Comply with seasonal grading restrictions during the rainy season (October 1 to April 30) for
applicable locations/conditions. Disturbed soil areas would be limited during the rainy season
to ensure BMP implementation and limit potential for discharges.

¢ Use phased grading schedules to limit the area subject to erosion at any given time.

¢ Preserve existing vegetation and slopes wherever feasible.

e Minimize work and associated construction-related impacts in live streams and
environmentally sensitive areas.

¢ Minimize impacts and erosion potential on slopes through measures such as using retaining
walls; rounding and shaping slopes to reduce concentrated flows; reusing native soils and/or
soil amendments to enhance revegetation success and slope stability; minimizing slope
grades to foster revegetation; and using benches, terraces, and/or slope drains to control
runoff.

¢ Install permanent BMPs as early as feasible to provide additional protection during
construction.

e Use erosion control/stabilizing measures, such as temporary fiber rolls and temporary
hydroseeding (or other plantings), in appropriate areas (e.g., along slope faces/bottoms).

¢ Use sediment controls to protect the construction site perimeter and prevent off-site sediment
transport. Implement other BMPs, such as temporary drainage inlet protection, silt fences,
temporary fiber rolls, temporary gravel bag berms, street sweeping/vacuuming, energy
dissipators, temporary construction entrance, protect sediment stockpiles, and temporary
concrete washouts.
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Table 2.9-2 (cont.)
PROPOSED MEASURES TO AVOID OR MINIMIZE SHORT-TERM IMPACTS
RELATED TO EROSION AND SEDIMENTATION

Implement sampling/analysis and monitoring/reporting programs per applicable requirements
in the NPDES General Construction Permit, Caltrans Statewide NPDES Permit, and Section
8.4.1 of the Caltrans Statewide Stormwater Management Plan (SWMP; Caltrans 2003a).
Specifically, the SWMP includes protocols for inspection, reporting, and remediation of
potential construction-related water quality concerns, including erosion and sedimentation.
Provide appropriate training for personnel responsible for BMP installation and maintenance.
Comply with local dust control requirements.

Install permanent landscaping as soon as feasible during or after construction.

Implement additional BMPs as necessary to ensure adequate erosion and sediment control.
Restrict grading operations during wet weather and use sediment control devices downstream
of grading activities.

Table 2.9-3
PROPOSED MEASURES TO AVOID OR MINIMIZE IMPACTS RELATED TO THE
USE AND DISCHARGE OF CONSTRUCTION-RELATED HAZARDOUS MATERIALS

Use properly spaced, labeled, and sealed containers; raised (e.g., on pallets), covered, and/or
enclosed facilities; and appropriate containment structures for all hazardous materials storage
(including temporary storage).

Provide adequate separation for storage of incompatible materials (e.g., chlorine and
ammonia). Maintain accurate and up-to-date written inventories and labels for all stored
hazardous materials.

Designate specific hazardous material storage, vehicle/equipment maintenance, and vehicle/
equipment fueling areas, and use berms, ditches, and/or impervious liners (or other applicable
methods) to provide a containment volume of 1.5 times the volume of stored/used materials
and prevent discharge in the event of a spill in such areas.

Avoid storage of hazardous materials near drains, and place warning signs in areas of
hazardous material use or storage and along drainages and storm drains (or other appropriate
locations) to avoid inadvertent hazardous material disposal.

Properly maintain all construction equipment and vehicles.

Implement solid waste management efforts, such as proper containment and disposal of
construction debris (e.g., use of watertight dumpsters and daily trash collection/removal) and
street sweeping.

Provide training for applicable employees in the proper use, handling, and disposal of
hazardous materials, as well as appropriate action to take in the event of a spill.

Store absorbent and clean-up materials in appropriate on-site locations where they are readily
accessible.

¢ Properly locate and maintain portable wastewater facilities.

Use recycled or less hazardous materials wherever feasible.
Post regulatory agency telephone numbers and a summary guide of clean-up procedures in a
conspicuous location at or near the job site trailer.
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Table 2.9-3 (cont.)
PROPOSED MEASURES TO AVOID OR MINIMIZE IMPACTS RELATED TO THE
USE AND DISCHARGE OF CONSTRUCTION-RELATED HAZARDOUS MATERIALS

¢ Regularly (at least weekly) monitor and maintain hazardous material use/storage facilities and
operations to ensure proper working order.

¢ Implement a Storm Water Sampling and Analysis Strategy program pursuant to Caltrans and
NPDES requirements. Specifically, this would include applicable requirements in the NPDES
General Construction Permit and Caltrans Statewide NPDES Permit.
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210 GEOLOGY/SOILS/SEISMIC/ITOPOGRAPHY

This subchapter discusses geology, soils, and seismic concerns as they relate to public safety
and Project design. Earthquakes are prime considerations in the design and retrofit of
structures. Caltrans’ Office of Earthquake Engineering is responsible for assessing the seismic
hazard for Caltrans projects. The current policy is to use the anticipated Maximum Credible
Earthquake (MCE) from young faults in and near California. The MCE is defined as the largest
earthquake that can be expected to occur on a fault over a particular period of time. The Project
geology, soils, and seismic concerns are analyzed below along with other applicable data.

2.10.1 Regqulatory Setting

The Project is subject to a number of federal and state regulatory requirements and industry
standards related to potential geologic hazards. These guidelines typically involve measures to
evaluate risk and mitigate potential hazards through design and construction techniques. These
regulatory requirements and standards are summarized below. It is noted that since Caltrans is
a state agency, this Project is not subject to the City's thresholds.

Federal Historic Sites Act

For geologic and topographic features, the key federal law is the Historic Sites Act of 1935,
which establishes a national registry of natural landmarks and protects “outstanding examples
of major geological features.” Topographic and geologic features also are protected under the
California Environmental Quality Act (CEQA).

Caltrans Standards

Caltrans standards related to geologic issues include the Department of Transportation
Standard Specifications (2003), Standard Test Methods (1991), Highway Design Manual
(2007a), Caltrans Guidelines for Foundation Investigations and Reports (2002), Storm Water
Management Plan (SWMP; 2003), and Storm Water Quality Handbooks (2007b). The Standard
Specifications, Test Methods, Highway Design Manual, and Foundation Investigation/Report
Guidelines identify geologic requirements, including issues such as proper site preparation (e.g.,
clearing, grubbing, and grading); use of engineered and approved fill; use of appropriate
concrete materials and reinforcing; seismicity parameters; and appropriate design of structures
such as utilities, retaining walls, noise barriers, footings, foundations, piles, and backfill.
Geologic issues addressed in the SWMP and Storm Water Quality Handbooks include
measures to prevent and/or control erosion and sedimentation both during and after
construction pursuant to applicable National Pollutant Discharge Elimination System (NPDES)
requirements (as outlined below). Additional discussion of the SWMP and Storm Water Quality
Handbooks is provided in Subchapters 2.8, Hydrology and Floodplain, and 2.9, Water Quality
and Storm Water Runoff.

NPDES Standards

NPDES requirements related to geologic issues (e.g., erosion and sedimentation) include
applicable elements of the Caltrans Statewide Storm Water Permit, General Construction
Activity Permit, and General Groundwater Extraction Permit, with associated legal and
regulatory parameters described in Subchapters 2.8, Hydrology and Floodplain, and 2.9, Water
Quality and Storm Water Runoff. Specific conformance requirements for the Caltrans Statewide
Storm Water Permit and the General Construction Permit related to erosion and sedimentation
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include implementing appropriate BMPs as part of a project SWPPP. Conformance
requirements for the Groundwater Permit related to erosion and sedimentation include
implementing appropriate BMPs during discharge of groundwater extracted during construction
dewatering activities.

International Building Code and Greenbook Committee Standard Specifications for
Public Works Projects

The International Code Council produces the International Building Code (IBC), and the
American Public Works Association produces the Greenbook Committee of Standard
Specifications for Public Works Projects (Greenbook). These standards encompass a variety of
engineering and construction specifications, including measures to address geologic issues
such as seismic loading parameters (e.g., classifying seismic zones and faults), engineered fill
specifications (e.g., compaction and moisture content), expansive soil characteristics, and
pavement design. The referenced standards, while not comprising formal regulatory
requirements per se, are widely accepted by regulatory authorities and are routinely included in
associated requirements such as municipal grading codes. The IBC and Greenbook standards
are regularly updated to reflect current industry guidelines and practices, including criteria
generated by ASTM International (ASTM; formerly the American Society for Testing and
Materials).

2.10.2 Affected Environment

Geotechnical investigations have been conducted for the Project and are presented in the
Updated Geotechnical Evaluation — Interstate 5/Genesee Avenue Interchange Reconstruction
Project (2008).

Geologic Setting

The Project site is situated in the coastal subprovince of the Peninsular Ranges geomorphic
province of southern California. Northwest-trending structural blocks and intervening, generally
parallel, fault zones generally characterize the Peninsular Ranges province. The coastal
subprovince in San Diego County encompasses a thick sequence of marine and non-marine
sediments deposited during numerous sea level advances and retreats over approximately the
last 65 million years. Relatively recent uplift and erosion in the San Diego region has resulted in
the characteristic canyon and mesa topography present today. Geologic and surficial units
present within the study area include Holocene-age (less than approximately 10,000 years old)
fill, topsoil, alluvium and landslide deposits; Pleistocene-age (approximately 2 million to 10,000
years ago) Very Old Paralic Deposits (formerly known as the Lindavista Formation); and
Eocene-age (approximately 55 to 38 million years ago) Scripps Formation and Ardath Shale.
Additional description of study area geologic and surficial materials is provided below under
Stratigraphy.

Potential geologic hazards identified for the Project study area in the City of San Diego Seismic
Safety Study include Hazard Categories 21, 25, 26, 51, 52, and 53. Category 21 is assigned to
areas with confirmed, known, or highly suspected landslides. Categories 25 and 26 relate to the
presence of Ardath Shale, considered to be a slide-prone formation, with Category 25
representing neutral or favorable geologic structure and Category 26 representing unfavorable
geologic structure. Category 51 represents level mesas underlain by terrace deposits and
bedrock, therefore presenting a nominal risk. Category 52 is considered to have a low risk due
to the presence of level areas or gently sloping to steep terrain with favorable geologic structure.
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Category 53 includes areas with low to moderate geologic hazard risk based on the occurrence
of level or sloping terrain with unfavorable geologic structure. While the City Seismic Safety
Study provides information on the Project area geologic conditions, it should be noted that
Caltrans is not subject to the City's thresholds.

Topographically, the study area includes moderate and steep grades along adjacent
canyon/mesa landforms and manufactured slopes. Elevations within the vicinity range from a
high of approximately 116 m (380 ft) above mean sea level (AMSL) on the west side of the Voigt
Drive overcrossing to a low of approximately 46 m (150 ft) AMSL near the beginning of the off-
ramp from I-5 to Sorrento Valley Road. Existing slopes include cut slopes up to roughly 27 m
(90 ft) in height that descend to the east and west sides of the I-5 roadway at the Voigt Drive
overcrossing and along the eastern side of I-5 north of Genesee Avenue. Fill slopes up to
approximately 25 m (82 ft) in height descend from I-5 to the east and west, north of the
interchange.

Stratigraphy

Four surficial deposits and three formational geologic units are present within the study area.
Surficial deposits include artificial fill, native topsoils, alluvium, and Holocene-age to recent
landslides. Formational geologic units include the Pleistocene-age Very Old Paralic Deposits
and the Eocene-age Scripps Formation and Ardath Shale. A brief description of these units is
presented below.

Eill

Fill deposits are present within the Project study area in association with previous development
such as roadways. Fill soils were generally observed to underlie the embankment of Genesee
Avenue west of I-5, portions of Genesee Avenue adjacent to and east of I-5, and I-5 north of
Genesee Avenue. The fill soils may locally range in thickness up to roughly 25 m (82 ft).
Lesser thicknesses of fill soils are also locally present along bridge abutments, beneath
roadways, and within utility trenches. The fill soils are composed of reworked formational,

topsoil, and alluvial materials and are expected to range in composition from stiff to hard sandy
silt and clay to loose to medium dense silty sand.

Topsoil

The U.S. Natural Resources Conservation Service (NRCS, formerly the U.S. Soil Conservation
Service [SCS] 1973) conducted topsoil mapping in the study area and vicinity. Five distinct soll
series represented by eight individual soil types are mapped within the study area, with a
summary description of soil characteristics provided in Table 2.10-1, Description of On-site Soll
Characteristics. Much of the Project study area has been previously developed or disturbed
through activities such as road construction. Native soils in these areas have largely been
removed or altered (e.g., by mixing with fill). In undisturbed areas, there is a relatively thin
mantle of topsoil of approximately 0.5 to 1.0 m (1.6 to 3.3 ft) in thickness. These soils generally
consist of dark brown, soft to firm sandy clay and loose to medium dense silty and clayey sand.
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Table 2.10-1
DESCRIPTION OF ON-SITE SOIL CHARACTERISTICS
Soil Type Physical Description/Mapped Location E;Etam;:r Erosion Potential
Well-drained clays derived from calcareous shale.
Altamont Clay, 30 to Occur in the northern portion of the study area . .
50 percent slopes . High High
and west of I-5. Soils have been altered by
(AtF)
development.
Chesterton Fine Moderately well-drained fine sandy loams with a
Sandy Loam, 2t0o 5 | sandy clay subsoil derived from sandstone. Occur
; . Moderate Low
percent slopes in the south portion of the study area and west of
(CfB) I-5. Soils have been altered by development.
Chesterton Fine Moderately well-drained fine sandy loams with a
Sandy Loam, 5t0 9 | sandy clay subsoil derived from sandstone. Occur
. Moderate Low to Moderate
percent slopes east of I-5 and north of Genesee Avenue. Soils
(CfC) have been altered by development.
Chesterton Urban Moderately well-drained fine sandy loams with a Moderate to high,
Land Complex, 2 to | sandy clay subsoil derived from sandstone. Occur Moderate depending on
9 percent slopes east of I-5 and south of Genesee Avenue. Soils post-development
(CgC) have been altered by development. slopes
. . Moderately well drained fine sandy loams derived
Chino Silt Loam, 0 2. . .
from granitic alluvium. Occur at the northern tip of
to 2 percent slopes . Moderate Moderate
the study area. Soils have been altered by
(CKA)
development.
Excessively drained, very deep loamy sands that
Corralitos Loamy formed in alluvium derived from marine
Sand, 0 to 5 percent | sandstone. Originally occurred in the northern Low Low
slopes (CsB) portion of the study area, directly under I-5, but
have been extensively altered by development.
. Excessively drained, very deep loamy sands that
Corralitos Loamy . ; . .
formed in alluvium derived from marine
Sand, 5 to 9 percent o io of Low Low to Moderate
slopes (CsC) sandstong. ccur at the northern tip of the study
area. Soils have been altered by development.
Moderately well drained loams with a clay subsoil
Huerhuero Loam, 5 . . . .
derived from sandy marine sediments. Occur in .
to 9 percent slopes High Moderate
the northern part of the study area, west of I-5.
(HrC2) .
Soils have been altered by development.

Source: SCS (1973)

Alluvium

Alluvial soils are present along the drainages at the base of the embankments west of I-5, north
and south of Genesee Avenue, and south of Sorrento Valley Road. As observed, the alluvial
soils generally consist of damp to saturated, soft to very stiff, clayey silt, silty clay, and medium
dense to dense, clayey sand.

Landslide Deposits

Numerous Holocene-age to recent landslides have been mapped in the steep canyon slopes
north and south of Genesee Avenue, west of I-5. The landslides are derived from the
underlying Scripps Formation and Ardath Shale. Geomorphic expression of the landslides
typically consists of linear to arcuate back and side scarps with hummocky slide mass
topography. Several landslides west of I-5 and north of Genesee Avenue were reportedly

Interstate 5/Genesee Interchange Reconstruction Project IS/EA 2.10-4

June 2011



Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.10 Geology/Soils/Seismic/Topography

removed or stabilized in 1991 during construction of the science park development located west
of I-5.

Caltrans identified an additional ancient landslide underlying the fill embankment west of the
southbound Genesee Avenue off-ramp from 1-5. The approximate location of the landslide is
shown in Figure 2.10-1. The landslide was partially covered by fill material during construction
of the embankment for the freeway/interchange in 1964. The addition of freeway/interchange fill
on top of the landslide led to downslope creep for several years and resultant damage to the
embankment slope and the overlying pavement. A fill buttress was designed and constructed
over the embankment on the west side of the southbound Genesee off-ramp circa 1986 to
stabilize the slide material and to restrict any further movement of the embankment. Due to
budget constraints at the time, however, it was not possible to construct the buttress to the full
extent to which it was designed. The partial buttress that was constructed apparently slowed
much of the landslide movement.

Additional cracking of the pavement at the top of the slope along the southbound off-ramp has
been observed since 1986 and has been attributed to additional movement of the landslide
and/or to fill settlement. Continual erosion of the embankment material since 1986 also may be
contributing to a reduction in the effectiveness of the buttress. Additional evaluations of the
landslide area were performed by Caltrans in 1997 and 2005 and recommendations were made
to repair existing embankment erosion, reduce the potential for future erosion, and increase the
size of the buttress to provide the required design factor of safety for stabilization of the
landslide.

Very Old Paralic Deposits

The early Pleistocene-age Very Old Paralic Deposits (formerly designated as the Lindavista
Formation) forms the relatively flat tops of the mesas east and west of |-5, south of Genesee
Avenue above elevations of approximately 105 m (344 ft). This formation is predominantly
composed of reddish-brown interbedded sandstone and conglomerate. It is relatively flat lying,
very resistant to weathering, and exhibits massive to indistinct stratification.

Scripps Formation

The Eocene-age Scripps Formation has been mapped underlying the native slopes east and
west of |-5 in the area of Genesee Avenue. It consists primarily of yellowish brown, silty fine- to
medium- grained sandstone with interbeds of siltstone and claystone and occasional cobble-
conglomerate. Strongly cemented sandstone concretions up to 3 m (10 ft) in diameter are
common in this unit.

Ardath Shale

The Eocene-age Ardath Shale occurs underlying the Scripps Formation and is partially
interbedded with the Scripps Formation. The Ardath Shale consists predominantly of weakly
fissile, olive-gray to light brown shale. Concretionary beds containing molluscan fossils are
common. In the study area, both the Scripps Formation and Ardath Shale contain clay beds
and weak clay seams, and landslides occurring along these clay seams have been identified as
originating within each unit.
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Groundwater

Groundwater was not encountered in borings conducted for the Project. Two on-site borings
were drilled approximately 267 and 668 m (875 and 2,190 ft, respectively) north of Genesee
Avenue as part of the Project Geotechnical Investigation (2005). These borings extended to
depths of 18.2 and 24 m (59.7 and 78.7 ft, respectively). Groundwater is expected to occur at
relatively shallow depths along the bottoms of the canyons and drainages west of I-5 and north
and south of Genesee Avenue. The closest major aquifer is the San Dieguito Creek Basin,
located approximately 8 km (5 mi) to the north (California Department of Water Resources
2003). The geotechnical investigation concludes that “it is not likely that static groundwater
[would] be encountered in the upper elevations of the Project area,” but notes that “groundwater
levels and perched seepage may be expected to fluctuate due to seasonal variations, irrigation,
rainfall, and other factors.” The Project Hazardous Waste Initial Site Assessment (2005) notes
that groundwater is expected to be present at depths of approximately 2.1 to 3 meters (7 to 10
ft) below the surface at the northern end of the site (along Roselle Street) and at depths of more
than 30 m (100 ft) in the central portion of the site. Based on these conditions and conclusions,
shallow groundwater is generally not anticipated within the Project site, although perched
groundwater could potentially be present. Perched groundwater is generally defined to include
one or more shallow, unconfined aquifers supported by impermeable or semi-permeable strata,
and is typically limited in volume and extent (but can vary with seasonal precipitation or other
factors as noted). Therefore, groundwater levels and perched seepage may be expected to
fluctuate due to seasonal variations, irrigation, rainfall and other factors.

Tectonic Setting

The study area is located in a broad, seismically active region of southern California and is
subject to potentially significant hazards associated with moderate to large earthquake events.
Much of southern California, including San Diego County, is characterized by a series of
Quaternary-age fault zones that typically include several en echelon (offset and generally
parallel) faults trending generally north to northwest (Figure 2.10-2).

Active faults are defined as those exhibiting historic seismicity or displacement of Holocene
(less than approximately 11,000 years old) deposits, while potentially active faults have no
historic seismicity and displace Pleistocene (between approximately 11,000 and 1.6 million
years old) but not Holocene strata. The fault most likely to generate notable seismic effects
within the study area is the active Rose Canyon fault zone, located approximately 4.7 km (3 mi)
west of the site. This fault is capable of producing a 7.2 magnitude earthquake, with a
corresponding peak ground acceleration value of approximately 0.60g (where g equals the
acceleration due to gravity) in the study area. Portions of the Rose Canyon fault zone in the
Mount Soledad, La Jolla, Rose Canyon, Mission Bay, and downtown areas of San Diego have
been recognized by the state as Earthquake Fault Special Studies Zones (California Geological
Survey [CGS] 2001). The Coronado Bank fault zone, located approximately 26 km (16 mi)
southwest of the Project site, also is considered to be active.

Numerous, generally east-west trending, high angle faults have been mapped in the study area
(Figure 2.10-3). The “Powers” fault (not formally named) trends in a southwesterly direction
from the |-5/Genesee Avenue intersection. Two east-west trending, high angle normal faults
cross the Project site: the Salk fault crosses I-5 approximately 450 m (1,467 ft) north of
Genesee Avenue and the Torrey Pines fault has been mapped as roughly crossing beneath the
intersection of I-5 and Genesee Avenue. An unnamed east-west trending fault also has been
mapped approximately 1,100 m (3,609 ft) north of the current I-5/Genesee Avenue interchange.
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Several other shorter unnamed fault strands also have been mapped as crossing the study
area. In general, these faults are mapped as offsetting the Eocene-aged Scripps Formation and
Ardath Shale, but not offsetting the Pleistocene-aged Very Old Paralic Deposits. Based on
current understanding, the faults mapped as crossing the study area are considered inactive
except for the Powers fault, which is considered potentially active. Based on available
information, the Project site is not underlain by known active fault splays.

2.10.3 Environmental Consequences

Project

Potential geology, seismicity, and soils impacts associated with the Project involve both short-
term (construction) and long-term (operation) issues. Because a number of the identified
geologic hazards may involve both short- and/or long-term issues, the following discussion is
formatted by technical concerns rather than short- and long-term impact categories.

The Project geotechnical investigations did not identify any conditions that would preclude
development or require major design changes. A number of potential geologic hazards may
occur or be encountered during Project implementation, however, and several general and
issue-specific recommendations are provided to address these conditions. Specifically, these
recommendations include additional geotechnical engineering studies, including subsurface
exploration for retaining wall foundation, slope stability, and roadway design during the final
design phase of the Project.

Seismic Hazards

Ground Rupture

Ground rupture and related effects such as lurching (i.e., the rolling motion of surficial materials
associated with passing seismic waves) can negatively affect surface and subsurface
structures. Because no known active faults have been mapped within or adjacent to the study
area, the potential for Project development to be subject to short- or long-term impacts related
to seismic ground rupture is considered low. Lurching or cracking of the ground surface as a
result of nearby seismic events is, however, possible. Based on conformance with pertinent
regulatory standards and geotechnical recommendations, no short- or long-term impacts related
to ground rupture are anticipated from implementation of the Project.

Ground Acceleration

The peak ground acceleration level identified for the study area is approximately 0.60g in
association with a magnitude 7.2 earthquake event along the Rose Canyon Fault. The Caltrans
California Seismic Hazard Map indicates that the general site area has the potential for a
0.60g-peak acceleration. This level of peak ground acceleration is generally representative of
similar areas in southern California and potentially could result in long-term impacts to the
proposed facilities such as foundations, structures, pavement, and/or utilities.

The detailed Project design would incorporate appropriate measures to accommodate projected
seismic loading pursuant to recommendations in the Project geotechnical investigations and
pending site-specific geotechnical analysis, as well as applicable seismic elements of the
previously described Caltrans, IBC, and Greenbook. Such measures would include the noted
peak ground acceleration levels, as well as consideration of parameters related to subsurface
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profile type, acceleration and velocity coefficients, seismic zone, and seismic source (including
type and distance). The following types of requirements from applicable regulatory sources
would be implemented as part of the Project design:

o Proper site preparation, including efforts such as clearing and grubbing, removal of
unsuitable surface deposits, use of properly engineered fill, and appropriate aggregate
base/subbase and pavement design;

o Appropriate design and construction of structures such as overcrossings and retaining
walls, including foundations, footings, piles, and backfill; and

o Use of seismic loading measures such as concrete reinforcing for applicable structures.

Site-specific geotechnical analyses also would be conducted as part of the ongoing Project
design and implementation process, and would include: (1) review of foundation and earthwork
plans (as well as appropriate revisions); (2) observation of activities including removal of
unsuitable materials and fill placement/compaction; and (3) completion of appropriate field tests
to provide quality control/assurance for structural fills and related earthwork. Implementation of,
and conformance with, the described standards and geotechnical recommendations would
effectively avoid or reduce seismic ground acceleration impacts.

Liquefaction

Liquefaction is the phenomenon whereby soils lose shear strength and exhibit fluid-like flow
behavior, with settlement from liquefaction potentially manifested at the ground surface when
soils within the upper 9 to 10 m (30 to 33 ft) liquefy. The following conditions are generally
necessary for liquefaction to occur: (1) soils are saturated (i.e., below the groundwater table);
(2) soils are composed predominantly of poorly graded sands; (3) soils are loose to medium
dense; and (4) soils are subject to a sufficient magnitude and duration of ground acceleration.
Effects from liquefaction such as loss of support, and/or related phenomena including lateral
spreading and dynamic settlement, potentially can result in long-term impacts to surface and
subsurface facilities including foundations, pavement and underground utilities. Due to the
generally fine-grained nature of the alluvial soils present in the Project area, the density of the
underlying formational materials, and the lack of shallow groundwater within the fill
embankments adjacent to I-5, the potential for liquefaction is considered low. If conditions
subject to liquefaction are observed during geotechnical observations/testing (as noted above)
or Project construction, however, standard measures would be implemented to address
potential liquefaction hazards, pursuant to the previously referenced regulatory and industry
standards. Specifically, this could include efforts such as the removal and recompaction or
replacement (with fill) of unsuitable materials and/or the use of subdrains.

Landsliding

The occurrence of landslides and other types of slope failures is influenced by slope grade,
geologic and soil characteristics, moisture levels, and vegetation cover. Landsliding can be
triggered by one or more specific or combination of events, such as seismic activity, gravity,
fires, and precipitation. Portions of the study area are identified as Category 21, indicating
confirmed, known, or highly suspected landslides. Additionally, the Ardath Shale and (to a
lesser extent) the Scripps Formation are considered slide-prone formations. Other portions of
the study area are considered to have low to moderate risk due to unfavorable geologic
structure. As described previously, an ancient landslide formation is located along the western
side of the southbound off-ramp from |-5 to Genesee Avenue from approximately 100 m (328 ft)
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to 300 m (984 ft) north of Genesee Avenue. Caltrans has identified and documented this slide
area over the last several years. The slide appears to affect the pavement on the southbound
mainlines and southbound off-ramp at Genesee Avenue. The pavement in this area exhibits
cracking and some differential settlement. The toe of the slide was partially buttressed in
approximately 1986. The partial buttress has apparently not eliminated movement of the slope
and the pavement in this area.

The proposed improvements to the Genesee Avenue interchange would require the widening
and realignment (to the west) of the southbound off-ramp. This work would require large
amounts of fill and grading on top of the existing embankment on top of the landslide. This
additional fill and revised embankment grading also would require a redesign of the buttress
needed to stabilize the ancient landslide. The fill required for these improvements and a revised
buttress would extend beyond the toe of the existing embankment and part way across the
bottom of the canyon into a designated wetland area.

The only methods of avoiding these wetland impacts would be to replace the proposed
embankment fill and buttress with a shear pin wall or retaining wall. Using landslide data
available from Caltrans, the Project development team investigated a range of different shear
pin and retaining wall types and construction methods for possible use along the west side of I-5
and the Genesee Avenue southbound off-ramp. Based on the available data, the Project
development team was not able to identify a retaining wall alternative that would provide the
required factor of safety for supporting the roadway and stabilizing the landslide. Additionally,
given the previously observed movement in the landslide, it is possible that the construction of a
retaining wall at this location could cause additional movement or failure of the landslide
embankment. Therefore, under these circumstances, the project development team determined
that a retaining wall to stabilize and control the landslide was not practically feasible.

In the absence of a feasible design for shear pins or a retaining wall to stabilize the landslide,
Caltrans geotechnical engineers prepared a preliminary concept design for a modified buttress
that would accommodate the proposed Genesee Avenue interchange and proposed I-5 North
Coast Corridor improvements with the required factor of safety for controlling the landslide. This
concept design buttress was then used by the engineering team to establish the overall project
footprint and identify the extent of impacts to the wetland areas.

Due to the presence of known landslides on the Project site and in the vicinity, and the presence
of geologic formations known to be prone to landslides, the potential for slope instability would
be further evaluated by site-specific subsurface and laboratory evaluation after the designs of
the proposed improvements are finalized. Based on the inclusion of applicable design
measures and conformance with pertinent regulatory standards and geotechnical
recommendations, short- or long-term impacts related to landsliding from implementation of the
Project are anticipated to be minimal.

Non-seismic Hazards

Erosion and Sedimentation

The study area includes several surficial deposits with moderate to high erosion potential (refer
to Table 2.10-1). Proposed grading activities would increase the potential for erosion and
transport of eroded material (sedimentation) both within and downstream of the study area.
Specifically, Project activities would involve: (1) removal of surface stabilizing features (e.g.,
vegetation); (2) creation of manufactured slopes; (3) excavation of existing compacted materials
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from cut areas; (4) redeposition of excavated (and/or imported) material as fill in proposed
development sites; (5) potential sediment/particulate generation from paving and demolition
activities; and (6) potential erosion from disposal of extracted groundwater (if required). The
influx of sediment into downstream receiving waters could result in direct effects such as
increased turbidity, and would also provide a transport mechanism for other contaminants such
as hydrocarbons that tend to adhere onto sediment particles (as further described in
Subchapter 2.9, Water Quality and Storm Water Runoff).

Erosion and sedimentation generally are not considered to be major long-term Project concerns,
as all developed areas would be stabilized through the installation of hardscape or landscaping.
The Project also would incorporate long-term water quality controls to address erosion and
sedimentation concerns, pursuant to the previously referenced Caltrans Statewide Storm Water
Permit and SWMP, as detailed in Subchapter 2.9, Water Quality and Storm Water Runoff.

Short-term erosion and sedimentation impacts would be addressed through conformance with
applicable regulatory requirements including the Caltrans Statewide Storm Water Permit and
SWMP, and the NPDES General Construction and Groundwater Extraction permits.
Specifically, the described conformance would include developing and implementing an
authorized SWPPP for proposed construction, including erosion and sedimentation BMPs.
While specific BMPs would be determined during the permitting process based on the Project
site and study area characteristics (soils, slopes, etc.), they generally would include the types of
standard industry measures and guidelines identified in the NPDES permit text(s), Caltrans
standards, Preliminary Geotechnical Evaluation, and the following additional sources: National
Menu of Best Management Practices for Storm Water Phase Il (USEPA 2003), and Stormwater
Best Management Practices Handbooks (California Stormwater Quality Association 2003).

Based on the implementation of appropriate erosion and sediment control BMPs as part of, and
in conformance with, applicable regulatory requirements (including a SWPPP), erosion and
sedimentation impacts from Project construction would be effectively avoided or addressed. As
noted, erosion and sedimentation BMPs implemented for the Project would be defined during
the appropriate permit and SWPPP review process.

Manufactured Slope Stability

Several cracks were observed in the pavement section along the western edge of the freeway
north of Genesee Avenue. The cracks were observed to extend parallel to the crest of the slope
and be on the order of one-half to several meters in length. This distress is considered to be
primarily due to soil creep of the surficial soil material on the existing embankment fill as a result
of the fine-grained and plastic nature of the fill soils. Soil creep is anticipated to continue to
occur at a slow rate and is not anticipated to be a design consideration.

Weak clay zones and clay seams are commonly found in the Scripps Formation and especially
in the Ardath Shale in the study area. Adversely oriented clay seams exposed in cut slopes
may result in slope instability. At the recommendation of the Project Preliminary Geotechnical
Evaluation, potential cut-slope areas would be evaluated by additional subsurface evaluation
prior to construction for the presence, extent, and orientation of weak clay beds and seams.
Based on that evaluation, additional slope stability measures, such stability buttresses, may be
recommended. In addition, temporary slope stability measures may be recommended for use
during construction in these areas.
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Additional fill and/or retaining walls may be proposed on the existing embankment slopes as
part of roadway widening. The stability of the embankment slopes would be evaluated based
on the designed finished configuration under long-term static and short-term pseudostatic
conditions.

Implementation of the recommendations in the Project Preliminary Geotechnical Evaluation and
more detailed follow-up studies, as well as conformance with applicable regulatory
standards/industry guidelines, would effectively avoid or address long-term impacts from the
Project related to manufactured slope stability.

Groundwater

While shallow groundwater is not expected to be encountered during Project implementation,
perched groundwater requiring extraction and disposal could potentially be present. Such
dewatering operations would not result in adverse impacts to groundwater reservoirs (e.g.,
through drawdown) due to their minor and short-term nature. Construction dewatering also
would be subject to applicable NPDES requirements, as detailed in Subchapter 2.9, Water
Quality and Storm Water Runoff. These requirements are intended to ensure compliance with
associated water quality standards, with additional discussion of water quality concerns related
to potential construction dewatering provided in Subchapter 2.9, Water Quality and Storm Water
Runoff.

Retaining Walls

Proposed improvements would include the construction of 16 retaining walls at various locations
within the study area (refer to Figure 1-4). The proposed walls would range in length from
approximately 17 m (56 ft) to 695 m (2,280 ft) and from a maximum of 1.0 m (3.3 ft) to 15.8 m
(51.8 ft) in height. The Project geotechnical report concluded that construction of the proposed
retaining walls is feasible for preliminary design purposes; however, site-specific subsurface
evaluations should be performed at each proposed wall location to provide additional
recommendations. Implementation of, and conformance with, geotechnical recommendations
would effectively avoid or reduce geologic impacts associated with proposed retaining walls.

Landslide Buttress

As discussed under Chapter 1.0, Proposed Project, the Project would include a modified
buttress to stabilize the ancient landslide embankment. The buttress would be placed just
northwest of the |-5/Genesee Avenue interchange. The size and weight of the buttress would
counteract the driving force along the potential slip plane of the ancient landslide. With the
inclusion of the buttress as a part of the Project, geologic impacts associated with the ancient
landslide embankment would be avoided.

Corrosive Soils

Based on Caltrans criteria and the results of soils testing, the on-site soils are considered
corrosive to ferrous metals and may have a severe potential for sulfate attack on concrete. As a
result, the Preliminary Geotechnical Evaluation recommends that Type V Portland cement be
used for concrete structures exposed to earth materials associated with the Project, and that a
corrosion engineer should be consulted if corrosion-sensitive improvements are planned.
Based on implementation of the noted recommendations and conformance with applicable
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regulatory standards/industry guidelines, long-term effects related to corrosive soils would be
effectively avoided or addressed.

Settlement

Subsurface exploration and laboratory testing performed for the Project indicate that, in general,
the existing fill and alluvial materials have relatively low potential for settlement in their present
configuration. These materials would be subject to some potential settlement under the load of
additional fill or retaining walls that would result from Project implementation. The settlement
would primarily be short-term and is anticipated to be substantially complete at the end of
construction. The Preliminary Geotechnical Evaluation recommends that the settlement and
horizontal displacement of the existing roadway should be monitored during construction, and
that a further evaluation of settlement be performed if settlement-sensitive improvements are
planned. Implementation of the recommendations in the Project Preliminary Geotechnical
Evaluation and more detailed follow-up studies, as well as conformance with applicable
regulatory standards/industry guidelines, would effectively avoid or address long-term impacts
from the Project related to soil settlement.

Unique Geologic Features

The study area is located in an urban setting and consists primarily of areas that have been
previously developed or disturbed. The study area is not within or adjacent to any areas
designated as natural landmarks on the National Registry of Natural Landmarks (U.S.
Department of Interior, National Park Service 2004). Based on these conditions, no short- or
long-term impacts related to unique geologic features would result from the Project.

No Build Alternative

Under this alternative, no improvements or modifications would be implemented in the study
area. The existing facilities are, and would continue to be, subject to potential seismic hazards
such as ground shaking and landsliding, as well as non-seismic hazards including soil creep
and soil corrosivity. Because implementation of the No Build Alternative would not entail any
development or disturbance, however, no associated impacts related to geologic hazards would
occur.

2.10.4 Avoidance, Minimization and/or Mitigation Measures

Implementation of the Project would entail a number of measures to avoid or minimize potential
short- and long-term impacts. Specifically, these measures would involve implementing
recommendations from the Project geotechnical analysis such as design criteria, construction
methodologies, field observations/testing, and site-specific geotechnical analysis, as well as
conforming to applicable regulatory requirements and industry standards. Such conformance
would include appropriate Caltrans and NPDES requirements, as well as industry standards
from sources including the IBC, Greenbook, and ASTM. In addition, construction-related
erosion and sediment control measures would be implemented as part of required water quality
conformance (refer to Subchapter 2.9, Water Quality and Storm Water Runoff). Implementation
of the geotechnical recommendations and conformance with applicable regulatory/industry
standards would effectively avoid or address short- and long-term impacts related to geology/
seismicity/soils. No mitigation measures are proposed with regard to geology/seismicity/soils.
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Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.11 Paleontology

2.1 PALEONTOLOGY

The following analysis describes existing paleontological resource conditions within the Project
study area, identifies associated regulatory requirements, and evaluates potential impacts and
mitigation measures related to implementation of the Project.

2.11.1 Regulatory Setting

Paleontology is the study of life in past geologic time based on fossil plants and animals. A
number of federal statutes specifically address paleontological resources, their treatment, and
funding for mitigation as a part of federally authorized or funded projects (e.g., Antiquities Act of
1906 [16 USC 431-433] and Federal-Aid Highway Act of 1935 [20 USC 78]). Under California
law, paleontological resources are protected by CEQA.

2.11.2 Affected Environment

A Paleontological Resource Assessment (2009) was prepared for the Project, and contains a
Paleontological Identification Report, Paleontological Evaluation Report, and Preliminary
Paleontological Mitigation Plan to provide an assessment of the paleontological resource
potential within the Project study area and potential impacts, and propose mitigation measures.

Paleontology is the science dealing with prehistoric plant and non-human animal life.
Paleontological resources (or fossils) typically encompass the remains or traces of hard and
resistant materials such as bones, teeth, or shells, although plant materials and occasionally
less resistant remains (e.g., tissue or feathers) can also be preserved. The formation of fossils
typically involves the rapid burial of plant or animal remains and the formation of casts, molds,
or impressions in the associated sediment (which subsequently becomes sedimentary rock).
Because of this, the potential for fossil remains in a given geologic formation can be predicted
based on known fossil occurrences from similar (or correlated) geologic formations in other
locations.

Stratigraphic Rock Units

Based on the geologic information provided in the Paleontological Resource Assessment (and
discussed in detail in Subchapter 2.10, Geology/Soils/Seismic/Topography), surficial materials
and geologic units observed or expected to occur within the study area include fill, topsoil, and
landslide deposits; younger Quaternary alluvium; early Pleistocene-age (approximately 2 million
to 10,000 years ago) and Very Old Paralic Deposits (formerly known as the Lindavista
Formation); and Eocene-age (approximately 55 to 38 million years ago) Scripps Formation and
Ardath Shale. The paleontological resource sensitivity of all these units is summarized below,
with sensitivity categories generally defined as follows:

o High Sensitivity - These formations contain a large number of known fossil localities.
Generally speaking, highly sensitive formations produce vertebrate fossil remains or are
considered to have the potential to produce such remains.

e Moderate Sensitivity - These formations have a moderate number of known fossil
localities. Generally speaking, moderately sensitive formations produce invertebrate
fossil remains in high abundance or vertebrate fossil remains in low abundance.
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e Low Sensitivity - Low sensitivity is assigned to those formations that contain only a small
number of known fossil localities and typically produce invertebrate fossil remains in low
abundance.

e Zero Sensitivity - Zero sensitivity is assigned to geologic formations that, based on their
relatively young age, high-energy depositional history, or igneous origin (i.e., plutonic
and/or volcanic), are judged unlikely to produce any fossil remains.

Artificial fill deposits exhibit no potential for the occurrence of important paleontological
resources due to their recent age and the destructive nature of their origin (i.e., mechanically
processed through methods such as crushing and screening). Similarly, native topsoil deposits
do not exhibit any potential for important paleontological resource values due to their relatively
recent age and methods of formation and deposition (i.e., physical and chemical weathering
producing soil that is transported and deposited by methods such as water, wind, and gravity).

Younger Quaternary alluvial deposits are assigned a low paleontological resource sensitivity
due to their relatively recent age, high-energy formation/deposition environments, and the fact
that, with rare exceptions, important fossil occurrences are unknown from such deposits in San
Diego County (Deméré and Walsh 1993). No fossils are reported from younger alluvial deposits
that occur within the Project study area.

The Very Old Paralic Deposits are assigned a moderate paleontological resource sensitivity in
the study area vicinity and have locally produced fossil remains of nearshore marine
invertebrates including clams, scallops, snails, barnacles, and sand dollars, as well as
infrequent vertebrates such as sharks and whales. No fossils are reported from this formation
as exposed within the Project study area.

The Scripps Formation is assigned a high paleontological sensitivity, due to the joint occurrence
of marine invertebrate and terrestrial vertebrate fossils. While most of the fossils known from
this formation consist of remains of marine organisms such as clams, snails, crabs, sharks,
rays, and bony fish, remains of fossil reptiles and land mammals along with fossil wood have
also been recovered.

Ardath Shale is assigned a high paleontological resource sensitivity because it has produced
diverse and well-preserved assemblages of fossil marine invertebrates, including marine
microfossils, and macroinvertebrates, as well a vertebrates such as sharks, rays, and bony fish
(Deméré and Walsh 1993).

Landslide deposits in the study area are derived from the Scripps Formation and Ardath Shale,
which, as described above, are considered to have high paleontological resource sensitivity. As
a result, the landslide deposits also have a relatively high likelihood of producing fossils,
although the potential for meaningful material may be somewhat reduced through the landslide
process.

Paleontological Records Search

A review of paleontological site records housed in the Department of Paleontology at the San
Diego Natural History Museum and the Museum of Paleontology at the University of California,
Berkeley found 16 recorded localities within 0.8 km (0.5 mi) of the Project study area. Nine of
these localities were discovered in strata of the Ardath Shale and produced a diverse fossil
assemblage dominated by species of marine mollusks. Also recovered from these localities
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were shells of foraminifers, bryozoans, brachiopods, crustaceans, and echinoderms, as well as
teeth and/or bones of sharks, rays and bony fish. Five localities were discovered in strata of the
Scripps Formation and produced a lower diversity fossil assemblage also dominated by species
of marine mollusks, tests of bryozoans and crustaceans, and teeth of sharks and rays.

2.11.3 Environmental Consequences

Project

Potential paleontological resource impacts from the Project would be associated with short-term
(construction) activities such as excavation and grading, although such impacts would be
considered long term because the associated loss of resource values would be permanent.

As noted above, the study area for the Project crosses geologic deposits assigned zero to high
paleontological resource sensitivity. Deposits of zero sensitivity (artificial fill and other
previously disturbed sediments) occur along existing roadways and structures. Deposits of low
sensitivity (younger Quaternary alluvium) parallel the western side of the I-5 north of Genesee
Avenue. Deposits of moderate sensitivity (the Very Old Paralic Deposits) underlie the
southbound side of the Genesee Avenue and Voigt Drive interchanges. Deposits of high
sensitivity (the Scripps Formation and Ardath Shale) occur throughout the Project alignment.
Grading for this alternative would entail approximately 638,874 cubic meters (m>; 835,616 cubic
yards [yd®]) of cut, including cut in previously undisturbed areas of the Very Old Paralic
Deposits, Scripps Formation, and Ardath Shale. Project improvements would require maximum
cut slopes of approximately 16 m (53 ft). Based on the described conditions, implementation of
this alternative could result in impacts to paleontological resources.

No Build Alternative
Under this alternative, no improvements or modifications would be implemented in the study
area. Accordingly, no impacts to paleontological resources would be associated with this

alternative.

2.11.4 Avoidance, Minimization and/or Mitigation Measures

The following mitigation measures would effectively avoid or address potential impacts to
paleontological resources from the Project.

e A qualified principal paleontologist (Master of Science [M.S.] or Doctor of Philosophy
[Ph.D.] in paleontology or geology familiar with paleontological procedures and
techniques) would be retained to be present at pre-grading meetings to consult with
grading and excavation contractors.

e A paleontological monitor, under the direction of the qualified principal paleontologist,
would be on site to inspect cuts for fossils at all times during original grading involving
sensitive geologic formations. As grading progresses, the qualified paleontologist and
paleontological monitor would have the authority to reduce the scope of the monitoring
program to an appropriate level if it is determined that the potential for impacts to
paleontological resources are lower than anticipated.

e When fossils are discovered, the paleontologist (or paleontological monitor) would
recover them. Construction work in these areas would be halted or diverted to allow
recovery of fossil remains in a timely manner.
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e During the monitoring and recovery phases, the paleontologist (or paleontological
monitor) would routinely collect stratigraphic data to provide a stratigraphic context for
any recovered fossils.

e Fossil remains collected during the monitoring and salvage portion of the mitigation
program would be cleaned, repaired, sorted and cataloged.

e Prepared fossils, along with copies of all pertinent field notes, photos and maps, would
then be deposited in a scientific institution with paleontological collections.

e Afinal report would be completed that outlines the results of the mitigation program.
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212 HAZARDOUS WASTE/MATERIALS

2.12.1 Regulatory Setting

Hazardous materials and hazardous wastes are regulated by many state and federal laws.
These include not only specific statutes governing hazardous waste, but also a variety of laws
regulating air and water quality, human health, and land use.

The primary federal laws regulating hazardous wastes/materials are the Resource Conservation
and Recovery Act of 1976 (RCRA) and the Comprehensive Environmental Response,
Compensation and Liability Act of 1980 (CERCLA). The purpose of CERCLA, often referred to
as Superfund, is to clean up contaminated sites so that public health and welfare are not
compromised. RCRA provides for “cradle to grave” regulation of hazardous wastes. Other
federal laws include:

¢ Community Environmental Response Facilitation Act of 1992 (CERFA)
e Clean Water Act
e Clean Air Act
o Safe Drinking Water Act
e Occupational Safety & Health Act (OSHA)
e Atomic Energy Act
e Toxic Substances Control Act (TSCA)
e Federal Insecticide, Fungicide, and Rodenticide Act (FIFRA)
e Solid Waste Disposal Act
In addition to the acts listed above, Executive Order 12088, Federal Compliance with Pollution

Control, mandates that necessary actions be taken to prevent and control environmental
pollution when federal activities or federal facilities are involved.

Hazardous waste in California is regulated primarily under the authority of RCRA and the
California Health and Safety Code. Other California laws that affect hazardous waste are
specific to handling, storage, transportation, disposal, treatment, reduction, cleanup, and
emergency planning.

Worker health and safety and public safety are key issues when dealing with hazardous
materials that may affect human health and the environment. Proper disposal of hazardous
material is vital if it is disturbed during project construction.

2.12.2 Affected Environment

A Hazardous Waste Initial Site Assessment (ISA) was prepared for the Project (2005). The
purpose of the assessment was to identify existing hazardous waste conditions that could affect
the environmental integrity of the Project study area. In addition, an aerially deposited lead
(ADL) analysis (2008) and an asbestos-containing material and lead-based paint survey (2008)
were conducted for the Project site. The following sections summarize the findings of the ISA
and ADL reports.
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Methodology

Initial Site Assessment

The ISA addressed potential sources of hazardous waste and hazardous material in the Project
area. To determine the location and type of hazardous wastes/materials within the Project
study area, the following information was reviewed for the completion of the ISA:

o Topographic maps, geologic data, aerial photographs, and available government agency
data concerning properties with documented environmental impacts located within 1,000
feet of the site.

o Government agency data obtained from a government agency database search.

o Files at the County of San Diego Department of Environmental Health (DEH) for
properties of potential environmental concern located in the vicinity of the site.

o Field reconnaissance on August 6, 2004.

Aerially Deposited Lead Assessment

In December 2007, an aerially deposited lead assessment was performed. The assessment
concluded that lead was present in the exposed soil adjacent to the edge of existing shoulders.

Existing Study Area Conditions

Acerially Deposited Lead

Sampling for ADL within the Project area was conducted in December 2007 (2008). A total of
30 boring samples were taken at different distances from the travel lanes. Total lead
concentrations found within the samples ranged from 6.89 to 81.5 milligrams per kilogram
(mg/kg) of soil. The UCL90 for total lead was calculated to be 30.19 mg/kg, which is below the
Title 22 total threshold limit concentration (TTLC) threshold of 1,000 mg/kg. The upper
confidence level (UCL)g, for soluble lead by the waste extraction test (WET) was calculated to
be 1.13 mg/kg, which is below the Title 22 soluble threshold limit concentration (STLC)
threshold of 5 mg/kg. The soil is therefore considered non-hazardous, is suitable for reuse as
fill material, and should be handled in accordance with Caltrans specifications for reuse of soll
containing lead at non-hazardous levels.

Because this material is considered non-hazardous waste containing elevated concentrations of
lead, it should be handled, managed, transported, and disposed as such. The soil is considered
non-hazardous, is suitable for reuse as fill material, and should be handled, managed, and
disposed of in accordance with the requirements of the receiving facility.

As expected, soil samples collected at 0.90 m (3 ft) below ground surface level or deeper
revealed that lead concentrations at these depths are lower to a point that excludes this material
from classification as a hazardous waste.

Asbestos-containing Material and Lead-based Paint

Based on the dates of construction of improvements within the Project area (1950s/1960s), it
was determined that asbestos-containing material and lead-based paint may be present on
surfaces, such as roadway striping and metal guardrails, at the site. Sampling for asbestos and

Interstate 5/Genesee Interchange Reconstruction Project IS/EA 2.12-2
June 2011



Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.12 Hazardous Waste/Materials

lead-based paint within the Project area was conducted. Results of the sampling concluded that
the railing gaskets on both the Genesee Avenue and Voigt Drive overcrossings contained
asbestos and that paint on the Genesee Avenue overcrossing contained lead (2008). Two of
the paint chip samples were analyzed in a laboratory, where it was determined that both
samples contained concentrations of lead above regulatory standards.

Treated Wood
Treated wood, such as guardrail posts and sign posts that have been treated with a chemical
preservative, must be managed as a non-hazardous designated waste, which can be reused by

the Project or disposed in a RWQCB approved Class 2 landfill.

2.12.3 Environmental Consequences

Project

Prior to 1966, when the site was developed as a highway, the site was undeveloped except for
an unpaved road. During the site reconnaissance, no potential hazardous waste materials were
observed on or off site that could impact the Project site. While many sites within 0.25 mile of
the Project site are listed on federal, state, and regional environmental regulatory agency
databases, none of them pose an environmental risk to the Project site due to their distance
from the site, status, direction of groundwater flow, nature of release, time that has passed since
a release, medium affected (soil), and/or completed remediation. No landfills are located in the
vicinity of the Project site.

According to the ADL site investigation, exposed soil is not a hazardous waste with regard to
ADL. The soil may be reused as fill material on site, placed under one foot or more of
non-hazardous soil, and five feet or more above the highest water table. A portion of the excess
soil would be used as an earthen buttress to stabilize an ancient landslide. The remainder of
the excess soil would be disposed of off site in accordance with Caltrans’ standard
specifications.

Lead-based paint, treated wood, and asbestos-containing materials exist on site. An impact
could potentially result from construction activities that disturb surfaces with lead-based paint,
treated wood, and/or asbestos-containing materials.

No other known hazardous wastes or materials in the vicinity or on site pose a risk.

No Build Alternative

Under the No Build Alternative, no impacts from hazardous wastes or materials would occur
because no construction is proposed.

2.12.4 Avoidance, Minimization and/or Mitigation Measures

The following measures would avoid, minimize, and/or mitigate for the presence of lead-
contaminated soil, asbestos-containing material, treated wood, and lead-based paint hazards on
site:

e Contract specifications would include a line item for loading, transportation, and disposal
of any contaminated soil and/or groundwater generated/encountered during Project
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construction. Bridge railing gaskets and any other materials found during construction
containing asbestos-containing materials shall be handled using proper Health and
Safety precautions, and the materials shall be properly disposed as hazardous waste
according to Federal, State, and Local regulations. Asbestos-containing materials would
be removed by a licensed asbestos abatement contractor. The certified asbestos
consultant also would conduct abatement Project planning, monitoring (including air
monitoring), oversight, and reporting.

¢ Yellow paint striping on the Genesee Avenue overcrossing and portions of the roadway
contain lead-based paint. If yellow paint striping or yellow thermoplastic paint stripe of
pavement marking is removed by itself, it shall be contained and collected immediately
so that it is not emitted into ambient air and disposed of at a Class | Landfill facility. A
licensed abatement contractor would remove lead-based paint under the oversight of a
qualified contractor prior to removal and demolition of the painted materials.

e Treated wood waste must be managed as a non-hazardous designated waste by being
disposed of at a landfill facility permitted to accept such wastes.

o Because of the potential hazard from exposure of workers and the public to lead-
contaminated soil and other potential hazards, a Certified Industrial Hygienist would
prepare a site-specific Lead, Asbestos, and Treated Wood Compliance Plan prior to
grading. In addition, site workers who may potentially be exposed to chemical hazards
during the Project would have completed a training program meeting the requirements of
29 CFR 1910.120 and 8 CCR 1532.1. The plans developed by the Certified Industrial
Hygienist would include a hazard analysis, and would describe dust-control measures,
air monitoring, signage, work practices, emergency response plans, personal protective
equipment, decontamination and documentation.
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213 AIR QUALITY

2.13.1 Regulatory Setting

The Clean Air Act (CAA) as amended in 1990 is the federal law that governs air quality. Its
counterpart in California is the California Clean Air Act of 1988. These laws set standards
(called California Ambient Air Quality Standards [CAAQS]) for the quantity of pollutants that can
be in the air. At the federal level, these standards are called National Ambient Air Quality
Standards (NAAQS). Standards have been established for six criteria pollutants that have been
linked to potential health concerns; the criteria pollutants are: carbon monoxide (CO), nitrogen
dioxide (NO,), ozone (Os), particulate matter, lead (Pb), and sulfur dioxide (SO5).

Under the 1990 CAA Amendments, the U.S. Department of Transportation cannot fund,
authorize, or approve federal actions to support programs or projects that are not first found to
conform to the State Implementation Plan (SIP; San Diego Air Pollution Control District [APCD]
2007) for achieving the goals of the CAA requirements. Conformity with the CAA takes place on
two levels; first, at the regional level, and second, at the project level. The Proposed Project
must conform at both levels to be approved.

Regional-level conformity in California is concerned with how well the region is meeting the
standards set for CO, NO,, O3, and particulate matter. California is in attainment for the other
criteria pollutants (Pb and SO,). At the regional level, RTPs are developed that include all of the
transportation projects planned for a region over a period of years, usually at least 20. Based
on the projects included in the RTP, an air quality model is run to determine whether or not the
implementation of those projects would conform to emission budgets or other tests showing that
attainment requirements of the CAA are met. If the conformity analysis is successful, the
regional planning organization, such as San Diego Association of Governments (SANDAG) for
San Diego County, and the appropriate federal agencies, such as the FHWA, make the
determination that the RTP is in conformity with the SIP for achieving the goals of the CAA.
Otherwise, the projects in the RTP must be modified until conformity is attained. If the design
and scope of the proposed transportation project are the same as that described in the RTP,
then the proposed project is deemed to meet regional conformity requirements for purposes of
project-level analysis.

Conformity at the project-level also requires “hot spot” analysis if an area is “nonattainment” or
“‘maintenance” for CO and/or particulate matter. A region is a “nonattainment” area if one or
more monitoring stations in the region fail to attain the relevant standard. Areas that were
previously designated as nonattainment areas but have recently met the standard are called
“‘maintenance” areas. “Hot spot” analysis is essentially the same, for technical purposes, as CO
or particulate matter analysis performed for NEPA purposes. Conformity does include some
specific standards for projects that require a “hot spot” analysis. In general, projects must not
cause the CO standard to be violated, and in “nonattainment” areas the project must not cause
any increase in the number and severity of violations. If a known CO or particulate matter
violation is located in the project vicinity, the project must include measures to reduce or
eliminate the existing violation(s) as well.

2.13.2 Affected Environment

An Air Quality Impact Assessment (2011) was prepared for the Project and is summarized in the
following sections.
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Climate and Meteorology

The climate of the Project site, and all of San Diego, is dominated by a semi-permanent high-
pressure cell over the Pacific Ocean. This cell influences the direction of prevailing winds
(westerly to northwesterly) and maintains clear skies for much of the year. The high-pressure
cell also creates two types of temperature inversions that may act to degrade local air quality:
subsidence and radiation.

Subsidence inversions occur during the warmer months as descending air associated with the
Pacific high-pressure cell comes into contact with cool marine air. The boundary between the
two layers of air creates a temperature inversion that traps pollutants. The other type of
inversion, a radiation inversion, develops on winter nights when air near the ground cools by
heat radiation, and air aloft remains warm. The shallow inversion layer formed between these
two air masses can also trap pollutants. As the pollutants become more concentrated in the
atmosphere, photochemical reactions occur that produce O3, commonly known as smog.

Sensitive Receptors

With regard to evaluating whether a project such as the one proposed would have a significant
impact on sensitive receptors, air quality regulators typically define sensitive receptors as
schools (preschool through 12" grade), hospitals, resident-care facilities, day-care centers, or
other facilities that may house individuals with health conditions that would be adversely
impacted by changes in air quality. Any project that has the potential to directly impact a
sensitive receptor located within one mile and would result in a health risk greater than 10 in 1
million would be deemed to have a potentially significant impact. The following sensitive
receptors are located within one mile of the |I-5/Genesee Interchange:

e University of California, San Diego, 0.1 mile west;
e La Jolla Country Day School, 1.0 mile southeast;

e Scripps Memorial Hospital, 0.3 mile southeast; and
e UCSD Thornton Hospital, 0.6 mile southeast.

2.13.3 Environmental Consequences

Project

Regional Air Quality Conformity

The Proposed Project is fully funded and is in the 2030 San Diego Regional Transportation Plan
(RTP): Pathways for the Future (Table A.5-Phased Arterial Projects — Revenue Constrained
Plan, page A-17), 2007 Update, which was found to conform by SANDAG on November 30,
2007. FHWA and Federal Transit Administration (FTA) adopted the air quality conformity
finding November 17, 2008. The Project is also included in the SANDAG Financially
Constrained 2010 Regional Transportation Improvement Program (RTIP), page 132. The
SANDAG 2010 RTIP was found to conform by FHWA and FTA on December 14, 2010. The
design concept and scope of the Proposed Project are consistent with the project description in
the 2030 RTP, the 2010 RTIP, and the assumptions in SANDAG’s regional emissions analysis.
Therefore, the Project would conform to the SIP and no adverse regional air quality impact
would occur as a result of project implementation.
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The Proposed Project is included in the Final 2010 RTIP on Page 132, as MPO ID SD103
(I-5/Genesee Avenue Interchange) (SANDAG 2010).

(Capacity Increasing).

Project Level Conformity

The Project Capacity Status is “CI”
The Project conforms to the SIP and no adverse regional air quality
impact would occur as a result of Project implementation.

The CAAQS and NAAQS for each of the regulated pollutants are shown in Table 2.13-1,
Ambient Air Quality Standards.

Table 2.13-1
AMBIENT AIR QUALITY STANDARDS
Averaging CAAQS' NAAQS’®
Pollutant Time |Concentration’| Attainment Status | Primary® | Secondary® | Attainment Status
1-Hour 0.09 ppm3 Nonattainment - Same as --
(180 pg/m”) .
Ozone (O3) 0.070 ppm 0.075 ppm Primary
8-Hour (137 pg/ms) Nonattainment (147 pg/ms) Standard Nonattainment
) 9.0 ppm . 9 ppm .
Carbon 8-Hour (10 mg/m3) Attainment (10 mg/ms) \ Maintenance
Monoxide (CO) 1-H 20 ppm Attai 35 ppm one Mai
-Hour 23 mg/m3) ttainment (40 mg/m3) aintenance
Annual 0.030 ppm . 0.053 ppm .
Nitrogen Dioxide| Average | (57 pg/m®)° Attainment (100 pg/m®) | Sameas Attainment
(NO2) 1-Hour 0.18 ppm Attainment 0.100 ppm Sﬁgrrwrliaarr{i Attainment
(339 pg/m®)° (188 pg/m®)’
0.04 ppm . .
24-Hour (105 pg/m3) Attainment - - Attainment
Sulfur Dioxide . 0.5 ppm .
(SO») 3-Hour -- Attainment -- (1300 pg/m3) Attainment
} 0.25 ppm . 0.075 ppm _ .
1-Hour (655 pg/m3) Attainment (196 ug/ms) Attainment
3 : 3 -
Respirable Z'lfr;:s):lr 50 pg/m Nonattainment 150 pg/m Same as Attainment
Particulate . . 38 . Primary -
Matter (PM10)8 Ar;\t/lhen;ﬁtlc 20 pg/m Nonattainment - Standard Unclassified
24-Hour - Nonattainment 35 ug/m® Attainment
. . Same as
Fine Particulate | Annual Prima
Matter (PMz.s)9 Arithmetic 12 pg/m3 Nonattainment 15 pg/m3 ry Attainment
Standard
Mean
30-Day 3 .
Average 1.5 yg/m Attainment -- -- --
10 Calendar - - 15 pg/m3 SPar:?niif; Attainment
Lead (Pb) Quarter Standard
Rolling 3- Same as
Month -- -- 0.15 pg/m3 Primary Attainment
Average' Standard
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Table 2.13-1 (cont.)
AMBIENT AIR QUALITY STANDARDS

Averaging CAAQS’ NAAQS®
Pollutant Time |Concentration®’| Attainment Status | Primary® Secondary” | Attainment Status
Sulfates (SO4) | 24-Hour 25 ug/m® Attainment -- - -
Hydrogen 0.03 ppm o
Suffide (HoS) 1-Hour (42 ug/m®) Unclassified
. . 110 0.01 ppm o
Vinyl chloride 24-Hour (26 pg/m3) Unclassified

" CAAQS for O, CO (except Lake Tahoe), SO, (1- and 24- ® National Secondary Standards: The levels of air quality necessary to
hour), NOz, PM1, PM. 5, and visibility reducing particles are protect the public welfare from any known or anticipated adverse
values that are not to be exceeded. All others are not to be effects of a pollutant.

) equaled or exceeded. ) ® The nitrogen dioxide ambient air quality standard was amended to
NAAQS (other than Os, particulate matter, and those based on  ower the 1-hour standard to 0.18 ppm and establish a new annual
annual averages or annual arithmetic mean) are not to be standard of 0.030 ppm. These changes became effective March 20,
exceeded more than once a year. The Os standard is attained 2008.

when the fourth highest 8-hour concentration in a year,
averaged over three years, is equal to or less than the
standard. For PMy, the 24-hour standard is attained when the
expected number of days per calendar year with a 24-hour
average concentration above 150 pg/m3 is equal to or less than
one. For PM; s, the 24-hour standard is attained when 98
percent of the daily concentrations, averaged over three years,

" To attain this standard, the 3-year average of the 98th percentile of
the daily maximum 1-hour average at each monitor within an area
must not exceed 0.100 ppm (effective January 22, 2010).

® Due to a lack of evidence linking health problems to long-term
exposure to coarse particle pollution, USEPA revoked the annual
PM; standard on December 17, 2006.

are equal to or less than the standard. Contact USEPA for ° Effective December 17, 2006, USEPA lowered the PM. s 24-hour
further clarification and current federal policies. standard from 65 pg/m” to 35 pg/m”.

3 Concentration expressed first in units in which it was ' The California Air Resources Board (ARB) has identified lead and
promulgated. Ppm in this table refers to ppm by volume or vinyl chloride as “toxic air contaminants” with no threshold level of
micromoles of pollutant per mole of gas. exposure for adverse health effects determined. These actions allow

National Primary Standards: The levels of air quality for the implementation of control measures at levels below the

necessary, with an adequate margin of safety, to protect the . ambient concentrations specified for these pollutants.
public health. National lead standard, rolling 3-month average: final rule signed
October 15, 2008.

km = kilometers; mg/m3 = milligrams per cubic meter; ppm = parts per million; pg/m3 = micrograms per cubic meter
| source: ARB 2011

To determine whether a project would be consistent with local air quality plans and programs,
an affirmative regional conformity determination must be made before a project may proceed.
The purpose of the regional conformity determination is to demonstrate that the projects
included in the conformity determination would not cause or contribute to a violation of an
ambient air quality standard. The San Diego Air Basin (SDAB) is currently considered to be a
basic nonattainment area for the NAAQS and CAAQS for O,;, with three exceedances of the 8-
hour federal standard and one exceedance of the 1-hour state standard in 2007; three
exceedances of the 8-hour federal standard and two exceedances of the 1-hour state standard
in 2008; and one exceedance of both the 8-hour federal standard and 1-hour state standard in
2009. The SDAB is also classified as a nonattainment area for the CAAQS for PM, 5, and PMy;
no exceedances of the state or federal standards were recorded between 2007 and 2009. The
SDAB is classified as an attainment or unclassified area for all other pollutants. The conformity
determination must address regional transportation projects and include the projects in the
assessment conducted for the SIP, which includes emissions budgets for the air basin and
strategies to attain and maintain the ozone standard.
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Carbon Monoxide (CO)

The Transportation Project-Level Carbon Monoxide Protocol (1997) provides guidance for
determining whether a project would have the potential to cause or contribute to a violation of an
air quality standard on a localized basis. The Protocol provides for various levels for the local
CO analysis to make the determination of the potential for air quality impacts.

In addition, all projects, except those that are exempt from analysis, are subject to a local CO
impact review. This involves an evaluation of the potential for CO “hot spots” to result due to
traffic congestion. CO “hot spots” are typically evaluated when: (1) the level of service (LOS) of
an intersection or roadway decreases to an LOS D or worse; and (2) sensitive receptors, such
as residences, commercial developments, schools, hospitals, etc., are located in the vicinity of
the affected intersection or roadway segment.

The Protocol contains a local CO analysis flow chart that is designed to assist in the evaluation
of the requirements for demonstrating if a project would cause an air quality impact. The flow
chart contained in the Protocol was followed to determine the analysis required for the Project.
Based on the evaluation, a further local CO impact analysis or regional conformity determination
is not required for the Project, and the Project would not cause or contribute to a violation of the
air quality standards for CO.

The Transportation Conformity Rules require a statement that “Federal projects must not cause
or contribute to any new localized CO violations or increase the frequency or severity of any
existing CO violations in CO nonattainment and maintenance areas.”

The CO portion of the requirement applies to the Proposed Project because the SDAB is a
federal CO maintenance area. The air quality analysis of projects included in the RTP and RTIP
do not include the analysis of local CO impacts; these must be addressed on a project level.

Based on this evaluation, as shown in the flow chart, a further local CO impact analysis or
regional conformity determination is not required for the Project, and the Project would not
cause or contribute to a violation of the air quality standards for CO.

The Project does not considerably increase cold start percentage, does not considerably
increase traffic volumes, improves traffic flow, and does not move ftraffic closer to a receptor
site. According to the CO Protocol, the Proposed Project would be considered satisfactory and
no further CO analysis is required. Therefore, no localized CO impacts would occur.

Particulate Matter (PM;, and PM, 5)

On March 10, 2006, the U.S. Environmental Protection Agency (USEPA) published a final rule
that establishes the transportation conformity criteria and procedures for determining which
transportation projects must be analyzed from local air quality impacts in PMs, and PM,5
nonattainment and maintenance areas. Based on that rule, the USEPA and FHWA published
Transportation Conformity Guidance for Qualitative Hot-spot Analysis in PMy; and PM,5
Nonattainment and Maintenance Areas (also known as the PM Guidance). While the SDAB is
not a federally designated PM;, and PM, 5 nonattainment or maintenance area, it is designated
as a state nonattainment area for both pollutants. Thus, to meet state requirements, the Project
is assessed using the procedure outlined in the PM Guidance.

The PM Guidance document describes a qualitative hot spot analysis method that does not
involve dispersion modeling. This qualitative PMsq and PM. 5 hot spot analysis method involves a
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more streamlined review of local factors such as local monitoring data near a proposed project
location.

The PM4g and PM, 5 hot spot analysis method in the March 2006 Guidance involves two steps: (1)
determining whether or not a project is a "project of concern" and (2) if it is a "project of concern,"
preparation of a qualitative (emission analysis only), but more detailed, analysis of the project.
The PM Guidance defines the following types of projects as projects of air quality concern:

e New or expanded highway projects that have a significant number of or significant
increase in diesel vehicles;

o Projects affecting intersections that are at LOS D, E, or F with a significant number of
diesel vehicles, or those that would change to LOS D, E, or F, because of increased
traffic volumes from a significant number of diesel vehicles related to the project;

e New or expanded bus and rail terminals and transfer points that have a significant
number of diesel vehicles congregating at a single location; or

e Projects in or affecting locations, areas, or categories of sites that are identified in the
PM.s applicable implementation plan or implementation plan submission, as
appropriate, as sites of violation or possible violation.

A significant volume for a new highway or expressway is defined as an annual average daily
traffic (AADT) volume of 125,000 or more, and a significant number of diesel vehicles is defined
as 8 percent or more of that total AADT, or more than 10,000 truck AADT. A significant
increase in diesel truck traffic is normally considered to be approximately 10 percent.

The proposed improvements to the I-5 corridor in the vicinity of the Genesee Avenue
interchange would maintain or improve projected future traffic operations. The existing 2009
AADT volume is 92,470. The horizon year (2030) AADT volume without the Project would be
130,200 vehicles. However, the existing diesel-fueled truck percentage within the Project limits
is 6.5 percent of AADT, which is below the threshold of 8 percent. The Proposed Project would
not result in an increase in the ratio of trucks to the volumes and the estimated horizon year
(2030) truck AADT would remain at 6.5 percent.

As indicated in this guidance, pursuant to 40 CFR 93.123(b)(i) and (ii), any new and expanded
highway project that does not involve a significant (greater than 8 percent) number or increase
in the number of diesel vehicles is a project that is not of air quality concern and consequently
does not require a respirable particulate matter with a diameter of 10 microns or less (PMo) or
fine particulate matter with a diameter of 2.5 microns or less (PM.5) hotspot analysis. Thus,
implementation of the Proposed Project is likely to improve traffic conditions and would not
contribute to particulate matter exceedances.

The Project is located in an attainment area for federal PM,s and PMy, standards, and in a
nonattainment area of state PM, s and PM, standards. Based on screening using USEPA PM
Guidance, the Project is not a Project of Air Quality Concern because it does not meet the
criteria due to relatively low total/truck AADT, truck percentage, and increase in truck volumes
comparing the Build and No Build Alternatives. The Project is improving traffic operations by
smoothing traffic flow. The Project is therefore in conformance for federal PM,s and PM;g
standards and is unlikely to increase the frequency or severity of any existing exceedances
regarding the non-attainment of state PM, s and PM,q standards.

Interstate 5/Genesee Interchange Reconstruction Project IS/EA 2.13-6
June 2011



Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.13 Air Quality

Construction Impacts

Construction is expected to take place from January 2014 to January 2016 for a total projected
time length of 24 months. Construction equipment and activities would result in emissions of
criteria pollutants and fugitive dust. Due to the anticipated time period of construction (less than
five years), no quantitative estimates of construction emissions are necessary. Below is a
qualitative analysis of potential construction impacts.

During construction, short-term degradation of air quality may occur due to the release of
particulate emissions (airborne dust) generated by excavation, grading, hauling, and other
activities related to construction. Emissions from construction equipment also are anticipated
and would include CO, nitrogen oxides (NOy), volatile organic compounds (VOCs),
directly emitted particulate matter (PMs, and PM;5), and TACs, such as diesel exhaust
particulate matter.

Site preparation and roadway construction would involve clearing, cut-and-fill activities, grading,
removing or improving existing roadways, and paving roadway surfaces. Construction-related
effects on air quality from most highway projects would be greatest during the site preparation
phase because most engine emissions are associated with the excavation, handling, and
transport of soils to and from the site. If not properly controlled, these activities would
temporarily generate PM;o, PM, 5, and small amounts of CO, SO,, NOy, and VOCs. Sources of
fugitive dust would include disturbed soils at the construction site and trucks carrying uncovered
loads of soils. Unless properly controlled, vehicles leaving the site would deposit mud on local
streets, which could be an additional source of airborne dust after it dries. PMj, emissions
would vary from day to day, depending on the nature and magnitude of construction activity and
local weather conditions. PM;y, emissions would depend on soil moisture, silt content of sail,
wind speed, and the amount of equipment operating. Larger dust particles would settle near the
source, while fine particles would be dispersed over greater distances from the construction site.

Construction activities for large development projects are estimated by the USEPA to add 1.09
tonne (1.2 tons) of fugitive dust per acre of soil disturbed per month of activity. If water or other
soil stabilizers are used to control dust, the emissions can be reduced by up to 50 percent.
Caltrans' Standard Specifications (Section 10) pertaining to dust minimization requirements
requires use of water or dust palliative compounds and would reduce potential fugitive dust
emissions during construction.

In addition to dust-related PM,o emissions, heavy trucks and construction equipment powered
by gasoline and diesel engines would generate CO, SO,, NOx, VOCs, and some soot
particulate (PM4o and PM,5) in exhaust emissions. If construction activities were to increase
traffic congestion in the area, CO and other emissions from traffic would increase slightly while
those vehicles are delayed. These emissions would be temporary and limited to the immediate
area surrounding the construction site.

SO, is generated by oxidation during combustion of organic sulfur compounds contained in
diesel fuel. Off-road diesel fuel meeting federal standards can contain up to 5,000 parts per
million (ppm) of sulfur, whereas on-road diesel is restricted to less than 15 ppm of sulfur.
However, under California law and California Air Resources Board (ARB) regulations, off-road
diesel fuel used in California must meet the same sulfur and other standards as on-road diesel
fuel, so SO,-related issues due to diesel exhaust would be minimal. Some phases of
construction, particularly asphalt paving, would result in short-term odors in the immediate area
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of each paving sites. Such odors would be quickly dispersed below detectable thresholds as
distance from the sites increases.

Refer to the Avoidance, Minimization and/or Mitigation Measures section below for measures to
avoid or minimize short-term air quality effects resulting from construction activities.

Naturally Occurring Asbestos and Structural Asbestos

Exposure and disturbance of rock and soil that contains asbestos can result in the release of
fibers to the air and consequent exposure to the public. Asbestos most commonly occurs in
ultramafic rock that has undergone partial or complete alteration to serpentine rock (proper rock
name serpentinite) and often contains chrysotile asbestos. In addition, another form of
asbestos, tremolite, can be found associated with ultramafic rock, particularly near faults.
Sources of asbestos emissions include unpaved roads or driveways surfaced with ultramafic
rock, construction activities in ultramafic rock deposits, or rock quarrying activities where
ultramafic rock is present. Based on the map of naturally occurring asbestos locations
contained in A General Location Guide for Ultramafic Rocks in California — Areas More Likely to
Contain Naturally Occurring Asbestos (California Department of Conservation, Divisions of
Mines and Geology 2000), major ultramafic rock formations are not found in San Diego County.
Therefore, construction and grading would not occur in an area with ultramafic rock that could
be a source of emissions of naturally occurring asbestos. No operational impacts would occur
from naturally occurring asbestos. (Refer to Subchapter 2.12, Hazardous Waste/Materials, for a
discussion on structural asbestos-containing materials.)

Mobile Source Air Toxics

The following discussion is based on the FHWA Memorandum, Subject: INFORMATION:
Interim Guidance Update on Mobile Source Air Toxic Analysis in NEPA Documents, dated
September 30, 2009 (FHWA 2009), which provides an update to the Interim Guidance on Air
Toxic Analysis in NEPA Documents, dated February 3, 2006 (FHWA 2006a). The purpose of
the guidance is to advise when and how to analyze Mobile Source Air Toxics (MSAT) in the
NEPA process for highways. This guidance is interim because MSAT science is still evolving.
As the science progresses, FHWA will update the guidance.

USEPA is the lead federal agency for administering the CAA and has certain responsibilities
regarding the health effects of MSATs. USEPA regulates 188 air toxics, known as hazardous
air pollutants, under the CAA. USEPA has assessed this expansive list in their latest rule on the
Control of Hazardous Air Pollutants from Mobile Sources (Federal Register, Vol. 72, No. 37,
Page 8430, February 20, 2007) and identified a group of 93 compounds emitted from mobile
sources that are listed in their Integrated Risk Information System (IRIS)
(http://cfcpub.epa.gov/ncealiris/index.cfm). In addition, USEPA identified seven compounds
with significant contributions from mobile sources that are among the national and regional-
scale cancer risk drivers from their 1999 National Air Toxics Assessment (NATA)
(http://www.epa.gov/ttn/atw/nata1999/). These are acrolein, benzene, 1,3-butadiene, diesel
particulate matter plus diesel exhaust organic gases (diesel particulate matter), formaldehyde,
naphthalene, and polycyclic organic matter. While FHWA considers these the priority MSATSs,
the list is subject to change and may be adjusted in consideration of future USEPA rules.

The 2007 USEPA rule mentioned above requires controls that will dramatically decrease MSAT
emissions through cleaner fuels and cleaner engines. According to an FHWA analysis using
USEPA’s MOBILE6.2 model, even if vehicle activity (vehicle miles traveled [VMT]) increases by
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145 percent as assumed, a combined reduction of 72 percent in the total annual emission rate
for the priority MSAT is projected from 1999 to 2050, as shown in Figure 2.13-1.
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(1) Annual emissions of polycyclic organic matter are projected to be 561 tons per year for 1999, decreasing to 373
tons per year for 2050.

(2) Trends for specific locations may be different, depending on locally derived information representing vehicle-miles
travelled, vehicle speeds, vehicle mix, fuels, emission control programs, meteorology, and other factors.

Source: USEPA. MOBILEG6.2 Model run August 20, 2009.

MSAT Emission Trends 1999-2050 for Vehicles Operating
on Roadways Using USEPA’S MOBILE6.2 Model
Figure 2.13-1

Air toxics analysis is a continuing area of research. While much work has been done to assess
the overall health risk of air toxics, many questions remain unanswered. In particular the tools
and techniques for assessing project-specific health outcomes as a result of lifetime MSAT
exposure remain limited. Air toxics analysis is a continuing area of research. While much work
has been done to assess the overall health risk of air toxics, many questions remain
unanswered. In particular, the tools and techniques for assessing project-specific health
outcomes as a result of lifetime MSAT exposure remain limited. These limitations impede the
ability to evaluate how the potential health risks posed by MSAT exposure should be factored
into project-level decision-making within the context of NEPA. Nonetheless, air toxics concerns
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continue to be raised on highway projects during the NEPA process. Even as the science
emerges, the FHWA is expected by the public and other agencies to address MSAT impacts in
environmental documents. The FHWA, USEPA, Health Effects Institute (HEI), and others have
funded and conducted research studies to try to more clearly define potential risks from MSAT
emissions and associated with highway projects. The FHWA will continue to monitor the
developing research in this emerging field.

Incomplete or Unavailable Information for Project Specific MSAT Impact Analysis

This air quality analysis includes a basic analysis of the likely MSAT emission impacts of this
project. However, available technical tools do not enable us to predict the Project-specific
health impacts of the emission changes associated with implementation of the proposed
Project. Due to these limitations, the following discussion is included in accordance with the
Code of Federal Regulations, Title 40, Protection of the Environment, Section 1502.22(b)
(40 CFR §1502.22(b)) regarding incomplete or unavailable information:

Information that is Unavailable or Incomplete. In FHWA's view, information is incomplete or
unavailable to credibly predict the project-specific health impacts due to changes in MSAT
emissions associated with a proposed set of highway alternatives. The outcome of such an
assessment, adverse or not, would be influenced more by the uncertainty introduced into the
process through assumption and speculation rather than any genuine insight into the actual
health impacts directly attributable to MSAT exposure associated with a proposed action.

USEPA is responsible for protecting the public health and welfare from any known or anticipated
effect of an air pollutant. They are the lead authority for administering the CAA and its
amendments and have specific statutory obligations with respect to hazardous air pollutants and
MSAT. USEPA is in the continual process of assessing human health effects, exposures, and
risks posed by air pollutants. They maintain the IRIS, which is “a compilation of electronic
reports on specific substances found in the environment and their potential to cause human
health effects” (USEPA, http://www.epa.gov/ncealiris/index.html). Each report contains
assessments of non-cancerous and cancerous effects for individual compounds and
quantitative estimates of risk levels from lifetime oral and inhalation exposures with uncertainty
spanning perhaps an order of magnitude.

Other organizations are also active in the research and analyses of the human health effects of
MSAT, including the HEI. Two HEI studies are summarized in Appendix D of FHWA's Interim
Guidance Update on Mobile Source Air Toxic Analysis in NEPA Documents. Among the
adverse health effects linked to MSAT compounds at high exposures are cancer in humans in
occupational settings; cancer in animals; and irritation to the respiratory tract, including the
exacerbation of asthma. Less obvious is the adverse human health effects of MSAT
compounds at current environmental concentrations (HEI,
http://pubs.healtheffects.org/view.php?id=282) or in the future as vehicle emissions substantially
decrease (HEI, http://pubs.healtheffects. org/view.php?id=306).

The methodologies for forecasting health impacts include emissions modeling; dispersion
modeling; exposure modeling; and then final determination of health impacts - each step in the
process building on the model predictions obtained in the previous step. All are encumbered by
technical shortcomings or uncertain science that prevents a more complete differentiation of the
MSAT health impacts among a set of project alternatives. These difficulties are magnified for
lifetime (i.e., 70 year) assessments, particularly because unsupportable assumptions would
have to be made regarding changes in travel patterns and vehicle technology (which affects
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emissions rates) over that time frame, since such information is unavailable. The results
produced by USEPA's MOBILE6.2 model, California EPA's EMFAC2007 model, and USEPA's
DraftMOVES2009 model in forecasting MSAT emissions are highly inconsistent. Indications
from the development of the MOVES model are that MOBILEG.2 significantly underestimates
diesel particulate matter emissions and significantly overestimates benzene emissions.

Regarding air dispersion modeling, an extensive evaluation of USEPA's guideline CAL3QHC
model was conducted in a National Cooperative Highway Research Program study
(http://www.epa.gov/scram001/dispersion_alt.htm#hyroad), which documents poor model
performance at 10 sites across the country - 3 where intensive monitoring was conducted plus
an additional 7 with less intensive monitoring. The study indicates a bias of the CAL3QHC
model to overestimate concentrations near highly congested intersections and underestimate
concentrations near uncongested intersections. The consequence of this is a tendency to
overstate the air quality benefits of mitigating congestion at intersections. Such poor model
performance is less difficult to manage for demonstrating compliance with NAAQS for relatively
short time frames than it is for forecasting individual exposure over an entire lifetime, especially
given that some information needed for estimating 70-year lifetime exposure is unavailable. It is
particularly difficult to reliably forecast MSAT exposure near roadways, and to determine the
portion of time that people are actually exposed at a specific location.

There are considerable uncertainties associated with the existing estimates of toxicity of the
various MSAT, because of factors such as low-dose extrapolation and translation of
occupational exposure data to the general population, a concern expressed by HEI
(http://pubs.healtheffects.org/view.php?id=282). As a result, there is no national consensus on
air dose-response values assumed to protect the public health and welfare for MSAT
compounds, and in particular  for  diesel particulate = matter. USEPA
(http://www.epa.gov/risk/basicinformation.htm#g) and HEI
(http://pubs.healtheffects.org/getfile.php?u=395) have not established a basis for quantitative
risk assessment of diesel particulate matter in ambient settings.

There is also the lack of a national consensus on an acceptable level of risk. The current
context is the process used by USEPA as provided by the CAA to determine whether more
stringent controls are required in order to provide an ample margin of safety to protect public
health or to prevent an adverse environmental effect for industrial sources subject to the
maximum achievable control technology standards, such as benzene emissions from refineries.
The decision framework is a two-step process. The first step requires USEPA to determine a
“safe” or “acceptable” level of risk due to emissions from a source, which is generally no greater
than approximately 100 in 1 million. Additional factors are considered in the second step, the
goal of which is to maximize the number of people with risks less than 1 in 1 million due to
emissions from a source. The results of this statutory two-step process do not guarantee that
cancer risks from exposure to air toxics are less than 1 in 1 million; in some cases, the residual
risk determination could result in maximum individual cancer risks that are as high as
approximately 100 in 1 million. In a June 2008 decision, the U.S. Court of Appeals for the
District of Columbia Circuit upheld USEPA's approach to addressing risk in its two-step decision
framework. Information is incomplete or unavailable to establish that even the largest of
highway projects would result in levels of risk greater than safe or acceptable.

Because of the limitations in the methodologies for forecasting health impacts described, any
predicted difference in health impacts between alternatives is likely to be much smaller than the
uncertainties associated with predicting the impacts. Consequently, the results of such
assessments would not be useful to decision makers, who would need to weigh this information
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against project benefits, such as reducing traffic congestion, accident rates, and fatalities plus
improved access for emergency response, that are better suited for quantitative analysis.

The proposed Project would improve the I-5/Genesee Avenue interchange and make related
improvements to Voigt Drive overcrossing and Gilman Drive. The Project is not expected to
facilitate significant additional capacity on I-5. Therefore, the proposed Project would not be
included in Category three (3). By default, the proposed Project would be included in Category
two (2) and would have a low potential for MSAT effects.

Climate Change

Climate change is analyzed in Subchapter 2.22, Climate Change (CEQA). Neither the USEPA nor
FHWA has promulgated explicit guidance or methodology to conduct project-level GHG analysis.
As stated on FHWA'’s climate change website (http://www.fhwa.dot.gov/hep/climate/index.htm),
climate change considerations should be integrated throughout the transportation decision-
making process—from planning through project development and delivery. Addressing climate
change mitigation and adaptation up front in the planning process will facilitate decision-making
and improve efficiency at the program level, and will inform the analysis and stewardship needs
of project level decision-making. Climate change considerations can easily be integrated into
many planning factors, such as supporting economic vitality and global efficiency, increasing
safety and mobility, enhancing the environment, promoting energy conservation, and improving
the quality of life.

Because there have been more requirements set forth in California legislation and executive
orders regarding climate change, the issue is addressed in the CEQA chapter of this
environmental document and may be used to inform the NEPA decision. The four strategies set
forth by FHWA to lessen climate change impacts do correlate with efforts that the state has
undertaken and is undertaking to deal with transportation and climate change; these strategies
include improved transportation system efficiency, cleaner fuels, cleaner vehicles, and reduction
in the growth of vehicle hours travelled.

No Build Alternative

Under the No Build Alternative, no Project construction would occur. Consequently, there would
be no emissions associated with construction activities. The I-5/Genesee Avenue interchange
would not be improved, and existing and future traffic congestion would therefore not be eased.
Since operational traffic impacts would not be reduced, air quality impacts also would not be
reduced.

2.13.4 Avoidance, Minimization and/or Mitigation Measures

Compliance with the Department’'s Standard Specifications (Sections 7 and 10) and
implementation of the following avoidance and minimization measures would avoid or minimize
short-term air quality effects resulting from construction activities:

o Apply water or dust palliative to exposed soil surfaces at the Project site as frequently as
necessary to control fugitive dust emissions.

e Spread soil binder on any unpaved roads used for construction purposes, and all
construction parking areas.
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e Wash off trucks as they leave the Project site as necessary to control fugitive dust
emissions.

o Use track-out reduction measures, such as gravel pads, at access points to minimize
dust and mud deposits on roads affected by construction traffic.

e Remove dust and mud that are deposited on paved, public roads due to construction
activity and traffic to decrease particulate matter.

o Cover transported loads of soils and wet materials prior to transport, or provide adequate
freeboard (space from the top of the material to the top of the truck) to reduce PM,, and
deposition of particulate matter during transportation.

¢ Install mulch or plant vegetation as soon as practical after grading to reduce windblown
particulate in the area.

e Locate construction equipment and truck staging and maintenance areas as far as
feasible and nominally downwind of schools, active recreation areas, and other areas of
high population density.

o Locate equipment and materials storage areas as far away from residential and park
uses as practical.

The Project would be consistent with applicable air quality plans. The Project would not cause
or contribute to new localized exceedances of ambient air quality standards, nor would it
increase the frequency or severity of any existing exceedances. No mitigation measures are
proposed with regard to air quality.
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214 NOISE

Background

Fundamentals of Traffic Noise

Noise is defined as excessive or undesired sound. Human sensitivity to sound depends on the
sound’s intensity, frequency composition, and duration. Noise intensity is measured on a scale
with units termed as decibels (dB). This scale is logarithmic and represents the wide range of
sounds audible to the human ear. With this scale, an increase of 10 dB is perceived as a
doubling of the apparent loudness. Under ideal listening conditions, people generally cannot
detect differences of 1 dB, while people with normal hearing can usually detect differences of
2 or 3 dB. In an outside, relatively noisy environment, such as near roadways, most people
would not notice changes of 2 or 3 dB.

When addressing how noise affects people, it is necessary to consider the sound frequency
response of the human ear. The increased sensitivity of the human ear to certain frequencies is
approximated by weighing the dB scale toward those frequencies. The weighted decibel scale
that best approximates the response of the human ear is known as the A-weighted scale (dBA).
All sound levels in the Noise Study Report are reported in dBA.

Average sound levels are characterized by a noise descriptor known as the equivalent sound
level (Leg). The Leg is the dB level of a constant sound with the same energy as the actual
fluctuating sound levels, which are measured over a given period of time. The noise descriptor
used most commonly in the Noise Study Report is the one-hour average A-weighted sound
level (Leq [N]).

Noise Characteristics of Vehicles and Roadways

Roadway noise is dependent on many factors, including vehicle type, speed, number of
vehicles; roadway surface and gradient; distance from the roadway to the receptor; ground
surface type; and shielding due to structures, noise barriers, hills, roadway edges, or earthen
berms between a receptor and the road. Generally, if vehicle speed and/or traffic volume
increases, the noise level also increases. However, it should be noted that heavy trucks
typically operate at a more constant noise output than automobiles regardless of speed,
because they retain a nearly constant engine revolutions per minute (rpm) level.

The noisiest component of cars is typically the tire/road interface, while for most heavy trucks,
the majority of the noise emanates from the exhaust stack. Roadway surface and gradient also
affect noise. Different surfaces can lead to an approximate difference of up to 3 to 4 dBA in
generated noise levels. Atmospheric conditions also can have a significant effect on noise
levels when noise receptors are located more than 61 m (200 ft) from a roadway. Wind is the
most important meteorological factor within approximately 152 m (500 ft) of the source, whereas
vertical air temperature gradients are more important at greater distances. Other factors such
as air temperature, humidity, and turbulence also can have significant effects.

2.14.1 Regqulatory Setting

The National Environmental Policy Act (NEPA) and California Environmental Quality Act
(CEQA) provide the broad basis for analyzing and abating highway traffic noise effects. The
intent of these laws is to promote the general welfare and to foster a healthy environment. The
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requirements for noise analysis and consideration of noise abatement and/or mitigation,
however, differ between NEPA and CEQA.

National Environmental Policy Act and 23 CFR 772

For highway transportation projects with FHWA (and Caltrans, as assigned) involvement, the
Federal-aid Highway Act of 1970 and the associated implementing regulations (23 CFR 772)
govern the analysis and abatement of traffic noise impacts. The regulations require that
potential noise impacts in areas of frequent human use be identified during the planning and
design of a highway project. The regulations contain noise abatement criteria (NAC) that are
used to determine when a noise impact would occur. The NAC differ depending on the type of
land use under analysis. For example, the NAC for residences (67 dBA) is lower than the NAC
for commercial areas (72 dBA). Table 2.14-1 lists the NAC for use in the NEPA-23 CFR 772
analysis.

Table 2.14-1
NOISE ABATEMENT CRITERIA

Activity NAC, Hourly A-
Category weighted Noise Description of Activities

Level, dBA L4

Lands on which serenity and quiet are of extraordinary
A 57 Exteri significance and serve an important public need and where
xterior

the preservation of those qualities is essential if the area is
to continue to serve its intended purpose

Picnic areas, recreation areas, playgrounds, active sport

B 67 Exterior areas, parks, residences, motels, hotels, schools, churches,
libraries, and hospitals

Developed lands, properties, or activities not included in

C 72 Exterior Categories A or B above
-- Undeveloped lands
. Residence, motels, hotels, public meeting rooms, schools,
E 52 Interior

churches, libraries, hospitals, and auditoriums

Table 2.14-2, Noise Levels of Common Activities, lists the noise levels of common activities to
enable readers to compare the actual and predicted highway noise levels discussed in this
subchapter with common activities.

In accordance with Caltrans’ Traffic Noise Analysis Protocol for New Highway Construction and
Reconstruction Projects (2006b), a noise impact occurs when the future noise level with the
project results in a substantial increase in noise level (defined as a 12 dBA or more increase) or
when the future noise level with the project approaches or exceeds the NAC. Approaching the
NAC is defined as coming within 1 dBA of the NAC.
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Table 2.14-2
NOISE LEVELS OF COMMON ACTIVITIES

Common Qutdoor Noise Level Common Indoor
Activities (dBA Activities

—

Rock Band
Jet Fly-over at 300m (1000 ft)

Gas Lawn Mower at 1 m (3 ft)

Diesel Truck at 15 m (50 ft),

at 80 km (50 mph)

Noisy Urban Area, Daytime
Gas Lawn Mower, 30 m (100 ft)
Commercial Area

Heavy Traffic at 90 m (300 ft)

Food Blender at 1 m (3 ft)
Garbage Disposal at 1 m (3 ft)

Vacuum Cleaner at 3 m (10 ft)
Normal Speech at 1 m (3 ft)

Large Business Office
Quiet Urban Daytime Dishwasher Next Room

Quiet Urban Nighttime Theater, Large Conference

SIGICICIOIOIOCIOIOIENE)

Quiet Suburban Nighttime Room (Background)
Library
Quiet Rural Nighttime Bedroom at Night,
Concert Hall (Background)
Broadcast/Recording Studio
Lowest Threshold of Human Lowest Threshold of Human
Hearing Hearing

If it is determined that the project would have noise impacts, then potential abatement measures
must be considered. Noise abatement measures that are determined to be reasonable and
feasible at the time of final design are incorporated into the project plans and specifications.
This document discusses noise abatement measures that would likely be incorporated into the
Proposed Project.

Caltrans’ Traffic Noise Analysis Protocol sets forth the criteria for determining when an
abatement measure is reasonable and feasible. Feasibility of noise abatement is basically an
engineering concern. A minimum 5-dBA reduction in the future noise level must be achieved for
an abatement measure to be considered feasible. Other considerations include topography,
access requirements, other noise sources, and safety considerations. The reasonableness
determination is basically a cost-benefit analysis. Factors used in determining whether a
proposed noise abatement measure is reasonable include residents acceptance, the absolute
noise level, build versus existing noise, environmental impacts of abatement, public and local
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agencies’ input, newly constructed development versus development pre-dating 1978, and the
cost per benefited residence.

California Environmental Quality Act

CEQA requires a strictly baseline versus build analysis to assess whether a proposed project
would have a noise impact. If a proposed project is determined to have a significant noise
impact under CEQA, then CEQA dictates that mitigation measures must be incorporated into
the project unless such measures are not feasible.

2.14.2 Affected Environment

A Noise Study Report (2009) and Noise Abatement Decision Report (2009) were prepared,
which assess potential noise impacts due to implementation of the Project. As a result of the
Noise Abatement Decision Report it was concluded that abatement was not reasonable at this
time. The results and conclusions of the reports are summarized in the following sections.

Land uses near the Project site to the west of I-5, from north to south, include commercial
buildings to the north of Genesee Avenue, University of California, San Diego (UCSD) Facility
Management to the north of Voigt Drive, Warren Field to the south of Voigt Drive, the Sixth
College Apartments to the south of Warren Field, and the VA Medical Center to the north of La
Jolla Village Drive. Land uses to the east include commercial buildings to the north of Genesee
Avenue, the Scripps Memorial Hospital to the north of Voigt Drive, the UCSD baseball field to
the south of Voigt Drive, the UCSD Medical Center La Jolla between Voigt Drive and La Jolla
Village Drive, and the UCSD East Campus Housing to the north of La Jolla Village Drive.

Areas of frequent outdoor human use in the Project area include Warren Field, the UCSD
baseball field, patio dining areas on Science Center Drive, a basketball court on Science Center
Drive, and a contemplative space at Scripps Memorial Hospital. The patios on the East
Campus Housing buildings (constructed 2005 to 2007) are not considered to be noise sensitive
due to their size and observed use; these spaces are not designated as outdoor usable space
by UCSD, and protection was not a design requirement. None of the Sixth College apartments
have patios or balconies facing I-5; the outdoor use areas associated with this area are located
to the west, behind multiple residential structures. There are no outdoor use areas at the multi-
story commercial office buildings along Campus Point Drive or the UCSD Campus Services
Complex. Access to the commercial area northeast of the |-5/Genesee Avenue interchange
was not available, due to security access restrictions.

Noise Measurement Procedures

Noise measurements were conducted in conformance with the Caltrans and FHWA guidelines.
Long-term measurements were performed using a Larson Davis Model 720 American National
Standards Institute Type 2 Integrating Sound Level Meter. The meter was placed in a watertight
container and the microphone was covered with a windscreen and mounted securely on a tree,
so that the microphone was approximately 1.5 m (5 ft) above ground level and at least 3 m
(10 ft) from any wall or building to prevent reflections or unrepresentative shielding of noise.

The meters were set to slow time response on the A-weighted scale (dBA) and were calibrated
before and after the measurement period. @ Meteorological conditions (e.g., ambient
temperature, wind speed, etc.) were measured during each short-term noise measurement.
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Personnel with a direct view of I-5, Voigt Drive, and Genesee Avenue conducted traffic counts
concurrently with the short-term noise measurements.

The results of the long-term noise measurements were used to determine the peak noise hour
period(s) for I-5 in the Project area. Subsequent short-term measurements were conducted
during these periods.

Long-term Measurement

One long-term (24-hour) sound level measurement (LT1) was conducted from 7:00 AM on June
19, 2007, to 7:00 AM on June 20, 2007. The purpose of this measurement was to obtain an
hourly record of the traffic noise associated with I-5 and to determine the peak noise hour(s) for
the subsequent short-term measurement. The measurement was taken at the top of the slope
between I-5 and Warren Field, which has a direct line-of-sight to I-5. Noise sources consisted of
vehicular traffic on I-5 and Gilman Drive. The one-hour L¢q ranged from 64.3 dBA to 76.4 dBA,
with an average of 73.0 dBA. The peak noise hours were determined to occur between 6:00
AM and 9:00 AM.

Short-term Measurements

Seven short-term (0.5-hour) measurements were conducted at areas of frequent outdoor human
use between June 2007 and November 2007 during the peak noise hours. The measurement
locations are described below and shown on Figure 2.14-1:

e ST1: Patio area on east side of building at 10777 Science Center Drive. Dominant noise
source is vehicular traffic on I-5.

e ST2: Patio area on southeast side of building at 10555 Science Center Drive. Dominant
noise source is vehicular traffic on I-5.

e ST3: Basketball court on north side of building at 10255 Science Center Drive.
Dominant noise sources are vehicular traffic on I1-5 and Genesee Avenue.

e ST4: Southeast corner of Warren Field. Dominant noise sources are vehicular traffic on
I-5 and Gilman Drive.

e ST5: Western edge of UCSD East Campus Housing. Dominant noise source is
vehicular traffic on I-5.

e ST6: Southwest side of UCSD baseball field. Dominant noise source is vehicular traffic
on I-5.

e ST7: North side of Warren Field. Dominant noise sources are vehicular traffic on Voigt
Drive and I-5.

The locations and results of all peak-noise hour measurements are shown in Table 2.14-3. As
shown in the table, the noise level ranged from 56.8 to 76.4 dBA L.
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Table 2.14-3
SOUND LEVEL MEASUREMENT RESULTS
Measurement . . . Noise Level
Location Location Land Use Meter Location Date Time (dBA Lo)
East of Warren Between Gilman Drive 0700 -
LT1 Field N/A and I-5 6-19-07 0800 76.4
10777 Science . . . 0600 -
ST1 Center Drive Commercial Patio on east side 6-26-07 0700 60.0
10555 Science . . . 0635 -
ST2 Center Drive Commercial Patio on southeast side 6-26-07 0735 65.0
10255 Science . Basketball court on 0715 -
ST3 Center Drive Commercial north side 6-26-07 0745 57.0
ST4 Warren Field Institutional Southeast corner of field | 11-13-07 0(?74155' 69.6
East Campus . . Western side of west 0740 -
ST5 Housing Residential building 6-28-07 0840 69.2
UCSD Baseball — . ) 0625 -
ST6 Field Institutional West side of field 6-28-07 0725 56.8
ST7 Warren Field | Institutional | North side, near pool | 7-10-07 00753?0- 60.1
Notes:

Measured noise level at LT1 is highest hourly Leg.
Measured noise level at STx is 30-minute Leq during peak noise hours.

2.14.3 Environmental Consequences

Traffic Data Assumptions

The NAC is in terms of the peak-noise-hour L. The peak-noise-hour condition is the hourly
traffic condition expected to result in the highest hourly noise level. This condition generally
occurs when traffic is heavy but remains in a free-flow condition, or level of service (LOS) C.
The peak-noise-hour traffic volume for the I-5 mainline was assumed to be equivalent to LOS C
(1,800 vehicles per lane per hour) for each of the four lanes in each direction, or 7,200 vehicles
per hour in each direction. Based on roadway characteristics, future traffic volumes were
assumed to be 1,200 vehicles per lane per hour on Genesee Avenue, 1,000 vehicles per lane
per hour on Gilman Drive and auxiliary lanes, and 500 vehicles per lane per hour on Voigt Drive.

Traffic speeds used for peak-noise-hour modeling of the travel lanes for I-5 were 104.6 km/h (65
mph), 72.4 km/h (45 mph) for Genesee Avenue; and 40.2 km/h (25 mph) for Gilman Drive and
Voigt Drive based on posted, measured, and monitored speeds during the field survey.

The vehicle mix percentages used for |-5 were obtained from the Caltrans’ Traffic and Vehicle
Data Systems Unit 2005 Truck Traffic. The vehicle mixes for Genesee Avenue, Voigt Drive,
and Gilman Drive were estimated based on the field survey conducted during the sound level
measurement.

Project

NEPA Noise Analysis

Short-term Construction Noise Levels

Noise produced by construction equipment required to build the Proposed Project would occur
with varying intensity and duration during the different phases of construction. Construction is
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expected to occur over an estimated 458 working days. Typically, construction activities would
occur on weekdays between the hours of 7:00 AM and 7:00 PM; however, there would be
nighttime construction for up to 20 nights at the Genesee and Voigt overcrossings. There is no
property zoned residential that has residences within the City limits adjacent to the Project site,
except for within the UCSD boundary, which has its own noise thresholds.

Long-term Noise Levels

The noise sensitive locations in the Project area were evaluated for noise impacts. A receptor
was evaluated for abatement when future predicted noise levels approach (within 1 dBA) or
exceed the NAC (67 dBA for activity category B) or substantially increase (by 12 dBA) existing
noise levels.

Table 2.14-4 shows the noise levels for 18 receptor locations and Figure 2.14-1 shows the
location of the receptors. As seen in the table, the peak hour noise levels at all of the receptors
would not exceed the NAC with implementation of the Proposed Project, with the exception of
R15A and R15B (Warren Field) and R18 (East Campus Housing). Noise levels at these three
receptors would exceed the NAC (67 dBA) without abatement. Noise levels at R15A and R15B
would be 71 and 74 dBA, respectively. It was estimated from the results at R15A, R15B, and
R15C that approximately 17 percent of Warren Field would be impacted by exceeding the NAC.

Table 2.14-4
FUTURE PREDICTED NOISE LEVELS (L¢q, dBA)
Existing Peak Hour Noise Le'vgl
Receptor I.Ua:: Noise No Build Proposed C‘::;g:r);ﬂ Impact
Level Alternative Project NAC Type
R1 COM | 60 (ST1) 59 60 B /67 N
R2 COM | 65 (ST2) 63 63 B /67 N
R3 REC 57 (ST3) 62 61 B /67 N
R4 COM 60 60 60 B /67 N
R5 COM 52 52 53 B /67 N
R6 COM 51 51 52 B /67 N
R7 COM 50 50 51 B /67 N
R8 COM 55 55 55 B /67 N
R9 COM 58 58 59 B /67 N
R10 COM 60 60 63 B /67 N
R11 INST 65 65 64 B /67 N
R12 INST | 57 (ST6) 60 62 B /67 N
R13 REC 60 (ST7) 63 63 B /67 N
R14 REC 64 64 62 B /67 N
R15A REC 69 69 71 B/67 E
R15B REC 70 (ST4) 72 74 B /67 E
R15C REC 60 60 63 B /67 N
R16 REC 59 59 61 B /67 N
R17 REC 54 54 53 B /67 N
R18 RES | 69 (ST5) 73 73 B/67 N’
Notes:

Land Use: COM = Commercial, REC = Recreation, INST = Institutional, RES = Residential

Impact Type: E = Exceed NAC, N = None
NAC = Noise Abatement Criteria
' There are no areas of frequent outdoor human use.
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Although the sound level at R18 (73 dBA) would exceed the NAC without abatement, the
balconies on the East Campus Housing buildings are not considered to be noise sensitive due
to their size and observed use. These spaces are not designated as outdoor usable space by
UCSD, and protection was not a design requirement.

CEQA Noise Analysis

When determining whether a noise impact is significant under CEQA, a comparison is made
between the baseline noise level and the buildout noise level. The CEQA noise analysis is
completely independent of the NEPA analysis discussed previously, which is centered on noise
abatement criteria. Under CEQA, the assessment entails looking at the setting of the noise
impact and then how large or perceptible any noise increase would be in the given area. Key
considerations include the uniqueness of the setting, sensitive nature of the noise receptors,
magnitude of the noise increase, and number of residents affected. The following CEQA noise
analysis is based on the Noise Study Report (2007) prepared for the Project.

The noise sensitive locations in the Project area were evaluated based on future predicted noise
levels. Generally, an increase of 3 dBA or less is not a perceptible change to the human ear.
The Project site, however, is located in an existing noise environment next to a major freeway
and close to other major roadways. Given the existing noise environment of the Project setting,
increases in noise levels slightly greater than 3 dBA may not be perceptible.

Construction Noise Impacts

Refer to the NEPA noise analysis for the Project construction noise conditions. Noise
thresholds used for construction impacts under CEQA are identical to those used previously for
NEPA. Therefore, the impact conclusions are identical; noise from construction would not
exceed the sound level limits.

Operational Noise Impacts

Table 2.14-4 shows the measured peak hour noise levels for 18 receptor locations associated
with the Project. As seen in the table, no noise levels would increase more than 3 dBA from the
No Build Alternative to the Proposed Project conditions. Therefore, noise level changes would
not be perceptible.

No Build Alternative

As can be seen in Table 2.14-4, the three receptors that would experience noise levels above
the NAC under the Proposed Project (R15A, R15B, and R18) also would be above such criteria
under the No Build Alternative.

2.14.4 Avoidance, Minimization, and/or Mitigation Measures

To avoid unnecessary annoyances from construction noise, the following construction noise
control measures would be implemented:

e Compliance with Caltrans’ Standard Specifications 7-1.011 (2006d) Sound Control
Requirements. “The contractor would comply with all local sound control and noise level
rules, regulations and ordinances which apply to any work performed pursuant to the
contract. Each internal combustion engine, used for any purpose on the job or related to
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the job, would be equipped with a muffler of a type recommended by the manufacturer.
No internal combustion engine would be operated on the project without said muffler.”

e |dling equipment would be turned off.
¢ Noise-control monitoring program would be implemented to limit the impacts.

e Noisier operations would be performed during the times least sensitive to receptors.

The Noise Abatement Decision Report states that calculations based on preliminary design data
indicate that a sound wall would reduce noise levels by 5 dBA at R15A and R15B, which would
reduce the sound level at those locations to below the NAC. The sound wall at Warren Field
would need to be 204 m (669 ft) long with a maximum height of 2.4 m (8 ft). The Noise
Abatement Decision Report deems the wall to be feasible; however, a wall in this location would
not be reasonable due to cost. A cost estimate shows that the wall would cost $424,788. While
the wall would provide a reduction in noise, the cost per residence is higher than the cost per
residence allowance, thus rendering the wall unreasonable to construct. If during final design,
conditions have substantially changed, noise abatement may not be necessary. The final
decision of the noise abatement would be made upon completion of the Project design and the
public involvement processes.
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BIOLOGICAL ENVIRONMENT
215 NATURAL COMMUNITIES

This subchapter of the document discusses natural communities of concern. The focus of this
section is on biological communities, not individual plant or animal species. This subchapter
also includes information on wildlife corridors and habitat fragmentation. Wildlife corridors are
areas of habitat used by wildlife for seasonal or daily migration. Habitat fragmentation involves
the potential for dividing sensitive habitat and thereby lessening its biological value.

Habitat areas that have been designated as critical habitat under the federal Endangered
Species Act (ESA) are discussed in Subchapter 2.19, Threatened and Endangered Species.
Wetlands and other waters are discussed in Subchapter 2.16, Wetlands and Other Waters.

2.15.1 Requlatory Setting

Federal

National Environmental Policy Act (NEPA) Guidelines

The FHWA has published technical guidance for assessment of environmental impacts,
including impacts to biological resources, in compliance with NEPA, the federal ESA and Clean
Water Act (CWA), and other federal environmental regulations.

State of California

California Environmental Quality Act (CEQA) Guidelines

The State CEQA Guidelines consist of a set of mandatory and/or advisory regulations intended
to provide guidance and interpretation for implementing CEQA statutes. The Environmental
Checklist in Appendix G of the 2007 State CEQA Guidelines includes the following potential
CEQA issues: substantial adverse effects to sensitive natural communities; substantial
interference with the movement of any resident or migratory wildlife species; and conflict with
local policies or ordinances or the provisions of an adopted habitat conservation plan.

2.15.2 Affected Environment

A Natural Environment Study (NES; 2008) was prepared to evaluate the biological resources
and potential impacts (permanent and temporary) to such resources within the Biological Study
Area (BSA) identified for the Project. Information presented in the following sections is
summarized from the NES.

The BSA encompasses approximately 192.9 ha (476.3 ac) within the 1-5 corridor, from Sorrento
Valley Road to La Jolla Village Drive and includes a 152.4-m- (500-ft-) wide buffer around the
Project limits. The BSA is characterized by undeveloped land or urban development, including
residential, commercial, office, industrial, and institutional uses abutting I-5. Portions of the
UCSD campus occur on both sides of I-5. The Qualcomm office park is located north of
Genesee Avenue and east of I-5. Undeveloped land within the MHPA is located north of
Genesee Avenue and west of I-5.
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The BSA lies within the coastal plains and experiences warm dry summers and mild winters,
with an annual precipitation of approximately 33 cm (13 in). Elevations range between 7.9 m
(26 ft) and 109.7 m (360 ft) AMSL.

Eleven sensitive natural communities occur within the BSA, including five upland communities
and six wetland/riparian communities. Upland habitats include native grassland, Diegan coastal
sage scrub (including disturbed), coyote brush scrub, poison oak chaparral, and non-native
grassland. Wetland/riparian habitats include freshwater marsh (including disturbed), southern
cottonwood-willow riparian forest, southern willow scrub (including disturbed), emergent
wetland, disturbed wetland, and open water (Figures 2.15-1a and 2.15-1b). In addition,
eucalyptus woodland, ornamental, disturbed habitat, and developed land, which are not
considered sensitive communities, occur within the BSA.

The existing conditions and analysis of impacts to the wetland habitats within the BSA are
included in Subchapter 2.16, Wetlands and Other Waters, and are not discussed further in this
subchapter. A brief discussion of native grassland, Diegan coastal sage scrub (including
disturbed), coyote brush scrub, poison oak chaparral, non-native grassland, eucalyptus
woodland, ornamental, disturbed habitat, and developed land is provided below.

Natural Communities

Native Grassland

Native grassland is a community dominated by perennial bunchgrasses such as purple needle
grass (Nassella pulchra) with annual and perennial forbs such as common golden stars
(Bloomeria crocea ssp. crocea) and blue-eyed grass (Sisyrinchium bellum). Native grasslands
generally occur on fine-textured soils that generally exclude annual, exotic grasses. Almost all
of the native grasslands in California have been displaced by non-native grassland dominated
by introduced annual species. Native grasslands occur throughout California as small isolated
islands.

Approximately 0.3 ha (0.6 ac) of native grassland occurs within the BSA north of Genesee
Avenue and west of I-5 (Figure 2.15-1a). Species in this vegetation community within the BSA
include blue-eyed grass, foothill needlegrass (Nassella lepida), saltgrass (Distichlis spicata),
three-awn (Aristida adscensionis), and fascicled tarplant (Deinandra fasciculate).

Diegan Coastal Sage Scrub and Disturbed Diegan Coastal Sage Scrub

Coastal sage scrub is one of the two major shrub types that occur in California. This vegetation
community occupies xeric sites (i.e., requiring only a small amount of water) characterized by
shallow soils.

Typical coastal sage scrub species include California sagebrush (Artemisia californica),
California buckwheat (Eriogonum fasciculatum), California encelia (Encelia californica), laurel
sumac (Malosma laurina), black sage (Salvia mellifera), and lemonadeberry (Rhus integrifolia).
Disturbed Diegan coastal sage scrub contains many similar shrub species as undisturbed
Diegan coastal sage scrub but is sparser and has a higher proportion of non-native annual
species. In addition to California sagebrush and California buckwheat, disturbed Diegan coastal
sage scrub supports non-native species such as mustard (Brassica sp.), foxtail chess (Bromus
madritensis ssp. rubens), common ripgut grass (Bromus diandrus), and red-stem filaree
(Erodium cicutarium).
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Approximately 25.3 ha (62.6 ac) of Diegan coastal sage scrub and 2.7 ha (6.7 ac) of disturbed
Diegan coastal sage scrub occur throughout the BSA (Figures 2.15-1a and 2.15-1b). Species in
this vegetation community within the BSA include laurel sumac, lemonadeberry, broom
baccharis (Baccharis sarothroides), California encelia, and coyote brush.

Coyote Brush Scrub

Coyote brush scrub, which is a subset of coastal sage scrub, is dominated by coyote brush
(Baccharis pilularis) and typically occurs in low-lying areas.

Approximately 1.8 ha (4.5 ac) of coyote brush scrub occur within the BSA west of I-5 and north
of Genesee Avenue (Figures 2.15-1a and 2.15-1b) and is made up almost entirely of coyote
brush.

Poison Oak Chaparral

Poison oak chaparral is a chaparral dominated by poison oak (Toxicodendron diversilobum).

Approximately 0.1 ha (0.3 ac) of poison oak chaparral occurs north of Genesee Avenue and
west of I-5 within the BSA (Figures 2.15-1a and 2.15-1b) and is made up of poison oak.

Non-native Grassland

Non-native grassland is a dense to sparse cover of annual grasses, often associated with
numerous species of showy-flowered native annual forbs. This association occurs on gradual
slopes with deep, fine-textured, usually clay soils. Characteristic species include oats (Avena
sp.), red brome (Bromus rubens), ripgut grass, ryegrass (Lolium sp.), and mustard. Although
much of the BSA supports a dominance of mustard, lesser components of non-native grasses
such as oats and bromes also are present. The percent cover by grasses varies from year to
year based on climatic conditions.

Approximately 15.1 ha (37.2 ac) of non-native grassland occur throughout the BSA (Figures
2.15-1a and 2.15-1b). Species in this vegetation community within the BSA include oats, purple
falsebrome (Brachypodium distachyon), foxtail chess, and common ripgut grass.

Eucalyptus Woodland

Eucalyptus woodland is dominated by eucalyptus (Eucalyptus sp.), an introduced species that
produces a large amount of leaf and bark litter. The chemical and physical characteristics of
this litter limits the ability of other species to grow in the understory, leading to a decrease in
floristic diversity. In most instances, eucalyptus are planted for a variety of cultural reasons. If
sufficient moisture is available, eucalyptus become naturalized and are able to reproduce and
expand their range, which has happened in many riparian areas.

Approximately 6.6 ha (16.2 ac) of eucalyptus woodland occur throughout the BSA (Figures
2.15-1a and 2.15-1b) and is dominated by eucalyptus species.
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Ornamental

Ornamental areas are comprised of other non-native shrub and tree species not immediately
associated with existing developed areas. Approximately 6.7 ha (16.5 ac) of non-native
vegetation occur within the BSA.

Disturbed Habitat

Disturbed habitat includes unvegetated or sparsely vegetated areas, particularly where the soil
has been heavily compacted by prior development or where agricultural lands have been
abandoned. Disturbed habitat is generally dominated by non-native weedy species that adapt
to frequent disturbance or consists of dirt trails and roads. Disturbed habitat within the BSA may
also primarily support monocultures of mustard. Approximately 10.6 ha (26.1 ac) of disturbed
habitat occur within the BSA.

Developed Land

Developed land is that where permanent structures and/or pavement have been placed,
preventing the growth of vegetation. Within the BSA, developed land includes roadways and
the UCSD campus and Qualcomm office park. Approximately 118.3 ha (292.2 ac) of developed
land occur within the BSA.

Multiple Species Conservation Program

The BSA is located within the City of San Diego Multiple Species Conservation Program
(MSCP) Subarea Plan area, which is a multi-jurisdictional planning program adopted by the
City, U.S. Fish and Wildlife Service (USFWS), and California Department of Fish and Game
(CDFG) in 1997. The MSCP includes development regulations for projects within the City of
San Diego, and is designed to develop an ecosystem preserve within the City and surrounding
incorporated and unincorporated areas. Preserve areas identified within the City under the
MSCP are identified as the Multi-Habitat Planning Area (MHPA). Because of the highly
developed setting, much of the BSA is not located within the MHPA. Portions of a mesa north
of Genesee Avenue and west of I-5 are designated as MHPA, as well as a small area north of
the Qualcomm office park and east of I-5. Although the Project is located within the MHPA,
Caltrans is not an enrolled agency under the MSCP. While Caltrans strives to be consistent
with the MSCP, it is not required to comply with the local plan.

Wildlife (Migration) Corridors

A portion of the BSA is within the MHPA, which is the City’s biological preserve intended to link
all core biological areas into a regional open space system (Figures 2.15-1a and 2.15-1b). The
MHPA within the BSA is located primarily north of Genesee Avenue and west of I-5 with a
smaller area located north of the Qualcomm office park and east of I-5. Because of the highly
developed setting and the lack of connectivity of most habitats with large areas of habitat
outside the BSA, the vast majority of the BSA is not anticipated to support viable wildlife
(migration) corridors. It should be noted that mule deer scat was observed in four locations
within the BSA, primarily along the western side of I-5. This species uses the western portion of
the BSA. Little connectivity between the eastern and western sides of I-5 exists. The Caltrans
right-of-way (R/W) on both sides of I-5 is fenced, prohibiting animals from crossing the freeway
and requiring animals to travel to Los Pefiasquitos Creek to cross. In addition, the existing
culverts are likely too long and too dark to provide connectivity for smaller animals such as
raccoon. No roadkill was observed within the BSA during surveys.
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2.15.3 Environmental Consequences

Project

Natural Communities

The following section discusses potential temporary and permanent impacts to the six upland
natural communities within the BSA, including native grassland, Diegan coastal sage scrub,
disturbed Diegan coastal sage scrub, coyote brush scrub, poison oak chaparral, and non-native
grassland. Potential impacts resulting from the Project and the No Build Alternative are
summarized in Table 2.15-1, Impacts to Natural Communities, and depicted in Figures 2.15-2a
and 2.15-2b.

Table 2.15-1
IMPACTS TO NATURAL COMMUNITIES
Impacts (ha [ac])*
Natural Community Project No Build
Temporary | Permanent Total Alternative
Native grassland 0(Q) 0(0) 0(0) 0(0)
Diegan coastal sage scrub 0.3 (0.8) 1.5(3.7) 1.8 (4.5) 0 (0)
E('jﬂl’)rbed Diegan coastal sage 0.1 (0.3) 0.4 (1.0) 0.5(1.3) 0 (0)
Coyote brush scrub 0.1 (0.2) 0.3 (0.7) 0.4 (0.9) 0(Q)
Poison oak chaparral 0(0) 0(0) 0(0) 0(0)
Non-native grassland 0.9 (2.2) 3.5 (8.7) 4.4 (11.0) 0(Q)
Eucalyptus woodland 0.5011.1) 2.7 (6.6) 3.2(7.7) 0(Q)
Ornamental 0.3(0.8) 2.6 (6.3) 29((71) 0(0)
Disturbed habitat 0.4 (1.0 3.1(7.5) 3.5 (8.5) 0(0)
Developed land 3.5(8.7) 28.1 (69.3) 31.6 (78.0) 0(0)
TOTAL | 6.1 (15.1) 42.2 (103.8) | 48.3 (119.0) 0(0)

*It is noted that areas were calculated in acres and converted to hectares. Due to rounding, hectare areas
converted back to acre areas would not match the original acre calculation and hectare totals may not
match the addition of the hectare columns.

Native Grassland

The Project would not directly or indirectly impact native grassland within the BSA.

Diegan Coastal Sage Scrub and Disturbed Diegan Coastal Sage Scrub

Implementation of the Project would result in temporary impacts to 0.4 ha (1.1 ac) and
permanent impacts to 1.9 ha (4.7 ac) of Diegan coastal sage scrub (including disturbed), for a
total of 2.4 ha (5.2 ac).

Coyote Brush Scrub

Implementation of the Project would result in temporary impacts to 0.1 ha (0.2 ac) and
permanent impacts to 0.3 ha (0.7 ac) of coyote brush scrub, for a total of 0.4 ha (0.9 ac).
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Poison Oak Chaparral
The Project would not directly or indirectly impact poison oak chaparral within the BSA.
Non-native Grassland

Implementation of the Project would result in temporary impacts to 0.9 ha (2.2 ac) and
permanent impacts to 3.5 ha (8.7 ac) of non-native grassland, for a total of 4.4 ha (11.0 ac).

Multiple Species Conservation Program

Project implementation would result in impacts to a small portion of upland habitats in the
MHPA. Specifically, 0.2 ha (0.4 ac) of Diegan coastal sage scrub; less than 0.1 ha (less than
0.1 ac) of coyote brush scrub, non-native grassland, eucalyptus woodland, and disturbed
habitat; and 0.1 ha (0.2 ac) of developed land within the MHPA would be temporarily impacted
during Project construction, for a total of 0.3 ha (0.6 ac) of temporary impacts to the MHPA.
Following construction, the temporarily impacted MHPA area would be revegetated. The
developed portion of the MHPA consists of an existing roadway, which is an allowable use
within the MHPA.

Permanent impacts to upland habitats include 0.4 ha (0.9 ac) of Diegan coastal sage scrub;
0.1 ha (less than 0.1 ac) of coyote brush scrub; 0.1 ha (0.2 ac) of eucalyptus woodland; and 0.1
ha (0.3 ac) of disturbed habitat and developed land, for a total of 0.7 ha (1.8 ac) of permanent
impacts to the MHPA. An MHPA boundary adjustment is not required for public facilities,
including roadways, since they are an allowed use in the MHPA.

In addition, because the Project is adjacent to the MHPA, it is appropriate to analyze the
Project’s consistency with the MHPA Adjacency Guidelines. These guidelines address potential
indirect impacts to the MHPA, such as decreased water quality, fugitive dust, lighting, noise, and
invasive species. The Project has been designed to minimize indirect impacts to the MHPA due
to adjacency concerns by the implementation of Project design measures, and avoidance and
minimization measures identified below in Section 2.15.4, Avoidance, Minimization, and/or
Mitigation Measures.

Wildlife (Migration) Corridors

As previously discussed, a portion of the BSA is within the MHPA. The MHPA within the BSA is
located primarily north of Genesee Avenue and west of |-5 with a smaller area located north of
the Qualcomm office park and east of I-5 (Figures 2.15-1a and 2.15-1b). As stated above, the
vast majority of the BSA is not anticipated to function as a viable wildlife corridor, because of the
highly developed setting and the lack of connectivity of most habitats with large areas of habitat
outside the BSA. Other wildlife corridors occur within the Project vicinity; however, little
connectivity between the eastern and western sides of |-5 exists. The Caltrans R/W on both
sides of I-5 is fenced, prohibiting animals from crossing the freeway and requiring animals to
travel to Los Pefasquitos Creek to cross. In addition, the existing culverts are likely too long and
too dark to provide connectivity for smaller animals such as raccoon. Because the existing I-5
corridor acts as a barrier to wildlife movement, the Project would not result in the loss of
connectivity between either side of this freeway.
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Habitat Fragmentation

The BSA primarily consists of patches of habitat that are surrounded by urbanization, and
therefore, the habitat within the BSA is currently fragmented. Impacts to habitat would occur
adjacent to existing development and therefore would not further divide existing habitat areas.
In addition, sensitive habitats that would be temporarily affected during construction would be
revegetated.

No Build Alternative

Under the No Build Alternative, no effects would occur with respect to natural communities, the
MHPA, wildlife corridors, or habitat fragmentation.

2.15.4 Avoidance, Minimization and/or Mitigation Measures

The environmental consultant has consulted with the USFWS on biological resource issues. In
May 2004, a list of candidate, proposed, threatened, and endangered species with potential to
occur within the vicinity of the BSA was requested from USFWS staff, who provided that list in
June 2004. USFWS staff was contacted in November 2007, to request an updated USFWS
assessment for potential presence of federally listed threatened, endangered, or proposed for
listing species. A letter was received from USFWS on March 11, 2008 (see Appendix A for letter).
A Biological Opinion for the Project was received from USFWS on March 23, 2011 (see
Appendix B).

It should be noted that final mitigation ratios and the location of off-site mitigation would be
determined during the permit process. Mitigation ratios within this document are based on
mitigation requirements for recent, similar Caltrans projects.

Natural Communities

This section includes a discussion of avoidance and minimization efforts, as well as mitigation
requirements for impacts to sensitive upland natural communities. Table 2.15-2 summarizes
the anticipated mitigation ratios and mitigation requirements for Project impacts to Diegan
coastal sage scrub, disturbed Diegan coastal sage scrub, coyote brush scrub, and non-native
grassland. The Project would avoid effects to native grassland and poison oak chaparral and
therefore no mitigation would be required for those communities.

Table 2.15-2
PROPOSED MITIGATION REQUIREMENTS FOR
IMPACTS TO SENSITIVE UPLAND NATURAL COMMUNITIES

I Required

Natural Community Impact* Mltlga_tlon Mitiqgation

(ha[ac]) Ratio *
(ha[ac])

Temporary Impacts

Diegan coastal sage scrub 0.3 (0.8) 2:1 0.6 (1.6)
Disturbed Diegan coastal sage scrub 0.1 (0.3) 2:1 0.2 (0.6)
Coyote brush scrub 0.1(0.2) 2:1 0.2 (0.4)

Non-native grassland 0.9 (2.2) 0:1 0(0)
Subtotal 0.1 (3.5) - 1.0 (2.6)
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Table 2.15-2 (cont.)
PROPOSED MITIGATION REQUIREMENTS FOR
IMPACTS TO SENSITIVE UPLAND NATURAL COMMUNITIES

e Required
Natural Community (:1“;[21 ac(]:;* Mlgg;t;on Mitigatio*n
(ha[ac])
Permanent Impacts
Diegan coastal sage scrub 1.5(3.7) 2:1 3.0 (7.4)
Disturbed Diegan coastal sage scrub 0.4 (1.0) 2:1 0.8 (2.0)
Coyote brush scrub 0.3 (0.7) 2:1 0.6 (1.4)
Non-native grassland 3.5(8.7) 0.5:1 1.8 (4.4)
Subtotal 5.7 (141) -- 6.1 (15.2)
TOTAL 5.8 (17.6) -- 7.1 (17.8)

*Due to rounding, hectares do not exactly match the associated acreages or totals.

Diegan Coastal Sage Scrub and Disturbed Diegan Coastal Sage Scrub

Avoidance and minimization efforts have been incorporated into the Project design. Impacts to
Diegan coastal sage scrub and disturbed Diegan coastal sage scrub would be minimized
through the installation of proposed retaining walls and construction of manufactured slopes
with 2:1 slopes, rather than 4:1, to minimize the grading footprint. Additionally, all sensitive
habitats (including both Diegan coastal sage scrub and disturbed Diegan coastal sage scrub)
outside the impact areas would be designated as environmentally sensitive areas. These
environmentally sensitive areas would be fenced with orange plastic snow fencing, and no
personnel, debris, or equipment would be allowed in the environmentally sensitive areas.
Fencing would be installed in a manner that would not impact habitats to be avoided and such
that it is clearly visible to personnel on foot and operating heavy equipment. Fencing would be
maintained throughout the construction period to preclude human entry into the MHPA. No
construction activities, materials, or equipment would be permitted outside the fenced Project
footprint. Caltrans would submit the final plans for initial clearing and grubbing of habitat and
Project construction to USFWS for approval, at least five days prior to initiating Project impacts
(except for impacts resulting from clearing to install temporary fencing). These final plans would
include photographs that show the fenced limits of impact and all areas to be impacted or
avoided. If work occurs beyond the fenced or demarcated limits of impact, all work would cease
until the problem has been remedied to the satisfaction of USFWS. Any impacts that occur
beyond the approved fenced area would be offset in consultation with USFWS. Temporary
construction fencing would be removed upon Project completion.

Mitigation for permanent and temporary impacts to Diegan coastal sage scrub (including
disturbed) is proposed at a 2:1 ratio. Temporary and permanent impacts to Diegan coastal
sage scrub (including disturbed) would be minimized by implementation of the following
measures:

e Mitigation for temporary impacts to 0.4 ha (1.1 ac) of Diegan coastal sage scrub
(including disturbed) would include (1) temporary revegetation on site by hydroseeding
with a Diegan coastal sage scrub plant palette and (2) off-site creation of Diegan coastal
sage scrub (at a 2:1 ratio). The slopes would be temporarily revegetated until the
proposed I-5 North Coast Corridor project is implemented, at which time the final slopes
would be permanently revegetated.
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e Mitigation for permanent impacts to 1.9 ha (4.7 ac) of Diegan coastal sage scrub
(including disturbed) is proposed at a 2:1 ratio with off-site creation of Diegan coastal
sage scrub.

Off-site Diegan coastal sage scrub creation is proposed at the Pardee (Deer Canyon) Mitigation
Parcel (Figure 2.15-3).

The Pardee (Deer Canyon) Mitigation Parcel is located south of State Route 56 (SR 56) off of
the Carmel Valley Road off-ramp (Figure 2.15-4). There are two successful wetland mitigation
sites already created adjacent to this parcel, one in McGonigle Canyon immediately to the north
and one at the western end of the parcel near where Deer Canyon meets McGonigle Canyon.
The Pardee (Deer Canyon) Mitigation Parcel was used in the past for agriculture and a nursery
and the majority of the property is either disturbed habitat or non-native grassland. The
disturbed habitat occurs in the lower elevations on either side of Deer Canyon Creek, which is
primarily a dry, cobble streambed on site. The disturbed habitat is dominated by mustards
(Brassica spp.), fennel (Foeniculum vulgare), Russian thistle (Salsola tragus), and mugwort
(Artemisia douglasiana). The non-native grassland along the slopes and dirt roads is dominated
by ripgut grass (Bromus diandrus), oats (Avena sp.), and storksbill (Erodium spp.).

The Pardee (Deer Canyon) Mitigation Parcel would have the soil excavated to create the
wetland mitigation areas (see Section 2.16.4) would be incorporated into the slopes outside the
wetland where approximately 5.3 ha (13.4 ac) of coastal sage scrub would be created (Figure
2.15-4). In addition, at least 1.8 ha (4.4 ac) of non-native grassland would be preserved on the
mitigation parcel. The entire parcel would be placed in open space and preserved in perpetuity.

The draft mitigation plan for the Pardee (Deer Canyon) Mitigation Parcel has been reviewed by
the resource agencies, and the final draft has been completed and is in review.

A perpetual biological conservation easement or other conservation mechanism acceptable to
USFWS would be recorded over the areas preserved, restored, and/or enhanced by the Project
at the Pardee (Deer Canyon) Mitigation Parcel. The conservation mechanism would specify
that no easements or activities (e.g., fuel modification zones, public trails, drainage facilities,
walls, maintenance access roads) that would result in soil disturbance and/or vegetation
removal would be allowed within the biological conservation easement areas. Caltrans
anticipates that the mitigation parcel would be placed into a conservation easement or other
conservation mechanism prior to initiating Project impacts; however, annual reports would be
provided on the mitigation parcel’s status until the conservation mechanism has been placed.

Caltrans would prepare a perpetual long-term management, maintenance, and monitoring plan
(e.g., a Habitat Management Plan [HMP]) for the Pardee (Deer Canyon) Mitigation Parcel. The
HMP would include, but not be limited to, the following: method of protecting the resources in
perpetuity (e.g., conservation easement), monitoring schedule, measures to prevent human and
exotic species encroachment, funding mechanism, and contingency measures if problems
occur. The City has agreed to own and manage the mitigation parcel with a management
endowment that would be paid by Caltrans, in accordance with the requirements of the
TransNet Memorandum of Agreement. Caltrans would establish a non-wasting endowment in
an amount approved by USFWS based on a Property Analysis Record or similar cost estimation
method to secure the ongoing funding for the perpetual long-term management, maintenance,
and monitoring of the biological conservation easement area by an entity approved by USFWS.
Caltrans would submit a draft HMP including a description of perpetual management,
maintenance, and monitoring actions, and the Property Analysis Record or other cost estimation
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results for the non-wasting endowment to USFWS for approval. Caltrans would submit the final
HMP to USFWS and transfer the funds for the non-wasting endowments to the appropriate
management entities. Caltrans anticipates that preparation of the HMP and transferring of the
funds for the non-wasting endowment would not occur prior to initiating Project impacts;
however, annual reports would be provided on the status until the final HMP has been provided
and the endowment funds have been transferred.

Coyote Brush Scrub

Avoidance and minimization efforts have been incorporated into the Project design. Impacts to
coyote brush scrub would be minimized through the installation of proposed retaining walls to
minimize the grading footprint. Additionally, all sensitive habitats (including coyote brush scrub)
outside the impact areas would be designated as environmentally sensitive areas. These
environmentally sensitive areas would be fenced with orange plastic snow fencing, and no
personnel, debris, or equipment would be allowed in the environmentally sensitive areas.

Impacts to coyote brush scrub would be minimized by implementation of the following
measures:

e Mitigation for temporary impacts to 0.1 ha (0.2 ac) of coyote brush scrub would include
off-site creation of Diegan coastal sage scrub (at a 2:1 ratio) and temporary revegetation
on site (at a 1:1 ratio) by hydroseeding with a Diegan coastal sage scrub plant palette. The
slopes would be temporarily revegetated until the proposed |-5 North Coast Corridor
project is implemented, at which time the final slopes would be permanently revegetated.

o Mitigation for permanent impacts to 0.3 ha (0.7 ac) of coyote brush scrub is proposed at
a 2:1 ratio with off-site creation of Diegan coastal sage scrub at the Pardee (Deer
Canyon) Mitigation Parcel.

Non-native Grassland

Avoidance and minimization efforts have been incorporated into the Project design. All
sensitive habitats (including non-native grasslands) outside the impact areas would be
designated as environmentally sensitive areas. These environmentally sensitive areas would
be fenced with orange plastic snow fencing, and no personnel, debris, or equipment would be
allowed in the environmentally sensitive areas. Temporary impacts to species occupying or
using non-native grasslands would be minimized through the implementation of the following
measure:

e Temporary impact areas would be hydroseeded with a native grassland and forb palette
for erosion control measures.
Permanent impacts to non-native grassland would be minimized by implementation of the
following measure:

e Mitigation for permanent impacts to 3.5 ha (8.7 ac) of non-native grassland is proposed
at a 0.5:1 ratio with off-site preservation of non-native grassland at the Pardee (Deer
Canyon) Mitigation Parcel.

Multiple Species Conservation Program

The Project has been designed to minimize impacts to the MHPA. Direct impacts to natural
communities within the MHPA would include 0.2 ha (0.6 ac) temporary impacts and 1.1 ha
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(2.8 ac) permanent impacts. The loss of these habitats would be minimized through
implementation of the mitigation identified for the habitats above in this subchapter, and
implementation of the mitigation under Subchapter 2.16, Wetlands and Other Waters (for
impacts to southern willow scrub [including disturbed] within the MHPA).

Direct and indirect impacts due to adjacency concerns related to fugitive dust, and invasive
species would be avoided or minimized to acceptable levels through Project design, and
implementation of the following avoidance and minimization measures:

o All sensitive habitats outside the impact areas would be designated as environmentally
sensitive areas. These environmentally sensitive areas would be fenced with orange
plastic snow fencing, and no personnel, debris, or equipment would be allowed in the
environmentally sensitive areas.

o Fugitive dust would be minimized through the application of water or chemical palliatives
to active construction areas and unpaved surfaces.

o Areas of temporary impacts would be hydroseeded with a Diegan coastal sage scrub or
native grassland and forb plant palette for temporary revegetation and would contain only
native species.

¢ Invasive plant species would not be used in Project landscaping.

o Site design BMPs are intended to control construction and post-development runoff,
erosion potential, and contaminant generation. Construction-related BMPs would include:

o Installing erosion and sediment control devices such as silt fences, fiber rolls,
bonded fiber matrix, mulching, and gravel bags in appropriate locations;

o Placing temporary filters at storm drain inlets (e.g., gravel bagsf/filter fabric);
o Stabilizing construction entrances;

o Designating containment areas for material storage (e.g., covering/berming of soil
stockpiles);

o Providing containment areas for solid waste storage and concrete washout; and

o Using energy dissipators in appropriate locations.

Proposed post-construction BMPs would include the use of appropriate devices/techniques
such as landscaping/revegetation and vegetated swales/grass strips. Energy dissipaters would
reduce the velocity and downstream erosion potential of runoff leaving the Project area and would
help maintain pre-development velocity rates. All site design BMPs would reduce long-term urban
contaminant generation by minimizing runoff volumes and velocities, removing accumulated
contaminants, and increasing infiltration.

Bioswales would be planted with appropriate species. Slopes adjacent to developed urban
areas would be vegetated with native and drought tolerant non-invasive species selected by the
landscape architect in coordination with the biologist and others. Interchanges located in urban
areas would be landscaped with native or ornamental non-invasive species.

Drainage from the construction area and new and proposed developed areas in and adjacent to
the preserve would not drain directly into the MHPA. Topography of the site is such that MHPA
lands directly adjacent to the project are at a higher elevation. The Project would use
biofiltration to treat road runoff prior to discharge into receiving water bodies. The use of
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structural and non-structural BMPs and the restriction of grading and paving activity during
significant rain events would reduce potential impacts associated with construction. The project
design would comply with Caltrans Municipal Stormwater Permit criteria of the State Water
Resources Control Board and the Clean Water Act Section 401 Water Quality Certification
issued by the Regional Water Quality Control Board for the Project. Erosion and sediment
control devices used for the Project, including fiber rolls and bonded fiber matrix, would be
made from biodegradable materials such as jute, with no plastic mesh, to avoid creating a
wildlife entanglement hazard.

Caltrans would ensure that the following conditions would be implemented during Project
construction:

o Contractors and construction personnel would strictly limit their activities, vehicles,
equipment, and construction materials to the fenced Project footprint;

e The Project site would be kept as clean of debris as possible. All food-related trash
items would be enclosed in sealed containers and regularly removed from the site;

o Pets of construction personnel would not be allowed on the Project site;

¢ All equipment maintenance, staging, and dispensing of fuel, oil, coolant, or any other
such activities would occur within the fenced Project impacts limits. The changing of oil,
refueling, and other actions that could result in a release of a hazardous substance
would be restricted to designated areas that are a minimum of 30.5 m (100 ft) from any
drainages. Such designated areas would be surrounded with berms, sandbags, or other
barriers to further prevent the accidental spill of fuel, oil, or chemicals. Any accidental
spills would be immediately contained, cleaned up, and properly disposed;

¢ Impacts from fugitive dust would be avoided and minimized through watering and other
appropriate measures; and

e Cut and fill would be balanced within the Project or the construction contractor would
identify the source or disposal location. All spoils and material disposal will be disposed
of properly.
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Chapter 2.0 Affected Environment; Environmental Consequences;
and Avoidance, Minimization, and/or Mitigation Measures 2.16 Wetlands and Other Waters

216 WETLANDS AND OTHER WATERS

This subchapter summarizes the wetland and riparian habitats and jurisdictional areas within the
Biological Study Area (BSA), and assesses potential impacts to these areas associated with the
Project and No Build Alternative.

2.16.1 Regulatory Setting

Wetlands and other waters are protected under a number of laws and regulations. At the
federal level, the Clean Water Act (CWA; 33 USC 1344) is the primary law regulating wetlands
and waters. The CWA regulates the discharge of dredged or fill material into Waters of the U.S.
(WUS), including wetlands. WUS include navigable waters, interstate waters, territorial seas,
and other waters that may be used in interstate or foreign commerce. To classify wetlands for
the purposes of the CWA, a three-parameter approach is used that includes the presence of
hydrophytic (water-loving) vegetation, wetland hydrology, and hydric soils (soils subject to
saturation/inundation). All three parameters must be present, under normal circumstances, for
an area to be designated as a jurisdictional wetland under the CWA.

Section 404 of the CWA establishes a regulatory program that provides that no discharge of
dredged or fill material can be permitted if a practicable alternative exists that is less damaging
to the aquatic environment or if the nation’s waters would be significantly degraded. The
Section 404 permit program is run by the Corps with oversight by the U.S. Environmental
Protection Agency (USEPA).

The Executive Order (EO) for the Protection of Wetlands (EO 11990) also regulates the
activities of federal agencies with regard to wetlands. Essentially, this executive order states
that a federal agency, such as the FHWA, cannot undertake or provide assistance for new
construction located in wetlands unless the head of the agency finds: (1) that there is no
practicable alternative to the construction and (2) the proposed project includes all practicable
measures to minimize harm.

At the state level, wetlands and waters are regulated primarily by Cali