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REMOTE PARTICIPATION ONLY

TRANSPORTATION
COMMITTEE

Thursday, September 3, 2020
9:00 a.m. - 10:00 a.m.

To Participate on Your Computer:
https://scag.zoom.us/j/253270430

To Participate by Phone:
Call-in Number: 1-669-900-6833
Meeting ID: 253 270 430

Please see next page for detailed
instructions on how to participate in the meeting.

PUBLIC ADVISORY

Given recent public health directives limiting public gatherings due to the threat
of COVID-19 and in compliance with the Governor’s recent Executive Order N-
29-20, the meeting will be held telephonically and electronically.

If members of the public wish to review the attachments or have any questions on
any of the agenda items, please contact Peter Waggonner at (213) 630-1402 or via
email at waggonner@scag.ca.gov. Agendas & Minutes are also available at:
WWWw.scag.ca.gov/committees.

SCAG, in accordance with the Americans with Disabilities Act (ADA), will
accommodate persons who require a modification of accommodation in order to
participate in this meeting. SCAG is also committed to helping people with limited
proficiency in the English language access the agency’s essential public information
and services. You can request such assistance by calling (213) 630-1402. We request
at least 72 hours (three days) notice to provide reasonable accommodations and will
make every effort to arrange for assistance as soon as possible.


https://scag.zoom.us/j/253270430
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Instructions for Public Comments

Submit written comments via email to: TCPublicComment@scag.ca.gov by 5pm on
Wednesday, September 2, 2020.

Written comments received after 5pm on Wednesday, September 2, 2020 will be read by
SCAG staff during the Public Comment Period (up to 3 minutes, with the presiding officer
retaining discretion to adjust time limits as necessary to ensure efficient and orderly
conduct of the meeting). All written comments received by SCAG will be included as part
of the official record of the meeting.

In accordance with SCAG’s Regional Council Policy, Article VI, Section H and California
Government Code Section 54957.9, if a SCAG meeting is “willfully interrupted” and the
“orderly conduct of the meeting” becomes unfeasible, the presiding officer or the Chair of
the legislative body may order the removal of the individuals who are disrupting the
meeting.

Instructions for Participating in the Meeting

SCAG is providing multiple options to view or participate in the meeting:

To Participate by Computer

1. Click the following link: https://scag.zoom.us/j/253270430

2. If Zoom is not already installed on your computer, click “Download & Run Zoom” on the
launch page and press “Run” when prompted by your browser. If Zoom has previously
been installed on your computer, please allow a few moments for the application to
launch automatically.

3. Select “Join Audio via Computer.”

4. The virtual conference room will open. You will receive a message, “Please wait for the
host to start this meeting,” simply remain in the room until the meeting begins.

To Participate by Phone

1. Call 1-669-900-6833 to access the conference room. Given high call volumes recently
experienced by Zoom, please continue dialing until you connect successfully.

2. Enter the Meeting ID: 253 270 430, followed by #.

3. Indicate that you are a participant by pressing # to continue.

4. Remain on the line if the meeting has not yet started.


mailto:TCPublicComment@scag.ca.gov
https://scag.zoom.us/j/253270430
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Southern California Association of Governments
Remote Participation Only

Thursday, September 3, 2020

9:00 AM

The Transportation Committee may consider and act upon any of the items on the agenda
regardless of whether they are listed as Information or Action items.

CALL TO ORDER AND PLEDGE OF ALLEGIANCE
(The Honorable Cheryl Viegas-Walker, Chair)

PUBLIC COMMENT PERIOD

Submit written comments via email to: TCPublicComment@scag.ca.gov by 5pm on Wednesday,
September 2, 2020. Written comments received after 5pm on Wednesday, September 2, 2020 will be read
by SCAG staff during the Public Comment Period (up to 3 minutes, with the presiding officer retaining
discretion to adjust time limits as necessary to ensure efficient and orderly conduct of the meeting). All
written comments received by SCAG will be included as part of the official record of the meeting.

REVIEW AND PRIORITIZE AGENDA ITEMS

ACTION/DISCUSSION ITEM

1. 2020/2021 Sustainable Communities Program Guidelines — Active Transportation &
Safety Call for Applications
(Julia Lippe-Klein, Program Manager; and Cory Wilkerson, Program Manager)

RECOMMENDED ACTION FOR CEHD AND EEC:
Receive and File

RECOMMENDED ACTION FOR TC:
Recommend Regional Council approve the 2020/2021 Sustainable Communities Program (SCP)
Guidelines and authorize staff to release the Active Transportation & Safety Call for Applications.

RECOMMENDED ACTION FOR RC:
Approve 2020/2021 Sustainable Communities Program (SCP) Guidelines and authorize staff to
release the Active Transportation & Safety Call for Applications.

INFORMATION ITEMS

2. CalSTA Zero Traffic Fatalities Task Force Findings & Recommendations 20 Mins.
(Rachel Carpenter, Caltrans, Chief Safety Officer)

3. Inland Empire Comprehensive Multimodal Corridor Plans Status Report 15 Mins.
(Nancy Lo, Assistant Regional Planner, SCAG; and Gary Hamrick, Cambridge
Systematics)
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CONSENT CALENDAR

Approval ltem
4. Minutes of the Meeting, July 2, 2020

Receive and File

5. Final Connect SoCal Technical Refinements and PEIR Addendum
6. Regional Transit Safety Target Setting

7. 2021 Active Transportation Program Regional Guidelines Schedule
Update

8. Housing Production Study
9. California Climate Investments (CCl) 2020 Update

CHAIR'S REPORT
(The Honorable Cheryl Viegas-Walker, Chair)

METROLINK REPORT
(The Honorable Art Brown, SCAG Representative)

STAFF REPORT
(John R. Asuncion, SCAG Staff)

FUTURE AGENDA ITEMS
ANNOUNCEMENT/S

ADJOURNMENT



|
m AGENDA ITEM 1

| |
Southern California Association of Governments
Remote Participation Only
September 3, 2020
To: Community EXECUTIVE DIRECTOR’S

Economic & Human Development Committee (CEHD) APPROVAL

Energy & Environment Committee (EEC)
Transportation Committee (TC)
Regional Council (RC)

From: Julia Lippe-Klein, Program Manager,
(213) 236-1856, Lippe-Klein@scag.ca.gov

Subject: 2020/2021 Sustainable Communities Program Guidelines —
Active Transportation & Safety Call for Applications

RECOMMENDED ACTION FOR CEHD AND EEC:
Receive and File

RECOMMENDED ACTION FOR TC:
Recommend Regional Council approve the 2020/2021 Sustainable Communities Program (SCP)
Guidelines and authorize staff to release the Active Transportation & Safety Call for Applications.

RECOMMENDED ACTION FOR RC:
Approve 2020/2021 Sustainable Communities Program (SCP) Guidelines and authorize staff to
release the Active Transportation & Safety Call for Applications.

STRATEGIC PLAN:
This item supports the following Strategic Plan Goal 1: Produce innovative solutions that improve
the quality of life for Southern Californians.

EXECUTIVE SUMMARY:

Staff has developed guidelines for the 2020 Sustainable Communities Program (SCP). The SCP will
consist of multiple Calls for Applications. The FY 2020/2021 program will fund projects in the
following areas that support and implement the policies and initiatives of the 2020 Regional
Transportation Plan/Sustainable Communities Strategy (RTP/SCS), Connect SoCal: Active
Transportation & Safety; Housing and Sustainability; Smart Cities, Mobility Innovation &
Transportation Demand Management; and Green Region. The first Call prioritizes Active
Transportation & Safety projects, and the second Call prioritizes efforts to increase housing
production. More details and guidelines for subsequent supplemental Calls will be released as
they become available.

The 2020/2021 SCP (formerly the “Sustainability Planning Grants” program) is a multi-year

Packet Pg. 9
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funding opportunity that is supported through federal, state, and local resources. There is a multi-
year funding commitment of about S15 million. Budget is anticipated to become available in
SCAG’s FY 2021-2022 Overall Work Program (OWP).If any additional SCAG resources
become available, they will be included in the budget development process in future fiscal years.

Staff will promptly issue a Call for Applications for the Active Transportation & Safety
Supplement, subject to authorization of the SCP guidelines by the Regional Council on September
3, 2020. Active Transportation & Safety applications will be due to SCAG by 5 p.m. on
November 13, 2020, and staff will conduct a workshop at least one month before this due date in
order to answer questions and foster SCP program understanding. Approval of application
rankings will be sought from the Regional Council in May 2021, and individual project initiation
schedules will be developed promptly thereafter.

BACKGROUND:

For many years, SCAG has provided technical assistance and resources to local jurisdictions
that support local planning, as well as implementation of the RTP/SCS. Innovative approaches
to addressing and solving regional issues have been tested and implemented at local, sub-
regional and regional levels. The Sustainable Communities Program (SCP), previously known as the
Compass Blueprint and the Sustainability Planning Grant (SPG) program, supports
the implementation of the region’s Sustainable Communities Strategy (SCS). In total since its
inception, the program has awarded 319 projects and more than $43 million across the region. The
2016 SPG and 2018 SCP projects are still underway and an update on project status can be found
in Attachment 2. All of these projects demonstrate progress in advancing regional priorities and
provide examples of integrated transportation, land use, and active transportation planning tailored
to local needs that other cities can emulate.

While the SCP is funded from a variety of sources, SCAG, with the support of the
county transportation commissions, has been able to significantly expand programming capacity
over the last four funding cycles with resources from the California Active Transportation Program
(ATP). The Regional ATP Guidelines, which provide direction for the programming of the region’s
share of the ATP, have consistently set aside approximately five percent of available funds for
active transportation plans and programs. This financial commitment to planning aims to ensure
local agencies have the capacity to develop projects that result in significant safety and
mobility improvements and compete well for statewide ATP funds. ATP grants awarded to projects
through the SCP Call for Applications are managed by SCAG staff to reduce the administrative
burden for local agencies.

In previous funding rounds, eligible applicants were able to propose projects that largely
fulfilled the program and project category goals. Successful applicants received technical assistance
to complete a wide assortment of projects. SCAG procured the consultant on behalf of applicants
and managed contract, invoicing, and other administrative details.

Packet Pg. 10




The steady growth of the SCP has put significant strain on SCAG’s contracting processes
and planning staff. As a result, SCAG has not been able to deliver projects as quickly as
originally planned. Recognizing this strain and in preparation for the 2020 SCP, staff has sharpened
the program focus, especially considering the limited amount of available resources,
restrictive conditions associated with funding sources, and the importance of addressing ambitious
GHG reduction targets. Specific project types have been developed that provide practical,
relevant strategies for meeting SB 375 greenhouse gas (GHG) reduction targets and queue
jurisdictions for future funding opportunities (i.e. Greenhouse Gas Reduction Fund). A list of
deliverables for each project type has been developed and is defined in the attached program
guidelines (Attachment 1). Eligible applicants can apply for specific project types and will ultimately
receive the listed deliverables tailored to their agency/project. This approach will allow SCAG to use
a streamlined approach to maximize limited resources and expedite the procurement process.

For the SCP Active Transportation and Safety Supplement, SCAG staff developed a list of three
(3) project types for which applicants will be able to apply and shared the project types with the six
County Transportation Commissions for input and comments. Staff finalized the project types based
on this input.

DISCUSSION:
2020 Sustainable Communities Program Goals and Project Categories

The SCP is a multi-year funding program supported by federal, state, and local resources.
The Program will support innovative approaches to addressing regional issues in support of
the following goals:

e Provide needed planning resources to local jurisdictions for active transportation and
multimodal planning efforts, transportation safety, sustainability, land use, and planning for
affordable housing;

e Promote, address and ensure health and equity in regional land use and transportation
planning and to close the gap of racial injustice and better serve our communities of color;

e Encourage regional planning strategies to reduce motorized Vehicle Miles Traveled (VMT)
and greenhouse gas (GHG) emissions, particularly in environmental justice communities
with the highest need for air quality improvements;

e Develop local plans that support the implementation of key strategies and goals outlined in
Connect SoCal and the Sustainable Communities Strategy;

e Develop resources that support the Key Connections as outlined in Connect SoCal, including
Shared Mobility and Mobility as a Service, Smart Cities and Job Centers, Accelerated
Electrification, Go Zones, and Housing Supportive Infrastructure;

Packet Pg. 11
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e Support a resilient region that looks to climate adaptation and public health preparedness
as key strategies to address community prosperity, safety and economic recovery
and sustainability; and

e Increase the region’s competitiveness for federal and state funds, including, but not limited
to the California Active Transportation Program and Greenhouse Gas Reduction Funds.

Moreover, the SCP seeks to advance Connect SoCal’s “Core Vision,” which centers maintaining and
better managing Southern California’s transportation network for moving people and goods, while
expanding mobility choices by locating housing, jobs and transit closer together and increasing
investment in transit and complete streets. The Core Vision includes policies and investments that
support sustainable development; system preservation and resilience; demand management
strategies and intelligent transportation systems; a regional transit backbone; complete streets; and
goods movement.

On July 2, 2020, the SCAG Regional Council adopted a resolution reaffirming the agency's
commitment to working toward a fair and just society and systemic change to eliminate all barriers
that reduce opportunity and undermine Southern California’s shared values and ability to thrive.
SCAG affirmed its commitment to meaningfully advance justice and equity; and SCAG declares its
intent to strengthen the way it engages and convenes to protect and expand community voice and
power, and work in partnership with others to close the gap of racial injustice and better serve our
communities of color, and in so doing, serve all the people of the region. The SCP aims to prioritize
resources for where there is a demonstrated need, guided by Connect SoCal Goal six (6), “to
support healthy and equitable communities.” SCAG is committed to advancing equity through
addressing systemic disparities in the SCAG region, and center communities most impacted by
economic, social, and environmental injustices towards the goal of creating healthy and equitable
communities.

The Program supports projects in multiple funding categories, including, but not limited to: Active
Transportation & Safety; Housing and Sustainability; Smart Cities, Mobility and Innovation and
Transportation Demand Management, and Green Region. Each project category has additional
goals. This Call, Active Transportation & Safety (SCP - ATS), has the following specific goals:

o Increase the proportion of trips accomplished by biking, walking and rolling;

e Increase safety and mobility of people walking, biking and rolling;

e Continue to foster jurisdictional support and promote implementation of the goals,
objectives and strategies of Connect SoCal;

e Seed active transportation concepts and produce plans that provide local agencies with the
project prioritization, conceptual renderings, and cost estimates required for future
ATP applications;
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e Prioritize alignment and integration of Key Connections outlined in Connect SoCal, including
Shared Mobility and Mobility as a Service, Smart Cities and Job Centers, Accelerated
Electrification, Go Zones, Housing Supportive Infrastructure;

e Integrate multiple funding streams to increase the overall budget for active transportation
planning and capacity building projects; and

e Prioritize historically disinvested and communities of color, which comprise the majority of
the Regional High Injury Network to strategically invest resources.

In the 2020 Call for Applications — Active Transportation & Safety Supplement, staff has sharpened
the program focus to include in three (3) specific project types, each with a unique application. As
discussed in the Background, these program modifications aim to maximize resources toward
meeting GHG reduction targets and expedite the procurement process. Project types for the SCP -
Active Transportation & Safety Supplement are outlined below.

Active Transportation & Safety Project Types:

e Community-wide & Area Plans: Support the implementation of the Core Vision: Complete
Streets, Active Transportation, and Transportation Safety strategies as outlined in Connect
SoCal. Examples include, but are not limited to, Community-wide Bicycle or Pedestrian
Master Plans, Community-wide Active Transportation Plans, First-Last Mile Plans (active
transportation improvements only), Vision Zero Plans, Systemic Safety Analysis Reports, and
Safe Routes Plans.

o Infrastructure Demonstration Projects (Quick-Build): Provide opportunities for jurisdictions
to test interim capital improvement projects that further the goals of the ATP and serve as
design/build opportunities centered in community-supported feedback. Examples of eligible
projects include, but are not limited to, active transportation infrastructure (protected bike
lane, bulb-outs, curb extensions), multi-modal infrastructure integration (dedicated bus
pilot lanes and transit integration with active transportation infrastructure) and public
pedestrian plazas.

e Network Visioning and Implementation: Conduct visioning and position cities to plan and
install entire active transportation networks within a short- to mid-term timeframe,
alongside thoughtful community engagement. The framework will identify and implement a
phased approach for quick build pilot projects, identified through technical analysis and
robust public engagement, prior to network construction, to take on the most “stressful”
segment first and set up the network build-out in phases.

The following entities, within the SCAG region, are eligible to apply for SCP - Active Transportation
& Safety Call funds:
e Local or Regional Agency - Examples include cities, counties, councils of government,
Regional Transportation Planning Agency and County Public Health Departments;
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e Transit Agencies - Any agency responsible for public transportation that is eligible for funds
under the Federal Transit Administration;

e Natural Resources or Public Land Agencies - Federal, State, or local agency responsible for
natural resources or public land administration;

e Public schools or School districts; and

e Tribal Governments - Federally-recognized Native American Tribes.

Next Steps:
Staff will present the Sustainable Communities Program Guidelines and Active Transportation &

Safety Supplement to the Transportation Committee (TC) at their September 3, 2020, meeting.
The TC will be asked to make a recommendation to the Regional Council to approve the Guidelines
and authorize staff to release the 2020 Sustainable Communities Program Call for Applications -
Active Transportation & Safety Supplement. Staff will also present the item to the Regional Council
at their September 3, 2020 meeting for approval of release. Any significant comments from the
SCAG policy committees will be reported to the Regional Council for their timely consideration prior
to approval of the Guidelines. Pending Regional Council approval, the anticipated schedule can be
found below:

SCP-Active Transportation & Safety Milestone Date

Call for Applications Opens September 8, 2020

Application Workshops September/October
2020

SCAG SCP Call for Applications Deadline November 13, 2020

Proposal Review and Scoring December 2020 — March
2020

SCAG Regional Council Approval of the 2020 SCP — AT Application Rankings*  |May 6, 2021

California Transportation Commission approval of ATP projects June 2021

Projects Begin Fiscal Year 2021-2022

*Projects receiving ATP funding will also be subject to approval by the SCAG Regional Council and
California Transportation Commission as part of the adoption of the complete 2021 Regional ATP.
SCAG Regional Council consideration is anticipated in May 2021 followed by CTC action in June
2021.

FISCAL IMPACT:

Staff’s work budget for the SCP and funding for selected SCP projects are included in the FY 2020-
2021 Overall Work Program (OWP) 275-4881.01— Sustainable Communities Program (SCP) Call
for Applications (FY20 SB1 Formula).

ATTACHMENT(S):
1. 2016 Sustainable Planning Grants (SPG) Program Update
2. 2020 Sustainable Communities Program Final Guidelines & ATS Call for Applications

Packet Pg. 14




2016 Sustainable Planning Grants (SPG) Program Update

September 2020
Applicant County |Subregion |Project |Project Status
Active Transportation - Active Transportation Projects
Baldwin Park Los Angeles SGVCOG Go Human Bike-Friendly Business Program Work Underway
Buena Park Orange 0OCCOoG Go Human Completed
Chino San Bernardino SBCTA Go Human Completed
Commerce Los Angeles GCCOG Safe Routes to School Plan/Active Transportation Plan Pass-Through to Agency
Costa Mesa Orange 0OCCOG Go Human Completed
Culver City Los Angeles WSCCOG Go Human Completed
El Monte Los Angeles SGVCOG Ramona Blvd Complete Street Studyl Completed
El Monte and South El Monte ) ) .
(Greater El Monte) Los Angeles SGVCOG Go Human Bike-Friendly Business Program Work Underway
Garden Grove Orange 0OCCoG Safe Routes to School: Phase | Plan Completed
Imperial County Transportation Commission Imperial ICTC Safe Routes to School Project Work Underway
La Canada Flintridge Los Angeles SGVCOG Go Human Completed
Long Beach DHHS Los Angeles GCCOG Long Beach Safe Routes to School Program Completed
Los Angeles County Los Angeles LA COUNTY |Vision Zero Action Plan Work Underway
Los Angeles County DPW Los Angeles LA COUNTY |Walnut Park Go Human Demonstration Project Completed
Los Angeles DOT Los Angeles LA CITY Vision Zero - Community-Based Outreach Work Underway
Los Angeles DOT Los Angeles LA CITY Vision Zero Campaign - Media Development Work Underway
Los Angeles Exposition Park Los Angeles LA CITY Exposition Park Active Transportation Plan Cancelled
OCTA Orange 0OCCOG Partnerships With Police Completed
Ontario San Bernardino SBCTA Go Human Completed
San Bernardino County San Bernardino SBCTA Morongo Basin Active Transportation Plan Completed
San Bernardino County San Bernardino SBCTA Safe Routes to Schools Program Work Underway
San Jacinto Riverside WRCOG Envision San Jacinto (Go Human) Completed
Santa Ana Orange 0OCCOG Pedestrian and Bicyclist Education Campaign Work Underway
SBCTA San Bernardino SBCTA Redlands Rail Accessibility Plan Work Underway
SGVCOG Los Angeles SGVCOG Greenway Network Implementation Plan Phase | Completed
SGVCOG (Glendora, San Dimas, La Verne, Pomona, and Los Angeles SGVCOG Arrow Highway Regional Corridor Plan Work Underway
Claremont)
South El Monte Los Angeles SGVCOG South El Monte Open Streets Completed
Thousand Oaks Ventura VCCOG Active Transportation Plan Completed
Ventura County Ventura VCCOG Safe Routes to School Master Plan Completed
West Covina Los Angeles SGVCOG Go Human Completed
Wildomar Riverside WRCOG Active Transportation Plan Work Underway
City of LA Los Angeles LA CITY Los Angeles Safe Routes to School Work Underway
County of Orange Orange 0OCCOoG Hazard Ave Demonstration Project Completed
Lake Elsinore Riverside WRCOG Go Human Completed
Riverside Riverside WRCOG Go Human Completed
La Quinta Riverside CVAG Go Human Completed
Long Beach Los Angeles GCCOG Go Human Work Underway
Sustainability - ILU/GRI Projects
Anaheim Orange OCCOG Center City Corridors Plan Completed
Burbank Los Angeles SFVCOG Golden State Implementation Study Cancelled
Carson Los Angeles SBCCOG Neighborhood Mobility Plan Completed
Claremont Los Angeles SGVCOG Claremont Locally Grown Power Completed
Colton San Bernardino SBCTA South Colton Revitalization Plan Completed
Corona Riverside WRCOG Climate Action Plan Update Completed
Duarte Los Angeles SGVCOG Town Center Traffic Calming Plan Completed
Fontana San Bernardino SBCTA Urban Greening Landscape Plan Completed

Attachment: 2016 Sustainable Planning Grants (SPG) Program Update (2020/2021 Sustainable Communities Program Guidelines — Active Transportation & Safety Call for
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Sustainability - ILU/GRI Projects

GCCOG Los Angeles GCCOG Climate Action Plan Framework Completed

Glendale Los Angeles SFVCOG Streetcar Feasibility Study Contract/MOU Negotiation
Gold Coast Transit Ventura VCCOG Building Transit Communities Work Underway

Imperial County Transportation Commission Imperial ICTC Imperial Valley Climate Action Plan Work Underway

Long Beach Los Angeles GCCOG Destination Uptown Completed

Los Angeles County Metro Los Angeles LA CITY Union Station Civic Center District Work Underway

Los Angeles County Planning Los Angeles LA COUNTY |Climate Action and Adaptation Plan Work Underway

Mission Viejo Orange 0OCCOG Core Area Specific Plan Cancelled

Moreno Valley Riverside WRCOG Nason Street Corridor Phase Il Completed

Norwalk Los Angeles GCCOG Firestone Corridor/San Antonio Village Vision Contract/MOU Negotiation
Palmdale Los Angeles NLAC Sustainable Mobility Element Work Underway

Perris Riverside WRCOG Healthy Cities Challenge Completed

Placentia Orange 0OCCoG Green Open Space Connections Completed

Rancho Cucamonga San Bernardino SBCTA Empire Yards Specific Plan Work Underway

Santa Ana Orange 0OCCOG Sustainability Vision Work Underway

Santa Paula Ventura VCCOG SCS Consistency Framework Cancelled

San Bernardino County Transportation Authority San Bernardino SBCTA San Bernardino County Regional GHG Reduction Plan Update Work Underway

San Bernardino County Transportation Authority San Bernardino SBCTA Story Maps ("Dynamic Data Stories") Completed

South Pasadena Los Angeles SGVCOG Climate Action Plan Work Underway

Vernon Los Angeles GCCOG Transit Service Feasibility Study Completed

Western Riverside Council of Governments Riverside WRCOG SB743 Implementation Work Underway

Phase 2 Projects

Active Transportation - Active Transportation Projects

Covina Los Angeles SGVCOG First/Last Mile Transit Station Planning Work Underway

Indio Riverside CVAG Bike Share Plan Contract/MOU Negotiation
Irvine Orange 0OCCOoG Strategic Plan for Active Transportation Work Underway

Los Alamitos Orange 0OCCoG Active Transportation Plan Work Underway

Redlands San Bernardino SBCTA Sustainable Mobility Plan Work Underway

Riverside Riverside WRCOG Active Transportation Plan Work Underway

Costa Mesa Orange 0OCCOG Pedestrian Master Plan Work Underway
Sustainability - ILU/GRI Projects

Paramount Los Angeles GCCOG North Paramount Blvd Gateway Plan Contract/MOU Negotiation
Banning Riverside WRCOG SB 743 Implementation (formerly Paseo San Gorgonio Feasibility ) Beginning RFP Scope

Big Bear Lake San Bernardino SBCTA Mountain Mobility Analysis Cancelled

Huntington Beach Orange 0OCCOG Orange County Recycling Market Development Zone Cancelled

Rolling Hills Estates Los Angeles SBCCOG General Plan Update - Sustainability Element Contract/MOU Negotiation
Torrance Los Angeles SBCCOG Signage & Wayfinding Plan Contract/MOU Negotiation
Westminster Orange OCCOG Civic Center Specific Plan Cancelled

Yucaipa San Bernardino SBCTA Freeway Corridor Specific Plan Update RFP Selection

Attachment: 2016 Sustainable Planning Grants (SPG) Program Update (2020/2021 Sustainable Communities Program Guidelines — Active Transportation & Safety Call for
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2018 Sustainable Communities Program (SCP) Update

September 2020
Applicant County |Subregion |Project Project Status
Active Transportation - Active Transportation Projects
City of Calexico Imperial ICTC Rockwood Avenue Demonstration Project RFP Development
City of Long Beach Los Angeles GCCOG South Street Complete Street MOU Materials Review/Drafting
City of El Monte Los Angeles SGVCOG Gateway to Downtown El Monte Complete Streets Demonstration RFP Development
City of Glendale Dept of Public Works Engineering Division Los Angeles AVCOG Brand Boulevard Complete Streets Demonstration Project RFP Development
Pasadena Department of Transportation Los Angeles AVCOG Pasadena Allen Avenue Pedestrian Safety Enhancement RFP Development
City of Ojai Ventura VCOG Ojai Maricopa Highway Transformation Demonstration Work Underway
Imperial County Transportation Commission Imperial ICTC Imperial County Regional Active Transportation Plan RFP Development
City of Azusa Los Angeles SGVCOG Pedestrian Master Plan Contract Negotiation/Drafting
Pasadena Department of Transportation Los Angeles AVCOG Pedestrian Master Plan Contract Negotiation/Drafting
City of Buena Park Orange 0OCCOoG City of Buena Park Comprehensive Active Transportation Plan SOW Development
Cathedral City Riverside CVAG Cathedral City Active Transportation Plan (ATP) SOW Development
City of Avalon Los Angeles WSCCOG City of Avalon Master Active Transportation Plan RFP Released
City of Palmdale Los Angeles NLAC Avenue Q from Sierra Highway to 20th Street East Complete Streets Project RFP Selection
Omnitrans San Bernardino SBCTA Omnitrans Safety Strategic Plan Work Underway
Los Angeles County Department of Public Works Los Angeles SGVCOG Walnut Park North-South Corridor Study RFP Selection
City of El Monte Los Angeles SGVCOG El Monte Vision Zero Action Plan Work Underway
San Bernardino County Transportation Authority San Bernardino SBCTA San Bernardino County SRTS Program Awardee to Administer
Los Angeles County Department of Public Works Los Angeles SGVCOG East LA Active Transportation Education and Encouragement Program Awardee to Administer
Orange County Transportation Authority Orange OCCOG Safe Travels Education Program (STEP) Campaign Awardee to Administer
Riverside County Department of Public Health Riverside CVAG Riverside County SRTS Program, Desert Hot Springs Awardee to Administer
Sustainability - ILU/GRI Projects
City of Fullerton Orange OCCOG Rail District Specific Plan (formerly Livable Corridor Plan) Work Underway
City of Yucaipa San Bernardino SANBAG Livable Corridor Plans (combined with 2016 award) RFP Released
City of Beaumont Riverside WRCOG Parking Management Plans Work Underway
City of San Fernando Los Angeles SFVCOG Parking Management Plans Work Underway
San Bernardino County Transportation Authority (SBCTA) San Bernardino SANBAG SB743 Implementation Studies Contract Negotiation/Drafting
City of Los Angeles (LADOT) Los Angeles LA City SB743 Implementation Studies Contract Negotiation/Drafting
City of Temecula Riverside WRCOG SB743 Implementation Studies Completed
City of Long Beach Los Angeles GCCOG Urban Heat Island Reduction Studies Contract Negotiation/Drafting
City of Pasadena Los Angeles AVCOG Urban Heat Island Reduction Studies - Pasadena - Lincoln Ave Contract Negotiation/Drafting
City of Pasadena Los Angeles AVCOG Urban Heat Island Reduction Studies - Pasadena - Holly Street Contract Negotiation/Drafting
City of Anaheim Orange 0OCCOG Fast Charging Network Strategies Contract Negotiation/Drafting
Culver City Los Angeles WSCCOG Fast Charging Network Strategies Contract Negotiation/Drafting
City of Long Beach Los Angeles GCCOG Fast Charging Network Strategies Contract Negotiation/Drafting
City of Los Angeles Los Angeles LA City Fast Charging Network Strategies Contract Negotiation/Drafting
City of Artesia Los Angeles GCCOG Initial PEV Readiness Planning Contract Negotiation/Drafting
City of Pico Rivera Los Angeles GCCOG Initial PEV Readiness Planning Contract Negotiation/Drafting
City of Redlands San Bernardino SANBAG Initial PEV Readiness Planning Contract Negotiation/Drafting
City of Baldwin Park Los Angeles SGVCOG San Gabriel Valley Region Cities EV Planning Contract Negotiation/Drafting
City of San Dimas (SGVCOG, Covina, Diamond Bar, La Puente, Monrovia,
La Verne, South El Monte, Walnut) Los Angeles SGVCOG San Gabriel Valley Region Cities EV Planning Contract Negotiation/Drafting
City of Glendora Los Angeles SGVCOG San Gabriel Valley Region Cities EV Planning Contract Negotiation/Drafting
City of Rosemead Los Angeles SGVCOG San Gabriel Valley Region Cities EV Planning Contract Negotiation/Drafting
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2020/21 Sustainable Communities Program (SCP)
Program Guidelines + Active Transportation & Safety Call for
Applications

SCP Overview

The Southern California Association of Governments (SCAG) announces the 2020 Sustainable
Communities Program (SCP) — Active Transportation & Safety Supplement (ATS) Call for Applications.
Since 2005, SCAG’s various sustainability planning grant programs (Compass Blueprint, Sustainability
Planning Grants, Sustainable Communities Program) have provided resources and direct technical
assistance to jurisdictions to complete important local planning efforts and enable implementation of the
Regional Transportation Plan and Sustainable Communities Strategy (RTP/SCS), which today is called
Connect SoCal.

The SCP allows SCAG to strengthen partnerships with local agencies who are responsible for land use and
transportation decisions. Projects selected will allow local agencies to facilitate coordination and
integration of transportation planning with active transportation, housing production, safety, smart cities,
mobility innovation, transportation demand management, green region and sustainability. The SCP also
serves as the primary funding vehicle where SCAG partners with local agencies to implement the goals,
objectives and strategies of Connect SoCal and achieve an integrated regional development pattern that
reduces greenhouse gas (GHG) emissions. Applicants are encouraged to review strategies promoted in
Connect SoCal to align project applications with regional planning priorities and concepts.

The SCP will provide local jurisdictions with multiple opportunities to seek funding and resources to meet
the needs of their communities, address recovery and resiliency strategies considering COVID-19, and
support regional goals. SCAG will release Calls for Applications throughout Fiscal Year’21 to select
projects within different program areas and funding categories.

SCP Goals
The SCP aims to:

e Provide needed planning resources to local jurisdictions for active transportation and multimodal
planning efforts, sustainability, land use, and planning for affordable housing;

e Promote, address and ensure health and equity in regional land use and transportation planning
and to close the gap of racial injustice and better serve our communities of color;

e Encourage regional planning strategies to reduce motorized Vehicle Miles Traveled (VMT) and
greenhouse gas (GHG) emissions, particularlyin  environmental justice communities
where there is the highest need for air quality improvements;

o Develop local plans that support the implementation of key strategies and goals outlined in
Connect SoCal’s Sustainable Communities Strategy;

e Develop resources that support the Key Connections as outlined in Connect SoCal, including
Shared Mobility and Mobility as a Service, Smart Cities and Job Centers, Accelerated
Electrification, Go Zones, and Housing Supportive Infrastructure;

e Support a resilient region that looks to climate adaptation and public health preparedness as key
strategies to address community prosperity, transportation safety, economic recovery
and sustainability;
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e Increase the region’s competitiveness for federal and state funds, including, but not limited to the
California Active Transportation Program and Greenhouse Gas Reduction Funds.

Moreover, the SCP seeks to advance Connect SoCal’s “Core Vision,” which centers maintaining and better
managing Southern California’s transportation network for moving people and goods, while expanding
mobility choices by locating housing, jobs and transit closer together and increasing investment in transit
and complete streets. The Core Vision includes policies and investments that support sustainable
development; system preservation and resilience; demand management strategies and intelligent
transportation systems; a regional transit backbone; complete streets; and goods movement.

On July 2, 2020, the SCAG Regional Council adopted a resolution reaffirming the agency’s commitment
to working toward a fair and just society and systemic change to eliminate all barriers that reduce
opportunity and undermine Southern California’s shared values and ability to thrive. SCAG affirmed its
commitment to meaningfully advance justice and equity; and SCAG declared its intent to strengthen the
way it engages and convenes to protect and expand community voice and power, and work in partnership
with others to close the gap of racial injustice and better serve our communities of color, and in so doing,
serve all the people of the region. The SCP aims to prioritize resources where there is a demonstrated
need, guided by the Connect SoCal Goal, “to support healthy and equitable communities.” SCAG is
committed to advancing equity through addressing systemic disparities in the SCAG region, and to lift and
center communities most impacted by economic, social, and environmental injustices towards the goal
of creating healthy and equitable communities.

Active Transportation & Safety Supplement (SCP — ATS)

SCP - ATS Overview

The Sustainable Communities Program Active Transportation & Safety Category (SCP-ATS) will fund
planning and quick build projects that result in increased rates of walking and biking, promote traffic
safety, expand opportunities for multimodal transportation options, and better position local jurisdictions
to be competitive for implementation funds. Eligible projects include Active Transportation Plans, Safety
Plans, Network Visioning and Implementation, and Quick Build projects.

Applicants are encouraged to review strategies included within Connect SoCal — specifically, Chapter 3,
the Active Transportation Technical Report, the Transportation Safety and Security Report, Public Health,
and other relevant technical reports - to align project applications with regional planning priorities and
concepts.

The most competitive applications will advance multiple planning goals, prioritize practical context-based
need, utilize innovative planning practices, and result in planning products or programs that clearly tie
community need with implementation. Conducting collaborative public participation efforts to involve
communities previously not engaged in land use and transportation discussions is required. Project must
demonstrate how community engagement will implemented in shaping the project.

SCP — ATS Goals and Purpose

The SCP-ATS Call for Applications seeks to implement Connect SoCal, a long-range vision for
transportation and land use planning for the region. Connect SoCal focuses on the implementation
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of multiple regional active transportation strategy areas:Short Trip Strategies, Regional Trip
Strategies, Planning Strategies, Data Collection, Technology and Micro-Mobility, Complete Streets,
Education/Encouragement and Safety Strategies. All applicants are encouraged to review and align
proposals with the recommended strategies, which can be found in the Connect SoCal Active
Transportation Technical Report. And the Transportation Safety and Security Report.

By directing funding toward projects that implement Connect SoCal, SCAG aims to achieve the following
goals:

e Prioritize historically disinvested and communities of color, which comprise the majority of the
Regional High Injury Network to strategically invest resources;

e Increase the proportion of trips accomplished by biking, walking, and rolling;

e Increase safety and mobility of people walking, biking, and rolling;

e Continue to foster jurisdictional support and promote implementation of the goals,
objectives, and strategies of Connect SoCal;

e Seed active transportation concepts and produce plans that provide local agencies with the
project prioritization, conceptual renderings, and cost estimates required for future
ATP applications;

e Prioritize alignment and integration of Key Connections outlined in Connect SoCal, including
Shared Mobility and Mobility as a Service, Smart Cities and Job Centers, Accelerated
Electrification, Go Zones, and Housing Supportive Infrastructure; and

e Integrate multiple funding streams to increase the overall budget for active transportation
planning and capacity building projects.

SCP — ATS Eligible Applicants
The following entities, within the SCAG region, are eligible to apply for SCP-ATS funds:

e Local or Regional Agency - Examples include cities, counties, councils of government, Regional
Transportation Planning Agency and County Public Health Departments.

e Transit Agencies - Any agency responsible for public transportation that is eligible for funds under
the Federal Transit Administration.

e Natural Resources or Public Land Agencies - Federal, State, or local agency responsible for natural
resources or public land administration.

e Public schools or School districts.

e Tribal Governments - Federally-recognized Native American Tribes.

Prioritizing Community Engagement Across Project Categories: Go

Human Integration

Community engagement is essential in developing and implementing any project. SCAG provides a suite
of resources through its Go Human campaign that are available to complement and leverage proposed
projects. These resources include the Go Human Kit of Parts and co-branded advertising collateral. To
receive additional points, applicants must select and identify one or both of the following elements to
integrate in their project. A small percent of the project budget shall be allocated to Go Human that SCAG
will include in the project RFP.
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Go Human Kit of Parts — The Go Human Kit of Parts includes materials, signage and evaluation tools that
allow the applicant or their consultant to plan and implement a Go Human demonstration project to gain
community feedback as part of the planning process. The applicant or its consultant will be responsible
for transportation of materials and preparation of a site and installation plan, to be approved by
SCAG. The applicant or its consultant will also be responsible for the set-up, break-down and oversight of
the Go Human Kit of Parts as part of the demonstration. SCAG staff will be available to provide feedback
and guidance on planning for a successful demonstration or event and direction on appropriate utilization
of the Kit of Parts.

Advertising Campaign — Co-branded Go Human print materials are available at no cost to cities or other
local government agencies to help improve traffic safety for people walking and biking, and to help extend
the reach of the Go Human campaign. Available materials include, but are not limited to:

e Lawn signs

e Banners

e Postcards

e Billboard ads (with donated placement)

e Bus shelter or bench ads (with donated placement)

e Social media graphics
Projects should advance one or more previously described program goals.

SCP — ATS Summary of Eligible Project Types — Examples and Project
Components

Project Type: Community or Area Wide Plans
Active Transportation Focused Plans -
Example Plans:
e Active Transportation Plans
e Pedestrian Plans
e Bike Plans
e First/Last Mile Plans
Required Project Components:
e Coordinated public engagement, prioritizing historically disinvested communities and non-
traditional stakeholders
e Technical analysis and Level of Traffic Stress analysis
e Facility design and network mapping
e Project level conceptual designs
Transportation Safety Focused Plans -
Example Plans:
¢ Safe Routes Plans (Schools, First/Last Mile Plans)
e Local Road Safety Plans or Safe Systems Plans
Required Project Components:
e High Injury Network or Hot Spot Analysis
e Planning work will conclude with the preparation of a grant application for a project or program
identified within the plan
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Project Type: Quick Build Projects

Example Project:
e Interim capital improvement project (pilot infrastructure), identified through an existing plan and
responding to an immediate community safety need
e 1-3-year duration, including evaluation, data collection, and study period
e Project modifications based on community need and evaluation

Required Project Components:
e Coordinated public engagement, prioritizing historically disinvested communities and non-
traditional stakeholders
e Branding and advertising
e Facility design and data collection
e Performance evaluation

Project Type: Network Visioning and Implementation
Example Project:
e Active Transportation Network Vision Planning
e Quick Build project implementation, interim capital improvement project (pilot infrastructure), 1-
3-year duration

Required Project Components:

e Coordinated public engagement, prioritizing historically disinvested communities and non-
traditional stakeholders

e Technical analysis and Level of Traffic Stress analysis

e Facility design and network mapping

e Branding and advertising

e Quick Build interim capital improvement project (pilot infrastructure project) and performance
evaluation

Note: Applicants may apply for more than one type, and they may submit multiple applications. SCAG
staff is available to support applicants in determining the most appropriate type for their project(s).

SCP — ATS Eligible Project Types — Overview and Maximum Award

Project Type: Community or Area Wide Plans

Active Transportation Focused Plans (maximum award per project: $500,000)

Applications submitted for this project type should support the implementation of the Core Vision:
Complete Streets and Active Transportation strategies as outlined in Connect SoCal. All planning
applications must meet the requirements of the Active Transportation Program, as described in
Appendix A of the 2021 Active Transportation Program Guidelines (Cycle 5), with the following exception:
SCAG will allow for plan applications to be completed in communities or areas that are not considered
disadvantaged.

Examples of eligible plans include but are not limited to the following:
e Community-wide Bicycle or Pedestrian Master Plans
e Community-wide Active Transportation Master Plans
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e First-Last Mile Plans (active transportation improvements only)

The final deliverable for all plans must include the required components for a future
ATP application; including project prioritization, conceptual renderings, and cost estimates.

Transportation Safety Focused Plans (maximum award per project: $250,000)
Safety Action Plans should include a focus on protecting people walking and biking but may also address
vehicle to vehicle collisions. Examples of plans that may be funded include but are not limited to:

e Local Road Safety Plans or Safe Systems Plans: These plans should provide a framework to
systematically analyze and identify safety problems and include recommendations for safety
improvements. Plans should allow jurisdictions to address crash risks and may identify specific or
unique conditions that contribute to crashes in the specific jurisdiction. Plans should provide
jurisdictions with the opportunity to proactively correct high collision locations and reduce
fatalities and serious injuries, especially for vulnerable users (e.g., children, seniors, bicyclists,
pedestrians, etc.). Plans should recommend proven countermeasures, provide a structured and
realistic set of recommendations that implement changes over time, and address the critical E’s
(engagement, equity, engineering, encouragement, education, and evaluation). These plans
should include the identification of a High Injury Network (HIN) or hot spot analysis, and the
identification of a priority project or program that can be the subject of a draft grant application.

e Complete Streets Safety Assessments: These assessments aim to improve pedestrian and bicyclist
safety and to enhance a specific area’s accessibility and walkability. The assessments are narrower
in scope than a citywide plan and focus on specific high crash areas. Work may include completing
a benchmarking safety analysis and a collision data analysis, site visits, walk audits and the
formulation of recommendations specific to each area. These plans should include the
identification of a priority project that can be the subject of a draft grant application.

¢ Safe Routes Plans (e.g., Schools, First/Last Mile Plans): These plans should include the
identification of a High Injury Network (HIN) or hot spot analysis related to their area of focus,
and the identification of a priority project or program that can be the subject of a draft grant
application.

Safety Plans should aim to advance and leverage state and regional planning activities. Safety Plans are
intended to help further the region’s efforts to reduce transportation-related serious injuries and fatalities
and achieve regional safety targets. SCAG’s Calendar Year 2020 safety targets are as follows:

e Number of fatalities: 1,607

e Rate of fatalities per 100 million vehicle miles traveled (VMT): 0.96
Number of serious injuries: 5,736
Rate of serious injuries per 100 million VMT: 3.42
e Number of non-motorized fatalities and non-motorized serious Injuries: 1,916

Plans should be data driven and include recommendations for context-sensitive approaches for reducing
collisions. Plans should be developed in close coordination with community members and stakeholders.
To learn more about the region’s transportation safety existing conditions and safety targets, please visit
SCAG’s Transportation Safety page.

Plans in this category should consider including the following elements:
e Group safety skills walk or ride
e Walk or bike audits
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e Media campaigns
e Temporary demonstration projects

Project Type: Quick Build Projects (maximum award per project: $900,000)

Quick Build projects are interim capital improvement projects that further the goals of the ATP and serve
as design/build opportunities based on community feedback. These projects require minor construction
activities, support workforce development needs, and are typically built with durable, low to moderate
cost materials. Quick Build projects may be implemented for one to five years. These projects have
moderate design flexibility to anticipate adjustments that may occur due to community feedback or
design challenges. The purpose of a Quick Build project is to respond to an identified safety need and
implement safety treatments, enabling a community to benefit quickly from the improvements. Quick
Builds facilitate opportunities for communities to provide input and test the project improvements prior
to full project construction.

Quick Build Projects support the Education/Encouragement Strategies outlined in Connect SoCal and
provide support for the implementation of other regional strategies, such as Regional Corridors or Transit
Integration Strategies. Quick Builds are an opportunity for communities to test infrastructure designs
before committing to the permanent infrastructure. This strategy supports an avenue to envision how
active transportation projects can support mobility needs and contribute significantly to the air quality
requirements in Connect SoCal.

This project type is an evolution of SCAG’s successful Go Human engagement events, which have helped
local agencies refine designs, build community support, attract grant funding, and expedite delivery of
active transportation projects. Quick Build projects should be installed a minimum of one year to
accommodate significant community engagement and allow for a more comprehensive assessment of
project impact. Applicants who wish to apply for this program are strongly encouraged to attend an
Application Workshop and/or reach out to SCAG staff for more information.

Objectives include but are not limited to the following:

e Respond to a community-identified safety need and implement safety improvements quickly to
maximize community benefit;

e Provide an opportunity to test infrastructure treatments and make modifications based on
public feedback and/or design challenges;

e Increase public engagement with historically disinvested communities and non-traditional
stakeholders through opportunities to test infrastructure and provide feedback;

e Position local jurisdictions to be competitive for grant funding through performance evaluation
data and innovative community engagement strategies.

Examples of eligible projects include but are not limited to the following:
e Active transportation infrastructure (protected bike lane, bulb-outs, curb extensions)
e  Multimodal infrastructure integration (dedicated bus pilot lanes and transit integration with
active transportation infrastructure)
e Public Pedestrian Plazas

Project Type: Network Visioning and Implementation (Maximum award: $1,250,000)
Due to incomplete networks, high stress streets, increased fatalities/serious injuries, the SCAG region’s
walking and biking potential has not been maximized and as a result, community benefits of active
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transportation have not been capitalized upon.To respond to this need, SCAG is offering
a network visioning project category to better position local jurisdictions to install targeted, complete,
and low stress active transportation networks that can significantly improve safety, trigger economic
development and contribute to sustainability efforts. Unlike traditional approaches, where the network
is planned and built out over many years, one project or segment at a time, this approach develops a plan
to deliver the entire network for targeted areas in a condensed timeframe ensuring there are no high-
stress or unsafe gaps that compromise the travel experience. This project category prioritizes active
transportation networks not as an amenity, but as essential and regionally significant transportation
networks.

Objectives include but are not limited to the following:

e Identify a network gap based on/derived from existing community-supported plans or outreach
efforts to ensure alignment with existing community direction;

e Conduct additional comprehensive and meaningful public engagement with historically under-
resourced communities to inform network build out that prioritizes fulfilling transportation
needs and connects to long term planning goals;

e Encourage a paradigm shift to view active transportation networks as essential infrastructure
and encourage more ambitious active transportation projects;

e Better position local jurisdictions to be more competitive for statewide ATP implementation
funding and other sources of funding that may require developed plans;

e Demonstrate the return on investment for active transportation networks via air quality
improvements, public health benefits (such as reduced rates of chronic health disease) and
reduced collision rates;

e Prioritize network build out in local jurisdictions by saturating an area, with comprehensive
engagement, for catalytic impact.

This project category will include development of a framework as a model for cities to work with SCAG
and a consultant to conduct visioning and position cities to plan and install entire active transportation
networks within a short- to mid-term timeframe, alongside thoughtful community engagement. The
framework will identify and implement a phased approach for quick build pilot projects, identified through
technical analysis and robust public engagement, prior to network construction, to take on the most
“stressful” segment first and set up the network build-out in phases. The project will include the following
elements:

e Technical analysis

e Public engagement

e Education and advertising

o Development of a Community-wide Active Transportation Plan

e Phase 1 Quick Build project implementation

e Evaluation

Applicants who wish to apply for this program are strongly encouraged to attend an Application
Workshop and/or reach out to SCAG staff for more information.

SCP — ATS Match Requirements

There are no match requirements for active transportation or safety projects proposed through the SCP-
ATS.
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SCP — ATS Scoring Rubric & Criteria

Each application includes three main scoring criterion — 1) Project Need, 2) Scope of Work and Project
Outcomes and 3) Partnerships and Community Engagement. Application questions vary by project type.
The potential points to be awarded for responses to each question, by project type, are noted in each
application. Further clarification regarding how points are awarded will be provided in the project
application forms.

Scoring Criteria
Focus Area 1: Project Need 50 Points
Mobility Need 15
Safety Benefits 20
Disadvantaged Communities and Public Health 15
Focus Area 2: Desired Project Outcomes 35 Points
Safety Strategies and Scope of Work 5
Public Health Strategies 5
||Community Engagement Strategies 5
||Project Benefits and Scope of Work 20
||Focus Area 3: Partnerships and Engagement 15 Points
||Cost Effectiveness 5
||Commitments, Partnerships, and Leveraging 10

SCP — ATS Application Process

Eligible applicants are encouraged to apply to the SCP-ATS by completing an application specific to one
the three Project Types, above. Please contact SCAG staff if the project includes multiple components, or
if for any other reason, support is needed in identifying the proper application to use for a project
application. Application workshops will be scheduled for September XX and October XX, 2020 to address
any questions related to the application process. More information and details on the workshops see,
please see the SCAG SCP website. Applicants must complete and submit their application by precisely
5:00 p.m., November 13, 2020.

SCP — ATS Evaluation Process

For SCP-ATS projects, six (6) evaluation teams, one (1) per county, will be established to review, score and
rank applications submitted to the SCP-ATS. Each team will be comprised of staff from the county
transportation commissions and SCAG. Projects will compete and be ranked against other projects within
their respective county. Final awards will be based on application score, geographic distribution, and
funding eligibility. Following grant award announcements, unsuccessful applicants are encouraged to
meet with SCAG staff to obtain feedback on opportunities to improve their applications for future grant
cycles.
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Funding Sources

Funding for the 2020 SCP will be provided through a combination of federal, state, and local sources. SCAG
will allocate funding for project applications based on the eligibility of each funding source and the
applicant’s readiness. Awards and projects will be managed by SCAG and implemented through its
consultants only. Hosting a Call for Applications to award funds through multiple funding streams is
intended to simplify the application process and achieve efficiencies in program administration. The 2020
SCP-ATS will program up to five percent (5%) of SCAG’s regional funding from Cycle 5 of the Active
Transportation Program, per the 2021 ATP Regional Guidelines.

Due to the inclusion of Senate Bill 1 (SB1) funding, at the time of award notice an applicant, sub-
applicant, and/or jurisdiction is required to have a housing element in substantial compliance with State
housing element law, and must be current with submitted updated housing element Annual Progress
Reports.

Timely Use of Funds/Time Extensions

A project initiation schedule and expectations regarding the period of performance will be determined
within three months of project award announcements, and will be based on project complexity, funding
source, and SCAG staff capacity. In certain cases, projects may receive a notice to proceed two to three
years after the project award announcements. Once the project schedule has been established,
extensions will be considered on a case-by-case basis. Extensions and scope changes must be requested
in letter format. All requests must include an explanation of the issues and actions the agency has taken
to correct the issues. All extensions will be contingent on funding availability and the program
requirements of the funding source assigned to the project when awarded. SCAG intends all selected
projects to be completed in a timely manner and requires that applicants coordinate internal resources
to ensure timely completion of the projects.

SCP — ATS Schedule

The following schedule outlines important dates for the first phase, SCP-ATS.

SCP-ATS Milestone Date
SCP-ATS Call for Applications Opens September 8, 2020
SCP-ATS Application Workshops September/October
2020
SCP-ATS Call for Applications Deadline November 13, 2020
SCAG Regional Council Approval of the 2020 SCP — ATS Application Rankings* [May 2021

*Projects receiving ATP funding will also be subject to approval by the SCAG Regional Council and
California Transportation Commission as part of the adoption of the complete 2021 Regional ATP. SCAG
Regional Council consideration is anticipated in May 2021 followed by CTC action in June 2021.

SCP — ATS Contact Information

Questions regarding the SCP-ATS applications or application process should be directed to:
Hannah Brunelle

Associate Regional Planner

Telephone: 213-236-1907

Email: brunelle@scag.ca.gov
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SCP — ATS Submittal Information

Applications are due Friday, November 13, 2020 by 5:00 p.m. using the instructions provided in the
application. Questions regarding submitting applications for each category should be emailed to the
contact person listed above. Applications should include all supporting documents in a single PDF file.
Project sponsors do not need a board resolution in order to apply, but they will be required to agree to
submit a supporting resolution from the elected body or a letter of intent in support of the project from
the appropriate executive officer prior to receiving funding. Files should be labeled in the following
format:

Agency Name_Phase Category_Application Category_ Project Name. For

example: SCAG_AT_QuickBuild_Main Street Demonstration
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m AGENDA ITEM 2

| |
Southern California Association of Governments
Remote Participation Only
September 3, 2020
To: Transportation Committee (TC) EXECUTIVE DIRECTOR’S

APPROVAL
From: Courtney Aguirre, Program Manager lI,
(213) 236-1990, Aguirre@scag.ca.gov

Subject: CalSTA Zero Traffic Fatalities Task Force Findings &
Recommendations

RECOMMENDED ACTION:
Information Only — No Action Required

STRATEGIC PLAN:

This item supports the following Strategic Plan Goal 2: Advance Southern California’s policy
interests and planning priorities through regional, statewide, and national engagement and
advocacy.

EXECUTIVE SUMMARY:

Assembly Bill 2363 (Friedman) added Chapter 8 to the California Vehicle Code, requiring the
Secretary of Transportation to establish and convene a Zero Trdffic Fatalities Task Force. The goal
of the Task Force was to identify changes in speed setting methodologies and other efforts to
reduce traffic-related fatalities and serious injuries. The California State Transportation Agency
(CalSTA) convened the Zero Traffic Fatalities Task Force for three workshops over summer/fall
2019 to provide input on recommendations. SCAG was represented on the Task Force by the
Honorable Meghan Sahli-Wells, Councilmember, Culver City. In February 2020 CalSTA released the
Zero Trdffic Fatalities Task Force — Report of Findings, which included recommendations for
changes to speed limits that will help California reduce traffic-related fatalities and serious
injuries in support of the State’s Toward Zero Deaths goals and targets. California Department of
Transportation (Caltrans) Chief Safety Officer, Rachel Carpenter, will provide an update on the
Zero Trdffic Fatalities Task Force — Report of Findings and next steps.

BACKGROUND:

Assembly Bill 2363 (Friedman) added Chapter 8 to the California Vehicle Code, requiring the
Secretary of Transportation to establish and convene a Zero Traffic Fatalities Task Force. The goal of
the Task Force was to identify changes in speed setting methodologies and other efforts to reduce
traffic-related fatalities and serious injuries. The Task Force was also charged with exploring
complementary strategies, such as automated speed enforcement.
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Current procedures for setting speed limits in California rely on the 85th percentile methodology,
an approach developed decades ago for vehicles primarily on rural roads. As its name implies, the
85th percentile speed is the velocity at which 85 percent of vehicles drive at or below on any given
road, and it involves a two-step process. First, traffic engineers calculate the 85th percentile speed
for a given roadway by conducting an engineering and traffic survey, also known as a speed or
traffic survey. Engineers select a roadway and measure the speed of free-flowing traffic with radar
or “lidar guns.” The survey results are then analyzed, yielding the speed at which 85 percent of the
drivers are traveling at or below. However, the 85th percentile speed does not automatically
become the speed limit that is posted for that road. In the second step, engineers can apply
rounding and adjustment allowances based on a variety of other conditions, resulting in a speed
limit that deviates from the 85th percentile speed. California law places parameters and limits on
these deviations. When using engineering and traffic surveys to post lower speed limits, the
maximum amount that a posted speed limit can deviate from the 85th percentile speed is 7 mph.
Ultimately, the speed at which 85 percent of road users drive at or below the speed limit exercises a
profound influence on the final speed limit that is posted for the road. The 85th percentile
methodology assumes that most drivers will drive at a safe and reasonable speed based on the road
conditions. It is also based on the idea that speed limits are safest when they conform to the natural
speed driven by most drivers and that uniform vehicle speeds increase safety and reduce the risks
for crashes.

Although California has become highly urbanized and its roadways have changed significantly,
reflecting different modes of transportation including bicycling, walking, and scooters, the method
for setting speed limits has not been modified to reflect these changes. While the aforementioned
methodology allows traffic engineers to consider other factors when setting speed limits, the 85th
percentile speed remains the primary factor used in determining posted speed limits regardless of
the mixture of modes accommodated on a street. Given that speed is the leading predictor of
whether someone survives a crash, changing speed setting methodologies has significant potential
for saving lives.

The California State Transportation Agency (CalSTA) convened the Zero Traffic Fatalities Task Force
in summer 2019. The Task Force membership was intended to represent a balance of rural and
urban; southern, central, and northern California; advocacy groups and engineering and traffic
safety specialists. The Task Force included 25 members, including representatives from the
American Association of Retired Persons (AARP), the California Bicycle Coalition (CalBike), the
California Highway Patrol, the Cities of Glendale and Palm Springs, and the Los Angeles Department
of Transportation, among others. SCAG was represented on the Task Force by the Culver City
Councilmember, Honorable Meghan Sahli-Wells. CalSTA convened the Task Force for three
workshops over summer/fall 2019 to provide input on recommendations.

In February 2020, CalSTA released the Zero Traffic Fatalities Task Force — Report of Findings, which
was backed by research from UC Berkeley, UCLA, and UC Davis. The report included findings and
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recommendations for changes to speed limits that would help California reduce traffic-related
fatalities and serious injuries in support of the State’s Toward Zero Deaths goals and targets. If
advanced as legislation and enacted into law, these recommendations would offer jurisdictions an
expanded toolbox to better combat rising traffic-related fatalities and serious injuries, especially for
the most vulnerable roadway users. Recommendations include:

- Reuvising traffic survey procedures to specifically require consideration be given to bicyclist
and pedestrian safety and develop guidance to describe how to consider bicyclist and
pedestrian safety in a traffic survey.

- Adding “business activity district” as an additional class of location eligible for a prima facie
speed limit. Steps to do this include developing a statewide "business activity district”
definition which could include urban villages, neighborhood downtowns, and other
business-oriented locations.

- Allowing for the lowering of speeds on High Injury Networks (HINs). The City of Los Angeles
and other jurisdictions throughout California have developed HINs. Greater flexibility for
setting speeds on HINs would allow jurisdictions to reduce speeds on streets with the
highest proportion of fatalities and serious injuries.

- Allowing jurisdictions to keep current speed limits even if a survey shows that 85 percent of
drivers are exceeding the limit and creating more classes of locations where speed limits can
be set at a particular speed without having to do a traffic survey. For example, jurisdictions
would be able to lower speeds on streets near vulnerable populations, such as streets close
to senior facilities, parks or playgrounds, and healthcare facilities.

- Considering the use of automated speed enforcement (ASE) to complement traditional
enforcement. Jurisdictions in California require legislative authority to implement
automated technology for enforcing traffic laws. The report summarizes policy
considerations related to ASE, including enforcement location, notices, privacy, citation
type, and use of revenue.

The report also identifies longer term policy recommendations for consideration that better take
into account how a street is used and by whom, how protected bicyclists and pedestrians are from
vehicles, and how likely it is that there will be conflict between vehicles and other street users. A
long-term, context-sensitive approach to how speeds are set in California would support
jurisdictions in setting speeds that protect vulnerable road users, such as bicyclists and pedestrians.

Earlier this year SCAG staff began working with Assemblymember Friedman and other Task Force
members on legislation to enact these recommendations- specifically, Assembly Bills 2121, 2828,
and 3350. However, due to COVID-19, work on the bills was paused, and Assemblymember
Friedman now anticipates reintroducing legislation this fiscal year that would implement the
recommendations of the Zero Traffic Fatalities Task Force.

FISCAL IMPACT:
Funding for staff work on this issue is included in the OWP (050.0169A.02: Transportation Safety)
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1.0 Executive Summary

While the overarching objective of the transportation system is to provide mobility,
transportation professionals dedicate significant resources to create a system that is
safe for all users. Yet transportation professionals and policy makers continue to grapple
with increases in road traffic fatalities, injuries, and crashes at the local, state, national,
and even global levels.

Today, the traditional notion that roads should be designed to maximize vehicle
throughput is increasingly challenged as cities and counties rethink the function and
purpose of their streets, the different needs of road users such as bicyclists, pedestrians,
and scooter users, and the exponential dangers of excessive speed. There is clear
evidence, supported by statistical analyses, that traffic fatalities and serious injuries
increase with individual vehicle speed.

While roadway safety has long been the primary consideration in establishing speed
limits, speeding-related fatalities continue to represent a large portion of California’s total
traffic fatalities. Current procedures for setting speeds limits in California rely on the 85"
percentile methodology, an approach developed decades ago for vehicles primarily on
rural roads. Although California has become highly urbanized and its roadways have
changed significantly, reflecting different modes of transportation including bicycling,
walking, and scooters, the method for setting speed limits has not been modified to
reflect these changes. And while the current methodology allows traffic engineers to
consider other factors when setting speed limits, the 85" percentile speed remains the
primary factor used in determining posted speed limits regardless of the intended use of
the street.

While the way that speed limits are calculated have remained essentially static, the
population, vehicles, and street uses have evolved over time. CalSTA'’s vision is to
transform the lives of all Californians through a safe, accessible, low-carbon, 21st-
century multimodal transportation system. However, the 85" percentile methodology
relies on driver behavior. Greater flexibility in establishing speed limits would offer
agencies an expanded toolbox in order to better combat rising traffic fatalities and
injuries especially for the most vulnerable roadway users.

Consistent with international trends, other U.S. states, including Oregon, Washington,
and New York, are enabling their cities to lower their speed limits and are exploring
alternative methods to establish speed limits based on safety goals and local context
instead of the 85" percentile speed. California has the opportunity to evaluate how it
sets speed limits and explore new approaches that prioritize safety and meet the needs
of all road users. It also has the opportunity to offer agencies greater flexibility to
establish lower speed limits through the revision of speed-limit-setting procedures and
the expansion of special low-speed zones.

Additionally, the State can support other strategies to make its roadways safer and
reduce traffic fatalities to zero. These interventions include roadway infrastructure
changes through engineering, enhancing traffic safety enforcement, supporting public
education and traffic safety campaigns as well as practitioner-focused education, and
improving safety data to make better-informed policy and program decisions.

Attachment: CalSTA Zero Traffic Fatalities Task Force — Report of Findings (CalSTA Zero Traffic Fatalities Task Force Findings &
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1) The existing process for establishing speed limits, including a

2)

nCalsTA

Pursuant to AB 2363, Zero Traffic Fatalities Task Force, CalSTA convened a statewide

Task Force and conducted an academic research synthesis to identify findings and
recommendations for policy consideration to reduce traffic fatalities to zero. This Report
of Findings reflects the culmination of activities that CalSTA initiated in March 2019. The

findings and recommendations for policy consideration begin on page 53.

Exhibit 1-1 cross-references the topics mandated by AB 2363 with the pertinent

sections of this document.

Exhibit 1-1 — Crosswalk: AB 2363 Topics and Report of Findings

detailed discussion on where speed limits are allowed to
deviate from the 85" percentile.

Existing policies on how to reduce speeds on local streets and

roads.

A recommendation as to whether an alternative to the use of
the 85™ percentile as a method for determining speed limits
should be considered, and if so, what alternatives should be
looked at.

Engineering recommendations on how to increase vehicular,
pedestrian, and bicycle safety.

Additional steps that can be taken to eliminate vehicular,
pedestrian, and bicycle fatalities on the road.

Existing reports and analyses on calculating the 85™

percentile at the local, state, national, and international levels.

Usage of the 85th percentile in urban and rural settings.

How local bicycle and pedestrian plans affect the 85™
percentile.

3.0

3.3.,34,50,6.1,7.0

5.0,9.0

6.0, 9.0

7.0,8.0,9.0

4.0

4.2
4.3
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2.0 Introduction and Background

2.1. Traffic Fatalities and Injuries, Speed, and Safety

While the overarching objective of the transportation system is to provide mobility,
transportation professionals dedicate significant resources to create a system that is
safe for all users. Yet transportation professionals and policy makers continue to grapple
with increases in road traffic fatalities, injuries, and crashes at the local, state, national,
and even global levels. According to the World Health Organization, deaths from road
traffic crashes have continued to climb, reaching 1.35 million in 2016, and representing
the eighth leading cause of death globally.’

Within the U.S. in 2017, there were 37,133 people killed in motor vehicle traffic crashes.
Additionally, in the same year 2,746,000 people were injured.? Traffic crashes have
economic costs as well, which was estimated at $242 billion nationally.® In California,
nearly 3,600 people die each year in traffic crashes and more than 13,000 people are
severely injured.* Collectively, these traffic crashes cost California over $53.5 billion.®

Many factors contribute to traffic fatalities and injuries, including speeding, distracted
driving, and impaired driving. However, the relationship between speeding and traffic
fatalities and injuries is an increasing subject of attention. Of the 37,133 traffic fatalities
in 2017, 9,717 (26%) were involved in crashes where at least one driver was speeding.
Nationwide, speeding contributes to approximately one-third of all motor vehicle
fatalities. © It is important to note that the notation of “speeding” for the purpose of crash
reporting includes vehicle speeds that are unsafe for conditions as well as in excess of
the speed limit; see Section 8.2 for more information.

Recent important studies have highlighted excessive speed as a key risk factor in road
traffic injuries and fatalities. According to a 2017 National Transportation Safety Board
(NTSB) report, speed increases crash risk in two ways: it increases the likelihood of
being involved in a crash and it increases the severity of injuries sustained by all road
users in a crash.” While the relationship between speed and crash involvement is
complex, the relationship between speed and injury severity is consistent and direct.®
There is clear and convincing evidence, supported by statistical analyses, that crash
severity increases with individual vehicle speed.’

' World Health Organization, Global Status Report on Road Safety 2018 (2018), vii.

2 National Highway Traffic Safety Administration (NHTSA), Summary of Motor Vehicle Crashes 2017 Data

(2019), 1.
3 Ibid., 5.
4 California Office of Traffic Safety, California Highway Safety Plan (2019), 5.

® This estimate was calculated by the University of California, Institute for Transportation Studies using
Strategic Highway Safety Plan data and the National Safety Council’s Guide to Calculating Costs of

Motor-Vehicle Injuries.

6 National Highway Traffic Safety Administration (NHTSA), Summary of Motor Vehicle Crashes, 7.
" National Transportation Safety Board (NTSB), Safety Study: Reducing Speed-Relating Crashes
Involving Passenger Vehicles (2017), ix.

8 Ibid.,12.

9 Federal Highway Administration (FHWA), Speed Concepts: Informational Guide (2009), 8.
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The relationship between speed and injury severity is especially critical for vulnerable
road users such as bicyclists and pedestrians. In the U.S., on average, a pedestrian is
killed in a motor vehicle crash every 88 minutes.' In the event of a crash between a
vehicle and a pedestrian or bicyclist, the vehicle's speed will largely determine whether
the person hit will survive. Exhibit 2-1 depicts this relationship, demonstrating that the
faster a vehicle is traveling, the less likely it is that the person will survive.

Exhibit 2-1 — Relationship between Vehicle Speed, Crashes, and Fatalities'"

For the purposes of crash reporting, “speeding” is used to identify vehicles that are
traveling at speeds which are: 1) unsafe for conditions or 2) exceed the speed limit.
Speeds that are unsafe for conditions are based on basic speed law which is defined as
driving at a speed greater than is reasonable or prudent considering weather, visibility,
traffic, and roadway conditions. Because the definition of speeding includes these two
different conditions, it is unknown to what degree exceeding a posted or statutory speed
limit contributes to the total number of speeding-related crashes.

In addition to the impact of absolute vehicle speed on both crash severity and crash
frequency, speed variance within a traffic flow is often cited as contributing to crash risk.
However, the University of California Institute of Transportation Studies (UC ITS)
Research Synthesis commissioned specifically for this report found that research on
speed variation and safety is limited and generally inconclusive. Furthermore, there is an
absence of research related to speed variation impacts on crash frequency or severity of
collisions involving pedestrians and bicyclists in urban environments.

O NHTSA, Summary of Motor Vehicle Crashes 2017 Data (2017), 1.
" Tefft, B.C. “Impact speed and a pedestrian’s risk of severe injury or death,” Accident Analysis &
Prevention 50 (2013), 871-878.

nCalsTA
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Given the rise in traffic fatalities and injuries, the contributing role of excessive speed to
those crashes, and the particular vulnerability of pedestrians, bicyclists, and scooter
users, transportation professionals and policymakers in the U.S. are struggling to find
solutions to make roadways safer. The issue of speed limits and speed management is
an increasingly important topic among stakeholders as speeding has been repeatedly
demonstrated to be a main factor in crash injury and severity.

Speeding, however, is a multi-faceted problem. There are many factors that can
influence how fast drivers choose to operate their vehicles. These include the design of
the roadway, the road’s posted speed limit, the enforcement of speed limits, and the
driver’s behavior. In their efforts to get drivers to slow down, practitioners use multiple
tools, including lowering speed limits, increasing enforcement, and changing the
roadway infrastructure. Ultimately “any measures that can achieve reductions in average
operating speeds, including lower speed limits, enhanced enforcement, and
communications campaigns, as well as engineering measures, are expected to reduce
fatal and injury crashes.”'?

While many consider road design and engineering the effective countermeasure to
reduce operating speed, many cities, including Portland, Seattle, and New York City,
have also lowered the posted speed limits on their roadways. Although some subject
matter experts maintain that lowering posted speed limits does not cause drivers to slow
down, recent research has indicated that this approach is effective. The UC ITS
research synthesis found that research studies clearly indicate speed limit changes
cause changes in drivers’ speed. Moreover, “reducing vehicle speed limits will likely
reduce vehicle speeds and improve safety across most road environments.”’* UC ITS
concluded that “even though reducing speed limits may only have a small effect on
vehicle speeds, those changes in speed result in meaningful safety improvements”
especially for vulnerable road users such as bicyclist and pedestrians.”™*

Other studies support the finding that even a small change in vehicle operating speed
can have large safety impacts. According to one, “a reduction of 3 mph in average
operating speed on a road with a baseline average operating speed of 30 mph is
expected to produce a reduction of 27% in injury crashes and 49% in fatal crashes.
Furthermore, since pedestrians and bicyclists are particularly vulnerable to severe injury
and death when struck by higher-speed vehicles, “countermeasures aimed at reducing
vehicle speeds have the potential to save lives.”'® National research results, as well as
the results of the UC ITS research synthesis, support the notion, which is advocated by
many California cities and local governments, that lowering speed limits will make
streets safer.

»15

In California and the rest of the U.S., establishing the speed limit is based on a long-
standing methodology known as the 85" percentile speed. This methodology is
discussed in Section 3.0 of this report. However, it is important to note that studies have
shown that using the 85™ percentile speed to establish speed limits has actually

2 NHTSA, Countermeasures that Work: A Highway Safety Countermeasure Guide for State Highway
Safety Offices Ninth Edition (2017), 3-7.

3 University of California Institute of Transportation Studies (UC ITS), Research Synthesis for AB 2363
Zero Traffic Fatalities Task Force (2019), 23.

4 Ibid., 23.

'S NHTSA, Countermeasures that Work, 3-7.

'8 Ibid., 8-7.
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increased drivers’ operating speeds as an “unintended consequence.”'” This approach
creates a phenomenon known as “speed creep,” in which higher speed limits prompt
motorists to drive faster, which in turn prompt higher speed limits.®

While recent research has shown that changing speed limits is an effective method for
reducing vehicle operating speeds and increasing road safety, the absolute magnitude of
operating speed changes from speed limit changes alone are small but meaningful.
Further, there are many broader trends and contexts to consider, including the inherent
trade-off between speed and safety, the safety advances presented by emerging vehicle
technologies, and recent statewide developments related to safety and transportation.
These trends and contexts are discussed in the next section.

2.2. Trends, Context, and Considerations

Historically in the U.S., roadways have been designed with vehicles in mind, as typical
design standards “tend to look at streets as thoroughfares for traffic and measure their
performance in terms of speed, delay, throughput and congestion.”'® The field of traffic
engineering has traditionally approached road design from the perspective of moving
vehicles from one point to another as quickly as possible. As highway networks
expanded to accommodate increasing numbers of vehicles in the first half of the 20"
century, early attempts to regulate speed for safety gave way to the “consistent focus on
improving traffic service for ever-expanding motor vehicle fleets.”?® According to the
FHWA, “the automobile has irrefutably altered the way in which transportation systems
and the built environment are designed and constructed, often at the expense of
pedestrians.”?’

Today, the traditional notion that roads should be designed to maximize vehicle
throughput is increasingly challenged as cities rethink the function and purpose of their
streets, the different needs of road users such as bicyclists and pedestrians, and the
exponential dangers of excessive speed. Most cities today strive to make their streets
more complete, less dominated by driving, and safer.?? As NACTO puts it, “roadways
once conceived singularly as arterials for traffic have been recast and retrofitted as
public spaces crucial to the economic success, safety and vitality of the city.”?®

This trend away from roads designed for vehicle throughput calls attention to the
contradiction between level of service and safety. Cities who wish to increase safety by
reducing vehicle operating speeds must often balance these needs with the desires of its
commuters who do not want an increase in traffic congestion and slower vehicle
throughput. As UC ITS researchers put it, the crux of this issue is “the intuitive trade-off
between speed and safety.”*

" NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 54.

'8 Ibid., 54.

'® National Association of City Transportation Professionals (NACTO), Urban Street Design Guide (2012),
6.

20 UC ITS, Research Synthesis, 36.

21 NHTSA, How to Develop a Pedestrian Safety Action Plan (2009), 7.

22 UC ITS, Research Synthesis, 39.

2 NACTO, Urban Street Design Guide, 4.

24 UC ITS, Research Synthesis, 45.

\CalsTa
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In the last several years, states across the U.S., including Washington and Oregon, are
adopting speed-limit-setting laws that grant local agencies more flexibility to lower posted
speeds within their jurisdictions. While these national developments in speed management
are fairly recent, international speed management programs began to develop best
practices in the mid-1990s that aimed to “minimize the severity of road traffic crashes
through such programs as Vision Zero, Sustainable Safety, and Safe Systems.”®

In addition to the countermeasures designed to improve safety by reducing vehicle
operating speeds, it is important to note that rapidly emerging vehicle technologies will
also likely impact safety. Already a considerable amount of research is beginning to
describe the safety benefits of various levels of emerging technology.?® These vehicle
technologies include forward collision warning (FCW), automatic emergency braking
(AEB), lane departure warning (LDW), intelligent speed adaptation (ISA), lane keeping
assistance (LKA), and blind spot warning (BSW) systems.

Generally, these enhanced safety features are designed to reduce traffic crashes and
fatalities and improve safety for both the vehicle occupants and non-occupants. A
recently AAA research synthesis found that while such features have their limitations,
“current and future vehicle safety systems have the potential to dramatically reduce the
number of crashes, injuries and fatalities on our roadways,” and that these systems, “if
installed on all vehicles, would have had the potential to help prevent or mitigate roughly
40% of all crashes involving passenger vehicles, and 37% of all injuries and 29% of all
fatalities that occurred in those crashes.”?’ It will be important for transportation and
traffic safety professionals to track the latest vehicle safety technologies as they continue
to develop.

Within California, it is also critical to consider the work of the Zero Traffic Fatalities Task
Force within the broader context of the California Strategic Highway Safety Plan (SHSP).
The SHSP is a coordinated, data-driven safety plan that provides a comprehensive
framework for reducing fatalities and serious injuries on California’s public roads with a
goal of zero deaths. A federal requirement, the plan guides investment decisions
towards strategies and countermeasure with the most potential to save lives and prevent
injuries. Spearheaded by CalSTA and its departments, over 900 safety stakeholders
from across the state contributed to the original SHSP. The 2020-2024 SHSP has
recently been finalized and the SHSP Implementation Plan, which identifies specific
actions, is currently underway.

2.3. The 85" Percentile Speed — An Overview?3

Drivers play an important role in how posted speed limits are set. Many U.S. states and
California rely on a long-standing and widespread methodology known as the 85"
percentile speed to establish speed limits. As its name implies, the 85™ percentile speed
is the velocity at which 85% of vehicles drive at or below on any given road. This
approach was developed in the U.S. in the mid-20" century and is still the dominant

25 |bid., 50.

26 |bid., 69.

27 AAA Foundation for Traffic Safety, Potential Reductions in Crashes, Injuries, and Deaths from Large-
Scale Deployment of Advanced Driver Assistance Systems Research Brief (2018), 9.

28 This summary is drawn from numerous sources including: UC ITS’s Research Synthesis (2019);
FHWA'’s Speed Concepts: Informational Guide (2009); FHWA's Methods and Practices for Setting Speed
Limits (2012); and California Department of Transportation’s (Caltrans) California Manual for Setting
Speed Limits (2014).
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factor in how speed limits are set in the U.S today. The 85" percentile methodology
assumes that most drivers will drive at a safe and reasonable speed based on the road
conditions. It is also based on the idea that speed limits are safest when they conform to
the natural speed driven by most drivers and that uniform vehicle speeds increase safety
and reduce the risks for crashes.

Using the 85" percentile methodology to establish a posted speed limit is a two-step
process. First, traffic engineers calculate the 85" percentile speed for a given roadway
by conducting an engineering and traffic survey, also known as a speed or traffic survey.
Engineers select a roadway and measure the speed of free-flowing traffic with radar or
lidar guns. The survey results are then analyzed, yielding the speed at which 85% of the
drivers are traveling at or below.

However, the 85" percentile speed does not automatically become the speed limit that is
posted for that road. In the second step, engineers can apply rounding and adjustment
allowances based on a variety of other conditions, resulting in a speed limit that deviates
from the 85™ percentile speed. California law places parameters and limits on these
deviations. When using engineering and traffic surveys to post lower speed limits, the
maximum amount that a posted speed limit can deviate from the 85" percentile speed is
7 mph. Ultimately, the speed at which 85% of road users drive at or below exercises a
profound influence on the final speed limit that is posted for the road. UC ITS refers to
this reliance on driver behavior as “crowdsourcing” speed limits.*

Section 4.0 contains a detailed analysis of the 85" percentile speed methodology
including its history, limitations, and usage in urban and rural settings.

2.4. AB 2363 — Zero Traffic Fatalities Task Force

AB 2363 (Friedman — Chapter 650, Statutes of 2018) directed the Secretary of
Transportation to establish and convene the Zero Traffic Fatalities Task Force. Based on
the Task Force’s efforts, the Secretary shall prepare and submit a report of findings to
the Legislature by January 1, 2020 on the following issues:

1) The existing process for establishing speed limits, including a detailed discussion
on where speed limits are allowed to deviate from the 85™ percentile.

2) Existing policies on how to reduce speeds on local streets and roads.

3) A recommendation as to whether an alternative to the use of the 85" percentile
as a method for determining speed limits should be considered, and if so, what
alternatives should be looked at.

4) Engineering recommendations on how to increase vehicular, pedestrian, and
bicycle safety.

5) Additional steps that can be taken to eliminate vehicular, pedestrian, and bicycle
fatalities on the road.

6) Existing reports and analyses on calculating the 85™ percentile at the local, state,
national, and international levels.

7) Usage of the 85" percentile in urban and rural settings.
8) How local bicycle and pedestrian plans affect the 85" percentile.
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2.5. Zero Traffic Fatalities Task Force and Advisory Group Members

CalSTA established and first convened the Task Force on June 25, 2019, which
included representatives from all of the mandated organizations as well as other
interested stakeholders. A list of Task Force members and their organization is
presented in Exhibit 2-2. In addition, CalSTA formed an Advisory Group designed to
provide subject matter expertise to the Task Force. A list of Advisory Group members
and their organization is presented in Exhibit 2-3.

Exhibit 2-2 — Task Force Members

AAA Southern California
Amalgamated Transit Union and
Teamsters

American Association of Retired
Persons

California Bicycle Coalition
(CalBike)

California Highway Patrol
California Walks (Cal Walks)
City of Fresno

City of Glendale

City of Palm Springs
City of Sacramento

City of San Jose
Department of Public Health

Department of Transportation
Electronic Frontier Foundation
Los Angeles Department of
Transportation
NACTO/California City
Transportation Initiative
Office of Traffic Safety

Rural Counties Task Force

San Francisco Municipal
Transportation Agency

Southern California Association of
Governments

Safer Streets Los Angeles

UC Berkeley — Institute of
Transportation Studies

Vision Zero Network

Subject Matter Expert

Hamid Bahadori, Manager, Transportation Policy and Programs
Shane Gusman, Representative

Bob Prath, Executive and National Policy Council member

Dave Snyder,

Executive Director

James Epperson, Chief

Tony Dang, Executive Director

Jill Gormley,

Traffic Engineering Manager

Carl A. Povilaitis,

Chief of Police

Lisa Middleton, Councilmember

Jennifer Donlon Wyant,

Transportation Planning Manager

Laura Wells,

Director, Department of Transportation

Jeffery Rosenhall, Chief, Policy and Partnership Development
Unit

Jeanie Ward-Waller, District 2 Director (Acting)
Lee Tien, Senior Staff Attorney

Seleta Reynolds, General Manager

Jenny O’Connell, Program Manager

Barbara Rooney, Director

Dan Landon, Executive Director Nevada County Transportation

Commission

Kate Breen,

Director of Government Affairs

Meghan Sahli-Wells,

Regional Council Member & Culver City Mayor

Jay Beeber, Founder

Offer Grembek, Co-Director, UCB Safe Transportation Research
and Education Center

Leah Shahum, Founder and Director

Rock E. Miller, Consultant — Traffic Engineering Expert Witness,
Safety, and Urban Bikeways implementation
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Exhibit 2-3 — Advisory Group Members

City and County of San Francisco,
Department of Public Health

Arup
City of Long Beach, Public Works

City of Santa Clarita

City of Santa Monica, Planning and
Community Development Department

County of Los Angeles, Public Works

County of Los Angeles, Department of

Public Health

San Francisco Metropolitan
Transportation Commission

Walk San Francisco

Remix
Streetlight Data, Inc.

Subject Matter Expert
Subject Matter Expert

Megan Wier,

Director of Program on Health, Equity and Sustainability

Megan Gee, Civil and Environmental Engineer; Senior
Planner

Luke Klipp,

Special Projects Officer

Gus Pivetti,

City Traffic Engineer

Andrew Maximous,

Principal Traffic Engineer

Mathew Dubiel,

Senior Civil Engineer

Jean Armbruster,

Director, PLACE Program

Shruti Hari,

Principal, Safety & Asset Management

Jodie Medeiros,
Executive Director

Rachel Zack, Policy Strategist
Sean Co, Director of Special Projects

Henry Coles lll, Retired Mechanical Engineer
Ribeka Toda, Traffic Safety Consultant

2.6. Report of Findings — Approach and Timeline

The findings and recommendations for policy consideration in this Report of Findings are
based on numerous sources including Task Force meetings, Advisory Group meetings,
a University of California academic research synthesis, market research, and results
from multiple surveys completed by the Task Force and the Advisory Group.

Exhibit 2-4 depicts the high-level approach that guided this effort and Exhibit 2-5
depicts the high-level timeline and corresponding activities.
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June 2019

June 25, 2019

July 2019

July 2019

August 21, 2019
September 12, 2019
October 1, 2019
October 22, 2019
October 2019
November 2019

December 2019
January 2020
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Exhibit 2-4 — High-Level Approach

Exhibit 2-5 — Timeline

Conduct Task Force Survey

Convene Task Force Meeting #1
Conduct Advisory Group Survey
Initiate Academic Research

Convene Task Force Meeting #2
Convene Advisory Group Focus Group
Conduct Market Research Webinar
Convene Task Force Meeting #3
Conclude Academic Research

o Develop Report
o Distribute Draft Findings and Recommendations for
Policy Consideration to Task Force for Comment

Finalize Report

Submit Report to Legislature
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3.0 Establishing and Adjusting Speed Limits in
California

This section describes how speed limits are established in California. It covers the
authority to set types, types of speed limits, establishing and deviating from speed limits,
and the role of engineering and traffic surveys in establishing speed limits.

3.1. Authority to Establish Speed Limits

Establishing speed limits on California roadways is a responsibility shared by different
state and local agencies. The California Department of Transportation (Caltrans) has
authority to establish speed limits on the State Highway System, but roadways outside of
the State Highway System generally fall under the responsibility of the respective city or
county. Allowing cities or counties to establish speed limits on the roadways under their
jurisdiction acknowledges the importance of recognizing unique local conditions when
setting speeds. The fact that multiple agencies are involved in establishing speed limits
contributes to the complexity of establishing standards while also respecting unique local
conditions. Ultimately, “speed management and the setting of appropriate speed limits
requires a coordinated effort among State and local highway safety offices, engineering
offices, and law enforcement agencies.”°

In California, the basis, principles, and methodology for establishing speed limits are
outlined in several source documents. The California Vehicle Code (CVC) contains
statutes adopted by the California Legislature relating to the operation, ownership, and
registration of vehicles in California, and changes to it are made through state
legislation. Caltrans publishes and maintains technical documents used to implement the
Vehicle Code. These include the California Manual for Setting Speed and the California
Manual on Uniform Traffic Control Devices (CA MUTCD). When local agencies set
speed limits, they must follow specific speed-procedures established by Caltrans in
these documents. At a high level, the procedures involve justifying and documenting the
chosen speed limit using an engineering and traffic survey. Engineering and traffic
surveys are discussed in further detail in Section 3.4.

In addition to roadways under the jurisdiction of Caltrans or local agencies, some roads
are overseen by tribal governments, National Parks, and private entities, who are
advised (but not mandated) to follow the CA MUTCD setting speeds.

3.2. Types of Speed Limits

California state law establishes speed limits on all roads in the state according to the
CVC. Speed limits defined by state law are called statutory limits. There are different
statutory limits depending upon the type of road being limited—such as city streets,
county roads, or state highways—and on the zone being limited, such as school zones,
business districts, and residential areas. Certain road types and zones have default
speed limits that are in effect even if no speed limit sign is posted. Codified in the CVC,
these default speed limits are called prima facie speed limits.
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Exhibit 3-1 summarizes the common types of speed limits that pertain to this report.

Exhibit 3-1 — Common Types of Speed Limits

Statutory

Prima Facie

Posted

Absolute

Statutory speed limits are established by
the State legislature. They are enforceable
by law even if the speed limit sign is not
posted.

Prima facie speed limits are a type of
statutory speed limit that apply in
designated special areas or zones,
including school zones, business districts,
and residential areas. They are enforceable
by law even if the speed limit sign is not
posted.

Posted speed limits can be the same as
Statutory speed limits, or they can be
different limits established by a local
authority on the basis of an engineering and
traffic survey. They must be posted in order
to be enforceable.

Absolute speed limits are statutory speed
limits. They designate an upper limit
beyond which any speed is illegal.

3.3. Establishing and Deviating from Speed Limits

While the CVC establishes speed limits for the state, it also allows local agencies to
establish specific speed limits for streets within their boundaries. When agencies want to
deviate from the statutory limits by either raising or lowering them, they adjust these

limits according to procedures and parameters established by Caltrans.

Exhibit 3-2 depicts California’s statutory speed limits and the amount that agencies are
permitted to adjust them. Crucially, in order to adjust speed limits, agencies must follow
legally-mandated procedures which usually entail conducting engineering and traffic

surveys, which are discussed in Section 3.4.
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Exhibit 3-2 — Speed Limits and Adjustment Authority on Road Types and Zones

Adjustment Authority

Highways 65 Below 65
Freeways 65 70**
Two-lane

undivided 55 Below and over 55
roadways

Uncontrolled
railway 15 None
crossing®

Attachment: CalSTA Zero Traffic Fatalities Task Force — Report of Findings (CalSTA Zero Traffic Fatalities Task Force Findings &

. “\CalsTA

' Packet Pg. 51




AB 2363 Zero Traffic Fatalities Task Force
CalSTA Report of Findings

Adjustment

Authority

Uncontrolled

) . 1 Non
intersection® S one

Alley* 15 None

Speed
Example Road Zones Limit
(MPH)

Adjustment

Authority

Business
districts
without other 25 15 or 20
posted speed
limits**
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Example

Road Zones

Speed
Limit
(MPH)

Adjustment

Authority

Residential
districts
without other
posted speed
limits**

25

15 or 20

Example

Road Zones

Speed
Limit
(MPH)

Local Adjustment

Authority

School
zones*

25

15 or 20

Areas
immediately
around senior
centers*

25

15 or 20

*These speed limits are called prima facie limits and they do not need to be physically posted (via a sign)

in order to be enforceable.

# Non-State-highway only

**Raising speed limits on State freeways to 70 MPH can be accomplished without an E&TS, based on

geometric criteria.

17
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Image Sources:

1.

2.

10.

3.4. Engineering and Traffic Surveys — An Overview

Highways

https.//www.sustainablehighways.dot.qov/FHWA _Sustainability Activities June2014.aspx
Freeways

Caltrans photo database

Two-lane undivided roadway
http://www.gribblenation.org/2017/06/california-state-route-89-lassen.html

Uncontrolled railway crossing

https.//en.wikipedia.org/wiki/File:Railroad Junction2004 x.JPG

Uncontrolled intersection

https.//safety.thwa.dot.gov/intersection/other topics/fhwasa08008/ue4 stop bar.pdf
Alley

https.//www.fhwa.dot.qgov/publications/publicroads/10mayjun/05.cfm

Business districts

https.//safety.fhwa.dot.gov/road diets/quidance/info guide/ch3.cfm

Residential districts
https.//safety.thwa.dot.gov/uslimits/documents/appendix-I-user-quide.pdf

School zones
https.//www.kashlawpc.com/school-zone-safety-things-to-keep-in-mind-when-driving-through/
Senior centers
https.//www.cityofnapa.org/Facilities/Facility/Details/Senior-Activity-Center-18

Transportation agencies are not permitted to adjust speed limits on their streets at their
own discretion. Specific rules and procedures established by the state must be followed
in order to establish a new speed limit. The most important of these rules is the
requirement to conduct an engineering and traffic survey, also known as speed surveys
or traffic surveys. Traffic surveys must be completed for the posted speed limit to be
enforceable. As Caltrans notes in its California Manual for Setting Speed Limits, “the
setting of speed limits requires a rational and defensible procedure to maintain the
confidence of the public and legal systems.”' The survey procedures encourage
agencies to follow a structured, methodologically sound approach that will result in a
reasonable speed limit.

Engineering and traffic surveys are the basis for the “engineering approach” to setting
speed limits, which is the most commonly used approach to setting speed limits in the
U.S. The approach follows a two-step process in which an engineer measures the 85"
percentile speed of vehicles and subsequently adjusts it based on a variety of factors to
arrive at a speed limit. While there is no universal process for conducting these surveys,
the FHWA provides guidance related to the process and most states have also
developed their own procedures.

Section 627 of the CVC defines engineering and traffic surveys. The detailed procedures
for conducting these surveys in California are described in the California Manual for
Setting Speed Limits. Exhibit 3-3 visualizes the main procedural steps at a high level.
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Exhibit 3-3 — Conducting an Engineering and Traffic Survey: Main Components

In Step 4, traffic engineers are allowed to “consider other factors” in addition to the 85™
percentile speed of vehicles. The California Manual for Setting Speed Limits and the
CVC specifically identifies the factors listed in Exhibit 3-4.

Exhibit 3-4 — Other Factors that Impact Establishing Speed Limits
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The premise of Step 4, in which engineers may consider other factors including “conditions
not readily apparent to the driver,” is that it enables agencies to consider unique local
conditions when determining deviations to the 85" percentile speed. Some cities have also
been granted special provisions in the CVC that allow them to consider additional factors.
For example, in 2019 four southern California cities were legally authorized to consider
equestrian safety when conducting an engineering and traffic survey on designated streets
due to the unique circumstances of certain areas with equestrian trails.*?

According to current law, a traffic survey is valid for 5 years, upon which it must be renewed.
However, under certain conditions, traffic surveys may be extended to 7 or 10 years.*

3.5. Adjusting Speed Limits from the 85" Percentile Speed

Though agencies can adjust the 85" percentile base speed limit, the adjustments
themselves are limited. In order for posted speed limits to be enforceable by law
enforcement and the court system, agencies can only deviate so much from the speed
limits established by the State.

According to the California Manual for Setting Speed Limits, speed limits are to be
posted at the nearest 5 mph increment of the 85" percentile speed. For example, if the
85" percentile speed was taken to be 33 mph, then the speed limit would be established
at 35 mph because it's the closest 5 mph increment to the 33 mph.

Under some circumstances, practitioners can deviate from the nearest 5 mph increment
when posting the speed limit. Specifically, the posted speed limit may be reduced by 5
mph from the nearest 5 mph increment of the 85" percentile speed. The following two
scenarios, drawn from the 2074 California Manual for Setting Speed Limits, explain the
application of the 5 mph reduction.

Scenario 1 graphically depicts the technical rounding process when the nearest 5 mph
increment is greater than the 85" percentile speed. In this scenario, the final speed limit
differs from the 85" percentile speed by only 3 mph.

Scenario 1: Getting from 38 mph to 35 mph

In Scenario 1 the final difference between the speed limit and the 85™ percentile speed
is only 3 mph. However, the rounding process can produce greater differences.
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Scenario 2 demonstrates how an 85™ percentile speed of 37 mph can result in a
30 mph speed limit — with a total deviation of 7 mph. This example describes when the
nearest 5 mph of the 85" percentile is less than the 85th percentile speed.

Scenario 2: Getting from 37 mph to 30 mph

In Scenario 2, the rounding process results in a speed limit (30 mph) that is 7 mph lower
from the 85" percentile speed (37 mph). Thus, 7 mph is the maximum amount that a
speed limit can be reduced from the 85" percentile speed.

Further, the speed limit can be posted at the 5 mph increment below the 85" percentile
even if mathematical rounding would require the speed limit to be posted above the 85th
percentile. If this option is used, the 5 mph reduction cannot be applied. For example, if the
85th percentile is 34 mph, the speed limit can be posted at 30 mph instead of the closest
5mph increment which is 35 mph. However, the 30 mph cannot be rounded further.

As these scenarios and examples demonstrate, the cornerstone of establishing speed
limits entails determining the 85" percentile speed via an engineering and traffic survey
and then adjusting it through a rounding process. While adjustments are permitted, the
85" percentile speed of motor vehicles is the most prominent factor in determining a
speed limit. As Caltrans notes, “speed limits set by E&TS are normally set near the 85"
percentile speed.”* Similarly, the Federal Highway Administration notes that “the typical
procedure is to set the speed limit at or near the 85" percentile speed.”®

There are several scenarios in which it is not necessary for agencies to conduct traffic
surveys in order to post a lower speed limit. For example, in 25-mph prima facie school
zones, agencies have the option to lower the speed limit from to 20 mph or 15 mph
without conducting a traffic survey if certain criteria are met. Agencies may opt to either
conduct a traffic survey to support the lower limit, or they may pass a local ordinance
provided that the roadway design meets certain conditions stipulated in the CVC.

Despite this scenario, establishing speed limits using the 85" percentile as part of the
engineering and traffic survey process remains the most common way to establish
speed limits on California’s roadways.
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4.0 The 85" Percentile Speed Methodology — An
Analysis
This section provides a detailed analysis of the 85" percentile speed methodology,

including its history, evolution, and limitations; its usage in urban and rural settings; and
its relationship to local bicycle and pedestrian plans.

4.1. History, Evolution, and Limitations of the Idea

UC ITS researchers traced the origins of the 85™ percentile concept to influential studies
in the mid-20"-century, but noted that these studies supported the conventional wisdom
at the time and were “widely accepted with little scrutiny.”*® Over time, the 85" percentile
speed came to be associated with a collection of qualitative concepts “deeply rooted in
government and law,”*” which are depicted in Exhibit 4-1. Today, the modern rationale
for the 85" percentile speed remains codified in traffic manuals, including the national
Manual on Uniform Traffic Control Devices, as well as California’s manual. The
California Manual for Setting Speed Limits maintains that “speed limits established on
the basis of the 85" percentile conform to the consensus of motorists of the reasonable
and prudent speed,”® a practice that UC ITS refers to a crowdsourcing speed limit. Most
other countries, including Europe and Australia, do not use the 85™ percentile speed to
set speed limits.

Exhibit 4-1 — The 85" Percentile Methodology: Fundamental Concepts

Key Concepts
e The majority of drivers will e Speed limits are safest when they
naturally drive at safe, conform to the speed driven by
reasonable speeds. most drivers.
e The norms of a reasonable ¢ Uniform vehicle speeds increase
person should be considered safety and reduce the risks for
legal. crashes.

These concepts are coming under increasing scrutiny in response to rising traffic
fatalities. The 2017 NTSB Safety Study found that there is no strong evidence that
traveling at the 85" percentile speed results in safer outcomes and recommended that
the FHWA “remove the guidance that speed limits in speed zones should be within

5 mph of the 85" percentile speed.”* UC ITS similarly analyzed the limitations of the
85" percentile methodology and concluded “after eight decades, vehicles are different,
our aspirations for the uses of streets are different, and our safety goals are more
ambitious.”°

3% UC ITS, Research Synthesis, 39.

3" FHWA, Methods and Practices for Setting Speed Limits, 14.

38 Caltrans, California Manual for Setting Speed Limits, 40.

3% NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 54-57.
40 UC ITS, Research Synthesis, 40.

Attachment: CalSTA Zero Traffic Fatalities Task Force — Report of Findings (CalSTA Zero Traffic Fatalities Task Force Findings &

" nCalsTA

Packet Pg. 59




AB 2363 Zero Traffic Fatalities Task Force
CalSTA Report of Findings

Exhibit 4-2 summarizes the major limitations of the 85" percentile methodology
according to Task Force and Advisory Group members, the UC ITS research synthesis,
and leading national research, including studies issued by the NTSB and FHWA.

Exhibit 4-2 — The 85" Percentile Methodology: Major Limitations

e Not supported by scientific e Privileges driver behavior
research

e Based on a set of historical e Does not require consideration
assumptions of other road users such as

pedestrians and bicyclists

e Same methodology applied to e Assumes drivers will choose
different roadway types reasonable and prudent speeds

e Can lead to speed creep

Research results and the majority of Task Force and Advisory Group members support
the fact that lowering speed limits can produce meaningful safety improvements.
However, a minority Task Force perspective maintains that the only way to improve
roadway safety is through engineering and design countermeasures, and that
policymakers should not be overly focused on reducing vehicle operating speeds by
lowering speed limits. Moreover, there are risks associated with lowering speed limits
too far, as the National Cooperative Highway Research Program Project notes:
“artificially low speed limits can lead to poor compliance as well as large variations in
speed within the traffic stream. Increased speed variance can also create more conflicts
and passing maneuvers.”'

4.2. Using the 85" Percentile in Urban and Rural Settings

The 85" percentile methodology was established based on research primarily conducted
on rural roads. Rural roads are generally long stretches of uninterrupted roadway, while
urban areas are generally characterized by frequent interactions between cars and
vulnerable users of the roadway, including pedestrians and bicyclists.

Calculating the 85" percentile speed via engineering and traffic surveys is the same
regardless of roadway type. Given the differences between urban and rural settings,
applying the same methodology to different road types creates specific limitations, which
are discussed below.

4.2.1. Limitations of the 85th Percentile for Highways in Rural Settings

One of the primary limitations of using the 85" percentile in rural highway settings is the
cyclical phenomenon of speed creep. As recent research has indicated, raising speed
limits to match the 85™ percentile speed of vehicles leads to higher operating speeds,
which can then contribute to a higher 85" percentile speed.*? Research has shown that
over time, vehicle operating speeds continue to increase even if the road and vehicle

41 National Cooperative Highway Research Program Project 3-67, Expert System for Recommending
Speed Limits in Speed Zones (2006), 1.
42 NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, x.
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conditions remain the same, demonstrating that the posted speed limit has the most
impact on a driver’s travel speed.*

4.2.2. Limitations of the 85" Percentile for Local Streets in Urban Settings

On local streets in urban environments, speed creep is also a limitation associated with
the 85" percentile approach. Studies have demonstrated that “spatial” speed creep on
local roads can be caused by high speeds on connecting highways. Higher speed limits
on highways can thus have a “carry-over” effect on local roads.

Additionally, many limitations of the 85" percentile approach specific to local streets are
behavioral. These behavioral limitations expose the difficulties associated with basing
speed limits on driver’s habits. Driver behavior lies at the root of the 85" percentile
methodology, which assumes that most drivers will naturally choose to drive at a safe
and reasonable speed. Yet UC ITS researchers contend that drivers tend to
underestimate their speed by 10-30% and that drivers have “limited capacity” to choose
a safe speed.** When drivers exceed the posted speed limit, one of the key reasons is
their belief that excess speed does not threaten safety. Additionally, poor weather
conditions and the lack of strong visual cues on local roads (such as guardrails or trees)
can further cause drivers to underestimate their speeds.

These research results indicate that drivers are not good at “naturally” selecting safe
speeds and suggests that it is not prudent to use driving habits as a basis for
establishing speed limits. Ultimately, “the conjecture that safe speed limits should be
determined based on the actual driving habits of drivers cannot be used to establish safe
travel speeds on local streets.”®

4.3. Effect of Bicycle and Pedestrian Plans on the 85" Percentile

Increasing numbers of California cities and counties are creating bicycle and pedestrian
transportation plans. These local planning documents, which are defined in the
California Transportation Commission’s Active Transportation Program Guidelines, as
the first step to either initiate or continue with programs, policies, and projects that
provide safe and efficient travel modes for bicyclists and pedestrians. In 2017, Caltrans
released the first-ever statewide bicycle and pedestrian plan called Toward an Active
California which outlines the policies and measures that the State and local governments
can take to increase bicycling and walking.

However, local government bicycle and pedestrian plans do not impact posted speed
limits, which is primarily determined by the 85" percentile speed of motor vehicles. When
calculating the 85" percentile speed of vehicles, there is no existing mandate to consider
where future bicycle and pedestrian facilities are planned or in progress.

43 UC ITS, Research Synthesis, 46.
44 |bid., 46-47.
45 |bid., 47.
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However, if a city implements bicycle and pedestrian elements from its plan that changes
roadway infrastructure, the project might affect the 85" percentile speed of vehicles. For
instance, if a local jurisdiction implemented certain traffic calming interventions such as
speed bumps, it could cause drivers to slow down which then impacts the 85" percentile
speed of vehicles. Studies in Denmark and the United States have shown that the
installation of a single speed bump reduced average speeds by 2.7 to 3.4 mph.*
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5.0 Alternatives to the 85" Percentile — Local, State,
National, and International Trends in Setting
Speed Limits

This section describes alternatives to the 85" percentile methodology to setting speed
limits. It explores recent changes in setting speeds limits at the local, state, national, and
international levels.

5.1. Summary

AB 2363 mandates that this report include “existing reports and analyses on calculating
the 85™ percentile at the local, state, national, and international levels.” While data
collection methods and procedures may differ slightly, the 85" percentile speed is a well-
documented methodology that does not significantly vary in its calculation at the local,
state, national, and international levels. However, there are entirely different approaches
to establishing posted speed limits that do not take the 85" percentile speed into account.
Exhibit 5-1 provides a summary of the different approaches to setting speed limits.

Exhibit 5-1 — Approaches to Setting Speed Limits*

Approach Description Jurisdictions
Engineering (or A two-set process where a base United States
Operating) speed limit is set according to the

85" percentile speed and adjusted
slightly according to road and
traffic conditions, crash history,
and other factors.

Safe System Speed limits are set according to Sweden, Netherlands,
the crash types that are likely to Australia
occur, the impact forces that
result, and the tolerance of the
human body to withstand these
forces.

Expert System Speed limits are set by a computer United States, Australia
program that uses knowledge and
inference procedures that simulate
the judgement and behavior of
speed limit experts. In the U.S.,
USLIMITSZ2 is a web-based expert
speed zoning software advisor
adapted from similar expert
systems used in Australia.
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Approach Description Jurisdictions
Engineering (or Speed limit is determined by the Canada, New Zealand
Road-Risk) risks associated with the design of

the road. The speed limit is based
on the function of the road and/or
the adjacent land use and then
adjusted based on road and traffic
conditions and crash history.

Optimization / Setting speed limits to minimize Conceptual approach
Optimal the total societal costs of transport. that has not been
Travel time, vehicle operating adopted by any road

costs, road crashes, traffic noise, authority
and air pollution are considered in

the determination of optimal speed

limits.

5.2. International Trends

Many countries including the Netherlands, Sweden, and Australia approach setting
speed limits from a different conceptual framework. Instead of establishing speed limits
based on driver operating behavior, many countries begin with the premise that the
human body is vulnerable and unlikely to survive impact speeds more than 40 mph.
According to UC ITS, based on this understanding, other countries minimize the severity
of road traffic crashes through programs such as Vision Zero, Sustainable Safety, and
Safe Systems.*® Although these programs have different names in different countries,
they share common principles and strategies with an emphasis on safety. The 2017
NTSB Safety Study presents a summary description of the safe systems approach:

The safe system approach to speed limits differs from the traditional view that
drivers choose reasonable and safe speeds. In the safe system approach, speed
limits are set according to the likely crash types, the resulting impact forces, and
the human body’s ability to withstand these forces. [...] It allows for human errors
(that is, accepting humans will make mistakes) and acknowledges that humans
are physically vulnerable (that is, physical tolerance to impact is limited).
Therefore, in this approach, speed limits are set to minimize death and serious
injury as a consequence of a crash.™®

Sections 5.2.1, 5.2.2, and 5.2.3 present international case studies of this different
approach to establishing speed limits. These case studies are adapted from the UC ITS
Research Synthesis.

5.2.1 Netherlands

The Netherlands adopted “Sustainable Safety” as a vision in 1992. This paradigm shift
used safety as a design principle for the road traffic system and emphasized how to
prevent human errors to the extent possible and how to minimize the severity of a crash.
Specifically, the Netherlands:
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e Expanded 30 km/h (18.6 mph) zones from 15.5 percent of their urban residential
streets to 54.5 percent by adopting a “low-cost” approach that phased the
introduction of the lower speed limits. In the short-term, communities posted the
new speed limits with some support of traffic calming devices with the goal to
further transform the area through additional engineering features.

e Introduced 60 km/h (37.3 mph) zones, down from 80 km/h (49.7 mph), for rural
access roads that met specific criteria warranting reduced speeds to improve
safety for vulnerable users and/or located in transition zones.

5.2.2 Sweden

Sweden adopted the Vision Zero road safety philosophy in 1997 with the long-term goal
that no person should be killed or seriously injured in road traffic. Their system relies on
two principles: 1) human life and health are the top priority when designing roads; and
2) road traffic safety is a shared responsibility between all road users and system
designers. Under the safe system approach in Sweden, speed limits were reduced to
prioritize the highest levels of safety.

Sweden designed their road system based on what the human body can endure in both
a vehicle-vehicle and vehicle-unprotected user (e.g., pedestrian, bicyclist) crash
scenario. As part of the safe system approach, Sweden introduced median barriers to
prevent head-on crashes, safer roadsides, traffic calming, roundabouts, separation, and
reduced speed limits.

Sweden made a distinction between urban and rural roads, resulting in the
implementation of parallel efforts. They reviewed their national rural road network and
established guidelines for each road type classification balancing traffic safety,
environment, and mobility and accounting for regional differences. This resulted in a
statistically significant reduction in the mean operating speed of passenger cars. For
speeds in urban areas, Sweden established guidelines that consider the city’s character,
accessibility, security, traffic safety, and health and environment. This resulted in a mean
operating speed decrease of 2-3 km/h (1.2-1.9 mph).

5.2.3 Australia

The New South Wales (NSW) Roads and Traffic Authority adopted the Safe Systems
approach to develop and implement its road safety programs, with lower speeds and
speed limits as essential components. The Safe Systems approach was adopted in 2004
and is guided by the vision that no person should be killed or seriously injured on
Australia’s roads.

Australia’s approaches include safer people, roads, vehicles, and speeds collectively
and reinforces that the determination of safe speed limits must account for a myriad of
factors, including hazards, the road environment, and the movement and presence of
different road users. It suggests that those who design, operate, and manage the road
system are responsible for the safety of the network.

NSW uses a 50 km/h (31 mph) default urban speed limit, increasing to 60 km/h

(37.3 mph) on major arterial roads. A speed limit of 70 km/h (43.5 mph) and 80 km/h
(49.7 mph) may be applied but requires restricted abutting access and low to no
pedestrian activity. Higher speeds are restricted to motorways and top out at 110 km/h
(68.4 mph). Shared zones are restricted to 10 km/h (6.2 mph) while school zones and
other areas with high pedestrian traffic or local traffic are restricted to 40 km/h (24.9 mph).
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Work zones also have reduced speed limits. NSW uses variable speed limits which adapt
to changes in traffic management and incident responses, weather, and roadwork.

5.3. Recent National Trends

In the U.S. the safe systems approach to traffic safety is gaining momentum, influenced
by international best practices and by recent important safety studies. In 2017, the NTSB
safety study found that the safe system approach to setting speed limits in urban areas
represented an improvement over conventional approaches because it considers the
vulnerability of all road users.*®® The study also advised the Federal Highway
Administration “remove the guidance that speed limits in speed zones should be within

5 mph of the 85" percentile speed.”"

The growing popularity of the safe systems approach is also reflected by the growth of
Vision Zero, an initiative that strives to eliminate all traffic fatalities and severe injuries by
targeting local jurisdictions and encouraging them to adopt speed-management policies
and roadway design practices. As of early 2019, more than 40 U.S. cities — including
Sacramento, San Francisco, and Los Angeles — have adopted policies from this initiative
and are designated as Vision Zero Cities.>

Reflecting these trends, states across the U.S., including Oregon, Washington, and New
York are adopting speed-limit-setting laws that grant local agencies more flexibility to
establish lower speed limits. Localities, in turn, are leveraging this ability to reduce speed
limits and make safety improvements.

Sections 5.3.1, 5.3.2, 5.3.3, and 5.3.4 of this report present U.S. case studies that reflects
this trend. These case studies are adapted from the UC ITS Research Synthesis.

5.3.1. Oregon

In 2017 the Oregon legislature gave the City of Portland the authority to lower its
residential speed limits from 25 mph to 20 mph. The Legislature extended this authority
to all Oregon cities in 2019 via Senate Bill 558.

All of Portland's 3,000 miles of residential streets now have a maximum speed of

20 mph. Portland also has permission to use an “alternative method”* for non-arterial
streets that references the 85™ percentile speeds but places greater emphasis on
vulnerable users and the risk of a future crash. Locations where this alternative method
is used will require an evaluation report after a two-year trial period focusing on the
changes in the number of injury and fatal crashes. This methodology was approved in
2016 and the experimental period was extended to four-years to account for crash data
report lag time.

50 NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 54.
5T bid., 57

52 \Vision Zero Network, Vision Zero Cities (2019).

53 Oregon Department of Transportation, Article 595455 (2016).
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5.3.2. Washington

In 2013 the Washington Legislature passed a law allowing municipalities to establish a
maximum speed limit of 20 mph in a residential or business district. Enabled by this
legislation, in 2016 Seattle City Council lowered the speed limit on residential streets
from 25 mph to 20 mph and the lowered the default speed limit from 30 mph to 25 mph
on arterials (larger streets that are primarily in downtown and nearby neighborhoods).

Additionally, the Legislature passed a law amending the State’s Manual on Uniform
Traffic Control Devices (MUTCD) that provides local jurisdictions with considerations
about what requirements they need to meet in order to revise speed limits.

The Seattle Department of Transportation (SDOT) compiled a data-based justification in
support of the lower speed limits. SDOT made the case that the design of the road the
city’s Vision Zero commitment, and recent mode shift away from driving and toward
walking, biking, and taking transit all signaled a need for lower, safer speed limits. SDOT
also included speed and safety data from all of their recent Vision Zero pilot projects.

Since the law passed, SDOT has built on the momentum of reducing speed limits across
the city to leverage existing state-level authority to reduce speed limits on three high-
crash corridors using a context-sensitive engineering study. They are also leveraging
both of these tools to reduce speed limits at a neighborhood scale in particular zones.

5.3.3. New York

In 2014 the New York State Legislature allowed New York City to reduce the citywide
default speed limit from 30 mph to 25 mph.

In addition to lowering citywide speed limits to 25 mph, the city also created numerous
Neighborhood Slow Zones across the five boroughs in response to applications from
communities. These zones typically include 20 mph on-street markings, signs, speed
humps, and other traffic calming treatments and are typically small residential areas with
low traffic volumes and minimal through traffic. According to the city, the ultimate goal of
the Neighborhood Slow Zone program is to lower the incidence and severity of crashes.
Slow Zones also seek to enhance quality of life by reducing cut-through traffic and traffic
noise in residential neighborhoods.>*

The State Legislature also granted permission to establish an automated speed
enforcement program involving cameras located in school zones. In 2019, having
lowered speeding by over 60 percent in camera locations, the City obtained new
authority to expand this program from 140 to 750 zones.

5.3.4. Massachusetts

Massachusetts state law allows local jurisdictions to adopt a 25 mph default citywide
speed limit on municipal roads in “thickly settled” areas. They may also establish 20 mph
safety zones based on criteria of their choosing. Communities that decide to reduce the
statutory speed limit to 25 mph are required to “opt in” to the program by notifying the
state Department of Transportation. As of September 2019, 42 have opted in, including
Cambridge and Boston.>®

54 New York City Department of Transportation, Neighborhood Slow Zones (2019).
%5 Massachusetts Department of Transportation, Speed limits in thickly settled or business districts
(2019).
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In 2016, Cambridge lowered speed limits to 25 mph citywide and began implementing
20 mph safety zones later that same year. In 2017, Boston reduced the default speed
limit from 30 mph to 25 mph. A before-and-after by the Insurance Institute of Highway
Safety found that the estimated odds of a vehicle exceeding 35 mph fell 29.3%, the
estimated odds of a vehicle exceeding 30 mph fell 8.5%, and the estimated odds of a
vehicle exceeding 25 mph fell 2.9%.% The study concluded that updated state laws that
allow municipalities to set lower speed limits on urban streets without requiring costly
engineering studies can provide flexibility to municipalities to set speed limits that are
safe for all road users.

5.4. Conclusion: Shifting Paradigms

At all levels — international, national, state, and local — establishing speed limits based
on safety is increasingly widespread. As more agencies emphasize the safety of all road
users as fundamental to establishing speed limits, the traditional 85" percentile
approach and its inherent privileging of vehicle throughput and driver behavior is giving
way to more multi-faceted, context-sensitive, safety-based approaches. However, as the
NTSB safety study notes, “although local officials may wish to incorporate the safe
system approach by proposing speed zones with lower limits in urban areas with
vulnerable road users, they may be unable to do so because state transportation

departments require engineering studies that are driven by the 85th percentile speed.”’

In the U.S., states are passing legislation that grants local agencies more flexibility to
establish lower speed limits, which local jurisdictions are using to lower speed limits to
increase safety. Ultimately, increased safety outcomes require cooperation and
coordination at both the state and local levels.

56 Insurance Institute for Highway Safety, Lowering the Speed Limit from 30 to 25 mph in Boston: Effects
on Vehicle Speeds (2018), cited in UC ITS, Research Synthesis, 54-55.
5" NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 29.
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6.0 Engineering and Designing for Safety — Roads and
Vehicles

This section explores roadway engineering and design countermeasures and emerging
vehicle technologies to increase safety.

6.1. Engineering Countermeasures

A road’s posted speed limit is not the only factor that drivers consider when choosing
how fast to drive. The physical design of a roadway (such as lane numbers and width,
the presence of intersections, roundabouts, and the surrounding landscape) also
influences a driver’s velocity and is an important component in speed management. As a
recent study noted, “our preferences and judgments of appropriate speed are strongly
influenced by setting and perspective.”® The speed at which we choose to operate our
vehicles is known as operating speed. A driver’s operating speed can be influenced by
many complex factors, but generally speaking, motorists will drive faster on wide,
uncongested roads. They will drive slower on narrow roads with sight markers (such as
trees) that provide subconscious feedback on their speeds.

Engineering countermeasures have been identified as one of three types of
countermeasures (the others are education and enforcement) that can mitigate a
speeding-related safety problem.*® Engineering countermeasures are predicated on the
fact that roads can be designed to increase or decrease a driver’s operating speed. This
design speed is an important component of overall speed management and as defined
by the FHWA “is the selected speed used to determine the various geometric design
features of the roadway.”®

Traffic engineers use a variety of technical terms to discuss changing roadway
infrastructure to force drivers to change their behavior. These terms include engineering
countermeasures, traffic-calming devices, self-enforcing roadways, geometric design,
roadway geometry, physical measures, and roadway design features.

While these terms are not synonymous, they are generally used when discussing “any
intentional, long-term alteration to the roadway or its environment that causes changes
in motorists’ driving behavior.”®' According to the FHWA's Traffic Calming ePrimer, while
the exact wording may differ, “the essence remains that traffic calming reduces
automobile speeds or volumes, mainly through the use of physical measures, to improve
the quality of life in both residential and commercial areas and increase the safety and
comfort of walking and bicycling.”®?

58 FHWA, Speed Concepts: Informational Guide, 7

59 NHTSA, Speed Enforcement Camera Systems Operational Guidelines (2008), 8.
50 |bid., 9

8" FHWA, Speed Management Countermeasures Fact Sheet (2017), 1.

62 FHWA, Traffic Calming ePrimer (2017). Module 2.1.
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Exhibit 6-1 provides images, descriptions, and costs of common engineering and design

solutions.

Exhibit 6-1 —- Common Roadway Engineering Elements and FHWA Estimated Cost*

—— — =

Curb extensions $8,000-$12,000
Curb extensions visually and

physically narrow the roadway

and increase the overall

visibility of pedestrians by

reducing the crossing distance

for pedestrians.

Chicanes $8,000-$10,000
A chicane is a series of

alternating mid-block curb

extensions or islands that

narrow the roadway and

require vehicles to follow a

curving, S-shaped path.

Chokers $10,000-
Chokers are types of curb $25,000
extensions that narrow a street

by widening the sidewalks or

planting strips, effectively

creating a pinch-point along

the street.
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Median islands

Median refuge islands are
protected spaces placed in the
center of the street to facilitate
bicycle and pedestrian
crossings.

$15,000-
$55,000

Raised crosswalks

Raised crosswalks bring the
level of the roadway to that of
the sidewalk, forcing vehicles
to slow before passing over
the crosswalk and providing a
level pedestrian path of travel
from curb to curb.

$4,000-$8,000

Roundabouts

A roundabout is a type of
circular intersection that is
different than a traffic circle.
Traffic travels
counterclockwise around
center island and vehicles
entering the roundabout must
yield to enter.

$150,000-
$2 million

35
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Speed humps/speed table Speed hump:
Speed humps and tables are $2,000-$4,000
devices that encourage people
driving to slow down. Speed Speed table:
humps and tables are raised $2,500-$8,000
areas that extend across the
street. A speed hump is
rounded whereas a speed
table has a flat top to
accommodate a car’s entire
base.

Traffic circles $10,000-
Traffic circles guide vehicles $25,000
through an intersection in one
direction around a central
island. They are usually
installed at

intersections of neighborhood
streets.

*Sources: U.S. Department of Transportation Federal Highway Administration Traffic Calming ePrimer
(https://safety.fhwa.dot.gov/speedmaqt/traffic _calm.cfm#eprimer); National Association of Transportation
Officials Urban Street Design Guide (https:/nacto.org/publication/urban-street-design-quide/)

Image Sources:

1. Curb Extensions

https.//safety.fhwa.dot.gov/speedmgt/ePrimer modules/module3.cfin

2. Chicanes

https.//safety.fhwa.dot.gov/speedmgt/ePrimer modules/module3.cfin

3. Chokers

https.//safety.fhwa.dot.gov/speedmgt/ePrimer modules/module3pt2.cfim
4. Median Islands
https.://www.fthwa.dot.gov/publications/publicroads/1 1 marapr/03.cfim

5. Raised Crosswalks

https://safety.fhwa.dot.gov/ped bike/step/docs/TechSheet RaisedCW 508compliant.pdf
6. Roundabouts
https.//safety.fhwa.dot.gov/hsip/hrrr/manual/sec43.cfin

7. Speed humps/speed table

https.//safety.fhwa.dot.gov/local rural/training/thwasa010413spmgmt/
8. Traffic circles

https.//safety.fhwa.dot.gov/speedmgt/ePrimer modules/module3.cfin
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Within the context of reducing speed and calming traffic, engineering countermeasures
are commonly used to slow down traffic, reduce overall traffic volume, reduce cut-
through traffic, provide more space for bicyclists and pedestrians, and increase their
visibility to drivers. Engineering and design countermeasures can offer a more holistic
approach instead of treating streets solely as a conduit for vehicles and balance traffic
on streets with other needs of the community. As the exhibit depicts, costs can vary
widely depending on the type of solution.

Many studies find that engineering changes are the most effective interventions at
reducing pedestrian injury and fatality rates.®> UC ITS documented the safety
improvements associated with multiple engineering solutions. Studies in Denmark and
the United States, for instance, have shown that the installation of a single speed bump
reduced average vehicle speeds by 2.7 to 3.4 mph, and another American study found
that installing multiple speed bumps in succession can reduce average vehicle speeds
by 8 to 12 mph in some areas.% Horizontal deflections such as chicanes and lane shifts
have also been demonstrated to reduce vehicle speeds. Chicanes have been found to
reduce average speed by 1.3 to 3.2 mph.®® Roundabouts have also been found to
reduce the speed of vehicles at intersections and have consistently shown to reduce all
crashes in all intersection contexts in the range of 35-76% in the United States.®®

Task Force members overwhelmingly agree that changing a road’s infrastructure is the
most important factor to reduce vehicle operating speeds. When surveyed, 13 of 15
survey respondents said that design elements effectively reduce speeds. One Task
Force member noted that a local city had recently reduced the speed limit in school
zones. However, the accompanying wide streets encouraged drivers to ignore the signs
and continue driving fast; the lowered speed limit was in itself “not enough to make our
streets truly safe.”

The effect of roadway design on safety is widely accepted, and the Federal Highway
Administration recently released a national pedestrian safety action plan that focuses
significant attention on improving pedestrian safety through street redesign and
engineering-related countermeasures, as well as the policies that influence street design
choices. There are a variety of other sources for cities who wish to pursue engineering
countermeasures; these include the National Association of City Transportation Officials’
design guides, the Federal Highway Administration’s Traffic Calming ePrimer, and the
Highway Design Manual published by Caltrans.

However, there are many challenges associated with changing roadway infrastructure to
reduce operating speeds. The Caltrans Highway Design Manual does not include
standards and specifications for many types of horizontal and vertical traffic calming
devices. While large cities such as San Francisco and Los Angeles have developed their
own engineering and design guides, smaller cities do not have the resources to produce
their own standards and rely on a variety of other sources. Currently, no definitive
document exists that provides California cities and counties with comprehensive
engineering and design options to reduce vehicle operating speeds.

8 UC ITS, Research Synthesis, 57.
64 Ibid., 57.
85 |bid., 57.
%6 |bid., 58.
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Roadway engineering solutions to reduce operating speed can widely vary in cost, and
can include complex multi-million-dollar construction projects. Changing roadway
infrastructure on a large scale can be a costly and time-consuming process that can take
years. The process involves planning, prioritizing, securing funding, designing, and
installation. According to the FHWA, “once constructed, transportation infrastructure is
enduring [...] Alterations may be costly and disruptive. Since the consequences of
roadway design are significant and long-lasting, decisions should be deliberate.”” Task
Force and Advisory Group members noted that cost and length of time as obstacles to
using engineering countermeasures to achieve safer speeds.

In addition to these obstacles, another potential barrier to lowering vehicle operating
speeds is the need to meet Level of Service (LOS) requirements. In city planning
documents, through state permitting processes, and through the environmental review
process, acceptable vehicle LOS for specific roadways is often identified and used in
order to avoid excessive traffic congestion and delay. LOS is a metric used to rate the
quality of vehicle traffic service based on performance measures like speed, travel time,
delay, and congestion. There are six levels of service ranging from "A" through "F," with
LOS "A" representing the best range of operating conditions and LOS "F" representing
the worst.

When implementing engineering countermeasures designed to reduce vehicle operating
speeds, agencies may have to consider the LOS level on a given roadway. For instance,
the City of EI Centro requires that projects with a significant impact on its transportation
system and LOS criteria must mitigate the impact through physical improvements and/or
impact fees.®® In contrast, the City of Roseville notes in its general plan that the
implementation of pedestrian districts may slow cars down and reduce the level of
service. It thus exempts pedestrian districts from its LOS policy.®°

Roseville’s exemption illustrates the tradeoff between safety and vehicle level of service
within the context of roadway engineering: lower speed limits reduce the probability of
crashes but also reduce vehicle levels of service. According to the National Highway
Traffic Safety Administration (NHTSA), U.S. communities that privilege levels of service
have wide roads with minimal pedestrian accommodations and “consequently, they often
experience higher crash rates for all roadway users, as both motorists and pedestrians
suffer from the less safe conditions created to achieve these higher levels of vehicle
mobility.””

In addition to this fundamental tension, Advisory Group members indicated that roadway
funding is sometimes contingent on Level of Service-based improvements such as street
widening and capacity enhancements, which tend to increase vehicle operating speeds.

57 FHWA, Speed Concepts: Informational Guide, 33.

88 City of El Centro, El Centro General Plan Circulation Element (2004), 18.
8 City of Roseville, General Plan 2035 Circulation Element (2016), I11-15.
0O NHTSA, How to Develop and Pedestrian Safety Action Plan (2009), 10.
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Exhibit 6-2 summarizes the primary barriers to the implementation of engineering
solutions designed to lower vehicle operating speed.

Exhibit 6-2 — Engineering and Design Solutions: Barriers to Implementation

e Cost Roadway infrastructure can range from $2,000 to
$2 million depending on the design treatment.

e Long timeline Implementing new roadway infrastructure can take
years to plan, fund, design, and implement.
e Funding Funding for infrastructure can be difficult to obtain
and can be contingent upon certain criteria.
¢ Level of Service Level of Service standards stipulate acceptable
standards thresholds for traffic congestion and delay.

As agencies work to balance the proven effectiveness of engineering countermeasures
to reduce operating speed with their cost, length, and complexity, it is important to note
that some can be low-cost and low-intervention. These include pavement markings (e.g.,
lane narrowing), static signing (e.g., chevron signs), and dynamic signing (e.g., speed
activated speed limit signs, speed activated warning signs), For instance, research has
demonstrated that speed feedback signs, which display a vehicle’s current speed to
remind the driver to slow down, have been effective at reducing speeds by 5 mph.”

In order to identify the most effective engineering countermeasures, traffic and
transportation professionals can also employ a research-based baseline to quantify the
expected safety effectiveness of a countermeasure. One commonly method to achieve
that is using crash modification factors (CMF).

As described by UC ITS, a CMF is an estimate of the change in crashes expected after
implementation of a countermeasure. CMFs are applied to the estimated crashes without
treatment to compute the estimated crashes with treatment. The FHWA CMF Clearinghouse
is a web-based database of CMFs along with supporting documentation to help users identify
the most appropriate countermeasure for their safety needs. The CMF Clearinghouse
contains more than 3,000 CMFs for various design and operational features.”

In a preliminary effort to identify the most pertinent crash types for California, UC ITS
generated descriptive crash statistics for California based on analysis of data from the
Statewide Integrated Traffic Records System (SWITRS) for the years 2014-2018.
Results indicated that large number of fatal and severe crashes are head-on or
overturned vehicle crash types. These specific crash types can be alleviated by road
design features that provide better road side barriers and better separation from head on
traffic. The CMF clearinghouse provides a list of quality CMF’s that are expected to
reduce such crashes.

Attachment: CalSTA Zero Traffic Fatalities Task Force — Report of Findings (CalSTA Zero Traffic Fatalities Task Force Findings &

" FHWA, Speed Management Countermeasures Fact Sheet.
2UC ITS, Research Synthesis, 64.

—— ——

o \CalsTa

Packet Pg. 75




AB 2363 Zero Traffic Fatalities Task Force
CalSTA Report of Findings

Additionally, UC ITS identifies certain key resources (maintained by NHTSA, FHWA, and
CDC) that can support practitioners in identifying a set of road design improvements to
reduce crashes of all modes. Crash modification factors are listed for many of the
countermeasures, and such factors can be used to calculate cost-benefit estimates. The
documents demonstrate that continued application of currently available proven
countermeasures can extend the decades-long trends toward greater road safety.

6.2. Emerging Vehicle Technologies

Emerging vehicle technologies that are designed to help drivers avoid crashes are
quickly entering the motor vehicle marketplace in the U.S. These technology systems,
known as advanced driver assistance systems, rely on external sensors to gather
information about possible hazards and deploy various interventions, including collision
warnings and automated emergency braking, to help drivers avoid crashes. Many
vehicle safety and crash avoidance systems are offered to consumers as optional and
are not standard. However, adoption of these emerging technologies by consumers and
automakers is growing.

For instance, in 2016 the National Highway Traffic Safety Administration and the
Insurance Institute for Highway Safety announced the commitment of 20 major
automakers to make automatic emergency braking a standard feature on virtually all
new cars by 2022.” Through this commitment, consumers will have access to this
technology more quickly than would be possible through the regulatory process.

Such urgency is due to the safety improvements demonstrated by these driver-assisted
technologies. Research is beginning to describe the safety benefits of various levels of
emerging technology.” For example, the NTSB concluded that intelligent speed
adaptation (ISA) technology has been studied extensively and that it is “an effective
vehicle technology to reduce speeding.””® ISA works by comparing a vehicle’s global
position system (GPS) to the road’s speed limit and either warning the driver or slowing
the vehicle in the case of excessive speed.

Exhibit 6-3 provides an overview of common advanced driver assistance systems
(ADAS). Some of these technologies provide warnings and rely on the driver to take
corrective action; others are designed to automatically brake or steer, taking a more
active approach.

Exhibit 6-3 — Advanced Driver Assistance Systems

ISA ISA systems compare a vehicle’s global position

Isn;:IeI;gent system (GRS) to the road’s spged I.imit and either

adaptation warn the driver or slow the vehicle in the case of
excessive speed.

Blind spot BSW BSW systems detect vehicles traveling in the .

warning vehicle’s blind spot and provide some form of warning

to the driver.

78 NHTSA, Fact Sheet: Auto Industry Commitment to IIHS and NHTSA on Automatic Emergency Braking

(2016).
7 UC ITS, Research Synthesis, 68.

S NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 45.
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AEB AEB systems determine the distance between the

:;tec:,m:;f vehicle and other vehicles/objects directly ahead and
brakig y automatically apply brakes when it senses a crash is
9 imminent. Many current-generation AEB systems are
also designed to detect and respond to pedestrians
and cyclists.
Forward FCW FCW systems determine the distance between the
g vehicle and other vehicles/objects directly ahead and
collision i .
warning warn the driver when the system determines an

imminent threat. Many current-generation FCW
systems are also designed to detect and respond to
pedestrians and cyclists.

LDWI/LKA LDW and LKA systems use cameras to determine the
position of the vehicle in relation to lane markings.
LDW systems are designed to prevent crashes in
which the vehicle leaves its travel lane unintentionally.

Lane Departure
Warning / Lane
Keeping Assist

A recent research brief on advanced driver assistance systems, sponsored by the AAA
Foundation for Traffic Safety, provided new estimates on the number of crashes, injuries, and
deaths that such systems could potentially help prevent based on 2016 U.S. crash
characteristics. The brief estimates that these technologies, if installed on all vehicles, would
have had the potential to help prevent or mitigate roughly 40% of all crashes involving
passenger vehicles, and 37% of all injuries and 29% of all fatalities that occurred in those
crashes. It concludes that “Current and future vehicle safety systems have the potential to
dramatically reduce the number of crashes, injuries and fatalities on our roadways.”’®
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7.0 Speed Enforcement

This section provides an overview of speed enforcement considerations with a focus on
automated speed enforcement.

7.1. Overview of Speed Enforcement

Speed limits and speed limit enforcement are intertwined. Appropriately set speed limits
must be enforced to be optimally effective, and the purpose of enforcement strategies is
to increase compliance with traffic laws, including the legal speed limit.”” Enforcement is
one of three categories of countermeasures (in addition to engineering and education)
identified by the FHWA that can mitigate a speeding-related safety problem, as
enforcement can deter speeding and penalize violators. There are many methods to
conduct enforcement, including, regular traffic patrols, high visibility enforcement, and
automated speed enforcement. Automated speed enforcement is discussed in

Section 7.2 and high visibility enforcement is discussed in Section 7.3.

However, speed limit enforcement is only one of the duties of an officer. With competing
resource needs, law enforcement agencies must make decisions how much time to
devote to speed enforcement and how to structure an effective speed enforcement
program. The NHTSA’s Speed Enforcement Program Guidelines provides guidance for
local agencies on speed enforcement programs and notes that there is no single best
method for enforcing speeds:

Each jurisdiction needs to customize a combination of technologies and
tactical methods to enforce speeds that works best for its community. [...]
Speed enforcement countermeasures need to be tailored to the particular
problems identified in the community and local circumstances. The selected
enforcement methods should be based on analysis of data on speeds and
crashes and on citizen reports.”®

In California, speed limit enforcement programs face several challenges, including the
lack of adequate law enforcement staffing. Following the 2008 recession, law
enforcement agencies severely cut back their resources for traffic safety enforcement
activities. While traffic fatalities in California have continued to rise, law enforcement
staffing levels have not rebounded. The California Office of Traffic Safety (OTS) provides
some Federal funds for traffic safety enforcement, and some California jurisdictions
would not have dedicated traffic safety enforcement officials without these funds.

According to the California Vehicle Code, a speed trap is defined as a section of a
highway with a prima facie speed limit if the limit is not justified by an engineering and
traffic survey conducted within 5-10 years prior to the date of the alleged violation and if
the enforcement of the limit involves the use of radar or other electronic devices.” In
short, if the roadway’s speed limit is not supported by a current traffic survey, the limit
cannot be enforced using lidar or radar. However, this does not apply on State-defined
local roads, which are exempt from speed trap regulations. This exemption enables
authorities to enforce speed limits on local roads without a valid traffic survey.

T NHTSA, Countermeasures that Work, 8-36.
8 NHTSA, Speed Enforcement Program Guidelines (2008), 14-15.
9 CVC 40802.
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Local agencies on the Task Force state that they struggle to meet the State requirement
to update their engineering and traffic surveys. Posted speed limits in California are not
enforceable if the underlying traffic speed surveys have expired. To enforce posted
speed limits using lidar or radar, local agencies must update a street’s engineering and
traffic survey every 5 to 10 years. Some city representatives on the Task Force maintain
that they struggle to find the resources needed to update the traffic surveys on their
roads. Without a current traffic survey on file for a particular roadway, speeding tickets
issued using lidar or radar are not defensible in court since these conditions meet the
statutory definition of a speed trap.

According to its city documents, Los Angeles experienced a backlog of engineering and
traffic surveys in 2015. Unable to update speed surveys at the rate at which they were
expiring, the city noted that only 19% of its speed limits within its high injury networks were
able to be enforced with radar.®® (High Injury Networks are streets where high numbers of
fatal and serious crashes are concentrated.) The City Council directed the Department of
Transportation to update all eligible surveys. Based on the survey results, the City passed
an ordinance in 2018 to raise the speed limit on over 100 miles of its streets.®!

This example illustrates a particular predicament that is the byproduct of current law: if
cities do not update their traffic surveys, they cannot enforce the speed limit using radar,
but if they do update their traffic surveys, speed limits are likely to rise, since speed
creep is an unintended consequence of using the 85™ percentile methodology.

Despite these challenges, enforcing speed limits is an effective countermeasure to
reducing speeding and eliminating crashes, serious injuries, and fatalities on California’s
roadways. Effective enforcement is an important additional step that can be taken to
make roadways safer as part of a multifaceted approach, and it is even more effective
when combined with public education. As the FHWA notes, “traffic enforcement is most
effective when it is highly visible and publicized, to reinforce the required behavior and to
raise the expectation that failure to comply may result in legal consequences.”®

7.2. Automated Speed Enforcement

While there are many enforcement methods available to law enforcement agencies,
automated speed enforcement (ASE) harnesses technology to reduce speeding. ASE
detects speeding violations and records identifying information about the vehicle and/or
driver. Typically, radar or lidar is set to detect vehicles going above a certain speed.
Once a speed vehicle is detected by the radar system, the camera is triggered. Cameras
are either permanently fixed on poles or are mobile. The camera takes a picture of the
license plate and, depending on the program specifics, the driver. (Some programs
require drivers to be identified while others do not.) At a later time, a back-office
processor reviews and processes the violation. This processor can be a law
enforcement officer or a third-party vendor. In processing, the individual determines if a
violation occurred and matches the camera information to vehicle registration
information. Lastly, a citation is mailed to the vehicle driver or owner (depending on the
specifics of the program).

80 City of Los Angeles Department of Transportation, Enhanced Speed Enforcement and Tools to Reduce
Speeding (2015), 5.

81 City of Los Angeles Board of Transportation Commissioners, Ordinance Approval for Recommended
Speed Limit Revisions and Additions, (2018).

82 NHTSA, Countermeasures that Work, 8-36.
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All ASE systems have three basic components:

1) Speed measuring (typically using radar or its laser equivalent lidar)
2) Data processing and storage
3) Image capture

Exhibit 7-1 provides a visual high-level overview of this process.

ASE has been in use worldwide and its effects on traffic speeds and crashes has been
studied for more than two decades. ASE has proven to be an effective countermeasure
to reduce speed-related crashes and injuries.®® In its 2017 Safety Study, the NTSB
analyzed studies of ASE programs, including U.S. programs. These studies
demonstrated significant safety improvements in the forms of reduction in mean speeds,
reduction in the likelihood of speeding more than 10 mph, and reduction in the likelihood
that a crash involved a severe injury or fatality.®* In the City of Scottsdale, which
implemented an ASE program in the mid-2000s, ASE was effective in reducing speeding
and improving safety.®®

Exhibit 7-1 — High-Level Overview of ASE Process

S O 2 =2
) \/ ah x — dh
Radar detects a Camera captures Back-office processor Citation is
speeding vehicle identifying information processes violation and mailed to

and triggers (license plate and, if matches information to vehicle owner or
camera needed, driver) registration records driver

Like any type of enforcement methodology, ASE has its specific benefits and limitations.
Because automated speed enforcement does not require a law enforcement officer to be
present, it has the ability to continuously enforce the speed limit while freeing up officers
for other duties. ASE can also operate in areas, such as busy intersections, where in-
person traffic stops would be impractical or distracting to other drivers. ASE can be used
on higher speed roadways where traffic calming devices may not be appropriate. On the
other hand, ASE does not immediately stop speeding drivers. Furthermore, due to the
lack of direct contact between the officer and driver, there is no opportunity for
education, to observe suspicious activities and identify additional offenses (such as
impaired driving) nor does it afford the exercise of judgment in issuing a citation (such as
a written or verbal warning) that an officer would have. Exhibit 7-2 depicts the benefits
and limitations of ASE, as drawn from the NTSB’s study Reducing Speeding-Related
Crashes Involving Passenger Vehicles and NHTSA’s Speed Enforcement Camera
Systems Operational Guidelines.

83 NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 37.

84 bid., 37.

85 Simon Washington, Evaluation of the City of Scottsdale Loop 101 Photo Enforcement Demonstration
Program (2017), 135.
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Driver does not stop and may continue to
speed

The Task Force spent some time discussing automated speed enforcement and its potential
safety benefit and the following recommendation for policy consideration reflects that. However,
it is important to acknowledge the sensitive and complex issues surrounding automated speed

Frees up law enforcement resources to
be used elsewhere and can serve as

Exhibit 7-2 — Benefits and Limitations of ASE

“force multiplier”

Can operate where: 1) in-person traffic
stops would be dangerous; and 2) on

higher speed roadways where traffic
calming devices may not be appropriate

May reduce congestion from other
drivers distracted by traffic stops

Ability to continuously enforce speed

limit

Proven to be an effective
countermeasure to reduce speed-
related crashes and injuries

The NHTSA Speed Enforcement Camera Systems Operational Guidelines address the
considerations that should be taken into account when implementing and operating an
ASE program. The guidelines emphasize that an ASE program is supplement to, not a
replacement for, traditional law enforcement operations. The guidelines describe general
considerations and planning; program start-up; program operations; violation notice
processing and delivery; violation notice receipt and adjudication; and program

evaluation.

In addition to these general topics, NHTSA also provides more specific policy
considerations for any potential ASE program, many of which were echoed by Task
Force members. These considerations include:

enforcement.

Locations

Citation Type and Amount
Warning Phase
Adjudication

Use of Revenue
Operation

nCalsTA

Limited scope of enforcement and lack of
direct contact with motorists

Time lag between violation and penalty

Challenged on several constitutional
grounds, including:

o Rights of due process
0 Rights of equal protection
o Rights of privacy

Criticized by the public as a tool to generate
revenue rather than increase safety

Public Notice

Speed

Privacy and Use of Data
Equity

Camera Calibration
Oversight
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Although it is used extensively internationally, ASE has not been widely adopted in the U.S. at a
Statewide level. It is currently used in 142 U.S. cities and is not currently authorized in
California. In the late 1990s, the City of San Jose operated an ASE program but it was halted
following a judicial ban. As an effective speeding countermeasure, ASE is underutilized due to
various obstacles, including the lack of enabling legislation.?® According to NHTSA, which gives
ASE the maximum 5-star effectiveness rating, “many States have prohibitions in their laws to
prevent the use of automated enforcement technology; others have enabling legislation
and/or parameters on the use of the technology; and others still have no legislation that
addresses the technology’s use.”®’

The importance of Statewide support for any ASE program is reflected in the NTSB’s 2017
recommendations on ASE in its Safety Study. It concludes that in order to be effective, ASE
programs need to be explicitly authorized by State legislation without operational and location
restrictions, and to this end, the NTSB recommended that all states remove obstacles to ASE
programs in order to increase its use.®

7.3. High Visibility Enforcement

A High Visibility Enforcement (HVE) strategy combines enhanced patrols, enhanced visibility
efforts, and publicity campaigns to educate the public and promote voluntary compliance with
the traffic laws. For example, an HVE campaign includes increasing patrols and blitzes,
installing visibility elements such as message boards and road signs, and implementing a
comprehensive communications and media plan. These efforts are coordinated and designed to
make enforcement efforts obvious to the public with the goal of changing driver behavior.
According to the NHTSA, which offers an online High Visibility Enforcement Toolkit, when the
perceived risk of getting caught by law enforcement goes up, the likelihood that people will
engage in unsafe driving behaviors goes down.®® Similarly, FHWA notes that traffic enforcement
is most effective when it is highly visible and publicized.*

Authorities must consider many factors when implementing an HVE campaign, including types of
enforcement (e.g., waves, saturation patrols, multi-jurisdictional); types of publicity (e.g., paid media,
earned media, social media), and types of visibility elements (e.g., electronic message boards,
billboards, specially marked squads). HVE programs can take 4 to 6 months to plan and incur
significant costs for both publicity and increased officer patrols. They require extensive time from the
State highway safety office and media staff and often from consultants to develop, produce, and
distribute publicity and time from law enforcement officers to conduct the enforcement.®!

Communications and public outreach are an integral component of HVE programs. To assist
state and local agencies to plan and implement HVE programs, NHTSA annually prepares
resources for individual HVE program areas, including impaired driving, occupant protection
(e.g., Click it or Ticket), and distracted driving. Since states must conduct traffic safety
campaigns in order to receive some federal highway safety grant funds, national participation
rates are high.%

There is no national traffic safety campaign focused on the dangers of excessive speed
although campaign material is available from NHTSA. Likewise, California lacks a statewide

8 NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 41.

87 NHTSA, Countermeasures that Work, 3-20.

8 NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 54-57.
8 NHTSA, High Visibility Enforcement Toolkit (2019), “Visibility Elements.”

% NHTSA, Countermeasures that Work, 8-36.

9 Ibid., 2-17.

92 NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 49.
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speeding-related traffic safety campaign and HVE program. While the NTSB concludes that
“traffic safety campaigns that include highly publicized, increased enforcement can be an
effective speeding countermeasure, [however] their inconsistent and infrequent use by states
hinders their effectiveness.”®

The California OTS, in partnership with NHTSA, administers traffic safety grants to local and
state law enforcement agencies for programs to help them enforce traffic laws. HVE is promoted
as a best practice for enforcement operations, including impaired driving, distracted driving,
pedestrian and/or bicyclist safety, motorcycle safety, and other traffic enforcement operations
that target primary collision factors (including speed) within the jurisdiction.

From October 2016 to September 2017, the City of San Francisco conducted a HVE campaign
focused on speeding. The collaborative “Safe Speeds SF” campaign was led by the San
Francisco Municipal Transportation Agency (SFMTA) and the San Francisco Police Department
(SFPD), with the program evaluation led by the San Francisco Department of Public Health
(SFDPH). Law enforcement targeted 11 corridors on the city’s High Injury Network and these
enforcement efforts were accompanied by media campaigns and community outreach. During
the campaign over 1,800 speeding citations were issued to drivers on the HVE corridors.

Following its conclusion, researchers evaluated the campaign. Results indicated that HVE was
effective in lowering vehicle speeds during the enforcement period, and was modestly effective
in lowering vehicle speeds before and immediately after enforcement. However, these impacts
were not sustained in the long term and reductions in driver speeds began to diminish one week
after the HVE ended. SFDPH concluded that enforcement must be regular and sustained in
order to achieve lower vehicle speeds.*

% Ibid., 50.
9 Vision Zero SF, Safe Speeds SF High Visibility Enforcement Campaign Findings (November 2019),
1-8.
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8.0 Additional Steps to Improve Safety

This section describes additional steps that can be taken to eliminate vehicular,
pedestrian, and bicycle fatalities on the road, including improving education
countermeasures, improving safety data, and linking crash and medical data to create a
more comprehensive understanding of traffic crashes.

8.1. Improving Education

Traffic safety campaigns use communications and outreach to increase public education
and awareness of a traffic safety topic. Nationally, NHTSA is responsible for coordinating
and sponsoring national traffic safety campaigns, address occupant protection (Click it or
Ticket), distracted driving (U Drive. U Text. U Pay.), and alcohol impairment, among
other issues. In California, the OTS coordinates with NHTSA to solve key highway safety
problems in the state by allocating federal funds to state and local agencies to

implement traffic safety programs and grants.

However, public awareness of the dangers of speeding is lacking at both the federal
and state level. There is no national campaign devoted to speeding, and, given this
absence, “there is incomplete participation among states, and little consistency among
the individual state campaigns.”® The NTSB found that the dangers of speeding are not
well-publicized and that citizens generally underappreciate the risks of speeding. While
other traffic safety issues are highly visible and have national leadership, speeding lacks
this support, especially when contrasted with more visible campaigns:

A 2011 study found that 32 states funded public awareness efforts for speeding;
25 of these states reported using a total of 30 different campaign slogans, and 8
states used the NHTSA slogans. In contrast, all 50 states participate in the
national occupant protection campaign, and they all use the campaign’s “Click It
or Ticket” slogan. Participation in the NHTSA-coordinated, national traffic safety
campaigns is high because states are required to participate in order to receive
some federal highway safety grant funds.*

Currently, California lacks a state funding mechanism for a statewide coordinated traffic
safety campaign focused on speeding. As the state leader in behavioral traffic safety,
OTS is in the unique position to create campaigns and marketing that can change
roadway user’s behavior and decrease fatalities throughout the State. OTS directs $4.5
million in federal funding each year to marketing activities and public awareness
campaign planning and execution, video and audio public service announcement (PSA)
production, social media, media event planning, print, and graphic materials. The current
funding level limits the amount of marketing, public relations and outreach related to
traffic safety (with a focus on speeding) to the ethnically diverse population of 39 million
Californians. The California Department of Public Health can also be consulted in the
design, evaluation, and dissemination of evidenced-based campaigns. CDPH created
the campaign, “It's Up to All of Us,” which could be reintroduced to help increase
awareness of the dangers of vehicle speeding to pedestrians and bicyclists. There are
numerous ongoing traffic safety campaigns being implemented at the regional and local
levels. An example of a regional campaign is the Southern California Association of
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Governments (SCAG’s) Go Human campaign, which is a community outreach and
advertising campaign, with the goals of reducing traffic collisions and encouraging
people to walk and bike more. Go Human deploys regional media campaigns (radio,
social media, gas pump ads, billboards, and print media), local co-branding partnerships
via advertisements and events, and demonstration projects.

Education countermeasures can change public knowledge, attitudes, and behavior
related to speeding, especially when combined with enforcement campaigns. Public
campaigns and education can promote a culture of safety-consciousness and research
has shown that the communications component of a traffic safety campaign increases
safety benefits; for example, a review of traffic safety campaigns in 12 countries
found that public information and education reduced crashes by 9% on average.’
Improving the education and public outreach regarding the dangers of excessive speed
represents an important step that can be taken to help eliminate crashes, serious
injuries, and fatalities on California’s roadways.

8.2. Improving Safety Data

At both a federal and statewide level, the limitations of speeding-related crash data
poses another challenge to the practitioners who evaluate and implement
countermeasures to increase safety. Common limitations include poor data quality, lack
of timeliness, underreporting, and inconsistencies. Yet according to NHTSA, “states
need timely accurate, complete, accessible, and uniform traffic records to identify and
prioritize traffic safety issues and to choose appropriate safety countermeasures and
evaluate their effectiveness.”®

Based on its analysis of the national Fatality Analysis Reporting System (FARS), the
NTSB found that involvement of speeding passenger vehicles in fatal crashes is
underestimated and that “the lack of consistent law enforcement reporting of speeding-
related crashes hinders the effective implementation of data-driven speed enforcement
programs.”®® Similarly, within the context of pedestrian and bicyclist safety, NHTSA
found that pedestrian and bicyclist crashes tended to be underreported.'®

For the purposes of crash reporting, “speeding” is used to identify vehicles that are
traveling at speeds which are: 1) unsafe for conditions or 2) exceed the speed limit.
Speeds that are unsafe for conditions are based on basic speed law which is defined as
driving at a speed greater than is reasonable or prudent considering weather, visibility,
traffic, and roadway conditions. Because the definition of speeding includes these two
different conditions, it is unknown to what degree exceeding a posted or statutory speed
limit contributes to the total number of speeding-related crashes.

Current crash data is required to make evidence-based traffic safety funding decisions,
inform enforcement activities, and help direct critical infrastructure investments. The CHP
has made substantial progress toward the goal of statewide electronic crash report
submission and automated crash data collection. Internally, beginning in 2016, the CHP
deployed a fully paperless electronic crash reporting system. Once a completed CHP
crash report is approved at the local level, it is electronically submitted, and pertinent
crash data is captured in SWITRS. From 2017 to present, 100 percent of CHP generated

9 NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 48.

%8 NHTSA, Traffic Records Program Assessment Advisory (2018), 2.

% NTSB, Reducing Speeding-Related Crashes Involving Passenger Vehicles, 32-33.
100 NHTSA, Countermeasures that Work, 8-5.
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crash reports are processed electronically; this represents approximately 46 percent of
crash reports statewide. The benefits of the system include near real-time submission of
crash reports, as well as enhanced quality control due to business rules and filters built
into the programming that prevent entry of data incompatible with the field filled.

In 2019 the CHP expanded this program by developing a Web portal to permit allied
agencies outside the CHP to also submit crash reports to SWITRS electronically. The
first participating allied agency, Bakersfield Police Department, began submitting
electronic crash reports in March 2019. To date, there are four allied agencies fully
utilizing the Web portal for electronic crash report submission, and five additional
agencies submitting reports in a test environment. Those agencies in the test
environment continue to batch and forward printed crash reports. The CHP continues to
engage with crash reporting software vendors to accelerate the on-boarding of client
agencies. Currently one vendor has achieved full integration; two additional vendors are
in the testing process.

Although the CHP has received relatively few allied agency crash reports electronically
through the Web portal (2,174 as of November 2019), the impact on timeliness has been
dramatic. Using 2019-to-date data, the raw average time from the day of crash to data
entry in SWITRS for a non-electronically submitted crash report is 81 days. Crash
reports submitted by agencies using an electronic format and the Web portal are entered
into SWITRS in an average of 6 days.

While progress has been made, there are still opportunities to expedite allied agencies’
submissions of traffic crash data reports electronically. Specifically, NHTSA offers
federal grants to improve the timeliness, accuracy, completeness, uniformity,
accessibility, and integration of the crash data. Within California, OTS administers these
405(c) grants and is prepared to award these grants to local law enforcement agencies
to assist in efforts to electronically transmit crash records into the SWITRS system.
Expediting allied crash reports into SWITRS will provide significant improvement in traffic
crash data availability.

8.3. Linking Crash and Medical Data

Transportation professionals and policymakers have long relied on crash data collected
at the scene by law enforcement officials to inform traffic safety decisions. Yet recent
efforts have highlighted the limitations of crash data and the corresponding opportunity
to improve it by linking it with medical data. According to the Collaborative Sciences
Center for Road Safety, a federally-funded academic research project, “traditionally,
safety and injury analysis have occurred in isolated fields, with road safety researchers
relying predominately on police-recorded crash reports, and public health researchers
relying on health records (e.g., hospital, emergency department, and ambulatory care
data).”'®" This division has led to an incomplete and inconsistent picture of traffic
crashes, with different records reflecting different findings. For example, research
comparing police data reported in SWITRS (California’s Statewide Integrated Traffic
Records System) and San Francisco hospital data found that police records did not
include approximately 20% of pedestrian injuries and 25% of cyclist injuries.%?

191 Collaborative Sciences Center for Road Safety, Completing the Picture of Traffic Injuries:
Understanding Data Needs and Opportunities for Road Safety (2018), 2.

192 San Francisco Department of Public Health (SFDPH), San Francisco’s Transportation-related Injury
Surveillance System (2017), 1.
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Efforts to provide a more complete picture of transportation-related injuries by linking
existing traffic and health data were initiated at the national level in the early 1990s.
From 1992 to 2013 NHTSA worked with individual states to develop data linkage
programs under the Crash Outcome Data Evaluation Systems (CODES). In 2013,
CODES was discontinued and some states retired their programs while others have
continued their data linkage projects independently. In California, the Department of
Public Health maintains the statewide data linkage effort through the Crash Medical
Outcomes Data (CMOD) Project, which electronically links police crash reports with
health and death data. This dataset enables policymakers and professionals to
understand the geographic distribution, causes, costs, and consequences of traffic
injuries and fatalities, and ultimately to develop targeted injury prevention strategies to
eliminate them.

At the local level, the San Francisco Department of Public Health spearheaded the effort
to develop the Transportation-related Injury Surveillance System (TISS). In 2017, San
Francisco was the first city in the country to use the resulting linked data to update its
High Injury Network (HIN) and analyze spatial patterns of severe and fatal injuries. With
this more robust data, San Francisco was able to identify locations of unreported traffic
injuries, better capture injury severity, and focus its HIN on the most severe outcomes.'®

Cities that want to create their own linked datasets must confront a key challenge, namely
the need to accurately link records while also adhering to privacy laws for personally
identifiable information (PIl) and protected health information (PHI). While there are many
linkage methodologies, the quality and success of the linkage is highly dependent on
multiple unique identifiers that are subject to privacy laws such as name, date of birth,
and other personally identifying information.'® For example, law enforcement does not
usually collect social security numbers, and if they do so, this information is subject to the
Health Insurance Portability and Accountability Act (HIPAA)."%

Such factors must be kept in mind as part of the renewed interest in developing linked
datasets, which can provide a more complete picture of traffic injuries and fatalities and,
ultimately, help policymakers develop strategies to prevent them.

193 SFDPH, San Francisco’s Vision Zero High Injury Network: 2017 Update (2017), 2.
194 Collaborative Sciences Center for Road Safety, Completing the Picture of Traffic Injuries, 3-4.
195 bid., 3.
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9.0 Findings and Recommendations for Policy
Consideration

The findings and recommendations for policy consideration (recommendations) are organized
as follows (not in priority order):

e Establishing Speed Limits (S)
e Engineering (EN)

e Enforcement (EF)

e Education (ED)

Findings are abbreviated as “F.” Recommendations are abbreviated as “C.” In some cases, a
finding may have multiple recommendations

The recommendations have been developed based on input from the Task Force, Advisory
Group, the literature synthesis prepared by the University of California Institute of Transportation
Studies (UC ITS), and other research findings. It is important to note that all Task Force
members may not agree with all the findings and recommendations. These recommendations
are being offered for further policy discussion and review by interested stakeholders and do not
reflect an official position or endorsement of the Administration. The following Guiding Principles
were established for the recommendations:

1. Data-driven / evidence based: studied and shown to be effective in improving safety.

2. Implementable statewide: supported and realistic to implement statewide, for both State
and local agencies.

3. Supports partnerships and innovation: inclusive of the multiple disciplines with traffic
safety and would benefit from a partnered approach across state, regional, local, and
external stakeholders.
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9.1. Establishing Speed Limits (S) — Findings and Recommendations

for Policy Consideration

F-S1: Existing law does not provide enough flexibility in urban areas to set speed
limits that are appropriate for these complex environments.

Current procedures for setting speeds limits in California rely mainly on the 85"
percentile methodology, an approach developed decades ago for vehicles primarily on
rural roads. Although California’s population, roads, and streets have changed
significantly, reflecting different modes of transportation including bicycling and walking,
the method for setting speed limits has not. While the way that speed limits are
calculated has remained essentially static, vehicles and street uses have evolved over
time. CalSTA'’s vision is to transform the lives of all Californians through a safe,
accessible, low-carbon, 21%-century multimodal transportation system. Yet the 85™
percentile methodology relies on driver behavior. Greater flexibility in establishing speed
limits would allow agencies an expanded toolbox to better combat rising traffic fatalities
and injuries.

F-S2: Developing a different approach to setting speed limits would enable the
State to prioritize safety outcomes to meet the needs of all road users.

The current approach to setting speed limits relies on driver behavior. With fatalities and
serious injuries on the rise, many authorities are reevaluating this current approach.
Consistent with international trends, other U.S. states, including Oregon, Washington,
Minnesota, and New York, are enabling their cities to lower their speed limits and are
exploring alternative methods to establish speed limits based on safety goals and local
context instead of the 85" percentile speed. California has the opportunity to reevaluate
how it sets speed limits to develop a new approach that prioritizes safety for all road users.

Number

Recommendation for Policy Consideration

C-$1

Develop and implement a new roadway-based context sensitive approach to
establish speed limits that prioritizes the safety of all road users. This approach
should be based on how a street is used and by whom, how protected non-
motorized users are from vehicles, how likely it is that there will be a conflict
between vehicles and other street users, and how likely it is that a collision will
result in a fatal or serious injury.

Possible implementation steps may include convening an expert advisory
group in 2020 to evaluate national and international data-driven approaches to
establishing speed limits; examine evidence-based research; and solicit public
input and comment.

Note: This is a long-term recommendation. In contrast, the recommendations
regarding changes to the speed-limit-setting process are short-term.
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F-S3: Recent research has demonstrated that reducing posted speed limits
reduces vehicle operating speeds and improves safety across most road
environments.

Current evidence supports the use of reducing speed limits to increase safety in general.
In a research synthesis commissioned specifically for this report, the University of
California, Institute of Transportation Studies found that reducing posted speed limits
also reduces drivers’ operating speeds and improves safety across most road
environments. While reducing posted speed limits only reduce drivers’ operating speeds
by a few miles per hour, these small changes in operating speed result in meaningful
safety improvements. This is especially the case for environments with vulnerable road
users as they greatly benefit from even small changes in operating speeds. Although
historical research between safety and speed asserted that posting the speed limit at the
85" percentile speed resulted in the lowest crash rate, recent studies indicate that there
is not strong evidence to support this claim.

F-S4: Current procedures for establishing speed limits do not offer agencies
enough flexibility to set appropriate speed limits.

The process for setting speed limits through engineering and traffic surveys does not
require consideration of factors such as road use and pedestrian and bicyclist safety.
Although engineers may consider additional factors to the 85" percentile speed and
crash history when establishing speed limits, many stakeholders believe that
consideration of these other factors should be required and prioritized. In addition, speed
data collection procedures are not always thorough enough to reflect the complexity of
the street. In the two-step process to establish speed limits, engineers determine the 85"
percentile speed and may then apply rounding allowances to arrive at a lower, adjusted
speed limit. However, the procedures limit these allowances and adjustments. Many
stakeholders, including local agencies and CalSTA departments, believe that the current
procedures are overly restrictive and prevent the establishment of appropriate speed
limits. Further, fatal and serious crashes are often clustered on a relatively small number
of streets/areas (i.e., High Injury Networks and high collision concentration locations)
and disproportionately impact vulnerable road users yet existing rounding allowances do
not allow further reduction in speed in these areas.

Number Recommendations for Policy Consideration
C-S2 Once the National Cooperative Highway Research Program (NCHRP) 17-76
“Guidance for the Setting of Speed Limits” research project is complete
(anticipated summer 2020), and the final report published, explore
implementation of the research results. A realistic assessment includes
examining the applicability of the research results for California as well as any
impediments to implementation.

C-S3 Revise traffic survey procedures to specifically require consideration be given to
bicyclist and pedestrian safety and develop guidance to describe how to
consider bicyclist and pedestrian safety in a traffic survey.

C-S4 Allow state and local agencies to post speed limits below 25 mph when
supported by a traffic survey.
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Number

Recommendations for Policy Consideration

C-S5

Increase the reduction allowance for posted speed limits to allow greater
deviations from the 85" percentile speed. Currently, the posted speed may only
be reduced by 5 mph from the nearest 5 mph increment of the 85" percentile
speed. Classes of locations where the posted speed may be reduced further
should include:

e High Injury Networks (HIN). Steps to implement include developing a
statewide definition of a HIN. Possible criteria may include:

o A minimum of three years of the most current crash data
o Weighting of fatal and serious injury crashes

o Weighting of crashes that occurred in disadvantaged
communities

The resultant HIN should: identify specific locations with high crash
concentrations; identify corridor-level segments with a pattern of crash
reoccurrence; and be able to be stratified by mode.

¢ Areas adjacent to land uses and types of roadways that have high
concentrations of vulnerable road users. Steps to implement include
defining vulnerable populations (e.g., pedestrians, bicyclists, scooter
users, transit users, seniors, children) and developing criteria to identify
eligible streets (e.g., streets close to transit centers, homeless shelters,
urban parks/playgrounds, and healthcare facilities as well as types of
streets like bicycle boulevards and neighborhood greenways).

F-S5: There is consistent evidence that increased vehicle speed results in an
increased probability of a fatality given a crash. Vulnerable road users are
disproportionately impacted by the relationship between speed and crash
survivability. State and local agencies would benefit from additional classes of
locations eligible for prima facie speed limits which do not require an engineering
and traffic survey.

Prima facie speed limits are those that are applicable on roadways when no posted
speed limit is provided. They do not require an engineering and traffic survey to be
enforceable. Current law defines two prima facie speed limits covering six classes of
locations. The first speed limit is 25 mph and is applicable to business and residential
areas, school zones and areas around senior facilities. The second speed limit is

15 mph and is applicable to railway crossings, uncontrolled intersections and alleyways.
Some allowances are currently provided to reduce these speed limits further, for
example, to 15 mph and 20 mph in school and senior zones. State and local agencies
on the Task Force stated that additional classes of locations should be eligible for prima
facie speed limits especially in areas that have high concentrations of vulnerable road

users.
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Number

Recommendations for Policy Consideration

C-S6

Add “business activity district” as an additional class of location eligible for a
prima facie speed limit. Steps to do this include developing a statewide
"business activity district” definition which could include urban villages,
neighborhood downtowns, and other business-oriented locations. Ensure
“business activity district” prima facie speed limits are applicable to the State
Highway System.

Note: Consideration should be given to the existing statutory definition of a
Business District which is based on a land use/geography definition and does
not accurately reflect the characteristics and use of streets within a dense urban
business/downtown area (e.g., high volume of road users and frequent street
crossings). Currently, the State Highway System is not eligible for prima facie
speed limits in Business Districts.

C-S7

Revise requirements related to posting prima facie speed limits in school zones
(i.e., a reduced “When Children are Present” speed limit):

a. Allow an authority to determine and declare a prima facie speed limit as
low as 15 mph without requiring justification by a traffic survey.
Currently, if a local jurisdiction wants to lower the speed limit in a school
zone below 25 mph they must conduct a traffic survey unless the local
jurisdiction passes an ordinance and the road geometry meets specific
conditions stipulated in the CVC.

b. Expand the roadway conditions that allow for school zone prima facie
speed limits. Currently, the prima facie limits for school zones only
applies to roadways that have certain posted speed limits and a limited
number of traffic lanes.

c. Clarify the definition of “WHEN CHILDREN ARE PRESENT.” Currently,
school zone prima facie limits are only applicable when children are
present, however the meaning of “when children are present” is
subjective.

F-S6: Current procedures for establishing speed limits have produced the unintended
consequence of speed creep, or rising vehicle operating speeds over time.

Studies have shown that using the 85" percentile speed to establish speed limits has
increased drivers’ operating speeds as an unintended consequence. Raising speed
limits to match the 85™ percentile speed of vehicles leads to higher operating speeds,
which can then contribute to a higher 85" percentile speed. Research has shown that
over time, vehicle operating speeds continue to increase even if the road and vehicle
conditions remain the same.
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Number

Recommendation for Policy Consideration

C-S9

Allow for a traffic survey to retain the existing speed limit (or revert to one
determined in a prior traffic survey) unless a registered engineer determines
that significant design changes have been made to the roadway since
completion of the last traffic survey with the specific intent of increasing the safe
operating speed.

Currently, if a speed survey shows that vehicle operating speeds have
increased, agencies must raise the posted speed limit even if the roadway
design has not changed, contributing to speed creep over time.

F-S7: State and local agencies need statutory clarification on the rules,
procedures, and exceptions to posted speed limits.

The rules and procedures governing posted speed limits are found in an inconsistent set
of codes and manuals, including the California Vehicle Code and the California Manual
for Setting Speed Limits. Many stakeholders, including local agencies and CalSTA
departments, find some of the statutory language in these sources unclear and
ambiguous. For example, speed allowances in senior zones need to be clarified.
Technical clarification may help agencies better understand how and under what
conditions speed limits below the 85" percentile speed can be established.

Number

Recommendation for Policy Consideration

C-S10

Consolidate and clarify statutory sections related to speed setting methodology.

F-S8: State and local agencies would benefit from a single source of guidance on
how to establish speed limits.

California is divided into 58 counties and 482 cities. Many large local agencies are familiar
with policies, procedures, and statutory mandates on posted speed limits and prima facie
zones. However, smaller jurisdictions are not as well-versed in these topics and some are
unaware of the myriad of existing rules that allow them to deviate from the 85" percentile
speed. The opportunity exists to provide consistent step-by-step guidance for state and
local agency staff on how to establish speed limits below the 85" percentile speed.

Number

Recommendations for Policy Consideration

C-S11

Revise the California Manual for Setting Speed Limits to comprehensively
cover speed setting methodology and law in easy to understand terminology.
This update should be guided by a committee of state and local subject matter
experts. New material should include guidance on developing a High Injury
Network (HIN) and any new methods developed in the future.

\CalsTa

Attachment: CalSTA Zero Traffic Fatalities Task Force — Report of Findings (CalSTA Zero Traffic Fatalities Task Force Findings &

Packet Pg. 94




AB 2363 Zero Traffic Fatalities Task Force
CalSTA Report of Findings

Number

Recommendations for Policy Consideration

C-812

Develop state-sponsored training on the California Manual for Setting Speed
Limits. The training should include general speed concepts, regulatory and
advisory speeds, engineering and traffic survey procedures, renewal
requirements, common misconceptions, FAQs as well as any new methods
developed in the future. The audience for this training would include city
officials, state and local traffic engineers, state and local law enforcement, legal
staff, judicial council, and traffic safety practitioners.

C-S$13

Establish technical assistance resources, including a webpage, to provide
practitioners with an overview of speed setting methodology, best practices,
and case studies, as well as any new methods developed in the future. Provide
State support to local agencies with less capacity to develop HINs by providing
a resource that summarizes existing data and mapping tools available to
develop a network.
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9.2. Engineering (EN) — Findings and Recommendations for Policy

Consideration

F-EN1: Engineering countermeasures designed to reduce vehicle operating
speeds can be costly and time-consuming to implement.

Roadway engineering solutions range from low-cost options such as pavement markings
and signs to complex, multi-million-dollar construction projects such as roundabouts.
Especially for large-scale engineering designs, there are many barriers to
implementation, including lengthy and costly approval, permitting, funding, and
construction processes.

Number

Recommendations for Policy Consideration

C-EN1

Review and consider revising the allocation of Highway Safety Improvement
Program (HSIP) funds between local roads and the State Highway System
(SHS) from a data-driven perspective. Analyze the current HSIP allocations
and determine if revisions to the allocations could improve statewide safety
outcomes. As part of the evaluation, review other funding sources (e.g., sales
tax measure funds) and amounts for both State and local safety projects.
Currently, the total HSIP funding allocation received from the federal
government is divided in approximately equal amounts between local roads
and the SHS.

C-EN2

Regularly review the Caltrans encroachment permitting process to identify
inefficiencies and determine new methods to expedite safety-related projects.
In 2019, Caltrans implemented a Lean 6 Sigma project to decrease the time
needed to approve or deny an encroachment permit application. Regular
evaluation would provide an opportunity to make modifications in order to
continually improve this process.

F-EN2: Agencies who want to lower the operating speed of vehicles to improve
safety using engineering interventions would benefit from Statewide policies,
guidance, and standards.

While large cities such as San Francisco and Los Angeles have developed their own
engineering and design guides, smaller cities do not have the resources to produce their
own standards and rely on a variety of other sources. This includes federal guidelines,
guidance produced by professional associations, and the Caltrans’ Highway Design
Manual (developed for State highway design functions). Currently, no definitive
document exists that provides agencies with comprehensive engineering and design
standards to design low speed roadways that prioritize people walking, bicycling, and
taking transit. For instance, the Caltrans Highway Design Manual does not include
standards for many types of horizontal and vertical traffic calming devices.
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Number

Recommendations for Policy Consideration

C-EN3

Develop policies related to the following topics and incorporate them into the
Highway Design Manual:

e Traffic calming

e Lane narrowing

¢ Reallocation of the roadway cross-section

o “Target speed”

Note: While Design Speed is a selected speed used to determine the various
geometric features of the roadway, the “Target Speed” is the intended velocity
for drivers. The intent of “target speed” is to geometrically redesign roadways in
order to decrease operating speed. The topic of “Design Speed” versus “Target
Speed” typically centers on roadways with speed limits between 25 mph and
45 mph especially where the 85" percentile speed is higher than the posted
speed limit.

C-EN4

Require Caltrans to regularly convene a committee of external roadway design
experts to advise on revisions to the Highway Design Manual. Meetings of this
committee will serve as a forum to gather, review and evaluate proposals
concerned with rules and regulations prescribing design standards contained in
the Highway Design Manual (HDM). This committee will develop an
experimentation process for design standards not currently in the HDM and
procedures for updating the HDM based successful experiments. Through the
California Traffic Control Devices Committee (CTCDC), Caltrans is able to fulfill
statutory requirements to consult with local agencies (and the public) before
revising the California Manual on Uniform Traffic Control Devices (CA
MUTCD). The intent is to develop a committee, similar to the CTCDC in
concept, to provide guidance on the Caltrans Highway Design Manual.
Consideration should be given to including public health professionals in the
newly formed Caltrans’ design committee.

C-EN5

Formalize existing traffic control device uses in the CA MUTCD. The purpose
of traffic control devices is to promote safety and efficiency by providing for the
orderly movement of all road users. Develop and conduct a biennial

survey to understand how agencies are implementing traffic control devices
then analyze whether updates to the CA MUTCD should be made through the
CTCDC or whether statewide experiments should be created.

C-EN6

Develop a statewide traffic safety monitoring program that identifies and
addresses locations with speeding-related crashes, with the long term goal of
substantially reducing speeding-related fatalities and serious injuries. Newly
developed traffic calming devices (see C-EN3) will be the toolbox for this
speeding-related monitoring program. An evaluation of the completed
monitoring program investigations will help to inform a possible
recommendation on modification to the definition of “speeding-related” in crash
reporting.
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Number Recommendations for Policy Consideration
C-EN7 Make the pilot State-led traffic safety monitoring programs that identify and
address locations with pedestrian- and bicyclist-related crashes permanent.
Expand this pilot to include both reactive (i.e., crash-based) location
identification, proactive (i.e, systemic) location identification and all public roads
(i.e., on and off SHS) . Currently, there are four ongoing traffic safety
monitoring programs that identify and address locations statewide that have
experienced vehicle-related crash types but none of these programs provide
regular mechanism to evaluate and improve locations for pedestrian- and
bicyclist-safety.

F-EN3: Local agencies voiced concern about the impact of Level of Service
requirements on their efforts to lower vehicle operating speeds through
engineering interventions.

In city planning documents, through state permitting processes, and through the
environmental review process, acceptable vehicle Levels of Service (LOS) for specific
roadways is often identified and used in order to avoid excessive traffic congestion and
delay. LOS is a metric used by engineers to rate the quality of traffic operating conditions
on a scale from best (A) to worst (F) and to define what level is acceptable. While further
investigation is needed, preliminary findings suggest that the need to maintain or
improve Level of Service is a barrier for local jurisdictions who want to design their roads
for slower speeds to accommodate other road users such as bicyclists and pedestrians.

Number Recommendations for Policy Consideration
C-EN8 Further investigate the impact of Level of Service requirements on the
implementation of engineering interventions designed to reduce operating
speed.
C-EN9 With the implementation of Senate Bill 743 (Chaptered 2013), LOS will be

replaced by Vehicle Miles Traveled (VMT), including induced demand analysis,
as a new metric for transportation analysis under the California Environmental
Quality Act (CEQA). Caltrans is developing guidance on VMT analysis and
associated safety analysis for both SHS projects and local land use projects
through CEQA. In order to increase positive safety outcomes:

e Through the Local Development-Intergovernmental Review (LD-IGR)
process, minimize using or requesting LOS analysis as a measurement
of safety for local land use projects with potential impacts to the SHS,
particularly in low VMT areas (as defined by the SB 743 Technical
Advisory).

o Develop LD-IGR guidance, to be used by Caltrans and local agencies as
part of SB 743 implementation, that is based on the latest safety
research.

« Sufficiently train Caltrans and local agency staff to implement SB 743
including the safety analysis component.

o Update state-aid local assistance project selection criteria to reflect
SB 743 requirements.

o Coordinate and collaborate with the federal government so that federal-
aid programs allow VMT analysis and mitigation instead of LOS analysis.
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9.3 Enforcement (EF) — Findings and Recommendations for Policy

Consideration

F-EF1: International and U.S. studies have shown that automated speed
enforcement is an effective countermeasure to speeding that can have
meaningful safety impacts.

Automated speed enforcement systems work by capturing data about a speed violation,
including images and license plate information, which is then reviewed and processed at
a later time to determine if a violation occurred. Currently, automated speed enforcement
is used extensively internationally and in 142 communities in the U.S. Numerous studies
and several federal entities, including the National Transportation Safety Board, have
concluded that automated speed enforcement is an effective countermeasure to reduce
speeding-related crashes, fatalities, and injuries.

F-EF2: Automated speed enforcement should supplement, not replace,
traditional enforcement operations.

According to the Federal Highway Administration’s Speed Enforcement Camera
Systems Operational Guidelines, automated speed enforcement is a supplement to, not
a replacement for, traditional traffic law enforcement operations. Automated speed
enforcement systems can effectively augment and support traditional enforcement
operations in multiple ways. Automated speed enforcement systems serve as a “force
multiplier” that allows limited law enforcement resources to focus on other public safety
priorities. ASE can be operated in areas where in-person traffic stops would be
impractical as well as on higher speed roadways where traffic calming devices may not
be appropriate. While ASE does not provide an educational opportunity nor afford the
exercise of judgment in issuing a citation that an officer would have from an in-person
stop, it may also provide for more consistent and impartial enforcement. Examples of
cities that have deployed automated speed enforcement programs without reducing law
enforcement staffing levels include Seattle, Portland, and Washington, D.C.

Number

Recommendation for Policy Consideration

C-EF1

Use of automated speed enforcement should supplement, not supplant,
existing law enforcement personnel.

F-EF3: Many complex public policy considerations must be taken into account to
develop and implement an automated speed enforcement program.

When developing an automated speed enforcement program, policy makers confront a
number of key decisions. The many complicated and sensitive issues that must be
addressed prior to implementation include citation amount, citation type, equity, camera
locations, privacy and data use, public noticing, and speed tolerance level. In evaluating
and making decisions regarding automated speed enforcement programs, policies and
proposed practices need to be fully and transparently vetted through meaningful public
awareness, education, and engagement.
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Number

Recommendations for Policy Consideration

C-EF2

Automated speed enforcement (ASE) guidelines could take into consideration
the following relevant policy issues, which would need to be fully and
transparently vetted within the impacted communities to ensure equitable
outcomes:

Citation Amount — The citation amount needs to deter speeders but
should not be so large that it criminalizes those who cannot afford to
pay the penalty.

Citation Type — In addition to considering the merits of either a civil and
criminal citations, contemplate adding a warning phase” with the initial
program launch where only warnings (not citations) would be issued.

Locations — The location(s) any automated speed enforcement system
may be determined based on a data-driven safety analysis.

Privacy — ASE programs may incorporate best practices in surveillance
technology.

Public Noticing — Determine the method(s) used to notify the community
of the automated speed enforcement program, including advance
hearings, signage, and ongoing electronic notification systems. Noticing
should include education that articulates the relationship between crash
severity and individual vehicle speed.

Speed tolerance level — For consistency, explore establishing Statewide
minimum speed tolerance levels, based on either a percentage or
absolute amount of the posted speed limit. Some Task Force members
observed that if speed tolerances are too low communities grow
frustrated due to minor speedometer variances; if the tolerance is too
high then law enforcement is communicating that the posted speed is
too low for the conditions. The IHHS states that most automated speed
enforcement tickets are triggered going at least 10 to 11 MPH over the
posted speeds, although the tolerance is lower in certain locations such
as school and work zones.

Incorporate Lessons Learned — ASE guidelines should take into
consideration existing State regulations for red light cameras as well as
on Community Control Over Police Surveillance (CCOPS) practices
whenever possible.

C-EF3

Develop strategies to eliminate any incentive that could turn an automated
speed enforcement program into a revenue generation technique. Ideas raised
by the Task Force included:

Earmark all automated speed enforcement revenue to solely administer
the program and for traffic safety road investments.

Do not allow the entities that establish the speed tolerances, the penalty
amount, enforcement locations, and other decisions that impact the
automated speed enforcement revenue to financially benefit from their
policy decisions.
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Number

Recommendations for Policy Consideration

Pay the automated speed enforcement vendor a fixed price for
competitively-procured equipment and services, rather than the amount
of revenue collected.

F-EF4: Traffic safety enforcement is not prioritized amongst all law enforcement

agencies Statewide.

Traffic safety enforcement is not prioritized amongst all law enforcement agencies
Statewide. Following the recession of 2008, law enforcement agencies severely cut back
their resources for traffic safety enforcement activities. Traffic fatalities have been on an
upward trend since 2010 and many local law enforcement agencies have not returned to
pre-recession staffing. Without funding from the OTS, some areas of the state would not
have dedicated traffic safety enforcement. Economists are now predicting another
economic downturn soon and many of these agencies are still not operating at full staff.

Number

Recommendation for Policy Consideration

C-EF4

Convene a forum where law enforcement agencies Statewide can discuss
issues and barriers to consistent and continual traffic safety enforcement.

The goal of the forum would be to share best practices and develop
recommendations to overcome the lack of prioritization of traffic safety
enforcement across the State.

This event would keep local law enforcement engaged in traffic
enforcement operations and reinforce the need for traffic safety
enforcement.

This event should include a focus on data-driven, evidence-based
strategies to provide for consistent and continual traffic safety
enforcement.
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9.4. Education (ED) — Findings and Recommendations for Policy
Consideration

F-ED1: Traffic safety education is an important countermeasure to speeding but
California lacks sufficient mechanisms for coordinated traffic safety campaigns.

Education countermeasures can change public knowledge, attitudes, and behavior
related to speeding, but California lacks a coordinated traffic safety campaign. As the
state leader in behavioral traffic safety, the OTS can create safety campaigns that can
change roadway user’s behavior and decrease fatalities throughout the State. The
California Department of Public Health can also be consulted in the design, evaluation,
and dissemination of evidenced-based campaigns. Furthermore, there are opportunities
for both the California Highway Patrol and the Department of Motor Vehicles to reinforce
traffic safety education as well as opportunities to coordinate with current ongoing traffic
safety campaigns being implemented at the regional and local levels. California has the
opportunity to provide comprehensive, multi-agency, coordinated outreach on the
dangers of speeding to the diverse population of 39 million Californians.

Number Recommendation for Policy Consideration
C-ED1 Develop a statewide coordinated traffic safety campaign to:

¢ Inform and educate the California population at large on how they can
travel safely and abide by the laws of the road.

¢ Prioritize public awareness, outreach, and education on traffic safety
and the dangers of excessive speed.

¢ Expand the reach of individual campaigns being impleented at regional
and local levels, and leverage investment through coordinated
messaging, visuals, and branding.
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10.0 Appendices

A. AB 2363 — Zero Traffic Fatalities Task Force

CHAPTER 8. Zero Traffic Fatalities Task Force
CVC Section 3095.

(a) On or before July 1, 2019, the Secretary of Transportation shall establish and
convene the Zero Traffic Fatalities Task Force.

(b) The task force shall include, but is not limited to, representatives from the
Department of the California Highway Patrol, the University of California and other
academic institutions, the Department of Transportation, the State Department of
Public Health, local governments, bicycle safety organizations, statewide motorist
service membership organizations, transportation advocacy organizations, and labor
organizations.

(c) The task force shall develop a structured, coordinated process for early engagement
of all parties to develop policies to reduce traffic fatalities to zero.

CVC Section 3096.

(a) The Secretary of Transportation shall prepare and submit a report of findings based
on the Zero Traffic Fatalities Task Force’s efforts to the appropriate policy and fiscal
committees of the Legislature on or before January 1, 2020.

(b) The report shall include, but is not limited to, a detailed analysis of the following
issues:

(1) The existing process for establishing speed limits, including a detailed discussion
on where speed limits are allowed to deviate from the 85th percentile.

(2) Existing policies on how to reduce speeds on local streets and roads.

(3) A recommendation as to whether an alternative to the use of the 85th percentile
as a method for determining speed limits should be considered, and if so, what
alternatives should be looked at.

(4) Engineering recommendations on how to increase vehicular, pedestrian, and
bicycle safety.

(5) Additional steps that can be taken to eliminate vehicular, pedestrian, and bicycle
fatalities on the road.

(6) Existing reports and analyses on calculating the 85th percentile at the local,
state, national, and international levels.

(7) Usage of the 85th percentile in urban and rural settings.
(8) How local bicycle and pedestrian plans affect the 85th percentile.
CVC Section 3097.

This chapter shall remain in effect only until January 1, 2023, and as of that date is
repealed.

Attachment: CalSTA Zero Traffic Fatalities Task Force — Report of Findings (CalSTA Zero Traffic Fatalities Task Force Findings &
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B. University of California, Institute of Transportation Studies,
Research Synthesis

See attached document.
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C. List of Abbreviations

ASE — Automated Speed Enforcement

Caltrans — California Department of Transportation

CA MUTCD - California Manual on Uniform Traffic Control Devices
CDPH - California Department of Public Health

CHP — California Highway Patrol

CMF — Crash Modification Factors

CMOD - California Crash Medical Outcomes Data Project
CODES - Crash Outcome Data Evaluation Systems

CVC - California Vehicle Code

E&TS — Engineering and traffic survey

FHWA — Federal Highway Administration

HIN — High Injury Network

HVE — High Visibility Enforcement

LOS — Level of Service

NACTO - National Association of City Transportation Professionals
NCHRP — National Cooperative Highway Research Program
NHTSA — National Highway Traffic Safety Administration
NTSB — National Transportation Safety Board

OTS - California Office of Traffic Safety

SFDPH - San Francisco Department of Public Health
SFMTA — San Francisco Municipal Transportation Agency
SFPD - San Francisco Police Department

SDOT — Seattle Department of Transportation

SHSP — California Strategic Highway Safety Plan

SWITRS - Statewide Integrated Traffic Records System
TISS — Transportation-related Injury Surveillance System

UC ITS — University of California Institute for Transportation Studies
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Caltrans Safety and Speed
Management Update

SCAG Transportation Committee
September 3, 2020

Rachel Carpenter, PE
Caltrans Chief Safety Officer

£ Safety and Speed Management Update :t

Overview

p Quick Recap: CalSTA Report of Findings

p Speed Limits: A New Approach

» Speed Limits: Increase Flexibility
» Speed Limits: Enhance Resources
» Engineering Solutions: Improve Traffic Control

» Engineering Solutions: Protect Bikes & Peds

ttachment: PowerPoint Presentation - Caltrans Safety and Speed Management Update (CalSTA Zero Traffic Fatalities Task Force Findings &

B<d How Can You Help?

H
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£ 71 CalSTA Report of Findings

Quick Recap

16 Findings & 26 Recommendations across 4

categories:

 Establishing Speed Limits
* Engineering
* Enforcement

e Education

£ /A Caltrans Initiatives - Speed Limits

A New Approach

Develop and implement a
new roadway-based context
sensitive approach to
establish speed limits that
prioritizes the safety of all

road users.

ttachment: PowerPoint Presentation - Caltrans Safety and Speed Management Update (CalSTA Zero Traffic Fatalities Task Force Findings &
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£ /A Caltrans Initiatives - Speed Limits

A New Approach

Develop and implement a o/ Drafted scope of work

.. %/ Finalized scope of work
sensitive approach to

establish speed limits that

road users.

£ /A Caltrans Initiatives - Speed Limits

Increase Flexibility

new roadway-based context §/ Circulated with external stakeholders

|:> Begin research project - Nov. 2020
prioritizes the safety of all > Complete research project - Dec. 2021

Provide agencies greater
flexibility to set appropriate
speed limits by adjusting
current speed-limit-setting

procedures.

ttachment: PowerPoint Presentation - Caltrans Safety and Speed Management Update (CalSTA Zero Traffic Fatalities Task Force Findings &
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£ /A Caltrans Initiatives - Speed Limits

Increase Flexibility

Provide agencies greater

flexibility to set appropriate > Develop draft concept proposal

speed limits by adjusting
current speed-limit-setting

procedures.

£ /A Caltrans Initiatives - Speed Limits

Enhance Resources

Establish technical assistance

resources, including a webpage;
develop training; and revise the
California Manual for Setting Speed
Limits to comprehensively cover

speed setting methodology.

ttachment: PowerPoint Presentation - Caltrans Safety and Speed Management Update (CalSTA Zero Traffic Fatalities Task Force Findings &
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£ /A Caltrans Initiatives - Speed Limits

Enhance Resources

Establish technical assistance

%/ Identified subject matter experts
resources, including a webpage; «/ Developing workplans

develop training; and revise the
California Manual for Setting Speed T Gather information
Limits to Comprehensive [y cover — Analyze improvements & develop content

) :> Estimated completion: Dec. 2020 (partial)
speed setting methodology.

£ 77 Caltrans Initiatives - Engineering Solutions :t

Improve Traffic Control

Formalize existing traffic control

devices used in the California
Manual on Uniform Traffic

Control Devices.

ttachment: PowerPoint Presentation - Caltrans Safety and Speed Management Update (CalSTA Zero Traffic Fatalities Task Force Findings &
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£ 77 Caltrans Initiatives - Engineering Solutions :t

Improve Traffic Control

Formalize existing traffic control «/ Developed survey

devices used in the California §/ Surveyed over 4,500 local agencies and cities

Manual on Uniform Traffic §/ Collected and analyzed results

Control Devices _
> Determine next steps based on survey result:

> Estimated completion - Dec. 2020

£ 77 Caltrans Initiatives - Engineering

Protect Bikes & Peds

Make the pilot State-led traffic

safety monitoring programs that
identify and address locations
with pedestrian- and bicyclist-

related crashes permanent.

ttachment: PowerPoint Presentation - Caltrans Safety and Speed Management Update (CalSTA Zero Traffic Fatalities Task Force Findings &
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£ 77 Caltrans Initiatives - Engineering

Protect Bikes & Peds

Make the pilot State-led traffic v Permanent pedestrian monitoring program

safety monitoring programs that implemented (hotspot & systemic)

) " ) v Permanent bicyclist monitoring program
identify and address locations implemented (hotspot & systemic)
with pedestrian- and bicyclist- V Developed & released next round of pedestrian

related crashes permanent. monitoring program

: Next step: Further develop systemic bicyclist

monitoring program

£ /A Caltrans Initiatives - Speed Limits

How Can You Help?

@ Send your suggestions and ideas for improvement to: safety.programs@dot.ca.gov

®

Immediate need: Suggestions on how to enhance technical assistance resources (e.g., manuals,

Ne
2

websites), documentation, and training related to existing speed limit setting methodology.

2

What is confusing or in need of clarification and how can we make current speed limit setting

methodology easier to understand?
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m' AGENDA ITEM 3

| |
Southern California Association of Governments
Remote Participation Only
September 3, 2020
To: Transportation Committee (TC) EXECUTIVE DIRECTOR’S

APPROVAL
From: Nancy Lo, Assistant Regional Planner,
(213) 236-1899, lo@scag.ca.gov

Subject: Inland Empire Comprehensive Multimodal Corridor Plans
Status Report

RECOMMENDED ACTION:
Information Only - No Action Required

STRATEGIC PLAN:
This item supports the following Strategic Plan Goal 1: Produce innovative solutions that improve
the quality of life for Southern Californians.

EXECUTIVE SUMMARY:

The purpose of this report is to provide a status update on the Inland Empire Comprehensive
Multimodal Corridor Plans (CMCP) which was initiated in summer of 2019. This study is funded
through the Caltrans Strategic Partnerships Grant and is a partnership between San Bernardino
County Transportation Authority (SBCTA), Riverside County Transportation Commission (RCTC),
Caltrans District 8, and SCAG. The plans serve multiple purposes that will benefit local, regional,
and state agencies as they balance infrastructure, livability, economic, and sustainability needs.
The plans will also address the intent of the Senate Bill (SB) 1 Solutions for Congested Corridors
Program (SCCP).

BACKGROUND:

In FY 2018-19, SCAG and SBCTA were awarded a Caltrans Strategic Partnerships Grant to identify a
comprehensive set of multimodal solutions to the challenges on two corridors: North-South, from
Victorville to Temecula, and East-West, from the Banning/Beaumont area to the LA and Orange
County lines. The study includes development of goals and objectives, analysis of existing and
future conditions, stakeholder outreach, identification and evaluation of multimodal transportation
strategies and projects, and relevant funding sources. The project is scheduled to conclude by
winter 2020. Further details are included in the presentation.

Next Steps
Upon completion of the study, staff will finalize the report for transmittal to Caltrans, SBCTA, RCTC,

and other interested stakeholders. As with most planning studies prepared by SCAG, SCAG will work
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with the implementing agencies to support implementation as funding and opportunities arise.
Prioritizing funding for these projects will be solely at the discretion of the implementing agencies
that have jurisdiction over project implementation identified in the study.

FISCAL IMPACT:

The budget for this work is programmed in SCAG’s Overall Work Program (OWP), project number
145-4845.01

ATTACHMENT(S):
1. PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP)
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Inland Empire Comprehensive
Multimodal Corridor Plans (CMCP)

presented to

SCAG Transportation Committee
September 3, 2020

presen ted by

Gary Hamrick, Cambridge Systematics

Background of Inland Empire CMCPs

Caltrans Sustainable Transportation Planning Grant
Awarded

RFP issued in January 2019 by SCAG, contract
awarded

Project Kickoff Meeting in July 2019
CMCP working draft document completed May 2020
Final CMCP — October 2020

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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CTC and Caltrans
Multi-Modal Corridor Plan Guidelines

Caltrans Corridor Planning Guidebook
+ Public draft released in December, 2018
* Final published February 2020

CTC Comprehensive Multi-Modal Corridor Plan Guidelines

+ California Transportation Commission guidelines for eligibility of
plans and projects under Solutions for Congested Corridors
program (SB1)

* Agencies beginning to create plans now (CMCP) for Cycle 2 and 3

“There is no specific format that a
CMCP must meet. Plans are unique
to the regional in which they are
prepared” (page 8, CTC 2018 CMCP Guidelines)

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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CTC and Caltrans Corridor Planning
Process Workflow

Identi h
Conduct fy Select and Monitor and
Potential Analyze N
Scope Effort Performance . Prioritize Evaluate
rma Projects and Improve-ments R
Assessment . Solutions Progress
Strategies

Note: Project does not include last phase of
monitoring and evaluation

Inland Empire CMCP North South Extent

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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Inland Empire CMCP East West Extent

Ten Sub-Corridors Created for

Focused Analysis

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive

Packet Pg. 119




Five East/West Sub-Corridors

Five North/South Sub-Corridors

Sub corridors are
defined by origin
and destination
places rather than
freeway corridors

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive

Packet Pg. 120




Example:
Victorville to San Bernardino Sub Corridor

Stakeholder Engagement

Project Development Team,;
» SCAG

» Caltrans

» SBCTA

» RCTC

» WRCOG

Presented to regional meetings; Stakeholder Input

» WRCOG Planning and Public Works

» SBCTA Public and Specialized Transportation Advisory and
Coordinating Council (PASTACC)

» RCTC TAC
RCTC “Reboot My Commute” survey used

New San Bernardino CMCP focused on-line survey

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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DETAILED CORRIDOR CONDITIONS
ANALYSIS

Data Types Analyzed

Demographic and Land Use Assessments
Corridor Trip Characteristics

Safety Assessment

Active Transportation Assessment
Freeway and Arterial Assessment

Transit Assessment

Freight

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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Household Income Below Poverty Levels

# Lowest income areas:

» junction of the SR-91/1-215,
along the I-215 and 1-210,
SR-74

» northern end near the
communities of Apple
Valley, Victorville and
Adelanto.

CalEnviroScreen and
SCAG Communities of Concern

» Communities of concern are
located near junction of |-
210/1-215/1-10 and also along
[-215/SR-74

# High Cal Enviroscreen scores
along many freeway corridors

# Generally no Disadvantaged
Communities in the southern
portion of the study area

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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Population-Employment (PE) Ratio

# Overall, there are 3.1
persons per job in the Study
Area

+ Lowest PE ratios - along the
I-10 corridor and SR-91
corridors

+ Highest PE ratios - Jurupa
Valley, SR-74 corridor, and
Victor Valley areas

Journey to Work Mode Share

# Carpooling

» Study Area has higher
share of carpool (14%)
compared to California
(10%).

» Carpooling is particularly
popular in Hemet / Perris
/ Moreno Valley areas
(16-17%)

» Work at home is second
highest “other mode”

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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Freeway Collisions per Million VMT

# Highest collision rates - SR-91 EB, SR-91 WB, 1-215 SB, and |-10 EB

Bicycle and Pedestrian Collisions

20

# Highest density of collisions
are in portions of cities of:

» Riverside

» Colton

» Rialto

» San Bernardino
» Moreno Valley
» Hemet

» San Jacinto

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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Truck Collisions

21

+ The highest concentration
of truck collisions occurs
along

» SR-60
» 1-10 near I-15 and I-215
interchanges.

» Other high concentration
areas for truck collisions
are

—1-15 near Cajon Pass
and

—1-215 near City of San
Bernardino.

PM Peak Hour Freeway Traffic Volume

22

+ Highest vehicle throughput
at:
» SR-91 between the OC line
and I-15
» 1-10 between the LA
County line and [-210

» Portions of 1-215.

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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Top Freeway Bottlenecks

23

# Recurring congestion for
more than 100 days per year

# Based on length of queues
and duration of congestion

# Many of the larger bottlenecks
occur on the western side of
the Study Area

VMT per Service Population

24

# Compared to SCAG
regional average VMT

# High VMT areas are
predominantly the central,
eastern and northern
portions.

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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PERFORMANCE MEASURES FOR PROJECT
EVALUATION

Potential Evaluation Metrics

26

Objective Potential Metrics

Balanced, multimodal Transit, SOV, HOV mode share

system

Improve Accessibility Improved connectivity between modes
Access to community resources (jobs, healthcare, schools,
destination)

Improve accessibility Households near transit stations

Bicycle facility mileage near transit stations

Vehicle/Person Hours of Delay (VHD/PHD) and Vehicle Hours
Travelled

Reduce congestion/VMT HOV mode share/trips
Truck vehicle hours of delay
Increase service to Social Travel time by mode for SEF populations

Equity Focus (SEF)

pop lations Mode choice for SEF populations
ulati

SEF households near transit stations

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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CMCP Project and Program Recommendations

 Total of over 1,500 projects recommended
* Highway — 236 projects
* Arterial — 47 projects
* Goods Movement — 10 projects
* Transit — 77 projects
« Active Transportation — 1,134 projects

27

Thank you!
Questions?

Gary Hamrick
Principal, Cambridge Systematics
ghamrick@camsys.com

planning.org/NPC19

Attachment: PowerPoint Presentation - Inland Empire Comprehensive Multimodal Corridor Plans (CMCP) (Inland Empire Comprehensive
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AGENDA ITEM 4

Southern California Association of Governments
Remote Participation Only

MINUTES OF THE REGULAR MEETING
TRANSPORTATION COMMITTEE (TC)
THURSDAY, July 2, 2020

September 3, 2020

THE FOLLOWING MINUTES IS A SUMMARY OF ACTIONS TAKEN BY THE TRANSPORTATION
COMMITTEE (TC). A VIDEO AND AUDIO RECORDING OF THE ACTUAL MEETING IS AVAILABLE AT:
http://scag.igm2.com/Citizens/

The Transportation Committee of the Southern California Association of Governments (SCAG) held
its meeting telephonically and electronically given public health directives limiting public gatherings
due to the threat of COVID-19 and in compliance with the Governor’s recent Executive Order
N-29-20. A quorum was present.

Members Present:

Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.

Sean Ashton, Downey

Phil Bacerra, Santa Ana
Rusty Bailey, Riverside

Ben Benoit, Wildomar

Will Berg, Port Hueneme
Russell Betts, Desert Hot Springs
Art Brown, Buena Park

Ross Chun, Aliso Viejo

Diane Dixon, Newport Beach
John Dutrey, Montclair
Emily Gabel-Luddy, Burbank
James Gazeley, Lomita

Dean Gross, Los Alamitos
Jack Hadjinian, Montebello
Curt Hagman

Ray Hamada, Bellflower

Jan Harnik, Palm Desert
Steven Hofbauer, Palmdale (Vice Chair)
Trish Kelley, Mission Viejo
Linda Krupa, Hemet

Richard Loa, Palmdale

Clint Lorimore, Eastvale

District 25
District 16
District 68
South Coast AQMD
VCOG
CVAG
District 21
OCTA
0CCOG
SBCTA
AVCIJPA
District 39
District 20
District 34
San Bernardino County
District 24
RCTC
District 43
0CCOoG
WRCOG
NCTC
District 4
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Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.

Mr.

Steven Ly, Rosemead

Steve Manos, Lake Elsinore
Ray Marquez, Chino Hills

Larry McCallon, Highland
Marsha MclLean, Santa Clarita
L. Dennis Michael

Ara Najarian, Glendale

Hector, Pacheco, San Fernando
Charles Puckett, Tustin

Ed Reece, Claremont

Crystal Ruiz, San Jacinto

Ali Saleh, Bell

Tim Sandoval, Pomona

Rey Santos, Beaumont

Zak Schwank, Temecula

Marty Simonoff, Brea

Thomas Small, Culver City
Jeremy Smith

Larry Smith

Ward Smith, Placentia

Karen Spiegel

Steve Tye

Cheryl Viegas-Walker, El Centro (Chair)
Don Wagner

Alan Wapner, Ontario

Alicia Weintraub, Calabasas
Paul Marquez, Caltrans District 7

Members Not Present:

Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.
Hon.

Kathryn Barger

Joe Buscaino, Los Angeles
Jonathan Curtis, La Caflada-Flintridge
Mike T. Judge, Simi Valley

Paul Krekorian

Fred Minagar, Laguna Niguel
Carol Moore, Laguna Woods
Frank Navarro, Colton

Jose Luis Solache, Lynwood
Cynthia Sternquist, Temple City
Brent Tercero, Pico Rivera

District 32
District 63
District 10
SBCTA

District 67
District 9
AVCIPA
District 67
District 17
SGVCOG
WRCOG
GCCOG

District 38
District 3
District 5
District 22
Culver City
Canyon Lake
Calimesa
0OCCOG
Riverside County
District 37
District 1
Orange County
SBCTA/SBCOG
LVMCOG
Ex-Officio Member

Los Angeles County
District 62
District 36
VCTC
District 49
District 12
0CCOoG
District 6
District 26
SGVCOG
GCCOG
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CALL TO ORDER & PLEDGE OF ALLEGIANCE

Chair Cheryl Viegas-Walker called the meeting to order at 9:02 a.m. Hon. Alan Wapner, Ontario, led
the Pledge of Allegiance. A roll call of members was conducted. A quorum was present.

PUBLIC COMMENT

Rich Lambros, Southern California Leadership Council, thanked SCAG for working openly during the
120-day period leading up to the September 3, 2020 Regional Council meeting.

CONSENT CALENDAR

1. Minutes of the Meeting — May 7, 2020

John Asuncion, SCAG staff, stated staff recommends a modification to the Minutes of the
Meeting, May 7, 2020, to provide a more detailed description of the action taken on Item 1.,
Proposed Final Connect SoCal (2020-2045 Regional Transportation Plan/Sustainable
Communities Strategy and Program Environmental Impact Report (PEIR)), as follows:

“A MOTION was made (Talamantes) to recommend to the Regional Council adoption of
Resolution No. 20-621-1, which reflects the following:

(1) Certify the Connect SoCal (2020-2045 Regional Transportation Plan/Sustainable
Communities Strategy) Program Environmental Impact Report (PEIR); adopt the Findings of
Fact, Statement of Overriding Considerations, and the Mitigation Monitoring and Reporting
Program;

(2) Allow for more time to review Connect SoCal and consider its implications in light of the
short and long-term impacts of the COVID-19 pandemic on the region as requested by many
stakeholders;

(3) Approve the Connect SoCal as required for federal transportation conformity purposes
only, and postpone for up to 120 days the date by which the Regional Council would be
asked to consider approval of Connect SoCal in its entirety and for all other purposes,
including but not limited to submittal to the California Air Resources Board (ARB);

(4) Direct staff to provide a progress report describing modifications to the SCS and
associated modeling and analysis within 60 days;

(5) Direct staff to work with local authorities to identify and restore locally approved
entitlements as conveyed by local jurisdictions. The Regional Council further directs staff to
within 60 days identify and quantify all differences within the SCS and locally-approved
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General Plans and quantify the increase (or decrease) in housing, jobs or population
between Connect SoCal and each local General Plan;
(6) Find that until such time as the Regional Council may consider and approve in a
subsequent meeting approval of Connect SoCal (including any required CEQA
documentation) in its entirety, the SCS in the 2016 RTP/SCS and the PEIR mitigation
measures shall remain operative for the region. The Connect SoCal PEIR mitigation
measures shall not be operative until the Regional Council adopts a Connect SoCal Plan in its
entirety as described above; and

(7) Adopt the Consistency Amendment No. 19-12 to the 2019 Federal Transportation
Improvement Program (FTIP).”

2. Minutes of the Meeting — May 20, 2020

Receive and File

3. Highlights of the 31st Annual Demographic Workshop

A MOTION was made (Hofbauer) to approve the Consent Calendar with the above
modification to the Minutes of the Meeting, May 7, 2020. The motion was SECONDED
(Simonoff) and passed by the following votes:

AYES: ASHTON, BACERRA, BAILEY, BENOIT, BERG, BETTS, BROWN, CHUN, DUTREY,
GABEL-LUDDY, GAZELEY, GROSE, HADIJINIAN, HAGMAN, HAMADA, HARNIK,
HOFBAUER, KELLEY, KRUPA, LOA, LORIMORE, LY, MANOS, MARQUEZ,
MCCALLON, MCLEAN, MICHAEL, NAJARIAN, PACHECO, PUCKETT, REECE, RUIZ,
SALEH, SANDOVAL, SANTOS, SCHWANK, SIMONOFF, SMALL, SMITH J., SMITH L.,
SMITH W., SPIEGEL, TYE, VIEGAS-WALKER, WAGNER, WAPNER, WEINTRAUB (47)

NOES: None (0)

ABSTAIN: None (0)

INFORMATION ITEMS

4. Connect SoCal Update

Sarah Jepson, Director of Planning, provided an update on Connect SoCal. Ms. Jepson
stated the goal of the plan is to improve the economy, mobility and environmental health
for communities in the region. Further, while there have been shifts due to the pandemic,
the goals of the plan remain relevant, and, in some cases, they are now more important for
the region to recover from the crisis. She noted Connect SoCal is a transportation
infrastructure investment strategy which invests $638 billion in regional projects while
generating 432,000 local jobs. Additionally, it locates housing, jobs and transit closer
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together in priority growth areas while preserving natural lands and open spaces and
delivers significant benefits in mobility, safety, health outcomes, economic productivity and
environmental justice while improving our infrastructure.

Ms. Jepson noted the plan is a collective vision for the region that evolves over time and she
explained that the process began in 2017 with in-person meetings in each jurisdiction to
understand local data and planning goals. The effort continued with joint policy committee
meetings to examine who the plan will serve, where we’ll grow and how we’ll connect,
which brought forth productive dialogue from various stakeholders including community
based organizations, jurisdictions and members of the public, all of which helped shape the
plan’s priorities and strategies. She noted, May 7, 2020, staff was directed to postpone the
Sustainable Communities Strategy portion to better understand the short and long-term
implications of the pandemic and further align growth forecasts.

Ms. Jepson noted over the past months staff has engaged with many different stakeholders
throughout the region including personal meetings, working groups, a public survey and a
virtual townhall. She noted the feedback received focusses on how Connect SoCal can be
vital in the post COVID economic recovery. Additionally, staff has assembled data to serve
jurisdictions in the crisis, such as a COVID-19 Vulnerability Indicator Dashboard and
produced a white paper examining in-depth the Economic Impacts of the pandemic. She
reviewed growth forecasts noting that 97% of total regional households in the plan do not
exceed general plan maximums. Ms. Jepson reviewed enhancements to the growth
forecast and strategies that will lead to a reduction of vehicle miles travelled. She noted
next steps include presenting the plan for adoption in September. Following adoption, it
will be forwarded to California Air Resources Board (CARB) to determine the region’s
eligibility for $1 billion in SB1 funding.

Hon Hector Pacheco, San Fernando, asked if there were times where sufficient data was not
received from local jurisdictions and how data sharing can be improved. Ms. Jepson
responded that the most recent effort represents a third confirmation by local jurisdictions
and was an additional effort by staff to ensure all the entitlements had been captured.

Hon Trish Kelley, Mission Viejo, asked about the pandemic’s effect on Connect SoCal’s
financial assumptions. Ms. Jepson responded that Connect SoCal is a long-range plan for
regional transportation investments but staff continues to monitor outcomes in order to
make assessments about long-term implications.

5. SCAG’s SB 743 Local Implementation Support
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Michael Gainor, SCAG staff, reported on recent changes in SB 743. Mr. Gainor stated SB 743
has been modified and transportation impacts are to be measured by Vehicle Miles
Travelled (VMT) rather than motor vehicle delay. He noted the objective of SB 743 is to
advance statewide efforts to reduce greenhouse gas emissions through the CEQA process
by facilitating development of more centralized transit-oriented communities reducing
overall dependence on single occupancy vehicle travel. Further, developments that utilize
infill areas and transit-oriented communities are encouraged. He stated VMT mitigation
options can involve altering the design of the project site to minimize the generation of new
single occupancy vehicle trips as well as enhancing active transportation to the site or a
transportation demand strategy to minimize single occupancy vehicle trips.

Mr. Gainor stated SCAG has had an ongoing effort with SB 743 since 2013 and has worked
closely with the Governor’ Office of Planning and Research as well as with local jurisdictions
to ensure an inclusive process. He reviewed projects in which SCAG is working with local
jurisdictions on mitigation strategies as well as VMT mitigation opportunities and noted the
diversity of the region can present challenges at some sites to access some types of VMT
mitigation activities.

Hon. Trish Kelley, Mission Viejo, asked about a recent request for a delay of SB 743. Mr.
Paul Marquez, Caltrans District 7, responded that currently there is no indication yet that

the request would be granted.

6. US 101 Connected Communities Study Status Report

Mahmoud Ahmadi, lteris, reported on the US 101 Connected Communities Study. Mr.
Ahmadi reported the study examines a 28-mile portion of US 101 in Ventura County and
noted the goals include safety and health, social equity, multimodal mobility and a robust
economy. The study area includes a 3-mile buffer around the corridor to understand the
population, mobility and traffic patterns as well as land use, noting 60% of surrounding land
use is agricultural. He reviewed current mode share and noted the majority of daily trips
are 30-minutes in length or less. Mr. Ahmadi reviewed the public outreach workshops and
performance measures including VMT reduction, person throughput, GHG, air quality and
high accident locations. He reviewed post COVID-19 considerations including the possibility
that more employees will work from home in the future as well as the emergence of
telehealth, tele-education and e-bikes.

FUTURE AGENDA ITEMS

Chair Cheryl Viegas-Walker requested an update on congestion pricing activities.

ADJOURNMENT
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Chair Cheryl Viegas-Walker, El Centro, adjourned the meeting at 10:40 a.m.

[MINUTES ARE UNOFFICIAL UNTIL APPROVED BY THE TRANSPORTATION COMMITTEE]
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Ashton, Sean Downey District 25 1 1 —
Bacerra, Phil Santa Ana District 16 1 1 g
Bailey, Rusty Riverside WRCOG 1 1 :-
Barger, Kathryn Los Angeles County Los Angeles County 0 >
Benoit, Ben Wildomar South Coast AQMD 1 1 '3_
Berg, Will Port Hueneme VCOG 1 1 ?
Betts, Russell Desert Hot Springs CVAG 1 1 g
Brown, Art Buena Park District 21 1 1 %
Buscaino, Joe Los Angeles District 62 0 :c:
Chun, Ross Aliso Viejo OCTA 1 1 8
Curtis, Jonathan La Cafiada Flintridge District 36 0 %
Dixon, Diane Newport Beach 0OCCOG 1 1 é
Dutrey, J. John Montclair SBCTA 1 1 :
Gabel-Luddy, Emily Burbank AVCIPA 1 1 E
Gazeley, James Lomita District 39 1 1 ﬁ
Grose, Dean Los Alamitos Dist 20 1 1 %
Hadjinian, Jack Montebello SGVCOG 1 1 g
Hagman, Curt San Bernardino Cnty San Bernardino Cnty 1 1 g
Hamada, Ray Bellflower Bellflower 1 1 g
Harnik, Jan Palm Desert RCTC 1 1 t
Hofbauer, Steven Palmdale District 43 1 1 %
Judge, Mike Simi Valley VCTC [} E
Kelley, Trish Mission Viejo 0CCOG 1 1 %
Krekorian, Paul Public Transit Rep District 49 0 =
Krupa, Linda Hemet WRCOG 1 1 <
Loa, Richard Palmdale NCTC 1 1

Lorimore, Clint Eastvale District 4 1 1

Ly, Steven Rosemead District 32 1 1

Manos, Steve Lake Elsinore District 63 1 1

Marquez, Paul Caltrans District 7 Ex-Officio 1 1
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Marquez, Ray Chino Hills District 10
McCallon, Larry Highland SBCTA
McLean, Marsha No. L.A. County District 67
Michael, L. Dennis Rancho Cucamonga District 9
Minagar, Fred Laguna Niguel District 12
Moore, Carol Laguna Woods 0CCOoG
Najarian, Ara Glendale AVCJPA
Navarro, Frank Colton District 6
Pacheco, Hector San Fernando District
Puckett, Charles Tustin District 17
Reece, Ed Claremont SGVCOG
Ruiz, Crystal San Jacinto WRCOG
Saleh, Ali City of Bell GCCOG
Sandoval, Tim Pomona District 38
Santos, Rey Beaumont District 3
Schwank, Zak Temecula District 5
Simonoff, Marty Brea District 22
Small, Thomas Culver City Culver City

Smith, Jeremy

Canyon Lake

Canyon Lake
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Smith, Larry Calimesa Calimesa
Smith, Ward Placentia 0CCOoG
Solache, Jose Luis Lynwood District 26

Spiegel, Karen

Riverside County

Riverside County

Sternquist, Cynthia Temple City SGVCOG
Tercero, Brent Pico Rivera GCCOG
Tye, Steve Diamond Bar District 37
Viegas-Walker, Cheryl El Centro District 1

Wagner, Don

Orange County

Orange County

Wapner, Alan

Ontario

SBCTA

Weintraub, Alicia

Calabasas

LVMCOG

R~~~
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Attachment: TC Attendance Sheet (Minutes of the Meeting, July 2, 2020)
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Southern California Association of Governments
Remote Participation Only
September 3, 2020
To: Community EXECUTIVE DIRECTOR’S

Economic & Human Development Committee (CEHD) APPROVAL

Energy & Environment Committee (EEC)
Transportation Committee (TC)
Joint Policy Committee (CEHD, EEC and TC)
Regional Council (RC)

From: Kome Ajise, Executive Director, Executive Management,
(213) 236-1835, Ajise@scag.ca.gov

Subject: Final Connect SoCal Technical Refinements and PEIR
Addendum

RECOMMENDED ACTION FOR CEHD AND TC:
Receive and File

RECOMMENDED ACTION FOR EEC:
Information Only — No Action Required

RECOMMENDED ACTION FOR JOINT POLICY COMMITTEES:

Recommend that the Regional Council adopt Resolution No. 20-624-1 to 1) adopt the 2020-2045
Regional Transportation Plan/Sustainable Communities Strategy (Connect SoCal or Plan) Program
Environmental Impact Report (PEIR) Addendum and Revised Mitigation Monitoring and Reporting
Program; 2) approve Connect SoCal in its entirety; and 3) submit Connect SoCal to the California Air
Resources Board (ARB) for confirmation that the Plan meets greenhouse gas (GHG) reduction
targets.

RECOMMENDED ACTION FOR RC:

Adopt Resolution No. 20-624-1 to 1) adopt the Connect SoCal PEIR Addendum and Revised
Mitigation Monitoring and Reporting Program; and 2) approve Connect SoCal in its entirety; and 3)
submit Connect SoCal to ARB for confirmation that the Plan meets GHG reduction targets.

STRATEGIC PLAN:

This item supports the following Strategic Plan Goal 1: Produce innovative solutions that improve
the quality of life for Southern Californians. 2: Advance Southern California’s policy interests and
planning priorities through regional, statewide, and national engagement and advocacy.

EXECUTIVE SUMMARY:
Staff has completed the final Connect SoCal with technical refinements, prepared per direction of
the Regional Council (Resolution No. 20-621-1), and confirmed the Plan continues to meet federal
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transportation conformity requirements and achieves state per-capita GHG reduction targets.
The technical refinements, which were presented to the policy committees and Regional Council
on July 2, 2020, included minor revisions to the Sustainable Communities Strategy (SCS) data to
better reflect entitlements as conveyed by local jurisdictions. The limited nature of these technical
refinements within a regional planning context resulted in slight changes to specific performance
measures as reflected in Attachment 1. Over 75 percent of the modeling results remain
unchanged. Staff is recommending approval of the final Connect SoCal with these modified
performance outcomes. In addition, staff is recommending that the adopting resolution and final
Connect SoCal include clarifying language to the Growth Forecast Guiding Principles to re-enforce
that the subjurisdictional Transportation Analysis Zone (TAZ)-level data is used by SCAG for
regional modeling purposes and may not be used to determine consistency or inconsistency with
Connect SoCal, which is adopted at the jurisdictional-level.

Staff is also recommending adoption of the Connect SoCal PEIR Addendum (Attachment 2) which
evaluates the technical refinements and addresses PEIR comments received after the formal
comment period, specifically two comment letters from the Center of Biological Diversity (CBD)
received on May 1, 2020 and May 6, 2020. Staff has determined that the technical refinements
fall within the analyses in the certified Final PEIR and responses to the CBD letter resulted in
clarification and additional information that would not result in additional analysis or
environmental impacts. Therefore, an Addendum is the appropriate level of environmental
documentation for consideration by the Regional Council along with the certified Final PEIR for
the approval of Connect SoCal.

The timely approval of Connect SoCal in its entirety will enable SCAG staff to proceed with
distribution of the Draft RHNA Allocations to local jurisdictions and submit Connect SoCal to ARB
for confirmation that the Plan will meet per capita greenhouse gas (GHG) reductions targets if
implemented—ensuring the region’s eligibility and competitiveness for roughly $1.4 billion
requested from state transportation funding programs. Plan approval will also enable staff to
proceed with implementing activities designed to support pandemic recovery efforts as further
outlined in Connect SoCal Implementation Strategy, which has been provided to policy committee
members and the Regional Council as a separate report. The final Plan aims to address the
direction of the Regional Council provided in Resolution No. 20-621-1 and secure full adoption of
the Plan in its entirety.

BACKGROUND:

Connect SoCal (2020-2045 Regional Transportation Plan/Sustainable Communities Strategy) is a
long-range vision that builds upon and expands land use and transportation strategies established
over several planning cycles to increase mobility options and achieve a more sustainable growth
pattern. Over 4,000 individual transportation capital projects and programs, advanced through local
and countywide plans, form the foundation of Connect SoCal. The implementation of the plan is
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anticipated to generate and support 168,400 annual jobs stemming from direct transportation
investments and 264,500 jobs annually from the enhanced economic competitiveness that
infrastructural improvements will provide. SCAG completes a comprehensive update of the plan
every four-years to update the growth forecast, integrate new projects and programs funded by the
six county transportation commissions, confirm alignment with federal and state performance
standards and environmental requirements, and to review and refine regional strategies to address
gaps in achieving the region’s vision for greater mobility, sustainability and economic prosperity.
The plan is a “living” document that can be amended and refined in between the four-year cycles,
as necessary, to address regionally significant changes in transportation programs and funding. The
final Connect SoCal outlines more than $638 billion in transportation system investments through
2045. It was prepared through a collaborative, continuous and comprehensive process with input
from local governments, county transportation commissions, tribal governments, non-profit
organizations, businesses and local stakeholders within the counties of Imperial, Los Angeles,
Orange, Riverside, San Bernardino and Ventura.

In light of the unique challenges that the COVID-19 pandemic presents to our region, SCAG’s
Regional Council directed staff to conduct additional outreach with stakeholders to better
understand how Connect SoCal could be impacted in these unique times. Staff was also directed to
engage with local jurisdictions to make refinements to the Plan’s growth forecast in relation to
entitlements, and to conduct analysis on the differences within the Sustainable Communities
Strategy (SCS) and locally-approved General Plans. Regional Council Resolution No. 20-621-1
established a 120-day timeframe to conduct this work following the May 7, 2020 adoption of
Connect SoCal for federal transportation conformity purposes only. The Resolution also postponed
the date by which the Regional Council would be asked to consider approval of Connect SoCal in its
entirety and for all other purposes, including but not limited to submittal to ARB.

Based on direction from the Regional Council, SCAG staff engaged in several outreach activities
during summer 2020 to fulfill the expectations under Resolution No. 20-621-1:

e To learn more from stakeholders about how their communities had been impacted by the
pandemic and to learn how Connect SoCal could best be positioned as a tool for recovery and
regional resilience, SCAG engaged with regional planning working groups, conducted direct
outreach to specific stakeholders, held focus groups with community-based organizations,
completed a public survey, and held a public virtual town-hall;

e On the topic of entitlements, SCAG conducted targeted outreach in May and June to
jurisdictions where quantitative analysis suggested the need for direct discussion, and SCAG
also welcomed all jurisdictions to again review SCAG’s growth forecast to ensure entitlements
(with anticipated phasing) were captured and general plan maximums were reflected;

e In identifying and quantifying differences within the SCS and locally-approved General Plans,
SCAG conducted quantitative analysis to compare Connect SoCal’s growth forecast (a modeling
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input for the SCS) with local general plan dwelling unit capacities, and sought feedback from
local jurisdictions on general plan capacities and entitlements in late May and early June; and

e SCAG staff provided an update on these activities and described the technical refinements to
the SCS and associated modeling and analysis at the July 2 meetings of SCAG’s Policy
Committees and Regional Council.

Summary of Findings and Final Plan Modifications:

Feedback from the COVID-19 related outreach efforts reaffirmed some of the known challenges in
the region, such as housing affordability, but also raised new concerns such as declines
in forecasted revenues and the persistence of unaddressed inequities. Many stakeholders
highlighted data and trends related tothe development of Connect SoCal that had been
disrupted by the pandemic. Since updated data on impacts from the pandemic is limited and
the longer-term trajectory of recent trends is yet to be determined, SCAG staff recommend that any
necessary changes based on impacts from the pandemic be reflected in the 2024 RTP/SCS.
Potential updates are articulated, along with other emerging trends, in the 2024 Connect SoCal
Emerging Issues Outlook staff report as part of this same September 3, 2020 Regional Council
meeting. Staff also developed a Connect SoCal Implementation Strategy that aligns SCAG’s work
programs with the immediate public health, safety, racial justice, resilience, local capacity building
and technical assistance, inclusive economic recovery, and fiscal challenges faced by the region and
raised by stakeholders through the outreach process. One key takeaway from the outreach
activities is that Connect SoCal’s goals and strategies, which are directed at encouraging regional
economic prosperity and global competitiveness, remain deeply relevant, and they are arguably
even more important now, as we prepare to work together to address a multitude of planning
issues. We now have the opportunity through the adoption and implementation of Connect
SoCal to ensure that as we emerge from the pandemic, we enact policies and strategies that result
in @ more healthy, livable, sustainable, and resilient region.

For SCAG’s engagements this summer with the region’s towns, cities, and counties on the topics of
entitlements and general plan capacities for the Connect SoCal growth forecast, and as presented at
the July 2, 2020 policy committees and Regional Council meetings, twelve jurisdictions provided
feedback to SCAG — with six asking for adjustments due to general plan capacities and/or
entitlements, and others specifically asking that the growth forecast not be changed for their
jurisdiction at all. For the six jurisdictions requesting revisions, SCAG made refinements to the
growth forecast for jurisdictions in Los Angeles, Orange, and San Bernardino counties — specifically,
the cities of Anaheim, Chino, Duarte, Malibu, as well as the unincorporated portions of Los Angeles
County and San Bernardino County:

e |n total, 5,880 households were shifted in 0.29% of the region’s 13,257 Transportation Analysis
Zones (TAZs) by local jurisdictions, and 33,037 jobs were shifted in 0.77% of TAZs;
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e The largest refinements for growth occurred in Los Angeles County, where 3,080 households
and 24,428 jobs were shifted within the jurisdictions of the City of Duarte, City of Malibu and
unincorporated Los Angeles County;

e |n Orange County, the City of Anaheim recommended a shift in growth of 2,598 households and
1,645 jobs within their jurisdiction;

e In San Bernardino County, refinements resulted in a growth shift of 202 households and 6,964
jobs within the City of Chino and the unincorporated area of San Bernardino County;

e There were no changes to growth in any TAZs in Imperial, Riverside, and Ventura counties;

e Household and employment shifts occurred within each respective jurisdiction at the TAZ-level
(i.e. shifts did not occur across jurisdictional borders);

e The entitled projects reflected in the Forecasted Development Pattern within Connect SoCal did
not change, modifications were only requested and made to more accurately reflect these
entitlements and their phasing as conveyed by local jurisdictions; and

e The jurisdictional level growth totals were held constant with the May 7, 2020 Connect SoCal
Plan.

Although these refinements better help to capture entitled projects and local general plans within
jurisdictions, it is important to note that Connect SoCal’s TAZ-level growth projections are utilized
by SCAG for regional modeling purposes and are not adopted as part of Connect SoCal nor included
as part of the Forecasted Regional Development Pattern. The Forecasted Regional Development
Pattern for Connect SoCal reflects the policies and strategies of the Plan and includes existing
entitlements and development agreements conveyed by jurisdictions (as depicted in the Connect SoCal
Sustainable Communities Strategy Technical Report). Connect SoCal does not supersede local
jurisdiction authority or decisions on future development including entitlements and development
agreements. Further, for purposes of determining consistency with Connect SoCal for CEQA, grant
or other opportunities, lead agencies such as local jurisdictions have the sole discretion in
determining a local project’s consistency. Finally, the TAZ-level growth forecast data is not
referenced or included as part of the goals and policies of Connect SoCal nor is it included in the
associated PEIR.

To emphasize these points in the Plan further, staff will be updating the Growth Forecast Guiding
Principles in the Connect SoCal Demographics and Growth Forecast Technical Report, as follows (note
that insertions, including a footnote, are underlined):

1. Connect SoCal will be adopted at the jurisdictional-level, and directly reflects the population,
household and employment growth projections that have been reviewed and refined with
feedback from local jurisdictions through SCAG’s Bottom-Up Local Input and Envisioning
Process. The growth forecast maintains these locally informed projected jurisdictional growth
totals, meaning future growth is not reallocated from one local jurisdiction to another.
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2. Connect SoCal’s growth forecast at the Transportation Analysis Zone (TAZ) level is controlled to
not exceed the maximum density of local general plans as conveyed by jurisdictions, except in
the case of existing entitlements and development agreements. TAZ-level growth projections
are utilized by SCAG for regional modeling purposes and are not adopted as part of Connect
SoCal nor included as part of the Forecasted Regional Development Pattern. The Forecasted
Regional Development Pattern for Connect SoCal reflects the policies and strategies of the Plan
and includes existing entitlements and development agreements conveyed by jurisdictions, as
depicted in the Connect SoCal Sustainable Communities Technical Report.

3. For the purpose of determining consistency with Connect SoCal for California Environmental
Quality Act (CEQA), grants or other opportunities, lead agencies such as local jurisdictions have
the sole discretion in determining a local project’s consistency; SCAG may also evaluate
consistency for grants and other resource opportunities; consistency should be evaluated
utilizing the goals and policies of Connect SoCal and its associated Program Environmental
Impact Report (PEIR). However, TAZ-level growth projections for households, employment or
population reflected in TAZ Maps may not be utilized to determine consistency or inconsistency
with Connect SoCal. !

4. TAZ-level data or any data at a geography smaller than the jurisdictional-level has been utilized
to conduct required modeling analyses and is therefore advisory only and non-binding, given
that subjurisdictional forecasts are not adopted as part of Connect SoCal. TAZ-level data may be
used by jurisdictions in local planning as they deem appropriate, and Connect SoCal does not
supersede or otherwise affect local jurisdiction authority or decisions on future development,
including entitlements and development agreements. There is no obligation by a jurisdiction to
change its land use policies, General Plan, or regulations to be consistent with Connect SoCal.

5. SCAG will maintain communication with agencies that use SCAG’s subjurisdictional-level data to
ensure that the “advisory and nonbinding” nature of the data is appropriately maintained.

The technical refinements to the subjurisdictional-level growth forecast for Connect SoCal resulted
in minimal impacts to the anticipated performance results for the Plan. Importantly, Connect SoCal
still achieves federal air quality conformity and the State’s per-capita GHG reduction targets for
2020 and 2035. When looking at specific performance measures cited in the document, over 75
percent of the modeling results remain unchanged. The scale of these refinements is further
illustrated in Attachment 1, and summarized here:

! “TAZ-level growth projections” refer to the disaggregation of the regional and jurisdictional population,
household, employment growth forecasts developed as part of the final, adopted Connect SoCal, and is in contrast
to other TAZ-level data such as locally envisioned growth projections (i.e., “local input”) or the 2016 base-year TAZ-
level data developed by SCAG. “TAZ Maps” refer to visualizations in a map format of the TAZ-level growth
projections within a TAZ boundary, which may be created by SCAG, and such maps are not developed, included,
contained, approved or adopted as part of Connect SoCal.
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e Most performance areas that are affected show improvement from the May 2020 modeling
results. These include percentage of trips less than 45 minutes by mode during evening peak
periods, person hours of delay by facility type, transit use, local infrastructure and services costs
to support new housing growth, annual energy and water utilities costs per household, building
cumulative energy use and cumulative energy costs, mean commute times for walking and
biking; and

e A handful of performance areas show fewer positive results than the May 2020 version but are
still showing improvement over the 2045 Baseline Scenario. These include rates of chronic
disease for high blood pressure and heart disease, truck delay by facility type, pollution-related
health impacts, annual transportation costs per household, and mean commute times for
transit and automobiles.

Since the neighborhood-level Connect SoCal growth forecast is utilized as an input to the Regional
Housing Needs Assessment (RHNA), pending full Connect SoCal adoption and reflective of the final
RHNA Methodology approved in March 2020, the average jurisdiction will see a change in their
RHNA number of approximately +/- 1.0 housing unit, with no more than +/- 13 units being the
largest change for any jurisdiction as a result of the technical refinements.

Connect SoCal PEIR Addendum:

Technical refinements resulted in minimal impacts to Connect SoCal’s performance results, and the
Plan continues to achieve federal air quality conformity and meet the State’s per-capita GHG
reduction targets for 2020 and 2035. As such, staff has prepared an Addendum to the previously
certified Connect SoCal PEIR (Attachment 2). The Addendum was prepared in compliance with the
California Environmental Quality Act (Pub. Resources Code, § 21000 et seq.; hereinafter "CEQA")
and the Guidelines for the Implementation of CEQA (Cal. Code Regs., tit. 14, § 15000, et seq.;
hereinafter "Guidelines").

The Draft PEIR was circulated for a 46-day public comment and review period (from December 9,
2019 to January 24, 2020). After this comment and review period (and just prior to the hearing on
the PEIR on May 7, 2020), SCAG received two comment letters from the Center for Biological
Diversity (CBD) on May 1, 2020, and May 6, 2020, where CBD requested expanded background
information related to environmental setting, environmental impacts, and consideration of other
mitigation measures.

Response to letters from the Center of Biological Diversity:

Key comments from the CBD letters are as follows:
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o Implementation Authority — CBD requested that SCAG provide clarification on SCAG’s role
in developing the project list and our implementation authority on regionally significant
transportation projects.

e Mitigation Measures — CBD requested that SCAG provide clarification on how the mitigation
measures were designed and to revise or refine the PEIR’s mitigation measures, if possible.

¢ Impacts to Biological Resources — CBD requested that SCAG adequately assess and mitigate
impacts to mountain lions (as it is a new candidate under the California Endangered Species
Act (CESA)), Joshua Trees, wildlife movement, nitrogen depositions, and habitat loss and
connectivity.

e Air Quality — CBD requested that SCAG provide additional details and justify the use of 2019
as the baseline condition for the PEIR, provide additional details regarding the Safer
Affordable Fuel-Efficient (SAFE) vehicles rule and the Health Risk Assessment.

e GHG Emissions — CBD requested that SCAG provide additional details on how we conducted
our GHG emissions analysis

e Wildfire — CBD requested that SCAG expand the analysis on wildfire impacts to biological
resources.

While SCAG is not obligated to respond to late comments, in the interest of providing as much
information to the public as possible, SCAG has addressed CBD’s comments and incorporated
additional information in the Addendum. The Addendum reflects SCAG’s clarification and addition
of information requested by CBD and does not affect the impacts analysis or significance findings
discussed in the Final PEIR.

Contents of the Addendum:
The contents of the Addendum are as follows:

e Chapter 1.0, Introduction describes the purpose and organization of this document. The
introduction includes applicable statutory sections of the Public Resources Code and
Guidelines, and a brief planning history.

e Chapter 2.0, Technical Refinements to the Plan and Environmental Effects describes the
technical refinements and discusses the extent to which the changes would have effects on
the environment.

e Chapter 3.0, Expanded Regulatory and Existing Conditions discusses refinements to the
regulatory framework, existing conditions and analyses.

e Chapter 4.0, Mitigation Measures provides a list of refined SCAG and project-level
mitigation measures. The proposed SCAG and project-level mitigation measures have been
expanded to in the areas of air quality, biological resources, greenhouse gases, and wildlife
and to provide additional clarity in terms of roles and responsibilities.
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e Appendix includes responses to comments received on the PEIR from the Center for
Biological Diversity.

Revised Mitigation Monitoring and Reporting Program:

SCAG has prepared a Revised Mitigation Monitoring and Reporting Program (MMRP) (Resolution
20-624-1 — Exhibit A), which updates the MMRP that was adopted on May 7, 2020. The Revised
MMRP now reflects SCAG and project-level mitigation measures that were refined in the
Addendum.

Errata to the Final Connect SoCal PEIR and Findings of Fact:

SCAG prepared an Errata to the Final Connect SoCal PEIR and Findings of Fact (Resolution 20-624-1
— Exhibit B) to reflect a correction related to the Plan Guiding Principles.

Staff determined that impacts of the Plan with technical refinements fall within the analyses in the
Final PEIR and would not result in 1) substantial changes in the Plan that require major revisions to
the Final PEIR; 2) substantial changes to circumstances that require major revisions to the Final PEIR
due to new significant environmental effects or a substantial increase in the severity of previously
identified significant effects; 3) new information of substantial importance which was not known
and could not have been known at the time to Final PEIR was certified which shows that the Plan
will have more significant effects or substantially more severe effects, infeasible mitigation
measures are in fact feasible, or other different mitigation measures which would substantially
reduce significant effects are not adopted. Thus, neither a subsequent nor supplemental
environmental impact report is required (Pub. Resources Code, § 21166; Guidelines §§ 15162,
15163).

Approval of Connect SoCal:

The approval of Connect SoCal in its entirety provides the basis for SCAG to move forward with
various local and state partners to deliver projects and funding programs, regional studies, and pilot
projects critical to realizing the vision and outcomes of the Plan. Approval further allows SCAG to
submit Connect SoCal to ARB where it will undergo evaluation for meeting the State’s GHG
reduction target - an essential step for the $1.4 billion in transportation funding requests submitted
to the California Transportation Commission by Southern California’s County Transportation
Commissions (CTCs) and local agencies to be awarded funding through the Trade Corridor
Enhancement Program and the Solutions for Congested Corridors Program (established by the Road
Repair and Accountability Act of 2017 commonly known as SB 1). Additionally, approval of Connect
SoCal allows SCAG to move forward with the Regional Housing Needs Assessment process and issue
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draft RHNA Allocations to local jurisdictions based on the approved RHNA Methodology and
consistent with Connect SoCal.

FISCAL IMPACT:

Work associated with this item is included in the current Fiscal Year 2020/21 Overall Work Program

(010.0170.01 RTP Support, Development and Policy Implementation and 020.0161.04: Regulatory
Compliance).

ATTACHMENT(S):

1. Final Connect SoCal Technical Refinements

2. Connect SoCal PEIR Addendum

3. Presentation on the Connect SoCal PEIR Addendum for the EEC

4. Resolution No. 20-624-1 including Exhibit A (Revised Mitigation Monitoring and Reporting
Program) and Exhibit B (Errata to the Findings of Fact for the Connect SoCal Plan)
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Connect SoCal Performance Measures
With Improved Modeling Outcomes Due to Growth Forecast Technical Refinements

. . . Difference in
2016 . Connect SoCal | Comparison to Trend Connect SoCal Comparison to Trend (Sept Difference
Performance Measure Category Base Year 2045 Baseline | = 1o 5020) (May 2020) (Sept 2020) 2020) (actual value) Trend
Comparison (%)
Percentage of trips less than 45 Transit Trips 47.9% 46.7% 47.0% +0.3% 47.2% +0.5% 0.2% 0.2%
minutes by mode (PM peak period) |HOV Trips 77.1% 78.3% 83.8% +5.5% 83.9% +5.6% 0.1% 0.1%
» Highway 1,368,523 1,648,575 1,225,521 -25.7% 1,224,572 -25.7% -949 0.0%
g/i’:m hours of delay by facility [y 138,820 127,650 31,967 75.0% 31,740 751% 227 -0.1%
Arterial 1,466,255 2,006,711 1,525,418 -24.0% 1,523,701 -24.1% 1717 -0.1%
Transit Use Total transit boardings 2,074,697 3,030,909 5,068,371 +67.2% 5,070,390 +67.3% 2019 -0.1%
Local Infrastructure & Services Capital/operations/maintenance
Costs costs to support new housing N/A $40.3 billion $36.8 billion -8.8% $36.4 billion -9.6% -$0.4 billion 0.8%
growth
Annual Costs per Household Utilities (energy + water) $1,900 2,492 2,424 -2.7% $2,420 -2.9% -$4 0.2%
Building Energy Use Impacts Cumulative energy use (BTUs) N/A 15,546 trillion 15,408 trillion -0.9% 15,396 trillion -1.0% -$12 trillion 0.1%
(residential & commercial) Cumulative energy costs N/A $671 billion $667 billion -0.7% $666 billion -0.7% -$1 billion 0.0%
) ) Walking 325 33.1 335 +1.2% 33.6 +1.5% 0.1 0.3%
Mean commute time (minutes)
Biking 12.6 135 14.2 +5.2% 14.3 +5.9% 0.1 0.7%
Connect SoCal Performance Measures
With Fewer Positive Outcomes Due to Growth Forecast Technical Refinements
. . . Difference in
2016 . Connect SoCal | Comparison to Trend Connect SoCal Comparison to Trend Difference
Performance Measure Category Base Year 2045 Baseline | = 100 5020) (May 2020) (Sept 2020) (Sept 2020) (actual value) Cm;ﬁ;‘gn )
L High Blood Pressure 26.9% 26.4% 26.2% -0.4% 26.3% -0.4% 0.01% 0.0%
Rates of Chronic D =
Heart Disease 4.37% 4.37% 4.35% -0.3% 4.36% -0.3% 0.003% 0.0%
. Highway 92,641 186,276 144,401 -22.5% 144,744 -22.3% 343 -0.2%
Truck delay by facility type -
Arterial 18,361 32,027 23,308 -27.2% 23,492 -26.6% 184 -0.6%
Pollution-Related Health Impacts Incidences N/A 192,400 182,100 -5.4% 182,200 -5.4% 100 0.0%
Annual Costs per Household Transportation $13,008 11,461 10,844 -5.4% $10,852 -5.3% $8 -0.1%
X X Transit 68.7 70.9 69.6 -1.8% 69.5 -2.0% -0.1 -0.1%
Mean commute time (minutes) =
Automobiles 31.4 30.6 27.7 -9.5% 27.8 -9.2% 0.1 0.3%
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Connect SoCal Household and Employment Growth Anticipated to Occur

Between 2016 and 2045 in the SCAG Region

©) . .
Connect SoCal Growth Anticipated to Occur (A) B) Connect SoCal Dlﬁe;ir:jcgfet::fs; May gfi;er:EZrB\z‘::z:
Polioy Areas Between "Local Input" Connect SoCal | with Technical Ver;)ions a: d "Local Input"
Y 2016 and 2045 (October 2018) (May 2020) Refinements p
(Sept 2020) ©-® ©-®)
Households 54% 64% 64% 0% 10%
Priority Growth Areas' - - - - -
Employment 58% 74% 74% 0% 16%
. , |Households 13% 10% 10% 0% -3%
Absolute Constrained Areas
Employment 14% 9% 9% 0% -4%
Households 50% 47% 47% 0% -3%
Variable Constrained Areas® 2 2 2 2 -
Employment 45% 43% 43% 0% 2%

1. Includes High Quality Transit Areas, Transit Priority Areas, Job Centers, Livable Corridors, Neighborhood Mobility Areas, Spheres of Influence (outside of constrained areas)

2. Includes tribal lands, military, open space, conserved lands, sea level rise areas (2 feet) and farmlands in uncorporated areas

3. Includes Wildland Urban Interface (WUI), grazing lands, farmlands in incorporated areas, 500-year flood plains, CalFire Very High Severity Fire Risk (state and local), and Natural Lands
and Habitat Corridors (connectivity, habitat quality, habitat type layers)

2035 Greenhouse Gas Emission Reduction Calculation

Reduction Calculation

Modeled Greenhouse Gas Emissions

May 2020 Sept 2020
This calculation reflects
transportation investments, pricing
strategies, transportation demand -14.92% -14.89%
management strategies and land
use strategies
Induced Demand’ 0.57% 0.56%
Baseline Adjustment
Tele-Medicine and 0.35% 0.35%
E-Commerce
Off-Model Greenhouse Gas Emissions
Electrllc Vehlgle St.rateglgs (e.g 1.62% 1.76%
charging stations, incentive)
Emerging Technology (e.g. 0.80% 0.78%
carshare)
Job Cepter and Commu'te 1.20% 1.21%
Strategies (e.g. co-working)
Alternative Mode Strategies (e.g.
Safe Routes to School, dedicated -0.70% -0.70%
Transit Lanes)
Total Greenhouse Gas Emissions
Sum Total -19.02% -19.12%

1. Induced Demand was calculated off-model for the May 2020 version of Connect SoCal, but on-model for the September 2020 version.
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1. INTRODUCTION

1.1  OVERVIEW

On May 7, 2020, the Regional Council adopted Resolution No. 20-621-1 certifying the Program
Environmental Impact Report (PEIR) for the 2020-2045 Regional Transportation Plan/Sustainable
Communities Strategies (“RTP/SCS,” “Connect SoCal” or “Plan”) for federal transportation conformity
purposes only. This PEIR addendum for the Plan, which is proposed to be adopted in its entirety, is
prepared by the Southern California Association of Governments (SCAG). This addendum is prepared in
compliance with the California Environmental Quality Act (Pub. Resources Code, § 21000 et seq.;
hereinafter "CEQA") and the Guidelines for the Implementation of CEQA (Cal. Code Regs., tit. 14, § 15000,

et seq.; hereinafter "Guidelines").

The Draft PEIR was circulated for a 46-day public comment and review period (from December 9, 2019 to
January 24, 2020). On May 7, 2020, during the hearing on the Plan, the Regional Council delayed adoption
of the Plan in its entirety for a period of up to 120 days, during which time SCAG was directed to engage
with local jurisdictions to make refinements to the Plan’s Growth Forecast in relation to entitlements, and
to conduct analysis on the differences within the Sustainable Communities Strategy (SCS) and locally-
approved General Plans, this process resulted in SCAG undertaking additional technical refinements to
reflect adjustments at the sub-jurisdictional level. These shifts in housing and jobs are limited to a total of
six jurisdictions. SCAG then assessed whether the technical refinements would potentially result in any
additional environmental impacts beyond the impacts identified in the Final PEIR, which would warrant
further environmental review. Since the technical refinements resulted in minimal impacts to Connect
SoCal performance results, and the Plan still achieves federal Transportation Conformity and meets the
State’s greenhouse gas reduction targets for passenger vehicles for 2020 and 2035, the need for additional
environmental review was determined to not be necessary and a PEIR Addendum was determined to be

appropriate.

After the PEIR comment and review period ended, and just prior to the May 7, 2020 PEIR hearing, SCAG
received two comment letters from the Center for Biological Diversity (CBD) (May 1, 2020, and May 6,
2020). In the letters, CBD requested expanded background information be added to the PEIR related to
environmental setting and environmental impacts, as well as the consideration of other mitigation
measures. While SCAG is not obligated to respond to late comments, in the interest of providing as much
information to the public as possible, SCAG is addressing CBD’s comments and incorporating additional

information in this Addendum.

Impact Sciences, Inc. 1.0-1 Connect SoCal PEIR Addendum
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1.0 Introduction

In sum, this Addendum comprises two parts, 1) SCAG’s analysis of the technical refinements to the SCS,
addressed in Chapter 2.0, Technical Refinements to the Plan and Environmental Effects; and 2)
clarification and addition of information identified by CBD, addressed in Chapters 3.0, PEIR Clarifications
and 4.0, Mitigation Measures (detailed responses to both CBD comment letters are included in Appendix
A). This Addendum concludes the PEIR is sufficient for addressing the potential environmental impacts

and mitigation measures for the Plan.

Based on substantial evidence provided in this Addendum, the Final PEIR and other materials in the
record, SCAG determines that the impacts of the Plan, including the technical refinements to the SCS and
additional clarifications as identified by CBD, fall within the analyses in the Final EIR. Therefore, none of
the following (as identified in CEQA Guidelines Section 15162) would result from the technical refinements

and/or clarified information, analyses and mitigation measures:
¢ One or more significant effects not discussed in the PEIR.
e Substantial increase in the severity of a previously identified significant effect.

e New mitigation measures or alternatives that were previously found not to be feasible would be, in
fact, be feasible and would substantially reduce on or more significant effects of the project but are

declined to be adopted by the project proponent.

e Mitigation measures that are considerably different from those analyzed in the EIR that would

substantially reduce on or more significant effects but are declined to be adopted.

Thus, neither a subsequent nor supplemental environmental impact report is required (Pub. Resources
Code, § 21166; Guidelines §§ 15162, 15163). However, some minor refinements to the PEIR are included in
this Addendum in accordance with CEQA (Guidelines § 15164).

Chapter 1.0, Introduction. Chapter 1.0 describes the purpose and organization of this document. The
introduction includes applicable statutory sections of the Public Resources Code and Guidelines, and a

brief planning history.

Chapter 2.0, Technical Refinements to the Plan and Environmental Effects. Chapter 2.0 describes the

technical refinements and discusses the extent to which the changes would have effects on the environment.

Chapter 3.0, PEIR Clarifications. Chapter 3.0 discusses refinements to the regulatory framework, existing

conditions and analyses.

Impact Sciences, Inc. 1.0-2 Connect SoCal PEIR Addendum
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1.0 Introduction

Chapter 4.0, Mitigation Measures. Chapter 4.0 provides a list of refined SCAG and project-level mitigation
measures. The proposed SCAG and project-level mitigation measures have been expanded to in the areas
of air quality, biological resources, greenhouse gases, and wildlife and to provide additional clarity in terms

of roles and responsibilities.

Appendix A. The Appendix includes responses to comments received on the PEIR from the Center for

Biological Diversity.
1.2  PROJECT LOCATION

The Project location includes the entire SCAG region, which includes the following counties: Ventura, Los

Angeles, San Bernardino, Riverside, Orange, and Imperial.

1.3 LEAD AGENCY AND ADDRESS

Southern California Association of Governments
900 Wilshire Boulevard, 17t Floor
Los Angeles, CA 90017

1.4 CONTACT PERSON AND PHONE NUMBER

Mr. Roland Ok
Senior Regional Planner, SCAG
Phone: (213) 236-1819

Email: ok@scag.ca.gov

1.5 STATUTORY AUTHORITY

CEQA recognizes that between the date an environmental document for a project is completed and the
date that a project is fully implemented, one or more of the following changes may occur: 1) the project
may change, 2) the environmental setting in which the project is set may change, and/or 3) previously
unknown information can arise. Before proceeding with a project within the scope of a previously certified
EIR, CEQA requires the lead agency to evaluate these changes to determine whether they affect the

conclusions in the prior environmental document.

When an EIR has been certified and a project within the scope of that evaluated in a previous EIR is
modified or otherwise changed after certification, additional CEQA review may be necessary. The key
considerations in determining the need for the appropriate type of additional CEQA review are outlined
in Public Resources Code section 21166 and Guidelines sections 15162 through 15164. Guidelines section

15162, subdivision a, provides that a subsequent EIR is not required unless any of the following occurs:

Impact Sciences, Inc. 1.0-3 Connect SoCal PEIR Addendum
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(1) Substantial changes are proposed in the project which will require major revisions of the previous
EIR or negative declaration due to the involvement of new significant environmental effects or a

substantial increase in the severity of previously identified significant effects.

(2) Substantial changes occur with respect to the circumstances under which the project is undertaken
which will require major revisions of the previous EIR or Negative Declaration due to the
involvement of new significant environmental effects or a substantial increase in the severity of

previously identified significant effects.

(3) New information of substantial importance, which was not known and could not have been known
with the exercise of reasonable diligence at the time the previous EIR was certified as complete or

the Negative Declaration was adopted, shows any of the following:

(A) The project will have one or more significant effects not discussed in the previous EIR

or negative declaration;

(B) Significant effects previously examined will be substantially more severe than shown

in the previous EIR;

(C) Mitigation measures or alternatives previously found not to be feasible would in fact
be feasible, and would substantially reduce one or more significant effects of the project,

but the project proponents decline to adopt the mitigation measure or alternative; and/or

(D) Mitigation measures or alternatives which are considerably different from those
analyzed in the previous EIR would substantially reduce one or more significant effects on
the environment, but the project proponents decline to adopt the mitigation measure or

alternative.

If a subsequent EIR is required pursuant to Guidelines section 15162, subdivision a, a supplemental EIR
may be prepared instead if "only minor additions or changes would be necessary to make the previous EIR

adequately apply to the project in the changed situation" (Guidelines, § 15163, subd. (a)).

If a subsequent EIR is not required pursuant to Guidelines section 15162, subdivision a, then the lead
agency shall determine the appropriate further CEQA documentation, including no further documentation

at all (Guidelines, § 15162, subd. (a)).

However, if a subsequent EIR is not required pursuant to Guidelines section 15162, subdivision a, but some
changes or additions to the certified EIR have become necessary, an addendum is required (Guidelines, §
15164, subd. (a)). An addendum must include a brief explanation of the agency’s decision not to prepare a

Impact Sciences, Inc. 1.0-4 Connect SoCal PEIR Addendum
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1.0 Introduction

subsequent EIR, supported by substantial evidence in the record (Guidelines, §15164, subd. (e)). The
addendum to the EIR need not be circulated for public review, but it may be included in or attached to the
final EIR (Guidelines, § 15164, subd. (c)). The decision-making body must consider the addendum and the
final EIR prior to making a decision on the project (Guidelines, § 15164, subd. (d)).

1.6 PLANNING HISTORY

The NOP was sent to the State Clearinghouse on January 23, 2019; posted with the County Clerks for the
six counties in the SCAG region; and distributed to various federal, state, regional and local government
agencies, and other interested agencies, organizations, and individuals. The NOP was made available on

SCAG’s website at https:// www.connectsocal.org/Documents/PEIR/NOP-PEIR-ConnectSoCal.pdf. The

NOP was published in 12 newspapers, including the Los Angeles Times, and additional newspapers that
address the large geographic reach and diverse population within the SCAG region:

e Desert Sun

e Imperial Valley

¢ La Opinion

¢ Los Angeles Sentinel

e Los Angeles Times

e Nguoi Viet

e Press Enterprise

e San Bernardino County Sun

e The Korean Times

e The OC Register

e Ventura County Star

e World Journal (Chinese Daily News)

The NOP was circulated primarily using electronic mail to over 500 interested parties, including
representatives of Native American tribes. The NOP was mailed directly to approximately 100 interested

parties, including federal, state, regional and local agencies, organizations and major libraries in the region

using the U.S. Postal Service certified mail service. The NOP was also posted at the following locations:

Impact Sciences, Inc. 1.0-5 Connect SoCal PEIR Addendum
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SCAG Main Office SCAG Riverside County Regional Office

900 Wilshire Boulevard, 17th Floor, 3403 10th Street, Suite 805

Los Angeles, CA 90017 Riverside, CA 92501

SCAG Imperial County Regional Office SCAG San Bernardino County Regional Office
1503 N. Imperial Avenue, Suite 104 1170 West 3rd Street, Suite 140

El Centro, CA 92243 San Bernardino, CA 92410

SCAG Orange County Regional Office
600 South Main Street, Suite 741
Orange, CA 92868

The NOP provided notification of the two public scoping meetings for interested parties to receive
information on the Plan and the related CEQA process as well as providing an opportunity for the

submittal of comments both by mail and electronically.

The Plan was developed with input from the public in accordance with the adopted Public Participation
Plan. SCAG conducted 28 open house workshops on the Plan between June and July 2019.1 These goals of
these events was to share the purpose of Connect SoCal, introduce and provide information on policies
and strategies under consideration, describe the performance outcomes of the different policy choices and
receive input from participants. Scenarios were developed to help facilitate discussion during the
development of the Draft Plan and to evaluate how each scenario would perform in terms of meeting the
goals and guiding policies of the Plan and other performance metrics. SCAG also broadened its
participation activities in the development of the Plan to engage a more extensive group of stakeholders in
its planning and programming processes. SCAG held five public workshops on environmental justice for

the Plan.

The Draft Plan was released by the Regional Council for a 70-day public comment and review period (from
November 14, 2019 to January 24, 2020), while the Draft PEIR circulated for a 46-day public comment and
review period. The public review and comment period for the Draft PEIR occurred between December 9,
2019 and January 24, 2020. To help further inform local, state and federal agencies, and other interested
agencies, organizations, and individuals (“Interested Parties”) about the elements of the Draft Plan, SCAG
posted announcements and videos on its website, blog sites, and its social networking pages (Facebook,
Twitter); prepared factsheets and other outreach materials in English, Spanish, Chinese, Korean and
Vietnamese; and placed ads and public announcements in 12 newspapers, including the ethnic press.
During public review and comment period for the Draft Plan, SCAG held public workshops related to the
Plan and a separate workshop on the PEIR.

1 Southern California Association of Governments, Public Participation and Consultation Report, November 2019
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1.0 Introduction

Based on comments received during the public review period, SCAG prepared the Final PEIR to fulfill the
basic purposes of CEQA,2 which are:

e To disclose to the decision-makers and the public significant environmental effects of the proposed
activities.

¢ Toidentify ways to avoid or reduce environmental damage.

¢ To prevent environmental damage by requiring implementation of feasible alternatives or mitigation
measures.

e To disclose to the public reasons for agency approvals of projects with significant environmental
effects.

e To foster interagency coordination in the review of projects.

¢ To enhance public participation in the planning process.

On May 7, 2020, the Regional Council adopted Resolution No. 20-621-1 certifying the Connect SoCal PEIR
and approving Connect SoCal for federal conformity purposes only. The Resolution postponed for up to
120 days the date by which the Regional Council would be asked to consider approval of Connect SoCal in
its entirety and for all other purposes, including but not limited to submittal to the California Air Resources
Board (CARB). This delay allowed for more time to review Connect SoCal and consider its implications in
light of the short and long-term impacts of the COVID-19 pandemic on the region as requested by many
stakeholders, and to make refinements to the Plan’s Growth Forecast in relation to entitlement information.
Since the technical refinements resulted in minimal impacts to the performance of Connect SoCal, this

addendum was determined to be the appropriate level of environmental review.

1.7 SUMMARY OF ENVIRONMENTAL EFFECTS

This Addendum will consider whether technical refinements at the sub jurisdictional level, undertaken to
capture shifts in jobs and housing would result in a new significant environmental impact or more severe
significant environmental impacts than previously identified in the Final PEIR, thereby, requiring a major

revision to the EIR.

Chapter 2.0, Technical Refinements to the Plan and Environmental Effects, of this Addendum includes
a detailed evaluation of environmental effects associated with the technical refinements, as compared to
impacts identified in the Final PEIR for each CEQA environmental factor area, organized in the same

manner as the Final PEIR. Chapters 3.0, PEIR Clarifications, and 4.0, Mitigation Measures, include

2 CEQA Guidelines § 15002.
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1.0 Introduction

updated and expanded regulatory framework and setting information as well as clarified analyses and
revised mitigation measures. These refinements to the PEIR clarify and amplify the existing document and

do not change the analyses or impact determinations provided within the Final PEIR.

As indicated in Chapters 2.0, Technical Refinements to the Plan and Environmental Effects, 3.0, PEIR
Clarifications, and 4.0, Mitigation Measures, this Addendum does not identify any of the following: 1)
substantial changes that require major revisions to the Final PEIR; 2) substantial changes to circumstances,
related to significant effects, that require major revisions to the Final PEIR; 3) new information of substantial
importance which was not known and could not have been known at the time to Final PEIR was certified.
Therefore, none of the conditions that require the preparation of a subsequent or supplemental PEIR under
Guidelines sections 15162 and 15163 would apply, and an Addendum to the Final PEIR is the appropriate
CEQA document.

1.8 INCORPORATION BY REFERENCE

The following documents were used in the preparation of this Addendum, and are incorporated herein by

reference, consistent with Section 15150 of the Guidelines:

e Southern California Association of Governments, Certified Final Connect SoCal PEIR, certified May

7,2020. Available online at: https://www.connectsocal.org/Pages/Final-2020-PEIR.aspx

e The Connect SoCal Plan is available on SCAG’s website at:

https://www.connectsocal.org/Pages/Connect-SoCal-Final-Plan.aspx
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2.0 TECHNICAL REFINEMENTS TO THE PLAN AND
ENVIRONMENTAL EFFECTS

21 BACKGROUND

SCAG serves as the regional forum for cooperative decision-making by local government elected officials
and its primary responsibilities in fulfillment of federal and state requirements include the development
of the RTP/SCS; the Federal Transportation Improvement Program (FTIP); the annual Overall Work
Program; and the transportation-related portions of local air quality management plans. SCAG’s other
major functions include determining that regional transportation plans and programs are in conformity
with the federal Clean Air Act; determining that the RTP/SCS meets regional greenhouse gas (GHG)
emissions reduction targets established by the California Air Resources Board (CARB); preparing a
Regional Housing Needs Assessment (RHNA) every eight years; and intergovernmental review of

regionally significant projects.

The Regional Council is SCAG’s governing body. It consists of 86 elected officials, representing cities,
counties, county transportation commissions, transportation corridor agencies, tribal governments, and
air districts in the region. The Regional Council has general authority to conduct the affairs of SCAG and
directs the actions of the agency throughout the year. Additionally, the Regional Council implements the
policy direction provided at the annual General Assembly of its membership, acts upon policy
recommendations from SCAG’s standing policy committees and external agencies and appoints standing
or ad-hoc subcommittees to study specific programs or issues. SCAG’s Regional Council directs the
policy initiatives of the organization. Consistent with state law and as a matter of policy, SCAG provides

for local jurisdictions to have maximum flexibility to make decisions appropriate to their circumstances.

Connect SoCal is a long-range plan that builds upon and expands land use and transportation strategies
aimed at increasing mobility options and achieving a more sustainable growth pattern. More than 4,000
individual transportation capital projects and programs, advanced through local and countywide plans,
form the foundation of Connect SoCal. A comprehensive Plan update occurs every four-years, at which
time the entirety of the Plan is reviewed and revised. During the comprehensive update, SCAG revises
the Growth Forecast, integrates new projects and programs funded by the six county transportation
commissions, confirms alignment with federal and state performance standards and environmental
requirements, reviews and refines regional strategies to address gaps in achieving the region’s vision for

greater mobility, sustainability and economic prosperity.
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2.0 Technical Refinements to the Plan and Environmental Effects

Pursuant to the Sustainable Communities and Climate Protection Act of 2008 (Senate Bill (5B 375), SCAG
prepared a sustainable communities strategy (SCS), a required component of the Plan that sets forth a
forecasted regional development pattern, integrated with the transportation network, measures, and
policies, to reduce GHG emissions from cars and light duty trucks. The Connect SoCal SCS meets the 8
percent per capita greenhouse gas (GHG) emissions for the SCAG region by 2020 and the 19 percent
reduction in per capita GHG emissions by 2035 as mandated by California Air Resources Board (CARB).
SB 375, and by extension the SCS, are part of California’s overall strategy to reach GHG emissions
reduction goals as set forth by Assembly Bill (AB) 32, Senate Bill (SB) 32, and Executive Orders S-03-05
and B-30-15.

The Plan also:

e Describes how implementation of the Plan is anticipated to generate and support 168,000 annual jobs
stemming from direct transportation investments and 264,500 jobs annually from the enhanced

economic competitiveness resulting from infrastructural improvements;

e Describes where and how the region can accommodate a 23 percent increase in projected households

and 16 percent increase in jobs between 2020 and 2045; and

e Details a regional transportation investment given $633.9 billion in expected revenues from federal,

state, regional and local sources over the next 25 years

The Plan is constrained by expected transportation revenues and identifies transportation and land use
strategies to accommodate projected population, household and employment growth and improve the

quality of life for existing and future residents.

Connect SoCal Growth Forecast

As described above, the Plan updates the growth forecast, land use assumptions, and transportation
investments that served as a foundation to prior regional transportation plans. On a national level,
population growth has slowed, with the US Census Bureau projecting a decrease in national annual
growth rate from about 0.75 percent in 2016 to approximately 0.40 percent by the 2040s. In the SCAG
region, growth is similarly slowing down, from about 0.85 percent in 2020 to about 0.45 percent by 2045.

While growth rates are at a historic low; a gradual increase to the total population is expected. In the
SCAG region, a 0.6 annual growth rate corresponds to about 114,000 new residents annually, or 3.2

million new residents between 2019 and 2045. At the county level, the region anticipates population
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increases of 9.1% to 35.4% for its six-county area (Table 2.0-1, 2019-2045 Population, Households and
Employment Projections in the SCAG Region)

Table 2.0-1
2019-2045 Population, Households, and Employment Projections in the SCAG Region

County Population Population Percentage Households Households Percentage Employment Employment Percentage
Name 2019 2045 Increase 2019 2045 Increase 2019 2045 Increase
Imperial 207,700 281,200 35% 58,000 92,500 59% 77,300 130,200 68%
Los 10,333,600 11,677, 200 13% 3,409,500 4,124,500 21% 4,826,600 5,382,200 12%
Angeles
Orange 3,250,100 3,534,600 9% 1,053,500 1,153,500 10% 1,765,600 1,980,400 12%
Riverside 2,462,600 3,251,700 32% 758,300 1,086,100 43% 812,800 1,102,700 36%
San 2,217,100 2,815,500 27% 656,500 874,800 33% 828,300 1,063,800 28%
Bernardino
Ventura 868,600 947,500 9% 276,100 306,400 11% 346,400 389,400 12%
SCAG 19,339,700 22,507, 200 6,211,900 7,638,600 8,657,138 10,048,500

Region

Source: SCAG 2019

As growth rates are declining, the population is also aging. From 2000 to 2016, the region’s median age

increased from 32.3 to 35.8. By 2045, this number is expected to reach 39.7.

From 2010 to 2019, an additional 1,288,228 people moved to Southern California. Los Angeles County had
the largest share of population growth among the six counties in the SCAG region during this period,
adding an additional 514,935 new residents (approximately 42 percent of the region’s increase in
population). Riverside County followed with the next largest share and experienced an increase of

272,951 new residents (nearly 22 percent of the region’s increase in population).
May 2020 Actions

On May 7, 2020, the Regional Council adopted Resolution No. 20-621-1 certifying the Connect SoCal
Program Environmental Impact Report (PEIR) and approving Connect SoCal for federal conformity
purposes only. The Resolution postponed for up to 120 days the date by which the Regional Council
would be asked to consider approval of Connect SoCal in its entirety and for all other purposes, including
but not limited to submittal to the CARB. The Resolution established the following expectations during

this timeframe:
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e Allow for more time to review Connect SoCal and consider its implications in light of the short and

long-term impacts of the COVID-19 pandemic on the region as requested by many stakeholders;

e Work with local jurisdictions to make refinements to the Plan’s Growth Forecast in relation to

entitlements;

o Identify and quantify all differences within the SCS and locally-approved General Plans and quantify
the increase (or decrease) in housing, jobs or population between Connect SoCal and each local

General Plan within 60 days; and

e Provide a progress report describing modifications to the SCS and associated modeling and analysis

within 60 days.

SCAG has addressed these directives as discussed below.
2.2 COVID-19 EFFECTS

Since the May 7t meeting, SCAG engaged in several outreach activities to learn more from stakeholders
about how they have been impacted by COVID-19 and learn how Connect SoCal can best be positioned
as a tool for recovery and regional resilience. Activities include engagement with regional planning
working groups, direct outreach to specific stakeholders, focus groups with community-based

organizations (CBOs), a public survey, and a public virtual town-hall.

Two focus groups with seven CBOs (including: Abundant Housing LA, People for Mobility Justice/ Ride
in Living Color, Strategic Actions for a Just Economy, TRUST South LA, Kennedy Commission, Santa
Ana Active Streets and Alianza Coachella Valley), reiterated issues raised during the Spring 2019 Connect
SoCal outreach process and identified concerns in light of the on-going pandemic. Stakeholders continue
to see significant value in strengthening connections within their established communities, but COVID-19
has amplified concerns about housing availability and affordability, evictions, limited alternative

transportation options and displacement.

SCAG also conducted a survey asking stakeholders about the impact of COVID-19 on their communities
as well as specific questions relating to SCAG's activities and long-range planning. The survey closed on
June 25, 2020. A summary was provided in advance of the July Regional Council and Policy Committee

meetings. The survey indicated the following concerns because of COVID-19:

e Lack of income to pay rent/mortgage and increased vehicle speeds on local roads

Impact Sciences, Inc. 2.0-4 Connect SoCal PEIR Addendum
1329.001 September 2020

Attachment: Connect SoCal PEIR Addendum (Final Connect SoCal Technical Refinements and PEIR Addendum)

Packet Pg. 165




2.0 Technical Refinements to the Plan and Environmental Effects

e Longer-term concerns include lack of government funding for services and programs

e Respondents noted that the Connect SoCal goals were either the same or more significant in light of

COVID-19.

On June 24, 2020, SCAG held a Virtual Townhall: Regional Dialogue on Connect SoCal and COVID-19
Recovery. Small group breakout discussions were held to learn the specific impacts of COVID-19 in
communities across the region and to hear from stakeholders about how Connect SoCal implementation,
through the planning resources, research and convening functions of SCAG can help assist in moving the

region forward.

Additionally, SCAG has undertaken some short-term socio-economic modeling of the effects of COVID-
19, but it is not yet possible to forecast the potential long-term implications of the pandemic for the
Connect SoCal horizon year of 2045. Since data from the pandemic is limited and the longer-term
trajectory of recent trends is yet to be determined, SCAG staff recommends that any necessary changes

based on impacts from the pandemic be reflected in the 2024 RTP/SCS.

2.3 TECHNICAL REFINEMENTS TO THE GROWTH FORECAST SINCE
PUBLICATION OF THE FINAL PEIR

During the development of the Plan, SCAG coordinated an extensive local engagement process, called
the Bottom-Up Local Input and Envisioning Process, with Southern California’s 197 towns, cities and
counties while developing Connect SoCal to create a growth forecast that respects local land use policies,
reflects local entitlements, and advances regional goals. In addressing the Regional Council directives,
SCAG has continued to work closely with local jurisdictions and the development community to review

the growth forecast.

In May and June 2020, SCAG conducted targeted outreach to jurisdictions where quantitative analysis
indicated the need for direct discussion, and also welcomed all jurisdictions to again review SCAG's
Growth Forecast to ensure entitlements (with anticipated phasing) were captured and general plan
maximums were reflected In total, twelve jurisdictions provided feedback to SCAG — with six asking for
adjustments due to general plan capacities and/or entitlements, and others specifically asking that the

Growth Forecast not be changed for their jurisdiction at all.

In addition to reviewing general plan allowed densities, SCAG conducted further analysis to account for
anticipated shifts—increases and decreases—in growth resulting from Connect SoCal policies. This

analysis considered differences, within the locally allowed density ranges (i.e. not exceeding general plan
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capacities), of the growth projected by Connect SoCal as compared to local growth assumptions (i.e. Local
Input, provided directly by local jurisdictions). In some cases, the Connect SoCal growth assumptions are
the same as the Local Input, where SCAG determined the jurisdiction’s assumptions effectively capture
regional policies. In other cases, the development anticipated is shifted to another location, within the

same jurisdiction, to capture anticipated impacts of regional policies.

Capacities at the TAZ level were calculated using general plan designations for each jurisdiction (as
updated by recent specific plans, development agreements and other entitlements) and the associated
allowable maximum or average (as appropriate) dwelling unit densities per acre for each. This data was
supplemented with “Local Input” (if growth conveyed by jurisdictions was higher than SCAG's
calculated dwelling unit density). SCAG confirmed 95% of the evaluated TAZs (which account for 97% of
the 2045 households) do not exceed allowable general plan densities. (For the remaining 5% SCAG did
not have sufficient details regarding local density bonus, accessory dwelling unit ordinances and other
zoning controls to definitively confirm allowable densities.) It is important to note that SCAG's
assessment of general plan capacity is an estimate that does not consider all factors impacting
development capacity (such as local ordinances for accessory dwelling units (ADUs), density bonuses,

and zoning). These factors add additional capacity to TAZs.

SCAG modified the sub-jurisdictional growth forecast at the request of six jurisdictions to account for
updated general plan capacities including entitlements. The sub-jurisdictional growth forecast
modifications were limited to six jurisdictions in Los Angeles (Unincorporated County, Duarte and
Malibu), Orange (Anaheim), and San Bernardino (Unincorporated County and Chino) counties. There
were no changes to any TAZs in Imperial, Riverside, and Ventura counties. In total, 5,880 households
were shifted which represents 0.08 percent of total households in the region, were shifted in 0.29% of the
region’s 13,257 TAZs and 33,037 jobs, which represents 0.33 percent of total projected regional
employment, were shifted in 0.77% of TAZs.

The largest growth shift occurred in Los Angeles County, where 3,080 households and 24,428 jobs were
shifted within the jurisdictions of the City of Duarte, City of Malibu, and unincorporated Los Angeles
County. Within Orange County 2,598 households and 1,645 jobs, all within the City of Anaheim were
shifted. In San Bernardino County, 202 households and 6,964 jobs within the City of Chino and
unincorporated area of San Bernardino County were shifted. There were no changes to growth in any

TAZs in Imperial, Riverside, and Ventura Counties.

It is important to note that household and employment shifts occurred within each respective jurisdiction

at the TAZ level. These sub-jurisdictional level changes did not affect the jurisdictional totals as
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households and employment shifts did not occur across counties and cities, but rather within counties
and cities. This is important because SCAG adopts the growth forecast at the jurisdictional level. While
the TAZ level data is made available to jurisdictions for modeling and other purposes, it is not adopted
by SCAG for any purpose. TAZ-level growth projections are used by SCAG for regional modeling
purposes and are not adopted as part of Connect SoCal, nor are they used in the growth forecasts. As
such, the TAZ level data is not intended to promote or constrain growth in any TAZ. Further, these
technical refinements did not result in any changes to the SCS land use maps. Because no shifts occurred
across jurisdictions, the jurisdictional level totals remain same as the numbers presented in Connect

SoCal Plan, adopted on May 7, 2020.

24 ENVIRONMENTAL IMPACTS OF TECHNICAL REFINEMENTS TO THE
PLAN

Under state planning law (SB 375), the SCS developed as part of the RTP cannot supersede local General
Plan policies.! Rather, it is intended to provide a regional policy foundation that local governments may
build upon if they so choose and generally includes the quantitative growth projections for each city and

county in the region going forward. The PEIR, page 1.0-16 notes as follows:

... SB 375 specifically provides that nothing in an SCS supersedes the land use authority of cities
and counties, and that cities and counties are not required to change their land use policies and
regulations, including their general plans, to be consistent with the SCS or an alternative
planning strategy.2 Moreover, cities and counties have plenary authority to requlate land use
through their police powers granted by the California Constitution, art. X1, §7, and under several
statutes, including the local planning law,3 the zoning law, and the Subdivision Map Act.5

SB 375 does not require that general plans be consistent with the SCS. However, to use CEQA
streamlining under SB 375 a lead agency must find that a project is consistent with the SCS. SCAG has
clearly indicated that lead agencies/local jurisdictions have sole discretion to make consistency findings

with the SCS for the purposes of CEQA.

Connect SoCal’s Growth Forecast Guiding Principle No. 3 states the following;:

1 Cal. Gov Code Section 65080(b)(2)(K).

2 California Legislative Information. Public Resources Code — PRC, Division 13. Environmental Quality, Chapter 2.5,
Definitions [21060-21074].
California Legislative Information. Chapter 3. Local Planning 65100-65763.
4 California Legislative Information. Chapter 4. Zoning Regulations 65800-65912.
California Legislative Information. Division 2 Subdivisions 66410-66499.38.
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For the purpose of determining consistency with Connect SoCal for the California Environmental
Quality Act (CEQA), grant or other opportunities, lead agencies such as local jurisdictions have
the sole discretion in determining a local project’s consistency; SCAG may also evaluate
consistency for grants and other resource opportunities; consistency should be evaluated utilizing
the goals and policies of Connect SoCal and its associated Program Environmental Impact Report
(PEIR). However, TAZ growth projections for households, employment or population reflected in

TAZ maps may not be utilized to determine consistency or inconsistency with Connect SoCal. 6,7

Changes to the distribution of growth have the potential to affect environmental impacts. The
distribution of growth affects the transportation and air quality modeling undertaken by SCAG. The
SCAG models are used to provide gross estimates of regional environmental parameters (in particular
VMT, criteria pollutant emissions and GHG emissions). However, the inputs to these models are subject
to variability (location and density of land uses, travel patterns, fuel make up, pricing assumptions and
many more). Because of this, minor changes to assumptions result in minor changes to modeling results
and are not statistically significant. As noted above, SCAG has made technical refinements to the growth

forecast at the sub-jurisdictional (i.e., TAZ) level.

The environmental analysis provided in this Addendum describes the information that was considered in
evaluating the environmental resource areas and checklist identified in Appendix G of the State CEQA
Guidelines. None of these technical refinements result in substantial changes to the information
presented in the Final PEIR, including modeling results (See Table 2.0-2, Summary of Impacts from
Technical Refinements to the Plan). Nonetheless, below is a summary description of each topic area
analyzed within the Final PEIR and how the changes described above would result in a change from the

analysis presented in the Final PEIR.

Pending adoption from the Regional Council on September 3, 2020. Please refer to the Staff Report entitled: Final
Connect SoCal Technical Refinements for details about the changes to the Growth Forecast Guiding Principles
and other clarifications.

“TAZ-level growth projections” refer to the disaggregation of the regional and jurisdictional population,
household, employment growth forecasts developed as part of the final, adopted Connect SoCal, and is in
contrast to other TAZ-level data such as locally envisioned growth projections (i.e., “local input”) or the 2016
base-year TAZ-level data developed by SCAG. “TAZ Maps” refer to visualizations in a map format of the TAZ-
level growth projections within a TAZ boundary, which may be created by SCAG, and such maps are not
developed, included, contained, approved or adopted as part of Connect SoCal.
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Table 2.0-2
Summary of Technical Refinements to the Plan

Compared to the

Impact Certified Final Connect SoCal PEIR

Aesthetics

Same; no new impacts

Agriculture and Forestry Resources

Same; no new impacts

Air Quality

Same; no new impacts

Biological Resources

Same; no new impacts

Cultural Resources

Same; no new impacts

Energy

Same; no new impacts

Geology and Soils Same; no new impacts

Greenhouse Gas Emissions and Climate Change Same; no new impacts

Hazards and Hazardous Materials Same; no new impacts

Hydrology and Water Quality Same; no new impacts

Land Use and Planning Same; no new impacts

Mineral Resources Same; no new impacts

Noise Same; no new impacts

Population, Housing, and Employment Same; no new impacts

Public Services Same; no new impacts

Recreation Same; no new impacts

Transportation, Traffic, and Safety Same; no new impacts

Tribal Cultural Resources Same; no new impacts

Utilities and Service Systems Same; no new impacts

Wildfire Same, no new impacts

Comparison of Alternatives Same; no new impacts

Long-Term CEQA Considerations Same; no new impacts

For a summary of model rerun results and more information regarding Plan refinements, please refer to

the September 3, 2020, Regional Council staff report entitled: Final Connect SoCal Technical Refinements.

Aesthetics and Views

The certified Final PEIR determined that the Plan would result in substantial degradation of the existing
visual character or quality of sites and its surroundings, adverse effects on scenic vistas, damage to scenic
resources, creating a new source of substantial light affecting day or nighttime thereby resulting in

significant impacts.

SCAG prepared updated modeling and changes to the TAZ level growth forecasts. No changes were

made to the transportation projects, Plan strategies, or the jurisdictional level forecasts. While the
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distribution of households and jobs would change slightly, overall, the changes would not alter identified
impacts with respect to scenic vistas, scenic highways, visual character, light, or glare. Therefore, impacts
would not change as compared to those identified for the Final PEIR; no new or greater impacts would

occur.

Regional-scale impacts to scenic resource and vista points would remain the same. None of the analysis
presented in Section 3.1, Aesthetics, of the Final PEIR would be changed as a result of the technical
refinements presented herein. While adjustments were made at the sub jurisdictional level, at the regional
level, impacts would remain significant and unavoidable. The technical refinements would not result in
any new significant impacts on aesthetic impacts at the regional level because the changes are minor and

occur at the sub jurisdictional level.

Agriculture and Forestry

The certified Final PEIR determined that the Plan would have the potential to convert the following to
non-agricultural use: Prime Farmland, Farmland of Statewide Importance, Unique Farmland, Farmland
of Local Importance, and land managed pursuant to Williamson Act contracts. Significant impacts to

agriculture and forestry resources would occur.

As described above, technical refinements included modifications to the growth forecast in the form of
shifting jobs and housing within a limited number of TAZs. Based on these technical refinements, the loss
of agricultural land as identified within the PEIR could change slightly, but at the regional scale such
impacts would be negligible. Because the refinements only occurred at the TAZ level, and there were no
changes to the jurisdictional level or regional level growth forecast numbers, the impacts identified
within the PEIR would not be expected to change substantially. While there could be some change in the
loss of important farmland, or forest land at TAZ level as households and jobs are shifted, at the regional

scale such impacts would be negligible.

While the distribution of individual land use projects could change slightly, overall, the changes to the
modeling would not alter the impacts with respect to conflicts with agricultural zoning, forest zoning, or
loss of forest and farmlands. Therefore, the technical refinements would not substantially change impacts

as compared to those identified in the PEIR; no new or greater impacts would occur.
Air Quality

The Final PEIR concluded that the Plan will result in a less than significant air quality impact related to

the potential to conflict with or obstruct implementation of the adopted SIPs/AQMPs/Attainment Plans in
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the SCAG region and with regard to objectionable odors. The Final PEIR also concluded that the Plan
could contribute to an air quality violation due to an increase in total VMT, and impacts would be

significant.

As described above, technical refinements included modifications to the growth forecast in the form of
shifting jobs and housing within a limited number of TAZs. While the distribution of individual land use
projects could change slightly, overall, the changes to the modeling would not alter the impacts with
respect to conflicts with air quality plans (SIP/AQMPs/Attainment Plans). Regarding air quality
emissions, the slight change in at the TAZ level could result in incremental changes in total air pollutants
for which the region is in non-attainment under applicable NAAQs or CAAQs. However, since the total
population, housing, and employment remains constant at the jurisdictional level, such changes would
not be significant. Additionally, none of the technical refinements impacts the air quality modeling
provided for federal Transportation Conformity. SCAG has also reviewed the background information
and mitigation measures suggested by CBD specific to air quality. The revised mitigation measures, and
background information clarify the information with the Final PEIR and do not affect the determination
of impacts. (Refer to Chapter 3.0, PEIR Clarifications, and Chapter 4.0, Mitigation Measures, of this
Addendum, for additional information regarding refinements made to the mitigation
measures.)Therefore, the technical refinements would not substantially change impacts as compared to

those identified in the PEIR; no new or greater impacts would occur.

Biological Resources

The Final PEIR concluded the Plan and development projects anticipated to occur under the Plan would
affect biological resources, including direct loss of sensitive plant and/or wildlife species resulting from
injury, death, or disturbance of these species. The Final PEIR also concluded that the Plan would have a
substantial adverse effect on riparian habitats and other sensitive natural communities. Impacts would be

significant and unavoidable.

Transportation projects, development projects anticipated to occur under the Plan, and Plan strategies,
would not change as a result of the technical refinements described above, therefore the regional-scale
direct impacts to biological resources would be the same as those identified in the PEIR. The impacts to
natural vegetation, sensitive species and communities, habitat connectivity, and riparian and wetland
areas, would also be the same. The acres of critical habitat would be similar to the amount impacted in
Tables 3.4-13, Acres of Critical Habitat for Listed Species Potentially Affected by Connect SoCal Major
Transportation Projects. The number of listed plant species and wildlife species affected by the Plan

would be similar to those provided in Table 3.4-14, Records of Listed Plant Species within 500 Feet of
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Connect SoCal Projects and Table 3.4-15, Records of Listed Wildlife Species within 500 Feet of Connect
SoCal Projects. Similarly, acres of sensitive and riparian habitat within 500 feet of Connect SoCal projects
(Table 3.4-16) would not substantively change based on the modifications described above. Miles of
blueline streams and acres of federally protected waterways within 500 feet of Connect SoCal Projects
would also not substantively change (Table 3.4-17, Table 3.4-18, and Table 3.4-19). Lastly acres used for
wildlife movement (Table 3.4-20) would be minimally affected by the changes in the Final Plan. The
changes in the Final Plan would not impact acres subject to HCP or NCCPs. SCAG has also reviewed the
background information and mitigation measures suggested by CBD specific to biological resources. The
revised mitigation measures, background information, and analysis amplify and clarify the information
in the Final PEIR and do not affect the determination of impacts. (Refer to Chapter 3.0, PEIR
Clarifications, and Chapter 4.0, Mitigation Measures, of this Addendum, for additional information

regarding refinements made to the mitigation measures.)

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter the impacts with respect
to threatened and/or endangered species, fully protected and sensitive species, locally important species,
or associated critical habitat. Therefore, the technical refinements would not substantially change impacts

as compared to those identified in the PEIR; no new or greater impacts would occur.

Cultural Resources

The Final PEIR concluded that the Plan would have the potential to cause significant and unavoidable

impacts to historical and archaeological resources, including the potential to disturb human remains.

Transportation projects, potential land use development projects as a result of the Plan and Plan
strategies, would not change as a result of the technical refinements described, therefore, regional-scale
direct impacts to cultural resources, including impacts to historical and archaeological, resources would
be similar to those identified in the Draft PEIR. The Plan would continue to include regional land use and
transportation strategies that focus new growth in urbanized areas. Many urbanized areas are older
urban or suburban town centers where structures of architectural or historical significance are likely to be
located. Therefore, regional-scale impacts would not change. Transportation projects considered in the
Plan would continue to have the potential to impact the nearly 100,000 archaeological resources in the
SCAG region (Table 3.5-1). The Plan would continue to focus growth in urban areas and impacts would

not substantively change.
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While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter the impacts with respect
to historic and archaeological resources. Therefore, the technical refinements would not substantially

change impacts as compared to those identified in the PEIR; no new or greater impacts would occur.
Energy

The Final PEIR concluded that the Plan would not result in wasteful or inefficient use of energy and

would be consistent with energy conservation policies. This impact is less than significant.

Estimates of energy consumption are based on available consumption factors which are reasonably
expected to change substantially over the coming years with increased focus on conservation and
efficiency. The technical refinements to TAZ level jobs and housing numbers would not substantially
affect the numbers presented in the Final PEIR. SCAG prepared updated modeling and changes to the
TAZ level jurisdictional forecasts. While the distribution of housing and jobs would change slightly
under limited circumstances as described above, overall, the refinements to the growth forecast would
not alter the impacts with respect to wasteful, inefficient, or unnecessary consumption of energy.
Therefore, the technical refinements would not substantially change impacts as compared to those

identified in the PEIR; no new or greater impacts would occur.
Geology and Soils

The Final PEIR concluded that the Plan would result in less than significant impacts with regard to
existing geologic hazards, including unstable geologic units or soils. However, impacts in relation to soil

erosion and loss of topsoil were found to be significant and unavoidable.

Direct regional-scale impacts to geological resources would generally be similar as a result of the
technical refinements. Implementation of the Plan would result in projects exposed to both direct and
indirect effects of seismic activities compared to existing conditions (which is not an impact under
CEQA). The Plan would neither cause nor exacerbate existing geologic hazards, including the likelihood

of fault rupture. This condition exists throughout the SCAG region as it is a seismically active area.

Regarding impacts related to soil suitability, erosion and stability, because projects would be required
to comply with existing state and local jurisdiction permitting, regulatory, and grading processes as well

as the application of BMPs, regional-scale impacts would be the same as identified in the PEIR.
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2.0 Technical Refinements to the Plan and Environmental Effects

The potential regional-scale direct impacts on paleontological resources related to implementation of
transportation projects and development projects anticipated to occur under the Plan and presented in

the Draft PEIR would not change as a result of on the technical refinements.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter the impacts with respect
to seismic and geological hazards and soils. Therefore, the technical refinements would not substantially

change impacts as compared to those identified in the PEIR; no new or greater impacts would occur.

Greenhouse Gases

The Final PEIR concluded that the Plan would generate greenhouse gas (GHG) emissions that would

have a significant impact on the environment.

The technical refinements described above would result in minimal changes to the regional-scale GHG
emission estimates presented in the PEIR. The Plan would continue to achieve GHG reduction targets of 8
for 2020 and 19 percent for 2035 (Table 3.8-10). As stated in Section 3.8, Greenhouse Gases, CARB has
indicated that even if all MPOs meet their regional SB 375 GHG targets, the state would not be able to
meet the statewide GHG reduction goals of AB 32, SB 32, and the Scoping Plan. As recognized by CARB,
MPO'’s do not have land use authority to implement additional VMT reductions. Furthermore, SCAG has
no control or authority over the other key sectors (e.g., energy, industry, water, waste and agriculture) in
meeting the AB 32, SB 32, and Scoping Plan targets. Without additional information as to how other
sectors would reduce emissions to meet targets, and assuming existing available emission factors, GHG
emissions in the SCAG region are not on track to achieve targets identified in AB 32, SB 32 and the
Scoping Plan. This would continue to be the case with the technical refinements. SCAG has also reviewed
the background information and mitigation measures suggested by CBD specific to greenhouse gas
emissions. The revised mitigation measures amplify and clarify the information in the Final PEIR and do
not affect the determination of impacts. (Refer to Chapter 4.0, Mitigation Measures, of this Addendum,

for additional information regarding refinements made to the mitigation measures.)

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter the impacts with respect
to generating GHG emissions and conflicting with GHG reduction plans. Therefore, the technical
refinements would not substantially change impacts as compared to those identified in the PEIR; no new

or greater impacts would occur.
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2.0 Technical Refinements to the Plan and Environmental Effects

Hazards and Hazardous Materials

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts related to
hazards and hazardous materials, including through the routine transport, use, or disposal of hazardous

materials.

Even with the technical refinements, the same land use strategies that encourage infill and redevelopment
and the same transportation network would remain; therefore, transportation of hazardous materials
would be similar to those described in the PEIR. Regional-scale impacts related to the routine transport,
use, or disposal of hazardous materials, the risk of upset of hazardous materials, risk of disturbing
contaminated sites during construction, and the risk of release of hazardous materials within one-quarter

mile of a school would not change from what is described in the PEIR.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter the impacts with respect
to the routine transport, use, or disposal of hazardous materials, the risk of upset of hazardous materials,
risk of disturbing contaminated sites during construction, and the risk of release of hazardous materials
within one-quarter mile of a school. Therefore, the technical refinements would not substantially change

impacts as compared to those identified in the PEIR; no new or greater impacts would occur.
Hydrology and Water Quality

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts to surface

and groundwater quality, groundwater recharge, drainage patterns, and pollutant release.

The technical refinements would result in limited changes in the distribution of jobs and housing at the
TAZ / sub jurisdictional level. These changes would not be measurable at the regional level as they relate
to hydrology. Because the total number of jobs and housing stays constant at the jurisdictional level, any

changes in greenfield consumption as a result of the technical refinements would be minimal.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter the impacts with respect
to violation of water quality standards, potential to decrease groundwater supplies, alternation of an
existing drainage pattern, and flood hazards. Therefore, the technical refinements would not substantially

change impacts as compared to those identified in the PEIR; no new or greater impacts would occur.
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2.0 Technical Refinements to the Plan and Environmental Effects

Land Use and Planning

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts with respect

to physically dividing an existing community and conflicting with land use plans, policies, or regulations.

The transportation strategies in the Plan, such as emphasis on complete streets and TDM strategies would
continue to have limited potential for dividing established communities because they are generally
expected to occur in established communities. Many of these strategies (i.e., bike lanes, pedestrian access)
improve connectivity. As land gets converted from urban or agricultural uses, there would continue to be
the potential for infrastructure or land developments to divide existing communities. This impact would

not substantially change with the technical refinements described above.

With regard to conflict with existing plans, land use policies and strategies in the Plan would continue to
encourage development of underutilized areas (infill, etc.). Development patterns, would continue to be
supported by transportation investments that emphasize system preservation and enhancement, active
transportation, and land use integration, and are generally consistent with local land use plans, goals, and
policies calling for higher density, compact, mixed-use development that may be served by high-quality
transit, bicycle and pedestrian improvements. There would continue to be the potential for
inconsistencies between SCAG’s land use strategies and local planning documents that could potentially
lead to physical environmental impacts. The refinements to the Plan would not substantively change the
analysis presented in the PEIR. Therefore, the technical refinements would not substantially change

impacts as compared to those identified in the PEIR; no new or greater impacts would occur.

Mineral Resources

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts with respect

to consumption of aggregate resources and the availability of mineral resources.

Construction of transportation projects would continue to require substantial amounts of aggregate
resources, continuing to constitute a significant impact. The technical refinements would not

substantively change the analysis presented in the PEIR.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter the impacts with respect
to with respect to the loss of mineral resources and mineral resource recovery sites. Therefore, the
technical refinements would not substantially change impacts as compared to those identified in the

PEIR; no new or greater impacts would occur.
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Noise

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts with respect

to generation of increased noise and vibration levels, including impacts associated with aviation.

The technical refinements would not change the transportation projects or land use strategies in the Plan.
As such noise impacts would remain generally the same. The potential for generation of substantial
temporary or permanent increases in ambient noise or vibration would remain approximately the same,
as transportation projects or locations of the projects would not change and there would only be limited
changes in the growth pattern. Since the growth pattern remains generally similar, the same impacts
would occur. For a regional scale analysis, the technical refinements would not substantively change the

analysis. Regarding aviation noise, sensitive receptors would continue to be impacted by airport noise.

While the distribution of housing and jobs would change slightly for six jurisdictions as described above,
overall, the refinements to the growth forecast would not alter the impacts with respect to increases in
ambient noise or vibration. Therefore, the technical refinements would not substantially change impacts

as compared to those identified in the PEIR; no new or greater impacts would occur.
Population and Housing

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts with respect

to unplanned population growth and displacement.

As described above, minor modifications at the TAZ level were made to the households and employment
distributions for six jurisdictions. The analysis of impacts focuses on the Plan’s potential to result in
unplanned population growth. The Plan continues to include land use strategies and transportation
projects and supporting strategies that generally encourage population growth in urbanized areas and
HQTAs. Generally, most jurisdictions have started planning for increases in density in urban areas and
the Plan builds on local input (and is not intended to result in re-designation of areas where such re-
designation is not approved by the local agency). There continues to be the potential for the Plan’s
strategies to influence population growth in areas where local general plans have not yet been updated to

reflect such growth.

Regarding potential to displace housing, construction of transportation projects that require expansion of
existing or designation of new ROWs would continue to have the potential to result in the displacement

of existing people and housing, necessitating the construction of replacement housing. The technical
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2.0 Technical Refinements to the Plan and Environmental Effects

refinements would not modify the transportation network and the growth distribution would generally

remain the same.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter impacts respect to
unplanned growth and displacement. The changes to the modeling affect the plan at the TAZ level, not at
the jurisdictional level. Therefore, the technical refinements would not substantially change impacts as

compared to those identified in the PEIR; no new or greater impacts would occur.
Public Services (Fire, Police, Schools, Libraries)

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts with respect

to public services, including fire protection, police protection, schools, and libraries.

As described in Sections 3.15-1, 3.15-2, 3.15-3 and 3.15-4 of the PEIR, impacts to public services are largely
population driven. As described under the preceding section (Population and Housing), only minor
refinements to the housing and employment forecasts occurred. The analysis presented in the public
services sections is regional in nature and generally discusses the potential for impacts to occur as a result
of the increased population. As the population numbers have not changed (although limited changes
were made to the housing and jobs distribution), the analysis presented in Sections 3.15-1, 3.15-2, 3.15-3

and 3.15-4 remains the same.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter impacts respect to the
need for new or expanded public facilities the construction of which could cause physical impacts. The
changes to the modeling affect the plan at the TAZ level, not at the jurisdictional level. Therefore, the
technical refinements would not substantially change impacts as compared to those identified in the

PEIR; no new or greater impacts would occur.

Parks and Recreation

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts with respect

to parks and recreation facilities.

As described in Section 3.16 Parks and Recreation, impacts to parks and recreational facilities are largely
population driven. As described under the preceding section (Population and Housing), only minor

refinements to the growth distribution occurred. The analysis presented in the parks and recreation
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section is regional in nature and generally discusses the potential for impacts to occur as a result of the
increased population resulting in overuse of existing parks, primarily in urban areas. As the population

numbers have not substantively changed, the analysis presented in Section 3.16 remains the same.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter impacts with respect to
the need for new or expanded parks and recreational facilities the construction of which could cause
physical impacts. The changes to the modeling affect the plan at the TAZ level, not at the jurisdictional
level. Therefore, the technical refinements would not substantially change impacts as compared to those

identified in the PEIR; no new or greater impacts would occur.

Transportation, Traffic and Safety

The Final PEIR concluded that the Plan would result in less than significant impacts with respect to
conflicting with a program, plan, ordinance or policy addressing the circulation system, including transit,
roadway, bicycle, and pedestrian facilities. However, the Final PEIR also concluded that the Plan would

be inconsistent with the state’s VMT goals and would result in a significant impact.

The technical refinements resulted in minimal impacts to the performance results for Connect SoCal, and
still achieves federal Transportation Conformity and meets the State’s greenhouse gas reduction targets
for passenger vehicles for 2020 and 2035. The transportation network and projects were not modified
while conducting Plan refinements. As such, these minor changes do not substantively change the

analysis presented in the PEIR.

The technical refinements and associated shifts in population and jobs resulted in shifts in trips. Most of
the shift in trips resulted in similar trip lengths which resulted in only minor changes to modeling results
(county-level and regional VMT as well as criteria pollutant and GHG emissions). One of the larger
changes was the shift of 20,000 jobs and 2,500 households within northern Los Angeles County. While
the specific location of these jobs and households changed, they were still largely in northern LA County
and the number and length of trips remained similar. The modeling results for unincorporated Los
Angeles County indicate that total trips and total VMT varied by a negligible amount (about 1 percent)

between the May and September assumed land use distributions.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter impacts with respect to

programs, plans, ordinances, or policies addressing the circulation system, including transit, roadway,
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bicycle, and pedestrian facilities. Therefore, the technical refinements would not substantially change

impacts as compared to those identified in the PEIR; no new or greater impacts would occur.

Tribal Cultural Resources

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts with respect

to tribal cultural resources.

Transportation projects and anticipated growth under the Plan would continue to have the potential to
cause a substantial adverse change in the significance of tribal cultural resources in the SCAG region,
defined in Public Resources Code section 21074, as either a site, feature, place, cultural landscape that is
geographically defined in terms of the size and scope of the landscape, sacred place, or object with
cultural value to a California Native American tribe. The technical refinements would not change the
transportation network and would only result in minor modifications to the growth distribution.

Therefore, the impacts would be the same as in the PEIR.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter impacts with respect to
tribal cultural resources. Therefore, the technical refinements would not substantially change impacts as

compared to those identified in the PEIR; no new or greater impacts would occur.

Utilities and Service Systems

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts with respect

to utilities and service systems, including water, wastewater, and solid waste.

As described in Sections 3.19-1, 3.19-2, and 3.19-3, impacts to utilities and service systems are largely
population driven. As described under the preceding section (Parks and Recreation), only minor
refinements to the jobs and housing forecasts occurred, and these changes were at the TAZ level. The
analysis presented in the utilities sections is regional in nature and generally discusses the potential for
impacts to occur as a result of the increased population. As the population numbers have not

substantively changed, the analysis presented in Sections 3.19-1, 3.19-2, and 3.19-3 remains the same.

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter impacts with respect to
utilities and service systems. Therefore, the technical refinements would not substantially change impacts

as compared to those identified in the PEIR; no new or greater impacts would occur.
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Wildfire

The Final PEIR concluded that the Plan would result in significant and unavoidable impacts with respect

to risks associated with wildfires.

Transportation projects and anticipated development projects would continue to be located in wildfire-
prone areas which could continue to potentially exacerbate wildfire risks and thereby expose project
occupants to pollutant concentrations from wildfires or the uncontrolled spread of wildfires, particularly
those populations living down wind of the fire. The technical refinements include minor shifts to jobs and
housing but would maintain generally the same transportation and growth pattern, therefore, impacts
would remain the same as in the PEIR. SCAG has also reviewed the background information and
mitigation measures suggested by CBD specific to wildfire. The revised mitigation measures and
background information amplify and clarify the information in the Final PEIR and do not affect the
determination of impacts. (Refer to Chapter 3.0, PEIR Clarifications, and Chapter 4.0, Mitigation
Measures, of this Addendum, for additional information regarding refinements made to the mitigation

measures.)

While the distribution of housing and jobs would change slightly under limited circumstances as
described above, overall, the refinements to the growth forecast would not alter impacts with respect to
wildfire risk. Therefore, the technical refinements would not substantially change impacts as compared to

those identified in the PEIR; no new or greater impacts would occur.

Cumulative Impacts

At the regional level, the cumulative analysis of impacts would not change. The potential for the Plan to
combine with other regional plans to create impacts would remain the same as described in the Final
PEIR. The technical refinements to the Plan resulted in minimal impacts to the performance results to
Connect SoCal, and still achieves federal Transportation Conformity and meets the State’s greenhouse
gas reduction targets for passenger vehicles for 2020 and 2035 and do not substantively change the
analysis of any of the impact areas (as described above). Therefore, cumulative impacts would remain the

same as in the PEIR.
Comparison of Alternatives

Technical refinements for the Plan would not significantly change the comparison of alternatives in the

Connect SoCal Final PEIR. Potential impacts from technical refinements are anticipated to be within the
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scope of the programmatic-level comparison among the alternatives already considered in the Connect

SoCal PEIR: 1) No Project Alternative; 2) Local Input Alternative; and 3) Intensified Land Use Alternative.

The Alternatives chapter of the Final PEIR adequately addresses the range of potential impacts at the
programmatic level. Technical refinements would not require a comparison of any new alternatives or
alternatives which are considerably different from or inconsistent with those already analyzed in the

Connect SoCal PEIR. Therefore, no further comparison is required at the programmatic level.
Other CEQA Considerations

Technical refinements to the Plan, as described in Chapter 2.0, would not significantly change the scope
of analysis presented in Chapter 5.0 Other CEQA Considerations, of the Final PEIR, which includes an
assessment of programmatic level unavoidable impacts, irreversible impacts, and growth inducing
impacts. The technical refinements to the Plan are reasonably covered by the unavoidable and irreversible

impacts previously discussed in the Final PEIR.

At the programmatic level, any region-wide growth inducing impacts as a result of the technical
refinements are expected to be approximately equivalent to those previously disclosed in the Final PEIR.
As such, the technical refinements to the Plan would not be expected to result in any new long-term
impacts that are considerably different from or inconsistent with those already analyzed in the Final

PEIR.

25 SUMMARY OF EFFECTS

As shown above, the technical refinements discussed in this Addendum would be consistent with the
Final PEIR. As a result, and as demonstrated in this Addendum, all impacts would be less than or equal

to those analyzed in the Final PEIR.

Therefore, the technical refinements discussed in this Addendum would not result in 1) substantial
changes in the Plan that require major revisions to the Final PEIR; 2) substantial changes to circumstances
that require major revisions to the Final PEIR due to new significant environmental effects or a
substantial increase in the severity of previously identified significant effects; 3) new information of
substantial importance which was not known and could not have been known at the time to Final PEIR
was certified which shows that the Plan will have more significant effects or substantially more severe
effects, infeasible mitigation measures are in fact feasible, or other different mitigation measures which
would substantially reduce significant effects are not adopted. Therefore, the technical refinements would

not trigger any of the conditions that require the preparation of a subsequent or supplemental EIR under
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Guidelines sections 15162 and 15163. However, because some changes or additions are necessary to the
PEIR, an Addendum to the Final PEIR is the appropriate CEQA document to address the technical
refinements (Guidelines § 15164).

2.6 ERRATA TO THE FINAL CONNECT SOCAL PEIR

The Final PEIR Corrections and Additions and accompanying May 7, 2020, Errata identified a change to
the Plan Guiding Principles. The revisions incorrectly identified the Growth Forecast Guiding Principles
as Plan Guiding Principles. The correct Guiding Principles for the Plan were correctly identified on Page

2.0-21, Table 2.0-6, of the Draft EIR and are provided again below:

Table 2.0-3
Connect SoCal Guiding Principles

Connect SoCal Guiding Principles

1 Base transportation investments on adopted regional performance indicators and MAP-21/FAST Act regional targets.

2 Place high priority for transportation funding in the region on projects and programs that improve mobility,
accessibility, reliability and safety, and that preserve the existing transportation system.

3 Assure that land use and growth strategies recognize local input, promote sustainable transportation options, and
support equitable and adaptable communities.

4 Encourage RTP/SCS investments and strategies that collectively result in reduced non-recurrent congestion and demand
for single occupancy vehicle use, by leveraging new transportation technologies and expanding travel choices.

5 Encourage transportation investments that will result in improved air quality and public health, and reduced
greenhouse gas emissions.

6 Monitor progress on all aspects of the Plan, including the timely implementation of projects, programs, and strategies.

7 Regionally, transportation investments should reflect best-known science regarding climate change vulnerability, in
order to design for long-term resilience.

Source: SCAG Connect SoCal, 2020

It is noted that the Growth Forecast Guiding Principles have been updated to address the use of TAZ-
level data and maps. In addition, SCAG has clarified the use of TAZ-level data and maps in connection
with RHNA compliance. Please refer to the September 3, 2020, Regional Council staff report entitled:
Final Connect SoCal Technical Refinements for details about the changes to the Growth Forecast Guiding

Principles and other clarifications.
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After the close of the public comment period for the Connect SoCal PEIR, several changes occurred to the
regulatory context of the Plan. In addition to SCAG’s technical refinements to Connect SoCal (described
and analyzed in Chapter 2.0, Technical Refinements to the Plan and Environmental Effects, of this
Addendum), SCAG received two comment letters from the Center of Biological Diversity (CBD), on May
1, 2020, and May 6, 2020, after the close of the comment period and prior to certification of the Connect
SoCal PEIR on May 7, 2020. As the comments were received outside of the comment period, no formal
response is required. However, the comment letters provide information related to the environmental
setting, environmental impacts, and consideration of other mitigation measures in the PEIR. Therefore,
SCAG determined that a PEIR Addendum should be prepared to reflect the additional information
provided by CBD. This chapter presents such information so that it is available to the public and

decisionmakers in taking action on the Plan.

Therefore, none of the following (as identified in CEQA Guidelines Section 15162) would result from the

technical refinements and/or clarified information, analyses and mitigation measures:
¢  One or more significant effects not discussed in the PEIR.
¢ Substantial increase in the severity of a previously identified significant effect.

¢ New mitigation measures or alternatives that were previously found not to be feasible would be, in
fact, be feasible and would substantially reduce on or more significant effects of the project but are

declined to be adopted by the project proponent.

e Mitigation measures that are considerably different from those analyzed in the EIR that would

substantially reduce on or more significant effects but are declined to be adopted.

In general, this information updates regulatory information, expands/clarifies environmental setting
information, and further clarifies the significant impacts already identified in the PEIR. Detailed

responses to CBD’s letters are provided in the Appendix to the Addendum.
3.3 AIR QUALITY

PEIR Page 3.3-14 (within the discussion of environmental setting), provides information on particle
pollutants related to humans. The following paragraphs expands the discussion by providing additional

information related to pollutants and sensitive species. This information expands and clarifies the
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existing information provided in Section 3.3, Air Quality, and is not new significant information as

identified in CEQA Guidelines Section 15162.
Air Quality Impacts to Sensitive Species

In addition to impacts to human health, air pollutants have the potential to impact plants including
trees and agricultural crops and wildlife. Impacts to sensitive species can be particularly important
because such species are typically already stressed, and the additional stressor of poor air quality can
have a disproportionate impact. The potential damage ranges from decreases in productivity, a
weakened ability to survive drought and pests, to direct mortality. Wildlife can be both directly
impacted by air pollution and also as the plants and trees that comprise their habitats are weakened
or killed. Aquatic species and habitats are impacted by air pollution through the formation of acid
rain that raises the pH level in oceans, rivers and lakes.! See also discussion of impacts of Nitrogen

Deposition on Sensitive Species in the discussion of Biological Resources below.

PEIR Page 3.3-29 (within the discussion of regulatory framework), provides information on the Safer
Affordable Fuel-Efficient (SAFE) Vehicles Rule. The following paragraph expands the discussion by
providing an update on the status of the SAFE Rule and is not new significant information as identified in

CEQA Guidelines Section 15162.
Clean Air Act Waiver for California’s GHG Emission Standards for New Motor Vehicles

After publication of the Final PEIR on March 27, 2020, the Safe Rule Part II was signed into law
(March 31, 2020, published in the Federal Register April 30, 2020 and effective June 29, 2020). SCAG
worked with CARB, USEPA, and FHWA/FTA to identify whether further adjustments to SCAG
modeling were necessary to reflect SAFE Part II. It was determined by CARB (and accepted by US
EPA and FHWA) that no additional EMFAC off-model adjustment factors were needed to account
for the SAFE Part II Rule, and therefore no further adjustments have been made to SCAG modeling
as a result of the SAFE Part II Rule.

34  BIOLOGICAL RESOURCES

PEIR starting on Page 3.4-12 and Table 3.4-3, Sensitive Wildlife Species Reported in the SCAG Region
(within the environmental setting), provides general information on sensitive species in the SCAG region.
There are numerous sensitive species including federally and state designated species located in the

diverse habitats found in this large area. The PEIR does not provide a discussion of each species, rather

1 EPA, What is Acid Rain? Webpage. https://www.epa.gov/acidrain/what-acid-rain
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the PEIR follows the Plan’s multi-species approach to the regions high level of biodiversity. The list of
species is updated regularly. Most recently (after publication of the Draft PEIR and substantial
completion of the Final PEIR) the Southern California Mountain Lion was identified as a potential
candidate species and the Western Joshua Tree and Quino Checkerspot butterfly are to be considered for
candidate status in the near future. The following paragraphs provide discussion of these species to
augment the information provided in Section 3.4, Biological Resources; it is not new significant

information as identified in CEQA Guidelines Section 15162.
Southern California/Central Evolutionary Significant Unit (ESU) of Mountain Lion

On April 16, 2020, the California Fish and Game Commission (CFGC) voted unanimously to advance
the Southern California/Central evolutionary significant unit (ESU) of mountain lion to candidacy
under the California Endangered Species Act (CESA). Mountain lion populations in Southern and
Central Coast California are imperiled as a result of human activities. Land use planning must
integrate habitat connectivity in order to protect mountain lions. Continued habitat loss and
fragmentation has led to 10 genetically isolated populations within California. There are six identified
imperiled mountain lion populations in the ESU; four populations occur within the SCAG region,
and they include: the Santa Monica Mountains lions, the Santa Ana Mountains lions, the San
Gabriel/San Bernardino Mountains lions, and the Eastern Peninsular Range lions. At least two of the
populations (Santa Monica Mountains and Santa Ana Mountains) are severely constrained and facing
an extinction vortex due to high levels of inbreeding, low genetic diversity, and high human-caused
mortality rates from car strikes on roads, depredation kills, rodenticide poisoning, poaching, disease,

and increased human-caused wildfires.2345.6

The effective population sizes of the four populations within the SCAG region range from 4 to about

32 mountain lions. An effective population size of 50 is assumed to be sufficient to prevent

2 Ernest HB, Boyce WM, Bleich VC, May B, Stiver S], Torres SG (2003) Genetic structure of mountain lion (Puma
concolor) populations in California. Conserv Genet 353-366

3 Ernest HB, Vickers TW, Morrison SA, Buchalski MR, Boyce WM (2014) Fractured genetic connectivity threatens
a Southern California puma (Puma concolor) population. PLoS One 9: . doi: 10.1371/journal.pone.0107985

4 Riley, S. P. D,, Serieys, L. E. K., Pollinger, J. P., Sikich, J. A., Dalbeck, L., Wayne, R. K., & Ernest, H. B. (2014).
Individual behaviors dominate the dynamics of an urban mountain lion population isolated by roads. Current
Biology, 24(17), 1989-1994.

5 Vickers, T. W., Sanchez, J. N., Johnson, C. K., Morrison, S. A., Botta, R., Smith, T., ... Boyce, W. M. (2015).
Survival and mortality of pumas (Puma concolor) in a fragmented, urbanizing landscape. PLoS ONE, 10(7), 1-18

6 Benson, J. F., Mahoney, P. J., Sikich, J. A, Serieys, L. E. K., Pollinger, J. P., Ernest, H. B., & Riley, S. P. D. (2016).
Interactions between demography, genetics, and landscape connectivity increase extinction probability for a
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inbreeding depression over five generations, while an effective population size of 500 is considered
sufficient to retain evolutionary potential in perpetuity. All of the populations in the SCAG region are
well below that minimum threshold of 50, which indicates that these populations are at serious risk
of becoming extirpated. Furthermore, mountain lions in the Santa Monica and Santa Ana mountains
have been found to have dangerously low genetic diversity and effective population size, and they
are likely to become extinct within 50 years if nothing is done to improve gene flow with other

mountain lion populations.”89

The primary threat to the long-term survival of mountain lions in the Southern California/Central
Coast ESU is genetic isolation due to lack of connectivity caused by continuous development in
mountain lion habitat with little consideration to their movement needs. Mountain lions are wide
ranging species that have home ranges of 75 to 200 mi2 Thus, the persistence of the four populations
with the SCAG region relies heavily on being connected with mountain lions throughout the ESU as

well as statewide.

Negative edge effects from human activity, traffic, lighting, noise, domestic pets, pollutants, invasive
weeds, and increased fire frequency have been found to be biologically significant up to 300 meters
(~1000 feet) away from anthropogenic features in terrestrial systems. Human development and
associated noise can degrade adjacent wildlife habitat and behavior. One study concluded that even
“nonconsumptive forms of human disturbance may alter the ecological role of large carnivores by
affecting the link between these top predators and their prey”.10 In addition, mountain lions have
been found to respond fearfully upon hearing human vocalizations, avoiding the area and moving

more cautiously when hearing humans.
Western Joshua Tree

The western Joshua tree is currently being considered for listing under the California Environmental
Species Act (CESA), if granted then CEQA status would grant the western Joshua tree temporary

protections under CESA including heightened review and analysis of projects that have the potential

7 Ibid.
Gustafson, K. D., Gagne, R. B., Vickers, T. W,, Riley, S. P. D., Wilmers, C. C., Bleich, V. C,, ... Ernest, H. B. (2018).

Genetic source-sink dynamics among naturally structured and anthropogenically fragmented puma
populations. Conservation Genetics, 20(2), 215-227.

9 Benson, J. E., Mahoney, P. J., Vickers, T. W., Sikich, J. A., Beier, P, Riley, S. P. D,, ... Boyce, W. M. (2019).
Extinction vortex dynamics of top predators isolated by urbanization. Ecological Applications, 0(0), e01868

10 gmith JA, Suraci JP, Clinchy M, Crawford A, Roberts D, Zanette LY, Wilmers CC (2017) Fear of the human ‘super
predator’ reduces feeding time in large carnivores. Proc R Soc B Biol Sci 284:20170433 . doi:
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to directly and indirectly impact the western Joshua tree. The species is found only within a specific
range of temperature and precipitation, restricting the range. Increased temperatures, reduction in
precipitation, development, wildfires, invasive species, and other threats endanger the continued

viability of the species.
Quino checkerspot butterfly

The Quino checkerspot butterfly was listed on the Federal Endangered Species Act in 1997. The CBD
released a petition to list the Quino checkerspot butterfly as endangered under CESA on June 29,
2020. Quino checkerspot (Euphydryas editha quino) was a common spring butterfly of the open
forblands, grasslands, and sparse shrublands of Southern California where it typically laid its eggs on
the small native forb, Plantago erecta (Mattoni et al. 1997). As these landscapes were lost to urban
development throughout Los Angeles and Orange county, the remaining populations in Riverside
and San Diego counties have been threatened by the invasion of nonnative grasses spread through

the ranching era and accelerated by deposition of nitrogen.

PEIR Pages 3.4-5 to 3.4-44 characterize the biological resources in the SCAG region. The following

paragraphs provide context as to existing threats to sensitive species posed by nitrogen deposition. This

information expands the existing information provided in Section 3.4, Biological Resources, and is not

new significant information as identified in CEQA Guidelines Section 15162.

Nitrogen Deposition Effects on to Sensitive Species

As discussed in Section 3.3, Air Quality, nitrogen oxides (NOx) are released in the air through the
burning of fossil fuels (including vehicles fueled by fossil fuels), agricultural fertilizer application,
and livestock waste.ll NOx emissions react with dust or dissolve into rainwater and fall onto
ecosystems as reactive nitrogen (Nr) deposition. 12 An increase in nitrogen inputs can lead to soil and
water acidification, plant nutrient imbalances, declines in plant health, changes in species
composition, increases in invasive species, increased susceptibility to secondary stresses (i.e. freezing,
drought, and insect outbreaks). Nitrogen saturation occurs in areas where nitrogen exceeds the plant

and microbial demand.13 In areas with nitrogen deficiencies, nitrogen deposition can be beneficial.

11 Science News. 2016. Study finds wide-reaching impact of nitrogen deposition on plants. Available online at:
https://www.sciencedaily.com/releases/2016/03/160330174216.htm

12 National Park Service. Studying Reactive Nitrogen Deposition. Available online at:
https://www.nps.gov/articles/cave n study.htm.

13" Pardo, L.H. 2010. USDA. Assessment of Nitrogen Deposition Effects and Empirical Critical Loads of Nitrogen for
Ecoregions of the United States. Available online at: https://www.nrs.fs.fed.us/pubs/gtr/gtr nrs80.pdf
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Specifically, areas can see increases in forest growth, carbon sequestration, and stand health in

general.14

Total nitrogen deposition includes wet and dry oxidized and reduced nitrogen. Wet deposition is
when rain, snow, or fog carries gases and particles to the earth’s surface. Dry deposition is when
gases and particles are carried to the surface in the absence of rain, snow, or fog. Oxidized nitrogen is
produced from the burning of fossil fuels as well as natural sources such as lightning, forest fires and
bacterial decay.15 Oxidized nitrogen include nitric acid (HNOs), nitric oxide (NO), nitrogen dioxide
(NOg2), ammonia (NHs), and particulate nitrate (NO:3).16 Reduced nitrogen is primarily emitted from
agricultural systems but also from automobiles. Reduced nitrogen includes ammonia and particulate
ammonium (NHs).17 In March 2020, the U.S. EPA released regional trends in nitrogen deposition.
The annual average total deposition rate of nitrogen in the Pacific region of the U.S. decreased by
approximately 11% from 3.7 kg-N/ha to 3.3 kg-N/ha between the periods 2000 — 2002 and 2016-2018.
The total deposition of oxidized nitrogen decreased by approximately 37% from an annual average
2.7 kg-N/ha to 1.7 kg-N/ha over the same time period. The total deposition of reduced nitrogen
increased approximately 36% from an annual average of 1.1 kg-N/ha in 2000-2002 to 1.5 kg-N/ha over

the same time period.18 19

Studies have shown that automobile NHs emissions within the South Coast Air Basin come primarily
from light-duty gasoline vehicles (depending on the age and mode of driving) and dairy facilities.20
NHs can cause short-term and long-term health impacts including eye/lung irritation and impacts to
the cardiovascular system. There are no state or national-scale measurements to establish a baseline
for ammonia concentrations. However, the National Atmospheric Deposition Program has
established the ammonia monitoring network to measure ambient ammonia gas in 100 sites across

the U.S. The SCAG region only includes one of these monitoring stations located at Joshua Tree

14

15

16

17

18

19

20

National Park Service. Studying Reactive Nitrogen Deposition. Available online at:
https://www.nps.gov/articles/cave n study.htm.

EPA Enviroatlas. Total Annual Nitrogen Deposition. Available online at:
https://enviroatlas.epa.gov/enviroatlas/DataFactSheets/pdf/ESN/Total AnnualNitrogenDeposition.pdf.

EPA Enviroatlas. Total Annual Oxidized Nitrogen Deposition. Available online at:
https://enviroatlas.epa.gov/enviroatlas/DataFactSheets/pdf/ESN/Total AnnualOxidizedNitrogenDeposition.pdf

EPA Enviroatlas. Total Annual Reduce Nitrogen Deposition. Available online at:
https://enviroatlas.epa.gov/enviroatlas/DataFactSheets/pdf/ESN/Total AnnualReducedNitrogenDeposition.pdf

EPA. Progress Report. Acid Deposition. Available online at:
https://www3.epa.gov/airmarkets/progress/reports/acid_deposition_figures.html#figure3

EPA Enviroatlas. Total Annual Reduce Nitrogen Deposition. Available online at:
https://enviroatlas.epa.gov/enviroatlas/DataFactSheets/pdf/ESN/Total AnnualReducedNitrogenDeposition.pdf

National Atmospheric Deposition Program. Ammonia Monitoring Network (AMoN). Available online at:
http://nadp.slh.wisc.edu/amon/
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National Park. Monitoring began in 2010 and the highest concentration of ammonia reported was

3.87 pg/m? in September 2012.21

As indicated in Section 3.3, Air Quality, of the PEIR, vehicular NOx emissions are regulated by
CARB. In general, vehicular NOx emissions are controlled effectively by catalytic converters. A side
effect of catalytic converters is the production of NHs. As a result, although total NOx is going down
in response to regulation, NHs has continued to be produced by catalytic converters. NHs is an

important driver of nitrogen deposition in urban-affected areas and near roadways.22

Nitrogen deposition has the potential to impact sensitive habitats and species. An increase in nitrogen
inputs can lead to soil and water acidification, plant nutrient imbalances, declines in plant health,
changes in species composition, increases in invasive species, increased susceptibility to secondary

stresses (i.e. freezing, drought, and insect outbreaks).

As stated above, there are no state or federal standards for measuring NHs (ammonia gas), and there
is only one monitoring station in the SCAG region that measures ammonia gas. As such,
measurement and quantification of NHs emissions is unreliable. Further, with no national or state

standards, there is no threshold for comparison for CEQA purposes.

PEIR Pages 3.4-62 to 3.4-73 analyzes the potential impacts of the Plan on candidate, sensitive and special

status species. The following discussion provides additional information regarding the effects of nitrogen

deposition and the Plan’s approach to habitat protection. This information expands the analysis of BIO-1

provided in Section 3.4, Biological Resources, and is not new significant information as identified in

CEQA Guidelines Section 15162.

Potential Impact of Changes in Nitrogen Deposition

As shown in Table 3.3-4, PEIR page 3.3-18, all air quality management districts within the SCAG
region are within attainment for NO2. However, the Mojave Desert Air Basin, Salton Sea Air Basin,
South Central Coast Air Basin, and South Coast Air Basin are all in non-attainment for ozone. ROG
and NOx emissions are precursors to ozone; therefore, the air basins are reducing NOx emissions in
order to reduce ozone and meet attainment. As a result, NOx emissions must continue to be reduced
in the SCAG region in order to meet NAAQS attainment standards for ozone; However, as noted

above, one of the technologies used to reduce NOx emissions (catalytic converters) results in the

21

National Atmospheric Deposition Program. Ammonia Monitoring Network (AMoN). Available online at:
http://nadp.slh.wisc.edu/amon/

22 https://www.fs.fed.us/psw/publications/fenn/psw 2018 fenn001.pdf
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production of NHs (ammonia gas), which in turn drives nitrogen deposition in urban areas near
roadways. Therefore, while NOx may decrease in the region, NHs may still be produced by catalytic
converters. NHs, however, is expected to be reduced both with newer model cars and through the
introduction of non-combustion engines. As total VMT increases, NHs could continue to rise
depending on the composition of the vehicle fleet. As stated above, currently, there are no state or

national standards for NHs.

Within the SCAG region, the increase in total VMT and construction of transportation and
development projects could lead to an increase in nitrogen deposition that would be harmful to
sensitive species. As shown in Table 3.17-14, Total VMT 2019 and 2045 By County, of the Final PEIR,
total daily VMT in 2045 would increase when compared to current daily VMT. However, per capita
VMT would decrease compared to today and total VMT would be less than if the Plan were not
implemented. Unlike NOx, which is shown to decrease despite increasing total VMT, it is unclear
whether NHs and total deposited nitrogen has the potential to increase with total VMT due to

variables such as engine type and age of car.

The relationship between VMT and NHs is unclear. While catalytic converters control NOx emissions,
they do produce NHs. But as more combustion engines are removed from the road and newer models
with cleaner technologies increase, including prevalence of electric cars, NHs could actually decrease
over the lifetime of the Plan. The Plan supports fleet changes through the inclusion of transportation
strategies aimed at electric fleets and other emerging technologies, and in fact, LA Metro, the largest
bus fleet in the region, is in the process of phasing out all combustion (gasoline and natural gas) buses

from its fleet.

Emerging technologies vary when it comes to their effect on VMT and the removal of combustion
engines, and the effect on NHs emissions. Some of these technologies, such as alternative fuel
vehicles, micro-mobility, bikesharing and microtransit, have a mitigating influence on VMT and
encourage fleet changes. Others, such as ride-hailing and automated vehicles, are expected to
increase VMT and if their business models do not adapt, but also have the potential to reduce NHs
emissions, if not powered by combustion engines. Emerging technologies and transportation
strategies are further complicated by new work and travel patterns as a result of the ongoing
pandemic. Nonetheless, as car fleets turn over, and there are fewer combustion engines on the road,

overall nitrogen deposition may not continue to increase, but the overall effect is currently uncertain

Attachment: Connect SoCal PEIR Addendum (Final Connect SoCal Technical Refinements and PEIR Addendum)

and speculative.

Impact Sciences, Inc. 3.0-8 Connect SoCal PEIR Addendum
1329.001 September 2020

Packet Pg. 192




3.0 PEIR Clarifications

Plan Approach to Habitat Protection

There are numerous protected species in the SCAG Region (see PEIR Tables 3.4-2 and 3.4-3); it is not
possible to determine which of these species may be impacted by specific projects. Rather, the
Connect SoCal Plan takes a multi-species benefit approach to conservation, intended to protect and
enhance the SCAG region’s high-level of biodiversity. Connect SoCal includes key conservation

approaches for the species’ survival, including habitat preservation, restoration, and connectivity.

Jurisdictions within the SCAG region are aiming to reduce habitat loss and increase connectivity.
Ventura County adopted the Habitat Connectivity and Wildlife Corridor project in March 2019. The
project included the development of regulations and revisions to zoning ordinances (see Ventura
County Ordinance No. 4537 and 4539) and general plan policies to address habitat loss and
fragmentation resulting from urban growth. The California Department of Transportation (Caltrans)
has also planned a wildlife life crossing through Route 101 Freeway at Liberty Canyon Road in
Agoura Hills.

Connect SoCal includes a $1 billion initiative to develop a Regional Advanced Mitigation Program
(RAMP) as part of the Connect SoCal’s Core Vision for Sustainable Development. SCAG anticipates
that the RAMP will be funded from new revenues that are reasonably available over the life of the
Plan, including the implementation of mileage-based user fees at the state and local levels. The
RAMP would establish and/or supplement regional conservation and mitigation banks and/or other
approaches to offset the impacts of transportation and other development projects. The program

structure would be determined in the future by potential implementing entities within the region.

Inclusion of a RAMP in Connect SoCal is based upon an assessment of regional need and the support
of stakeholders throughout the region. Support for regional advance mitigation programs as a key
element of transportation planning strategy is growing nationally and statewide. Transportation
agencies within California, and specifically the SCAG region, have been at the forefront of this trend.
Due to SCAG's limited authority, the RAMP would not be able to acquire property in the same way
that SANDAG’s RAMP would. Instead, SCAG’s role would focus more on agency coordination.
SCAG plans to work with stakeholders in the future to identify how the RAMP can be structured and

implemented and continue to support advanced mitigation initiatives throughout the region.

To assist in defining the RAMP, SCAG is currently leading a multi-year effort to develop a Regional
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Mitigation Planning including approaches for RAMP in the SCAG region, needed science and

analysis, models, challenges and opportunities and recommendations.

The Plan’s Core Vision for Sustainable Development includes strategies intended to support
implementation of the SCS, as well as a collection of land use tools that can support protection of
mountain lion habit. The Green Region strategy seeks to “preserve, enhance and restore regional
wildlife connectivity” (Connect SoCal page 50). Land use tools that are supported for implementation
at the local level to meet this objective include Transfer of Development Rights; Urban Greening; and
Greenbelts and Community Separators. Each of these strategies include policy language that directly
calls for protecting wildlife habitat, enhancing biodiversity, and/or restoring habitat connectivity
(Connect SoCal page 53). SCAG has already made progress in implementing the 2016 RTP/SCS by
initiating development of a regional “Greenprint.” The Greenprint will serve as a strategic web-based
conservation tool to provide the best available scientific data and scenario visualizations to help
cities, counties and transportation agencies make better land use and transportation infrastructure
decisions and conserve natural and farmlands. Through an active, funded partnership with The
Nature Conservancy, SCAG will deploy a regional Greenprint tool by 2022 to serve as an online
mapping platform illuminating the multiple benefits of natural and agricultural lands through data
related to key topics such as habitat connectivity, biodiversity, clean water, agriculture, and

greenhouse gas sequestration.

The Natural & Farmlands Technical Report contains “Recommended Policies” and “Next Steps” that
will benefit species, including mountain lions, Western Joshua Tree, and Quino checkerspot butterfly
including improving natural corridor connectivity; encouraging advance mitigation programs; and

encouraging jurisdictions to work across county lines (Connect SoCal page 21- 22).

3.20 WILDFIRE

PEIR Pages 3.20-15 of the PEIR provides regulatory framework information related to wildfire in the
SCAG region. The following provides additional information on wildfire resources. This information
expands the discussion provided in Section 3.20 Wildfire and is not new significant information as

identified in CEQA Guidelines Section 15162.

EO N-16-19, AB 1116, SB 542 and Recent Steps to Augment Firefighting Resources
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support CAL FIRE, the state issued Executive Order (EO) N-16-19, Assembly Bill (AB) 1116, and
Senate Bill (5B) 542 and increased the state budget dedicated to CAL FIRE.

In June 2019, the Governor issued EO N-16-19 which authorizes an additional 400 seasonal
firefighters to CAL FIRE and 13 new fire engines.23 In October 2019, Governor Newsom signed into
law AB 1116 and SB 542 that focus on improving the physical and mental health of California’s first
responders. AB 1116, the California Firefighter Peer Support and Crisis Referral Services Act,
establishes statewide standards for first responder peer support programs that will provide an
agency-wide network of peer representatives available to help employees on emotional or
professional issues. SB 542, the Trauma Treatment Act, provides first responders with worker’s
compensation while recovering from mental health scars and works to improve mental health
awareness among firefighters.24 The California 2019-2020 state budget includes $240.3 million to
enhance CAL FIRE's fire protection capabilities, with approximately $6.6 million (and $9.3 million
ongoing) designated for CAL FIRE's health and wellness program. The health and wellness programs

provide medical and psychological services as well as peer support to firefighters.2

On July 9, 2020, Governor Newsom also announced that the state would retain an additional 858
firefighters and six California Conservation Corps (CCC) crews through October in order to protect

emergency personnel and evacuees from wildfire during the COVID-19 pandemic.26

23

24

25

26

Office of Gavin Newsom. 2019. Governor Newsom Highlights Emergency Preparedness, Additional Resources for this
Year’s Fire Season. Available online at: https://www.gov.ca.gov/2019/07/31/governor-newsom-highlights-
emergency-preparedness-additional-resources-for-this-years-fire-season/.

Office of Gavin Newsom. 2019. Governor Newsom Signs Bills to Support Firefighters and First Responders. Available
online at: https://www.gov.ca.gov/2019/10/01/governor-newsom-signs-bills-to-support-firefichters-and-first-

responders/.

State of California. California State Budget 2019-20. Available online at: http://www.ebudget.ca.gov/2019-
20/pdf/Enacted/BudgetSummary/FullBudgetSummary.pdf.

Capitol Public Radio (CapRadio 90.9 FM Sacramento) transcript of Governor Newsom’s news conference
https://www.capradio.org/articles/2020/07/09/watch-live-gov-gavin-newsom-update-on-covid-19-and-fire-
season-preparation/
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4.0 MITIGATION MEASURES

Since publication of the Final PEIR, SCAG received comments and suggestions to clarify and amplify
mitigation measures included in the Final PEIR. SCAG has comprehensively reviewed the mitigation
measures and determined in some places, modifications to the mitigation measures is appropriate. These

changes are presented below in strikethrengh/underline.

The revised mitigation measures would not result in the need to prepare a supplemental or subsequent

PEIR as they would not be considered new information under Guidelines section 15162:

The clarifications to mitigation measures do not represent new information of substantial importance,
which was not known and could not have been known with the exercise of reasonable diligence at the

time the PEIR was certified and they do not indicate any of the following;:

(A) The project will have one or more significant effects not discussed in the previous EIR or

negative declaration;

(B) Significant effects previously examined will be substantially more severe than shown in the

previous EIR;

(C) Mitigation measures or alternatives previously found not to be feasible would in fact be
feasible, and would substantially reduce one or more significant effects of the project, but the

project proponents decline to adopt the mitigation measure or alternative; and/or

(D) Mitigation measures or alternatives which are considerably different from those analyzed in
the previous EIR would substantially reduce one or more significant effects on the
environment, but the project proponents decline to adopt the mitigation measure or

alternative.

In general, these revised mitigation measures, expand and clarify the existing mitigation measures,

providing additional detail where appropriate.
3.2  Agriculture and Forestry

SMM AG-1:  SCAG shall host a Natural & Farmlands Conservation Working Group which will
provide a forum for stakeholders to share best practices and develop recommendations

for natural and agricultural land conservation throughout the region, including the
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SMM AG-2:

SMM AG-3:

SMM AG-4:

4.0 Mitigation Measures

development and implementation of Connect SoCal’'s ef& Natural and Farm Lands

Conservation Strategy-for-the-ConneetSoCal-Plan-ies.

SCAG shall develop a Regional Greenprint, which is a strategic web-based conservation

tool that provides the best available scientific data and scenario visualizations to help

cities, counties and transportation agencies make better land use and transportation

infrastructure decisions and conserve natural and farm lands. expand-en—the Natural

subregions—to-support-theirecounty-level-efforisat-databuilding: SCAG shall use the
Greenprint to identify priority conservation areas and work with SCAG-shall-eneourage

CTCs to develop advanced mitigation programs or include them in future transportation
measures by (1) funding pilot programs that encourage advance mitigation including
data and replicable processes, (2) participating in state-level efforts that would support
regional advanced mitigation planning in the SCAG region, and (3) supporting the

inclusion of advance mitigation programs at county level transportation measures.

SCAG shall align with funding opportunities and pilot programs to begin
implementation of conservation strategies through (1) seeking planning and

implementation funds, such as Greenhouse Gas Reduction Funds eap-and-trade-auetion

proeeeds that could advance local action on acquisition and restoration projects locally
and regionally, (2) supporting CTCs and other partners, and (3) continuing policy
alignment with the State Wildlife Action Plan 2015 Update and its implementation.

SCAG shall provide incentives to jurisdictions that cooperate across county lines to
protect and restore natural habitat corridors, especially where corridors cross county

boundaries, as detailed in the Natural & Farmlands Appendix—Technical Report

strategies of Connect SoCal. SCAG will work with stakeholders to identify incentives and

leverage resources that help protect habitat corridors.

3.3  Air Quality

PMM AQ-1:

Impact Sciences, Inc.
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In accordance with provisions of sections 15091(a)(2) and 15126.4(a)(1)(B) of the State

CEQA Guidelines, a Lead Agency for a project can and should consider mitigation
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measures to reduce substantial adverse effects related to violating air quality standards.
Such measures may include the following or other comparable measures identified by

the Lead Agency:

Minimize land disturbance.

Suspend grading and earth moving when wind gusts exceed 25 miles per hour
unless the soil is wet enough to prevent dust plumes.

Cover trucks when hauling dirt.

Stabilize the surface of dirt piles if not removed immediately.

Limit vehicular paths on unpaved surfaces and stabilize any temporary roads.
Minimize unnecessary vehicular and machinery activities.

Sweep paved streets at least once per day where there is evidence of dirt that has
been carried on to the roadway.

Revegetate disturbed land, including vehicular paths created during construction to
avoid future off-road vehicular activities.

On Caltrans projects, Caltrans Standard Specifications 10-Dust Control, 17-Watering,
and 18-Dust Palliative shall be incorporated into project specifications.

Require contractors to assemble a comprehensive inventory list (i.e.,, make, model,
engine year, horsepower, emission rates) of all heavy-duty off-road (portable and
mobile) equipment (50 horsepower and greater) that could be used an aggregate of
40 or more hours for the construction project. Prepare a plan for approval by the
applicable air district demonstrating achievement of the applicable percent reduction
for a CARB-approved fleet. Daily logging of the operating hours of the equipment
should also be required.

Ensure that all construction equipment is properly tuned and maintained.

Minimize idling time to 5 minutes_or beyond regulatory requirements —saves fuel
and reduces emissions.

. Provide an operational water truck on-site at all times. Use watering trucks to

minimize dust; watering should be sufficient to confine dust plumes to the project
work areas. Sweep paved streets at least once per day where there is evidence of dirt
that has been carried on to the roadway.

Utilize existing power sources (e.g., power poles) or clean fuel generators rather than
temporary power generators.
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Develop a traffic plan to minimize community impacts as a result of traffic flow
interference from construction activities. The plan may include advance public notice
of routing, use of public transportation, and satellite parking areas with a shuttle
service. Schedule operations affecting traffic for off-peak hours. Minimize
obstruction of through-traffic lanes. Provide a flag person to guide traffic properly
and ensure safety at construction sites. Project sponsors should consider developing
a goal for the minimization of community impacts.

As appropriate require that portable engines and portable engine-driven equipment
units used at the project work site, with the exception of on-road and off-road motor
vehicles, obtain CARB Portable Equipment Registration with the state or a local
district permit. Arrange appropriate consultations with the CARB or the District to
determine registration and permitting requirements prior to equipment operation at
the site.

Require projects to use Tier 4 Final equipment or better for all engines above 50
horsepower (hp). In the event that construction equipment cannot meet to Tier 4
Final engine certification, the Project representative or contractor must demonstrate
through future study with written findings supported by substantial evidence that is
approved by SCAG before using other technologies/strategies. Alternative applicable
strategies may include, but would not be limited to, construction equipment with
Tier 4 Interim or reduction in the number and/or horsepower rating of construction
equipment and/or limiting the number of construction equipment operating at the
same time. All equipment must be tuned and maintained in compliance with the
manufacturer’'s recommended maintenance schedule and specifications. All
maintenance records for each equipment and their contractor(s) should make
available for inspection and remain on-site for a period of at least two years from
completion of construction, unless the individual project can demonstrate that Tier 4
engines would not be required to mitigate emissions below significance thresholds.
Project sponsors should also consider including ZE/ZNE technologies where
appropriate and feasible.

Projects located within the South Coast Air Basin should consider applying for South
Coast AQMD “SOON” funds which provides funds to applicable fleets for the
purchase of commercially available .low-emission heavy-duty engines to achieve
near-term reduction of NOx emissions from in-use off-road diesel vehicles.

Projects located within AB 617 communities should review the applicable
Community Emissions Reduction Plan (CERP) for additional mitigation that can be
applied to individual projects.

Where applicable, projects should provide information about air quality related
programs to schools, including the Environmental Justice Community Partnerships
(EJCP), Clean Air Ranger Education (CARE), and Why Air Quality Matters
programs.
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u. Projects should work with local cities and counties to install adequate signage that

prohibits truck idling in certain locations (e.g., near schools and sensitive receptors).

v. As applicable for airport projects, the following measures should be considered:

Considering operational improvements to reduce taxi time and auxiliary
power unit usage, where feasible. Additionally, consider single engine
taxing, if feasible as allowed per Federal Aviation Administration guidelines.

Set goals to achieve a reduction in emissions from aircraft operations over
the lifetime of the proposed project.

Require the use of ground service equipment (GSE) that can operate on
battery-power. If electric equipment cannot be obtained, require the use of
alternative fuel, the cleanest gasoline equipment, or Tier 4, at a minimum.

w. As applicable for port projects, the following measures should be considered:

Develop specific timelines for transitioning to zero emission cargo handling
equipment (CHE).

Develop interim performance standards with a minimum amount of CHE
replacement each year to ensure adequate progress.

Use short side electric power for ships, which may include tugboats and
other ocean-going vessels or develop incentives to gradually ramp up the
usage of shore power.

Install the appropriate infrastructure to provide shore power to operate the
ships. Electrical hookups should be appropriately sized.

Maximize participation in the Port of Los Angeles’ Vessel Speed Reduction
Program or the Port of Long Beach’s Green Flag Initiation Program in order
to reduce the speed of vessel transiting within 40 nautical miles of Point
Fermin.

Encourage the participation in the Green Ship Incentives.

Offer incentives to encourage the use of on-dock rail.

x. As applicable for rail projects, the following measures should be considered:

— Provide the highest incentives for electric locomotives and then locomotives that

meet Tier 5 emission standards with a floor on the incentives for locomotives that
meet Tier 4 emission standards.

y. Projects that will introduce sensitive receptors within 500 feet of freeways and other

sources should consider installing high efficiency of enhanced filtration units, such as
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Minimum Efficiency Reporting Value (MERV) 13 or better. Installation of enhanced
filtration units can be verified during occupancy inspection prior to the issuance of
an occupancy permit.

z. Develop an ongoing monitoring, inspection, and maintenance program for the
MERV filters.

— Disclose potential health impacts to prospective sensitive receptors from
living in close proximity to freeways or other sources of air pollution and the
reduced effectiveness of air filtration systems when windows are open or
residents are outside.

— Identify the responsible implementing and enforcement agency to ensure
that enhanced filtration units are installed on-site before a permit of
occupancy is issued.

— Disclose the potential increase in energy costs for running the HVAC system
to prospective residents.

— Provide information to residents on where MERYV filters can be purchased.

— Provide recommended schedule (e.g., every year or every six months) for
replacing the enhanced filtration units.

— Identify the responsible entity such as future residents themselves,
Homeowner’s Association, or property managers for ensuring enhanced
filtration units are replaced on time.

— Identify, provide, and disclose ongoing cost-sharing strategies, if any, for
replacing the enhanced filtration units.

—  Set criteria for assessing progress in installing and replacing the enhanced
filtration units; and

— Develop a process for evaluating the effectiveness of the enhanced filtration
units.

aa. Consult the SCAG Environmental Justice Toolbox for potential measures to address
impacts to low-income and/or minority communities.

bb. The following criteria related to diesel emissions shall be implemented on by
individual project sponsors as appropriate and feasible:

— Diesel nonroad vehicles on site for more than 10 total days shall have either
(1) engines that meet EPA on road emissions standards or (2) emission
control technology verified by EPA or CARB to reduce PM emissions by a
minimum of 85%.
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Diesel generators on site for more than 10 total days shall be equipped with
emission control technology verified by EPA or CARB to reduce PM
emissions by a minimum of 85%.

Nonroad diesel engines on site shall be Tier 2 or higher.

Diesel nonroad construction equipment on site for more than 10 total days

shall have either (1) engines meeting EPA Tier 4 nonroad emissions
standards or (2) emission control technology verified by EPA or CARB for
use with nonroad engines to reduce PM emissions by a minimum of 85% for

engines for 50 hp and greater and by a minimum of 20% for engines less than
50 hp.

Emission control technology shall be operated, maintained, and serviced as

recommended by the emission control technology manufacturer.

Diesel vehicles, construction equipment, and generators on site shall be
fueled with ultra-low sulfur diesel fuel (ULSD) or a biodiesel blend
approved by the original engine manufacturer with sulfur content of 15 ppm
or less.

The construction contractor shall maintain a list of all diesel vehicles,
construction equipment, and generators to be used on site. The list shall
include the following:

i. Contractor and subcontractor name and address, plus contact person

responsible for the vehicles or equipment.

ii. Equipment type, equipment manufacturer, equipment serial

number, engine manufacturer, engine model vear, engine

certification (Tier rating), horsepower, engine serial number, and

expected fuel usage and hours of operation.

iii. For the emission control technology installed: technology type, serial
number, make, model, manufacturer, EPA/CARB verification
number/level, and installation date and hour-meter reading on
installation date.

The contractor shall establish generator sites and truck-staging zones for

vehicles waiting to load or unload material on site. Such zones shall be

located where diesel emissions have the least impact on abutters, the general

public, and especially sensitive receptors such as hospitals, schools, daycare

facilities, elderly housing, and convalescent facilities.

The contractor shall maintain a monthly report that, for each on road diesel

vehicle, nonroad construction equipment, or generator onsite, includes:

4.0-7 Connect SoCal PEIR Addendum
September 2020

Attachment: Connect SoCal PEIR Addendum (Final Connect SoCal Technical Refinements and PEIR Addendum)

Packet Pg. 202




Impact Sciences, Inc.
1329.001

4.0 Mitigation Measures

i. Hour-meter readings on arrival on-site, the first and last day of every
month, and on off-site date.

ii. Any problems with the equipment or emission controls.

iii. Certified copies of fuel deliveries for the time period that identify:

1. Source of supply

2. Quantity of fuel

3. Quantity of fuel, including sulfur content (percent by weight)

cc. Project should exceed Title-24 Building Envelope Energy Efficiency Standards
(California Building Standards Code). The following measures can be used to
increase energy efficiency:

— Install programmable thermostat timers

—  Obtain Third-party HVAC commissioning and verification of energy savings
(to be grouped with exceedance of Title 24).

— Install energy efficient appliances (Typical reductions for energy-efficient

appliances can be found in the Energy Star and Other Climate Protection
Partnerships Annual Reports.)

— Install higher efficacy public street and area lighting

—  Limit outdoor lighting requirements

— Replace traffic lights with LED traffic lights

— Establish onsite renewable or carbon neutral energy systems — generic, solar

power and wind power

— Utilize a combined heat and power system

—  Establish methane recovery in Landfills and Wastewater Treatment Plants.

—  Locate project near bike path/bike lane

— Provide pedestrian network improvements, such as interconnected street
network, narrower roadways and shorter block lengths, sidewalks,
accessibility to transit and transit shelters, traffic calming measures, parks

and public spaces, minimize pedestrian barriers.
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ii.

iii.

iv.

vi.

Vii.

viii.

iX.

Xi.

Marked crosswalks

Count-down signal timers

Curb extensions

Speed tables

Raised crosswalks

Raised intersections

Median islands

Tight corner radii

Roundabouts or mini-circles

On-street parking

Chicanes/chokers

—  Create urban non-motorized zones

— Provide bike parking in non-residential and multi-unit residential projects

4.0 Mitigation Measures

— Dedicate land for bike trails

— Limit parking supply through:

i.

ii.

iii.

— Require residential area parking permit.

Elimination (or reduction) of minimum parking requirements

Creation of maximum parking requirements

Provision of shared parking

— Provide ride-sharing programs

ii.

ii.

Impact Sciences, Inc.
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Designate a certain percentage of parking spacing for ride sharing

vehicles

Designating adequate passenger loading and unloading and waiting

areas for ride-sharing vehicles

Providing a web site or messaging board for coordinating rides
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iv. Permanent transportation management association membership and
finding requirement.

3.4  Biological Resources

SMM BIO-1:

SMM BIO-2:

Impact Sciences, Inc.
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SCAG shall facilitate reducing future impacts to species identified as a candidate,
sensitive, or special status species and its habitats through cooperation, information
sharing, and program development. SCAG shall consult with the resource agencies, such
as the USFWS, NMFS, USACE, USFS, BLM, and CDFW, as well as local jurisdictions
including cities and counties, to incorporate designated critical habitat, federally
protected wetlands, the protection of sensitive natural communities and riparian
habitats, designated open space or protected wildlife habitat, local policies and tree

preservation ordinances, applicable HCPs and NCCPs, or other related planning

documents into SCAG’s ongoing regional planning efforts and programs such as, -such
as—web-based planning tools for local government including CA LOTS, and other GIS
tools and data services, including, but not limited to, Map Gallery, GIS library, and GIS
applications, and direct technical assistance efforts and sharing of associated online
Training materials. Planning efforts shall be consistent with the approach outlined in the

California Wildlife Action Plan. Additionally, SCAG’s shall vet and distribute

environmental data (i.e., endangered species and important habitat areas) to local

jurisdictions.

SCAG shall continue to develop a regional conservation strategy in coordination with
local jurisdictions and other stakeholders, including the county transportation
commissions. The conservation strategy will build upon existing efforts including those

at the sub-regional and local levels to identify potential priority conservation areas.

naturalhabitat-corridors: SCAG will also collaborate with stakeholders to establish a new

Regional Advanced Mitigation Program (RAMP) initiative to preserve habitat. The

RAMP would establish and/or supplement regional conservation and mitigation banks

and/or other approaches to offset the impacts of transportation and other development

projects.
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To assist in defining the RAMP, SCAG shall lead a multi-year effort to SCAG-shall

develop new regional tools, like the Regional Data Platform and Regional Greenprint

that will provide an easily accessible resource to help municipalities, conservation

groups, developers and researchers prioritize lands for conservation based on best

available scientific data. The Regional Greenprint effort shall also produce a whitepaper
on the RAMP initiative, which includes approaches for the RAMP in the SCAG region,

needed science and analysis, models, challenges and opportunities and

recommendations. wil—be—supplemental—initiative —to—regional—conservation—and

SCAG shall coordinate with Caltrans and eneeurage—and-facilitate research, programs

and policies to identify, protect and restore natural habitat corridors, especially where
corridors cross county boundaries. Additionally, continue support for preserving wildlife
corridors and wildlife crossings to minimize the impact of transportation projects on

wildlife species and habitat fragmentation._ SCAG shall disseminate key information

related to the preservation and implementation of wildlife corridors and crossings by

showcasing best practices at SCAG’s Natural Lands Working Groups. SCAG shall also

distribute wildlife corridors and crossings data to local jurisdictions, so they may

incorporate said data into their general plans, as applicable.

In accordance with provisions of sections 15091(a)(2) and 15126.4(a)(1)(B) of the State
CEQA Guidelines, a Lead Agency for a project can and should consider mitigation
measures to reduce substantial adverse effects related to threatened and endangered
species, as applicable and feasible. Such measures may include the following or other

comparable measures identified by the Lead Agency:

a. Require project design to avoid occupied habitat, potentially suitable habitat, and
designated critical habitat, wherever practicable and feasible.

b. Where avoidance is determined to be infeasible, provide conservation measures to
fulfill the requirements of the applicable authorization for incidental take pursuant to
Section 7 or 10(a) of the federal ESA, Section 2081 of the California ESA to support
issuance of an incidental take permit, and/or as identified in local or regional plans.
Conservation strategies to protect the survival and recovery of federally and state-
listed endangered and local special status species may include:

i.  Impact minimization strategies
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ii.  Contribution of in-lieu fees for in-kind conservation and mitigation efforts
iii.  Use of in-kind mitigation bank credits
iv.  Funding of research and recovery efforts

V. Habitat restoration
vi. Establishment of conservation easements
vii. Permanent dedication of in-kind habitat

Design projects to avoid desert native plants protected under the California Desert
Native Plants Act, salvage and relocate desert native plants, and/or pay in lieu fees to
support off-site long-term conservation strategies.

Temporary access roads and staging areas will not be located within areas containing
sensitive plants, wildlife species or native habitat wherever feasible, so as to avoid or
minimize impacts to these species.

Develop and implement a Worker Environmental Awareness Program
(environmental education) to inform project workers of their responsibilities to avoid
and minimize impacts on sensitive biological resources.

Retain a qualified botanist to document the presence or absence of special status
plants before project implementation.

Appoint a qualified biologist to monitor construction activities that may occur in or
adjacent to occupied sensitive species” habitat to facilitate avoidance of resources not
permitted for impact.

Appoint a qualified biologist to monitor implementation of mitigation measures.

Schedule construction activities to avoid sensitive times for biological resources (e.g.
steelhead spawning periods during the winter and spring, nesting bird season) and
to avoid the rainy season when erosion and sediment transport is increased.

Develop an invasive species control plan associated with project construction.

If construction occurs during breeding seasons in or adjacent to suitable habitat,
include appropriate sound attenuation measures required for sensitive avian species

and other best management practices appropriate for potential local sensitive
wildlife.

Conduct pre-construction surveys to delineate occupied sensitive species’” habitat to
facilitate avoidance.
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m. Where projects are determined to be within suitable habitat and may impact listed or
sensitive species that have specific field survey protocols or guidelines outlined by
the USFWS, CDFW, or other local agency, conduct preconstruction surveys that
follow applicable protocols and guidelines and are conducted by qualified and/or
certified personnel.

n. Project design should address the protection of habitat on both sides of a freeway to
improve effectiveness of the crossings.

0. Project sponsors shall consider the impacts of nitrogen deposition on sensitive
species.

In accordance with provisions of sections 15091(a)(2) and 15126.4(a)(1)(B) of the State
CEQA Guidelines, a Lead Agency for a project can and should consider mitigation
measures to reduce substantial adverse effects related to riparian habitats and other
sensitive natural communities, as applicable and feasible. Such measures may include the

following or other comparable measures identified by the Lead Agency:

a. Consult with the USFWS and NMFS where such state-designated sensitive or
riparian habitats provide potential or occupied habitat for federally listed rare,
threatened, and endangered species afforded protection pursuant to the federal ESA.

b. Consult with the USFS where such state-designated sensitive or riparian habitats
provide potential or occupied habitat for federally listed rare, threatened, and
endangered species afforded protection pursuant to the federal ESA and any
additional species afforded protection by an adopted Forest Land Management Plan
or Resource Management Plan for the four national forests in the six-county area:
Angeles, Cleveland, Los Padres, and San Bernardino.

c. Consult with the CDFW where such state-designated sensitive or riparian habitats
provide potential or occupied habitat for state-listed rare, threatened, and
endangered species afforded protection pursuant to the California ESA, or Fully
Protected Species afforded protection pursuant to the State Fish and Game Code.

d. Consult with the CDFW pursuant to the provisions of Section 1600 of the State Fish
and Game Code as they relate to Lakes and Streambeds.

e. Consult with the USFWS, USFS, CDFW, and counties and cities in the SCAG region,
where state-designated sensitive or riparian habitats are occupied by birds afforded
protection pursuant to the MBTA during the breeding season.

f.  Consult with the CDFW for state-designated sensitive or riparian habitats where
furbearing mammals, afforded protection pursuant to the provisions of the State Fish
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Require project design to avoid sensitive natural communities and riparian habitats,
wherever practicable and feasible. Where practicable and feasible, require upland
buffers that sufficiently minimize impacts to riparian corridors.

Where avoidance is determined to be infeasible, develop sufficient conservation
measures through coordination with local agencies and the regulatory agency (i.e.,
USFWS or CDFW) to protect sensitive natural communities and riparian habitats and
develop appropriate compensatory mitigation, where required.

Appoint a qualified wetland biologist to monitor construction activities that may
occur in or adjacent to sensitive communities.

Appoint a qualified wetland biologist to monitor implementation of mitigation
measures.

Schedule construction activities to avoid sensitive times for biological resources and
to avoid the rainy season when erosion and sediment transport is increased.

When construction activities require stream crossings, schedule work during dry
conditions and use rubber-wheeled vehicles, when feasible. Have a qualified wetland
scientist determine if potential project impacts require a Notification of Lake or
Streambed Alteration to CDFW during the planning phase of projects.

. Consult with local agencies, jurisdictions, and landowners where such state-

designated sensitive or riparian habitats are afforded protection pursuant an adopted
regional conservation plan.

Install fencing and/or mark sensitive habitat to be avoided during construction
activities.

Salvage and stockpile topsoil (the surface material from 6 to 12 inches deep) and
perennial native plants, when recommended by the qualified wetland biologist, for
use in restoring native vegetation to areas of temporary disturbance within the
project area. Salvage of soils containing invasive species, seeds and/or rhizomes will
be avoided as identified by the qualified wetland biologist.

Revegetate with appropriate native vegetation following the completion of
construction activities, as identified by the qualified wetland biologist.

Complete habitat enhancement (e.g., through removal of non-native invasive
wetland species and replacement with more ecologically valuable native species).

Use Best Management Practices (BMPs) at construction sites to minimize erosion and
sediment transport from the area. BMPs include encouraging growth of native
vegetation in disturbed areas, using straw bales or other silt-catching devices, and
using settling basins to minimize soil transport.
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In accordance with provisions of sections 15091(a)(2) and 15126.4(a)(1)(B) of the State
CEQA Guidelines, a Lead Agency for a project can and should consider mitigation
measures to reduce substantial adverse effects related to wildlife movement, as
applicable and feasible. Such measures may include the following or other comparable

measures identified by the Lead Agency:

a. Consult with the USFS where impacts to migratory wildlife corridors may occur in
an area afforded protection by an adopted Forest Land Management Plan or
Resource Management Plan for the four national forests in the six-County area:
Angeles, Cleveland, Los Padres, and San Bernardino.

b. Consult with counties, cities, and other local organizations when impacts may occur
to open space areas that have been designated as important for wildlife movement
related to local ordinances or conservation plans.

c. Prohibit construction activities within 500 feet of occupied breeding areas for wildlife
afforded protection pursuant to Title 14 § 460 of the California Code of Regulations
protecting fur-bearing mammals, during the breeding season.

d. Conduct a survey to identify active raptor and other migratory nongame bird nests
by a qualified biologist at least two weeks before the start of construction at project
sites from February 1 through August 31.

e. Prohibit construction activities with 300 feet of occupied nest of birds afforded
protection pursuant to the Migratory Bird Treaty Act, during the breeding season.

f. Ensure that suitable nesting sites for migratory nongame native bird species
protected under the Migratory Bird Treaty Act and/or trees with unoccupied raptor
nests should only be removed prior to February 1 or following the nesting season.

g. When feasible and practicable, proposed projects will be designed to minimize
impacts to wildlife movement and habitat connectivity and preserve existing and
functional wildlife corridors.

h. Conduct site-specific analyses of opportunities to preserve or improve habitat
linkages with areas on- and off-site.

i. Long linear projects with the possibility of impacting wildlife movement should
analyze habitat linkages/wildlife movement corridors on a broad scale to avoid
critical narrow choke points that could reduce function of recognized movement
corridor.

j- Require review of construction drawings and habitat connectivity mapping by a
qualified biologist to determine the risk of habitat fragmentation.
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Pursue mitigation banking to preserve habitat linkages and corridors (opportunities
to purchase, maintain, and/or restore offsite habitat).

When practicable and feasible design projects to promote wildlife corridor
redundancy by including multiple connections between habitat patches.

. Evaluate the potential for installation of overpasses, underpasses, and culverts to

create wildlife crossings in cases where a roadway or other transportation project
may interrupt the flow of species through their habitat. Retrofitting of existing
infrastructure in project areas should also be considered for wildlife crossings for
purposes of mitigation.

Install wildlife fencing where appropriate to minimize the probability of wildlife
injury due to direct interaction between wildlife and roads or construction.

Where avoidance is determined to be infeasible, design sufficient conservation
measures through coordination with local agencies and the regulatory agency (i.e.,
USFWS or CDFW) and in accordance with the respective counties and cities general
plans to establish plans to mitigate for the loss of fish and wildlife movement
corridors and/or wildlife nursery sites. The consideration of conservation measures
may include the following measures, in addition to the measures outlined in MM-
BIO-1(b), where applicable:

Wildlife movement buffer zones

—  Corridor realignment

— Appropriately spaced breaks in center barriers
—  Stream rerouting

— Culverts

— Creation of artificial movement corridors such as freeway under- or
overpasses

—  Other comparable measures

Where the lead agency has identified that a RTP/SCS project, or other regionally
significant project, has the potential to impact other open space or nursery site areas,
seek comparable coverage for these areas in consultation with the USFWS, CDFW,
NMEFS, or other local jurisdictions.

Incorporate applicable and appropriate guidance (e.g. FHWA-HEP-16-059), as well
as best management practices, to benefit pollinators with a focus on native plants.

Implement berms and sound/sight barriers at all wildlife crossings to encourage

wildlife to utilize crossings. Sound and lighting should also be minimized in

4.0-16 Connect SoCal PEIR Addendum
September 2020

Attachment: Connect SoCal PEIR Addendum (Final Connect SoCal Technical Refinements and PEIR Addendum)

Packet Pg. 211




Impact Sciences, Inc.
1329.001

4.0 Mitigation Measures

developed areas, particularly those that are adjacent to or go through natural

habitats.

s. Reduce lighting impacts on sensitive species through implementation of mitigation

measures such as, but not limited to:

Use high pressure sodium and/or cut-off fixtures instead of typical mercury-
vapor fixtures for outdoor lighting.

Design exterior lighting to confine illumination to the project site

Provide structural and/or vegetative screening from light-sensitive uses.

Use non-reflective glass or glass treated with a non-reflective coating for all
exterior windows and glass used on building surfaces.

Architectural lighting shall be directed onto the building surfaces and have
low reflectivity to minimize glare and limit light onto adjacent properties.

t. Reduce noise impacts to sensitive species through implementation of mitigation

measures such as, but not limited to:

Install temporary noise barriers during construction.

Include permanent noise barriers and sound-attenuating features as part of
the project design. Barriers could be in the form of outdoor barriers, sound

walls, buildings, or earth berms to attenuate noise at adjacent sensitive uses.

Ensure that construction equipment are properly maintained per

manufacturers’ specifications and fitted with the best available noise
suppression devices (e.g., improved mufflers, equipment redesign, use of

intake silencers, ducts, engine enclosures, and acoustically attenuating

shields or shrouds silencers, wraps). All intake and exhaust ports on power
equipment shall be muffled or shielded.

Use hvydraulically or electrically powered tools (e.g., jack hammers,
pavement breakers, and rock drills) for project construction to avoid noise

associated with compressed air exhaust from pneumatically powered tools.
However, where use of pneumatic tools is unavoidable, an exhaust muffler
on the compressed air exhaust should be used; this muffler can lower noise
levels from the exhaust by up to about 10 dBA. External jackets on the tools
themselves should be used, if such jackets are commercially available, and
this could achieve a further reduction of 5 dBA. Quieter procedures should
be used, such as drills rather than impact equipment, whenever such

procedures are available and consistent with construction procedures.

Using rubberized asphalt or “quiet pavement” to reduce road noise for new

roadway segments, roadways in which widening or other modifications

4.0-17 Connect SoCal PEIR Addendum
September 2020

Attachment: Connect SoCal PEIR Addendum (Final Connect SoCal Technical Refinements and PEIR Addendum)

Packet Pg. 212




4.0 Mitigation Measures

require re-pavement, or normal reconstruction of roadways where re-
pavement is planned

— Use equipment and trucks with the best available noise control techniques
(e.g., improved mufflers, equipment redesign, use of intake silencers, ducts,

engine enclosures, and acoustically attenuating shields or shrouds, wherever

feasible) for project construction.

— Use techniques such as grade separation, buffer zones, landscaped berms,

dense plantings, sound walls, reduced-noise paving materials, and traffic
calming measures.

u. Require large buffers between sensitive uses and freeways.

v. Create corridor redundancy to help retain functional connectivity and resilience.

3.8 Greenhouse Gas Emissions

SMM GHG-1:

SMM GHG-3:

Impact Sciences, Inc.
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SCAG, in partnership with local air districts, shall continue to work with the counties and
cities to adopt qualified GHG reduction plans (e.g., climate action plans [CAPs]), develop
GHG-reducing planning policies, and implement local climate initiatives. These
reductions can be achieved through a combination of programs that implement plans
developed collaboratively, including ZNE in new construction, retrofits of existing
buildings, incentivizing the development of renewable energy sources that serve both
new and existing land uses, as well as measures to reduce GHG emissions form

transportation sources.

Additionally, SCAG shall continue to update the Green Region Initiative (GRI)

Sustainability Indicators Mapping tool, which serves as an interactive information

resource for jurisdictions within the SCAG region to measure and track sustainability

progress in the region across 12 categories and 29 sustainability indicators. The tool

fosters collaboration through the sharing of best practices across the 191 cities and six

counties in the SCAG region, and identifies opportunities for improving sustainability

practices (due to the recent inclusion of SB 535 Disadvantaged Communities data).

SCAG shall continue supporting deployment of zero-emission (ZEV) vehicles and ZEV

infrastructure in the region through its Clean Cities Program and Electric Vehicle (EV)

Program. This will include working with partners ineluding-such as universities, utilities,

regulating agencies, the private sector, national laboratories and the US Department of

Energy, -and-NGO?s, and member agencies to-suppert-deployment-of-electrievehiele
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4.0 Mitigation Measures

EV)-charging-in-the-region-to share information, resources, and data, to showcase best

practices, and to provide support or teaming arrangements to help bring funding,

projects, or other resources to the region. SCAG shall also support member agencies and

other stakeholders in making decisions about and removing barriers to ZEV

infrastructure. Potential deliverables include, but are not limited to:

e EV Charging Station Studies

e On-going webinars, meetings, outreach and GRI data to support AB1236 compliance
and the forthcoming Hydrogen Permitting Guidebook.

SCAG shall also create the framework for a program to identify funding and provide

rebates and/or other funding for ligcht duty ZEVs and supportive infrastructure.

In accordance with provisions of sections 15091(a)(2) and 15126.4(a)(1)(B) of the State

CEQA Guidelines, a Lead Agency for a project can and should consider mitigation

measures to reduce substantial adverse effects related to greenhouse gas emissions, as

applicable and feasible. Such measures may include the following or other comparable

measures identified by the Lead Agency:

a. Integrate green building measures consistent with CALGreen (California Building
Code Title 24), local building codes and other applicable laws, into project design

including:

i. Use energy efficient materials in building design, construction, rehabilitation,
and retrofit.

ii.  Install energy-efficient lighting, heating, and cooling systems (cogeneration);
water heaters; appliances; equipment; and control systems.

iii. =~ Reduce lighting, heating, and cooling needs by taking advantage of light-
colored roofs, trees for shade, and sunlight.

iv.  Incorporate passive environmental control systems that account for the
characteristics of the natural environment.

v.  Use high-efficiency lighting and cooking devices.
vi.  Incorporate passive solar design.
vii.  Use high-reflectivity building materials and multiple glazing.

viii.  Prohibit gas-powered landscape maintenance equipment.
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ix.
X.
xi.
b. Reduce emissions resulting from projects through implementation of project features,
project design, or other measures, such as those described in Appendix F of the State
CEQA Guidelines.
c. Include off-site measures to mitigate a project’s emissions.
d. Measures that consider incorporation of Best Available Control Technology (BACT)

during design, construction and operation of projects to minimize GHG emissions,
including but not limited to:

ii.
iii.

iv.

Vi.

Vii.

Viii.

ix.

xi.
Xii.

e. Measures that encourage transit use, carpooling, bike-share and car-share programs,
active transportation, and parking strategies, including, but not limited to the
following:

i.

Impact Sciences, Inc.
1329.001

4.0 Mitigation Measures

Install electric vehicle charging stations.
Reduce wood burning stoves or fireplaces.

Provide bike lanes accessibility and parking at residential developments.

Use energy and fuel-efficient vehicles and equipment;

Deployment of zero- and/or near zero emission technologies;

Use lighting systems that are energy efficient, such as LED technology;

Use the minimum feasible amount of GHG-emitting construction materials;

Use cement blended with the maximum feasible amount of flash or other
materials that reduce GHG emissions from cement production;

Incorporate design measures to reduce GHG emissions from solid waste
management through encouraging solid waste recycling and reuse;

Incorporate design measures to reduce energy consumption and increase use
of renewable energy;

Incorporate design measures to reduce water consumption;

Use lighter-colored pavement where feasible;

Recycle construction debris to maximum extent feasible;

Plant shade trees in or near construction projects where feasible; and

Solicit bids that include concepts listed above.
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ii.
ii.

iv.

vi.
Vii.
viii.

iX.

Xi.

Xii.
Xiii.
Xiv.

f. Incorporate bicycle and pedestrian facilities into project designs, maintaining these
facilities, and providing amenities incentivizing their use; and planning for and

4.0 Mitigation Measures

Increase bicycle carrying capacity on transit and rail vehicles;

Improve or increase access to transit;

Increase access to common goods and services, such as groceries, schools,

and day care;

Incorporate affordable housing into the project;

Incorporate the neighborhood electric vehicle network;

Orient the project toward transit, bicycle and pedestrian facilities;
Improve pedestrian or bicycle networks, or transit service;
Provide traffic calming measures;

Provide bicycle parking;

Limit or eliminate park supply through:

i. Elimination (or reduction) of minimum parking requirements
ii. Creation of maximum parking requirements
iii. Provision of shared parking.

Unbundle parking costs;
Provide parking cash-out programs;

Implement or provide access to commute reduction program;

building local bicycle projects that connect with the regional network;

g. Improving transit access to rail and bus routes by incentives for construction of
transit facilities within developments, and/or providing dedicated shuttle service to

transit stations; and

h. Adopting employer trip reduction measures to reduce employee trips such as
vanpool and carpool programs, providing end-of-trip facilities, and telecommuting

programs including but not limited to measures that:

i

ii.

Impact Sciences, Inc.
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Provide car-sharing, bike sharing, and ride-sharing programs;

Provide transit passes;
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ii.

iv.

Vi.

Vii.

4.0 Mitigation Measures
Shift single occupancy vehicle trips to carpooling or vanpooling, for example
providing ride-matching services;

Provide incentives or subsidies that increase that use of modes other than
single-occupancy vehicle;

Provide on-site amenities at places of work, such as priority parking for
carpools and vanpools, secure bike parking, and showers and locker rooms;

Provide employee transportation coordinators at employment sites;

Provide a guaranteed ride home service to users of non-auto modes.

i. Designate a percentage of parking spaces for ride-sharing vehicles or high-occupancy
vehicles, and provide adequate passenger loading and unloading for those vehicles;

j- Land use siting and design measures that reduce GHG emissions, including:

ii.

iii.

iv.

Developing on infill and brownfields sites;
Building compact and mixed-use developments near transit;

Retaining on-site mature trees and vegetation, and planting new canopy
trees;

Measures that increase vehicle efficiency, encourage use of zero and low
emissions vehicles, or reduce the carbon content of fuels, including
constructing or encouraging construction of electric vehicle charging stations
or neighborhood electric vehicle networks, or charging for electric bicycles;
and

Measures to reduce GHG emissions from solid waste management through
encouraging solid waste recycling, composting, and reuse.

k. Consult the SCAG Environmental Justice Toolbox for potential measures to address

impacts to low-income and/or minority communities. The measures provided above

are also intended to be applied in low income and minority communities as

applicable and feasible.

1. Require at least five percent of all vehicle parking spaces include electric vehicle

charging stations, or at a minimum, require the appropriate infrastructure to

facilitate sufficient electric charging for passenger vehicles and trucks to plug-in.

m. Encourage telecommuting and alternative work schedules, such as:

i

ii.

Impact Sciences, Inc.
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Staggered starting times

Flexible schedules
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4.0 Mitigation Measures

iii. Compressed work weeks

n. Implement commute trip reduction marketing, such as:

i. New employee orientation of trip reduction and alternative mode options
ii. Event promotions
iii. Publications

o. Implement preferential parking permit program

p.- Implement school pool and bus programs

q. Price workplace parking, such as:

i. Explicitly charging for parking for its emplovees;

ii. Implementing above market rate pricing;
ii. Validating parking only for invited guests;
iv. Not providing employee parking and transportation allowances; and

V. Educating employees about available alternatives.

3.11 Land Use and Planning

SMM LU-2:  SCAG shall continue to promote the Intergovernmental Review (IGR) Program as an
internal and external informational tool by reviewing and monitoring all projects
submitted to SCAG for review and working with local jurisdictions to ensure that

submitted projects support the most currently adopted Connect SoCal Plan. SCAG shall

provide- submit comment letters on regionally significant projects to provide policies and

goals from Connect SoCal, recommend the application of project-level mitigation

measures from the Connect SoCal PEIR and provide additional resources to help the lead

agency support or develop a—projects that are consistent with the Plan, as appropriate.
The IGR Mapping Tool can also be utilized by local jurisdictions to assess regional

impacts. To visit the IGR Mapping tool, please go to: https://maps.scag.ca.gov/IGR/. For

more information on SCAG's IGR Program, please visit:

http://www.scag.ca.gov/programs/Pages/IGR.aspx.
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4.0 Mitigation Measures

3.17 Transportation, Traffic, and Safety

SMM TRA-1:

SMM TRA-2:

SMM TRA-3:

Impact Sciences, Inc.
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SCAG shall facilitate minimizing VMT and related vehicular delay by minimizing
impacts to circulation and access, improve mobility, and encourage transit use and
Active Transportation via workshops (i.e, Mobility 21 workshop and Regional
Transportation Workgroups) and web-based planning tools for local governments,

forums with policy makers, and County Transportation_Commissions, Planning

Agencies, member cities, and state partners.

SCAG shall identify further reduction in VMT set forth by CARB, and fuel consumption

that could be obtained through land-use strategies, additional car-sharing programs with
linkage to public transportation, additional vanpools, additional bicycle sharing and
parking programs, and implementation of a universal employee transit access pass (TAP)

program.

SCAG shall continue to facilitate an SB 743 implementation program. Following initiation

in 2018, the Sustainable Communities Program will continue to provide direct planning

resources to support jurisdictions seeking to establish vehicle miles traveled (VMT) as the

metric for evaluating transportation impacts, which will result in more efficient

development patterns and support a comprehensive strategy for regional mitigation

options. The SB 743 implementation program is a State grant-funded project, co-

sponsored by SCAG and LADOT, which seeks to provide technical and mitigation
strategy development guidance to local jurisdictions in the six-county SCAG region to
facilitate implementation of the VMT-based CEQA transportation impact analysis
provisions of SB 743. This coordinated program of technical guidance, evaluation of
options, and cooperative engagement with local communities will serve to smooth the
transition to the new VMT-reducing development paradigm, helping to ensure a
successful region-wide implementation of SB 743 and attainment of the associated GHG

reduction goals. Some of the primary features of the scope of work include:

e Evaluate the feasibility of various alternative VMT mitigation options, including local
and regional VMT exchange and banking programes.

e Establish CEQA nexus to reduce VMT through a VMT mitigation exchange or
banking program alternative.

e Substantiate the legal basis of a VMT exchange program for satisfying CEQA
mitigation requirements.
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4.0 Mitigation Measures
¢ Collaborate with other communities and jurisdictions to reduce VMT through
implementation of a VMT mitigation exchange or bank program.
e Improve the dissemination of transportation project VMT mitigation options.

e Support a variety of TDM strategies for Transportation Management Organization
(TMO) membership agencies.

e Provide guidance to facilitate establishment of VMT mitigation exchange or bank
programs throughout the region and state

SCAG shall provide a forum the-means-for for collaboration in planning, communication,
and information sharing before, during, or after a regional emergency (i.e., seismic

activities, wildfires, and other natural disasters). This will be accomplished by the

following:

e SCAG shall develop and incorporate strategies and actions pertaining to response
and prevention of security incidents and events as part of the on-going regional
planning activities.

e SCAG shall offer a regional repository of GIS data for use by local agencies in
emergency planning, and response, in a standardized format.

e SCAG shall enter into mutual aid agreements with other MPOs (as feasible) to
provide this data, in coordination with the California OES in the event that an event
disrupts SCAG's ability to function.

3.20 Wildfire

SMM WEF-1:

Impact Sciences, Inc.
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SCAG shall facilitate minimizing future impacts to fire protection services through
information sharing regarding Fire-wise Land Management (vegetation data, fire-
resistant building materials, locations where development is vulnerable to wildfire, and
best practices for safe land management) with county and city planning departments.

SCAG shall provide an annual forum (or forums) aimed at increased wildfire resilience.

Forums shall focus on how high wildfire risk towns, cities, and counties in the region can

adopt a wildland-urban interface (WUI) code (or similar code) specifically designed to

mitigate the risks from wildfire to life and property. Topics to be addressed will include

best practices around:

e Structure density and location: number of structures allowed in areas at risk from
wildfire, plus setbacks (distance between structures and distance between other
features such as slopes).
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4.0 Mitigation Measures

e Building materials and construction: roof assembly and covering, eaves, vents,
gutters, exterior walls, windows, non-combustible building materials, and non-
combustible surface.

e Vegetation management: tree thinning, spacing, limbing, and trimming; removal of
any vegetation growing under tree canopies (typically referred to as “ladder fuels”),
surface vegetation removal, and brush clearance; vegetation conversion, fuel
modifications, and landscaping.

e Emergency vehicle access and evacuation routes: driveways, turnarounds,

emergency access roads, marking of roads, and property address markers.

e  Water supply: approved water sources and adequate water supply.

e Fire protection: automatic sprinkler system, spark arresters, and propane tank

storage.

The outcome of the forum shall be a summary of actionable items for local planners.

Furthermore, SCAG shall examine wildfire risk management strategies in areas where at-

risk critical electrical infrastructure is located based on CPUC and CAL FIRE maps.

SCAG, in partnership with technical experts and stakeholders, shall launch or continue
existing initiatives to help local towns, cities, and counties to protect Southern California
communities and economies from the disruption of wildfire occurrences. Initiatives
could include but not be limited to seminars that review the risk of wildfire and
approaches for preparation, including strengthening of infrastructure, emergency

services, emergency evacuation plans and reviewing building safety codes.

SCAG shall develop a regional—resilience—program—Regional Climate Adaptation

Framework, which will assist local and regional jurisdictions in managing the negative

impacts of wildfires and other hazards caused by climate change. The Climate

Adaptation Framework will integrate existing State initiatives, policies, and guidance

into the regional framework, helping to connect local and regional land use and

transportation planning with State policy goals. The framework will specifically provide

communication & outreach strategies and templates for local jurisdictions; toolkits for

local jurisdictions to support project implementation, land use, and transportation

infrastructure decisions; resources for cities to comply with Senate Bill 379; resources and

templates for other metropolitan planning organizations (MPOs); tools and metrics for

tracking implementation progress; and a regional framework and coordination strategy.

SCAG shall also assist local jurisdictions with wildfire safety requirements for General
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4.0 Mitigation Measures

Plan Updates by providing the most recent fire-risk data and maps from state-wide

resources, including isolated areas that could be subject to fire risk with limited egress

routes based on the transportation modeling components of SCAG’s Regional Climate

Adaptation Framework.—and-identify—speeifie-strategies—to—reduce—~vulnerabilitiesfrom

a
57

In accordance with provisions of sections 15091(a)(2) and 15126.4(a)(1)(B) of the State
CEQA Guidelines, a Lead Agency for a project can and should consider mitigation
measures to wildfire risk, as applicable and feasible. Such measures may include the

following or other comparable measures identified by the Lead Agency:

a. Launch fire prevention education for local cities and counties such that local fire
agencies, homeowners, as well as commercial and industrial businesses are aware of
potential sources of fire ignition and the related procedures to curb or lessen any
activities that might initiate fire ignition.

b. Ensure structures in high fire risk areas are built to current state and federal
standards which serve to greatly increase the chances the structure will survive a
wildfire and also allow for people to shelter-in-place.

c. Improve road access for emergency response and evacuation so people can evacuate
safely and timely when necessary.

d. Improve, and educate regarding, local emergency communications and notifications
with residents and businesses.

e. Enforce defensible space regulations to keep overgrown and unmanaged vegetation,
accumulations of trash and other flammable material away from structures.

f. Provide public education about wildfire risk and fire prevention measures, and
safety procedures and practices to allow for safe evacuation and/or options to

shelter-in-place.

g. Include external sprinklers with an independent water source to reduce flammability

of structures.

h. Include local solar power paired with batteries to reduce power flow in electricity
lines.

i. For developments in high fire-prone areas, have a fire protection plan for residents

and businesses.
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4.0 Mitigation Measures

j.  Provide fire hazard and fire safety education for homeowners in or near fire hazard

areas.

k. Developments in fire-prone areas should have fire-resistant feature, such as:

—  Ember-resistant vents

—  Fire-resistant roofs

—  Surrounding defensible space

— Proper maintenance and upkeep of structures and surrounding area

4.0-28
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Impact Sciences, Inc., has prepared this environmental document under contract to the Southern California
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5.1
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Southern California Association of Governments
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Los Angeles, CA 90017

5.2

Executive Management

Kome Ajise, Executive Director

Debbie Dillon, Chief Strategy Officer

Darin Chidsey, Chief Operating Officer
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Project Team

Ping Chang, Manager of Compliance and Monitoring
Roland Ok, Senior Regional Planner

Karen Calderon, Associate Regional Planner
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Justine Block, Deputy Legal Counsel
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Impact Sciences, Inc.
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Sirius Environmental
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Wendy Lockwood, Principal

PC Law Group
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May 1, 2020
Sent via email

President Bill Jahn

Southern California Association of Governments
Attn: SCAG Regional Council

900 Wilshire Blvd. Ste. 1700

Los Angeles, CA 90017

Tess Rey-Chaput, Staff Contact

rey(@scag.ca.gov

Re: Proposed Final Connect SoCal Plan and Final Program Environmental Impact Report
(State Clearing House Number 2019011061)

Dear President Jahn and Regional Councilmembers:

These comments are submitted on behalf of the Center for Biological Diversity (the
“Center”) regarding the Final Program Environmental Impact Report (“FEIR”) for the Connect
SoCal 2020-2045 Regional Transportation Plan/Sustainable Communities Strategy (‘“Plan”). The
Center has reviewed the FEIR and Plan and provides these comments for consideration by the
Southern California Association of Governments (“SCAG”).

The Center is encouraged to see several conservation facets of the Plan, including
SCAG?’s attention to preserve, enhance, and restore regional wildlife connectivity (Plan at 50),
avoid growth in wetlands, wildlife corridors, biodiverse areas, wildfire prone areas and
floodplains (Plan at 55), encourage housing and commercial development near public transit and
urban areas (Plan at 48) and incorporate greenbelts into planning initiatives (Plan at 55).
However, the FEIR fails to adequately address critical issues regarding wildlife connectivity and
the conservation of mountain lions in the Southern California/Central Coast Evolutionarily
Significant Unit (“ESU”). Given that these mountain lion populations were granted
“candidacy status” under the California Endangered Species Act (“CESA”) on April 16,
2020, the FEIR must be revised and recirculated to analyze and mitigate potential impacts
on these populations.

The FEIR is further defective because it fails to account for significant changes in vehicle
emissions that will be caused by the rollback of the federal vehicle greenhouse gas emissions and
mileage standards. These changes require significant revisions to the air quality, greenhouse gas,
and public health sections of the EIR, thus mandating recirculation. Moreover, the Plan and
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FEIR remain legally deficient because they fail to offer concrete, enforceable and performance-
based mitigation measures for individual projects that will be funded and/or implemented as a
consequence of the Plan. The enclosed letter by Matt Hagemann, P.G., C.Hg. and Paul E.
Rosenfeld, Ph.D of the consulting firm Soil/Water/Air Protection Enterprise (the “SWAPE
Letter,” included as Exhibit A) further demonstrates that the EIR’s air quality and greenhouse
gas analyses contain errors and unsubstantiated conclusions that render the FEIR legally
inadequate. We note that the South Coast Air Quality Management District also has identified
serious problems with FEIR’s air quality analysis.

The Plan provides an opportunity for SCAG to show leadership in land-use planning and
greening our transportation infrastructure and development at a regional scale. To achieve
SCAG’s goals of a “healthier, safer, more resilient and economically vibrant region,” SCAG
must implement a comprehensive approach to growth that addresses human transportation and
development needs, the needs of wildlife and habitats that are fragmented by transportation
infrastructure and development, and how we can make human and natural communities more
resilient to climate change. We urge SCAG to postpone the May 7™ approval hearing in
order to address these issues.

I. Background on the Center

The Center is a non-profit, public interest environmental organization dedicated to the
protection of native species and their habitats through science, policy, and environmental law.
The Center has over 1.7 million members and online activists throughout California and the
United States. The Center and its members have worked for many years to protect imperiled
plants and wildlife, open space, air and water quality, and overall quality of life for people in
Southern California.

I1. The FEIR Improperly Defers Analysis and Mitigation of Regional Impacts of

the Plan.

While in some circumstances a program EIR may have less detailed analysis of impacts
than a project EIR, a program EIR is not an excuse to avoid analysis and mitigation for regional
problems which will be exacerbated by the proposed program. This is particularly true here
where the Plan will increase the severity of regional environmental problems that require
regional solutions that cannot be adequately addressed by project-specific analysis and
mitigation. The CEQA Guidelines state:

Where a lead agency is using the tiering process in connection with an EIR for a large-
scale planning approval, such as a general plan or component thereof (e.g., an area plan
or community plan), the development of detailed, site-specific information may not be
feasible but can be deferred, in many instances, until such time as the lead agency
prepares a future environmental document in connection with a project of a more limited
geographical scale, as long as deferral does not prevent adequate identification of

significant effects of the planning approval at hand.

Center for Biological Diversity Comments on Connect SoCal Plan and FEIR Page 2
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(14 Cal. Code Regs. § 15152, emphasis added.) As outlined in further detail below, the FEIR
does not comply with the Guidelines because the EIR fails to adequately identify — and then
mitigate — significant effects of the “planning approval at hand.”
III.  The FEIR Fails to Include Enforceable and Performance-based Mitigation
Measures.

Many of the FEIR’s mitigation measures are legally inadequate and cannot be considered
mitigation under CEQA and applicable case law. (Lincoln Place Tenants Assn. v. City of Los
Angeles (2007) 155 Cal.App.4th 425, 445 [“A ‘mitigation measure’ is a suggestion or change
that would reduce or minimize significant adverse impacts on the environment caused by the
project as proposed”]); Preserve Wild Santee v. City of Santee (2012) 210 CA 4th 260, 281
[mitigation measures that are so undefined that their effectiveness is impossible to determine are
legally inadequate].) The California Attorney General has also expressly disapproved such an
approach for measures upon which an agency relies:

Can a lead agency rely on policies and measures that simply “encourage” GHG
efficiency and emissions reductions?

No. Mitigation measures must be “fully enforceable.” Adequate mitigation does not, for
example, merely “encourage” or “support” carpools and transit options, green
building practices, and development in urban centers. While a menu of hortatory GHG
policies is positive, it does not count as adequate mitigation because there is no certainty
that the policies will be implemented.

(CA Attorney General 2009.) This guidance applies with equal force to SCAG and the FEIR. In
Sierra Club v. County of San Diego (2014) 231 Cal.App.4th 1152, the Fourth District Court of
Appeal criticized the County of San Diego for including measures in its climate action plan
(“CAP”) that were not backed up by a firm commitment by the County that they would be
implemented. The Court of Appeal noted that many of the measures in the CAP “are not
currently funded,” such that the County of San Diego could not rely upon such unfunded
programs to meet GHG reductions. (/d. at 1168-1169.) The Sierra Club opinion also questioned
whether people would actually participate in various programs outlined in the CAP, given that
the record contained no evidence of such participation. (/d. at 1170.) Here, the Plan and the
FEIR suffer from similar defects — there is no evidence of funding for many of the various
programs set forth in the Plan, nor evidence in the record that people or industry will actually
participate in the voluntary programs described in the Plan.

Notably, in Sierra Club v. County of San Diego, the county absolved itself of
responsibility to implement GHG reduction programs because San Diego County “does not
control how SANDAG spends its money.... The County does not control regional plans or
allocation of regional transportation funding.” (/d. at 1169.) Like SANDAG, SCAG does control
how vast sums of money are spent, and can condition the dispersal of such funds to counties,
cities, and transportation agencies on whether they comply with the Plan and with specific
concrete and enforceable mitigation measures in the Plan. Unfortunately, the Plan and FEIR as
currently written allow agencies to avail themselves of large sums of money for environmentally
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damaging projects with minimal oversight and no commitment to actually implement mitigation
measures.

SCAG can and should significantly revise the FEIR’s mitigation measures so that a
lead agency seeking to move forward with an individual project must show compliance
with specific, enforceable, and performance-based mitigation measures in the FEIR in order
for an individual project to be consistent with the Plan. What SCAG cannot do is write a
proverbial “blank check™ to agencies for environmentally damaging projects, and then disclaim
any responsibility for including conditions to limit the impacts of such projects on the
environment.

Case law supports our view. In City of Marina v. Board of Trustees of California State
University (2006) 39 Cal. 4th 341, 367, the Supreme Court held that a lead agency violated
CEQA by disclaiming authority to mitigate significant environmental impacts of a project,
particularly when it had not asked for funds to mitigate those impacts. The Supreme Court
further stated that “[a] finding by a lead agency under Public Resources Code section 21081,
subdivision (a)(2), disclaiming the responsibility to mitigate environmental effects is permissible
only when the other agency said to have responsibility has exclusive responsibility.” (/d. at 366.)
Here, there is no showing that other agencies have exclusive responsibility to mitigate
environmental impacts of the Plan. Moreover, the Supreme Court stated this provision is
designed in order to avoid “the problem of agencies deferring to each other, with the result that
no agency deals with the problem.” (Id., emphasis added.) As currently written, the Plan and
FEIR would contribute to “no agency dealing with the problem” of diminishing wildlife
connectivity, the plight of Southern California mountain lions, severe air pollution and attendant
harm to public health, GHG emissions, among other issues.

Likewise, CEQA requires an EIR to analyze “the whole of an action, which has a
potential for resulting in either a direct physical change in the environment, or a reasonably
foreseeable indirect physical change in the environment ... .” (CEQA Guidelines § 15378(a).)
Approval of the Plan has the potential to result in reasonably foreseeable indirect changes in
physical environment by streamlining approval — and providing funding — for various highway,
road, and development projects. As such, the FEIR must describe those impacts and SCAG must
use its authority to adopt all feasible mitigation measures to reduce those impacts.

This duty to analyze and mitigate extends to cumulative impacts, which are a particularly
significant issue here. One freeway segment or development may not appear to have a significant
effect on the environment (e.g., on mountain lions, wildlife connectivity, air quality, GHGs), but
the combined impacts of all the projects within the Plan—combined with existing highways and
development—can drastically harm California’s environment unless regional mitigation
strategies are adopted and funded. Here, CEQA requires that an EIR consider both direct and
indirect impacts of a project and fully disclose those impacts to adequately inform the public and

decisionmakers. (CEQA Guidelines, § 15064.)
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IV.  The FEIR Fails to Adequately Assess and Mitigate Impacts to the Southern
California/Central Coast Evolutionarily Significant Unit of Mountain Lions
(Puma concolor), Wildlife Movement, and Habitat Connectivity.

The FEIR’s response to comments states that at the time of the preparation of the draft
and the final EIR, mountain lions were not listed under CESA. However, the Center, along with
the Mountain Lion Foundation, submitted the petition to list Southern California and Central
Coast mountain lions (Puma concolor) as threatened under CESA in June 2019, well before the
December 9. 2019 DEIR release date. And if SCAG was not aware of it then, the Center brought
attention to it in our DEIR comment letter, which was submitted in January of 2020 (Exhibit B).
Just weeks later, on February 12, 2020, the California Fish and Game Commission (CFGC)
published the recommendation of the California Department of Fish and Wildlife (CDFW),
stating that “the Department has determined there is sufficient scientific information available at
this time to indicate the petitioned action may be warranted” (CDFW 2020). Such a
recommendation clearly indicates that the best available science supports the advancement of
mountain lions in the SCAG region to candidacy status under CESA. And in at least the last
decade or so the California Fish and Game Commission (CFGC) has voted in alignment with
CDFW’s recommendation (with one erroneous exception that was later overturned and
corrected), given that the determination is based on a reasonable person standard and is supposed
to be based solely on science. On April 16, 2020, the same month as the FEIR was published, the
CFGC voted unanimously to advance the Southern California/Central Coast ESU of mountain
lions to candidacy. SCAG should have anticipated CESA protections for mountain lions in the
SCAG area and addressed them accordingly in the FEIR. Even if the Southern California/Central
Coast ESU of mountains was not a candidate under CESA at the time of drafting, it is a
candidate species at the time of this vote. The FEIR should be revised and recirculated to
adequately assess and mitigate impacts to these mountain lions.

The response goes on to state that “The impact analysis reviewed potential environmental
impacts to sensitive biological resources from a regional perspective” and that “Lead Agencies
for each individual project will determine the level of environmental review required for
subsequent project-level evaluation of individual projects,” ultimately passing on responsibility
to adequately assess and mitigate impacts to mountain lions and regional connectivity by various
Lead Agencies on a project-by-project basis (FEIR at 9.0-115). However, SCAG fails to realize
that conserving the mountain lion ESU requires a “regional perspective” that facilitates a land-
use strategy that will effectively preserve or enhance wildlife connectivity while accommodating
human population growth and needs. Continuing with a piecemeal approach that has already led
to severely genetically isolated populations is a poor strategy and insufficient to adequately
mitigate impacts to mountain lions or regional connectivity. This is just going on with business
as usual with how the region plans for growth and development, which could drive some of the
SCAG region’s mountain lion populations to extinction within 50 years (Benson et al. 2019).
This RTP is an opportunity for SCAG to formally recognize that historical and current land-use
planning is not sustainable and that we need to alter course. To truly achieve SCAG’s goal of a
“healthier, safer, more resilient and economically vibrant region,” planners and decisionmakers
must aggressively implement greener transportation and development infrastructure that will

make our communities and wild lands safer and healthier.
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A. CEQA Requires Recirculation in These Circumstances.

CEQA requires recirculation in these circumstances. Public Resources Code section
21092.1 states that “[w]hen significant new information is added to an environmental impact
report after notice has been given pursuant to Section 21092 and consultation has occurred
pursuant to Sections 21104 and 21153, but prior to certification, the public agency shall give
notice again pursuant to Section 21092, and consult again pursuant to Sections 21104 and 21153
before certifying the environmental impact report.” CEQA Guidelines section 15088.5 further
state that “As used in this section, the term “information” can include changes in the project or
environmental setting as well as additional data or other information.”

Significant new information includes “a disclosure that (1) a new significant
environmental impact would result from the project or a new mitigation measure; (2) a
substantial increase in the severity of an environmental impact would result unless mitigation
measures are adopted; (3) a feasible alternative or mitigation measure considerably different
from others previously analyzed would clearly lessen the project's significant impacts but the
project's proponents decline to adopt it; or (4) the draft EIR ‘was so fundamentally and basically
inadequate and conclusory in nature that meaningful public review and comment were
precluded.” (North Coast Rivers Alliance v. Marin Municipal Water Dist. Bd. of Directors, 216
Cal. App. 4th 614, 654-655.)

Here, “candidacy status” for Southern California mountain lion populations qualifies as
significant new information under CEQA. Candidate species are given full protection under
CESA.! As such, under CEQA, any impact to Southern California mountain lions requires a
mandatory finding of significance, and adoption of all feasible mitigation measures. (See CEQA
Guidelines § 15065(a)(1) [“mandatory finding of significance” required if there is substantial
evidence in the record that a project may cause a “wildlife population to drop below self-
sustaining levels; threaten to eliminate a plant or animal community; substantially reduce the
number or restrict the range of an endangered, rare or threatened species . . . .”’].) This means that
a project is deemed to have a significant impact on the environment as a matter of law if it
reduces the habitat of a species, or reduces the number or range of an endangered, rare, or
threatened species. (See Endangered Habitats League, Inc. v. County of Orange (2005) 131
Cal.App.4th 777, 792 fn. 12 [citing Defend the Bay v. City of Irvine (2004) 119 Cal.App.4th
1261, 1273—-1274].) Here, the EIR cannot simply label impacts to Southern California mountain
lions as “significant,” and move on. (See Sierra Club v. County of Fresno (2018) 6 Cal.5th 502,
514 “[A]n EIR's designation of a particular adverse environmental effect as ‘significant’ does not
excuse the EIR's failure to reasonably describe the nature and magnitude of the adverse
effect.”].)

CESA also prohibits the “take” of any candidate species absent the issuance of an
incidental take permit. (Fish & Game Code §2080; Cal. Code Regs., tit. 14, § 783.1.) As
described in more detail in this letter, the Plan and projects included within the Plan will result in

! See, e.g., California Department of Fish and Wildlife, CESA to the Federal Endangered Species Act, available at
https://wildlife.ca.gov/Conservation/CESA/FESA.
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significant habitat destruction, loss of habitat connectivity, and direct mortality to mountain lions
through vehicle strikes and rodenticide poisoning. At a minimum, the EIR must analyze this
issue and SCAG should coordinate with the California Department of Fish and Wildlife to
ascertain whether an incidental take permit is required. —

B. The FEIR Fails to Adequately Assess and Mitigate the Sprawl-inducing
Impacts of Approved Major Highway Projects

Although the extent of the induced demand effect has been debated, the co-dependent
relationship between induced travel and car-oriented sprawl development and the
construction/widening/expansion of roads has been widely accepted (Cervero 2001). So much so
that in a 2014 policy brief, Caltrans was criticized for “not com[ing] to grips with the reality of
induced traffic and the relationship between transportation and land use,” (State Smart
Transportation Initiative 2014). The brief goes on to suggest that Caltrans’ failure to foster low-
travel land use “has been a barrier to the compact development sought by state policy and may
have induced the opposite—low-density, high travel exurban development,” and the authors
chastise Caltrans’ negligence in operationalizing sustainability “or any similar concept” into their
goals, measures, or actions (State Smart Transportation Initiative 2014).

This suggests that the historical and recent patterns of growth and development have
favored increasing road capacity, which promotes more sprawl. Continuing to approve projects
that increase roadway capacity through new freeway developments, widenings, and expansions
enables Caltrans to acquire funding for projects that will continue to perpetuate exurban sprawl.
Furthermore, recent and historical development trends of more sprawl-centric growth are
reflected in the FEIR’s demographics and growth forecasts, which exacerbates the issue. Such
forecasts will provide guidance for the region’s transportation investments over the next 25
years, and if the building blocks of the forecasts are based on sprawl-centric growth, then those
forecasts amplify a feedback loop of the perceived need for more roads, which will inevitably
lead to more sprawl. Instead, the FEIR and the Plan should break the cycle and pivot the region’s
land-use planning to facilitate greener transportation infrastructure that facilitates smart growth
and actually preserves and enhances regional wildlife connectivity.
C. The FEIR Fails to Adequately Assess and Mitigate the Impacts of More

Roads and Increased Sprawl Development to Mountain Lions in the
Southern California/Central Coast ESU

Although the FEIR acknowledges that the Plan will have significant and unavoidable
impacts to special-status species and wildlife connectivity, the assessment of impacts to
mountain lions is inadequate. According to the FEIR the Plan “will result in the direct
consumption of 41,546 acres of greenfield [including areas with] a high potential to contain
sensitive plant communities and riparian habitats” (FEIR at 3.4-75). The FEIR further states that
“[p]otential impacts exist for 16,167 acres of intact natural landscape blocks and 18,716 acres of
associated major riparian connectors found within 500 feet of major transportation projects”
(FEIR at 3.4-86). Yet SCAG only provides limited mitigation measures that they can uphold,
including SMM BIO-1 through SMM BIO-3, which provide for information sharing, developing
a regional conservation plan, and encouraging and facilitating research, programs, and policies
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that identify and protect natural habitat corridors. SMM- BIO-3 also states that SCAG will
“support for preserving wildlife corridors and wildlife crossings to minimize the impact of
transportation projects on wildlife species and habitat fragmentation,” (FEIR at 3.4-89), but it is
unclear what “support” means. These mitigation measures are grossly insufficient to minimize
the Plan’s significant impacts to mountain lions in the Southern California/Central Coastal ESU
and regional wildlife connectivity.

There is ample scientific evidence that indicates mountain lion populations in Southern
and Central Coast California are imperiled and that human activities and land use planning that
does not integrate adequate habitat connectivity can have adverse impacts on mountain lions.
Continued habitat loss and fragmentation has led to 10 genetically isolated populations within
California. There are six identified imperiled mountain lion populations in the ESU; four
populations occur within the SCAG region, and they include: the Santa Monica Mountains lions,
the Santa Ana Mountains lions, the San Gabriel/San Bernardino Mountains lions, and the Eastern
Peninsular Range lions. At least two of the populations (Santa Monica Mountains and Santa Ana
Mountains) are severely constrained and facing an extinction vortex due to high levels of
inbreeding, low genetic diversity, and high human-caused mortality rates from car strikes on
roads, depredation kills, rodenticide poisoning, poaching, disease, and increased human-caused
wildfires (Ernest et al. 2003; Ernest et al. 2014; Riley et al. 2014; Vickers et al. 2015; Benson et
al. 2016; Gustafson et al. 2018; Benson et al. 2019).

The effective population sizes of the four populations within the SCAG region range
from 4 to 31.6 (Gustafson et al. 2018; Benson et al. 2019). An effective population size of 50 is
assumed to be sufficient to prevent inbreeding depression over five generations, while an
effective population size of 500 is considered sufficient to retain evolutionary potential in
perpetuity (Traill et al. 2010; Frankham et al. 2014). All of the populations in the SCAG region
are well below that minimum threshold of 50, which indicates that these populations are at
serious risk of becoming extirpated. Furthermore, mountain lions in the Santa Monica and Santa
Ana mountains have been found to have dangerously low genetic diversity and effective
population size, and they are likely to become extinct within 50 years if nothing is done to
improve gene flow with other mountain lion populations (Benson et al. 2016; Gustafson et al.
2018; Benson et al. 2019). Populations in the San Gabriel/San Bernardino mountains are
showing similar trends (Gustafson et al. 2018). This is detailed in the Center’s petition to the
California Fish and Game Commission to protect Southern California and Central Coast
mountain lions under the California Endangered Species Act (Yap et al. 2019).

The primary threat to the long-term survival of mountain lions in the Southern
California/Central Coast ESU is genetic isolation due to lack of connectivity caused by
continuous development in mountain lion habitat with little regard of their movement needs.
Thus, the persistence of the four populations with the SCAG region relies heavily on being
connected with mountain lions throughout the ESU as well as statewide. Although the
geographic area of the SCAG region is relatively small compared to the state (SCAG covers
about 38,000 mi?, which is about 23% of the states 164,696 mi?), four of the 10 mountain lion
populations are within its boundaries. Mountain lions are wide ranging species that have home
ranges of 75 to 200 mi?; clearly, anthropogenic barriers are likely limiting their movement and
preventing adequate gene flow for the long-term survival of mountain lions throughout the
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SCAG region (Ernest et al. 2003; Ernest et al. 2014; Riley et al. 2014; Vickers et al. 2015;
Gustafson et al. 2018; Benson et al. 2019). Yet the FEIR continues to approve funding for
freeway expansions/widenings/construction without adequate mitigation for wildlife connectivity
(e.g., wildlife crossings), which fragments the landscape more severely and propagates sprawl
development further out into mountain lion habitat and movement corridors. Prime examples
from the Transportation Project List include but are not limited to:

1. Adding HOV and Express lanes on the I-15 from near Murrieta north up to the
Victorville area, which fortifies an already serious barrier between the mountain lions in
the Santa Ana Mountains and the Eastern Peninsular Range (Ernest et al. 2014; Vickers
et al. 2015; Benson et al. 2016) and further bisects the San Gabriel and San Bernardino
mountains,

2. Adding mixed flow lanes on SR 138 from the I-5 to SR 14 and on SR 138/18 from SR
122 to US Route 395, which limits north-south movement through a critical linkage area
important for genetic mixing between coastal, southern, and northern California lions and
therefore an area that is important for statewide genetic connectivity for mountain lions
and other native wildlife and plants (Ernest et al. 2003; Penrod et al. 2003; South Coast
Wildlands 2008; Gustafson et al. 2018), and

3. Adding HOV lanes to Highway 101 just north of the Santa Monica Mountains from SR
33 to SR 23, which fortifies an already serious barrier between highly imperiled mountain
lions in the Santa Monica Mountains and the Santa Susana Mountains and habitat further
up the coast (Riley et al. 2014; Gustafson et al. 2018; Benson et al. 2019; Benson et al.
2020).

The approved projects on these three stretches of freeway would directly adversely
impact the Santa Ana and Santa Monica mountain lion populations, the two most imperiled
populations throughout the state that are predicted to become extinct within 50 years if nothing is
done to improve connectivity (Benson et al. 2019). The I-15 and SR138/18 projects would also
likely directly adversely impact the San Gabriel/San Bernardino population, an area that is
important for genetic connectivity that has an extremely low effective population (Ne=5) and is
showing similar signs of imperilment as the Santa Ana and Santa Monica populations (Ernest et
al. 2003; Gustafson et al. 2017). Yet there are no requirements to mitigate impacts or enhance
connectivity in these areas. If such projects are going to be approved, SCAG should require that
the project proponents implement effective mitigation strategies into the design of the projects
(when planning starts) prior to approving funding for the projects. In addition, SCAG should
mitigate impacts to regional connectivity from these projects by allocating proportional funding
for wildlife crossing infrastructure projects and acquiring and managing in perpetuity high
quality, protected habitat on both sides of a freeway to improve effectivity of the crossings. The
FEIR fails to adequately describe, assess, and mitigate impacts to the Southern California/Central
Coast ESU of mountain lions.

The FEIR also fails to adequately describe, assess, and mitigate impacts of sprawl
development and edge effects on mountain lions. Negative edge effects from human activity,
traffic, lighting, noise, domestic pets, pollutants, invasive weeds, and increased fire frequency
have been found to be biologically significant up to 300 meters (~1000 feet) away from
anthropogenic features in terrestrial systems (Environmental Law Institute 2003). Human
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development and associated noise can degrade adjacent wildlife habitat and behavior (see e.g.,
Slabbekoorn and Ripmeester 2008). There is evidence documenting the effects of human activity
specifically on mountain lions. One study found that mountain lions are so fearful of humans and
noise generated by humans that they will abandon the carcass of a deer and forgo the feeding
opportunity just to avoid humans (Smith et al. 2017).2 The study concluded that even “non-
consumptive forms of human disturbance may alter the ecological role of large carnivores by
affecting the link between these top predators and their prey” (Smith et al. 2017). In addition,
mountain lions have been found to respond fearfully upon hearing human vocalizations, avoiding
the area and moving more cautiously when hearing humans (Smith et al. 2017; Suraci et al.
2019). Other studies have demonstrated that mountain lion behavior is impacted when exposed
to other evidence of human presence, such as lighting or vehicles/traffic (Wilmers et al. 2013;
Smith et al. 2015; Benson et al. 2016; Wang et al. 2017; Dellinger 2019).

Other impacts of extending human activities further into mountain lion habitat include
increased exposure to rodenticides and other environmental toxicants from homeowners and
businesses trying to remove pests. Although mountain lions are not the primary target of
rodenticides, secondary poisoning has been documented in many non-target animals, especially
predators, including mountain lions (Department of Pesticide Regulation 2018), coyotes (Riley et
al. 2003), bobcats (Riley et al. 2007; Serieys et al. 2015), San Joaquin kit fox (McMillin et al.
2008), California fishers (Gabriel et al. 2012), raptors (Lima and Salmon 2010), and many more.
Data regarding rodenticide poisoning in mountain lions are limited; however, there is evidence
that these big cats are likely vulnerable to similar negative impacts that other predators
experience, including direct death, weakened immune systems, and vulnerability to predators or
conspecifics (Riley et al. 2003; Riley et al. 2007; Serieys et al. 2015). Several deaths due to
rodenticide poisoning have been recently documented in the Santa Monica Mountains
population, and such deaths can potentially push already struggling, small populations like the
Santa Ana and Santa Monica lions closer to the brink of extinction. In addition, sprawl
development can lead to placing more hobby farmers in mountain lion habitat, which can lead to
increased conflict with mountain lions when animals are not placed in lion-proof enclosures at
night, potentially more depredation events, and the potential issuance of lethal depredation
permits or poaching to remove mountain lions from the area. Last, scientific studies have shown
that the impacts of free-roaming dogs and cats on wildlife are often underestimated, and in fact,
they can pose significant impacts to mountain lions and other wildlife, such as by degrading
habitat and spreading disease (Young et al. 2011; Loss et al. 2013; CDFW 2020). To mitigate
impacts of roads and development extending into mountain lion habitat and the edge effects
associated with human activity, SCAG should provide funding for and implement education and
awareness campaigns that teach people how to live in mountain lion habitat and safely coexist
with mountain lions. Again, the FEIR fails to adequately assess and mitigate impacts to mountain
lions.

The FEIR fails to adequately assess and mitigate impacts to mountain lions from
increased frequency of wildfires caused by more human ignitions due to placing more homes in

2 See also Sean Greene, “How a fear of humans affects the lives of California's mountain lions,” Los Angeles Times
(June 27, 2017), available at http://beta.latimes.com/science/sciencenow/la-sci-sn-pumas-human-noise-20170627-

story.html.
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fire-prone habitats. Although fire is a natural disturbance in California ecosystems, sprawl
development with low/intermediate densities extending into habitats that are prone to fire have
led to more frequent wildfires that burn larger areas (Syphard et al. 2007; Syphard et al. 2009).
Most wildfires in California are caused by human ignitions, like power lines, arson, improperly
disposed cigarette butts, debris burning, fireworks, campfires, or sparks from cars or equipment
(Keeley and Fotheringham 2003; Syphard et al. 2007; Syphard et al. 2012; Bistinas et al. 2013;
Balch et al. 2017; Radeloff et al. 2018; Syphard et al. 2019). In fact, human-caused fires account
for 95-97% of all fires in California’s Mediterranean habitats (Syphard et al. 2007; Balch et al.
2017). In addition, climate change is leading to hotter, drier conditions that make fires more
likely to burn. At least 29 fires throughout California in the last two years were caused by
electric power and distribution lines, and transmission lines are suspected to be the cause of the
2018 Camp Fire and Woolsey Fire (Atkinson 2018; Chandler 2019). Such fires pose a threat to
the survival of Southern California/Central Coast ESU mountain lions.

Although mountain lions are highly mobile and generally able to move away from
wildfires, in severe weather conditions wind-driven fires can spread quickly — they can cover
10,000 hectares in one to two days, as embers are blown ahead of the fires and towards adjacent
fuels (e.g., flammable vegetation, structures) (Syphard et al. 2011). If their movement is
constrained by roads and development and they are unable to access escape routes, then their
chances of surviving wildfires are greatly reduced. Vickers et al. (2015) documented one death
of a collared mountain lion in the Santa Ana Mountains and one in the Eastern Peninsular Range
due to human-caused wildfires, and the deaths of two collared mountain lions in the Santa
Monica Mountains in 2018 have been attributed to the Woolsey Fire. When researchers looked at
Santa Monica mountain lion P-64’s radio collar data, they found that in trying to escape from the
Woolsey Fire, he ran to the urban edge, and, unable to find a path turned back and ran back to
the burned land P-64 was found dead several weeks later, with severely burned paws (Reyes-
Velarde 2018). Environmentally stochastic events (e.g., wildfires, flooding) could destabilize
small mountain lion populations and make them vulnerable to extinction (Benson et al. 2016;
Benson et al. 2019). In addition, increased frequency of fire ignitions can cause shifts in natural
fire regimes, which can lead to large-scale landscape changes, such as vegetation-type
conversion or habitat fragmentation, which can impact wide-ranging species like the mountain
lion (Jennings 2018). The FEIR fails to adequately assess and mitigate impacts of increased
wildfires to mountain lions.

The FEIR should increase landscape connectivity (e.g., by designing corridors, removing
barriers, and preserving habitats that are close to each other) to help make mountain lions and
other wildlife more resilient to environmentally stochastic events and climate change adaptation
(Heller and Zavaleta 2009). Enhanced connectivity that incorporates corridor redundancy (i.e.
the availability of alternative pathways for movement) would provide resilience to uncertainty,
impacts of climate change, and extreme events, including wildfires, by providing alternate
escape routes or refugia for mountain lions and other animals seeking safety (Cushman et al.,
2013; Mcrae et al., 2008; Mcrae et al., 2012; Olson & Burnett, 2013; Pinto & Keitt, 2008).

Mountain lions are a key indicator species of wildlife connectivity and healthy
ecosystems. As the last remaining wide-ranging top predator in the region, the ability to move
through large swaths of interconnected habitat is vital for genetic connectivity and their long-
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term survival. In addition, impacts to mountain lions in the region could have severe ecological
consequences; loss of the ecosystem engineer could have ripple effects on other plant and animal
species, potentially leading to a decrease in biodiversity and diminished overall ecosystem
function. Many scavengers, including California condors, kit foxes, raptors, and numerous
insects, would lose a reliable food source (Ruth and Elbroch 2014; Barry et al. 2019). Fish, birds,
amphibians, reptiles, rare native plants, and butterflies would potentially diminish if this apex
predator were lost (Ripple and Beschta 2006; Ripple and Beschta 2008; Ripple et al. 2014). Any
regional transportation plan that does not adequately address wildlife connectivity issues and
integrate effective wildlife crossings and corridors based on the best available science could lead
to the extirpation of mountain lion populations in the ESU and severe loss of biodiversity and
ecosystem function in the region. The FEIR fails to adequately describe, assess, and mitigate
impacts to mountain lions, wildlife movement, and habitat connectivity; SCAG should revise and
recirculate the FEIR.

D. The FEIR Fails to Adequately Assess and Mitigate the Impacts of More
Roads and Increased Sprawl Development on Wildlife Movement and
Habitat Connectivity

As mentioned previously, the FEIR states that the Plan “will result in the direct
consumption of 41,546 acres of greenfield [including areas with]] a high potential to contain
sensitive plant communities and riparian habitats” (FEIR at 3.4-75). The FEIR further states that
“I[pJotential impacts exist for 16,167 acres of intact natural landscape blocks and 18,716 acres of
associated major riparian connectors found within 500 feet of major transportation projects”
(FEIR at 3.4-86). To mitigate these impacts, SCAG offers SMM BIO-1 through SMM BIO-3,
discussed in the previous section, as well as SMM AG-1 through SMM AG-4, SMM GHG-1,
and SMM WF-1. The Center is encouraged to see SCAG will host a multi-stakeholder working
group for Natural and Farm Lands Conservation, work with counties to improve data
management, encourage County Transportation Commissions to invest in advanced mitigation
programs, align with funding opportunities, and provide incentives to jurisdictions that cooperate
across county lines to protect and restore natural habitat corridors; however, these mitigation
measures are insufficient given the severity and extent of impacts to regional wildlife
connectivity. Although the FEIR provides recommendations for lead agencies to mitigate
impacts to connectivity, leaving substantive, on-the-ground mitigation to be debated on a project-
by-project basis will result in piecemeal protections and is grossly insufficient to adequately
mitigate impacts to regional wildlife connectivity.

The SCAG region’s heterogeneous habitats that include wetlands, streams, grasslands,
scrublands, woodlands, pine forests, and desert are important for wildlife connectivity and
migration at the local, regional, and global scale. Local connectivity that links aquatic and
terrestrial habitats allows various sensitive species to persist, including state-protected foothill
yellow-legged frogs (Rana boylii), California red-legged frog (Rana draytonii), western
spadefoot toad (Spea hammondii) and western pond turtles (Actinemys marmorata). At a
regional scale, medium- and large-sized mammals, such as mountain lions (Puma concolor),
bobcats (Lynx rufus), ring-tailed cats (Bassariscus astutus), and mule deer (Odocoileus
hemionus), require large patches of heterogeneous habitat to forage, seek shelter/refuge, and find
mates. And at a global scale, numerous areas throughout the region have been identified by
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Audubon as Important Bird Areas for resident and migratory birds within the Pacific Flyway, a
north-south migratory corridor the extends from Alaska to Patagonia. The region is a hub for
local and global biodiversity; wildlife movement and habitat connectivity must be maintained to
preserve the area’s rich animal and plant diversity.

Impacts to 18,716 acres of associated major riparian connectors found within 500 feet of
major transportation projects with insufficient mitigation is alarming because riparian habitats
perform a number of biological and physical functions that benefit wildlife, plants, and humans.
Loss of what little is left will have severe, harmful impacts on wildlife connectivity, special-
status species, overall biodiversity, and ecosystem function. It is estimated that 90-95% of
historic riparian habitat in the state has been lost (Bowler 1989; Riparian Habitat Joint Venture
2009). Using 2002 land cover data from CalFire, the Riparian Habitat Joint Venture estimated
that riparian vegetation makes up less than 0.5% of California’s total land area at about 360,000
acres (Riparian Habitat Joint Venture 2004). Numerous species rely on riparian corridors for
both movement and habitat. In fact, 60% of amphibian species, 16% of reptiles, 34% of birds and
12% of mammals in the Pacific Coast ecoregion depend on riparian-stream systems for survival
(Kelsey and West 1998). Many other species, including mountain lions and bobcats, often use
riparian areas and natural ridgelines as migration corridors or foraging habitat (Dickson et al,
2005; Hilty & Merenlender, 2004; Jennings & Lewison, 2013; Jennings & Zeller, 2017). Yet the
FEIR does little to ensure avoidance or minimization of impacts to these important corridors.
The FEIR fails to adequately assess and mitigate impacts to riparian corridors that are important
for regional wildlife connectivity.

The recommended mitigation measures provided in PMM BIO-4 fall short for regional
wildlife connectivity. For example, although the FEIR states wildlife movement buffer zones
could be considered, the FEIR does not provide any guidance or the best available science
regarding such buffers. A literature review found that recommended buffers for wildlife often far
exceeded 100 meters (~325 feet), well beyond the largest buffers implemented in practice
(Robins 2002). For example, Kilgo et al. (1998) recommend more than 1,600 feet of riparian
buffer to sustain bird diversity. In addition, amphibians, which are considered environmental
health indicators, have been found to migrate over 1,000 feet between aquatic and terrestrial
habitats through multiple life stages (Semlitsch and Bodie 2003; Trenham and Shaffer 2005;
Cushman 2006; Fellers and Kleeman 2007). The foothill yellow-legged frog, a state-threatened
species that occurs within the proposed Project, has been observed wintering in abandoned
rodent burrows and under logs as far as 100 m (or over 300 feet) from streams (Zeiner 1988).
Other sensitive species, such as western pond turtles (Actinemys marmorata, a candidate species
under the Endangered Species Act) and California newts (7aricha torosa), have been found to
migrate over 1,300 feet and 10,000 feet respectively from breeding ponds and streams (Trenham
1998; Semlitsch and Bodie 2003). Accommodating the more long-range dispersers is vital for
functional connectivity and continued survival of species populations and/or recolonization
following a local extinction (Semlitsch and Bodie 2003, Cushman 2006). Additionally, fish rely
on healthy upland areas to influence suitable spawning habitat (Lohse et al. 2008). More
extensive buffers provide connectivity for species that use and/or rely on terrestrial and aquatic
habitat and give biological communities resiliency in the face of climate change (Cushman et al.,
2013; Heller & Zavaleta, 2009; Warren et al., 2011). This emphasizes the need to conserve
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riparian corridors with large upland buffers, but the FEIR provides grossly insufficient mitigation
measures to minimize impacts to riparian corridors.

The FEIR fails to adequately assess and mitigate impacts of roads and sprawl
development on regional wildlife connectivity. Roads and development create barriers that lead
to habitat loss and fragmentation, which harms native wildlife, plants, and people. As barriers to
wildlife movement, poorly-planned development and roads can affect an animal’s behavior,
movement patterns, reproductive success, and physiological state, which can lead to significant
impacts on individual wildlife, populations, communities, landscapes, and ecosystem function
(Mitsch and Wilson 1996; Trombulak and Frissell 2000; van der Ree et al. 2011; Haddad et al.
2015; Marsh and Jaeger 2015; Ceia-Hasse et al. 2018; Dornas et al. 2019). For example, habitat
fragmentation from roads and development has been shown to cause mortalities and harmful
genetic isolation in mountain lions in Southern California (Ernest et al. 2014; Riley et al. 2014;
Vickers et al. 2015), increase local extinction risk in amphibians and reptiles (Cushman 2006;
Brehme et al. 2018; Dornas et al. 2019), cause high levels of avoidance behavior and mortality in
birds and insects (Benitez-Lopez et al. 2010; Loss et al. 2014; Kantola et al. 2019), and alter
pollinator behavior and degrade habitats (Trombulak and Frissell 2000; Goverde et al. 2002;
Aguilar et al. 2008). Habitat fragmentation also severely impacts plant communities. An 18-year
study found that reconnected landscapes had nearly 14% more plant species compared to
fragmented habitats, and that number is likely to continue to rise as time passes (Damschen et al.
2019). The authors conclude that efforts to preserve and enhance connectivity will pay off over
the long-term (Damschen et al. 2019). In addition, connectivity between high quality habitat
areas in heterogeneous landscapes is important to allow for range shifts and species migrations as
climate changes (Heller and Zavaleta 2009; Cushman et al. 2013; Krosby et al. 2018). Loss of
wildlife connectivity decreases biodiversity and degrades ecosystems.

As mentioned previously, SCAG should require that the project proponents implement
effective mitigation strategies to improve wildlife connectivity into the design of the projects
(when planning starts) prior to approving funding for the projects. In addition, SCAG should
mitigate impacts to regional connectivity from these projects by allocating proportional funding
for wildlife crossing infrastructure projects and acquiring and managing in perpetuity high
quality, protected habitat on both sides of a freeway to improve effectivity of the crossings. It is
important to note that various wildlife have different movement needs, which should be
accounted for when mitigating for wildlife connectivity. While overcrossings, if properly
designed with native vegetation and vegetation structure that accommodates the movement
tendencies of multiple species and protected habitat on both sides, can enhance connectivity for a
wider ranges of species compared to culverts (Riley et al. 2018), culverts and underpasses have
been shown to be effective. However, target species must be carefully considered when
determining size and frequency of crossings. For example, mountain lions have been
documented using culverts that are about 4 meters (~13 feet) in diameter (Riley et al. 2018;
Clevenger and Waltho 2005, Kintsch and Cramer 2011, W. Vickers unpublished data), while
smaller animals, including small mammals, reptiles, and amphibians, might require much smaller
passageways to actually use them. In addition, smaller species with poor dispersal abilities would
require more frequent intervals of crossings to increase their chances of finding a crossing
compared to more mobile animals, like mountain lions or deer. And for some amphibian and
reptile species, such as California red-legged frogs and western pond turtles, undercrossings
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should have grated tops so that the light and moisture inside the crossings are similar to that of
the ambient environment. Ultimately, the FEIR approves funding for billions of dollars worth of
road construction/widening/expansion projects without requiring adequate mitigation measures
for wildlife connectivity and approves limited funds for just one wildlife crossing. The FEIR
fails to adequately assess and mitigate impacts to wildlife movement and connectivity.

The FEIR’s lack of requiring or approving funding for wildlife crossings dismisses the
importance of regional wildlife connectivity and the need for corridor redundancy (i.e. the
availability of alternative pathways for movement). Corridor redundancy is important in regional
connectivity plans because it allows for improved functional connectivity and resilience.
Compared to a single pathway, multiple connections between habitat patches increase the
probability of movement across landscapes by a wider variety of species, and they provide more
habitat for low-mobility species while still allowing for their dispersal (Mcrae et al., 2012; Olson
& Burnett, 2013; Pinto & Keitt, 2008). In addition, corridor redundancy provides resilience to
uncertainty, impacts of climate change, and extreme events, like flooding or wildfires, by
providing alternate escape routes or refugia for animals seeking safety (Cushman et al., 2013;
Mcrae et al., 2008; Mcrae et al., 2012; Olson & Burnett, 2013; Pinto & Keitt, 2008).

In addition, adequate mitigation measures should include addressing light, noise, and
other aspects of anthropogenic features that can have negative impacts on wildlife. Human
development and associated noise can degrade adjacent wildlife habitat and behavior (see e.g.,
Slabbekoorn and Ripmeester 2008). For instance, field observations and controlled laboratory
experiments have shown that traffic noise can significantly degrade habitat value for migrating
songbirds (Ware et al. 2015). Subjects exposed to 55 and 61 dBA (simulated traffic noise)
exhibited decreased feeding behavior and duration, as well as increased vigilance behavior
(Ware et al. 2015). Such behavioral shifts increase the risk of starvation, thus decreasing survival
rates. A recent study also highlighted the detrimental impacts of siting development near areas
protected for wildlife. The study noted that “Anthropogenic noise 3 and 10 dB above natural
sound levels . . . has documented effects on wildlife species richness, abundance, reproductive
success, behavior, and physiology” (Buxton et al. 2017). The study further noted that “there is
evidence of impacts across a wide range of species [] regardless of hearing sensitivity, including
direct effects on invertebrates that lack ears and indirect effects on plants and entire ecological
communities (e.g., reduced seedling recruitment due to altered behavior of seed distributors)”
(Buxton et al. 2017). Moreover, human transportation networks and development resulted in
high noise exceedances in protected areas (Buxton et al. 2017). In addition, preliminary results
from studies underway by researchers at UC Davis and University of Southern California, as
well as those by other researchers, suggest that the light, noise, and other aspects of highways
can have negative impacts on wildlife numbers and diversity near the highways (Vickers 2020).
Thus, highways and development expose wildlife to high levels of noise and lighting and can
exert negative effects at some level, even if adequate wildlife passageways and fencing are well
designed.

The Plan’s impacts to 16,167 acres of intact natural landscape blocks will subject the
surrounding open space to development edge effects and will likely impact key, wide-ranging
predators, such as mountain lions and bobcats (Crooks 2002; Riley et al. 2006; Delaney et al.
2010; Lee et al. 2012; Vickers et al. 2015), as well as smaller species with poor dispersal
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abilities, such as song birds, small mammals, and herpetofauna (Cushman 2006; Benitez-Lopez
et al. 2010; Kociolek et al. 2011). Negative edge effects from human activity, traffic, lighting,
noise, domestic pets, pollutants, invasive weeds, and increased fire frequency have been found to
be biologically significant up to 300 meters (~1000 feet) away from anthropogenic features in
terrestrial systems (Environmental Law Institute 2003). As mentioned previously, limiting
movement and dispersal can affect species’ ability to find food, shelter, mates, and refugia
during and after disturbances like fires or floods. Individuals can die off, populations can become
isolated, sensitive species can become locally extinct, and important ecological processes like
plant pollination and nutrient cycling can be lost. In addition, linkages and corridors between
major core habitat areas are important to allow for range shifts and species migrations as climate
changes. Berms and sound/light barriers should be implemented at all wildlife crossings to
encourage wildlife to utilize the crossings. Sound and lighting should also be minimized
developed areas, particularly those that are adjacent to or go through natural habitats. And SCAG
should provide funding for and implement education and awareness campaigns that teach people
how to safely coexist with wildlife and facilitate wildlife movement. Other mitigation measures
can be found in a letter submitted to Caltrans regarding the California Transportation Plan 2050
(Exhibit C). Again, the FEIR fails to adequately assess and mitigate impacts to wildlife
movement and habitat connectivity.

E. The Plan Fails to Prioritize Funding to Support the Goals to Preserve,

Enhance and Restore Regional Wildlife Connectivity and Increase
Roadway Safety

The FEIR fails to adequately mitigate impacts to regional wildlife connectivity. Although
the FEIR touts the construction of the Liberty Canyon Wildlife Crossing over Highway 101 in a
mountain lion crossing hotspot identified by researchers (Riley et al. 2018), that project is not
listed in the Transportation Project List Technical Report. In fact, only 20% of the funding for
the Liberty Canyon wildlife crossing, projected to cost $87 million, will be drawn from public
funds allocated toward conservation campaigns. The remaining 80% must be raised from private
sources. And only one wildlife crossing is included in the Transportation Project List at about
$1.9 million. Meanwhile, billions of dollars are being approved for numerous freeway
construction/widening/expansion projects, including those that would directly impact imperiled
mountain lion populations in the SCAG region. These actions do not reflect the Plan’s laudable
goal to “[p]reserve, enhance and restore regional wildlife connectivity,” (Plan at 50).
Transportation projects should have clear requirements to enhance wildlife connectivity prior to
approval for funding. Implementing wildlife crossing infrastructure should be prioritized, to
improve both wildlife connectivity and driver safety, and more funding should be allocated to
such projects.

Aside from the benefits to wildlife and plants discussed in previous sections, enhancing
wildlife connectivity would improve public health and safety. Wildlife-vehicle collisions pose a
major public safety and economic threat, as well as a threat to the region’s wildlife and
biodiversity. During 2015 to 2018 more than 26,000 incidents involving vehicles and wildlife
were reported to the California Highway Patrol, which included reports of animals standing next
to, in, or running across lanes, collisions with large animals, or swerving to avoid collisions and
resulting in a crash (Shilling et al. 2019). State reports and car insurance companies estimate that
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that 7,000 to 23,000 wildlife vehicle collisions (with large mammals) have occurred annually on
California roads (Shilling et al. 2017; Shilling et al. 2018; Shilling et al. 2019; State Farm
Insurance Company 2016, 2018). These crashes result in human loss of life, injuries, emotional
trauma, and property damages that can add up to an estimated $300-600 million per year and
over $1 billion from 2015-2018, based on reported wildlife vehicle collisions. And it is important
to note that collisions with large animals often go unreported as much as 5- to 10-fold
(Donaldson and Lafon 2008; Olson et al. 2014; Donaldson 2017). Numerous wildlife-vehicle
collision hotspots have been identified throughout the SCAG region, but these areas are not
being prioritized for highway improvements.

Allocating more funding for wildlife crossing infrastructure would help mitigate impacts
to mountain lions and regional connectivity, and it would align with the Plan’s guiding principle
to “[p]lace high priority for transportation funding in the region on projects and programs that
improve mobility, accessibility, reliability and safety, and that preserve the existing
transportation system” (Plan at 10). Other states, including Arizona, Colorado, Florida, Montana,
Nevada, Oregon, New Mexico, Utah, Washington, and Wyoming, have been proactively
addressing wildlife connectivity issues and realizing the benefits of wildlife crossing
infrastructure. For example, Arizona, Colorado, and Wyoming have seen 80-96% reductions in
wildlife vehicle collisions while gradually increasing the level of wildlife permeability over time
(it appears that some species take more time than others to adapt to crossings) on sections of
highways where they have implemented wildlife crossing infrastructure, such as underpasses,
culverts, overpasses, wildlife fencing, and escape ramps (Dodd et al. 2012; Sawyer et al. 2012;
Kintsch et al. 2018). Utah recently completed the state’s largest wildlife overpass at Parleys
Canyon for moose, elk, and deer. Washington State is about to complete its largest wildlife
overpass on [-90, which is anticipated to provide habitat connectivity for a wide variety of
species between the North and South Cascade Mountains. The overpass cost $6.2 million as part
of a larger $900 million expansion project that will include multiple wildlife crossings along a
15-mile stretch of highway. Savings from less hospital bills, damage costs, and road closures
from fewer wildlife vehicle collisions will make up those costs in a few years (Valdes 2018).
State transportation departments are actively pursuing these types of projects because of the
benefits for wildlife connectivity, public safety, and the economy. California lags behind many
states when it comes to building wildlife crossings. SCAG should more actively invest in
preserving habitat connectivity where there are no roads while also enhancing or restoring
connectivity where roads or other transportation infrastructure already exist. The FEIR fails to
adequately assess and mitigate impacts to the region’s mountain lions and regional wildlife
connectivity.

V. The FEIR Does Not Adequately Analyze or Mitigate the Air Quality Impacts
of the Plan.

A. Air pollution is a Public Health Crisis That Can Be Addressed by Focusing
Development In and Near Existing Cities.

Air quality is a significant environmental and public health concern as unhealthy,
polluted air contributes to, and exacerbates many diseases and mortality rates. In the U.S.,
government estimates indicate that between 10-12 percent of total health costs can be attributed
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to air pollution. (VCAQR 2003) Many plants and trees, including agricultural crops, are injured
by air pollutants. This damage ranges from decreases in productivity, a weakened ability to
survive drought and pests, to direct mortality. (VCAQR) Wildlife is also impacted by air
pollution as the plants and trees that comprise their habitats are weakened or killed (yet the FEIR
contains no analysis of the impacts of air pollution on wildlife). Aquatic species and habitats are
impacted by air pollution through the formation of acid rain that raises the pH level in oceans,
rivers and lakes. (EPA 2016) Greenhouse gases, such as the air pollutant carbon dioxide which is
released by fossil fuel combustion, contribute directly to human-induced climate change. (EPA
2016) In this feedback loop, poor air quality that contributed to climate change will in turn
worsen the impacts of climate change and attendant air pollution problems. (BAAQMD 2016)

Some of the nation’s most polluted counties are in Southern California. (ALA 2016) Air
pollution and its impacts are felt most heavily by young children, the elderly, pregnant women
and people with existing heart and lung disease. People living in poverty are also more
susceptible to air pollution as they are less able to relocate to less polluted areas, and their homes
and places of work are more likely to be located near sources of pollution, such as freeways or
ports, as there areas are more affordable. (BAAQMD 2016; ALA 2016.) Pollution sources
include transportation, industry and manufacturing, construction, the importation and movement
of goods, and energy development. Transportation presents one of the most significant sources of
pollution in urban areas, where large segments of the population are constantly exposed to roads
and traffic. (BAAQMD 2016; Newman)

Although there are many different types of air pollution, Ozone, Fine Particulate Matter
and Toxic Air Contaminants are of greatest concern in urban areas, particularly in Southern
California. These three air pollutants have been linked to an increased incidence and risk of
cancer, birth defects, low birth weights and premature death, in addition to a variety of cardiac
and lung diseases such as asthma, COPD, stroke and heart attack. (Laurent 2016; ALA 2016)
Ozone, also commonly referred to as smog, is created by the atmospheric mixing of gases
resulting fossil fuel combustion and other volatile organic compounds and sunlight. Although it
is invisible, ozone poses one of the greatest health risks, prompting the EPA to strengthen its
National Ambient Air Quality Standard for Ozone in 2015. (ALA 2016) Fine Particulate Matter
is generally found in urban areas as a result of vehicle exhaust emissions, and these microscopic
particles are what contribute to visible air pollution. These tiny participles are dangerous because
they are small enough to escape our body’s natural defenses and enter the blood stream. Fugitive
dust is a term used for fine particulate matter that results from disturbance by human activity
such as construction and road-building operations. (VCAQR 2003) Fine Particulate Matter can
also result from ash caused by forest fires, which will continue to impact those living in the
urban-wildland interface and increasingly beyond as climate change exacerbates the risk of forest
fires. (BAAQMD 2016) Toxic Air Contaminants are released from vehicle fuels, especially
diesel, which accounts for over 50% of the cancer risk from TACs. (BAAQMD 2016) This is
especially relevant for Southern California with its abundance of diesel shipping traffic. (Bailey;
Betancourt 2012)

Urban infill is an effective plan for reducing the air pollution and greenhouse gas

emission resulting from heavy reliance on vehicles. Centrally locating housing, shopping and
places of employment reduces vehicle miles travelled and new road construction. With fewer
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roads and less traffic, it will be less likely that housing will be located near busy, polluting roads,
which is a large source of exposure. (BAAQMD 2016) Infill planning also allows for realistic
promotion of alternative transportation such as walking or biking.

B. The FEIR’s Analysis of Public Health Impacts Is Misleading and Inaccurate.

The FEIR must adequately analyze the potential health risks—including cumulative
impacts—arising from air pollution generated directly or indirectly by the Plan, including
projects funded or included in the Plan. The Guidelines require EIRs to discuss health impacts
that are reasonably foreseeable consequence of a project. (Guidelines § 15126.2.) The EIR must
assure that this is a robust health assessment for all criteria pollutants, Mobile Source Air Toxics,
such as acrolein, benzene, 1,3-butadiene, diesel particulate matter, formaldehyde, naphthalene,
and polycyclic organic matter, and Toxic Air Contaminants. Simply providing emissions levels
or general descriptions of health impacts provides an inadequate context to decisionmakers and
the public of the Plan’s reasonably foreseeable effects on public health. In City of Long Beach v.
City of Los Angeles (2018) 19 Cal.App.5th 465, the court held the agency failed to proceed in a
manner required by law because the EIR did not include information on the air pollution impacts
of the project on specific areas near the project vicinity, including how frequently and for what
length of time the level of particulate air pollution in the surrounding area would exceed
standards of significance. (/d. at 487-88.)

Sierra Club v. County of Fresno (2018) 6 Cal.5th 502 likewise requires that an EIR
“inform the public how its bare numbers translate to create potential adverse impacts or it must
adequately explain what the agency does know and why, given existing scientific constraints, it
cannot translate potential health impacts further.” Here, the FEIR does not meet this standard.
While the FEIR does include a general discussion of “health implications” (FEIR at 3.3-61) it
includes only general statements regarding potential health issues associated with air pollution.
Moreover, the FEIR states:

Both ozone and particulate matter are known to have negative public health impacts
especially for sensitive populations, like children, the elderly, and those with respiratory
or cardiovascular health problems. Therefore, the potential for Connect SoCal to
adversely affect public health was evaluated using cancer risk from diesel particulate
matter as a proxy for respiratory health.

(FEIR at 3.3-62.) The FEIR’s reasoning here is unclear—why is cancer risk from diesel
particulate matter (“DPM”) being used as a proxy for respiratory health? While DPM is clearly
one type of dangerous pollutant, there are various other pollutants that can cause health
problems. The FEIR should include detailed analysis and studies on the health risks of all
pollutants associated with the Plan. In addition, as discussed below, it appears that the FEIR does
not account for recent rollbacks to emissions standards, which will likely intensify the public
health impacts of the Plan. This requires revision and recirculation of the EIR.

To the extent the exact nature of development under the Plan is uncertain at this time, the
agency must use its best efforts to find out all that it reasonably can, and then disclose any
remaining uncertainties after conducting such an investigation and inquiry. (See San Diego
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C. The FEIR Fails to Remedy the Deficiencies in the Air Quality Analysis
Identified by SCAQMD.

The South Coast Air Quality Management District (“SCAQMD”) submitted a lengthy
comment letter on the EIR (the “SCAQMD Letter”), which identified various deficiencies with
the EIR’s analysis. For instance, the SCAQMD Letter noted that the EIR’s analysis improperly
credits the Plan with emissions reductions associated with air quality and health risks that will
occur independently of the Plan due to CARB regulations. In responses to comments, SCAG
concedes that emissions reductions “can be attributed to CARB regulations and efforts at
implementing cleaner fuel standards and promoting lower emitting vehicle” and that “emission
reductions from CARB regulations would occur regardless of the Plan.” (FEIR at 9.0-42.)

Again, as discussed in Section VI below, recent federal actions have significantly
changed the emissions standards applicable to California, rendering SCAG’s analysis incorrect.
The corresponding public health analysis, including the health risk assessment, needs to be
revised.

The SCAQMD Letter also is correct that the FEIR does not analyze or disclose public
health impacts using the correct baseline—by comparing public health impacts from the Plan in
2045 to existing public health impacts in 2019, the FEIR misleadingly claims that cancer risk
will be reduced. The HRA analysis shows that cancer risks will substantially exceed the
significance threshold of 41.3 in a million, and SCAG should revise the FEIR to acknowledge
the significant impacts of the Plan and describe those impacts in detail.

D. Independent Analysis By SWAPE Confirms That the EIR’s Air Quality and
Greenhouse Gas Analysis Does Not Comply with CEQA.

The enclosed letter by Matt Hagemann, P.G., C.Hg. and Paul E. Rosenfeld, Ph.D of the
expert consulting firm SWAPE (the “SWAPE Letter,” included as Exhibit A) demonstrates that
the EIR’s air quality and greenhouse gas analyses contain errors and unsubstantiated conclusions
that render the FEIR inaccurate.

We urge SCAG to delay consideration of this project until the FEIR has been revised to
address the issues outlined in the SWAPE Letter. As described in further detail in the SWAPE
Letter, the basic problem with the FEIR is that it does not do what CEQA requires: provide an
accurate and complete analysis of the Plan’s air quality and greenhouse gas impacts and consider
and adopt alternatives and mitigation measures to reduce those impacts to the greatest extent
feasible. Furthermore, it does not appear that the issues identified in the SWAPE Letter were
addressed in the Corrections and Additions document included with the FEIR.

E. The FEIR should require stronger air quality mitigation measures.

CEQA requires that—prior to the approval of a project—the lead agency adopt all
feasible mitigation measures which will avoid or substantially lessen the significant
environmental effects of the project. (Pub. Res. Code § 21002.) In addition, “Where several
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measures are available to mitigate an impact, each should be discussed and the basis for selecting
a particular measure should be identified.” (CEQA Guidelines § 15126.4(a)(1)(B).)

As outlined in more detail in the SWAPE Letter, the EIR does not demonstrate that the
SCAG considered all potentially feasible mitigation measures for each type of air pollution, or
adopted all feasible measures. Indeed, there are a wealth of mitigation measures already
proposed by other agencies in technical reports that were not incorporated in the EIR.

Many mitigation measures that should be considered and adopted are described in detail
in the documents attached: (1) San Joaquin Valley Air Pollution Control District: Mitigation
Measures, (2) Bay Area Air Quality Management District, California Environmental Quality
Act: Air Quality Guidelines (2011), (3) Sacramento Metropolitan Air Quality Management
District, Recommended Guidance for Land Use Emission Reductions Version 3.3 (for
Operational Emissions) (2016), (4) San Luis Obispo County Air Pollution Control District,
CEQA Air Quality Handbook: A Guide for Assessing the Air Quality Impacts For Projects
Subject to CEQA Review (2012), (5) California Air Pollution Control Officers Association
(CAPCOA), CEQA and Climate Change: Evaluating and Addressing Greenhouse Gas
Emissions from Projects Subject to the California Environmental Quality Act (2008), and (6)
California Attorney General’s Office, Addressing Climate Change at the Project Level (2010).
The documents identify existing and potential mitigation measures that could be applied to
projects during the CEQA process to reduce a project’s air pollution and GHG emissions. These
mitigation measures also provide the co-benefit of reducing many criteria emissions that
contribute to the significant impacts to air quality from the Plan and should be evaluated for their
feasibility in reducing both GHGs and criteria pollutants.

Because CEQA requires the adoption of all feasible mitigation measures to reduce
significant impacts, the Plan must adopt all feasible mitigation measures to reduce air quality and
GHG impacts or provide “substantial evidence” as to why the mitigation measures are infeasible.
(Guidelines § 15091(b).) Again, even if the Plan’s impacts are unavoidable that does not absolve
SCAG of its obligation to mitigate significant impacts to the extent feasible. The Center
therefore suggest the FEIR consider and adopt all feasible mitigation measures set forth in the
attached references and the SWAPE Letter. Their feasibility is proven, in many cases, by their
actual implementation by cities and counties across California.

F. The FEIR Must Disclose and Mitigate the Public Health Impacts of Siting
Residential Development Next to Freeways.

The FEIR does not properly disclose the health risks of siting residential development or
other sensitive uses adjacent to freeways or highways. Numerous studies have documented the
air pollution and health impacts associated with siting expressways and freeways in close
proximity to residential development, particularly upon sensitive receptors such as children and
the elderly. (Lin 2002.) A review of 700 studies concluded that pollution causes asthma attacks
in children, the onset of childhood asthma, impaired lung function, premature death and death
from cardiovascular diseases, and cardiovascular morbidity. (Health Effects Institute 2010°.)

3 Full appendices of this study are available at https://www.healtheffects.org/publication/traffic-related-air-pollution-
critical-review-literature-emissions-exposure-and-health.
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The Health Effects Institute study concluded that the “exposure zone” was 300 to 500
meters from the highways (984 feet to 1640 feet). (/d.) Other studies have reached similar
conclusions. (See Anderson 2011; Suglia 2008.) Living near expressways also increases the
likelihood that residents will suffer from dementia. (Chen 2017.) The University of Southern
California’s Environmental Health Centers have also collected data and studies showing risks
and health impacts to pregnant women, babies, children, teenagers, adults, and seniors of living
by a freeway.* In short, the FEIR fails to address the overwhelming body of peer-reviewed
scientific evidence demonstrating that siting development next to a freeway or expressway will 20
lead to significant health effects on the residents.

The Plan and EIR are particularly defective for failing to adequately account for how
highway developments or expansion associated with or funded by the Plan will make this
existing problem more severe (e.g., by bringing existing residents into closer proximity to
highways).

The FEIR also fails to offer any real mitigation measures to address these public health
impacts of the Plan. The FEIR could require certain minimum buffers between freeways and
sensitive receptors, and could require high efficiency air filters in existing homes near freeways
or planned freeways, and/or set aside a fund for such filters. The FEIR could also require
vegetative barriers as a mitigation measure. The FEIR should have a detailed discussion of this
issue and require project-level mitigation measures to address it.

VI.  The EIR Must be Revised and Recirculated to Incorporate the SAFE Rule.

SCAG must revise and recirculate the EIR because its analysis fails to account for the
significant changes in vehicle emissions that will be caused by the rollback of the federal vehicle
greenhouse gas emissions and mileage standards.

The Safer, Affordable, Fuel-Efficient (“SAFE”) Vehicles Rule has been finalized in two
parts. On September 19, 2019, the National Highway Traffic Safety Administration (“NHTSA™)
and EPA issued SAFE I, which states that federal law preempts state and local laws regarding
tailpipe GHG emissions standards, zero emissions vehicle mandates, and fuel economy for
automobiles and light duty trucks. The rule revokes California’s Clean Air Act waiver and
preempts California’s Advanced Clean Car Regulations. SCAG noted in its EIR that the SAFE |
rule “may potentially impact SCAG’s Connect SoCal and transportation projects in the SCAG
region.” (FEIR at 3.8-24.)

21

On March 31, 2020, NHTSA and EPA signed the SAFE II rule (published in the Federal
Register on April 30, 2020)°, under which EPA weakened its model year (“MY”’) 2021-2026
greenhouse gas standards for passenger cars and light trucks, and NHTSA rolled back mileage
standards for passenger cars and light trucks for MY 2021-2026 vehicles to (at most) 1.5%

Attachment: Connect SoCal PEIR Addendum (Final Connect SoCal Technical Refinements and PEIR Addendum)

4 See University of Southern California, References. Living Near Busy Roads or Traffic Pollution, available at
http://envhealthcenters.usc.edu/infographics/infographic-living-near-busy-roads-or-traffic-pollution/references-
living-near-busy-roads-or-traffic-pollution (collecting studies).

585 Fed. Reg. 24,174 (April 30, 2020).

Center for Biological Diversity Comments on Connect SoCal Plan and FEIR Page 22

Packet Pg. 248




CBD-1

annual increases in fuel economy standards, as compared to annual increases of nearly 5% under
the existing standards. According to the agencies’ own analysis—which significantly
underestimates emissions—the SAFE II rule results in a nearly 1 billion metric ton increase in
CO» emissions compared with the prior Obama standards over the lifetime of vehicles through
model year 2029,° at least short-term increases in SO, and potential increases in NOx emissions
in the long-term.’

The failure to properly analyze the increases of emissions from SAFE I as well as the
need to include the estimated increases from SAFE II infects the GHG, criteria pollutant, and
public health analyses of the FEIR.® As to the transportation conformity analysis, SCAG’s EIR
states that it incorporates the emissions increases resulting from the SAFE I rule “by using the
EMFAC2014 off-model adjustment factors released by ARB on November 20, 2019 and
approved by U.S. EPA on March 12, 2020.”° However, EMFAC does not account for upstream
emissions that are likely to result from changes to the fleet mix and fuel economy requirements
in the rule.

Moreover, the EIR states that “GHG emissions and transportation data were projected to
2045 using SCAG’s Regional Travel Demand Model and ARB’s EMFAC2014 emissions model.
Estimates of energy and water use are based on current demand factors and emission rates
associated with current power generation operations and water supply.” (FEIR at 3.8-60.)
However, the EMFAC adjustment factors are approved by EPA for transportation conformity
purposes (i.e., criteria pollutants), and therefore do not account for the increase in CO> emissions
from either SAFE I or SAFE I1.!° Additionally, estimates of emissions from energy use (as well
as increases in emissions from refining) should be based on changes that may result as a
consequence of both of the SAFE rules.

Because the EIR does not include SAFE 11, and only partially incorporates SAFE I, the
EIR fails to adequately analyze and mitigation air quality, public health, and climate impacts.'!

¢ Safer, Affordable, Fuel-Efficient (SAFE) Vehicles Rule for Model Years 2021-2026 Passenger Cars and Light
Trucks (2020) at 8; Tables I-5, 1-6, VII-116, VII-117, VII-118, VII-119; 1569,
https://www.nhtsa.gov/sites/nhtsa.dot.gov/files/documents/final_safe_preamble web_version_200330.pdf.

7 Id. at Tables VII-122 — 127,

8 See e.g., FEIR at 3.8-74, Table 3.8-10, which uses EMFAC14 to estimate per capita CO2 emissions from cars and
light-duty trucks in its SB 375 analysis.

9 SCAG, Connect SoCal Transportation Conformity Analysis at 28. (See also ARB, Comments re: Safer Affordable
Fuel-Efficient (SAFE) Vehicles Rule for Model Years 2021-2026 Passenger Cars and Light Trucks —
Transportation Conformity Implications (June 17, 2019), submitted to docket no NHTSA-2018-0067-12417,
https://www.regulations.gov/document?D=NHTSA-2018-0067-12417. ARB notes that “[n]ecessary model updates
and SIP revisions alone are complex, and may take years to complete,” raising questions about the accuracy of the
adjustment factors here.)

10 See ARB, EMFAC Off-Model Adjustment Factors to Account for the SAFE Vehicle Rule Part One November 20,
2019, https://ww3.arb.ca.gov/msei/emfac_off model adjustment factors_final_ draft.pdf.

11 See California Association of Councils of Governments, Comments re: Significant concern regarding potential
transportation impacts resulting from the Proposed NHTSA/U.S. EPA's Safer Affordable Fuel Efficient (SAFE)
Vehicles Rule for Model Years, 2021-2026 (June 14, 2019), submitted to docket no. EPA-HQ-OAR-2018-0283-
7581, https://www.regulations.gov/document?D=EPA-HQ-OAR-2018-0283-7581. CACOG argues that the SAFE
rule threatens nearly $130 billion in transportation projects statewide, as well as MPOs” ability to provide congestion
relief, transportation system reliability, public health, housing, environmental sustainability, and equity.
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SAFE 11, in particular, provides important new information showing significant increases in the
severity of CO; and potentially other impacts, such as air quality, conformity, and traffic flow
(sticker prices, gas prices, and fuel economy affect driving habits). Failing to provide the public
with this information deprives agencies and the public of the opportunity to meaningful review
and comment on the EIR. As a result, it must be revised and recirculated to reflect this new
regulatory regime. (CEQA Guidelines § 15088.5.) N

VII. The May 7% Hearing Should Be Postponed Due To the COVID-19 Crisis.

We also urge SCAG to postpone the May 7th hearing on the Plan and FEIR due to the
COVID-19 crisis. Governor Newsom declared a state of emergency on March 4, 2020, and over
the past seven weeks Californians have been grappling with truly unprecedented challenges. In
order for members of the public to adequately participate in this critical planning process, more
time is needed to review the Plan and offer comments for potential improvements to the Plan and
FEIR. Notably, the California League of Cities sent a letter on March 22, 2020 seeking relief
from various deadlines due to “this unprecedented public health crisis.” We are asking that
SCAG to grant a similar extension to members of the public.

In addition, the hearing should be postponed and the FEIR revised because the world is
fundamentally different than it was when the FEIR was released earlier this year. Economic
projections now predict a recession and a potential downturn in the housing market. SCAG
should review the Plan and FEIR to evaluate whether these significant changes render the Plan or
FEIR no longer accurate, and whether revisions to either document are necessary. In sum, the
current draft of the Plan and FEIR reflects the pre-COVID-19 California, and the approved plan
needs to account for these recent developments.

VIII. Conclusion

Given the possibility that the Center will be required to pursue appropriate legal remedies
in order to ensure enforcement of CEQA and other laws, we would like to remind SCAG of its
duty to maintain and preserve all documents and communications that may constitute part of the
“administrative record.” As you may know, the administrative record encompasses any and all
documents and communications which relate to any and all actions taken by SCAG with respect
to the FEIR and Plan, and includes “pretty much everything that ever came near a proposed
[project] or [] the agency’s compliance with CEQA . ...” (County of Orange v. Superior Court
(2003) 113 Cal.App.4th 1, 8.) The administrative record further contains all correspondence,
emails, and text messages sent to or received by SCAG’s representatives or employees, which
relate to the Plan, including any correspondence, emails, and text messages sent between the
SCAG’s representatives or employees, including with EIR consultants. Maintenance and
preservation of the administrative record requires that, inter alia, SCAG (1) suspend all data
destruction policies; and (2) preserve all relevant hardware unless an exact replica of each file is

21
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Thank you for the opportunity to submit comments on the Plan and FEIR. The Center
looks forward to working with SCAG to move the Plan forward in a way that truly minimizes
impacts to special-status species like the mountain lion and regional wildlife connectivity while
upholding air quality and GHG standards and goals. Please feel free to contact the Center with
any questions at the number or email listed below.

Sincerely,

Tiffany Yap, D.Env/PhD
Wildlife Corridor Advocate
Center for Biological Diversity
1212 Broadway, Suite 800
Oakland, California 94612
tyap@biologicaldiversity.org

J.P. Rose

Staff Attorney

Center for Biological Diversity
660 S. Figueroa Street, Suite 1000
Los Angeles, California, 90017
jrose(@biologicaldiversity.org
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