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NAAQS and CAAQS is summarized in Table 4.3-11, National Ambient Air Quality Standards and

Status – Sacramento Valley Air Basin (Sacramento Metro) and Table 4.3-12, California Ambient Air

Quality Standards and Status – Sacramento Valley Air Basin (Sacramento Metro). The status of the

remaining portion of the SVAB with respect to the NAAQS and the CAAQS is summarized in Table 4.3-

13, National Ambient Air Quality Standards and Status – Sacramento Valley Air Basin (Excluding

Sacramento Metro) and Table 4.3-14, California Ambient Air Quality Standards and Status –

Sacramento Valley Air Basin (Excluding Sacramento Metro).

Table 4.3-11
National Ambient Air Quality Standards and Status

Sacramento Valley Air Basin (Sacramento Metro)

Pollutant Averaging Time Designation/Classification
Ozone (O3) 8 Hour Nonattainment/Serious
Carbon Monoxide (CO) 1 Hour, 8 Hour Attainment/Unclassifiable
Nitrogen Dioxide (NO2) Annual Arithmetic Mean Attainment/Unclassifiable
Sulfur Dioxide (SO2) 24 Hour, Annual Arithmetic Mean Unclassifiable
Respirable Particulate Matter (PM10) 24 Hour Nonattainment/Moderate
Fine Particulate Matter (PM2.5) 24 Hour, Annual Arithmetic Mean Attainment/Unclassifiable
Lead (Pb) Calendar Quarter Attainment

Source: Environmental Protection Agency. "Region 9: Air Programs, Air Quality Maps." [Online] [October 31, 2007]. <http://www.epa.gov
/region9/air/maps/maps_top.html>

Table 4.3-12
National Ambient Air Quality Standards and Status

Sacramento Valley Air Basin (Excluding Sacramento Metro)

Pollutant Averaging Time Designation/Classification
Ozone (O3)1 8 Hour Attainment/Unclassifiable
Carbon Monoxide (CO) 1 Hour, 8 Hour Attainment/Unclassifiable
Nitrogen Dioxide (NO2) Annual Arithmetic Mean Attainment/Unclassifiable
Sulfur Dioxide (SO2) 24 Hour, Annual Arithmetic Mean Unclassifiable
Respirable Particulate Matter (PM10) 24 Hour Unclassifiable
Fine Particulate Matter (PM2.5) 24 Hour, Annual Arithmetic Mean Attainment/Unclassifiable
Lead (Pb) Calendar Quarter Attainment

Source: Environmental Protection Agency. "Region 9: Air Programs, Air Quality Maps." [Online] [October 31, 2007]. <http://www.epa.gov/
region9/air/maps/maps_top.html>
1 Chico Area (Butte County) is designated as Subpart 1 nonattainment for the 8-hour ozone standard.



4.3 Air Quality and Global Climate Change

Impact Sciences, Inc. 4.3-29 Altamont Motorsports Park Rezoning Draft EIR
0931.002 July 2008

Table 4.3-13
California Ambient Air Quality Standards and Status

Sacramento Valley Air Basin (Sacramento Metro)

Pollutant Averaging Time Designation/Classification
Ozone (O3) 1 Hour, 8 Hour Nonattainment1

Carbon Monoxide (CO) 1 Hour, 8 Hour Attainment
Nitrogen Dioxide (NO2) 1 Hour Attainment
Sulfur Dioxide (SO2) 1 Hour, 24 Hour Attainment
Respirable Particulate Matter (PM10) 24 Hour, Annual Arithmetic Mean Nonattainment
Fine Particulate Matter (PM2.5) Annual Arithmetic Mean Nonattainment
Lead (Pb)2 30 Day Average Attainment
Sulfates (SO4) 24 Hour Attainment
Hydrogen Sulfide (H2S) 1 Hour Unclassified
Vinyl Chloride2 24 Hour Unclassified
Visibility-Reducing Particles 8 Hour (10 AM–6 PM) Unclassified

Source: California Air Resources Board. “Area Designations Maps/State and National." [Online] [September 11, 2007].
http://www.arb.ca.gov/desig/adm/adm.htm
1 CARB has not issued area classifications based on the new state 8-hour standard. The previous classification for the 1-hour ozone

standard was Serious. ).
2 CARB has identified lead and vinyl chloride as “toxic air contaminants” with no threshold level of exposure for adverse health effects

determined.

Table 4.3-14
California Ambient Air Quality Standards and Status

Sacramento Valley Air Basin (Excluding Sacramento Metro)

Pollutant Averaging Time Designation/Classification
Ozone (O3) 1 Hour, 8 Hour Nonattainment1

Carbon Monoxide (CO) 1 Hour, 8 Hour Attainment/Unclassified2

Nitrogen Dioxide (NO2) 1 Hour Attainment
Sulfur Dioxide (SO2) 1 Hour, 24 Hour Attainment
Respirable Particulate Matter (PM10) 24 Hour, Annual Arithmetic Mean Nonattainment
Fine Particulate Matter (PM2.5) Annual Arithmetic Mean Nonattainment/Unclassified

3

Lead (Pb)4 30 Day Average Attainment
Sulfates (SO4) 24 Hour Attainment
Hydrogen Sulfide (H2S) 1 Hour Unclassified
Vinyl Chloride4 24 Hour Unclassified
Visibility-Reducing Particles 8 Hour (10 AM–6 PM) Unclassified

Source: California Air Resources Board. “Area Designations Maps/State and National." [Online] [September 11, 2007].
http://www.arb.ca.gov/desig/adm/adm.htm
1 CARB has not issued area classifications based on the new state 8-hour standard. The previous classification for the 1-hour ozone standard

was Moderate with the exception of Colusa County and Glenn County, which remain designated as Nonattainment-Transitional.
2 Colusa, Glenn, Shasta, Tehama, and Yuba County are designated as Unclassified for Carbon Monoxide (Source: California Code of

Regulations, Title 17, Section 60202, http://ccr.oal.ca.gov). The remaining portions are Attainment.
3 Butte County is designated as Nonattainment for PM2.5. (Source: California Code of Regulations, Title 17, Section 60210,

http://ccr.oal.ca.gov). The remaining portions are Unclassified.
4 CARB has identified lead and vinyl chloride as “toxic air contaminants” with no threshold level of exposure for adverse health effects

determined.
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4.3.2.3.3.3 South Central Coast Air Basin

A portion of the vehicles driven by the spectators and participants traveling to and from the Altamont

Motorsports Park would occur within the SCCAB. The SCCAB consists of San Luis Obispo, Santa

Barbara, and Ventura Counties. For the purposes of this analysis, spectators and participants were only

assumed to come from the San Luis Obispo County portion of the SCCAB. Refer to Figure 4.3-1, for

location of the SCCAB in the State of California.

4.3.2.3.3.3.1 Attainment Status

The San Luis Obispo portion of the SCCAB is classified by the US EPA as a nonattainment/unclassifiable

area with respect to the federal 8-hour O3 standard, a nonattainment/unclassifiable area for PM10, and an

unclassifiable area for PM2.5. CARB classifies the San Luis Obispo portion of the SCCAB as a

nonattainment area with respect to the state 8-hour and 1-hour O3 standard, a nonattainment area for

PM10, and an attainment area with respect to PM2.5. The status of the San Luis Obispo portion of the SVAB

with respect to NAAQS and CAAQS is summarized in Table 4.3-15, National Ambient Air Quality

Standards and Status – South Central Coast Air Basin (San Luis Obispo and Santa Barbara County)

and Table 4.3-16, California Ambient Air Quality Standards and Status – South Central Coast Air

Basin (San Luis Obispo County).

Table 4.3-15
National Ambient Air Quality Standards and Status

South Central Coast Air Basin (San Luis Obispo County and Santa Barbara County)

Pollutant Averaging Time Designation/Classification
Ozone (O3) 8 Hour Attainment/Unclassifiable
Carbon Monoxide (CO) 1 Hour, 8 Hour Attainment/Unclassifiable
Nitrogen Dioxide (NO2) Annual Arithmetic Mean Attainment/Unclassifiable
Sulfur Dioxide (SO2) 24 Hour, Annual Arithmetic Mean Unclassifiable
Respirable Particulate Matter (PM10) 24 Hour Unclassifiable
Fine Particulate Matter (PM2.5) 24 Hour, Annual Arithmetic Mean Attainment/Unclassifiable
Lead (Pb) Calendar Quarter Attainment

Source: Environmental Protection Agency. "Region 9: Air Programs, Air Quality Maps." [Online] [October 31, 2007].
<http://www.epa.gov/region9/air/maps/maps_top.html>
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Table 4.3-16
California Ambient Air Quality Standards and Status

South Central Coast Air Basin (San Luis Obispo County)

Pollutant Averaging Time Designation/Classification
Ozone (O3) 1 Hour, 8 Hour Nonattainment1

Carbon Monoxide (CO) 1 Hour, 8 Hour Attainment
Nitrogen Dioxide (NO2) 1 Hour Attainment
Sulfur Dioxide (SO2) 1 Hour, 24 Hour Attainment
Respirable Particulate Matter (PM10) 24 Hour, Annual Arithmetic Mean Nonattainment
Fine Particulate Matter (PM2.5) Annual Arithmetic Mean Attainment
Lead (Pb)2 30 Day Average Attainment
Sulfates (SO4) 24 Hour Attainment
Hydrogen Sulfide (H2S) 1 Hour Attainment
Vinyl Chloride2 24 Hour Unclassified
Visibility-Reducing Particles 8 Hour (10 AM–6 PM) Unclassified

Source: California Air Resources Board. “Area Designations Maps/State and National." [Online] [September 11, 2007].
http://www.arb.ca.gov/desig/adm/adm.htm
1 CARB has not issued area classifications based on the new state 8-hour standard. The previous classification for the 1-hour ozone standard

was Moderate.
2 CARB has identified lead and vinyl chloride as “toxic air contaminants” with no threshold level of exposure for adverse health effects

determined.

4.3.2.3.3.4 North Central Coast Air Basin

A portion of the vehicles driven by the spectators and participants traveling to and from the Altamont

Motorsports Park would occur within the NCCAB. The NCCAB consists of Santa Cruz, San Benito, and

Monterey Counties. Refer to Figure 4.3-1, for location of the NCCAB in the State of California.

4.3.2.3.3.4.1 Attainment Status

The NCCAB is classified by the US EPA as an attainment/unclassifiable area with respect to the federal

8-hour O3 standard, an unclassifiable area for PM10, and an attainment/unclassifiable area for PM2.5. CARB

classifies the NCCAB as a nonattainment area with respect to the state 8-hour and 1-hour O3 standard, a

nonattainment area for PM10, and an attainment area for PM2.5. The status of the NCCAB with respect to

NAAQS and CAAQS is summarized in Table 4.3-17, National Ambient Air Quality Standards and

Status – North Central Coast Air Basin, Table 4.3-18, California Ambient Air Quality Standards and

Status – North Central Coast Air Basin (Santa Cruz and San Benito Counties), and Table 4.3-19,

California Ambient Air Quality Standards and Status – North Central Coast Air Basin (Monterey

County).
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Table 4.3-17
National Ambient Air Quality Standards and Status

North Central Coast Air Basin

Pollutant Averaging Time Designation/Classification
Ozone (O3) 8 Hour Attainment/Unclassifiable
Carbon Monoxide (CO) 1 Hour, 8 Hour Attainment/Unclassifiable
Nitrogen Dioxide (NO2) Annual Arithmetic Mean Attainment/Unclassifiable
Sulfur Dioxide (SO2) 24 Hour, Annual Arithmetic Mean Unclassifiable
Respirable Particulate Matter (PM10) 24 Hour Unclassifiable
Fine Particulate Matter (PM2.5) 24 Hour, Annual Arithmetic Mean Attainment/Unclassifiable
Lead (Pb) Calendar Quarter Attainment

Source: Environmental Protection Agency. "Region 9: Air Programs, Air Quality Maps." [Online] [July 19, 2007].
<http://www.epa.gov/region9/air/maps/maps_top.html>

Table 4.3-18
California Ambient Air Quality Standards and Status

North Central Coast Air Basin (Santa Cruz County and San Benito County)

Pollutant Averaging Time Designation/Classification
Ozone (O3) 1 Hour, 8 Hour Nonattainment1

Carbon Monoxide (CO) 1 Hour, 8 Hour Unclassified
Nitrogen Dioxide (NO2) 1 Hour Attainment
Sulfur Dioxide (SO2) 1 Hour, 24 Hour Attainment
Respirable Particulate Matter (PM10) 24 Hour, Annual Arithmetic Mean Nonattainment
Fine Particulate Matter (PM2.5) Annual Arithmetic Mean Attainment
Lead (Pb)2 30 Day Average Attainment
Sulfates (SO4) 24 Hour Attainment
Hydrogen Sulfide (H2S) 1 Hour Unclassified
Vinyl Chloride2 24 Hour Unclassified
Visibility-Reducing Particles 8 Hour (10 AM–6 PM) Unclassified

Source: California Air Resources Board. “Area Designations Maps/State and National." [Online] [July 26, 2007].
http://www.arb.ca.gov/desig/adm/adm.htm
1 CARB has not issued area classifications based on the new state 8-hour standard. The previous designation for the 1-hour ozone standard

was Nonattainment-Transitional.
2 CARB has identified lead and vinyl chloride as “toxic air contaminants” with no threshold level of exposure for adverse health effects

determined.
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Table 4.3-19
California Ambient Air Quality Standards and Status

North Central Coast Air Basin (Monterey County)

Pollutant Averaging Time Designation/Classification
Ozone (O3) 1 Hour, 8 Hour Nonattainment1

Carbon Monoxide (CO) 1 Hour, 8 Hour Attainment
Nitrogen Dioxide (NO2) 1 Hour Attainment
Sulfur Dioxide (SO2) 1 Hour, 24 Hour Attainment
Respirable Particulate Matter (PM10) 24 Hour, Annual Arithmetic Mean Nonattainment
Fine Particulate Matter (PM2.5) Annual Arithmetic Mean Attainment
Lead (Pb)2 30 Day Average Attainment
Sulfates (SO4) 24 Hour Attainment
Hydrogen Sulfide (H2S) 1 Hour Unclassified
Vinyl Chloride2 24 Hour Unclassified
Visibility-Reducing Particles 8 Hour (10 AM–6 PM) Unclassified

Source: California Air Resources Board. “Area Designations Maps/State and National." [Online] [July 26, 2007].
http://www.arb.ca.gov/desig/adm/adm.htm
1 CARB has not issued area classifications based on the new state 8-hour standard. The previous designation for the 1-hour ozone standard

was Transitional.
2 CARB has identified lead and vinyl chloride as “toxic air contaminants” with no threshold level of exposure for adverse health effects

determined.

4.3.2.4 Greenhouse Gases

4.3.2.4.1 International Activities

4.3.2.4.1.1 Kyoto Protocol

The original Kyoto Protocol was negotiated in December 1997 and came into force on February 16, 2005.

As of April 2008, 180 countries and the European Economic Community have ratified the agreement

(UNFCCC n.d.[c]). Notably, however, the US has not ratified the protocol. Participating nations are

separated into Annex 1 (i.e., industrialized countries) and Non-Annex 1 (i.e., developing countries)

countries that have differing requirements for GHG reductions. The goal of the protocol is to achieve

overall emissions reduction targets for six GHGs by the period 2008 to 2012. The six GHGs regulated

under the protocol are carbon dioxide, methane, nitrous oxide, sulfur hexafluoride, HFCs, and PFCs.

Each nation has an emissions reduction target under which they must reduce GHG emissions a certain

percentage below 1990 levels (e.g., 8 percent reduction for the European Union, 6 percent reduction for

Japan). The average reduction target for nations participating in the Kyoto Protocol is approximately five

percent below 1990 levels (Pew Center on Global Climate Change n.d.). Although the United States has

not ratified the protocol, it has established a target of 18 percent reduction in GHG emissions intensity by
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2012 (White House n.d.). Greenhouse gas intensity is the ratio of GHG emissions to economic output (i.e.,

gross domestic product).

4.3.2.4.1.2 Intergovernmental Panel on Climate Change

The World Meteorological Organization (WMO) and United Nations Environmental Program (UNEP)

established the Intergovernmental Panel on Climate Change (IPCC) in 1988. The goal of the IPCC is to

evaluate the risk of climate change caused by human activities. Rather than performing research or

monitoring climate, the IPCC relies on peer-reviewed and published scientific literature to make its

assessment. The IPCC assesses information (i.e., scientific literature) regarding human-induced climate

change, impacts of human-induced climate change, and options for adaptation and mitigation of climate

change. The IPCC reports its evaluation through special reports called “assessment reports.” The latest

assessment report (i.e., Fourth Assessment Report, consisting of three working group reports and a

synthesis report based on the first three reports) was published in 2007.7

4.3.2.4.2 Federal Activities

In Massachusetts vs. EPA, the Supreme Court held that US EPA has the statutory authority under

Section 202 of the CAA to regulate GHGs from new motor vehicles. The court did not hold that the

US EPA was required to regulate GHG emissions; however, it indicated that the agency must decide

whether GHGs from motor vehicles cause or contribute to air pollution that is reasonably anticipated to

endanger public health or welfare. Upon the final decision, President Bush signed Executive Order 13432

on May 14, 2007, directing the US EPA, along with the Departments of Transportation, Energy, and

Agriculture, to initiate a regulatory process that responds to the Supreme Court’s decision. The order

requires the US EPA to coordinate closely with other federal agencies and to consider the president’s

Twenty-in-Ten plan in this process. The Twenty-in-Ten plan would establish a new alternative fuel

standard that would require the use of 35 billion gallons of alternative and renewable fuels by 2017. The

US EPA will be working closely with the Department of Transportation in developing new automotive

efficiency standards.

4.3.2.4.3 California Activities

4.3.2.4.3.1 AB 1493

In a response to the transportation sector accounting for more than half of California’s CO2 emissions,

Assembly Bill 1493 (AB 1493, Pavley) was enacted on July 22, 2002. AB 1493 required CARB to set GHG

7 The IPCC’s Fourth Assessment Report is available online at http://www.ipcc.ch/.
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emission standards for passenger vehicles, light-duty trucks, and other vehicles determined by the state

board to be vehicles whose primary use is noncommercial personal transportation in the state. The bill

required that CARB set the GHG emission standards for motor vehicles manufactured in 2009 and all

subsequent model years. In setting these standards, CARB must consider cost-effectiveness, technological

feasibility, economic impacts, and provide maximum flexibility to manufacturers. CARB adopted the

standards in September 2004. These standards are intended to reduce emissions of carbon dioxide and

other GHGs (e.g., nitrous oxide, methane). The new standards would phase in during the 2009 through

2016 model years. When fully phased in, the near-term (2009-2012) standards will result in a reduction of

about 22 percent in GHG emissions compared to the emissions from the 2002 fleet, while the mid-term

(2013-2016) standards will result in a reduction of about 30 percent. Some currently used technologies

that achieve GHG reductions include small engines with superchargers, continuously variable

transmissions, and hybrid electric drive.

In December 2004, these regulations were challenged in federal court by the Alliance of Automobile

Manufacturers, who claimed that the law regulated vehicle fuel economy, a duty assigned to the federal

government. The case had been put on hold by a federal judge in Fresno pending the US Supreme

Court’s decision in Massachusetts vs. EPA. The US Supreme Court’s ruling in favor of the state of

Massachusetts has been discussed as a likely vindication of state efforts to control GHG emissions. In

December 2007, Judge Ishii of the US District Court for the Eastern District dismissed the case by the

Alliance of Automobile Manufacturers. However, before these regulations may go into effect, the US EPA

must grant California a waiver under the federal Clean Air Act, which ordinarily preempts state

regulation of motor vehicle emission standards. Following the issuance of the Massachusetts vs. EPA

decision, the US EPA announced that it would decide whether to grant California a waiver by December

2007. On December 19, 2007, Stephen Johnson, the U.S EPA Administrator, denied the waiver citing the

need for a national approach to reducing greenhouse gas emissions, the lack of a “need to meet

compelling and extraordinary conditions,” and the benefits to be achieved through the Energy

Independence and Security Act of 2007 (Johnson 2007). The California Attorney General subsequently

filed suit in January 2008 to overturn the administrator’s decision.

4.3.2.4.3.2 Executive Order S-3-05

In June 2005, Governor Schwarzenegger established California’s GHG emissions reduction targets in

Executive Order S-3-05. The Executive Order established the following goals: GHG emissions should be

reduced to 2000 levels by 2010; GHG emissions should be reduced to 1990 levels by 2020; and GHG

emissions should be reduced to 80 percent below 1990 levels by 2050. The Secretary of Cal/EPA is

required to coordinate efforts of various agencies in order to collectively and efficiently reduce GHGs.

Some of the agency representatives involved in the GHG reduction plan include the Secretary of the
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Business, Transportation and Housing Agency, the Secretary of the Department of Food and Agriculture,

the Secretary of the Resources Agency, the Chairperson of CARB, the Chairperson of the CEC, and the

President of the Public Utilities Commission. Representatives from each of the aforementioned agencies

comprise the Climate Action Team. The Climate Action Team is responsible for implementing global

warming emissions reduction programs. In order to achieve these goals, the Climate Action Team is

organized into two subgroups: the market-based options subgroup and the scenario analysis subgroup.

The Cal/EPA secretary is required to submit a biannual progress report from the Climate Action Team to

the governor and state legislature disclosing the progress made toward GHG emission reduction targets.

In addition, another biannual report must be submitted illustrating the impacts of global warming on

California’s water supply, public health, agriculture, the coastline, and forestry, and reporting possible

mitigation and adaptation plans to combat these impacts. The Climate Action Team has fulfilled both of

these report requirements through its March 2006 Climate Action Team Report to Governor

Schwarzenegger and the legislature (California EPA Climate Action Team 2006). Some strategies

currently being implemented by state agencies include CARB introducing vehicle climate change

standards and diesel anti-idling measures, the Energy Commission implementing building and appliance

efficiency standards, and the Cal/EPA implementing their green building initiative. The Climate Action

Team also recommends future emission reduction strategies, such as using only low-GWP refrigerants in

new vehicles, developing ethanol as an alternative fuel, reforestation, solar power initiatives for homes

and businesses, and investor-owned utility energy efficiency programs. According to the report,

implementation of current and future emission reduction strategies have the potential to achieve the

goals set forth in Executive Order S-3-05.

4.3.2.4.3.3 AB 32

In furtherance of the goals established in Executive Order S-3-05, the Legislature enacted Assembly Bill 32

(AB 32, Nuñez and Pavley), the California Global Warming Solutions Act of 2006, which Governor

Schwarzenegger signed on September 27, 2006. AB 32 represents the first enforceable statewide program

to limit GHG emissions from all major industries with penalties for noncompliance.

CARB has been assigned to carry out and develop the programs and requirements necessary to achieve

the goals of AB 32. The foremost objective of CARB is to adopt regulations that require the reporting and

verification of statewide GHG emissions. This program will be used to monitor and enforce compliance

with the established standards. The first GHG emissions limit is equivalent to the 1990 levels, which are

to be achieved by 2020. CARB is also required to adopt rules and regulations to achieve the maximum

technologically feasible and cost-effective GHG emission reductions. AB 32 allows CARB to adopt

market-based compliance mechanisms to meet the specified requirements. Finally, CARB is ultimately

responsible for monitoring compliance and enforcing any rule, regulation, order, emission limitation,
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emission reduction measure, or market-based compliance mechanism adopted. In order to advise CARB,

it must convene an Environmental Justice Advisory Committee and an Economic and Technology

Advancement Advisory Committee. By January 2008, the first deadline for AB 32, a statewide cap for

2020 emissions based on 1990 levels and mandatory reporting rules for significant sources of GHGs must

be adopted. The following year (January 2009), CARB must adopt a scoping plan indicating how

reductions in significant GHG sources will be achieved through regulations, market mechanisms, and

other actions.

The first action under AB 32 resulted in the adoption of a report listing early action greenhouse gas

emission reduction measures on June 21, 2007. The early actions include three specific GHG control rules.

On October 25, 2007, CARB approved an additional six early action GHG reduction measures under AB

32. These early action GHG reduction measures are to be adopted and enforced before January 1, 2010,

along with 32 other climate-protecting measures CARB is developing between now and 2011. The report

divides early actions into three categories:

 Group 1 - GHG rules for immediate adoption and implementation;

 Group 2 - Several additional GHG measures under development; and

 Group 3 - Air pollution controls with potential climate co-benefits.

The original three adopted early action regulations meeting the narrow legal definition of “discrete early

action GHG reduction measures” include:

 A low-carbon fuel standard to reduce the “carbon intensity” of California fuels;

 Reduction of refrigerant losses from motor vehicle air conditioning system maintenance to restrict the
sale of ”do-it-yourself” automotive refrigerants; and

 Increased methane capture from landfills to require broader use of state-of-the-art methane capture
technologies.

The additional six early action regulations adopted on October 25, 2007, also meeting the narrow legal

definition of “discrete early action GHG reduction measures,” include:

 Reduction of aerodynamic drag, and thereby fuel consumption, from existing trucks and trailers
through retrofit technology;

 Reduction of auxiliary engine emissions of docked ships by requiring port electrification;

 Reduction of perfluorocarbons from the semiconductor industry;
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 Reduction of propellants in consumer products (e.g., aerosols, tire inflators, and dust removal
products);

 Require that all tune-up, smog check and oil change mechanics ensure proper tire inflation as part of
overall service in order to maintain fuel efficiency; and

 Restriction on the use of sulfur hexafluoride (SF6) from non-electricity sectors if viable alternatives are
available.

As required under AB 32, on December 6, 2007, CARB approved the 1990 greenhouse gas emissions

inventory, thereby establishing the emissions limit for 2020. The 2020 emissions limit was set at 427 MMT

CO2E. The inventory revealed that in 1990 transportation, with 35 percent of the state's total emissions,

was the largest single sector, followed by industrial emissions, 24 percent; imported electricity, 14

percent; in-state electricity generation, 11 percent; residential use, 7 percent; agriculture, 5 percent; and

commercial uses, 3 percent.

In addition to the 1990 emissions inventory, CARB also adopted regulations requiring mandatory

reporting of greenhouse gases for large facilities on December 6, 2007. The mandatory reporting

regulations require annual reporting from the largest facilities in the state, which account for 94 percent

of greenhouse gas emissions from industrial and commercial stationary sources in California. About 800

separate sources that fall under the new reporting rules and include electricity generating facilities,

electricity retail providers and power marketers, oil refineries, hydrogen plants, cement plants,

cogeneration facilities, and industrial sources that emit over 25,000 tons of carbon dioxide each year from

on-site stationary combustion sources. Transportation sources, which account for 38 percent of

California’s total greenhouse gas emissions, are not covered by these regulations but will continue to be

tracked through existing means. Affected facilities will begin tracking their emissions in 2008, to be

reported beginning in 2009 with a phase-in process to allow facilities to develop reporting systems and

train personnel in data collection. Emissions for 2008 may be based on best available emission data.

Beginning in 2010, however, emissions reports will be more rigorous and will be subject to third-party

verification. Verification will take place annually or every three years, depending on the type of facility.

4.3.2.4.3.4 SB 1368

Governor Schwarzenegger, just two days after signing AB 32, reiterated California’s commitment to

reducing GHGs by signing SB 1368. SB 1368 requires the CEC to develop and adopt regulations for GHG

emissions performance standards for the long-term procurement of electricity by local publicly-owned

utilities. The CEC must adopt the standards on or before June 30, 2007. These standards must be

consistent with the standards adopted by the Public Utilities Commission. This effort will help to protect

energy customers from financial risks associated with investments in carbon-intensive generation by
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allowing new capital investments in power plants whose GHG emissions are as low or lower than new

combined-cycle natural gas plants, by requiring imported electricity to meet GHG performance standards

in California and requiring that the standards be developed and adopted in a public process.

4.3.2.4.3.5 Executive Order S-1-07

On January 18, 2007, California further solidified its dedication to reducing GHGs by setting a new Low

Carbon Fuel Standard (LCFS) for transportation fuels sold within the state. Executive Order S-1-07 sets a

declining standard for GHG emissions measured in CO2-equivalent gram per unit of fuel energy sold in

California. The target of the LCFS is to reduce the carbon intensity of California passenger vehicle fuels

by at least 10 percent by 2020. The LCFS will apply to refiners, blenders, producers, and importers of

transportation fuels and will use market-based mechanisms to allow these providers to choose how they

reduce emissions during the “fuel cycle” using the most economically feasible methods. The Executive

Order requires the Secretary of Cal/EPA to coordinate with actions of the CEC, CARB, the University of

California, and other agencies to develop a protocol to measure the “life-cycle carbon intensity” of

transportation fuels. CARB is anticipated to complete its review of the LCFS protocols no later than June

2007 and implement the regulatory process for the new standard by December 2008.

4.3.2.4.3.6 SB 97

In August 2007, as part of the legislation accompanying the state budget negotiations, the legislature

enacted SB 97 (Dutton), which directs the Governor’s Office of Planning and Research (OPR) to develop

guidelines under CEQA for the mitigation of greenhouse gas emissions. OPR is to develop proposed

guidelines by July 1, 2009, and the Resources Agency is directed to adopt guidelines by January 1, 2010.

Until such guidelines are promulgated, there is no guidance from OPR or other agencies regarding the

analysis of greenhouse gas emissions in EIRs.

4.3.3 ENVIRONMENTAL ANALYSIS

4.3.3.1 Thresholds of Significance

The proposed project would result in a significant impact if it would:

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

 Violate any air quality standard or contribute substantially to an existing or projected air quality
violation;
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 Result in a cumulatively considerable net increase of any criteria pollutant for which the project
region is non-attainment under an applicable federal or state ambient air quality standard (including
releasing emissions which exceed quantitative thresholds for ozone precursors);

 Expose sensitive receptors to substantial pollutant concentrations; or

 Create objectionable odors affecting a substantial number of people.

The BAAQMD CEQA Guidelines recommend analytical methodologies and provide evaluation criteria for

determining the level of significance of project impacts under the above-listed general criteria. The

BAAQMD’s evaluation criteria for determining air quality impacts provide defined screening thresholds

for pollutant emissions. Screening thresholds for air quality impacts from the BAAQMD CEQA Guidelines

are presented below.

4.3.3.2 Methodology

Air quality impacts resulting from the implementation of the proposed project fall into two categories:

short-term impacts due to construction activities and long-term impacts from the day-to-day operations

of the proposed project. Construction activities would impact air quality on a local level due to fugitive

dust PM10 and other criteria pollutant emissions associated with heavy-duty construction equipment

exhaust. As mentioned below, compliance with standard control measures specified in the BAAQMD

CEQA Guidelines is considered sufficient to reduce construction impacts to a less than significant level.

4.3.3.2.1 Area and Stationary Sources

With operation of the facility after approval of the PD District, operational criteria pollutant emissions

would be generated primarily due to project-related motor vehicle trips and race-related activities on site.

Stationary and area source emissions from natural gas combustion for water and space heating,

landscape maintenance equipment, and generators from visiting recreational vehicles (RVs) would also

be generated. Air emissions resulting from area sources such as natural gas combustion and landscape

maintenance equipment are not expected to vary significantly from the existing project conditions.

Therefore, emissions resulting from these sources were not quantified. However, emissions associated

with generator sets for visiting RVs were estimated using OFFROAD2007. OFFROAD2007 is a computer

model developed by CARB used to estimate emissions from off-road mobile sources such as construction

equipment and portable engines/generators. OFFROAD2007 can generate total emissions and activity

(e.g., hours of use) data for various types of equipment and horsepower ratings within a county, air basin,

or air district for a particular study year. For this analysis, portable engines with a maximum horsepower

rating of 15 horsepower operating within Alameda County were used to estimate emissions. Total

emissions in tons per year were divided by the total daily activity (i.e., hours of operation) and converted
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to grams to calculate grams per hour of operation. As discussed in Section 3.0 Project Description, up to

100 RVs would be allowed to park on site for an overnight stay during a race event. For this analysis, it

was assumed that 80 percent (80 RVs) would operate a generator set for 6 hours per day. The daily

emissions for the operation of generator sets on the project site were calculated as follows:

Emission factor (g/hr)  Hours Operating (hr/day) ÷ 453.6 g/lb = Pounds/day in air basin

Emissions associated with RVs generator sets are shown in Table 4.3-30. Detailed emission calculations

are included in Appendix 4.3.

4.3.3.2.2 Mobile Source Exhaust Emissions

Due to the nature of the proposed project and its fluctuating intensity of use, mobile source emissions

associated with the day-to-day activities were calculated using emission factors generated by the CARB

motor vehicles emission inventory model EMFAC2007. EMFAC2007 can generate total emissions and

total vehicle miles traveled (VMT) for the fleet in a class of motor vehicles within a county, air basin, or

air district for a particular study year. For this analysis, mobile source operational emissions associated

with both the existing and proposed activity levels were quantified. The estimated emissions for the

existing operational scenario are based on emission factors for 2007 with activity levels based on track

operations during 2005–2007 (see Section 4.0, Environmental Impact Analysis). The proposed scenario

was assumed to occur in 2008, the calendar year of the project buildout. EMFAC2007 generates emissions

and VMT according to the vehicle class and geographic area of interest. Therefore, separate emissions

inventories and VMT data specific for each air basin were used to calculate emissions occurring within

that particular air basin. Spectators, employees, and a portion of the participants were assigned a vehicle

class mix of light-duty automobiles and light-duty trucks (LDA/LDT). The vehicles that haul the race cars

were assigned a vehicle class mix of light-duty trucks, medium-duty vehicles, and light-heavy duty

trucks (LDT/MDV/LHD). It was assumed that each race car would require one LDT, MDV, or LHD

vehicle to haul it to the racetrack, and the balance of the participants’ vehicles was the LDA/LDT vehicle

mix. A ridership of 2.75 persons per vehicle was assumed for all participants and spectators based on the

traffic study for the proposed project (see Section 4.15 Transportation and Traffic) prepared by

Omni-Means, which is included in Appendix 4.15. As a conservative estimate, all employees were

assumed to drive alone.

The EMFAC2007 results for each vehicle class were given in tons per day. The daily emissions were then

divided by the VMT per day and converted to grams to calculate the emission factors expressed in grams

per mile. Total emissions were then calculated by multiplying the emission factor (grams/mile) by the

miles traveled and number of vehicle trips (i.e., VMT). In addition, trip lengths were divided into distance
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traveled within each particular air basin in order to calculate emissions generated in each air basin. The

daily emissions for vehicles coming and/or going to the proposed project were calculated as follows:

Emission factor (g/mi)  VMT within air basin ÷ 453.6 g/lb = Pounds/day in air basin

The emissions from participant, spectator and employee vehicles with the SFBAAB, SJVAB, SVAB,

NCCAB, and SCCAB are summarized in Tables 4.3-25 through 4.3-29 and 4.3-30 through 4.3-34 for the

baseline and proposed emissions, respectively. Detailed emission calculations are provided in Appendix

4.3.

Because competition vehicles are exempt from vehicle emissions standards by the CAA, their emissions

cannot be estimated using factors generated by EMFAC2007, which estimates emissions for the general

fleet of on-road motor vehicles. Emissions for competition vehicles have not been developed by CARB or

US EPA. Race car emissions were emulated using EMFAC2007 to derive emission factors for 1965 to 1970

model year non-catalyst-equipped automobiles operating in calendar year 2007 and 2008 for the existing

and proposed scenario, respectively. Vehicles manufactured during this period were not subject to motor

vehicle emission standards, as would be many of the race cars, and did not use catalysts to control their

NOX, VOC, and CO emissions. (Depending on the type of racing event, some race cars would be stock

vehicles equipped with standard emission controls, and the corresponding emissions would be much less

than those estimated in this assessment.) Nevertheless, the analysis would account for potential air

emissions in the case that all non-stock vehicles were racing. Emissions from race cars were calculated by

multiplying the emission factor (grams per mile) for a particular pollutant by the total VMT similar to the

method described above. The emissions from race cars are summarized in Tables 4.3-25 and 4.3-30 for the

baseline and proposed emissions, respectively. A summary of the racing scenario assumed for the

existing and proposed conditions is provided in Appendix 4.3. Emissions associated with race cars would

only occur within the SFBAAB. Detailed emission calculations are provided in Appendix 4.3.

4.3.3.2.3 Drifting Emissions

In addition to the typical racing events that currently occur at the Altamont Motorsports Park, the

proposed improvements would allow a larger variety of racing types such as drifting. The specific format

of a drifting event typically involves two race cars on track at a time, during which the cars race through

a defined course with tight turns. The most notable style of drifting is the purposeful slipping of the rear

drive wheels to slide or drift through the tight turns. Drifting events would generate additional

particulate matter emissions as a result of tire wear. The emissions associated with tire wear were also

calculated using EMFAC2007. EMFAC2007 can generate daily emissions (i.e., tons per day) associated

with tire wear for a given air basin, air district, or county. Emissions associated with drifting tire wear
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emissions would only occur within the SFBAAB. Similar to the method described above for exhaust

emissions, tire wear emissions in tons per day were divided by the daily VMT and then converted to

grams to calculate an emission factor in grams per mile. It should be noted that these emissions represent

tire wear emissions associated with four tires. Drifting race cars were assumed to use one set (i.e., four

tires) per day during drifting events; that is, the tires would experience the equivalent of a lifetime of tire

wear during one day of racing. As a conservative estimate, the average tire life was assumed to be 45,000

miles (Goodyear Tire Engineering 2005). Therefore, the tire wear particulate matter emissions associated

with a drifting car per day were calculated by multiplying the emission factor in grams per mile by 45,000

miles. For analytical purposes, it was assumed that 24 cars would participate in drifting events on a race

day in addition to the typical race events. On any given race day the number of vehicles participating in

drifting events may vary below or above the analytical base. The air emissions associated with drifting

events are included in the Table 4.3-30.

4.3.3.2.4 Road Dust Emissions

Fugitive particulate matter emissions are associated with vehicles traveling along paved and unpaved

roads. For this analysis, all highways and roads in each air basin were considered paved roads. The

entrained road dust emissions equation in URBEMIS2007 was used to calculate fugitive dust emissions

from travel by participants, spectators and employee vehicles and race cars. The road dust equation is

composed of two variables that can be adjusted according to road and vehicle conditions. The “sL” factor

is the silt loading of the road surface in units of grams per square meter. The “W” factor is the average

weight of vehicles in tons. Since the emissions of interest are PM10, a constant “k,” is used as a particle

size multiplier for 10 microns and under. The emission factor equation to calculate pounds of dust

emission per VMT is as follows:

E = k (sL/2)0.65 (W/3)1.5

The silt loading (sL) and vehicle weight (W) variable values were obtained from CARB Area Source

Methodologies Section 7.9 (CARB 1997). The silt loading factor (sL=0.02) assumes that vehicles will travel

primarily on freeways and a silt loading factor of 0.035 assumes that vehicles will travel primarily on

major or collector roadways. For the analysis, all vehicles traveling in the SFBAAB, SJVAB, SVAB, and

SCCAB were assumed to travel along freeways. Vehicles traveling within the NCCAB were assumed to

travel along collector roadways (i.e., sL=0.035). An average vehicle weight of 2.4 tons was assumed for

participant, spectator, and employee vehicles. For vehicles that would be hauling the race cars to the

project site (i.e., LDT/MDV/LHD), an average weight of 3.5 tons was assumed based on average gross

vehicle weight ratings for light-duty trucks, medium-duty trucks, and light-heavy-duty trucks from

EMFAC2007. For race cars, the silt loading factor associated with local roads (sL=0.32) and an average
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weight (W=0.75) was applied to estimate the entrained road dust emissions. The emissions associated

with entrained road dust to and from the project site and associated with race cars on the racetrack are

included in the PM10 emissions shown in Tables 4.3-25 through 4.3-29 and 4.3-30 through 4.3-34 for the

baseline and proposed emissions, respectively. Detailed particulate matter calculations from entrained

road dust are included in Appendix 4.3.

4.3.3.2.5 Construction Emissions

PM10 is the pollutant of greatest concern with respect to construction activities. Construction emissions of

PM10 can vary greatly depending upon the level of activity, construction equipment, local soils and

weather conditions, among other factors. As a result, the BAAQMD CEQA Guidelines specify that “[t]he

District’s approach to CEQA analyses of construction impacts is to emphasize implementation of effective

and comprehensive control measures rather than detailed quantification of emissions.” Therefore, the

determination of significance with respect to construction emissions should be based on a consideration

of the control measures to be implemented. If all the applicable control measures for PM10 indicated in the

BAAQMD CEQA Guidelines would be implemented, then air pollutant emissions from construction

activities would be considered less than significant. If a project would not implement all applicable

control measures, construction emissions may be considered to result in a significant impact.

4.3.3.2.6 Operational Emissions

The BAAQMD CEQA Guidelines recommend that individual project impacts involving direct and/or

indirect operational emissions that exceed the thresholds shown in Table 4.3-20, BAAQMD Thresholds

of Significance be considered significant:

Table 4.3-20
BAAQMD Thresholds of Significance

Criteria Pollutant
Daily Threshold

(pounds)
Oxides of Nitrogen (NOX) 80

Reactive Organic Gases (ROG) 80
Particulate Matter Less Than 10 Micron (PM10) 80

Direct emissions are those that are emitted on a site and include stationary sources and on-site mobile

equipment, if applicable. Examples of land uses and activities that generate direct emissions are

industrial operations and sources subject to an operating permit by the BAAQMD. Indirect emissions

come from mobile sources that access the project site, but generally are emitted off site. For many types of
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land development projects, the principal source of air pollutant emissions is the motor vehicle trips

generated by the project.

Operation of the Altamont Motorsports Park involves spectators, participants, and employees that would

travel to the Motorsports Park from various air basins. The applicant provided a rough distribution of the

distances from where guests would travel. Although the project site is located within the SFBAAB and

would be under the jurisdiction of the BAAQMD, emissions associated with the project’s operation

would also occur in different air basins.

4.3.3.2.6.1 Other Air Basins

4.3.3.2.6.1.1 San Joaquin Valley Air Basin

The SJVAPCD’s Guide for Assessing and Mitigating Air Quality Impacts recommends the ozone precursor

emissions (ROG and NOX) from a project’s direct and indirect operations should be compared to the

thresholds shown in Table 4.3-21, SJVAPCD Thresholds of Significance (SJVAPCD 2002). Projects that

emit ozone precursor air pollutants in excess of these levels will be considered to have a significant air

quality impact.

Table 4.3-21
SJVAPCD Thresholds of Significance

Criteria Pollutant
Annual Threshold

(tons)

Equivalent Daily
Threshold
(pounds)1

Oxides of Nitrogen (NOX) 10 55
Reactive Organic Gases (ROG) 10 55

1 The annual schedule of the Altamont Motorsports Park is unknown, so it would be difficult to estimate
the annual emissions. The annual threshold has been converted to an equivalent daily threshold to assess
the air quality impacts within the SJVAB.

These thresholds will be applied to the mobile source emissions within the SJVAB as a result of the

proposed project (no construction emissions or stationary or area source operational emissions would

occur within the SJVAB).

4.3.3.2.6.1.2 Sacramento Valley Air Basin

Spectators and participants are assumed to travel through several air districts within the Sacramento

Valley Air Basin (SVAB) while traveling to and from the Altamont Motorsports Park. In order to maintain
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a conservative approach, the district with the most stringent air quality thresholds was used to determine

significance of the proposed project’s mobile source emissions in the SVAB. Within the SVAB, the Yolo-

Solano Air Quality Management District (YSAQMD) has established the most stringent air quality

thresholds. The (YSAQMD’s Handbook for Assessing and Mitigating Air Quality Impacts recommends the

ozone precursor emissions (ROG and NOX) and PM10 from a project’s operational emissions should be

compared to the thresholds shown in Table 4.3-22, YSAQMD Thresholds of Significance (YSAQMD

2007). Projects that emit ozone precursor air pollutants in excess of these levels are considered to have a

“substantial” contribution. A project that has a “substantial” contribution could contribute to an existing

exceedance of the ozone standards.

Table 4.3-22
YSAQMD Thresholds of Significance

Criteria Pollutant
Daily Threshold

(pounds)
Oxides of Nitrogen (NOX) 55

Reactive Organic Gases (ROG) 55
Particulate Matter Less Than 10 Micron (PM10) 80

These thresholds will be applied to the mobile source emissions within the SVAB as a result of the

proposed project (no construction emissions or stationary or area source operational emissions would

occur within the SVAB).

4.3.3.2.6.1.3 North Central Coast Air Basin

The Monterey Bay Unified Air Pollution Control District’s (MBUAPCD) CEQA Air Quality Guidelines

recommend comparing operational emissions associated with a proposed project to the thresholds shown

in Table 4.3-23, MBUAPCD Thresholds of Significance (MBUAPCD 2004). Projects that emit air

pollutants in excess of these levels are considered to cause a significant impact to air quality in the region.

Emissions of indirect and direct ozone precursors (i.e., ROG and NOX) are to be compared to the

thresholds. However, only direct emissions of SO2 and CO are to be compared to the threshold.
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Table 4.3-23
MBUAPCD Thresholds of Significance

Criteria Pollutant
Daily Threshold

(pounds)1

Reactive Organic Gases (ROG) 137
Oxides of Nitrogen (NOX) 137
Carbon Monoxide (CO) 550

Sulfur Dioxide (SO2) 150
Particulate Matter Less Than 10 Micron (PM10) 82

These thresholds will be applied to the mobile source emissions within the NCCAB as a result of the

proposed project (no construction emissions or stationary or area source operational emissions would

occur within the NCCAB).

4.3.3.2.6.1.4 South Central Coast Air Basin

Emissions associated with visitors of the proposed project were assumed to come from San Luis Obispo

County. Air quality within San Luis Obispo County is regulated by the San Luis Obispo County Air

Pollution Control District (SLOCAPCD). The SLOCAPCD’s CEQA Air Quality Handbook recommends

emissions from a project’s operational emissions should be compared to the thresholds shown in Table

4.3-24, SLOCAPCD Thresholds of Significance (SLOCAPCD 2003). Projects that emit air pollutants in

excess of these levels are considered to cause a significant impact to air quality in the region.

Table 4.3-24
SLOCAPCD Thresholds of Significance

Criteria Pollutant
Daily Threshold

(pounds)
Reactive Organic Gases (ROG) 25

Oxides of Nitrogen (NOX) 25
Carbon Monoxide (CO) 550

Sulfur Dioxide (SO2) 25
Particulate Matter Less Than 10 Micron (PM10) 25

These thresholds will be applied to the mobile source emissions within the SCCAB as a result of the

proposed project (no construction emissions or stationary or area source operational emissions would

occur within the SCCAB).
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4.3.3.2.7 Local Carbon Monoxide Concentrations

Indirect CO emissions are considered significant if they will contribute to a violation of the state

standards for CO (9.0 ppm averaged over 8 hours and 20 ppm over 1 hour). The BAAQMD recommends

CO modeling for projects in which: (1) project vehicle emissions of CO would exceed 550 pounds per day;

(2) project traffic would affect intersections or roadway segments operating at level of service (LOS) E or

F, or would cause a decline to LOS E or F;8 or (3) project traffic would increase traffic volumes on nearby

roadways by 10 percent or more (unless the increase in traffic volume is less than 100 vehicles per hour).

Intersections are determined to operate at a LOS between A and E (LOS A being the best and LOS E being

the worst) according to congestion or delay time, demand/capacity ratio, and relative flow of traffic at the

intersection. Intersections that are determined to operate a LOS F or E have the potential to cause a CO

hotspot (i.e., exceedance of the CAAQS). If necessary, a simplified CO modeling analysis, described in the

BAAQMD CEQA Guidelines, may be used to determine localized CO concentrations. If modeling

demonstrates that the source would not cause a violation of the state standard at existing or reasonably

foreseeable receptors, the motor vehicle trips generated by the project would not have a significant

impact on local air quality.

4.3.3.2.8 Global Climate Change

To date, no local or state air quality agency has adopted significance criteria for GHGs emissions or

guidance on how GHGs or global climate change should be addressed in CEQA documents. While the

Global Warming Solutions Act (AB 32) created a framework for the reduction of GHGs in California, the

Act did not address the role of CEQA in achieving the goals of the Act. As noted earlier, in August 2007,

the Governor signed SB 97 (Dutton) into law which requires the Governor’s Office of Planning and

Research (OPR) to prepare CEQA Guidelines for the mitigation of GHG emissions or the effects of

greenhouse gas emissions. The Resources Agency must certify and adopt the guidelines by January 1,

2010. Despite the foregoing, this EIR provides a discussion of the cumulative impacts of the project with

respect to global climate change in the absence of an established significance threshold under Potential

Impact 4.3-3 below. While global climate change is not listed as a potential air quality impact in the

Appendix G checklist or the BAAQMD CEQA Guidelines, the adoption of AB 32, as interpreted by the

Attorney General and others, has implied that this issue should be evaluated in CEQA documents. For

purposes of this assessment, a project would have a significant impact on global climate change if it

would:

 Impair or prevent attainment of AB 32’s GHG emission reduction goals and strategies.

8 Levels of Service (LOS) range from A (least congested) with a condition of free flow with low volumes and high
speeds to F (most congested) with stop and go, low speed conditions with little or poor maneuverability.
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4.3.3.3 Potential Impacts and Mitigation

Potential Impact 4.3-1: Would the project conflict with or obstruct implementation of the applicable

air quality plan?

4.3.3.3.1 Construction Emissions

The proposed project would not include any major demolition, grading, or construction activities, but

would involve improvements to the existing facilities. The proposed project would construct a roof/cover

for the existing grandstands, which was permitted by the 1996 Conditional Use Permit, but never

constructed. In addition, the proposed improvements could also include the installation of additional

grandstands. Finally, the proposed project would construct two electronic light-emitting diode (LED)

signs along the site’s Interstate 580 and 205 frontages. During construction of the proposed

improvements, PM10 fugitive dust could be generated as a result of preparing the ground for installation

of the roof/cover support or LED signs. In addition, criteria air pollutants, including ROG and NOX

among others, could be generated due to heavy-duty construction equipment used for roof/cover or

signage erection. During building construction, emissions would primarily be generated from soil

disturbances, heavy-duty construction equipment, construction worker trips, and material delivery trips.

Although temporary in nature, construction emissions have the potential to cause adverse effects on local

air quality in the vicinity of the project site.

The BAAQMD does not require full quantification of construction emissions, but rather emphasizes the

implementation of effective and comprehensive control measures to minimize the generation of PM10

fugitive dust. If a proposed project implements all appropriate dust-control measures, the BAAQMD

considers construction-related emissions to be less than significant. Implementation of the control

measures specified in the BAAQMD CEQA Guidelines, Table 2, Feasible Control Measures for

Construction Emissions of PM10, would be sufficient to reduce construction impacts to a less than

significant level. Without implementation of the control measures, construction impacts would be

considered significant.

The BAAQMD’s approach to dust abatement calls for “basic” control measures that should be

implemented at all construction sites, “enhanced” control measures that should be implemented at

construction sites greater than 4 acres in area, and “optional” control measures that should be

implemented on a case-by-base basis for construction sites that are large in area or are located near

sensitive receptors, or that for any other reason may warrant additional emissions reductions.

During construction of the proposed improvements the applicant shall require construction contractors to

implement the appropriate level of mitigation (as detailed below), based on size of the construction area,
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to maintain project construction-related impacts at acceptable levels; this would reduce the potential

impact to a less than significant level.

Elements of the “basic” dust control program for project components that disturb less than 1 acre shall

include the following at a minimum:

 Water all active construction areas at least twice daily. Watering should be sufficient to prevent
airborne dust from leaving the site. Increased watering frequency may be necessary whenever wind
speeds exceed 15 miles per hour. Reclaimed water should be used whenever possible.

 Cover all trucks hauling soil, sand, and other loose materials or require all trucks to maintain at least
2 feet of freeboard (i.e., the minimum required space between the top of the load and the top of the
trailer).

 Pave, apply water three times daily (or as sufficient to prevent dust from leaving the site), or apply
(non-toxic) soil stabilizers on all unpaved access roads, parking areas, and staging areas at
construction sites.

 Sweep daily or as appropriate (with water sweepers using reclaimed water if possible) all paved
access roads, parking areas, and staging areas at construction sites.

 Sweep streets daily or as appropriate (with water sweepers using reclaimed water if possible) if
visible soil material is carried onto adjacent public streets.

Given the minor construction activities associated with the proposed project, the basic measures will be

sufficient to reduce PM10 emissions to a less than significant level.

In addition, construction activities could generate air emissions of ROG and NOX, which are ozone

precursors. The magnitude of emissions would vary on a day-to-day basis depending on the heavy-duty

construction equipment activity level, number of construction workers, and material delivery trucks. The

ozone precursors could potentially contribute to the ongoing nonattainment status of the SFBAAB for

ozone. The BAAQMD CEQA Guidelines recognize that construction activities will generate ROG and NOX;

however, these emissions are included in the inventory that is used as the basis for the regional air

quality plan. Hence, the emissions have been accounted for and would not be expected to impede

attainment or maintenance of ozone in the SFBAAB.

Furthermore, the project construction activities would comply with Regulation 8, Rules 3 and 15 related

to architectural coatings and emulsified and liquid asphalt if the materials are required for improvement

installation. Therefore, the construction emissions would not conflict or obstruct with implementation of

the applicable air quality plan and construction-phase project impacts on air quality would be less than

significant.
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4.3.3.3.2 Operational Emissions

Following the proposed improvements, the project would continue to generate operational emissions as a

result of its daily activities. The project would operate at different levels of intensity depending on the

type of event (e.g., nonfeature, feature, and major). For the purposes of this air quality analysis, the

proposed project scenario was compared with maximum baseline operations (existing operations).

The origins of participants, spectators, and employees were separated by distance from the project site

and air basin. Visitors coming to the project site were grouped into those that would come from a less

than 35-mile radius, 35- to 100-mile radius, and 100- to 200-mile radius. Half (i.e., 50 percent) of the total

visitors were assumed to come from a less than 35-mile radius and 25 percent were assumed to come

from a 35 to 100-mile radius and 100- to 200-mile radius. All employees were assumed to come from the

less than 35-mile radius. In addition, within each radius distance, spectators and participants were split

into the potential air basins of origin. The following list shows the radius distance and the percent of

spectators and participants from each potential air basin.

Less than 35-mile Radius (50 percent of total visitors)

 50 percent from SFBAAB

 50 percent from SJVAB

35- to 100-mile Radius (25 percent of total visitors)

 35 percent from SJVAB

 35 percent from SVAB

 20 percent from SFBAAB

 10 percent from NCCAB

100- to 200-mile Radius (25 percent of total visitors)

 40 percent from SJVAB

 40 percent from SVAB

 10 percent from NCCAB

 10 percent from SCCAB
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The distribution of participants, spectators, and employees described above was used to estimate daily

operational emissions for both the baseline and proposed operational scenario.

4.3.3.3.2.1 Baseline Operational Parameters Assumed in Analysis

The baseline operational scenario is based on track operations in 2005–2007 and emission factors derived

using EMFAC2007 for calendar year 2007. A total of 6,150 people (the worst-case scenario) were assumed

to visit the project site during a racing event. Individual event breakdown assumes 5,500 spectators, 500

participants and 150 employees. A ridership of 2.75 persons per vehicle was assumed for all participants

and spectators based on the traffic study for the proposed project (see Section 4.15 Transportation and

Traffic) as prepared by Omni-Means, which is included in Appendix 4.15. As a conservative estimate, all

employees were assumed to drive alone.

A typical event during the baseline level of operation attracted up to 50 race cars that compete in multiple

events including a qualifying round, heat races, and a main event. The vehicle miles traveled (VMT) by

race cars for the baseline race scenario as described above is 4,340 for all events. During the baseline

period (as of April 2007), up to 30 participant RVs were permitted to stay overnight at the project site on a

race day. It is assumed that roughly 80 percent of the RVs (24 RVs) would have operated a 6-kilowatt

generator for four to six hours per day.

The daily operational emissions occurring within the SFBAAB associated with the baseline level of

operations are shown in Table 4.3-25, Baseline Level Daily Operational Emissions – San Francisco Bay

Area Air Basin. Tables 4.3-26, 4.3-27, 4.3-28, and 4.3-29, show the daily operational emissions occurring

within the SJVAB, SVAB, NCCAB, SCCAB, respectively.

Table 4.3-25
Baseline Level Daily Operational Emissions

San Francisco Bay Area Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 6.67 12.92 121.12 0.09 6.90
Spectator Vehicles 71.84 125.09 1,290.87 0.98 63.04
Employee Vehicles 5.51 9.59 98.96 0.07 4.83
Race cars 79.75 49.12 875.94 0.06 0.99

Total Mobile Source Emissions: 163.77 196.72 2,386.89 1.20 75.76
RVs Generators 2.77 17.60 11.96 0.00 1.10

Total Baseline Emissions: 166.54 214.32 2,398.85 1.20 76.86

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.
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Table 4.3-26
Baseline Level Daily Operational Emissions

San Joaquin Valley Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 12.41 25.97 234.25 0.16 12.45
Spectator Vehicles 126.45 238.81 2,426.02 1.68 113.86
Employee Vehicles 3.77 7.12 72.31 0.05 3.39

Total Baseline Emissions: 142.63 271.90 2,732.58 1.89 129.70

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.

Table 4.3-27
Baseline Level Daily Operational Emissions

Sacramento Valley Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 4.70 9.75 86.73 0.06 4.83
Spectator Vehicles 48.63 89.66 907.00 0.66 44.03

Total Baseline Emissions: 53.33 99.41 993.73 0.72 48.86

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.

Table 4.3-28
Baseline Level Daily Operational Emissions

North Central Coast Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 1.89 3.68 32.52 0.02 1.97
Spectator Vehicles 20.51 36.31 350.19 0.19 17.98

Total Baseline Emissions: 22.40 39.99 382.71 0.21 19.95

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.
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Table 4.3-29
Baseline Level Daily Operational Emissions

South Central Coast Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 0.27 0.55 4.89 0.00 0.28
Spectator Vehicles 2.81 5.17 51.70 0.04 2.54

Total Baseline Emissions: 3.08 5.72 56.59 0.04 2.82

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.

4.3.3.3.2.2 Proposed Project Operational Parameters Assumed in Analysis

The proposed project operational year was assumed to be 2008. A total of 8,000 people (the worst-case

scenario) were assumed to be present at the project site during an event. Individual event breakdown

assumes 7,350 spectators, 500 participants and 150 employees. Based on the traffic study for the proposed

project (see Section 4.15 Transportation and Traffic) as prepared by Omni-Means (included in Appendix

4.15), an average ridership rate of 2.75 persons per vehicle was still assumed due to the type of proposed

events to be held. In addition to the change in the number of people per event, an additional request has

been made to allow for overnight parking for up to 100 RVs. It is anticipated that roughly 80 percent of

the RVs (80 RVs) will operate a 6-kilowatt generator for four to six hours per day.

It is anticipated that each race event may attract up to 50 race cars that will compete in multiple events

including a qualifying round, heat races, and the main event. The anticipated VMT for the proposed race

scenario is 4,340 for all events. Additional assumptions of the Race car Scenario include: Heat 1 divided

into two race events, and Heat 2 removing the top four from each race in Heat 1 leaving the remainder to

race again with the Main Race including all cars.

The new proposal also includes a request to allow “drifting” during the racing events. Drifting refers to a

driving technique where the rear slip angle is greater than the front slip angle, and the front wheels are

pointing in the opposite direction to the turn (e.g., car is turning left, wheels are pointed right or vice

versa), and the driver is controlling these factors. Typically, cars involved in ”drifting” get one to two

”passes” from a set of tires. Tire emissions are based upon the EMFAC2007 PM10 emission factor for tire

wear (converted to grams per mile) and on the average tire usage (45,000 miles/set of tires) with the

assumption that each race day will use one set of tires. The number of cars participating in drifting

during a race event may include up to 50 race cars for a drifting-only weekend, however, if there is a mix

of conventional race cars and drifting cars on the weekend calendar it is only anticipated that 24 drifting
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cars will be included. As not all races will include drifting, this analysis assumes that 24 drifting cars will

be added to the 50 race cars typically competing in the proposed case.

Emissions associated with the proposed operational scenario were calculated assuming the same radius

distance and air basin distribution as the baseline scenario. Table 4.3-30, Proposed and Net Daily

Operational Emissions – San Francisco Bay Area Air Basin, shows the proposed daily operational

emissions associated with a weekend race event.

As shown in Table 4.3-30, the net increase in operational emissions associated with implementation of the

proposed project would not exceed any of the BAAQMD thresholds of significance. Therefore, the net

operational emissions would have a less than significant impact on air quality in the SFBAAB.

As shown in Table 4.3-31, Proposed and Net Daily Operational Emissions – San Joaquin Valley Air

Basin, the net increase in operational emissions within the SJVAB associated with implementation of the

proposed project would not exceed any of the SJVAPCD thresholds of significance. Therefore, net

operational emissions within the SJVAB would be considered less than significant.

As shown in Table 4.3-32, Proposed and Net Daily Operational Emissions – Sacramento Valley Air

Basin, the net increase in operational emissions within the SVAB associated with implementation of the

proposed project would not exceed the YSAQMD thresholds of significance. Therefore, net operational

emissions within the SVAB would be considered less than significant.

Table 4.3-30
Proposed and Net Daily Operational Emissions

San Francisco Bay Area Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 6.04 11.88 111.73 0.09 6.92
Spectator Vehicles 86.26 152.41 1,581.95 1.31 84.39
Employee Vehicles 4.95 8.74 90.74 0.07 4.84
Race cars 80.95 49.03 879.31 0.06 2.99
Drifting Cars 1.27 0.77 13.78 0.00 19.16

Total Mobile Source Emissions: 179.47 222.84 2,677.52 1.54 118.30
RV Generators 9.25 58.65 39.86 0.01 3.67

Total Proposed Project Emissions: 188.72 281.49 2,717.38 1.55 121.97
Total Baseline Project Emissions: 166.54 214.32 2,398.85 1.20 76.87

Net Change in Emissions: 22.18 67.17 318.53 0.35 45.10
Recommended BAAQMD Threshold: 80 80 — — 80

Exceeds Threshold? NO NO — — NO

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.
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Table 4.3-31
Proposed Daily Operational Emissions

San Joaquin Valley Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 11.20 23.98 216.01 0.16 12.47
Spectator Vehicles 151.97 292.86 2,985.33 2.24 152.33
Employee Vehicles 3.39 6.53 66.58 0.05 3.39
Total Proposed Project Emissions: 166.56 323.37 3,267.92 2.46 168.19

Total Baseline Emissions: 142.63 271.90 2,732.57 1.90 129.72
Net Change in Emissions: 23.93 51.47 535.35 0.56 38.47

Recommended SJVAPCD Threshold: 55 55 — — —
Exceeds Threshold? NO NO — — —

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.

Table 4.3-32
Proposed and Net Daily Operational Emissions

Sacramento Valley Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 4.23 8.97 79.84 0.06 4.83
Spectator Vehicles 58.34 109.59 1,113.49 0.88 58.89
Total Proposed Project Emissions: 62.58 118.57 1,193.32 0.94 63.71

Total Baseline Emissions: 53.33 99.41 993.73 0.72 48.85
Net Change in Emissions: 9.25 19.16 199.59 0.22 14.86

Recommended YSAQMD Threshold: 55 55 — — 80
Exceeds Threshold? NO NO — — NO

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.

As shown in Table 4.3-33, Proposed and Net Daily Operational Emissions – North Central Coast Air

Basin, the net increase in operational emissions within the NCCAB associated with implementation of the

proposed project would not exceed any of the MBUAPCD thresholds of significance. Therefore, net

operational emission within the NCCAB would be considered less than significant.
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Table 4.3-33
Proposed and Net Daily Operational Emissions

North Central Coast Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 1.73 3.44 30.31 0.02 1.97
Spectator Vehicles 24.91 45.03 433.79 0.25 24.03
Total Proposed Project Emissions: 26.64 48.48 464.10 0.27 26.01

Total Baseline Emissions: 22.40 39.99 382.71 0.21 19.94
Net Change in Emissions: 4.24 8.49 81.39 0.06 6.07

Recommended MBUAPCD Threshold: 137 137 550 150 82
Exceeds Threshold? NO NO NO NO NO

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.

As shown in Table 4.3-34, Proposed and Net Daily Operational Emissions – South Central Coast Air

Basin, the net increase in operational emissions within the SCCAB associated with implementation of the

proposed project would not exceed any of the SLOCAPCD thresholds of significance. Therefore, net

operational emissions within the SCCAB would not be considered a significant impact.

Table 4.3-34
Proposed and Net Daily Operational Emissions

South Central Coast Air Basin

Emissions in Pounds per Day

Emissions Source ROG NOX CO SOX PM10

Mobile Sources
Participant Vehicles 0.24 0.51 4.51 0.00 0.28
Spectator Vehicles 3.37 6.34 63.43 0.05 3.40

Total Project Emissions: 3.61 6.85 67.94 0.05 3.49
Total Baseline Emissions: 3.07 5.72 56.59 0.04 2.82
Net Change in Emissions: 0.54 1.13 11.35 0.01 0.67

Recommended SLOCAPCD Threshold: 25 25 550 25 25
Exceeds Threshold? NO NO NO NO NO

Source: Impact Sciences, Inc. Emissions calculations are provided in Appendix 4.3.
Totals in table may not appear to add exactly due to rounding in the calculations.

Conclusion: Less than significant

Mitigation: None required
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Potential Impact 4.3-2: Would the project violate any air quality standard or contribute substantially

to an existing or projected air quality violation?

Maximum CO concentrations occurring at intersections under the proposed operational levels were

calculated for peak-hour traffic volumes at each of the study area intersections using CALINE4, a

dispersion model for predicting CO concentrations near roadways. According to the BAAQMD

guidelines, a CO hotspots screening analysis should be conducted for intersections that are currently

operating, or are expected to operate at, Levels of Service (LOS) E or F (BAAQMD 1999). For the purpose

of analysis, all intersections operating at LOS D or worse during cumulative plus project conditions were

analyzed for a conservative approach. Therefore, of the 11 intersections evaluated in the traffic impact

analysis for the proposed scenario, a CO hotspots analysis was conducted for seven intersections. The

cumulative (i.e., 2030) plus proposed project traffic volumes during Friday P.M. and Sunday P. M. were

used to calculate CO concentrations at the analyzed intersections.9 These traffic volumes represent trips

from all cumulative projects operating in the year 2030 including the proposed project. The four

intersections that were projected to operate at a LOS C or better are not likely to result in an exceedance

of the CO ambient air quality standards.

For this analysis, CO concentrations were calculated based on a simplified CALINE4 screening model

developed by the BAAQMD. The simplified model is intended as a screening analysis that identifies a

potential CO hotspot. If a hotspot is identified, the complete CALINE4 model is then utilized to

determine precisely the CO concentrations predicted at the intersections in question. This methodology

assumes worst-case conditions (i.e., wind direction is parallel to the primary roadway and 90 degrees to

the secondary road, wind speed of less than 1 meter per second, and extreme atmospheric stability) and

provides a screening of maximum, worst-case, CO concentrations. The simplified CALINE4 screening

procedure was used to predict post-development CO concentrations 0 and 25 feet from the intersections

in the proposed project’s traffic impact analysis. The results of air emissions modeling for the project

study area are shown in Table 4.3-35, Carbon Monoxide Concentrations During Cumulative (2030) Plus

Proposed Project Scenario.

9 Racetrack operations would generally occur from Thursday to Sunday with larger events occurring from Friday
night to Sunday afternoon. Therefore, the traffic analysis focused on the Friday P.M. and Sunday P.M. peak
traffic hours, which would be the peak racetrack operational hours.
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Table 4.3-35
Carbon Monoxide Concentrations During Cumulative (2030) Plus Proposed Project Scenario

(ppm)

0 Feet 25 Feet
Intersection 1-Hour 1 8-Hour 2 1-Hour 1 8-Hour 2

Grant Line Road and Altamont Pass Road 3.0 2.5 2.7 2.3
Grant Line Road and Interstate 580 Eastbound Ramps 2.8 2.4 2.6 2.2
Grant Line Road and Midway Road 3.1 2.6 2.8 2.3
Interstate 580 Northbound Ramps and Mountain
House Parkways 3.0 2.5 2.7 2.3
Interstate 580 Southbound Ramps and Patterson Pass
Road 2.8 2.3 2.6 2.2
Midway Road and Altamont Motorsports Park
Access Road 2.4 2.1 2.4 2.0
Midway Road and Patterson Pass Road 2.8 2.3 2.6 2.2

Source: Impact Sciences, Inc. The CO concentration calculations are provided in Appendix 4.3.
1 State standard is 20 parts per million. Federal standard is 35 parts per million.
2 State standard is 9.0 parts per million. Federal standard is 9 parts per million.

The proposed project plus cumulative traffic volumes would not result in an increase in CO levels equal

to or greater than 20 ppm for the 1-hour standard, or 9.0 ppm for the 8-hour standard at a distance of 0

and 25 feet from the source. As a result, impacts of the project on ambient CO concentrations would be

less than significant.

Conclusion: Less than significant

Mitigation: None required

Potential Impact 4.3-3: Would the project result in a cumulatively considerable net increase of any

criteria pollutant for which the project region is non-attainment under an

applicable federal or state ambient air quality standard (including releasing

emissions which exceed quantitative thresholds for ozone precursors)?

4.3.3.3.3.1 Ozone Precursors

According to the BAAQMD CEQA Guidelines, any project that would individually have a significant air

quality impact would also have a significant cumulative air quality impact. As discussed in Potential

Impact 4.3-1, emissions associated with operation of the proposed project would not exceed any of the

BAAQMD-recommended operational thresholds of significance. Therefore, the project would not have an

individually significant air quality impact.
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For a project that does not individually have a significant air quality impact, the BAAQMD CEQA

Guidelines recommend that a determination of cumulative impacts be based on an evaluation of the

consistency of the project with the local general plan and of the general plan with the regional air quality

plan. The most recently adopted regional air quality plan for this area is the 2005 Ozone Strategy. If a

project is proposed in a city or county with a general plan that is consistent with the 2005 Ozone Strategy

and the project is consistent with that general plan, the project would not have a significant cumulative

impact.

To analyze if the proposed project is consistent with the 2005 Ozone Strategy, the BAAQMD CEQA

Guidelines recommends evaluating whether: (1) the project provides buffer zone for odors and toxics;

(2) the extent to which transportation control measures (TCMs) are implemented; and (3) the consistency

with the CAP’s projections for vehicle miles traveled (VMT) and population. If a project would fulfill the

criteria above, the project would not be considered to cause a cumulatively significant impact to air

quality. The proposed project would involve minor infrastructure improvements to an existing racetrack.

A majority of the TCMs contained in the 2005 Strategy are related to mass transit, carpooling, and facilities

associated with commercial uses (e.g., bicycle facilities and vanpool services and incentives). Due to the

location of the proposed project, linking to a mass transit line would be difficult. In addition, employee

commute trips using alternative modes of transportation (e.g., bicycle, bus, train) would not likely be

feasible. Currently, there is no existing mass transit or planned mass transit to link residents in the Bay

Area or Central Valley to the proposed project. Although carpooling would be an option that would be

consistent with TCMs in the 2005 Strategy, the proposed project would not have control over the ridership

of spectators and participants, which account for a majority of the vehicle trips associated with

operational emissions. A ridership of 2.75 persons per vehicle was assumed for all participants and

spectators based on the traffic study for the proposed project (see Section 4.15 Transportation and

Traffic) prepared by Omni-Means, which is included in Appendix 4.15. As a conservative estimate, all

employees were assumed to drive alone. The following TCM would be applicable to the proposed

project:

 TCM 1 – Support Voluntary Employer-Based Trip Reduction Programs: The proposed project would

offer project employees incentives for carpooling or using alternative modes of transportation for

commute trips.

As mentioned above, employee trips would account for a small percentage of total vehicle trips and

associated emissions. In addition, the potential program would be voluntary, which would not guarantee

any trip reduction. Therefore, the proposed project would not be able to implement TCMs that would

reduce VMT or vehicle trips.
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Lastly, the proposed project would not develop a land use that would induce population growth. The

proposed infrastructure improvements associated with the proposed project are not the typical

infrastructure that would induce population growth (e.g., wastewater treatment plant, water supply

infrastructure). Nevertheless, as a result of the increased spectators and drifting races, the proposed

project would generate more VMT and resultant criteria pollutant emissions than those that would be

generated if the proposed improvements did not occur. Therefore, implementation of the proposed

project would increase the amount of VMT occurring within the SFBAAB and other air basins.

As discussed above, the proposed project would not be consistent with all of the criteria used to

determine consistency with the 2005 Ozone Strategy. However, the proposed project would not induce

population growth in the area and would not cause an individually significant impact. Furthermore, all

appropriate control measures would be implemented during construction to minimize the generation of

fugitive dust. Nevertheless, the proposed project would not be consistent with the 2005 Ozone Strategy.

Accordingly, the proposed project would have a cumulatively considerable impact on air quality in the

region. This impact is considered significant. There is no feasible mitigation.

4.3.3.3.3.2 Global Climate Change

In addition to the project-level impact on global climate, the project’s contribution to state, national, and

global GHG emission inventories and the resultant effect on global climate must also be evaluated on a

cumulative basis. The project would generate GHG emissions, which would contribute to potential

cumulative impacts of GHG emissions on global climate.

Under Section 15130 of the CEQA Guidelines, an EIR must discuss cumulative impacts if a project would

have a cumulatively considerable effect on a resource, where “cumulatively considerable” is defined as

“…the incremental effects of an individual project are significant when viewed in connection with the

effects of past projects, the effects of other current projects, and the effects of probable future projects

(CEQA Guidelines n.d.).” However as Section 15064(h)(4) states, “The mere existence of significant

cumulative impacts caused by other projects alone shall not constitute substantial evidence that the

proposed project’s incremental effects are cumulatively considerable (CEQA Guidelines(a) n.d.).”

Therefore, the fact that the proposed project would result in emissions of GHGs (chiefly carbon dioxide),

and global GHGs emissions contribute to the greenhouse effect and the resultant impacts on global

climate, does not mean that the proposed project would have a cumulatively considerable impact on

global climate. Accordingly, the potential contribution of the project to this cumulative impact is

evaluated under other criteria.
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To date, no quantitative emission thresholds or similar criteria have been established to evaluate the

cumulative impact of a single project on global climate. In the absence of quantitative emissions

thresholds, consistency with adopted programs and policies is used by many jurisdictions to evaluate the

significance of cumulative impacts. A project’s consistency with the implementing programs and

regulations to achieve the statewide GHG emission reduction goals established under Executive Order

S-3-05 and AB 32 cannot yet be evaluated because they are still under development. Nonetheless, the

Climate Action Team, established by Executive Order S-3-05, has recommended strategies for

implementation at the statewide level to meet the goals of the Executive Order. In the absence of an

adopted plan or program, the Climate Action Team’s strategies serve as current statewide approaches to

reducing the State’s GHG emissions. As no other plan or program for GHG emissions that would apply

to the project has been adopted, consistency with these strategies is assessed to determine if the project’s

contribution to cumulative GHG emissions would be considerable and would impair or prevent

attainment of AB 32’s goals.

In its report to the Governor and the Legislature, the Climate Action Team recommended strategies that

could be implemented by various state boards, departments, commissions, and other agencies to reduce

GHG emissions (California EPA Climate Action Team 2006). The Climate Action Team strategies that are

relevant to the proposed project, the implementing agencies, and the project’s design features or

mitigation measures that would be consistent with these strategies are listed in Table 4.3-36, Project

Features and Mitigation Measures to Achieve Climate Action Team Strategies. Based on the analysis in

Table 4.3-36, the proposed project would lessen its contribution to GHG emissions and global climate

due to its consistency with these strategies. However, in the absence of an established threshold and

understanding that the proposed project would result in the emission of some GHGs, the contribution of

the project to the cumulative GHG emissions is considered cumulatively considerable.

Table 4.3-36
Project Features and Mitigation Measures to Achieve Climate Action Team Strategies

CAT Strategy Implementing Agency Project Feature/Mitigation
Vehicle Climate Change Standards Air Resources Board The project would be consistent with this

strategy to the extent that new passenger
vehicle and light trucks are purchased by
the project’s participants and spectators
starting in the 2009 model year.1

HFC Reduction Strategies Air Resources Board Project air conditioning systems would
comply with the latest standards for new
systems. Use of consumer products using
HFCs would comply with CARB
regulations, when adopted.
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CAT Strategy Implementing Agency Project Feature/Mitigation
Building Energy Efficiency Standards
in Place

Energy Commission

Appliance Energy Efficiency
Standards in Place

Energy Commission

The project will meet or exceed California
energy standards or energy efficient lighting
requirements.

Water Use Efficiency Department of Water
Resources

Use of landscape and ornamental water use
will conform with the local water efficient
landscape ordinance or the landscape and
ornamental budget outlined by the
Department of Water Resources.

Source: Impact Sciences, Inc.
1 The US EPA has denied the waiver that would allow these standards to be implemented; however, the state has filed a lawsuit to overturn

this decision. The implementation of these standards and the time schedule for the introduction of compliance passenger vehicles and light
trucks are in question at this time.

Conclusion: Significant

Mitigation Measure:

The nature of the proposed project’s activities (i.e., motor vehicle racing) limits the range of mitigation

measures available to reduce impacts. The majority of the project’s GHG emissions would be the result of

racing activities. In addition, the proposed project is not located adjacent to any mass transit system that

would be convenient for visitors. The closest mass transit service station is the San Joaquin Regional

Transit District (SJRTD) Interregional Commuter Bus Service, which is located on Grant Line Road and

Naglee Road approximately 2 miles away. This would not be a feasible distance for visitors to walk to

project site. Furthermore, the Altamont Motorsports Track currently operates at near full capacity in

recent years The proposed project would add an incremental amount of potential visitors to the existing

operation. Nonetheless, the following mitigation measures are suggested to reduce the operational GHG

emissions. Other measures that could reduce a project’s GHG emissions are not applicable to the

proposed project. Such measures typically involve (1) green building techniques, but the project does not

involve new building construction (except mobile homes for caretakers), (b) water conservation, but the

project does not involve large amounts of water use, (3) land use measures such as high-density

residential or mixed-use development, but the project does not change the existing land use, or (4)

transportation control measures, but the project is not conducive to such measures. Implementation of

these measures is not expected to substantially reduce the project’s GHG emissions because these

emissions are primarily related to participant, spectator, and employee vehicle trips and racecars.

AQ-1 The applicant shall install electrical hook ups for motorhomes visiting the project site to
eliminate emissions associated with motorhome generators.

AQ-2 The applicant shall install photovoltaic solar panels on the project site to reduce the
amount of electrical usage. Photovoltaic systems shall provide a minimum of 25 percent
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of the estimated electrical demand of the Altamont Motorsports Park, including the
electrical demands of motorhomes as indicated in Mitigation Measure AQ-1.

AQ-3 The applicant shall provide receptacles for recycling of beverage containers and other
food service items and paper goods.

Conclusion: Significant and unavoidable

Potential Impact 4.3-4: Would the project expose sensitive receptors to substantial pollutant

concentrations?

4.3.3.2.3 CO Hotspots

As discussed above and shown in Table 4.3-35, traffic associated with the proposed project would not

generate CO concentrations at impacted intersections that exceed the CO standards. The highest

concentrations generated during the proposed project’s operational level would be approximately 34

percent of the state 8-hour CO standard. It should be noted that the proposed project would only

contribute a fraction of that traffic and subsequent CO emissions. Therefore, the proposed project would

not expose the public to substantial pollutant concentrations; impacts would be less than significant.

4.3.3.2.4 Toxic Air Pollutants

Toxic air pollutants are not expected to occur in any large amounts in conjunction with the operation of

proposed project. Only common forms of hazardous or toxic substances typically used, stored, or sold in

conjunction with cleaning activities would be present in small quantities. Most uses of such substances

would occur indoors (e.g., bathrooms). Surrounding land uses include residential homes to the south,

west, and northwest of the project site. No large stationary sources of toxic air pollutants are associated

with the project site or its operation. Therefore, impacts would be less than significant.

The proposed project will be located near Interstate 580, a major route traveled by heavy-duty

transportation trucks, as well as other motor vehicles. These trucks are a substantial source of diesel

exhaust particulate matter (DPM), which CARB has designated as a toxic air contaminant. The CARB’s

Air Quality and Land Use Handbook states, “Air pollution studies indicate that living close to high traffic

and the associated emissions may lead to adverse health effects beyond those associated with regional air

pollution in urban areas” (CARB 2005). The Air Quality and Land Use Handbook cites several studies

linking adverse respiratory health effects (e.g., asthma) to proximity to roadways with heavy traffic

densities, where the distances between the roadway and the receptors were 300 to 1,000 feet. Other

studies suggest that such impacts diminish with distance, and a substantial benefit occurs if the

separation distance is greater than 500 feet. A distance of 0.25 mile is recommended by the BAAQMD

staff to avoid potential health impacts to sensitive receptors from major roadways. Although the
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racetrack is slightly less than 0.25 mile from Interstate 580, the project’s sensitive receptors (i.e., caretaker

homes) would be located on the western portion of the property line, which would be further than 0.25

mile from the highway. Therefore, no sensitive receptors would be significantly exposed to the emissions

from a major roadway, and the project would contain a sufficient buffer to avoid impacts from TACs.

Conclusion: Less than Significant

Mitigation: None required

Potential Impact 4.3-5: Would the project create objectionable odors affecting a substantial number of

people?

The proposed project could potentially create objectionable odors as a result of food preparation, race car

vehicle exhaust emissions, and tire smoke from drifting events. Airborne odors associated with food

preparation would result primarily from cooking activities within the food services and eating

establishments that may occur on site. Food-related odors would be typical of food service businesses

and are not considered objectionable by most individuals. Food wastes can, however, putrefy if left on

site in dumpsters for long periods of time without frequent disposal and can generate objectionable

odors. In each case, such odors would be controlled in accordance with Alameda County Vector Control

Services District and BAAQMD Regulation 7, which limits the amount of general odorous substances and

specific emissions of odorous compounds.

Potential odors associated with racing events would result from race car exhaust emissions and tire

smoke from drifting events. Although both sources could generate objectionable odors, it is not likely that

these odors will affect on- or off-site receptors. The closest on-site residential receptors (i.e., caretaker

mobile homes) would be located on the westerly portion of the project site. Caretakers would be

employees of the proposed project and therefore would be aware of the potential odors associated with

its operation. It is not anticipated that the project’s day-to-day operations would generate an

objectionable source that would result in a significant change from existing odor impacts to local

receptors.

The proposed project is not surrounded by any large source of odor that is anticipated to impact

receptors on the project site. Therefore, the impact with respect to this criterion is considered less than

significant.

Conclusion: Less than significant

Mitigation: None required




