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3.1.5 Greenhouse Gas Emissions 

The information in this section considers potential impacts as a result of GHG emissions due to 
the Proposed Project. The information and analysis in this section have been compiled based 
on the Proposed Project’s Climate Change Technical Study and Greenhouse Gas Analysis 
Memorandum (Appendix H). 

3.1.5.1 Existing Conditions 

The climate of the City of Carlsbad, located on the southern coast of California, is considered a 
semi-arid Mediterranean climate, with an average of 263 sunny days per year. Average monthly 
lows reach 45 °F in the winter months and 71 °F in the summer months. Similarly, the county of 
San Diego is classified as an arid climate, with average temperatures ranging from 57 °F in the 
winter to 72 °F in the summer months. Average precipitation for the City of Carlsbad is 11.84 
inches, ranging from 0.30 inches in the summer to 6.66 inches during the winter. The county of 
San Diego has an average rainfall of 12 inches. 

Wind patterns surrounding the Airport are predominantly westerly. Seasonal weather patterns 
include the Santa Ana winds, which occur 10 days out of the year between September and 
February. Santa Ana winds are warm winds that flow from east to west from the desert that 
bring sometimes hot but always dry conditions to the area. Another noteworthy seasonal 
weather pattern is the prominence of cloudy, foggy conditions during May and June caused by a 
warm air mass that descends over the cool, moist marine air. 

In order to establish the baseline conditions, this PEIR identifies the existing Airport-related uses 
that generate GHG emissions and their associated GHG emissions. Table 3.1.5-1 identifies the 
emissions that were calculated for 2016 utilizing methods outlined in the Airport Cooperative 
Research Program (ACRP) Report 11 described further below. Specifically, the Airport currently 
generates GHG pollutants including carbon dioxide (CO2), CH4, nitrous oxides (N2O), 
hydrofluorocarbons (HFCs), perfluorocarbons (PFCs) and sulfur hexafluoride (SF6). Notably, 
CO2, CH4, and N2O are the predominant GHG pollutants associated with airport operations. The 
other GHG pollutants occur at a far lesser extent. In order to measure and compare GHG 
pollutants, emissions are calculated in terms of CO2 equivalents, which is the universal unit of 
measurement used to indicate the global warming potential for different GHG pollutants. 
Represented as CO2 equivalent (CO2E), these values range from “1” for CO2 to “25” for CH4 to 
“298” for N2O. 

The ACRP Report 11, Guidebook on Preparing Airport Greenhouse Gas Emissions Inventories 
defines airport GHG emissions in terms of scope. Based on this guidance, the boundaries of the 
GHG emissions inventory are based upon the emission sources as described in the following 
scopes:  

 Scope 1 (Direct) – GHG emissions from sources that are owned and controlled by the 
airport operator (e.g., the County) such as stationary sources and County-owned fleet 
motor vehicles. 
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 Scope 2 (Indirect) – GHG emissions associated with the generation of electricity 
purchased/consumed by the airport operator (County).  

 Scope 3 (Indirect and Optional) – GHG emissions that are associated with the activities 
of the airport operator (County), but are primarily associated with sources that are owned 
and controlled by others. These include aircraft-related emissions, emissions from 
airport tenant activities, electrical consumption by tenants (if the electricity is not 
purchased by the County), as well as ground transportation to and from the Airport.  

Specifically, Scope 3 emission sources are not primarily under the County’s ownership 
or direct control. In particular, the County has no authority over the quantity, type, or 
flight track of aircraft (LTO) or their emissions, which are under the jurisdiction of the 
FAA. Aviation-related emissions standards are a relatively new concept within climate 
change analysis; with limited standard practices for evaluating, monitoring, and 
mitigating its effects. The County has no authority to regulate aircraft or their emissions; 
and there is no applicable methodology or threshold with which to evaluate the 
significance as stated in the AB 32 Climate Change Scoping Plan. 

As shown in Table 3.1.5-2, the primary sources of GHG emissions include aircraft; Ground 
Support Equipment (GSE; considered aviation-source emissions by FAA in the AEDT2b); a 
small assortment of stationary sources; and motor vehicles operating on the internal and off-
airport roadways, and parking facilities. In general, these sources are typical of most airports of 
CRQ’s size and function. Emissions associated with the consumption of electricity at the Airport 
(but generated elsewhere by burning coal, oil, and natural gas) are also included. 

The emissions generated from these sources primarily arise from the combustion of fossil fuels 
(i.e., jet fuel, Aviation, diesel, gasoline, natural gas, etc.) and are by-products contained in the 
engine exhausts. These emission sources constitute the majority of the baseline (2016) 
emissions inventory for the Airport. 

Construction activities also represent sources of air emissions at the Airport, but they are 
short-term and intermittent. Nevertheless, construction emissions are also addressed in this 
section. 

Regulatory Environment 

Federal 

FAA Order 1050.1F 

FAA Order 1050.1F outlines the policy and procedures for compliance with NEPA and the 
implementation of regulations issued by the Council on Environmental Quality (CEQ). In 
reference to climate, the order states that aviation sources were estimated by the 
Intergovernmental Panel on Climate Change to account for 4.1 percent of global transportation 
GHG emissions and commercially, 6.6 percent of total CO2 emissions in the United States as 
estimated by the USEPA for the year 2013. FAA Order 1050.1F maintains that scientific 
research into understanding the relationship between aviation and climate change is ongoing 
and that despite the obstacles that uncertainty presents minimizing and identifying GHG 
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emissions and their potential future impacts to climate change are important for a sustainable 
national airspace system. 

FAA Order 5190.6B 

The County, as the owner of the Airport, currently accepts federal grant funding from the AIP. 
The County is therefore required to comply with a list of Airport Sponsor Assurances provided 
by the FAA. FAA Order 5190.6B: FAA Airport Compliance Manual, Grant Assurance 22a states 
that the County: 

“Will make [the] airport available as an airport for public use on reasonable terms, and 
without unjust discrimination, to all types, kinds, and classes of aeronautical activities, 
including commercial aeronautical activities offering services to the public at the airport.” 

Therefore, the County has no authority over the quantity, type, or flight track of an aircraft 
arriving or departing from the airport, which are under the jurisdiction of the FAA. Because the 
County has no authority to regulate aircraft or their emissions at CRQ, there is no applicable 
methodology or threshold with which to evaluate their significance. In addition, the AB 32 
Climate Change Scoping Plan states, “the State does not have regulatory authority over 
aviation” and “ARB has not identified aviation specific measures.” Improvements in aircraft 
design and technology and future growth or decline in passengers would occur independently of 
whether or not the Proposed Project is implemented. 

Aviation Greenhouse Gas Emissions Reduction Plan 

The United States Government has committed to addressing the climate change impacts from 
commercial aviation through a multi-pronged approach. The Next Generation Air Transportation 
System Plan includes initiatives for improvements in technology and operations, advances in 
development and deployment of sustainable alternative fuels, and policies and selective 
measures to incentivize transition of the fleet and airspace system to a carbon neutral growth 
model. This is because the U.S. has set an ambitious overarching goal of achieving carbon-
neutral growth for U.S. commercial aviation by 2020, using 2005 emissions as a baseline.1 

CEQ Guidance for NEPA Review 

On August 3, 2016, the CEQ published the memorandum, “Final Guidance for Federal 
Departments and Agencies on Consideration of Greenhouse Gas Emissions and the Effect of 
Climate Change” in National Environment Policy Act Reviews. The CEQ indicated that climate 
change should be considered in NEPA analyses; however, there are no specific federal 
standards for aviation-related GHG emissions. The CEQ issued final guidance for addressing 
climate change suggesting that agencies consider “(1) The potential effects of a proposed 
action on climate change as indicated by assessing GHG emissions; and, (2) The effects of 
climate change on a proposed action and its environmental impacts” (CEQ, August 1, 2016).  

                                                 
1https://www.icao.int/environmental-
protection/Lists/ActionPlan/Attachments/30/UnitedStates_Action_Plan-2015.pdf 
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The FAA’s AEDT version 2d software is the leading modeling methodology used to analyze the 
potential impacts of aviation related GHG emissions in the absence of aviation specific NEPA 
guidelines. The guidance does not establish a significant impact threshold for GHG pollutants. 
The guidance states that “In light of the global scope of the impacts of GHG emissions, and the 
incremental contribution of each single action to global concentrations, CEQ recommends 
agencies use the projected GHG emissions associated with proposed actions as a proxy for 
assessing proposed actions’ potential effects on climate change in NEPA analysis” (CEQ, 
August 3, 2016). This guidance has been responsible for providing the most relevant means of 
assessing the potential effects of a proposed project on climate change.  

In the absence of state and local GHG thresholds applicable to aviation sources and air travel, 
this PEIR utilizes the CEQ-recommended guidance as the most relevant approach to quantify 
and disclose the Proposed Project’s potential increase to aviation-related GHG emissions. This 
approach is compliant with State CEQA Guidelines Section 15064.4. 

As of April 5, 2017, the CEQ guidance has been withdrawn and under further evaluation. 
Although withdrawn, the valuable methods proposed by this guidance for evaluating aviation 
related GHG emissions continue to be used by the FAA and have been determined to be 
applicable to aviation sources and the Proposed Project. 

State 

California Executive Order S-3-05 

California Executive Order (EO) S-3-05 is a State EO, signed in June 2005, which set GHG 
emissions reduction targets for California. The EO also specified the state agencies 
responsibilities for implementing and reporting on the EO. The EO established three GHG 
emission reduction targets; reduce to 2000 levels by 2010, reduce to 1990 levels by 2020, and 
reduce to 80 percent below 1990 levels by 2050. AB 32 includes the first and second targets of 
this EO as requirements for the state. 

California Executive Order B-30-15 

California EO B-30-15, signed in April 2015, added an intermediate GHG emissions reduction 
target. This target is set as the reduction of GHG emissions to 40 percent below 1990 levels by 
2030. 

California Global Warming Solutions Act of 2006 

In 2006, the California state legislature passed AB 32, California Global Warming Solutions Act 
of 2006, in an effort to reduce the impact from climate change. The passage of AB 32 requires 
the State of California reduce GHG emissions to 1990 levels by the year 2020. GHGs included 
under the bill include CO2, CH4, NOX, HFCs, PFCs, SF6, and nitrogen trifluoride (NF3).  

In 2016, the California state legislature passed SB 32, which amended and extended the 
California Global Warming Solutions Act of 2006 beyond 2020 to 2030. SB 32 amended the 
Health and Safety Code to include Section 38566, which contains language to authorize the 
CARB to achieve a statewide GHG emission reduction of at least 40 percent below 1990 levels 
by no later than December 31, 2030. SB 32 codified the targets established by EO B-30-15 for 
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2030, which set the next interim step in the state’s continuing efforts to pursue the long-term 
target expressed in EOs S-3-05 of 80 percent below 1990 emissions levels by 2050. 

California Air Resources Board Scoping Plan 

In 2008, CARB adopted the first iteration of the Climate Change Scoping Plan: A Framework for 
Change (Initial Scoping Plan), which identified the main strategies California would implement to 
achieve the GHG reductions necessary to reduce forecasted business as usual (BAU) 
emissions in 2020 to the state’s historic 1990 emissions level (CARB 2008). As noted in the 
Initial Scoping Plan Climate Change Scoping Plan Appendices: Volume I: Supporting 
Documents and Measure Detail; while “[e]missions from the fuel used in planes is an important 
consideration … the State does not have regulatory authority over aviation. [C]ARB has not 
identified aviation specific measures; nevertheless, successful deployment of High Speed Rail 
could divert some air passengers to rail” (CARB 2008).  

CARB approved the first update to the Initial Scoping Plan in May 2014 (2014 Scoping Plan 
Update). The 2014 Scoping Plan Update built upon the Initial Scoping Plan using the same 
emissions sources with a better understanding of the potential of different gases to affect 
climate change and their duration in the atmosphere. The 2014 Scoping Plan Update contained 
new strategies and recommendations focusing on nine key focus areas (energy, transportation, 
agriculture, water, waste management, and natural and working lands), along with short-lived 
climate pollutants, green buildings, and the Cap-and-Trade Program (CARB 2014). The 2014 
Scoping Plan Update did not change the emission sources or calculation methodologies, but did 
update the emissions from the Initial Scoping Plan to reflect a more current understanding of the 
global warming potential for various gases as issued by the Intergovernmental Panel on Climate 
Change (IPCC). As stated by CARB in the Initial Scoping Plan, the State does not have 
regulatory authority over aviation emissions. Accordingly, CARB’s 2014 Scoping Plan Update 
did not include aviation-related GHG emissions, nor did it identify any measures for reducing 
emissions from aviation sources.  

In 2015, Executive Order B-30-15 directed CARB to update the Scoping Plan to establish a mid-
term GHG reduction target for California of 40 percent below 1990 levels by 2030. In November 
2017, CARB released the 2017 Climate Change Scoping Plan Update, the Strategy for 
Achieving California’s 2030 Greenhouse Gas Target (2017 Scoping Plan Update; CARB 2017). 
The 2017 Scoping Plan Update identifies state strategies for achieving the state’s 2020 and 
2030 GHG emissions reduction targets codified by the California Global Warming Solutions Act 
of 2006 (AB 32) and SB 32), which SB 32, which amended and extended the California Global 
Warming Solutions Act of 2006 beyond 2020 to 2030. The 2017 Scoping Plan Update “draws 
from the experiences in developing and implementing previous plans” to achieving California’s 
2030 GHG reduction target. The 2017 Scoping Plan Update includes programs from the Initial 
Scoping Plan and the 2014 Scoping Plan Update, including the Low Carbon Fuel Standard and 
Renewables Portfolio Standard, which are delivering cleaner fuels and energy, the Advanced 
Clean Cars Program, which has led to more than a quarter million clean vehicles on the road, 
and the Sustainable Freight Action Plan. According to the 2017 Scoping Plan Update, 
enhancing these and other ongoing programs paired with an extended, more stringent Cap-and-
Trade Program will achieve the 2030 emissions target. Once again in the 2017 Scoping Plan 
Update CARB did not include aviation emissions nor did it identify any measure for reducing 
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emission from aviation sources. However, the 2017 Scoping Plan Update did identify the 
emission reduction efforts of the FAA as a component of reaching the State’s long-term goal of 
reducing GHG emissions statewide 80 percent by 2050. 

Specifically, FAA is currently working on improving the National Airspace System energy 
efficiency, including efforts to develop and deploy alternative jet fuels for commercial aviation. 
The FAA Office of Environment and Energy is pursuing a five-pillar approach to reduce 
environmental impacts from aviation, including (1) advancing sustainable alternative jet fuels; 
(2) accelerating maturation of new aircraft technologies; (3) exploring air traffic management 
modernization and operational improvements; (4) improving scientific knowledge and enhance 
integrated environmental modeling capability; and (5) developing policies, environmental 
standards, and market-based measures2. FAA has also awarded $100,000,000 through the 
Continuous Lower Energy, Emissions, and Noise (CLEEN) Program to develop technologies 
that reduce fuel consumption, emissions, and noise. 

As the Scoping Plan does not contain any measure or goal requirements for aviation GHG 
emissions, its provisions would achieve the identified statewide goals for 2020 and 2030 
regardless of aviation activity. As aircraft emissions are not evaluated in the Scoping Plan, it has 
limited applicability to airport projects that primarily involve aviation sources.  

For local (non-aviation) emissions reduction strategies, CARB recommends in the 2017 Scoping 
Plan Update that local jurisdictions apply a 2030 emission limit of 6 metric tons (MT) of CO2E 
per person, and 2 MT CO2E by 2050, for “city, county, subregional, or regional level” plans 
(CARB 2017). As stated in the Scoping Plan Update, “[t]he recommendation…provides 
guidance on CARB’s view on what would be consistent with the Scoping Plan Update and the 
State’s long-term goals” (CARB 2017). Furthermore, the 2017 Scoping Plan Update includes a 
statement regarding GHG emission evaluation under CEQA, “[l]ead agencies have the 
discretion to develop evidence-based numeric thresholds (mass emissions, per capita, or per 
service population [SP]) consistent with this Scoping Plan, the State’s long-term GHG goals, 
and climate change science.” However, unlike the assessment of community area plans, no 
specific method was provided by CARB on how to develop a SP threshold for an individual 
project. 

California Senate Bill 375 

In September 2008, California’s Governor approved SB 375, which directs CARB to set regional 
targets for reducing GHG emissions. The law establishes a “bottom up” approach to ensure that 
cities and counties are involved in the development of regional plans to achieve those targets. 
SB 375 builds on the existing framework of regional planning to tie together the regional 
allocation of housing needs and regional transportation planning in an effort to reduce emissions 
from motor vehicle trips. 

Assembly Bill 197 of 2016 

                                                 
2 NextGen. Environment and Energy, In the Operation. Modified April 12. Available at: 
https://www.faa.gov/nextgen/how_nextgen_works/eande_safety/eande/in_depth/ 
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Governor Brown signed AB 197 (Garcia, Chapter 250, Statutes of 2016) as a companion bill to 
SB 32. AB 197 creates a legislative committee to oversee CARB and requires CARB to take 
specific actions when adopting plans and regulations pursuant to SB 32 related to 
disadvantaged communities, identification of specific information regarding reduction measures, 
and information regarding existing GHGs at the local level. 

California Environmental Quality Act 

In 2010, the CEQA Guidelines (with Appendix G) were amended to address the analysis of 
GHG emissions. CEQA Section 15064.4: Determining the Significance of Impacts from 
Greenhouse Gas Emissions states that the CEQA lead agency “should make a good-faith effort, 
based to the extent possible on scientific and factual data, to describe, calculate or estimate the 
amount of greenhouse gas emissions resulting from a project.” It also states that the lead 
agency has the discretion to determine the methodology to assess the significance of GHG 
emissions on the environment. Although climate change is generally not considered a direct 
impact, it should be analyzed as a potential cumulative impact under CEQA.  

The California Air Pollution Control Officers Association (CAPCOA) white paper titled “CEQA & 
Climate Change: Evaluating and Addressing Greenhouse Gas Emissions from Projects Subject 
to the California Environmental Quality Act,” provides a current methodology used for 
jurisdictions across the state to identify a screening level for GHG emissions. The CAPCOA 
guidance states that projects should be screened to determine if their associated GHG 
emissions exceed 900 MT CO2E. The screening level does not indicate impact significance; 
rather, it is intended to be used to screen out smaller projects that do not generate substantial 
amounts of GHG emissions and allows regulatory and discretionary actions to focus on the 
more significant sources of GHG emissions. If a project exceeds this threshold, a climate 
change analysis would need to be completed to analyze any potential project-specific impact. 
The significance criteria used in climate change analysis should include a statement and 
supporting analysis as to whether the Proposed Project complies with GHG reduction 
requirements under current state and local emissions reductions plans and targets, discussed 
below.  

Local 

County of San Diego 

Climate Action Plan 

On February 14, 2018, the County Board of Supervisors adopted the CAP, which identifies 
specific strategies and measures to reduce GHG emissions in the largely rural, unincorporated 
areas of San Diego County as well as County government buildings and operations. The CAP 
updates and implements the County’s 2011 General Plan Update goals, policies, and reduction 
measures to meet the State's GHG reduction targets including AB 32 (2020 goal) and SB 32 
(2030 goal), and demonstrate progress towards a 2050 GHG reduction goal (County of San 
Diego 2018). The plan includes six chapters: (1) Introduction; (2) Greenhouse Gas Emissions 
Inventory, Projections, and Reductions Targets; (3) GHG Reduction Strategies and Measures; 
(4) Climate Change Vulnerability, Resiliency, and Adaptation; (5) Implementation and 
Monitoring; and (6) Public Outreach and Engagement.  
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Concurrent with adoption of the CAP, the County adopted new Guidelines for Determining 
Significance for Climate Change, which identifies that a proposed project would have a less 
than significant cumulatively considerable contribution to global climate change if it is consistent 
with the County’s CAP (County of San Diego 2018). As defined in these Guidelines, consistency 
with the CAP is determined through the CAP Consistency Review Checklist (Checklist). The 
Checklist follows a two‐step process to determine if projects are consistent with the CAP, and 
whether they may have a significant cumulative impact under the County’s adopted GHG 
thresholds of significance. The Checklist further explains that if a project is consistent with the 
projections and land use assumptions in the 2011 General Plan Update and CAP, its associated 
growth in terms of GHG emissions would have been accounted for in the CAP’s projections and 
project implementation of the CAP reduction measures will contribute towards reducing the 
County’s emissions and meeting the County’s reduction targets.  

The County 2011 General Plan cites goals and policies pertaining to all County-owned airports, 
including McClellan-Palomar Airport, which is a County-owned facility. However, because the 
airport is located within the City of Carlsbad, the airport does not have a County-designated 
zone or land use to compare against the assumed designations used in the CAP. Because the 
CAP and  the County GHG Guidelines are based upon the land use assumptions of the 2011 
General Plan, the fact that the Airport Master Plan improvements were not included in the 2011 
General Plan means that the CAP cannot be used to streamline the review of GHG emission 
from the Proposed Project. The CAP’s emissions inventory includes emissions associated with 
ongoing maintenance and short-term capital improvement projects, but the County’s 2011 
General Plan Update preceded the planning of Airport Master Plan elements, and accordingly 
were not included in the 2011 General Plan Update nor the CAP.  As noted in the County’s 
Guidelines for Determining Significance, projects that may intensify GHG emissions over 
existing designations (or would result in greater GHG emissions than assessed in the CAP) are 
required to (1) prepare a separate, project‐level GHG analysis, (2) explain how the Proposed 
Project is consistent with the CAP, and (3) demonstrate that the Proposed Project will not 
prevent the County from meeting its share of emissions reductions. Therefore, the Proposed 
Project is not required to use the “no net increase” or “net zero” thresholds of significance 
prescribed by the County’s CAP EIR mitigation measure M-GHG-1 and the County’s Climate 
Change Significance Guidelines. Those documents anticipate a “no net increase” or “net zero” 
threshold for projects that amend the General Plan, but this Airport Master Plan Update does 
not amend the General Plan. As such, although the CAP cannot be used to streamline the 
review of GHG emissions from the Proposed Project, a Project-specific climate change analysis 
was completed in compliance with the CAP to analyze potential Project-related impacts and to 
show consistency with the CAP.  

County of San Diego Comprehensive Strategic Plan to Reduce Waste 

The County’s Strategic Plan to Reduce Waste outlines near-, mid-, and long-term programs and 
policies to increase the County’s solid waste diversion rate to meet state targets and support 
other County initiatives, such as the CAP. In April 2017, the County adopted a solid waste 
diversion goal of 75 percent by 2025 (County of San Diego 2017a). CAP measure SW-1.1 is 
based on the requirement of this plan for County facilities, and commits to 80% diversion by 
2030. County-owned buildings and ongoing ground operations at the Airport, including 
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maintenance and construction methods, would adhere to the provisions of the County Strategic 
Plan to Reduce Waste and meet the solid waste reduction targets.  

County of San Diego Renewable Energy Plan 

The County’s Comprehensive Renewable Energy Plan (CREP) highlights the mix of renewable 
energy and energy efficiency scenarios that are most likely to enhance the economic well-being 
of the regional economy. Phase I of the CREP Report was approved in February 2017. It 
highlights the scale of the investment that is required and the mix of policies, programs, and 
best practices that are most likely to ensure the development of a renewable energy market and 
the robust and sustained development of the regional economy. The planning effort covers the 
residential, commercial, and industrial sectors of the County, with a particular focus on 
unincorporated areas, and presents a comprehensive approach to renewable energy and 
energy efficiency (County of San Diego 2017b).  

The County CREP is a long-term plan that would be applicable largely to building emissions and 
more limited to County employees that work at the Airport. However, while the Airport Master 
Plan forecasts improvements to 2036, the CREP is a longer-range plan as it projects to 2050. 
Like other statewide energy plans, energy sources and fuel associated with aviation sources are 
not included in the CREP; and thus, the CREP has limited applicability to the Airport Master 
Plan. Nonetheless, CAP measures E-1.4 and E-2.1 are based on the requirement for County 
facilities.  CAP Measure E-1.4 commits the County to achieving a 10% reduction in energy 
intensity in County Facilities by 2020 and 20% by 2030. Lastly, CAP Measure E-2.1 commits the 
County to achieving a 90% renewable energy mix for the unincorporated County by 2030. 

County of San Diego Strategic Energy Plan 

The main objectives of the County Strategic Energy Plan3 ensure that sustainability practices 
are assimilated into County infrastructure operations and minimize utility (water and energy) 
consumption/costs. Operations specifically apply to County-owned facilities, facilities the County 
leases, and County-owned vehicles. Specific goals of the Strategic Energy Plan applicable for 
County infrastructure associated with the proposed Master Plan include:  

 Reduce Energy Use Intensity by 10 percent comparing data from fiscal year 2019-2020 
against baseline data from fiscal year 2014-2015 (Consistent with CAP measure E-1.1, 
E-1.4) 

 Reduce potable water consumption by 25 percent comparing data from fiscal year 2019-
2020 against baseline data from fiscal year 2013-14 (Consistent with CAP measure W-
1.3) 

                                                 
3 Available at: 
https://www.sandiegocounty.gov/content/dam/sdc/dgs/Doc/Energy_StrategicEnergyPlan.pdf 
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 Realize a 10 percent average reduction in greenhouse gas emissions for all County 
owned vehicles comparing data from 2020 against baseline data from 2015 (Consistent 
with CAP measure T-3.4) 

 Improve the sustainability of operations by reducing and recycling resources, and using 
environmentally friendly practices in maintenance and new construction (Consistent with 
CAP measure SW-1.1) 

The County Strategic Energy Plan is applicable to emissions associated with the County-owned 
buildings and with the employees that work at the Airport. Any new construction procured by the 
County would be subject to emissions reduction measures, including use of alternative fuels and 
construction debris recycling. As shown, the measures contained in the Strategic Energy Plan 
are consistent with the aforementioned CAP measures applicable to the Proposed Project;  thus 
the Proposed Project (while not tiering off the CAP) is consistent with the applicable measures 
for County-owned facilities. The GHG Analysis Memorandum (included in Appendix H) includes 
a summary table outlining County-initiated measures as identified in the CAP Chapter 3 
(Strategies and Measures) applicable to the Proposed Project. As individual project elements 
are proposed throughout the Airport Master Plan’s 20-year planning period, each element would 
incorporate applicable measures. 

City of Carlsbad Climate Action Plan 

In 2015, the City of Carlsbad prepared the CAP concurrently with the City’s updated General 
Plan. The CAP was designed to help reduce the City’s GHG emissions and streamline 
environmental review of future development projects in the City in accordance with CEQA. It 
should also be noted that the CAP acknowledged that the Airport is County owned and 
operated, and is outside of the City’s oversight and authority. Construction and operational 
emissions associated with airport operations were not included in the City CAP’s overall 
strategy to reduce GHG emissions. 

San Diego Association of Governments San Diego Forward 

San Diego Forward is the Regional Transportation Plan (RTP) and Sustainable Communities 
Strategy (SCS) prepared by SANDAG and adopted in October 2015. San Diego Forward 
establishes an implementation plan for how the region will grow over the next 35 years. 
Developed in accordance with SB 375, San Diego Forward includes an SCS that demonstrates 
how the region will meet its GHG reduction targets through integrated land use, housing, and 
transportation planning. While the purpose of an SCS is to reduce GHG emissions due to 
mobile sources, it also results in a decrease in mobile sources of criteria pollutants. Enhanced 
public transit service combined with incentives for land use development that provides a better 
market for public transit will play an important role in the SCS. 

San Diego Forward includes strategies related to (1) a land use pattern that accommodates 
future employment and housing needs, (2) a transportation network of public transit, managed 
lanes and highways, local streets, bikeways, and walkways, (3) transportation demand 
management to reduce traffic congestion during peak periods, (4) transportation system 
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management to maximize the SP of the transportation network, and (5) innovative pricing 
policies and other measures designed to reduce vehicle miles traveled and congestion. 

San Diego Forward includes a Smart Growth Concept Map that identifies the location of 
existing, planned, and potential smart growth areas. The seven smart growth place types 
include the Metropolitan Center, Urban Centers, Town Centers, Community Centers, Rural 
Villages, Mixed-Use Transit Corridors, and Special-Use Centers, reflecting the notion that smart 
growth is not a “one-size-fits-all” endeavor.  

As part of the EIR completed by SANDAG for the RTP/ SCS, an inventory of future GHG 
emissions were calculated and used as the basis to help determine emission reduction 
strategies. Emissions calculations related to vehicular traffic patterns at airports located in the 
County were derived from transportation improvements recommended in the AMAP and the 
RASP, prepared by the SDCRAA. Specific to the Airport, the AMAP selected Scenario 1C of the 
RASP to determine the future increase in vehicular traffic coming to and from the Airport. 
Scenario 1C included 641,355 forecasted passenger enplanements at CRQ by the year 2030, 
which exceeds the projected enplanements of any alternative included in the CRQ Master Plan. 
Accordingly, vehicular emissions associated with growth of the ground transportation network at 
and around the Airport were incorporated in SANDAG’s regional emissions inventory and 
reduction measures and targets.  

3.1.5.2 Analysis of Project Effects and Determination as to Significance 

As discussed above, the County adopted Guidelines for Determining Significance for Climate 
Change (concurrently with adoption of the CAP), which states: 

 A proposed project would have a less than significant cumulatively considerable 
contribution to climate change impacts if it is found to be consistent with the County’s 
Climate Action Plan; and, would normally have a cumulatively considerable contribution 
to climate change impacts if it is found to be inconsistent with the County’s Climate 
Action Plan. 

However, as noted in Section 3.1.5.1, because the Airport is located within the City of Carlsbad, 
it does not have an unincorporated County-designated zone or land use to compare against the 
designations used in the County’s CAP. Furthermore, because the County’s CAP and the GHG 
Guidelines are based upon land use assumptions of the County’s 2011 General Plan, and that 
the Airport Master Plan improvements were not included in the emissions inventory for the CAP, 
the CAP cannot be used to streamline the review  of GHG emissions associated with the 
Proposed Project. However, the Airport is required to adhere to County initiatives and plans that 
support system-wide CAP emissions reduction targets associated with County-owned facilities. 

Additionally, the following criteria are provided from Appendix G of the State CEQA Guidelines. 
A significant impact from GHG emissions would result if the Proposed Project would: 

 Generate GHG emissions, either directly or indirectly, that would have a significant 
impact on the environment. 
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 Conflict with an applicable plan, policy or regulation adopted for reducing the emissions 
of GHG emissions. 

As discussed above, no federal, state, or local agency has formally adopted quantified 
thresholds for determining the significance of potential GHG emissions for aviation-related 
operations. In the absence of applicable thresholds for aviation-related emissions, this section 
also incorporates FAA guidance as noted.  

In the absence of state or local thresholds for GHG emissions from aviation sources, State 
CEQA Guidelines Appendix G criteria shall apply to determine if the proposed project would 
result in a significant impact. For non-aircraft operational and construction GHG sources, the 
County has identified a project specific annual screening level to determine if additional analysis 
is required.  

For operations, the GHG analysis for the Airport Master Plan is unique for several reasons: 

 The EIR is programmatic, i.e., addressing a number of development projects included in 
the Airport Master Plan Update that interact to affect the level of activity; 

 The primary emission sources associated with the Proposed Project are not under the 
jurisdiction of the County or State; 

 The projects included in the Airport Master Plan Update involve improvements and 
reconstruction of elements within an existing facility (the Airport) or improvements to 
existing facilities, rather than a completely new development; and 

 The phasing and timing of projects are subject to funding availability, so construction 
scale and schedule are not guaranteed. 

Screening Level 

As discussed above, CAPCOA identified a 900 MT CO2E screening level as an emissions level 
that was developed by experts in air quality that reviewed hundreds of projects approved in 
several air districts throughout California where the smallest 10 percent of projects were 
identified and modeled. The review identified that 10 percent of the development in these 
districts was represented by small projects, such as single-family residential projects with less 
than 50 units, commercial offices with less than 35,000 square feet, and retail uses of less than 
11,000 square feet. It was determined that emissions on this scale are de minimis; and 
therefore, it was concluded that controlling emissions on this smaller scale would not help or 
hinder the State’s progress in meeting the statewide goals. Thus, these projects did not warrant 
significant evaluation, and emissions from these projects would be largely controlled by state 
regulatory actions, such as building code requirements.  

After issuance of the CAPCOA guidance, several lead agencies and air districts within the State 
developed mass emission screening levels using the same data sets. These are known as 
“bright line” limits, which exceed the 900 MT CO2E screening level that was used in the Draft 
PEIR. Thus, 900 MT CO2E can be considered an appropriate screening level. This same 
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method was used by the Bay Area Air Quality Management District (BAAQMD), the South 
Coast Air Quality Management District (SCAQMD), San Luis Obispo County Air Pollution 
Control District (SLOAPCD), and the Sacramento Metropolitan Air Quality Management District 
(SMAQMD) to develop screening level thresholds specific to their jurisdictions. In each 
jurisdiction, the districts developed higher screening levels ranging from 1,000 to 1,100 MT 
CO2E. The SMAQMD also uses the same threshold to assess construction emissions separate 
from operation emissions. In addition, local jurisdictions have used a similar approach, including 
the City of Escondido, which uses a 2,500 MT CO2E screening level and the City of Carlsbad 
CAP which identifies the same 900 MT CO2E screening level used in the Draft PEIR. Applying 
the CAPCOA screening level to this project is valid and adequate as it is based on current 
methodologies and is used throughout the State 

Service Population Metric Threshold 

According to the 2017 Scoping Plan Update “[l]ead agencies have the discretion to develop 
evidence-based numeric thresholds (mass emissions, per capita, or per SP) consistent with this 
Scoping Plan, the State’s long-term GHG goals, and climate change science.” To determine the 
significance of emissions for projects over the 900 MT CO2E screening level, a project-specific 
SP threshold has been developed based on the 2017 Scoping Plan’s state-wide year 2030 
emissions target. 

As recommended in the 2017 State Scoping Plan Update, local jurisdictions should limit GHG 
emissions in 2030 to no more than 6 MT CO2E per person and no more than 2 MT CO2E per 
person by 2050. This recommendation was for “city, county, subregional, or regional level” plans 
(CARB 2017). As stated in the Scoping Plan Update, this “recommendation…provides guidance 
on CARB’s view on what would be consistent with the Scoping Plan Update and the State’s 
long-term goals” (CARB 2017). This method allows a regional population to be used to develop 
a regional emissions budget. The regional emissions budget can then be adjusted to account for 
local economic conditions by including the regional employment projections and developing a 
GHG-emission per SP. As the proposed Airport Master Plan is a long-range planning document 
that extends to 2036, the County analyzed GHG emissions using CARB’s guidance from the 
2017 Scoping Plan Update.  

The 2017 Scoping Plan Update recommended that the community-wide goal for local agencies 
in 2030 should be 6 MT CO2E per person. SANDAG’s 2030 population estimate is 3,816,404 
people, which results in a countywide emissions budget of 22,898,424 MT CO2E. Using 
SANDAG’s countywide 2030 employment projection of 1,648,361, the SP of the whole county 
would be 5,464,765. The SP metric for the whole County would then be calculated by dividing 
the 2030 emissions budget by the SP of the whole county, which results in a SP threshold of 
4.19 MT CO2E in 2030 as shown below: 

22,898,424 MT CO2E (3,816,404 x 6) 
= 4.19 MT CO2E/SP 

5,464,765 SP (3,816,404 + 1,648,361) 
 

To develop the 2036 threshold for the Proposed Project evaluation, the 2030 calculated SP 
threshold was reduced by 5.2 percent per year out to year 2036 to align with CARB’s 
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recommended 2050 target of 2 MT CO2E per person for community-wide plans. This results in 
a 2036 SP threshold of 3.01 MT CO2E.   

Using the SP metric (i.e., efficiency metric) method and CARB’s specified per capita emissions 
target, the statewide per capita limit is used directly to develop a local emissions budget that is 
in line with the statewide goals of AB 32. The threshold is further refined to the local level and 
associated with the local economy by using local employment to refine the emission budget 
from a per capita metric to a SP metric, which takes into account anticipated population growth 
and foreseeable economic conditions. 

Project-specific Service Population  

In order to evaluate the Proposed Project-specific emissions against the regional 2036 target of 
3.01 MT CO2E, the Proposed Project’s SP must be calculated. The County evaluated several 
methods for determining the SP of an airport and concluded that the SP for a unique land use 
such as an airport was best defined by the users of the airport as defined in the 2014 True 
Market/Leakage Study.  

Specifically, the True Market/Leakage Study defined the “catchment” of the Airport, which 
includes potential users of the Airport (Sixel 2015). The marketing study was based on ticket 
sales at the Airport, other destination airports, and potential airlines that could operate at the 
Airport. The study determined that the catchment for the Airport was an area that included a 
large portion of northern San Diego County and a small portion of southern Riverside County, 
and it covered a total population of 1,564,407 for calendar year 2014. Of this total population, 
1,311,539 residents were located in San Diego County. As a conservative approach to 
identifying the SP for the Proposed Project, the employment rate was not included since it would 
be too speculative to identify how many individuals are utilizing the Airport for business 
purposes. Also, by including the population only (i.e., without employment), this maintains a 
smaller SP, which would result in more conservative GHG efficiency level for the SP. As such, 
the 1,311,539 residents were then projected to 2036 based on growth projections developed by 
SANDAG as part of San Diego Forward to determine the SP at plan build out. This results in a 
2036 SP of 1,552,067. As a result, 1,552,067 is used for the Revised Draft PEIR analysis 
instead of the countywide population of 3,816,404. 

3.1.5.2.1 Project-Generated GHG Emissions  

Guideline for the Determination of Significance 

A significant impact from GHG emissions would result if the Proposed Project would: 

 Generate GHG emissions, either directly or indirectly, that may have a significant impact 
on the environment. 
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Analysis 

Construction 

For construction sources, GHG emissions were inventoried for each individual Master Plan 
project element (see Figure 1-5) to determine the net increase in GHG emissions generated 
from construction. Although individual components of the Airport Master Plan are subject to FAA 
approval and funding, it is assumed that construction will be performed under the County’s 
authority. As such, construction of the Proposed Project would generate GHG emissions from 
off-road heavy-duty equipment (e.g., dozers, loaders, forklifts, and tractors); on-road heavy-duty 
equipment (e.g., haul trucks used to transport material to and from the project site; and on-road 
passenger vehicles (e.g., workers commuting to and from the site). 

Construction-related GHG emissions were calculated for the three stages of development 
including the near-, intermediate-, and long-term phases. For the Proposed Project, the 
estimated emissions were based on construction of the project elements as well as the vehicle 
emissions from transporting subbase, asphalt, and aggregate material to the site. 

Based on preliminary scheduling identified in the Airport Master Plan, the Proposed Project 
improvements would be phased over a 20-year period. However, their exact date of 
construction would be dependent upon the availability of funding and the demand for Airport 
facilities. This construction analysis was prepared at a programmatic level using all available 
resources to define the Proposed Project improvements. Defined construction schedules would 
only be developed once final engineering is complete. Table 3.1.5-3 illustrates the expected 
annual construction emissions by year (assuming first element starts construction in near-term) 
through 2036 (full implementation of the Airport Master Plan). 

As previously described, construction emissions associated with the 16 project-specific activities 
are individually quantified. The emissions are then combined and amortized over the 20-year life 
of the Airport Master Plan, and the average annual construction emissions are compared to the 
900 MT CO2E screening level. Total construction emissions (3,605.01 MT CO2E) amortized 
over 20 years results in annual construction emissions of approximately 180 MT CO2E/year.   

Therefore, annual construction emissions would be below the annual screening level of 900 MT 
CO2E, and GHG emissions associated the Proposed Project construction activities would result 
in less than significant impacts. 

Operation 

In accordance with the FAA Air Quality Handbook guidance, GHG emissions associated with 
aircraft operations were quantified for the Proposed Project to help determine the overall 
potential impact to climate change. Although the guidance does not establish a threshold in 
which a determination can be made that a project will create a significant impact, it does clarify 
that a project’s emissions should be quantified and identify measures to avoid, minimize, or 
mitigate adverse effects, if necessary.  

Operation of the Proposed Project could be associated with a net change in GHG emissions 
from a variety of sources, including: 
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 Aircraft emissions from a net change in taxiway operations relative to the proposed shift 
of Runway 06-24 (Scope 3). 

 Stationary source (i.e., large boilers) emissions from a net change in equipment usage 
(Scope 1). Only County-owned facilities are anticipated to result in stationary source 
emissions under the Proposed Project.  

 Area-source building emissions (i.e., natural gas) from a net change in landside 
development square footage (Scope 1). Only County-owned facilities are anticipated to 
result in stationary source emissions under the Proposed Project. 

An emissions inventory for operational sources was prepared for the annual GHG emissions 
that would be generated as a result of only the Proposed Project. Table 3.1.5-4 lists the 
calculated GHG emissions (inclusive of commercial air service), and excludes any background 
conditions and anticipated natural growth of airport use.  

Proposed Project improvements are scheduled to be carried out over the 20-year planning 
period to improve operational efficiency and aircraft safety at the Airport. They are not intended 
to increase airport capacity. However, increased aircraft taxi-times resulting from the potential 
runway extension would generate an increase in GHG emissions. Regardless of whether or not 
the Proposed Project improvements are constructed, GHG emissions associated with the 
following sources are anticipated to increase over the 20-year planning as forecasted aviation 
demand rises. However, they were still quantified for the purposes of this PEIR. This includes: 

 Aircraft emissions from a net change in the number of aircraft operations over the future 
(2036) conditions (Scope 3). 

 Airport-owned ground access vehicles; (i.e., maintenance trucks). Net change related to 
on-airport property and off-airport property VMT (Scope 1). 

 Non-airport-owned ground access vehicles (i.e., passenger vehicles, vendor shuttle 
buses). Net change related to on-airport property and off-airport property VMT (Scope 
3). 

 GSE emissions from a net change in GSE operations (Scope 3). 

Similar to FAA’s guidance for analyzing noise and air quality, no locally adopted thresholds exist 
for airport-related operational emissions; therefore, FAA guidance is applied. This approach 
compares emissions related to the Proposed Project by analyzing the difference between 
emission values with and without the Proposed Project in the same implementation year (i.e., 
2036). Using forecast information provided by the Airport Master Plan Update, natural aviation 
growth at the Airport without any commercial airline activity would total 180,450 annual 
operations, and its associated GHG emissions are presented in Table 3.1.5-5.  

Net Increase Emissions 

As discussed under the regulatory environment, the Scoping Plan states, “the State does not 
have regulatory authority over aviation” and “[C]ARB has not identified aviation specific 
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measures.” Improvements in aircraft design and technology and future growth or decline in 
passenger demand would occur independently of whether or not the Proposed Project is 
implemented. As such, the Airport Master Plan Update long-term aviation forecasts state that 
the annual number of aircraft operations will increase overtime regardless of the Proposed 
Project.  

Table 3.1.5-6 presents the net increase in emissions for PAL 1 and PAL 2 for 2036 with the 
Proposed Project compared to the same timeframe without the Proposed Project. Because 
these emission levels would exceed the 900 MT CO2E/year screening level, the emissions were 
evaluated using the SP significance threshold and compared to the Proposed Project-specific 
SP. As such, Table 3.1.5-7 summarizes that the net increase in per capita emissions would be 
0.009 MT CO2E/year and 0.016 MT CO2E/year for PAL1 and PAL2, respectively. Both of these 
are below the threshold of 3.01 MT CO2E/year; therefore, the Proposed Project would result in 
less than significant impacts. This is also represented in the following mathematical formulas. 

PAL 1 Net Increase in Emissions 
= 

13,469 
= 0.009 MT CO2E/SP 

Project SP in 2036 1,552,067 
 

PAL 2 Net Increase in Emissions 
= 

24,115 
= 0.016 MT CO2E/SP 

Project SP in 2036 1,552,067 
 

Total Emissions 

While the above calculations identify the net increase resulting from the Proposed Project, 
Tables 3.1.5-8 and Table 3.1.5-9 disclose the total emissions associated with each planning 
scenario as additional information. This results in a total of 40,697.93 MT CO2E/year for PAL1 
and 51,344.15 MT CO2E/year for PAL2. Similarly, because these emission levels would exceed 
the 900 MT CO2E/year screening level, the emissions were evaluated using the SP significance 
threshold and compared to the Proposed Project-specific SP. As such, Table 3.1.5-10 
summarizes that both of these emission levels are below the threshold of 3.01 MT CO2E/year. 
Therefore, the Proposed Project would result in less than significant impacts. This is also 
represented in the following mathematical formulas. 

PAL 1 Total Emissions 
= 

40,697.93 
= 0.026 MT CO2E/SP 

Project SP in 2036 1,552,067 
 

PAL 2 Total Emissions 
= 

51,344.15 
= 0.033 MT CO2E/SP 

Project SP in 2036 1,552,067 
 

Although in-flight measures to reduce GHG emissions cannot be mandated by the state or 
county, other measures may be considered for the reduction of aircraft-related emissions while 
aircraft are parked on the apron, such as the current practice of providing electric powered 
Ground Power Units to reduce the usage of APUs. Other potential reduction measures would 
include promoting the usage of electric-powered GSE for future commercial aircraft operations, 
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replacing all airfield lights with light-emitting diodes (LED), or increasing electric vehicle charging 
stations.  

These potential measures may be considered on an individual project basis; however, they are 
not required as mitigation since the above analysis concludes that implementation of the Airport 
Master Plan would result in less than significant impacts and would not exceed applicable 
standards.  

3.1.5.2.2 Conflict with Plans, Policies, or Regulations 

Guideline for the Determination of Significance 

A significant impact from GHG emissions would result if the Proposed Project would: 

 Conflict with an applicable plan, policy or regulation adopted for reducing the emissions 
of GHGs. 

Analysis 

Due to the unique nature of the Proposed Project, state and local GHG reduction plans have 
limited applicability. For example, the Scoping Plan does not contain any measure or goal 
requirements for aviation-related GHG emissions; thus, the Scoping Plan would achieve the 
identified statewide goals for 2020 and 2030 regardless of aviation activity. Similarly, the 
County’s CAP does not contain a measure or goal requirements for aviation-related GHG 
emissions, and it would achieve the CAP objectives regardless of aviation activity. Therefore, 
the focus of this analysis is on non-aviation sources, such as existing facilities operated by the 
County and mobile sources.  

County’s Climate Action Plan 

In review of the CAP Consistency Checklist, the following general measures are taken directly 
from the CAP’s “Consistency Review Checklist” to determine applicability to the Proposed 
Project: 

 Measure 1a. – Reducing Vehicle Miles Traveled  

Under Measure 1a. for non-residential projects with anticipated tenant-occupants of 25 
or more, the Project will achieve a 15 percent reduction in commute emissions and 
commit to monitoring and compliance. This measure is applicable to the Proposed 
Project because more than 25 employees and visitors commute to existing Airport 
facilities, including administrative offices and the airline service terminal, and are subject 
to County policies and goals to reduce Transportation Demand Management (TDM) and 
improve parking strategies. 

Master Plan improvements that service the airport’s tenant-occupants within the County-
owned buildings (i.e. the airports administration offices, commercial passenger terminal, 
etc.) would comply with County policies targeting the reduction of vehicle miles traveled 
and associated vehicular emissions.  The reduction measures govern all County facilities 
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and may include carpool-only parking spaces, bicycle-parking facilities, car-sharing 
facilities, and electric vehicle-only parking spaces. These types of measures correlate to 
CAP Measures T-2.2 and T-2.4, and specifically for County airports employees, 
correlates to Measure T-2.3:  Reduce County Employee Vehicle Miles Traveled. This 
project would meet the objectives of Measure 1a through consistency with County 
policies and strategies to reduce vehicle miles traveled to County facilities system-wide 
by 15 percent, and contribute to meeting CAP emission reduction targets.   

 Measure 2 – 2a. Shared and Reduced Parking Nonresidential.  

Under Measure 2a. the Checklist states “check “N/A” if the project is a residential project 
or if the project would accommodate more than 25 tenant occupants.” The Proposed 
Project would allow for more than 25 tenant-occupants and thus the measure is not 
applicable. However, as a County project, the Proposed Project would be required to 
meet County parking standards, which include the requirement of providing clean air 
parking, which includes a carpool and vanpool preferential parking spaces as required 
by measure 2a. The Proposed Project also uses shared parking for the various existing 
and future uses.   

 Measure 3a. – Electric or Alternatively Fueled Water Heating Systems Residential.  

Under Measure 3a. the Checklist states “check “N/A” if the project is a non-residential 
project.” The Proposed Project is non-residential and does not include any residential 
buildings, therefore this measure is not applicable.  

 Measure 4 – Water Efficient Appliances and Plumbing Fixtures.  

Under Measure 4a. the Checklist states “check “N/A” if the project is a non-residential 
project.” The Proposed Project is non-residential, therefore this measure is not 
applicable. 

 Measure 5a. – Rain Barrel Installations  

Under Measure 5a. the Checklist states “check “N/A” if the project is a non-residential 
project; if State, regional or local incentives/rebates to purchase rain barrels are not 
available; or if funding for programs/rebates has been exhausted.” The Proposed Project 
is non-residential, therefore this measure is not applicable. 

 Measure 6a – Reduce Outdoor Water Use  

Under Measure 6a. the Checklist states “check “N/A” if the project does not propose any 
landscaping, or if the aggregate landscaped area is between 500 – 2,499 square feet 
and elects to comply with the Prescriptive Compliance Option within the Water 
Conservation in Landscaping Ordinance.” The existing airport landscaping is irrigated 
using “purple line” reclaimed water and Proposed Project does not propose additional 
landscaping areas, therefore Measure 6a. is not applicable. 
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 Measure 7a. – Agricultural and Farming Equipment  

Under Measure 7a. the Checklist states “check “N/A” if the project does not contain any 
agricultural or farming operations; if the San Diego Air Pollution Control District incentive 
program is no longer available; or if funding for the incentive program has been 
exhausted.” The Proposed Project is non-agricultural, therefore this measure is not 
applicable.  

 Measure 8a. – Electric Irrigation Pumps 

Under Measure 8a. the Checklist states “check “N/A” if the project does not contain any 
agricultural or farming operations; if the SDAPCD incentive program is no longer 
available; or if funding for the incentive program has been exhausted.” The Proposed 
Project is non-agricultural, therefore this measure is not applicable. 

 Measure 9a. – Tree Planting  

Under Measure 9a. the Checklist states “check ““N/A” if the project is a non-residential 
project.” The Proposed Project is non-residential, therefore this measure is not 
applicable.  

For County-owned facilities, the CAP identifies strategies that will be implemented system-wide 
for public projects, including improvements at this and other County airports. Table 3.1.5-12 
summarizes County-initiated measures identified in the CAP Chapter 3 (Strategies and 
Measures) applicable to the Master Plan improvements. As individual project elements are 
proposed throughout the Airport Master Plan’s 20-year planning period, each project would 
incorporate these measures to contribute to meeting the County’s emissions reduction targets. 

In review of the CAP Consistency Review Checklist and the list of County-initiated project CAP 
measures, conformance to the applicable CAP strategies will contribute to the County’s 
emission reduction goals. As discussed above, the County did not set emissions reduction 
targets related to aircraft use, however, emissions associated with existing County-owned 
airport facilities and new construction are required to adhere to County policies and plans, which 
are key components of the County’s commitments to reducing GHG emissions in the CAP and 
meeting State targets (see discussion below). While the reduction of aircraft-related emissions 
are not within the County’s jurisdiction to regulate and are not included in the CAP, the Master 
Plan improvements are consistent with applicable measures for County-owned facilities as 
discussed in the County’s Comprehensive Strategic Plan to Reduce Waste, Renewable Energy 
Plan, and Strategic Energy Plan. As a result, the Proposed Project would not impact or impede 
implementation of the CAP. 

The following list provides the County Strategic Energy Plan policies and identifies the County 
CAP measures that are related to the policy: 

 Reduce Energy Use Intensity by 10 percent comparing data from fiscal year 2019-2020 
against baseline data from fiscal year 2014-2015 

(Consistent with CAP measure E-1.1, E-1.4) 
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 Reduce potable water consumption by 25 percent comparing data from fiscal year 2019-

2020 against baseline data from fiscal year 2013-14 

(Consistent with CAP measure W-1.3) 
 

 Realize a 10 percent average reduction in greenhouse gas emissions for all County 
owned vehicles comparing data from 2020 against baseline data from 2015 

(Consistent with CAP measure T-3.4) 
 

 Improve the sustainability of operations by reducing and recycling resources, and using 
environmentally friendly practices in maintenance and new construction  

(Consistent with CAP measure SW-1.1) 
 

Emissions associated with an increase in vehicle traffic to and from the Airport were accounted 
for throughout the region and air basin under the RTP/SCS, and as analyzed in Section 
3.1.5.2.1 the Proposed Project (including non-aircraft sources) would not conflict with those 
plans. In addition, the quantification of GHG emissions in the above section shows that the 
Proposed Project would not conflict with CARB’s Scoping Plan. 

3.1.5.3 Cumulative Impact Analysis 

The topic of global climate change is inherently a cumulative issue, as the GHG emissions of 
individual projects cannot be shown to have any material effect on global climate. Thus, GHG 
impacts are recognized as exclusively cumulative impacts; there are no non-cumulative GHG 
emissions impacts from a climate change perspective (CAPCOA 2008).  

The discussion of the Proposed Project’s GHG emissions and impact on global climate are 
addressed in terms of the Proposed Project’s contributions to a cumulative impact on the global 
climate. Although there is no adopted guidance, regulatory or advisory, which identifies the need 
to combine the evaluation of short-term construction emissions with long-term operations 
emissions, analysis was conducted using the more locally-focused calculations discussed 
above while evaluating the combined emissions from construction and operations (including 
aircraft and non-aircraft). As such, all construction and operations emissions for the Proposed 
Project have been combined in Table 3.1.5-11 and evaluated against the new 2036 SP 
significance threshold. This is also represented in the following mathematical formulas. 

PAL 1 Combined Emissions 
(operation + construction) = 44,302.95 = 0.029 MT CO2E/SP 
Project SP in 2036 1,552,067 

 

PAL 2 Combined Emissions 
(operation + construction) = 54,949.17 = 0.035 MT CO2E/SP 
Project SP in 2036 1,552,067 
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As shown, emissions would not exceed 3.01 MT CO2E/SP/year, and the Proposed Project’s 
cumulative GHG emissions would result in less than significant impacts. 

3.1.5.4 Conclusion 

Implementation of the Proposed Project would not result in significant impacts from GHG 
emissions. As stated above, while the County adopted Guidelines for Determining Significance 
for Climate Change, its threshold of significance requires a consistency determination with the 
CAP, and for the reasons stated above, the CAP cannot be used to streamline the review of 
GHG emissions for the Proposed Project. In addition, there are no formally approved 
significance thresholds applicable to aviation sources and their contribution to climate change.  

Section 3.1.5.1 and technical reports (see Appendix H) discuss the existing federal, state, and 
local regulatory framework for addressing GHG emissions and reduction targets. Section 3.1.5.2 
establishes the approach to a scientifically-based and widely used emissions screening level, 
and for analysis that exceeds the screening level, the section discusses the methodology for 
applying a SP threshold to consider GHG efficiency. The analysis found that the sum total of all 
Master Plan construction elements, as amortized over the 20-year Plan lifespan, would not 
exceed the screening level. The analysis of operations, as well as operations plus construction, 
exceeded the screening level, and the SP threshold was applied.  Analysis was conducted 
using a threshold based on CARB’s guidance and emissions reduction targets from the 2017 
Scoping Plan Update, and using a project- and location-specific approach to determining GHG 
efficiency.  

Also, while construction and operation of the Proposed Project would result in an incremental 
increase in GHG emissions, as discussed in Section 3.1.5.2.2, these activities would comply 
with all applicable County policies, plans, and guidelines, the Proposed Project would not 
conflict with the County’s CAP, Comprehensive Strategic Plan to Reduce Waste, Renewable 
Energy Plan, Strategic Energy Plan, or SANDAG’s San Diego Forward. Nor would it conflict with 
CARB’s Scoping Plan or other state- and locally-developed GHG reduction plans intended to 
meet state emission reduction targets. In accordance with the County’s Guidelines for 
Determining Significance for Climate Change and State CEQA Guidelines Section 15064.4, a 
project-specific methodology and threshold was applied to the data to provide a CEQA 
determination of less than significant as supported by substantial evidence. 
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Table 3.1.5-1. Existing Conditions (2016) GHG Emissions Inventory 

Emission Source 
Annual Emissions (tpy)d 

CO2 CH4 N2O Total CO2e 
e 

Aircrafta 10,864.59  1.86  0.01  10,930.64  
GSEb 468.68 0.03 0.01 476.88 

Motor Vehiclesc N/A N/A N/A N/A 
Stationary Sources 245.21 0.01 0.01 249.21 

Electrical Consumption 271.19  0.16  0.02 282.24 
Total 11,849.66  2.06  0.05  11,938.98  

Source: AEDT version 2d, C&S Companies, Inc. (Appendix H) 
a Includes APU usage 
b Includes on-airport vehicles 
c Off-airport motor vehicle emissions were only calculated for net increase in emissions  
d Tons per year, reported in metric tons 
e Emissions are calculated in terms of CO2 equivalents, which is the universal unit of measurement used to indicate the 

global warming potential (GWP) for different GHG pollutants. Total CO2e is not the summation of individual pollutants. 
Each of these pollutants is multiplied by their “Global Warming Potential.” which is a weighted factor that is relative to 
the amount of heat a greenhouse gas traps in the atmosphere.  

 
Table 3.1.5-2. Sources of Airport GHG Emissions 

Source Characteristics of Emissions Scopea 

Aircraft 

Exhaust products of fuel combustion that vary depending on 
aircraft engine type, fuel type (Jet-A, aviation gasoline), number 
of engines, power setting and time-in-mode (i.e., taxi/idle, take-
off, cruise), and amount of fuel burned. This includes emissions 
associated with the use of Auxiliary Power Units.  

3 

GSE 
Exhaust products of fuel combustion from aircraft service trucks, 
tow tugs, belt loaders, and other portable equipment.  

1 and 3 

Ground 
Access 
Vehicles 

Exhaust products of fuel combustion from airport operations staff, 
passengers, employee and cargo motor vehicles approaching, 
departing, and moving about the Airport. These include 
automobiles, vans, trucks, and buses.  Emissions vary depending 
on vehicle and fuel type (i.e., gasoline, diesel, etc.) and the 
amount of fuel consumed. 

1 and 3 

Stationary 
sources and 
fuel facilities 

Exhaust products of fossil fuel combustion in boilers for space 
heating and emergency generator units. Evaporative emissions 
from fuel storage and transfer facilities and fugitive emissions of 
refrigerant and cooling system gases are also included. 

1 and 3  

Electrical  
Consumption 

Emissions associated with the production of electricity at off-site 
utilities that use coal, oil or natural gas. 

2 and 3 

Construction 
Emissions associated with fossil fuel combustion from 
construction equipment such as backhoes, cranes, dozers, 
loaders, haul trucks, and excavators. 

1 

Refrigerantsb 
Emissions associated with the use of refrigerants in chillers and 
air conditioning units.  

1 and 3  

Source: C&S Companies, inc. (Appendix H) 
a  Based on guidance provided in the ACRP Report 11, Guidebook on Preparing Airport Greenhouse Gas Emissions 
Inventories. 
b  Although refrigerants are listed as a source of GHG emissions, refrigerant production at the Airport is low and no 
increase of refrigerants is associated with the Proposed Project. Therefore, refrigerants were omitted from this analysis. 
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Table 3.1.5-3. Total Construction GHG Emissions 
(Metric Tons per Project) 

Phase Project # CO2 CH4 N2O Total CO2e 

Near-Term 

1 23.91 0.01 0.00 24.05 
2 19.62 0.00 0.00 19.67 
3 69.00 0.02 0.00 69.42 
4 1,683.66 0.06 0.00 1,684.89 
5 57.22 0.01 0.00 57.41 
6 31.47 0.01 0.00 31.67 
7 88.08 0.02 0.00 88.47 

Intermediate 

8 5.56 0.00 0.00 5.58 
9 403.67 0.06 0.00 404.94 
10 N/A N/A N/A N/A 
11 22.50 0.01 0.00 22.63 

Long-Term 

12 725.32 0.10 0.00 727.50 
13 31.72 0.00 0.00 31.78 
14 390.59 0.06 0.00 391.92 
15 15.60 0.00 0.00 15.70 
16 29.36 0.00 0.00 29.39 

Total 3,597.27 0.37 0.00 3,605.01 
Source: C&S Companies, Inc. (Appendix H) Project numbers associated with Figure 1-5. 

 

Table 3.1.5-4. Project-related GHG Emissions from Operational Activities 

Scenario CO2 CH4 N2O Total CO2e 

PAL 1 12,331.95 0.19 0.05 12,351.81 

PAL 2 22,971.53 0.22 0.07 22,998.03 

Source: C&S Companies, Inc. (Appendix H) 

Notes: Calculations for the Proposed Project planning scenarios were deduced from Tables 5 and 
7 in the project Climate Change Technical Report. This does not include background conditions 
such as existing or future emissions. This only represents emissions directly attributable to the 
Proposed Project. 

Emissions are calculated in terms of CO2 equivalents, which is the universal unit of measurement 
used to indicate the global warming potential (GWP) for different GHG pollutants. Total CO2e is 
not the summation of individual pollutants. Each of these pollutants is multiplied by their “Global 
Warming Potential”, which is a weighted factor that is relative to the amount of heat a greenhouse 
gas traps in the atmosphere. 
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Table 3.1.5-5. Future Conditions (2036) GHG Emissions Without Project 

Emission Source 
Annual Emissions (tpy)d 

CO2 CH4 N2O Total CO2e 
Aircrafta  25,906.12   1.94   0.01   25,975.50  
GSEb  432.07   0.02   0.01   439.63  
Motor Vehiclesc N/A N/A N/A N/A 
Stationary Sources  516.61   0.17   0.02   531.67  
Electrical Consumption  271.19   0.16   0.02   282.24  
Total  27,125.99   2.29   0.06   27,229.04  
Source: AEDT version 2d, C&S Engineers, Inc. analysis 2017 (Appendix H) 
Notes:  
a  Includes Auxiliary Power Unit usage 
b  Includes on-airport vehicles 
c  Off-airport motor vehicle emissions were only calculated for net increase in emissions  
d  Tons per year, reported in metric tons 

 

Table 3.1.5-6. Future Conditions (2036) GHG Emissions Comparison 

Scenario 
Annual Emissions (tpy)d 

CO2 CH4 N2O Total CO2e 

Future Conditions (2036) 
No Project vs. With-Project (PAL 1) 

13,447.93 0.22 0.05 13,468.89 

Future Conditions (2036) 
No Project vs. With-Project (PAL 2) 

24,087.51 0.25 0.07 24,115.11 

Source: C&S Companies, Inc. (Appendix H) 
Notes: These 2036 scenarios differ from Table 3.1.5-4 since they account for and include natural aviation 
growth with and without the Proposed Project under 2036 conditions. 

 

Table 3.1.5-7. Net Increase in Operations GHG Emissions 2036 
Between Project vs. No Project 1 

Scenario 
Annual Emissions 

(Net MT CO2E) 2 
2036 SP 

Annual Emission 
(MT CO2E/SP) 

2036 Threshold 
(MT CO2E/SP) 

Significant 
Impact? 

PAL1 13,469 
1,552,067 

0.009 
3.01 

No 

PAL2 24,115 0.016 No 
1 This table presents the 2036 emissions for PAL 1 and PAL 2 with the Proposed Project compared to the same timeframe without 
the Proposed Project. 
2 Source: C&S Engineers, Climate Change Technical Report, January 2018 
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Table 3.1.5-8. Total GHG Emissions from PAL1 

Emission Source 
Annual Emissions (tpy)d 

CO2 CH4 N2O Total CO2e 
Aircrafta 36,328.98 1.98 0.03 36,404.33 
GSEb 543.77 0.03 0.01 553.28 
Motor Vehiclesc 2,547.41  N/A    N/A   2,547.41 
Stationary Sources 736.13 0.26 0.04 758.26 
Electrical Consumption 417.63 0.24 0.03 434.65 
Total 40,573.92 2.51 0.11 40,697.93 
Source: AEDT version 2d, C&S Engineers, Inc. analysis 2017 (Appendix H) 
Notes:  
a  Includes Auxiliary Power Unit usage 
b  Includes on-airport vehicles 
c  Off-airport motor vehicle emissions were only calculated for net increase in emissions  
d  Tons per year, reported in metric tons 

 

Table 3.1.5-9. Total GHG Emissions from PAL2 

Emission Source 
Annual Emissions (tpy)d 

CO2 CH4 N2O Total CO2e 
Aircrafta 44,581.73 2 0.04 44,661.38 
GSEb 654.48 0.04 0.02 665.99 
Motor Vehiclesc 4,804.67  N/A    N/A   4,804.67 
Stationary Sources 754.99 0.26 0.04 777.46 
Electrical Consumption 417.63 0.24 0.03 434.65 
Total 51,213.50 2.54 0.13 51,344.15 
Source: AEDT version 2d, C&S Engineers, Inc. analysis 2017 (Appendix H) 
Notes:  
a  Includes Auxiliary Power Unit usage 
b  Includes on-airport vehicles 
c  Off-airport motor vehicle emissions were only calculated for net increase in emissions  
d  Tons per year, reported in metric tons 

 
 

Table 3.1.5-10. Total Operations GHG Emissions (2036)  

Scenario 
Annual Emissions 
(Total MT CO2E) 1 

2036 SP 
Annual Emissions 

(MT CO2E/SP) 
2036 Threshold 
(MT CO2E/SP) 

Significant 
Impact? 

 PAL 1 40,697.93 
1,552,067 

0.026 
3.01 

No 

 PAL 2 51,344.15 0.033 No 
1 Source: C&S Engineers, Climate Change Technical Report, January 2018 

 
 

Table 3.1.5-11. GHG Emissions (2036): Construction and Operation Combined  

Scenario 
Annual Emissions 

(MT CO2E) 1 
2036 SP 

Annual Emissions 
(MT CO2E/SP) 

2036 Threshold 
(MT CO2E/SP) 

Significant 
Impact? 

 PAL 1 44,302.95 
1,552,067 

0.029 
3.01 

No 

 PAL 2 54,949.17 0.035 No 
1 Source: C&S Engineers, Climate Change Technical Report, January 2018 
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Table 3.1.5-12. County CAP Reduction Measures  

MEASURE STRATEGY APPLICABILITY TO PROJECT 

Built Environmental and Transportation Category 

STRATEGY T-2: SHIFT TOWARDS ALTERNATIVE MODES OF TRANSPORTATION 

T-2.3 Reduce County Employee VMT 

This measure sets a target to reduce County employee 
VMT by 15 percent by 2030. The Airport is an existing 
employment location for County employees and is 
required to comply with of County initiatives to educate 
and engage participation in programs to reduce vehicle 
miles traveled and associated vehicular emissions 
consistent with the CAP’s target. 

STRATEGY T-3: DECARBONIZE ON-ROAD AND OFF-ROAD VEHICLE FLEET 

T-3.2 
Use Alternative Fuels in County 
Projects 

This measure sets a target for all County-initiated 
projects to use alternative fuels in 100 percent of 
construction equipment. Construction, maintenance 
activities, and ongoing operations at the Airport that use 
the County Fleet are required to comply with subject  to 
the implementation of the 2016 Green Fleet Action Plan, 
which includes the shift to alternative fuels, consistent 
with the CAP’s target . 

T-3.4 
Reduce the County’s Fleet 
Emissions 

Same as above. 

T-3.5 
Install Electric Vehicle Charging 
Stations 

The County’s initiative to install electric vehicle charging 
stations in priority locations extends across all County-
owned facilities, including County airports. The Airport is 
required to comply with the County initiative to 
decarbonize the vehicle fleet and is a County-owned 
facility included in system-wide installations of electric 
vehicle charging stations consistent with the CAP’s 
target.    

Energy Category 

STRATEGY E-1: INCREASE BUILDING ENERGY EFFICIENCY 

E-1.4 
Reduce Energy Use Intensity at 
County Facilities 

The County’s Strategic Energy Plan (discussed below) 
extends across all County-owned facilities, including 
County airports. As existing buildings are retrofitted, and 
new buildings are designed with more energy efficient 
fixtures, energy use intensity has been declining to 
below 2014 levels. All County-owned facilities at the 
Airport are required to comply with the Strategic Energy 
Plan and other initiatives to reduce energy use 
consistent with the CAP’s target. 

STRATEGY E-2: INCREASE RENEWABLE ELECTRICITY USE 

E-2.1 Increase Renewable Electricity 

All County-owned facilities at the Airport are required to 
comply with the Renewable Energy Program to use 
renewable sources for electricity, primarily for the 
unincorporated County to meet CAP’s targets. As 
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Table 3.1.5-12. County CAP Reduction Measures  

MEASURE STRATEGY APPLICABILITY TO PROJECT 

elements of the Master Plan are designed, integration of 
renewable electricity generation will be incorporated to 
the extent allowed under FAA airport design standards. 

E-2.4 

Increase Use of On-site 
Renewable Electricity 
Generation for County 
Operations 

Same as above.  

Solid Waste Category 

STRATEGY SW-1: INCREASE SOLID WASTE DIVERSION IN THE UNINCORPORATED COUNTY 

SW-1.1 Increase Solid Waste Diversion 

The CAP sets a target consistent with the County’s 
Strategic Plan to Reduce Waste and increase solid 
waste diversion to divert 80 percent of the 
unincorporated County’s solid waste from landfills. 
County-owned buildings and operations at the Airport, 
including maintenance and construction methods, are 
required to adhere to the provisions of the County Plan 
to meet the solid waste reduction targets and the CAP’s 
target. . 

Water and Wastewater Category 

STRATEGY W-1: REDUCE POTABLE WATER CONSUMPTION 

W-1.3 
Reduce Potable Water 
Consumption at County 
Facilities 

The County’s Strategic Energy Plan sets targets for 
reduction in potable water consumption levels at County 
facilities. In 2016 the County proactively installed 
irrigation pipes accessing existing reclaimed (purple line) 
water to use on all airport landscaping. As a design 
feature identified in the Master Plan Update, and in 
accordance with Title 24 California Green Building 
Standards Code (known as CALGreen), the Proposed 
Project would contribute to the reduction in potable water 
demand for indoor use by at least 20 percent.  The 
Airport is required to comply with the County initiative to 
reduce potable water consistent with CAP targets. 

Agriculture and Conservation Category 

STRATEGY A-2: INCREASE CARBON SEQUESTRATION 

A-2.2 Increase County Tree Planting 

The CAP establishes goals for annual increases of the 
number of trees in the unincorporated county through 
tree planting programs and canopy assessments. These 
programs will be implemented throughout the County 
system at priority locations across all County-owned 
facilities, and is required to be implemented at County 
airports to the extent allowed under FAA airport design 
standards, and consistent with CAP targets. 

Source: County CAP Table 5-1 Monitoring Program. 
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