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2.0 Analysis Methodology

This chapter describes the CEQA transportation impact analysis methodology that was prepared in
accordance with the County’s compliance with the Senate Bill (SB) 743 legislation and the CEQA project
review process.

2.1 Background

On September 27, 2013, Governor Jerry Brown signed SB 743 into law and started a process intended to
fundamentally change transportation impact analysis as part of CEQA compliance. The Office of Planning
and Research (OPR) published its latest recommended Technical Advisory on Evaluating Transportation
Impact in CEQA in December 2018. This Technical Advisory provides a recommendation on how to evaluate
transportation impacts under SB 743. The OPR guidance covers specific changes to the CEQA guidelines
and requires the elimination of auto delay for CEQA purposes and the use of Vehicle Miles Traveled, or
VMT, as the preferred CEQA transportation metric.

VMT is positively correlated with growth and as the region is expected to grow, total VMT is also expected
to increase. Where the anticipated growth occurs plays a significant role in determining how much total
VMT will increase. Growth in areas with access to high quality transit such as Transit Priority Areas (TPAs),*
a complete active transportation network, and complementary land use mixes are projected to be more
VMT efficient. In their Technical Advisory on Evaluating Transportation Impacts on CEQA (December 2018),
OPR recommends the use of VMT metrics when analyzing land use projects and plans. For residential uses,
the recommended efficiency metric is Resident VMT per Capita; and for employment uses, the
recommended efficiency metric is Employee VMT per Employee. However, for retail uses, the
recommended metric is a net change of total area (i.e. Alpine) VMT. This is due to the nature of retail trips
typically redistributing existing retail trips rather than creating new trips.

To comply with the new legislation, the County of San Diego adopted new Transportation Study Guidelines
on June 24, 2020 to identify VMT analysis methodologies, establish VMT thresholds for CEQA
transportation impacts, and identify initial mitigation strategies. The guidelines focus on the following
points for evaluation of a project’s potential impact related to VMT significance criteria:

e Enable proposed development projects to comply with current CEQA requirements as a result of
the implementation of SB 743.

e Describe the County’s CEQA significance thresholds, screening criteria, and methodology for
conducting the transportation VMT analysis.

e Determine if mitigation is required to offset a project’s significant VMT impacts.

e |dentify VMT reduction measures and strategies to mitigate potential impacts below a level of
CEQA significance.

e Reduce the need to widen or build roads through effective use of the existing transportation
network and maximizing the use of alternative modes of travel throughout the County.

The newly adopted TSG provides the guidance for the methods and thresholds utilized to evaluate
transportation related impacts associated with the Proposed Project and various project alternatives.

' Transit Priority Areas, within the context of Alpine, include areas within one-half mile of existing or planned trolley
stations or the intersection of two or more major bus routes, each having a frequency of service of 15 minutes or less
during the morning and afternoon peak commute periods.

Page 3



Alpine Community Plan Update
CHEN i RYAN Transportation Impact Study

2.2 Data Sources and Methods
As noted in Section 3.2 of the TSG, transportation VMT analysis for CEQA should be conducted using the
San Diego Association of Governments’ (SANDAG) Regional Travel Demand Model.

The following data and metrics were obtained from the SANDAG Series 13 Activity Based Model (ABM),
which was calibrated and customized for the Alpine Community Plan Update. The ABM is a travel demand
forecasting model that incorporates census data and travel surveys to inform the algorithms of the model’s
projections. It uses a simulated population based on existing and projected demographics to match
residents to employment and forecasts the daily travel on the regional transportation network. In addition,
the model is able to track the daily travel of individuals in the simulated population, including origins,
destinations, travel distances and mode choices. The Series 13 ABM has four (4) forecast scenarios: 2012,
2020, 2035, and 2050. The regional forecast for the listed years can be found at SANDAG’s Transportation
Forecast Information Center (http://tfic.sandag.org/).

SANDAG’s regional ABM was customized for the Alpine CPA and calibrated at the local level. The 2012
forecast (Base Year) was calibrated using detailed land use inputs obtained from assessor’s parcel data
within the Alpine community. In addition, the local transportation network was refined to better match
ground conditions in 2012. By refining land use and network assumptions, a Base Year scenario was
developed that closely matched baseline conditions in 2012. These conditions were assumed to be the
baseline conditions for all direct impact analyses (plan to ground) conducted within the study.

With the calibrated base year model as a foundation, the Proposed Project, Current General Plan, and
project alternatives scenarios were also developed with a build-out year of 2050. These scenarios provided
the relevant traffic data and metrics for the analysis. The Current General Plan scenario derived using this
process was used as the baseline conditions for all cumulative analyses (Plan to Plan) conducted within this
study.

In consultation with SANDAG modelers, additional model output data was provided to support the Alpine
Community Plan Update efforts and some of these methodologies are documented in the Vehicle Miles
Traveled Calculation Using the SANDAG Regional Travel Demand Model — Technical White Paper (San Diego
Institute of Transportation Engineers, May 2013) provided in Appendix A. SANDAG produced relevant
metrics and reports specific to the Alpine modeling scenarios. These reports include the following:

e Vehicle Miles of Travel Report (SB 743 metrics for residential and employment) — Appendix B
e Disaggregated VMT for Alpine Select Zone (VMT for GHG Analysis) — Appendix C

Activity Based Model (ABM) Background

The ABM is a complex travel demand model that can track the characteristics of each person and can
analyze the travel patterns of a wide area throughout a whole day. When simulating a person’s travel
patterns, the ABM takes into consideration a multitude of personal and household attributes to ensure that
people move from one place to another in a plausible manner. Each model run represents a specific year,
land use type, or transportation network type and is considered a “scenario.” After a scenario is conducted
using the ABM, it produces a loaded roadway network that has the projected daily vehicle traffic (travel)
on each link in the network. In addition, the region is geometrically divided into Traffic Analysis Zones
(TAZs), and the land uses in these zones generate the traffic that is projected on the roadway network
through zone-connectors.
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2.3

Determination of Direct CEQA Significant Impacts

As noted in Section 3.3.2 of the TSG, for large land use plans, such as Specific Plans or Community Plan
Updates, the land use plan should be compared to the region overall. A comparison to the region is
appropriate because large land use plans can affect regional VMT (similar to how a regional retail project
affects regional VMT). The following thresholds apply to large land use plans:

Residential: Aggregate all residential land uses for the build-out year of the plan and compared to
the existing regional average on a VMT per resident basis. The threshold is 15% below the existing
regional average VMT per Resident (Plan to Ground comparison).

Employment: Aggregate all employment land uses for the build-out year of the plan and compared
to the existing regional average on a VMT per Employee bases. The threshold is 15% below the
existing regional average VMT per Employee (Plan to Ground comparison).

Retail/Service: Evaluate the effect that adding these land uses has on regional VMT. The threshold
is any increase in regional VMT (Plan to Ground comparison).

The following definitions describe how VMT is referred to, calculated, and accounted for in this CEQA
impact analysis:

Resident VMT/Capita includes all vehicle-based resident travel grouped and summed to the home
location of the individual. Itincludes all resident vehicle travel: home-based and non-home based.
The VMT for each individual is then summed for all individuals residing in the community and
divided by the population of the community to arrive at Resident VMT/Capita.

Employee VMT/Employee includes all vehicle-based employee travel grouped and summed to the
work location of the individual. This includes all employee travel, not just work-related trips. The
VMT for each work location is then summed for all work locations in the community and divided
by the number of employees within the community to arrive at Employee VMT/Employee. This
does not include employees whose work location is specified as home.

Net Retail VMT Increase Associated with Retail. At this time, the SANDAG model cannot isolate the
VMT associated with retail uses in a similar fashion as it does with the VMT associated with
residential and employment uses. Therefore, the external VMT associated with the retail uses
within the community were isolated outside of the model by subtracting the VMT associated with
employees and residents within the community from the total VMT generated within the
community. The remaining VMT would be associated with external patrons coming into the
community to access retail or other commercial uses. If the external VMT associated with retail
was identified to be higher than baseline (ground conditions) external VMT associated with retail
use, then the alternative was considered a significant impact. This is consistent with the retail
standards outlined in the County’s Transportation Study Guide (TSG) since it measures an increase
in the net VMT, which is specifically associated with the proposed retail uses. It should be noted
that this is a conservative analysis since it can be assumed that some of the external VMT may not
be associated with retail uses; however, this is assumed to be an insignificant portion of the
external VMT and is not anticipated to change the findings. Total VMT is the total daily VMT within
the Alpine CPA.

The total VMT is derived from multiplying the daily volume on everyday roadway segments by the
length of every roadway segment within Alpine.
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2.4  Determination CEQA Significant Impacts Due to Induced Travel

As noted in Section 3.4 of the TSG, any transportation project that results in an increase in additional motor
vehicle capacity (such as constructing a new roadway or adding additional vehicle travel lanes on an existing
roadway) has the potential to increase vehicle travel, referred to as “induced vehicle travel.”

Appendix 2 of the OPR Technical Advisory identifies the following five factors that contribute to overall
induced travel:

1. Changes in Trip Length: Roadway capacity could result in the ability to travel a longer distance in a
shorter period of time, thereby making farther away destinations more attractive and resulting in
longer trip lengths and more VMT.

2. Changes in Mode Choice: Roadway capacity could result in reduced automobile travel time, causing
people to shift to automobile use from other travel modes, resulting in more auto trips and
increased VMT.

3. Route Changes: Faster travel time may attract more drivers to a route with expanded capacity, which
can increase or decrease vehicle travel depending on whether it shortens or lengthens trips.

4. Newly Generated Trips: Increasing travel speeds from added roadway capacity could induce
additional vehicle trips, resulting in increased VMT.

5. Land Use Changes: Faster travel times from added roadway capacity could lead to land development
farther out on the corridor, leading to a long-term incremental increase in trip lengths, resulting in
increased VMT.

2.5 Determination of Cumulative CEQA Significant Impacts
As noted in Section 3.6 of the County’s Transportation Study Guidelines (June 2020):

For projects that require GPAs or are inconsistent with the General Plan, a cumulative VMT analysis is
required. A project would result in a significant project-generated VMT impact under cumulative conditions
if the applicable cumulative project-generated VMT thresholds are exceeded.

Measuring the project’s effect on VMT is necessary especially under cumulative conditions to fully explain
the project’s impact. A project’s effect on VMT under cumulative conditions would be considered
significant if the cumulative link-level boundary VMT (total VMT, average VMT/Employee, or average
VMT/Capita) increases under Proposed Project conditions as compared to Current General Plan conditions
(Plan to Plan analysis). Therefore, this analysis assumes that cumulative impacts occur if the Proposed
Project or project alternatives increase the regional VMT/Employee, VMT/Capita or total VMT generated
within the region when compared to Current General Plan conditions.

Please note that the “cumulative No Project” shall reflect the adopted Regional Transportation Plan (RTP)
and Sustainable Communities Strategy (SCS); as such, if a project is consistent with the regional RTP/SCS,
then the cumulative impacts shall be considered less than significant.

2.6  Determination CEQA Significant Impacts to Multi-Modal Facilities
As noted in Appendix G of the CEQA Guidelines, the determination of significant hazards to pedestrians or
bicyclists shall be on a case-by-case basis, considering the following factors:

Page 6



Alpine Community Plan Update
CHEN i RYAN Transportation Impact Study

e Conflict with program, plan, ordinance or policy addressing the circulation system, including transit,
roadway, bicycle, and pedestrian facilities

e Conflict or be inconsistent with CEQA Guidelines Section 15064.3 subdivision (b), which states the
following for land use projects:

o VMT exceeding an applicable threshold of significance may indicate a significant impact.

o Projects within one-half mile of either an existing major transit stop or a stop along an
existing high-quality transit corridor should be presumed to cause a less than significant
transportation impact.

o Projects that decrease VMT in the project area compared to existing conditions should be
presumed to have a less than significant transportation impact.
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3.0 Project Alternatives

This Chapter provides details and descriptions on the proposed changes to both the land uses and mobility
network within the Alpine CPA under the Proposed Project and each project alternative.

3.1 Baseline Conditions

3.11 Base Year (Year 2012)

As noted in Section 2.3, the VMT generated under base year conditions establishes the baseline in which
the VMT associated with future land use development is compared against to identify direct transportation
related impacts. Base year VMT metrics for the San Diego Region, Unincorporated County, and Alpine CPA
were derived from the SANDAG Series 13 Regional Model Base Year (2012). Model land use inputs within
the community were verified based on assessor parcel data (January 2020), while roadway geometry and
speeds were verified through aerial review. The model was also calibrated to reflect the existing average
daily traffic (ADT) currently observed on the major roadways within the community.

3.1.2 No Project (Current General Plan)

As noted in Section 2.5, the VMT generated under current General Plan (No Project) conditions establish
the baseline in which planned development is compared against to identify cumulative transportation
related impacts. The No Project conditions represent buildout of the land uses and mobility network
assumed within the County’s current General Plan, including those within the Alpine CPA. VMT metrics
for the San Diego Region, Unincorporated County, and Alpine CPA were derived from the SANDAG Series
13 Regional Model Year 2050. Model land use inputs within the Alpine CPA were verified based on the
County’s General Plan Land Use Element, while roadway geometry and speeds were inputted based on
those assumed in the County’s Mobility Element.

3.2 Detailed Alternative Descriptions

The following sections provide a detailed description of the proposed land use and mobility network
changes under each of the planned alternatives. Each alternative focuses the proposed changes within
seven subareas of the community (subareas 1-7). Figure 3-1 displays the location of each subarea within
the CPA.

3.2.1 Proposed Project: Village-Focused Alternative

The proposed project consists of a comprehensive update to the existing Alpine Community Plan.
Specifically, the proposed project would update and refine the current community plan’s goals and policies
to reflect the character of Alpine and guide future growth and development within the community. Focused
on providing services and residential density close to existing or planned infrastructure, the proposed
project concentrates density increases in more developed areas in Alpine within three of the seven
subareas (subareas 2,4,and 6) and provides commercial/retail options near existing and planned
residential communities (see Tables 3.1 and 3.2). It also decreases density in less developed areas
(Subarea 5) without potable water, available infrastructure, and services. Parts of the Village in Subarea 6
and an area near the |-8 freeway in Subarea 4 would be re-designated as to provide greater land use
flexibility and promote job-generating uses.
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The project proposes to increase potential future dwelling unit capacity in the CPA from 6,430 as allowed
in the General Plan to 8,443 (see Table 3.1)
e Subarea 2 —Land uses in this area would change from existing SR-1, VR-2, VR-2.9, and VR.4.3 to C-
3, VR-7.3 and VR 10.9
e Subarea 4 — Land uses in this area would change from existing VR-2, SR-1, and SR-2 to SR — 0.5,
VCMU C-5, and C-3.
e Subareas 5—Land uses in this area would re-designate residential land uses in Subarea 5 to create
a gradual increase in residential density near Alpine Boulevard while maintaining a residential
buffer for the Cleveland National Forest (CNF). Several parcels would be re-designated from an
existing SR-4 designation to the lower-density RL-20 or RL-40 designation. In addition, an area
within the northeastern portion of this subarea, abutting the I-8 corridor, would be re-designated
from SR-4 to SR-1, SR-10 and C-1 uses.
e Subarea 6 — The subarea would be re-designated from VR-15, SR-1, C-1, C-4, and P/SP to C-5 to
provide high-density residential options and flexibility in commercial options.

In addition to the proposed land use changes, one new roadway is proposed in Subarea 5 (New Road 26),
which is a minor collector road from Alpine Boulevard to Via Dieguenos via Viejas Creek Trail (see Table
3.4). The new road would provide a secondary access to Palo Verde Estates, which currently only has one
way in and one way out. No other new or expanded Mobility Element roads would be constructed under
this alternative as the proposed density does not necessitate any additional new or expanded roadways. In
addition, this alternative would not amend the village boundary.

3.2.2 Alternative 1: Former FCl Lands in Alpine

The Former FCI Lands in Alpine Alternative (Alternative 1) would reduce capacity in the CPA by reverting all
former FCl lands in the Alpine CPA to RL-40 (one residential dwelling unit per 40 gross acres). The alternative
applies to Subareas 3, 5, 6, and 7, which consists of areas south of -8 roughly between the Alpine
Boulevard/I-8 intersection and the East Willows Road/I-8 intersection and a number of parcels north of |-8
and in the southern areas of the Alpine CPA, including areas near Japatul Road, Japatul Valley Road, and
Lyons Valley Road. This is the only alternative that proposes a change in Subarea 7, which is currently
designated for low-density RL-20 or SR-4 residential uses, and others are designated as Public Agency Lands
(PAL) or Tribal lands. This alternative was developed as a response to the FCl settlement and to evaluate
the potential outcome of lowering density for former FCl lands . This alternative would result in a reduction
of seven dwelling units in Subarea 3; 385 dwelling units in Subarea 5; and 2,703 dwelling units in Subarea
7 compared to the current General Plan. There are no changes in the dwelling units in Subarea 6 compared
to the current General Plan. This alternative would result in fewer dwelling units in Subareas 2 through 7
when compared to the proposed project, and the same number of units in Subarea 1.

One new roadway is proposed in Subarea 5 (New Road 26), which is a minor collector road from Alpine
Boulevard to Via Dieguenos via Viejas Creek Trail (see Figure 3-2). The new road would provide a secondary
access to Palo Verde Estates, which currently only has one way in and one way out. No other new or
expanded Mobility Element roads would be constructed under this alternative as the proposed density
does not necessitate any additional new or expanded roadways. In addition, this alternative would not
amend the village boundary.

As shown in Table 3.1, this alternative would result in approximately 970 future allowable dwelling units in
the seven subareas, which is 3,095 fewer units than the current General Plan and 5,108 fewer units than
the proposed project. This alternative has a total forecasted population for the CPA of approximately
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27,283 residents, which is 8,635 fewer residents than the current General Plan and 14,252 fewer residents
than the proposed project.

3.2.3 Alternative 2: Former FCI Lands in Eastern Alpine

The Former FCI Lands in Eastern Alpine Alternative (Alternative 2) would reduce capacity in the CPA by
reverting areas within former FC| study areas in Subarea 5 to their former land use designation of RL-40
(one dwelling unit per 40 gross acres). This alternative would involve land use designation changes in the
area south of |-8 roughly between the Alpine Boulevard/I-8 intersection and the East Willows Road/I-8
intersection. Like Alternative 1, this alternative was developed as a response to the FCl settlement.

This alternative would change some areas in Subarea 5 from their current General Plan designations of
Rural Commercial (C-4), Village Residential 2 (VR-2), and Semi-Rural 4 (SR-4) to Rural Lands 40 (RL-40).
Under this alternative, 75 dwelling units could be constructed within these areas instead of the 460 units
allowed by the current General Plan. No land use changes to any other subareas would be proposed with
this alternative when compared to the current General Plan. This alternative would result in fewer dwelling
units in Subareas 1 through 6 when compared to the proposed project, and the same number of units in
Subarea 7.

One new roadway is proposed in Subarea 5 (New Road 26), which is a minor collector road running from
Alpine Boulevard to Via Dieguenos via Viejas Creek Trail (see Figure 3-2). The new road would provide a
secondary access to Palo Verde Estates, which currently only has one way in and one way out. No other
new or expanded Mobility Element roads would be constructed under this alternative as the proposed
density does not necessitate any additional new or expanded roadways. In addition, this alternative would
not amend the village boundary.

As shown in Table 3.1, this alternative would result in approximately 3,680 allowable dwelling units in the
seven subareas, which is 385 fewer units than the current General Plan and 2,398 fewer units than the
proposed project. This alternative has a total forecasted population for the CPA of approximately 34,844,
which is 1,074 fewer residents than the current General Plan and 6,691 fewer residents than the proposed
project.

3.24 Alternative 3: Low Alternative

The Low Alternative (Alternative 3) would re-designate residential land uses in Subarea 5 only to create a
gradual increase in residential density near Alpine Boulevard while maintaining a residential buffer for the
Cleveland National Forest (CNF). Under the current General Plan, 460 dwelling units could be built in
Subarea 5 while the alternative reduces capacity to a proposed 429 dwelling units. Under Alternative 3,
several parcels within Subarea 5 would be re-designated from an existing SR-4 designation, which allows
for up to one dwelling unit per 4, 8, or 16 acres depending on slope, to the lower-density RL-20 or RL-40
designation, which allows for one dwelling unit per 20 acres. In addition, an area within the northeastern
portion of this subarea, abutting the I-8 corridor, would be re-designated from SR-4 to SR-1 and General
Commercial uses. This alternative was proposed as an option for eastern Alpine during the FCI
environmental review process. This alternative would result in fewer dwelling units in Subareas 1 through
6 when compared to the proposed project, and the same number of units in Subarea 7.

One new roadway is proposed in Subarea 5 (New Road 26), which is a minor collector road from Alpine
Boulevard to Via Dieguenos via Viejas Creek Trail (see Figure 3-2). The new road would provide a secondary
access to Palo Verde Estates, which currently only has one way in and one way out. No other new or
expanded Mobility Element roads would be constructed under this alternative because the proposed
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density does not necessitate any additional new or expanded roadways. In addition, this alternative would
not amend the village boundary.

As shown in Table 3.1, this alternative would result in approximately 4,034 allowable dwelling units in the
seven subareas, which is 31 units fewer than the current General Plan and 2,044 fewer units than the
proposed project. This alternative has a total forecasted population for the CPA of approximately 35,832
residents, which is 86 fewer residents than the current General Plan and 5,703 fewer residents than the
proposed project.

3.25 Alternative 4: Moderate Alternative

The Moderate Alternative (Alternative 4) would re-designate land uses in Subareas 1 through 5. Subareas 6 and
7 would retain the land use designations assigned in the current General Plan. The Moderate Alternative
proposes an increase in density around areas where services, amenities, underutilized land, and freeway access
already exist and where planned Mobility Element roads will be developed primarily by Otto Avenue, Tavern
Road, and Chocolate Summit. This alternative only proposes residential land use designations and does not
include any commercial land use designations. In addition, this alternative would extend the village boundary to
the east in portions of Subarea 5 as a result of the proposed village land uses. This alternative would result in
fewer dwelling units in Subareas 4 and 6 and a greater number of dwelling units in Subareas 1 through 3
and 5 when compared to the proposed project, and the same number of units in Subarea 7.

Land use designation changes would occur as follows as compared to the current General Plan:

Subarea 1: A portion of this subarea currently designated Limited Impact Industrial (I-1) would be re-
designated to VR-7.3 to match existing VR-7.3 land uses to the east.

Subarea 2: Land use designations in this subarea would change from existing designations of VR-2, VR-2.9,
VR-4.3, and SR-1to VR-7.3 and VR-10.9. In addition, a new light collector roadway (New Road 25) is proposed
to abut Wright’s Field to the north (see Figure 3-2).

Subarea 3: Land use designation changes in this area would increase density slightly from SR-1 to SR-0.5.
However, the easternmost portion of this subarea with severe slope constraints would change from SR-1 to
the lower-density SR-2.

Subarea 4: The northern and eastern portions of this subarea would be re-designated to SR-1 from SR-2.

Subarea 5: Several land use changes would occur in this subarea. Some parcels adjacent to the I-8 corridor
would change from VR-2 and SR-4 designations to VR-4.3 and SR-1. Parcels farther south would be re-
designated from SR-4 and RL-40 to SR-1, SR-2, and RL-20. A small area in the northeastern area of this
subarea would be re-designated General Commercial and SR-0.5 from SR-4. While a transfer request has
not been submitted nor is it the County’s intent to submit a request, the alternative includes evaluating the
possibility of a land transfer with the CNF. Three new roadways are proposed in this subarea, New Roads
26, 27, and 29. New Road 26 is a minor collector road from Alpine Boulevard to Via Dieguenos via Viejas
Creek and would provide a secondary access to Palo Verde Estates. New Roads 27 and 29 are minor collector
roads. New Road 27 runs from Alpine Boulevard to cul de sac #2 and New Road 29 runs from Alpine
Boulevard to New Road 28 (see Figure 3-2). These two new roads would accommodate increased capacity
resulting from higher density in the subarea.

As shown in Table 3.1, this alternative would result in approximately 5,691 allowable dwelling units in the
seven subareas, which would result in 1,626 more units than the current General Plan and 387 fewer units
than the proposed project. This alternative has a total forecasted population for the CPA of approximately
40,455 residents, which is 4,537 more residents than the current General Plan and 1,080 fewer residents
than the proposed project.
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3.2.6 Alternative 5: High Alternative

The High Alternative (Alternative 5) would re-designate land uses in Subareas 1 through 6. The High
Alternative proposes land use changes that could connect parks, schools, and open space to high-density
residential in the Tavern Road community and increase opportunities for high-density residential and new
commercial in the Village. In addition, this alternative would extend the village boundary to include
Subarea 3 and portions of Subarea 5 as a result of the proposed village land uses. This alternative would
result in fewer dwelling units in Subarea 4 and a greater number of dwelling units in Subareas 1 through 3
and 5 when compared to the proposed project, and the same number of units in Subareas 6 and 7.

Land use designation changes would occur as follows as compared to the current General Plan:

Subarea 1: The subarea would be re-designated from VR-7.3 and I-1 to VR-15, similar to the land uses
to the south.

Subarea 2: Land use designations in this subarea would change from existing designations of VR-2, VR-
2.9, VR-4.3, and SR-1 to VR-10.9, VR-20, and VR-24. In addition, a new light collector roadway (New
Road 25) is proposed to abut Wright’s Field to the north (see Figure 3-2).

Subarea 3: Existing SR-1 land uses would change to VR-7.3 and VR-10.9.
Subarea 4: The subarea would change from SR-1, SR-2, and VR-2 to SR-0.5.

Subarea 5: Several land use changes would occur in this subarea. Parcels adjacent to the I-8 corridor
would be changed from VR-2 and SR-4 designations to VR-4.3, VR-7.3, VR-10.9, and VR-2.9. Parcels
farther south would be re-designated from SR-4 and RL-40 to SR-1, SR-10, and RL-20. A small area in
the northeastern area of this subarea would be re-designated General Commercial and VR-7.3. While
a transfer request has not been submitted nor is it the County’s intent to submit a request, the
alternative would include evaluating the possibility of land exchanges with the CNF for PAL located in
the southwest portion of the subarea.

Eight new roadways are proposed in this subarea, New Roads 26 through 33. New Road 26 is a
minor collector road from Alpine Boulevard to Via Dieguenos via Viejas Creek and would provide
a secondary access to Palo Verde Estates. New Roads 27 through 33 are minor collector roads
off of Alpine Boulevard in this subarea (see Figure 3-2). These roads would accommodate
increased capacity resulting from higher density in the subarea.

Subarea 6: The subarea would be re-designated from VR-15, SR-1, C-1, C-4, and P/SP to C-5 to provide
high-density residential options and flexibility in commercial options.

As shown in Table 3.1, this alternative would result in approximately 11,498 allowable dwelling units in the
seven subareas, which would result in 7,433 more units current General Plan and 5,420 more units than
the proposed project. This alternative has a total forecasted population for the CPA of approximately
56,657 residents, which is 20,739 more residents than the current General Plan and 15,122 more residents
than the proposed project.

3.3 Alternative Overview
As noted in the previous sections Table 3.1 provides a summary of the changes in number of dwelling units
within the Alpine community, by subarea, under each project alternative.
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Table 3.1:  Proposed Dwelling Units - By Alternative

1- Northwest Village 192 192 192 192 192 411 844
2 — Tavern Road 1,095 315 315 315 315 1,101 2,085
3 Otto Avenue 31 31 24 31 31 93 838
4= Northwest 851 166 166 166 166 289 740
Community Plan Area
5 — Eastern Alpine 429 460 75 75 429 896 3,511
6 — Alpine Village 617 38 38 38 38 38 617
7 — Former FCl Lands 2,863 2,863 160 2,863 2,863 2,863 2,863
barea ota 6,0/8 4,06 970 680 4,034 69 498
AT OUHE R O 2,365 2,365 2,365 2,365 2.365 2,365 2,365
Subareas

Total CPA

8,443 6,430

3,335

6,045

Table 3.2 provides a summary of the changes in acres of commercial retail within the Alpine community,
by subarea, under each project alternative.

Table 3.2:

Proposed Commercial Retail — By Alternative

1- Northwest Village - . . - - - -

2 —Tavern Road 1.02 - - - - - -

3 — Otto Avenue = - - . - - -

4 — Northwest Community Plan Area 8.04 - - - - - -

5 — Eastern Alpine 10.95 7.02 - - 10.95 10.95 7.34

6 — Alpine Village 104.93 85.16 80.82 85.16 85.16 85.16 104.93

7 — Former FCI Lands 268.52 | 268.52 - 268.52 | 268.52 | 268.52 | 268.52

otal CPA 93.46 60./70 ORS 68 64.6 64.6 30./8

Note:
Commercial land uses were coded into the SANDAG model based on assumed square footage assumptions. The detailed

assumptions on how the land use acreage provided in Table 3.2 was converted to square footage is provided in Appendix D.

Table 3.3 summarizes the changes proposed to the current Mobility Element Roadways within the Alpine
community. These changes are assumed under all project alternatives.

Page 15




Alpine Community Plan Update
CHEN i RYAN Transportation Impact Study

As shown in Table 3.3, improvements are recommended to increase the vehicular capacity for some
roadways, as compared to what is currently approved in the County’s Mobility Element. However, for some
roadway segments, the planned vehicular capacity enhancements within the County’s adopted Mobility
Element are removed and the roadway would keep its existing features. The recommendations outlined
in Table 3.3 were made by County Traffic Engineering staff after a thorough review of existing roadway
geometries and volumes as well as the adopted Mobility Element.
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Table 3.3: Proposed Changes to Roadway Mobility Element Classifications

Current ME ‘ Proposed ME Change in
Roadway Class Capacity ‘ Class Capacity Capacity
1 0ld Highway 80 Lagszi:deafjA Chocolate Summit Drive | 2.2B 19,000 2.2C 19,000 0
y Chocolate Summit Olde Highway 80 Chocolate Creek Road 2.2E 16,200 2.38 9,000 7,200
Drive/Broad Oaks Road
3 Alpine Boulevard Dunbar Lane Arnold Way 4.1B 34,200 2.1C 19,000 -15,200
3 Alpine Boulevard Arnold Way Tavern Road 2.1D 19,000 2.1C 19,000 0
3 Alpine Boulevard Tavern Road South Grade Road 2.2A 19,000 2.2B 19,000 0
3 Alpine Boulevard South Grade Road West Willows Road 2.1D 19,000 2.1C 19,000 0
4 Harbison Canyon Road Arnold Way Bridle Run 2.2A 19,000 2.1C 19,000 0
4 Harbison Canyon Road Bridle Run Cres;/o 2enhdzss/cpA 2.2C 19,000 2.1C 19,000 0
5 Arnold Way Alpine Boulevard South Grade Road 2.2C 19,000 2.1C 19,000 0
5 Arnold Way Tavern Road Alpine Boulevard 2.2A 19,000 2.2C 19,000 0
7 South Grade Road Tavern Road Via Viejas 2.2E 16,500 2.2C 19,000 +2,800
8 Tavern Road Victoria Park Terrace Arnold Way 4.1A 37,000 2.2D 19,000 -18,000
11 New Road 11 Victoria Park Terrace Tavern Road 2.3A 9,000 2.2E 16,200 +7,200
12 Tavern Road New Road 11 Victoria Park Terrace 4.1A 37,000 2.1A 19,000 -18,000
13 Victoria Park Terrace Tavern Road (at West Victoria Drive 2.2A 19,000 2.1D 19,000 0
Tavern Lane)
16 North/East Victoria Drive Victoria Park Terrace Otto Avenue 2.2F 9,700 2.2D 19,000 +9,300
16 North/East Victoria Drive Otto Avenue South Grade Road 2.2C 19,000 2.2D 19,000 0
17 Otto Avenue East Victoria Road Willows Road 2.2C 19,000 2.2E 16,200 -2,800
19 Willows Road Viejas Casino Area East Willows Road 427 30,000 2.2F 16,200 | -13,800
Interchange
22 Viejas View Place Alpine Boulevard South Grade Road LPR N/A 2.3C 8,000 +8,000

Note: LPR = Local Public Road
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Table 3.4 and Figure 3-2 display the new roadway segments that are proposed under each project
alternative, as described in the previous sections.

Table 3.4:

Summary of Proposed New Roadway Segments

S v
o e <
e g 2
(] = <
ES 3 5
Roadway Class  Capacity L 9 T
New Road Tavern Eltinge
25 25 Road Drive 2.3C 8,000 X
New Road Alpine Via
26 26 Boulevard Dieguenos 2:3¢ 8,000 X X X X
New Road Alpine Cul-de-Sac
27 27 Boulevard #2 2:3¢ 8,000 X
New Road Alpine Casa de
28 28 Boulevard Roca Way 2:3¢ 8,000 X
29 | New Road Alpine o around | 2.3C | 8,000 X
29 Boulevard
Montecito Alpine Casa De
30 Vista Boulevard Roca Way 2:3¢ 8,000 X
3p | NewRoad | Montecito | o pooq | 23c | 8000 X
31 Vista
32 | FarlinRoad | _Pine OldRanch | 3¢ | g 000 X
Boulevard Road
Casa de Alpine Proposed
3 Roca Way Boulevard Road 28 2:3¢ 8,000 X

Table 3.5 and Figure 3-3 summarize the projected VMT, population, and employment within the Alpine
community for the Proposed Project and each project alternative. The data for the Proposed Project and
each project alternative was derived from its respective SANDAG Series 13 Model run, as described in
Section 2.2.

Table 3.5: VMT Summary Table
enario Pop dlio PIO > Old apltld pioyee
Base Year 17,988 6,774 947,833 34.23 44.64
No Project (Current General Plan) 33,231 11,855 1,487,583 25.62 33.97
Proposed Project 40,622 12,736 1,724,540 24.41 31.79
Former FCI Lands in Alpine 27,646 8,812 1,277,034 27.71 36.19
Former FCI Lands in Eastern Alpine 34,420 12,731 1,602,905 25.03 33.71
Low Alternative 34,433 12,521 1,618,822 25.31 33.88
Moderate Alternative 39,834 13,145 1,718,623 24.58 32.37
High Alternative 54,425 13,842 1,983,602 24.33 29.20

Note:
Total population within the Alpine community, based on SANDAG Series 13 model projections
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Figure 3-3: VMT Summary by Community Project Alternative

As shown in the figure above, as the population within the community increases, so will the total VMT (blue
line). As the density within the community starts to increase, the distance between land uses is reduced
resulting in shorter trips. The reduced distances between land uses not only shortens trip length, which
ultimately reduces VMT, it also allows residents the opportunity to choose an alternate mode travel to
reach their destination, such as walking or biking. This shift in modes can ultimately lower the total number
of trips generated within the community, which also reduces VMT. The Total VMT curve in Figure 3-3
illustrates these reductions to a degree as the slope of the curve starts to flatten as population (density)
increases. These reductions are clearly shown in the VMT efficiency metrics, VMT/Capita (orange line) &
VMT/Employee (grey line), which both decrease significantly as the population of the community increases.
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4.0 Impact Analysis

This chapter presents the assessment of transportation related impacts resulting from the five project
alternatives. The identification of direct impacts focuses on whether the project alternative would have a
significant impact if proposed new residential, employment, or retail land uses would in aggregate exceed
the respective VMT by land use thresholds outlined in Section 2.3. Cumulative impacts are analyzed and
identified based on how the project alternative will affect the total VMT, VMT/Capita, and VMT/Employee
of both the region and the Unincorporated County, when compared to No Project (Current General Plan)
conditions. Finally, potential significant impacts to pedestrian, bicycle, and transit facilities are also
identified.

4.1 Village-Focused Alternative (Proposed Project)

This section reviews and identifies the potential direct and cumulative VMT related impacts that may be
associated with the Village-Focused Alternative (Proposed Project). Potential impacts to multi-modal
facilities (bicycle, pedestrian, and transit) are also evaluated and identified.

4.1.1 Direct Impacts

This section analyzes the direct VMT related impacts that may be associated with the Proposed Project.
Residential and employment-based land uses, retail land uses, and induced travel related impacts are all
evaluated separately below using the methods and standards outlined in Section 2.0.

Residential and Employment

As noted in Table 3.5, Alpine is anticipated to have an average VMT/Capita of 24.41 miles and an average
VMT/Employee of 31.79 miles under the Proposed Project. Table 4.1 compares the average VMT efficiency
metrics, noted above for Alpine, to the VMT thresholds for both the Unincorporated County and the San
Diego Region. The Proposed Project is considered to have a significant transportation related impact at the
local and/or regional level if the VMT/Capita or VMT/ Employee of the community is at least 15% below the
corresponding VMT average of the associated geographic area (San Diego Region or Unincorporated
County). The average VMT displayed in the table represents the average VMT generated within the
geographic area and under the time frame listed under the analysis column. VMT analysis worksheets are
provided in Attachment B.

As shown in Table 4.1, the average VMT/Capita and VMT/Employee within Alpine, under the Proposed
Project, is anticipated above both the Regional and Unincorporated thresholds (Plan to Ground analysis).
As noted, in the County’s Transportation Study Guidelines, impacts for employment and residential land
use are considered significant when they are compared against base year conditions. Therefore, the
employment and residential land uses proposed within the Proposed Project are anticipated to have a
significant impact at the Unincorporated County and Regional (San Diego Region) level.

Buildout of the Plan and its land uses would not occur directly after adoption of the Plan—rather, it will
likely take decades for the Plan to be built out. Therefore, a Plan to Plan analysis is also provided, for
disclosure purposes, to give a better understanding of how the proposed changes will affect the community
in the time frame in which they are going to be experienced.

While a Horizon Year (year in which buildout is achieved) VMT analysis is not required, the VMT associated
with the Proposed Project was compared to both the Regional and Unincorporated thresholds for
informational and disclosure purposes, since the project alternative is not anticipated to be fully
implemented until this timeframe (Plan to Plan analysis). As shown in the Table 4.1, both the average
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VMT/Capita and VMT/Employee within Alpine is still anticipated to be above both the Regional and
Unincorporated thresholds and would continue to have a significant impact under Horizon Year conditions,
when assuming the same threshold of 15% below the average VMT.

Table 4.1: Impact of Residential and Employment Land Uses - Direct Impact Analysis - Proposed Project

Average Project

Metric Analysis VMT! | Threshold>  VMT o3 %* SI?®
Base Year Regional Threshold 17.30 14.71 9.71 141% | Yes®
Residential Base Year Unincorporated Threshold 26.20 22.27 2.14 93% Yes
(VMT/Capita) | Horizon Year Regional Threshold 14.68 12.48 24.41 11.93 | 166% | Yes
Horizon Year Unincorporated Threshold 23.31 19.81 4.60 105% Yes
Base Year Regional Threshold 25.40 21.59 10.20 | 125% | Yes®
Employee Base Year Unincorporated Threshold 33.60 28.56 cHLo 3.23 95% Yes
(VMT/Employee) | Horizon Year Regional Threshold 21.75 18.48 13.31 | 146% | Yes
Horizon Year Unincorporated Threshold 30.51 25.93 5.86 104% Yes

Notes:

1 Average VMT for under the analysis threshold scenario. Even though the land uses and transportation networks assumed outside
of the community are consistent between project alternatives, the average VMT for these larger areas will change slightly
between the project alternatives due to the community’s influence on the region as a whole.

As noted in Section 2.3, the threshold is 15% lower than the Regional or Unincorporated average.

Difference between the project alternative average VMT (see Table 3.5) and the Regional or Unincorporated average VMT.
Percent of project alternative VMT as compared to the Regional or Unincorporated average VMT.

Indicates if the project alternative is anticipated to have a significant transportation related impact

As noted in Section 2.3 significant impacts are identified based on a comparison of the build-out year of the plan compared to
the resulting the existing regional average. Therefore, this is the key metric in which significant impacts are based on. The other
metrics are provided for informational purposes.

o v oA woN

Retail

As noted in Section 2.3, retail land uses are considered to have a significant VMT related impact if they are
greater than 50,000 square feet and considered to be non-locally serving. Therefore, impacts associated
with retail land uses are considered to be significant if they are anticipated to increase the net VMT of the
community or surrounding area (i.e. attract external patrons). To identify if the retail uses assumed within
the Proposed Project are anticipated to increase the total VMT in the community, the base year VMT for
retail is compared to the retail VMT associated with the project alternative. Table 4.2 isolates the external
VMT associated with the retail uses by subtracting the VMT associated with employees and residents within
the community from the total VMT generated by the community. The remaining VMT would be associated
with external patrons coming into the community to access retail or other commercial uses. If the project
alternative’s retail VMT is higher than base conditions, then it is considered a significant impact. It should
be noted that this is a conservative analysis since it can be assumed that some of the external VMT may
not be associated with retail uses; however, this is assumed to be an insignificant portion of the external
VMT and isn’t anticipated to change the findings. VMT analysis worksheets are provided in Attachment B.

Table 4.2: Impact of Retail Land Uses on Alpine - Direct Impact Analysis - Proposed Project
Scenario Total VMT Residential VMT  Employment VMT Retail VMT
Base Year 947,833 615,760 302,376 29,697
Proposed Plan 1,724,540 991,602 404,926 328,012 Yes
Change 776,707 375,842 102,550 298,314
Note:

SI?: Indicates if the project alternative is anticipated to have a significant transportation related impact
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As shown, the VMT not associated with employees and residents within the community is anticipated to
increase under the Proposed Project. Therefore, the retail land uses under this project alternative are
anticipated to have a significant impact.

Induced Travel

This section identifies the potential impacts associated with induced travel under the Proposed Project.
Induced travel related impacts are generally associated with vehicular capacity improvements or other
changes to the current Mobility Element network.

Mobility Element Roadway Classification Changes
As shown in Table 3.3, the Proposed Project will increase the capacity of the following roadways:

e South Grade Road, between Tavern Road and Via Viejas (ME ID 7)

e New Road 11, between Victoria Park Terrace and Tavern Road (ME ID 11)

e North/East Victoria Drive, between Victoria Park Terrace and Otto Avenue (ME ID 16)
e Viejas View Place, between Alpine Boulevard and South Grade Road (ME ID 22)

Based on the impact criteria outlined in Section 2.4, the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:

Route Changes: Faster travel time may attract more drivers to a route with expanded capacity,
which can increase or decrease vehicle travel depending on whether it shortens or lengthens trips.

Newly Generated Trips: Increasing travel speeds from added roadway capacity could induce
additional vehicle trips, resulting in increased VMT.

Since some of the roadway network changes included in the Proposed Project would most likely induce
travel (i.e. those that propose new roadway links or provide additional capacity) the Alpine Community Plan
Update would result in a significant impact, based on the thresholds outlined in Section 3.5.

New Mobility Element Roadways
As shown in Table 3.4, the Proposed Project will include the following new Mobility Element roadway:

e New Road 26

Based on the impact criteria outlined in Section 2.4 the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:

Land Use Changes: Faster travel times from added roadway capacity could lead to land
development farther out on the corridor, leading to a long-term incremental increase in trip
lengths, resulting in increased VMT.

Based on the criteria outlined above, the inclusion of the new roadway will likely result in a significant
impact.

41.2 Cumulative Impacts

As noted in Section 2.5, the land use and network assumptions under No Project Conditions (Buildout of
the Current General Plan) are what are assumed for Alpine within the region’s SCS. Therefore, the buildout
of the proposed land uses, and transportation network assumed within the Proposed Project would be
inconsistent with the region’s SCS. Due to this inconsistency, the cumulative impacts associated with the
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Proposed Project should be evaluated and disclosed. Table 4.3 provides a comparison of the Proposed
Project total VMT, average VMT/Capita, and average VMT/Employee compared against those under the
Current General Plan at the Regional, Unincorporated, and community level, under buildout (Year 2050)
conditions. An increase in any of these metrics at the regional level would be considered a cumulative
impact to the SCS.

Table 4.3: Cumulative Impact Summary (Buildout Year 2050) - Proposed Project

Current
General Village-
Metric Plan Focused Change (%)
Regional VMT/Capita 14.67 14.68 0.01 0.07% Yes?
Regional VMT/Employee 21.72 21.75 0.03 0.14% Yes?
Total Regional VMT 96,668,603 | 96,819,000 | 150,397 0.16% Yes?
Unincorporated VMT/Capita 23.39 23.31 -0.08 -0.34% No
Unincorporated VMT/Employee 30.76 30.51 -0.25 -0.81% No
Total Unincorporated VMT 21,600,628 @ 21,669,679 69,051 0.32% Yes
Alpine VMT/Capita 25.62 24.41 -1.21 -4.71% No
Alpine VMT/Employee 33.97 31.79 -2.18 -6.41% No
Total Alpine VMT 1,487,583 | 1,724,540 | 236,957 15.93% Yes
Notes:

1if the project alternative is anticipated to have a cumulative significant transportation related impact?

2As noted in Section 2.5, cumulative impacts are determined when the project alternative increases the regional VMT efficient
metrics, when compared to No Project (Current General Plan) conditions. Therefore, these are the metrics that determine
significant cumulative impacts, the other metrics are provided for information purposes.

As shown in the table, the Proposed Project is anticipated to slightly increase the regional VMT/Capita,
regional VMT/Employee, and the regional total VMT. This would result in a significant impact to the region’s
SGs.

For informational purposes, the same comparison was made at the Unincorporated and community level.
As shown, the total VMT for both geographic areas are anticipated to increase; however, both the
VMT/Capita and VMT/Employee are anticipated to decrease under the Proposed Project. This indicates
that while there will be more growth in vehicular travel within both Alpine and the Unincorporated area as
a whole, the travel will be done at a more efficient level than what is projected under No Project (Current
General Plan) conditions.

413 Impacts to Multi-Modal Facilities

As noted in Section 2.6, impacts to multi-modal facilities occur if the project alternative triggers one of the
following criteria:

e Conflicts with an applicable plan, ordinance, or policy establishing measures of effectiveness for
the performance of the circulation system, taking into account all modes of transportation
including mass transit and non-motorized travel and relevant components of the circulation
system, including but not limited to intersections, streets, highways and freeways, pedestrian and
bicycle paths, and mass transit

e Conflicts with adopted policies, plans, or programs regarding public transit, bicycle, or pedestrian
facilities, or otherwise decrease the performance or safety of such facilities
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Since this plan is being reviewed at a programmatic level, specific design features of the proposed
improvements have not yet been developed. Therefore, to ensure that the project alternative would not
be associated with a significant impact to a multi-modal facility within the community the following is
assumed:

e The transportation facilities proposed within the Proposed Project will be built to the standards
outlined in the County of San Diego Public Road standards.

o All new roadways or roadway improvements will be designed to accommodate the multi-modal
facilities planned within the County of San Diego’s Active Transportation Plan, and in accordance
with the relevant policies in the County’s Mobility Element.

o All new roadway facility or improvements will be designed to limit conflicts with any transit routes
or services within the community.

e Land use developments within the community will be required to provide adequate pedestrian and
bicycle access and on-site facilities based on their associated land use needs and features.

Based on these assumptions the Proposed Project will not have a significant impact to any multi-modal
facilities.

4.2  Former FCI Lands Alternative

This section reviews and identifies the potential direct and cumulative VMT related impacts that may be
associated with the Former FCI Lands Alternative. Potential impacts to multi-modal facilities (bicycle,
pedestrian, and transit) are also evaluated and identified.

4.2.1 Direct Impacts

This section analyzes the direct VMT related impacts that may be associated with the Former FCI Lands
Alternative. Residential and employment-based land uses, retail land uses, and induced travel related
impacts are all evaluated separately below using the methods and standards outlined in Section 2.0.

Residential and Employment

As noted in Table 3.5, Alpine is anticipated to have an average VMT/Capita of 27.71 miles and an average
VMT/Employee of 36.19 miles under the Former FCl Lands Alternative. Table 4.4 compares the average
VMT efficiency metrics, noted above for Alpine, to the VMT thresholds for both the Unincorporated County
and the San Diego Region. The alternative is considered to have a significant transportation related impact
at the local and/or regional level if the VMT/Capita or VMT/Employee of the community is at least 15%
below the corresponding VMT average of the associated geographic area (San Diego Region or
Unincorporated County). The average VMT displayed in the table represents the average VMT generated
within the geographic area and under the time frame listed under the analysis column. VMT analysis
worksheets are provided in Attachment B.

As shown in Table 4.4, the average VMT/Capita and VMT/Employee within Alpine, under the Former FCI
Lands Alternative, are anticipated above both the Regional and Unincorporated thresholds (Plan to
Ground). As noted, in the County’s Transportation Study Guidelines, impacts for employment and
residential land use are considered significant when they are compared against base year conditions.
Therefore, the employment and residential land uses proposed within the Former FCI Lands Alternative are
anticipated to have a significant impact at the Unincorporated County and Regional (San Diego Region)
level.
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Table 4.4: Residential and Employment Land Uses - Direct Impact Analysis - Former FCI Lands Alternative

Average Project
Metric Analysis VMT!  Threshold> VMT o3 %* SI?®

Base Year Regional Threshold 17.30 14.71 13.00 | 160% Yes®

Residential Base Year Unincorporated Threshold 26.20 22.27 5.44 | 106% Yes
(VMT/Capita) | Horizon Year Regional Threshold 14.66 12.46 2771 15.25 | 189% | Yes
Horizon Year Unincorporated Threshold 23.44 19.92 7.79 | 118% Yes

Base Year Regional Threshold 25.40 21.59 14.60 | 142% Yes®

Employee Base Year Unincorporated Threshold 33.60 28.56 2619 7.63 | 108% | Yes
(VMT/Employee) | Horizon Year Regional Threshold 21.72 18.47 ' 17.72 | 167% Yes
Horizon Year Unincorporated Threshold 30.72 26.12 10.07 | 118% Yes

Notes:

1 Even though the land uses and transportation networks assumed outside of the community are consistent between project
alternatives, the average VMT for these larger areas will change slightly between the project alternatives due to the community’s
influence on the region as a whole.

As noted in Section 2.3, the threshold is 15% lower than the Regional or Unincorporated average.

Difference between the project alternative average VMT (see Table 3.5) and the Regional or Unincorporated average VMT.
Percent of project alternative VMT as compared to the Regional or Unincorporated average VMT.

Indicates if the project alternative is anticipated to have a significant transportation related impact

As noted in Section 2.3 significant impacts are identified based on a comparison of the build-out year of the plan compared to
the resulting the existing regional average. Therefore, this is the key metric in which significant impacts are based on. The other
metrics are provided for informational purposes.

o A WwN

Buildout of the Plan and its land uses would not occur directly after adoption of the Plan—rather, it will
likely take decades for the Plan to be built out. Therefore, a Plan to Plan analysis is also provided, for
disclosure purposes, to give a better understanding of how the proposed changes will affect the community
in the time frame in which they are going to be experienced.

While a Horizon Year VMT analysis is not required, the VMT associated Former FCI Lands Alternative was
compared to both the Regional and Unincorporated thresholds for informational and disclosure purposes,
since the project alternative is not anticipated to be fully implemented until this timeframe. As shown in
the table, both the average VMT/Capita and VMT/Employee within Alpine is still anticipated to be above
both the Regional and Unincorporated thresholds and would continue to have a significant impact under
Horizon Year conditions, when assuming the same threshold of 15% below the average VMT.

Retail

As noted in Section 2.3, retail land uses are considered to have a significant VMT related impact if they are
non-local serving. Therefore, impacts associated with retail land uses are significant if they are anticipated
to increase the net VMT of the community or surrounding area (i.e. attract external patrons). To identify if
the retail uses assumed within the Former FCI Lands Alternative are anticipated to increase the total VMT
within the community, the base year VMT for retail is compared to the retail VMT associated with the
project alternative. Table 4.5 isolates the external VMT associated with the retail uses by subtracting the
VMT associated with employees and residents within the community from the total VMT generated by the
community. The remaining VMT would be associated with external patrons coming into the community to
access retail or other commercial uses. If the project alternative retail VMT is higher than base conditions,
then it is considered a significant impact. It should be noted that this is a conservative analysis since it can
be assumed that some of the external VMT may not be associated with retail uses; however, this is assumed
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to be an insignificant portion of the external VMT and is not anticipated to change the findings. VMT
analysis worksheets are provided in Attachment B.

Table 4.5: Retail Land Uses - Direct Impact Analysis - Former FCI Lands Alternative

Scenario Total Community VMT  Residential VMT  Employment VMT  Retail VMT
Base Year . 947,833 615,760 302,376 29,697
Former FCI Lands 1,277,034 765,935 318,943 192,156 Yes
Change 329,201 150,175 16,566 162,459
Note:

SI?: If the project alternative is anticipated to have a significant transportation related impact?

As shown, the VMT not associated with employees and residents within the community is anticipated to
increase under the Former FCl Lands Alternative. Therefore, the retail land uses under this project
alternative are anticipated to have significant impact.

Induced Travel

This section identifies the potential impacts associated with induced travel under the Former FCl Lands
Alternative. Induced travel related impacts are generally associated with vehicular capacity improvements
or other changes to the current Mobility Element network.

Mobility Element Roadway Classification Changes
As shown in Table 3.3, the Former FCl Lands Alternative will increase the capacity of the following roadways:

e South Grade Road, between Tavern Road and Via Viejas (ME ID 7)

e New Road 11, between Victoria Park Terrace and Tavern Road (ME ID 11)

e North/East Victoria Drive, between Victoria Park Terrace and Otto Avenue (ME ID 16)
e Viejas View Place, between Alpine Boulevard and South Grade Road (ME ID 22)

Based on the impact criteria outlined in Section 2.4, the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:

Route Changes: Faster travel time may attract more drivers to a route with expanded capacity,
which can increase or decrease vehicle travel depending on whether it shortens or lengthens
trips.

Newly Generated Trips: Increasing travel speeds from added roadway capacity could induce
additional vehicle trips, resulting in increased VMT.

Since some of the roadway network changes included in the Former FCI Lands Alternative would most likely
induce travel (i.e. those that propose new roadway links or provide additional capacity) the ACPU would
result in a significant impact, based on the thresholds outlined in Section 3.5.

New Mobility Element Roadways
As shown in Table 3.4, the Former FCI Lands Alternative will include the following new Mobility Element
roadway:

e New Road 26

Based on the impact criteria outlined in Section 2.4 the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:
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Land Use Changes: Faster travel times from added roadway capacity could lead to land
development farther out on the corridor, leading to a long-term incremental increase in trip
lengths, resulting in increased VMT.

Based on the criteria outlined above, the inclusion of the new roadway will likely result in a significant
impact.

4.2.2 Cumulative Impacts

As noted in Section 2.5, the land use and network assumptions under No Project Conditions (Buildout of
the Current General Plan) are what are assumed for Alpine within the region’s SCS. Therefore, the buildout
of the proposed land uses, and transportation network assumed within the Former FCI Lands Alternative
would be inconsistent with the region’s SCS. Due to this inconsistency, the cumulative impacts associated
with the plan should be evaluated and disclosed. Table 4.6 provides a comparison of the Former FCI Lands
Alternative total VMT, average VMT/Capita, and average VMT/Employee compared against those under
the Current General Plan at the Regional, Unincorporated, and community level under buildout (Year 2050)
conditions. An increase in any of these metrics at the regional level would be considered a cumulative
impact to the SCS.

Table 4.6: Cumulative Impact Summary (Buildout Year 2050) - Former FCI Lands Alternative
Current Former FCI Lands

Change

Regional VMT/Capita 14.67 14.66 -0.01 -0.07% No?
Regional VMT/Employee 21.72 21.72 0.00 0.00% No?
Total Regional VMT 96,668,603 96,483,026 -185,577 -0.19% No?
Unincorporated VMT/Capita 23.39 23.44 0.05 0.21% Yes
Unincorporated VMT/Employee 30.76 30.72 -0.04 -0.13% No
Total Unincorporated VMT 21,600,628 21,439,112 -161,516 -0.75% No
Alpine VMT/Capita 25.62 27.71 2.09 8.15% Yes
Alpine VMT/Employee 33.97 36.19 2.22 6.55% Yes
Total Alpine VMT 1,487,583 1,277,034 -210,549 -14.15% No

Notes:

1if the project alternative is anticipated to have a cumulative significant transportation related impact?

2As noted in Section 2.5, cumulative impacts are determined when the project alternative increases the regional VMT efficient
metrics, when compared to No Project (Current General Plan)l conditions. Therefore, these are the metrics that determine
significant cumulative impacts, the other metrics are provided for information purposes.

As shown in the table, the Former FCI Lands Alternative is anticipated to slightly decrease the regional
VMT/Capita and the total regional VMT, with no change to the regional VMT/Employee. Therefore, this
would not result in a significant impact to the region’s SCS.

For informational purposes, the same comparison was made at the Unincorporated and community level.
As shown, the total VMT for both geographic areas are anticipated to decrease due to the reduced density
associated with this alternative. However, the VMT efficiency is anticipated to increase at the
Unincorporated County (residential uses) and Alpine (both use types).
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423 Impacts to Multi-Modal Facilities

As noted in Section 2.6, impacts to multi-modal facilities occur if the project alternative triggers one of the
following criteria:

e Conflict with an applicable plan, ordinance or policy establishing measures of effectiveness for the
performance of the circulation system, taking into account all modes of transportation including
mass transit and non-motorized travel and relevant components of the circulation system,
including but not limited to intersections, streets, highways and freeways, pedestrian and bicycle
paths, and mass transit?

e Conflict with adopted policies, plans, or programs regarding public transit, bicycle, or pedestrian
facilities, or otherwise decrease the performance or safety of such facilities?

Since this plan is being reviewed at a programmatic level, specific design features of the proposed
improvements have not yet been developed. Therefore, to ensure that the project alternative would not
be associated with a significant impact to a multi-modal facility within the community the following is
assumed:

e The transportation facilities proposed within the Former FCI Lands Alternative will be built to the
standards outlined in the County of San Diego Public Road standards.

e All new roadways or roadway improvements will be designed to accommodate the multi-modal
facilities planned within the County of San Diego’s Active Transportation Plan, and in accordance
with the relevant policies in the County’s Mobility Element.

e All new roadway facility or improvements will be designed to limit conflicts with any transit routes
or services within the community.

e [and use developments within the community will be required to provide adequate pedestrian and
bicycle access and on-site facilities based on their associated land use needs and features.

Based on these assumptions the Former FCI Lands Alternative will not have a significant impact to any
multi-modal facilities.

4.3 Former FCl Lands in Eastern Alpine

This section reviews and identifies the potential direct and cumulative VMT related impacts that may be
associated with the Former FCl Lands in Eastern Alpine Alternative. Potential impacts to multi-modal
facilities (bicycle, pedestrian, and transit) are also evaluated and identified.

43.1 Direct Impacts

This section analyzes the direct VMT related impacts that may be associated with the Former FCI Lands in
Eastern Alpine Alternative. Residential and employment-based land uses, retail land uses, and induced
travel related impacts are all evaluated separately below using the methods and standards outlined in
Section 2.0.

Residential and Employment

As noted in Table 3.5, Alpine is anticipated to have an average VMT/Capita of 25.03 miles and an average
VMT/Employee of 33.71 miles under the Former FCl Lands in Eastern Alpine Alternative. Table 4.7
compares the average VMT efficiency metrics, noted above for Alpine, to the VMT thresholds for both the
Unincorporated County and the San Diego Region. The alternative is considered to have a significant
transportation related impact at the local and/or regional level if the VMT/Capita or VMT/Employee of the
community is at least 15% below the corresponding VMT average of the associated geographic area (San
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Diego Region or Unincorporated County). The average VMT displayed in the table represents the average
VMT generated within the geographic area and under the time frame listed under the analysis column.
VMT analysis worksheets are provided in Attachment B.

Table 4.7: Impact of Residential and Employment Land Uses - Direct Impact Analysis - Former FCI Lands in Eastern
Alpine Alternative

Average Project
Metric Analysis VMT!  Threshold> VMT o3 %* SI?®

Base Year Regional Threshold 17.30 14.71 10.32 145% Yes®

Residential Base Year Unincorporated Threshold 26.20 22.27 2.76 96% Yes
(VMT/Capita) | Horizon Year Regional Threshold 14.68 12.48 22.03 12.55 | 170% Yes
Horizon Year Unincorporated Threshold 23.36 19.85 5.18 107% Yes

Base Year Regional Threshold 25.40 21.59 12.12 133% Yes®

Employee Base Year Unincorporated Threshold 33.60 28.56 3371 5.15 100% Yes
(VMT/Employee) | Horizon Year Regional Threshold 21.76 18.49 15.22 | 155% Yes
Horizon Year Unincorporated Threshold 30.78 26.16 7.55 110% Yes

Notes:

1 Even though the land uses and transportation networks assumed outside of the community are consistent between project
alternatives, the average VMT for these larger areas will change slightly between the project alternatives due to the community’s
influence on the region as a whole.

As noted in Section 2.3, the threshold is 15% lower than the Regional or Unincorporated average.

Difference between the project alternative average VMT (see Table 3.5) and the Regional or Unincorporated average VMT.
Percent of project alternative VMT as compared to the Regional or Unincorporated average VMT.

Indicates if the project alternative is anticipated to have a significant transportation related impact

As noted in Section 2.3 significant impacts are identified based on a comparison of the build-out year of the plan compared to
the resulting the existing regional average. Therefore, this is the key metric in which significant impacts are based on. The other
metrics are provided for informational purposes.

o A WwN

As shown in the table, the average VMT/Capita and VMT/Employee within Alpine, under the Former FCl
Lands in Eastern Alpine Alternative, are anticipated above both the Regional and Unincorporated
thresholds (Plan to Ground). As noted in the County’s Transportation Study Guidelines, impacts for
employment and residential land use are considered significant when they are compared against base year
conditions. Therefore, the employment and residential land uses proposed within the Former FCI Lands in
Eastern Alpine Alternative are anticipated to have a significant impact at the Unincorporated County and
Regional (San Diego Region) level.

Buildout of the Plan and its land uses would not occur directly after adoption of the Plan—rather, it will
likely take decades for the Plan to be built out. Therefore, a Plan to Plan analysis is also provided, for
disclosure purposes, to give a better understanding of how the proposed changes will affect the community
in the time frame in which they are going to be experienced.

While a Horizon Year VMT analysis is not required, the VMT associated Former FCI Lands in Eastern Alpine
Alternative was compared to both the Regional and Unincorporated thresholds for informational and
disclosure purposes, since the project alternative is not anticipated to be fully implemented until this
timeframe. As shown in the table, both the average VMT/Capita and VMT/Employee within Alpine are still
anticipated to be above both the Regional and Unincorporated thresholds and would continue to have a
significant impact under Horizon Year conditions, when assuming the same threshold of 15% below the
average VMT.
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Retail

As noted in Section 2.3, retail land uses are considered to have a significant VMT related impact if they are
considered to be non-local serving. Therefore, impacts associated with retail land uses are considered to
be significant if they are anticipated to increase the net VMT of the community or surrounding area (i.e.
attract external patrons). To identify if the retail uses assumed within the Former FCl Lands in Eastern
Alpine Alternative are anticipated to increase the total VMT within the community, the base year VMT for
retail is compared to the retail VMT associated with the project alternative. Table 4.8 isolates the external
VMT associated with the retail uses by subtracting the VMT associated with employees and residents within
the community from the total VMT generated by the community. The remaining VMT would be associated
with external patrons coming into the community to access retail or other commercial uses. If the project
alternative retail VMT is higher than base conditions, then it is considered a significant impact. It should be
noted that this is a conservative analysis since it can be assumed that some of the external VMT may not
be associated with retail uses; however, this is assumed to be an insignificant portion of the external VMT
and is not anticipated to change the findings. VMT analysis worksheets are provided in Attachment B.

Table 4.8: Impact of Retail Land Uses on Alpine - Direct Impact Analysis - Former FCI Lands in Eastern Alpine

Alternative
Total Community Residential Employment Retail
Scenario VMT VMT VMT VMT
Base Year 947,833 615,760 302,376 29,697
Former FCl Lands in Eastern 1,602,905 861,363 429,203 312,340 Yes
Change 655,072 245,603 126,826 282,642
Note:

SI?: If the project alternative is anticipated to have a significant transportation related impact?

As shown, the VMT not associated with employees and residents within the community is anticipated to
increase under the Former FCl Lands in Eastern Alpine Alternative. Therefore, the retail land uses under
this project alternative are anticipated to have significant impact.

Induced Travel

This section identifies the potential impacts associated with induced travel under the Former FCI Lands in
Eastern Alpine Alternative. Induced travel related impacts are generally associated with vehicular capacity
improvements or other changes to the current Mobility Element network.

Mobility Element Roadway Classification Changes
As shown in Table 3.3, the Former FCI Lands in Eastern Alpine Alternative will increase the capacity of the
following roadways:

e South Grade Road, between Tavern Road and Via Viejas (ME ID 7)

e New Road 11, between Victoria Park Terrace and Tavern Road (ME ID 11)

e North/East Victoria Drive, between Victoria Park Terrace and Otto Avenue (ME ID 16)
e Viejas View Place, between Alpine Boulevard and South Grade Road (ME ID 22)

Based on the impact criteria outlined in Section 2.4, the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:
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Route Changes: Faster travel time may attract more drivers to a route with expanded capacity,
which can increase or decrease vehicle travel depending on whether it shortens or lengthens
trips.

Newly Generated Trips: Increasing travel speeds from added roadway capacity could induce
additional vehicle trips, resulting in increased VMT.

Since some of the roadway network changes included in the Former FCI Lands in Eastern Alpine Alternative
would most likely induce travel (i.e. those that propose new roadway links or provide additional capacity)
the project alternative would result in a significant impact, based on the thresholds outlined in Section 3.5.

New Mobility Element Roadways
As shown in Table 3.4, the Former FCl Lands in Eastern Alpine Alternative will include the following new
Mobility Element roadway:

e New Road 26

Based on the impact criteria outlined in Section 2.4 the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:

Land Use Changes: Faster travel times from added roadway capacity could lead to land
development farther out on the corridor, leading to a long-term incremental increase in trip
lengths, resulting in increased VMT.

Based on the criteria outlined above, the inclusion of the new roadway will likely result in a significant
impact.

43.2 Cumulative Impacts

As noted in Section 2.5, the land use and network assumptions under No Project Conditions (Buildout of
the Current General Plan) are what are assumed for Alpine within the region’s SCS. Therefore, the buildout
of the proposed land uses, and transportation network assumed within the Former FCI Lands in Eastern
Alpine Alternative would be inconsistent with the region’s SCS. Due to this inconsistency, the cumulative
impacts associated with the plan should be evaluated and disclosed. Table 4.9 provides a comparison of
the Former FCl Lands in Eastern Alpine Alternative total VMT, average VMT/Capita, and average
VMT/Employee compared against those under the Current General Plan at the Regional, Unincorporated,
and community level under buildout (Year 2050) conditions. An increase in any of these metrics at the
regional level would be considered a cumulative impact to the SCS.

As shown in the Table 4.9, the Former FCl Lands in Eastern Alpine Alternative is anticipated to slightly
increase the regional VMT/Capita, VMT/Employee, and the total regional VMT. This would result in a
significant impact to the region’s SCS.

For informational purposes, the same comparison was made at the Unincorporated and community level.
As shown, the total VMT for both geographic areas are anticipated to increase; however, the VMT/Capita
is anticipated to decrease under the Former FCI Lands in Eastern Alpine Alternative. This indicates that
while there will be more growth in residential vehicular travel within both Alpine and the Unincorporated
area as a whole and travel will be done at a more efficient level than what is projected under the No Project
(Current General Plan) conditions.
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Table 4.9: Impacts to the Regional, Unincorporated, and Alpine SCS - Former FCI Lands in Eastern Alpine
Alternative
Current Former FCI Lands

Metric General Plan in Eastern Alpine Change % Change St
Regional VMT/Capita 14.67 14.68 0.01 0.07% Yes?
Regional VMT/Employee 21.72 21.76 0.04 0.18% Yes?
Total Regional VMT 96,668,603 96,739,498 70,895 0.07% Yes?
Unincorporated VMT/Capita 23.39 23.36 -0.03 -0.13% No
Unincorporated VMT/Employee 30.76 30.78 0.02 0.07% Yes
Total Unincorporated VMT 21,600,628 21,638,719 38,091 0.18% Yes
Alpine VMT/Capita 25.62 25.03 -0.59 -2.31% 25.62
Alpine VMT/Employee 33.97 33.71 -0.26 -0.76% 33.97
Total Alpine VMT 1,487,583 1,602,905 115,322 7.75% 1,487,583

Notes:

1if the project alternative is anticipated to have a cumulative significant transportation related impact?

2As noted in Section 2.5, cumulative impacts are determined when the project alternative increases the regional VMT efficient
metrics, when compared to No Project (Current General Plan)l conditions. Therefore, these are the metrics that determine
significant cumulative impacts, the other metrics are provided for information purposes.

433 Impacts to Multi-Modal Facilities

As noted in Section 2.6, impacts to multi-modal facilities occur if the project alternative triggers one of the
following criteria:

e Conflict with an applicable plan, ordinance or policy establishing measures of effectiveness for the
performance of the circulation system, taking into account all modes of transportation including
mass transit and non-motorized travel and relevant components of the circulation system,
including but not limited to intersections, streets, highways and freeways, pedestrian and bicycle
paths, and mass transit?

e Conflict with adopted policies, plans, or programs regarding public transit, bicycle, or pedestrian
facilities, or otherwise decrease the performance or safety of such facilities?

Since this plan is being reviewed at a programmatic level, specific design features of the proposed
improvements have not yet been developed. Therefore, to ensure that the project alternative would not
be associated with a significant impact to a multi-modal facility within the community the following is
assumed:

e The transportation facilities proposed within the Former FCI Lands in Eastern Alpine Alternative
will be built to the standards outlined in the County of San Diego Public Road standards.

e All new roadways or roadway improvements will be designed to accommodate the multi-modal
facilities planned within the County of San Diego’s Active Transportation Plan, and in accordance
with the relevant policies in the County’s Mobility Element.

e All new roadway facility or improvements will be designed to limit conflicts with any transit routes
or services within the community.

e [and use developments within the community will be required to provide adequate pedestrian and
bicycle access and on-site facilities based on their associated land use needs and features.

Based on these assumptions the Former FCI Lands in Eastern Alpine Alternative will not have a significant
impact to any multi-modal facilities.
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4.4 Low Alternative

This section reviews and identifies the potential direct and cumulative VMT related impacts that may be
associated with the Low Alternative. Potential impacts to multi-modal facilities (bicycle, pedestrian, and
transit) are also evaluated and identified.

44.1 Direct Impacts

This section analyzes the direct VMT related impacts that may be associated with the Low Alternative.
Residential and employment-based land uses, retail land uses, and induced travel related impacts are all
evaluated separately below using the methods and standards outlined in Section 2.0.

Residential and Employment

As noted in Table 3.5, Alpine is anticipated to have an average VMT/Capita of 25.31 miles and an average
VMT/Employee of 33.88 miles under the Low Alternative. Table 4.10 compares the average VMT efficiency
metrics, noted above for Alpine, to the VMT thresholds for both the Unincorporated County and the San
Diego Region. The alternative is considered to have a significant transportation related impact at the local
and/or regional level if the VMT/Capita or VMT/Employee of the community is at least 15% below the
corresponding VMT average of the associated geographic area (San Diego Region or Unincorporated
County). The average VMT displayed in the table represents the average VMT generated within the
geographic area and under the time frame listed under the analysis column. VMT analysis worksheets are
provided in Attachment B.

Table 4.10: Residential and Employment Land Uses - Direct Impact Analysis - Low Alternative

Average Project
Metric Analysis VMT?! Threshold>  VMT A3 %* SI??

Base Year Regional Threshold 17.30 14.71 10.60 | 146% Yes®

Residential Base Year Unincorporated Threshold 26.20 22.27 3.04 97% Yes
(VMT/Capita) | Horizon Year Regional Threshold 14.66 12.46 2531 12.85 | 173% | VYes
Horizon Year Unincorporated Threshold 23.33 19.83 5.48 108% Yes

Base Year Regional Threshold 25.40 21.59 12.29 | 133% Yes®

Employee Base Year Unincorporated Threshold 33.60 28.56 B 5.32 101% Yes
(VMT/Employee) | Horizon Year Regional Threshold 21.72 18.46 15.41 | 156% | Yes
Horizon Year Unincorporated Threshold 30.78 26.16 7.71 110% Yes

Notes:

1 Even though the land uses and transportation networks assumed outside of the community are consistent between project
alternatives, the average VMT for these larger areas will change slightly between the project alternatives due to the community’s
influence on the region as a whole.

As noted in Section 2.3, the threshold is 15% lower than the Regional or Unincorporated average.

Difference between the project alternative average VMT (see Table 3.5) and the Regional or Unincorporated average VMT.
Percent of project alternative VMT as compared to the Regional or Unincorporated average VMT.

Indicates if the project alternative is anticipated to have a significant transportation related impact

As noted in Section 2.3 significant impacts are identified based on a comparison of the build-out year of the plan compared to
the resulting the existing regional average. Therefore, this is the key metric in which significant impacts are based on. The other
metrics are provided for informational purposes.

o U A W N

As shown in the table, the average VMT/Capita and VMT/Employee within Alpine, under the Low
Alternative, is anticipated to be above both the Regional and Unincorporated thresholds (plan to ground).
As noted, in the County’s Transportation Study Guidelines, impacts for employment and residential land
use are considered significant when they are compared against base year conditions. Therefore, the
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employment and residential land uses proposed within the Low Alternative are anticipated to have a
significant impact at the Unincorporated County and Regional (San Diego Region) level.

Buildout of the Plan and its land uses would not occur directly after adoption of the Plan—rather, it will
likely take decades for the Plan to be built out. Therefore, a Plan to Plan analysis is also provided, for
disclosure purposes, to give a better understanding of how the proposed changes will affect the community
in the time frame in which they are going to be experienced.

While a Horizon Year VMT analysis is not required, the VMT associated Low Alternative was compared to
both the Regional and Unincorporated thresholds for informational and disclosure purposes, since the
project alternative is not anticipated to be fully implemented until this timeframe. As shown in the table,
both the average VMT/Capita and VMT/Employee within Alpine is still anticipated to be above both the
Regional and Unincorporated thresholds and would continue to have a significant impact under Horizon
Year conditions, when assuming the same threshold of 15% below the average VMT.

Retail

As noted in Section 2.3, retail land uses are considered to have a significant VMT related impact if they are
considered to be non-local serving. Therefore, impacts associated with retail land uses are considered to
be significant if they are anticipated to increase the net VMT of the community or surrounding area (i.e.
attract external patrons). To identify if the retail uses assumed within the Low Alternative are anticipated
to increase the total VMT within the community, the base year VMT for retail is compared to the retail VMT
associated with the project alternative. Table 4.11 isolates the external VMT associated with the retail uses
by subtracting the VMT associated with employees and residents within the community from the total VMT
generated by the community. The remaining VMT would be associated with external patrons coming into
the community to access retail or other commercial uses. If the project alternative retail VMT is higher
than base conditions, then it is considered a significant impact. It should be noted that this is a conservative
analysis since it can be assumed that some of the external VMT may not be associated with retail uses;
however, this is assumed to be an insignificant portion of the external VMT and is not anticipated to change
the findings. VMT analysis worksheets are provided in Attachment B.

Table 4.11: Retail Land Uses - Direct Impact Analysis - Low Alternative

Base Year 947,833 615,760 302,376 29,697
Low Alternative 1,618,822 871,424 424,149 323,249 Yes
Change 670,989 255,665 121,773 293,552

Note:

SI?: If the project alternative is anticipated to have a significant transportation related impact?

As shown, the VMT not associated with employees and residents within the community is anticipated to
increase under the Low Alternative. Therefore, the retail land uses under this project alternative are
anticipated to have significant impact.

Induced Travel

This section identifies the potential impacts associated with induced travel under the Low Alternative.
Induced travel related impacts are generally associated with vehicular capacity improvements or other
changes to the current Mobility Element network.
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Mobility Element Roadway Classification Changes
As shown in Table 3.3, the Low Alternative will increase the capacity of the following roadways:

e South Grade Road, between Tavern Road and Via Viejas (ME ID 7)

e New Road 11, between Victoria Park Terrace and Tavern Road (ME ID 11)

e North/East Victoria Drive, between Victoria Park Terrace and Otto Avenue (ME ID 16)
e Viejas View Place, between Alpine Boulevard and South Grade Road (ME ID 22)

Based on the impact criteria outlined in Section 2.4, the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:

Route Changes: Faster travel time may attract more drivers to a route with expanded capacity,
which can increase or decrease vehicle travel depending on whether it shortens or lengthens trips.

Newly Generated Trips: Increasing travel speeds from added roadway capacity could induce
additional vehicle trips, resulting in increased VMT.

Since some of the roadway network changes included in the Low Alternative would most likely induce travel
(i.e. those that propose new roadway links or provide additional capacity) the project alternative would
result in a significant impact, based on the thresholds outlined in Section 3.5.

New Mobility Element Roadways
As shown in Table 3.4, the Low Alternative will include the following new Mobility Element roadway:

e New Road 26

Based on the impact criteria outlined in Section 2.4 the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:

Land Use Changes: Faster travel times from added roadway capacity could lead to land
development farther out on the corridor, leading to a long-term incremental increase in trip
lengths, resulting in increased VMT.

Based on the criteria outlined above, the inclusion of the new roadway will likely result in a significant
impact.

4.4.2 Cumulative Impacts

As noted in Section 2.5, the land use and network assumptions under No Project Conditions (Buildout of
the Current General Plan) are what are assumed for Alpine within the region’s SCS. Therefore, the buildout
of the proposed land uses, and transportation network assumed within the Low Alternative would be
inconsistent with the region’s SCS. Due to this inconsistency, the cumulative impacts associated with the
plan should be evaluated and disclosed. Table 4.12 provides a comparison of the Low Alternative total
VMT, average VMT/Capita, and average VMT/Employee compared against those under the Current General
Plan at the Regional, Unincorporated, and community level under buildout (Year 2050) conditions. An
increase in any of these metrics at the regional level would be considered a cumulative impact to the SCS.
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Table 4.12: Cumulative Impact Summary (Buildout Year 2050) - Low Alternative
Current Low
Metric General Plan Alternative Change Change SIt
Regional VMT/Capita 14.67 14.66 -0.01 -0.07% No?
Regional VMT/Employee 21.72 21.72 0.00 0.00% No?
Total Regional VMT 96,668,603 96,655,965 -12,638 -0.01% No?
Unincorporated VMT/Capita 23.39 23.33 -0.06 -0.26% No
Unincorporated VMT/Employee 30.76 30.78 0.02 0.06% Yes
Total Unincorporated VMT 21,600,628 21,611,354 10,726 0.05% Yes
Alpine VMT/Capita 25.62 25.31 -0.31 -1.21% No
Alpine VMT/Employee 33.97 33.88 -0.09 -0.28% No
Total Alpine VMT 1,487,583 1,618,822 131,239 8.82% Yes

Notes:

1if the project alternative is anticipated to have a cumulative significant transportation related impact?

2As noted in Section 2.5, cumulative impacts are determined when the project alternative increases the regional VMT efficient
metrics, when compared to No Project (Current General Plan) conditions. Therefore, these are the metrics that determine
significant cumulative impacts, the other metrics are provided for information purposes.

As shown in the table, the Former FCl Lands in Eastern Alpine Alternative is anticipated to slightly decrease
the regional VMT/Capita and the total regional VMT, with no change to the regional VMT/Employee.
Therefore, this would not result in a significant impact to the region’s SCS.

For informational purposes, the same comparison was made at the Unincorporated and community level.
As shown, the total VMT for both geographic areas are anticipated to increase; however, the VMT/Capita
is anticipated to decrease under the Low Alternative. This indicates that while there will be more residential
growth in vehicular travel within both Alpine and the Unincorporated area as a whole and travel will be
done at a more efficient level than what is projected under the No Project (Current General Plan)
conditions.

4.4.3

As noted in Section 2.6, impacts to multi-modal facilities occur if the project alternative triggers one of the
following criteria:

Impacts to Multi-Modal Facilities

e Conflict with an applicable plan, ordinance or policy establishing measures of effectiveness for the
performance of the circulation system, taking into account all modes of transportation including
mass transit and non-motorized travel and relevant components of the circulation system,
including but not limited to intersections, streets, highways and freeways, pedestrian and bicycle
paths, and mass transit?

e Conflict with adopted policies, plans, or programs regarding public transit, bicycle, or pedestrian
facilities, or otherwise decrease the performance or safety of such facilities?

Since this plan is being reviewed at a programmatic level, specific design features of the proposed
improvements have not yet been developed. Therefore, to ensure that the project alternative would not
be associated with a significant impact to a multi-modal facility within the community the following is
assumed:
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e The transportation facilities proposed within the Low Alternative will be built to the standards
outlined in the County of San Diego Public Road standards.

o All new roadways or roadway improvements will be designed to accommodate the multi-modal
facilities planned within the County of San Diego’s Active Transportation Plan, and in accordance
with the relevant policies in the County’s Mobility Element.

e All new roadway facility or improvements will be designed to limit conflicts with any transit routes
or services within the community.

e Land use developments within the community will be required to provide adequate pedestrian and
bicycle access and on-site facilities based on their associated land use needs and features.

Based on these assumptions the Low Alternative will not have a significant impact to any multi-modal
facilities.

4.5 Moderate Alternative

This section reviews and identifies the potential direct and cumulative VMT related impacts that may be
associated with the Moderate Alternative. Potential impacts to multi-modal facilities (bicycle, pedestrian,
and transit) are also evaluated and identified.

45.1 Direct Impacts

This section analyzes the direct VMT related impacts that may be associated with the Moderate Alternative.
Residential and employment-based land uses, retail land uses, and induced travel related impacts are all
evaluated separately below using the methods and standards outlined in Section 2.0.

Residential and Employment

As noted in Table 3.5, Alpine is anticipated to have an average VMT/Capita of 24.58 miles and an average
VMT/Employee of 32.37 miles under the Moderate Alternative. Table 4.13 compares the average VMT
efficiency metrics, noted above for Alpine, to the VMT thresholds for both the Unincorporated County and
the San Diego Region. The alternative is considered to have a significant transportation related impact at
the local and/or regional level if the VMT/Capita or VMT/Employee of the community is at least 15% below
the corresponding VMT average of the associated geographic area (San Diego Region or Unincorporated
County). The average VMT displayed in the table represents the average VMT generated within the
geographic area and under the time frame listed under the analysis column. VMT analysis worksheets are
provided in Attachment B.

As shown in the table, the average VMT/Capita and VMT/Employee within Alpine, under the Moderate
Alternative, is anticipated to be above both the Regional and Unincorporated thresholds (plan to ground).
As noted, in the County’s Transportation Study Guidelines, impacts for employment and residential land
use are considered significant when they are compared against base year conditions. Therefore, the
employment and residential land uses proposed within the Moderate Alternative are anticipated to have a
significant impact at the Unincorporated County and Regional (San Diego Region) level.

Buildout of the Plan and its land uses would not occur directly after adoption of the Plan—rather, it will
likely take decades for the Plan to be built out. Therefore, a Plan to Plan analysis is also provided, for
disclosure purposes, to give a better understanding of how the proposed changes will affect the community
in the time frame in which they are going to be experienced.
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While a Horizon Year VMT analysis is not required, the VMT associated Moderate Alternative was compared
to both the Regional and Unincorporated thresholds for informational and disclosure purposes, since the
project alternative is not anticipated to be fully implemented until this timeframe. As shown in the table,
both the average VMT/Capita and VMT/Employee within Alpine is still anticipated to be above both the
Regional and Unincorporated thresholds and would continue to have a significant impact under Horizon
Year conditions, when assuming the same threshold of 15% below the average VMT.

Table 4.13: Residential and Employment Land Uses - Direct Impact Analysis - Moderate Alternative

Average Project
Metric Analysis VMT?  Threshold?> VMT o3 %* SI?®
Base Year Regional Threshold 17.30 14.71 9.87 | 142% | Yes®
Residential Base Year Unincorporated Threshold 26.20 22.27 2.31 94% Yes
(VMT/Capita) | Horizon Year Regional Threshold 14.68 12.48 24.28 12.10 | 167% | Yes
Horizon Year Unincorporated Threshold 23.36 19.85 472 | 105% | Yes
Base Year Regional Threshold 25.40 21.59 10.78 | 127% | Yes®
Employee Base Year Unincorporated Threshold 33.60 28.56 3237 3.81 96% Yes
(VMT/Employee) | Horizon Year Regional Threshold 21.74 18.48 13.89 | 149% | Yes
Horizon Year Unincorporated Threshold 30.39 25.83 6.54 | 107% | Yes

Notes:

1 Even though the land uses and transportation networks assumed outside of the community are consistent between project
alternatives, the average VMT for these larger areas will change slightly between the project alternatives due to the community’s
influence on the region as a whole.

As noted in Section 2.3, the threshold is 15% lower than the Regional or Unincorporated average.

Difference between the project alternative average VMT (see Table 3.5) and the Regional or Unincorporated average VMT.
Percent of project alternative VMT as compared to the Regional or Unincorporated average VMT.

Indicates if the project alternative is anticipated to have a significant transportation related impact

As noted in Section 2.3 significant impacts are identified based on a comparison of the build-out year of the plan compared to
the resulting the existing regional average. Therefore, this is the key metric in which significant impacts are based on. The other
metrics are provided for informational purposes.

o A W N

Retail

As noted in Section 2.3, retail land uses are considered to have a significant VMT related impact if they are
non-local serving. Therefore, impacts associated with retail land uses are significant if they are anticipated
to increase the net VMT of the community or surrounding area (i.e. attract external patrons). To identify if
the retail uses assumed within the Moderate Alternative are anticipated to increase the total VMT within
the community, the base year VMT for retail is compared to the retail VMT associated with the project
alternative. Table 4.14 isolates the external VMT associated with the retail uses by subtracting the VMT
associated with employees and residents within the community from the total VMT generated by the
community. The remaining VMT would be associated with external patrons coming into the community to
access retail or other commercial uses. If the project alternative retail VMT is higher than base conditions,
then it is considered a significant impact. It should be noted that this is a conservative analysis since it can
be assumed that some of the external VMT may not be associated with retail uses; however, this is assumed
to be an insignificant portion of the external VMT and is not anticipated to change the findings. VMT
analysis worksheets are provided in Attachment B.
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Table 4.14: Retail Land Uses - Direct Impact Analysis - Moderate Alternative
Scenario Total Community VMT  Residential VMT  Employment VMT  Retail VMT SI?
Base Year 947,833 615,760 302,376 29,697
Moderate Alternative 1,718,623 978,997 425,498 314,128 Yes
Change 770,790 363,237 123,121 284,431
Note:

SI?: If the project alternative is anticipated to have a significant transportation related impact?

As shown, the VMT not associated with employees and residents within the community is anticipated to
increase under the Moderate Alternative. Therefore, the retail land uses under this project alternative are
anticipated to have significant impact.

Induced Travel

This section identifies the potential impacts associated with induced travel under the Moderate Alternative.
Induced travel related impacts are generally associated with vehicular capacity improvements or other
changes to the current Mobility Element network.

Mobility Element Roadway Classification Changes
As shown in Table 3.3, the Moderate Alternative will increase the capacity of the following roadways:

* South Grade Road, between Tavern Road and Via Viejas (ME ID 7)
* New Road 11, between Victoria Park Terrace and Tavern Road (ME ID 11)
* North/East Victoria Drive, between Victoria Park Terrace and Otto Avenue (ME ID 16)
* Viejas View Place, between Alpine Boulevard and South Grade Road (ME ID 22)

Based on the impact criteria outlined in Section 2.4, the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:

Route Changes: Faster travel time may attract more drivers to a route with expanded capacity,
which can increase or decrease vehicle travel depending on whether it shortens or lengthens trips.

Newly Generated Trips: Increasing travel speeds from added roadway capacity could induce
additional vehicle trips, resulting in increased VMT.

Since some of the roadway network changes included in the Moderate Alternative would most likely induce
travel (i.e. those that propose new roadway links or provide additional capacity) the project alternative
would result in a significant impact, based on the thresholds outlined in Section 3.5.

New Mobility Element Roadways
As shown in Table 3.4, the Moderate Alternative will include the following new Mobility Element roadways:

e New Road 25
e New Road 26
e New Road 27
e New Road 29

Based on the impact criteria outlined in Section 2.4 the proposed roadway network improvements outlined
above could potentially induce travel based on the following criteria:
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Land Use Changes: Faster travel times from added roadway capacity could lead to land
development farther out on the corridor, leading to a long-term incremental increase in trip
lengths, resulting in increased VMT.

Based on the criteria outlined above, the inclusion of the new roadways will likely result in a significant
impact.

45.2 Cumulative Impacts

As noted in Section 2.5, the land use and network assumptions under No Project Conditions (Buildout of
the Current General Plan) are what are assumed for Alpine within the region’s SCS. Therefore, the buildout
of the proposed land uses, and transportation network assumed within the Moderate Alternative would be
inconsistent with the region’s SCS. Due to this inconsistency, the cumulative impacts associated with the
plan should be evaluated and disclosed. Table 4.15 provides a comparison of the Moderate Alternative
total VMT, average VMT/Capita, and average VMT/Employee compared against those under the Current
General Plan at the Regional, Unincorporated, and community level under buildout (Year 2050) conditions.
An increase in any of these metrics at the regional level would be considered a cumulative impact to the
SCS.

Table 4.15: Cumulative Impact Summary (Buildout Year 2050) - Moderate Alternative

Current Moderate %
Metric General Plan Alternative Change Change SI?
Regional VMT/Capita 14.67 14.68 0.01 0.07% Yes?
Regional VMT/Employee 21.72 21.74 0.02 0.09% Yes?
Total Regional VMT 96,668,603 96,811,387 142,784 0.15% Yes?
Unincorporated VMT/Capita 23.39 23.36 -0.03 -0.13% No
Unincorporated VMT/Employee 30.76 30.39 -0.37 -1.20% No
Total Unincorporated VMT 21,600,628 21,664,185 63,557 0.29% Yes
Alpine VMT/Capita 25.62 24.58 -1.04 -4.06% No
Alpine VMT/Employee 33.97 32.37 -1.60 -4.71% No
Total Alpine VMT 1,487,583 1,718,623 231,040 15.53% Yes
Notes:

1if the project alternative is anticipated to have a cumulative significant transportation related impact?

2As noted in Section 2.5, cumulative impacts are determined when the project alternative increases the regional VMT efficient
metrics, when compared to No Project (Current General Plan) conditions. Therefore, these are the metrics that determine
significant cumulative impacts, the other metrics are provided for information purposes.

As shown in Table 4.15, the Moderate Alternative is anticipated to slightly increase the regional
VMT/Capita, VMT/Employee, and the total regional VMT. This would result in a significant impact to the
region’s SCS.

For informational purposes, the same comparison was made at the Unincorporated and community level.
As shown, the total VMT for both geographic areas are anticipated to increase; however, both the
VMT/Capita and VMT/Employee is anticipated to decrease under the High Alternative. This indicates that
while there will be more growth in vehicular travel within both Alpine and the Unincorporated area as a
whole and travel will be done at a more efficient level than what is projected under the No Project (Current
General Plan) conditions.
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