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PREFACE

This document is the Final EIR for the Downtown/Richards
Boulevard Area Enterprise Zone.

In 1986, the Sacramento Housing and Redevelopment Agency
(SHRA) , acting as agent for the City of Sacramento, submitted a
preliminary application to the State Department of Commerce for
designation of the area as an Employment and Economic Incentive
Area under the Employment and Economic Incentive Act of 1984
(Assembly Bill 514). An Initial Study, as defined by the
California Environmental Quality Act (CEQA) Guidelines Section
15365, accompanied the preliminary application as required by
Section 5235 of the Preliminary Application Handbook, The Em-
ployment and Economic Incentive Act. The Initial Study 1is
attached as Appendix A. The Downtown/Richards Boulevard Area
received preliminary designation as an Enterprise Zone under
Assembly Bill 514,

In order to be considered for final designation, the SHRA
is submitting a final application to the Department of Commerce.
This Final EIR has been prepared to accompany the final applica-
tion.

The Department of Commerce is the state agency with final
authority to approve or disapprove the application and as such
is a responsible agency under CEQA.

This Final EIR is considered a program EIR as defined under
Section 15168 of the CEQA Guidelines. A program EIR is an EIR
which may be prepared on a series of actions that can be charac-
terized as one large project and are related in connection with
general criteria to govern the conduct of a continuing program.
Use of the program EIR enables the Lead Agency to characterize
the overall program as the project being approved. When indi-
vidual activities within the program are proposed, the agency is
required to examine the individual actions to determine whether
their effects were fully analyzed in the program EIR. If the
activities would have no effects beyond those analyzed in the
program EIR, the agency could assert that the activities are
merely part of the program which had been approved earlier, and
no further CEQA compliance would be required. This approach
offers many possibilities for agencies to reduce their costs of
CEQA -compliance and still achieve high levels of environmental
protection.




EXECUTIVE SUMMARY

Project Description

Project Location

The Downtown/Richards Boulevard Enterprise Zone project
area 1is 1located in the central city area of the City of
Sacramento. The application area has one designated industrial
area and one designated commercial area. The industrial area
includes the Richards Boulevard and 16th Street/C Street indus-
trial corridors. The boundaries of the industrial area follow
the natural divisions of the American and Saramento Rivers on
the west and north, and the Southern Pacific Railroad yards on
the south to 20th Street and .Interstate 5 on the east.

The commercial area includes the Central Business District
(CBD) and 0ld Sacramento. The boundaries of the commercial area
basically follow the designated downtown commercial core for the
Redevelopment Area approved in 1984. This designation was based
on the Sanger Report, Downtown Sacramento: Redevelopment Stra-
tegy, Plan, and Action Program, 1984-1991.

The Department of Commerce has identified a portion of the
project area as a High Density Unemployment Area (HDUA), meaning
a primarily residential economically distressed area. The -
identification of the HDUA was based on poverty, median income,
and unemployment figures. The HDUA includes all of the indus-
trial area, most of the commercial area, and a portion of the
central city area south of Broadway and west of Riverside
Boulevard.

Project Objectives

The project consists of a proposal to designate the project
area as an Enterprise Zone (Zone). The industrial area would be
designated as a Targeted Economic Development (TED) area and the
commercial area would be designated as a Neighborhood Economic
Development (NED) area. These designations would qualify the
project area for benefits under the provisions of the Employment
and Economic Incentive Act of 1984 (Assembly Bill 514).

The project objectives are to obtain designation as an
Enterprise Zone to encourage business growth in the proposed TED
and NED which would provide employment opportunities for resi-
dents in the HDUA, thereby improving the economic health of the
area.
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Buildout Conditions

This Environmental Impact Report (EIR) assesses the impacts
of buildout of the project area in accordance with the current
land use and zoning designations of the City of Sacramento. The
assumptions used in this EIR are consistent with those currently
being used by the city in their Sacramento General Plan Update
(SGPU) Draft EIR. Projections of future development are pre-
mised on the following two assumptions:

o retention of existing land uses; and

o development of vacant city lands at "expected" densiites
within the allowable range of each designated land use.
The expected densities were developed by city planning
staff based on existing densities.

Land use designation and zoning changes are not proposed as
part of this project. If the project is successful, however,
growth within the limitations of the existing zoning may occur
in the project area. ‘

Descriptions of the Project Areas

Targeted Economic Development Area. The Richards Boulevard
industrial area would be designated a TED Area. A TED 1is
characterized primarily by industrial or other mixed uses and
must be within a reasonable commuting distance of a HDUA. The
TED contains approximately 1,200 acres of land, most of which is
underutilized and designated for reuse. About 81 acres of land
in the industrial area are vacant. The industrial area is
located within 1 mile of the major residential areas in the
project area.

Neighborhood Economic Development Area. The commercial
area would be designated a NED Area. A NED is characterized
primarily by commercial uses and is located within an HUDA. The
commercial area contains approximately 480 acres, includes 014
Sacramento and the CBD, and is located within the HDUA. Most of
the employment in the NED is either office jobs or retail sales
jobs.

High Density Unemployment Area

The HDUA encompasses all of the TED and most of the NED.
The TED Area contains very few housing units; those units that
do exist are federally subsidized or severely substandard. The
area south of Broadway and west of Riverside Boulevard also
containss a number of federally subsidized housing wunits.
Housing types in the remainder of the HDUA vary from many Vic-
torians predating 1900 to several new condominium developments.
Many of the older housing units are substandard, some housing is



federally subsidized, and other 1living gquarters consist of
single hotel rooms.

Land Use
Impacts
The program area has been divided into industrial and
commercial target areas. All vacant lands are expected to

develop at the maximum level allowed by zoning. Vacant building
space is assumed to be occupied with uses conforming to current
zoning. Land use designation and 2zoning changes are not
proposed as part of this program. If the program is successful,
however, growth within the limitations of the existing zoning
may occur. : :

The program would not conflict with existing city goals,
plans, and policies. The plans and policies are supportive of
the program. Therefore, these impacts are considered less than
significant.

The SPRR yard and other areas may have development poten-
tial in the foreseeable future. Although land use designation
and zoning changes are not proposed as part of this program, it
is anticipated that the land use and zoning designation of these
areas may eventually change from industrial to commercial,
office, or residential uses. This type of change would poten-
tially conflict with adopted environmental plans and goals of
the city and is considered potentially significant. To reduce
this potential impact to a less-than-significant level, further
environmental review would be required prior to general plan or
community plan amendments or rezoning requests.

Mitigation Measures

Require Separate Environmental Review. Any future projects
requiring general plan or community plan amendments or rezone
requests should be subject to separate environmental review.

Population, Housing, and Employment

Population

Impacts

Population Growth. The proposed project would not
directly increase or decrease the citywide or program area
housing stock. The project would, therefore, generate no direct
population impacts. Potential population growth generated by




the proposed project would be indirectly related to new employ-
ment within the program area. The potential exists for a con-
siderable amount of new employment within the program area;
however, project-related population growth within the city would
only occur if there were an in-migration of workers from outside
the city.

Population Characteristics. The proposed project
would beneficially impact the socioeconomic characteristics of

- the program area population. The average annual income ©of

program area residents would increase because of new employment
opportunities generated by firms participating in the enterprise
zone program, New educational opportunities also would be
provided to residents through EDD and local JTPA programs that
would be offered to job seekers.

Mitigation Measures. No mitigation is required.

Housing
Impacts
The designation of the program area as an enterprise
zone would result in no direct housing impacts. Incentives

offered under the enterprise 2zone program would not directly
lead to housing stock growth or rehabilitation.

Mitigation Measures. No mitigation is required.

Employment

Impacts
Project-Related Employment

The proposed program would generate an estimated
2,803 jobs in the TED area and 3,498 jobs in the NED area at
buildout.

The potential for 2,803 new jobs in the TED area
would increase total employment in the TED area to 13,962,
representing a 25 percent increase in employment. An estimated
93 percent of the new jobs would be generated by heavy commer-
cial/warehouse activities. The remaining 7 percent of the new
jobs would be divided between community/neighborhood retail
commercial and office employment.

The potential for 3,498 new jobs in the NED area would
increase total employment in the NED area to 42,693, represent-
ing a 9 percent increase in employment. An estimated 73 percent
of the new jobs would be generated by regional office users.
The remaining jobs would be split among neighborhood, community
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and regional retail commercial employment, neighborhood and
community office employment, and heavy commercial/warehouse
employment.

Effects on the Labor Force

Unemployment. If successful, the proposed pro-
gram would reduce unemployment in the HDUA. As discussed pre-
viously, up to 50 percent of the new jobs created in the NED and
TED areas could be available to residents of the HDUA. The
proposed program could generate an estimated 3,150 jobs for HDUA
residents.

Commuting. The employment of HDUA residents
would reduce the amount of commuting to downtown jobs that would
occur without the proposed program. Many of the future jobs

created in the TED and NED areas would be filled by HDUA resi-
dents, eliminating the need for the employment of persons living
outside of the downtown area.

Mitigation Measures

No mitigation is required.

Public Services and Utilities

Water

Impacts. The existing city water supplies are considered
adequate to serve full buildout in the TED and the NED. Devel-
opers could be required to extend or expand the existing system
within the TED depending on the amount of water needed and the
location selected for industrial development. Water line exten-
sions and expansions would be considered by the city Public
Works Department during the normal review process. The impact
of the project on water supply is considered less than signifi-
cant,.

Mitigation Measures. No mitigation is required.

Wastewater

Impacts. The existing SRCSD treatment facilities, the city
interceptor system and the local lateral collection system have
available capacity to provide wastewater services to the TED and
the NED. Developers could be required to provide additional
lateral sewer lines in the TED or the NED depending on the types
of new commercial or industrial uses proposed. Sewer line
extensions will be considered by the county Public Works Depart-
ment during the normal review process. The impact of the proj-
ect on wastewater is considered less than significant.



Mitigation Measures. No mitigation is required.

Drainage

Impacts. The existing city drainage system does not have
available capacity to accommodate storm water during wet months.
The impact of slight increases in runoff resulting from new
development in the NED and the TED is not expected to further
stress the system and is considered less than significant.

Mitigation Measures. No mitigation is required.

Solid Waste

Impacts. New commercial and industrial development in the
NED and the TED would increase the amount of solid waste gener-
ated in the area. The City Solid Waste Division would require
additional waste collection equipment and personnel in order to
adequately provide service to new industrial and commercial
customers; however, funding for new equipment and personnel
would come from solid waste collection fees.

The impacts of the program on solid waste services are
considered less than significant. New commercial and industrial
buildings in the NED and TED could, however, create access
problems for solid waste removal vehicles. Through proper
design, access problems can be avoided. It is recommended that
the city Solid Waste Division be contacted during initial
project stages to review design plans.

Mitigation Measures

Consult With the City Solid Waste Division During
Preliminary Project and Design Stages. To reduce design access
problems from new construction, developers of new commercial and
industrial businesses in the NED and the TED should consult with
the city Solid Waste Division of the Department of Public Works.

Law Enforcement

Impacts. The impacts of the program on police services are
considered less than significant. New commercial and industrial
development in the NED and TED could increase police service
calls in the area. Architectural design and specific security
measures can deter crime. It is therefore recommended that the
city Police Department be contacted during initial project
stages to review design plans.



Mitigation Measures

Consult With the City Police Department During
Preliminary Project and Design Stages. To reduce design and
security problems that encourage crime, developers of new com-
mercial and industrial business' in the NED and the TED should
consult with the city Police Department during initial project
stages.,

Fire Protection

Impacts. New commercial and industrial development in the
NED and the TED would increase fire department service calls in
the area. As growth occurs, poor access to the TED would become
a serious barrier to effective and timely fire fighting and
emergency response. To reduce this significant impact to a
less~than-significant 1level, access should be provided from
northbound Highway 160 to eastbound Richards Boulevard (by
providing left turn capability) and Station 14 should be relo-
cated to a new site, centrally located within the TED.

Mitigation Measures

The city Fire Department has requested the following
improvements:

Improve Access From Highway 160 to Richards Boulevard.
To reduce access problems from northbound Highway 160 to west-
bound Richards Boulevard, the city should provide an interchange
at the intersection of Highway 160 and Richards Boulevard.
Funding for the interchange could be provided through a State of
California/City of Sacramento joint effort. The city portion of
the necessary funds could come from a fee program that would add
an extra tax to businesses who would benefit from the improve-
ment (Bloodgood pers. comm.).

Relocate Sacramento Fire Station #14 to a Central
Location Within the Designated TED Area. To 1mprove emergency
access to the TED area, the city should relocate Fire Stateion
#14 (currently located at 1391 North C Street) to a centralized
location. A new/relocated station could be funded from ‘one of
the following sources (Bloodgood pers. comm.):

" o The city General Fund.

o Assessment District Funding - The city sells bonds to
finance the project. Those who would benefit from the
project would pay additional taxes to cover costs.

o Facilities Benefit Assessment Funding - Industrial and

Commercial developers are assessed a fee as new develop-
ment occurs.

10



Gas Service

Impacts. New commercial and industrial development would
increase the use of natural gas service in the area. PGandE has
available supplies of natural gas to meet the needed increase in
demand. The impact of of the project on natural gas service is
considered less than significant.. Developers could be required
to pay a portion of gas line extensions or expansions. PGandE
would consider the need for extensions and expansions during the
normal review process.

Mitigation Measures. No mitigation is required.

Electrical Service

Impacts. New commercial and industrial development in the
NED and the TED would increase the use of electricity in the
area. SMUD estimates, however, that full buildout in the TED
and the NED could substantially increase the electrical demand
for the area. SMUD has anticipated growth in the downtown area,
particularly in the TED, and would be able to meet the increase
in demand. The impact of the project on electrical service is
considered significant. To reduce to a less-than-significant
level, the developers should coordinate with SMUD during the
planning, development, and completion of their projects and
incorporate conservation and load management measures into their
projects.

Mitigation Measures.

Coordinate with SMUD During All Project Phases. The
developers/builders should consult with the SMUD Distribution
Planning Department through the planning, development, and
completion of their projects. This contact is needed to iden-
tify the necessary easements to provide service for the
projects.

Incorporate Conservation and Load Management Measures
into Project Site Design. The developers/builders should coor-
dinate with SMUD to ensure that conservation and load management
measures are implemented to the maximum extent feasible.

Transportation and Circulation

ImEacts

Under cumulative buildout conditions, with or without the
project, several major surface streets, including J, L, 12th and
16th Streets, and Richards Boulevard would experience signifi-
cant adverse traffic impacts. In addition to these streets,
several other downtown streets and intersections are also ex-

11 -
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pected to experience severe congestion during peak hours due to
factors unique to the area. The high volume of pedestrian
traffic, on-street parking, high bus volumes, and the occurrence
of double parking in the Central City area contribute greatly to
an additional deterioration of LOS beyond that calculated based
on traffic volume alone. The high percentage of truck traffic
in the Richards Boulevard area similarly contributes to deterio-
ration of LOS beyond that based solely on traffic volume. The
programmed improvements to Richards Boulevard substantially
reduce V/C ratios along Richards Boulevard under existing con-
ditions traffic volumes. However, under future year conditions,
the increased capacity provided by the improvements is offset by
the projected substantial increase in traffic volumes in the
Richards Boulevard area. The elimination of on-street parking
would improve LOS in the Central City area. However, this may
be unacceptable to merchants and workers. 1In general, signifi-
cant adverse impacts cannot be mitigated to a 1less-than-
significant level without displacing existing development.

The largest increase in traffic volumes due to the proposed
program is a 5 percent increase on Richards Boulevard. The
largest decrease in traffic volumes is a 6 percent decrease on I
Street between 21st and 29th Streets.

Under cumulative buildout conditions, with or without the
project, freeways in the area are also projected to experience
significant adverse traffic impacts. B-80 and I-5 would experi-
ence LOS F, with traffic volumes on B-80 reaching levels as high
as those currently recorded in the San Francisco and Los Angeles
regions. These volumes would cause congestion throughout the
day and result in peak hour conditions of up to three or more
hours. Given Caltrans' policy of limiting freeway widths in the
Sacramento area to eight lanes, mitigation is not available to
reduce these impacts to a less-than-significant level.

The proposed program is projected to result in a 1 to 3
percent decrease in traffic volumes on all the freeways
radiating out from the program area.

The proposed program is considered to have a
less-than-signficiant impact on the public transit system.

Mitigation Measures

No mitigation measures are available that would reduce
projected cumulative impacts on streets, with or without the
project, to a less-than-significant level without displacing
existing development and on-street parking.

No mitigation measures are available that would reduce
cumulative impacts on the freeway system, with or without the
project, to a less-than-significant level due to the lack of
available right-of-way and ex1st1ng Caltrans policy llmltlng
freeway widths in the Sacramento region to eight lanes.

12
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The following mitigation measures are recommended in the
SGPU Draft EIR.

Transportation System Management Measures. The following
transportation system management (TSM) measures would not reduce
traffic impacts to a less-than-significant level. However, by
encouraging use of public transit, LRT, ridesharing and other
forms of TSM, the measures would generally result in an
improvement 1in the operation of the regional transportation
system. -

o Establish Funding Mechanisms to Finance Transit Expan-
sion. RT, County of Sacramento, and City of Sacramento
staffs should evaluate funding mechanisms, such as
assessment districts, to fund future expansion of the
transit system.

o Enforce the City's TSM Ordinance. The adopted city TSM
Ordinance should be promoted and enforced. The goal of
the ordinance is a fifteen percent reduction in peak
hour vehicle trips.

Proposed Major Roadway Improvements. Two major roadway
improvements that would affect the transportation system in the
area are the Richards Boulevard Extension and the Truxel Road
Bridge. Both of these facilities have been proposed to allevi-
ate existing and projected traffic congestion that would occur
with or without the proposed program. Both of these facilities
need additional study to determine their feasibility, effective-
ness, and environmental impacts. These two facilities are
briefly described below.

o Richards Boulevard Extension. The Richards Boulevard
Extension 1s a proposed facility that would 1link
Richards Boulevard interchange with B-80 between the E
Street ramps and the American River Bridge, and improve-
ments to the SR 160 interchange at Richards Boulevard.
An EIR is scheduled to be prepared on this facility in
the near future. The Richards Boulevard extension could
also provide a less circuitous route between portions of
the East Sacramento, Arden-Arcade, North Natomas, South
Natomas, and North Sacramento community plan areas.

While the Connector would improve traffic operations on
B-80, crosstown surface streets, and the downtown B-80
ramp system, concern exists regarding the safe design of
an interchange between E Street and the American River
Bridge, given potential weaving problems and the
existing substandard design of B-80 within that
corridor. :

o Truxel Road Bridge. The North Natomas Community Plan
EIR and the adopted North Natomas Community Plan have
identified a Truxel Road Bridge as a potential

13
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improvement to alleviate traffic on I-5 crossing the
American River. This facility would extend Truxel Road
across the American River into the Richards Boulevard
area, where it would potentially connect with North 5th
or North 7th streets. It would then require an
additional bridge crossing the Southern Pacific Railroad
yard and would merge as one-way couplets with 7th and
8th streets in the downtown area. The North Natomas
Community Plan EIR analyzed this improvement and
.concluded that it could be effective in reducing traffic
volumes on I-5 to a less-than-significant level (based
on Caltrans criteria, LOS D). This facility, however,

. would be extremely costly and disruptive to existing
land uses. The City of Sacramento is currently planning
a study to determine the feasibility of the Truxel Road
Bridge. :

Air Quality

Imgacts

Under cumulative buildout conditions, with or without the
project, emissions would have significant unavoidable regional
ozone impacts. Emissions associated only with the proposed
program area would have less-than-significant regional ozone
impacts.

Under cumulative buildout conditions, with or without the
project, localized carbon monoxide problems are considered a
significant unavoidable impact. Emissions associated with only
the proposed program are would also have a significant
unavoidable impact at one intersection.

Mitigation Measures

The City of Sacramento has adopted several measures as part
of the. regional air quality management plan including: city
trip reduction ordinances, trip reduction education programs,
the city in-lieu parking ordinances, residential preferential
parking permit programs, parking management programs, city
employee transit pass subsidy programs, bicycle facilities
programs, roadway and intersection improvement programs,
redevelopment programs, infill incentives, and residential
density increases. Planned and recommended roadway improvements
could also reduce impacts on regional ozone.

No mitigation is available to reduce localized carbon

monoxide levels at the one intersection to a
less-than-significant level without displacing existing
development. ‘

14
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Hazardous Materials

ImEacts

Designation of the program area as an Enterprise Zone would
not have any impacts on hazardous materials, however there are
several identified toxic waste sites in the study area. Land
use designation and zoning changes are not proposed as part of
this project, however growth stimulated by the program could
encourage businesses to request such changes. These changes
would be subject to a separate environmental review, therefore
impacts are considered less than significant.

Mitigation Measures

No mitigation is required.

Cumulative Impacts

Cumulative traffic and air quality impacts would be
significant and unavoidable.
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ENVIRONMENTAL SETTING

The program area covers most of the western two-thirds of
the Central City and the entire Richards Boulevard industrial
area in the City of Sacramento.

The HDUA covers all of the TED, most of the NED, and also
includes a large residential area south of Broadway and west of
Richards Boulevard which contains a large number of federally
subsidized housing units. A large mixture of housing types
exists in the Central City, with many Victorians predating 1900
and several new condominium developments. Many of the older
housing units are substandard, some housing is federally sub-
sidized, and other living quarters consist of single-occupancy
hotel rooms. The Richards Boulevard area contains very few
housing units; those are federally subsidized or severely
substandard.

Development within the industrial portion of the program
area, designated as the TED area, is relatively old with a few
new light industrial and commercial establishments. Although
curbs, gutters, sidewalks, and street lights are in place for
the newer developments, these amenities and landscaping are
lacking along most of Richards Boulevard and the older portion
of the area.

Downtown Sacramento, designated as the NED area, contains a
mixture of commercial, industrial, and residential land uses.
This area has been earmarked by the city for the highest priori-
ty in stimulating business development. Revitalization strat-
egies for the downtown area include: extension of Light Rail
Transit (LRT), incentives for hotel development, commercial
building rehabilitation, introduction of new housing stock,
waterfront development along the Sacramento River and expansions

- of the convention center, city library, and Crocker Art Museum.
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PROJECT DESCRIPTION

Project Location

The Downtown/Richards Boulevard Enterprise Zone project
area 1s located in the central city area of the City of
Sacramento (see Figure A). The application area has one desig-
nated industrial area and one designated commercial area. The
industrial area includes the Richards Boulevard and 16th
Street/C Street industrial corridors (see Figure B). The bound-
aries of the industrial area follow the natural divisions of the
American and Sacramento Rivers on the west and north, and the
Southern Pacific Railroad yards on the south to 20th Street and
Interstate 5-on the east.

The commercial area includes the Central Business District
(CBD) and 0l1ld Sacramento. The boundaries of the commercial area
basically follow the designated downtown commercial core for the
Redevelopment Area approved in 1984. This designation was based
on the Sanger Report, Downtown Sacramento: Redevelopment Strat-
egy, Plan, and Action Program, 1984-1991.

The Department of Commerce has identified a portion of the
project area as a High Density Unemployment Area (HDUA), meaning
a primarily residential economically distressed area. The
identification of the HDUA was based on poverty, median income,
and unemployment figures. The HDUA includes all of the indus-
trial area, most of the commercial area, and a portion of the
central city area south of Broadway and west of Riverside Boule-
vard.

Project Objectives

The project consists of a proposal to designate the project
area as an Enterprise Zone (Z2one). The industrial area would be
designated as a Targeted Economic Development (TED) area and the
commercial area would be designated as a Neighborhood Economic
Development (NED) area. These designations would qualify the
project area for benefits under the provisions of the Employment
and Economic Incentive Act of 1984 (Assembly Bill 514). The
definitions for a TED, NED, and a HDUA are found later in this
section.

The project objectives are to obtain designation as an
Enterprise Zone to encourage business growth in the proposed TED
and NED which would provide employment opportunities for resi-

dents in the HDUA, thereby improving the economic health of the
area.
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Buildout Conditions

This Environmental Impact Report (EIR) assesses the impacts
of buildout of the project area in accordance with the current
land use and zoning designations of the City of Sacramento. The
assumptions used in this EIR are consistent with those currently
being used by the city in their Sacramento General Plan Update
(SGPU) Draft EIR. Projections of future development are pre-
mised on the following two assumptions:

o retention of existing land uses; and

o development of vacant city lands at "expected" densities
within the allowable range of each designated land use.
The expected densities were developed by city planning
staff based on existing densities.

The SGPU Draft EIR contains information about the various
community plan areas in the city, including estimated existing
(1985) square footage of employment-generating uses and esti-
mated existing (1985) employment. The following information
about the TED and NED areas has been summarized from that data.

In 1985, the TED area included approximately 5,128,293
square feet (sf) of employment-generating uses, primarily heavy
commercial warehouse (see Table 1). Existing building space
which was vacant and vacant lands anticipated to develop account
for an additional 1,494,044 sf. Existing occupied building
space in the NED area included approximately 9,409,349 sf of
primarily regional office and public office space with an addi-
tional 1,089,106 sf of space anticipated to develop.

Utilization of the existing vacant building space and
development of vacant lands in the TED area is estimated to
generate approximately 2,803 employees (see Table 2). Approxi-
mately 3,498 additional employees could be expected in the NED
area.

The SHRA has also estimated development potential in the
application area (see Table 3). Their analysis of vacant sites
and development potential in the TED area (1,391,000 sf and
2,782 employees) is very similar to the SGPU Draft EIR estimates
(1,494,044 sf and 2,803 employees). Differences in the NED area
are much greater. The SHRA estimates a development potential
for 6,750,000 sf and 31,250 employees; the SGPU Draft EIR
estimates a potential for 1,089,106 sf and 3,498 employees. The
larger development potential estimated by the SHRA may be
possible given that there are many properties in the application
area which are developed to a lesser intensity than permitted
under existing zoning. If and when these ©parcels are
redeveloped, it is likely that a more intensified development,
permissible under current zoning, would occur.
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Table 1. Existing and Potential Square Footage of
' » BErployment-Generating Uses
' TED Area NED Area
Existing Existing
l ‘ Occupied Occupied
Building Total Building Total
Space Vacant Space Vacant
Cammunity/Neighborhood
I Camercial 405,355 45,039 741,533 98,053
Regional Cammercial 0 0 918,000 102,000
' Cammuni ty/Neighborhood
Office 270,237 30,026 494,356 65,368
' Regional Office 0 0 3,039,797 697,845
Public Office 0 0 3,822,900 0
' Heavy Cammercial
Warehouse 4,452,701 1,418,979 392,763 125,840
l ~ Industrial 0 0 0 0
' Industrial-Employee
I Intensive 0 0 0 0
l TOTAL 5,128,293 1,494,044 9,409,349 1,089,106
' Source: SGPU Draft EIR which is based on city land usel invento
Planning Division staff (pers. camn.). Ty (1985) and
' : Notes: Total vacant includes existing buildin i ;
potential development on vacant lands. g space which is vacant, and
. 23
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Table 2. Existing and Potential Employment

TED Area NED Area
Total : Total
Potential Potential
Existing Additional Existing Additional

Employment Employment  Employment Employment

Cammunity/Neighborhood : '

Cammercial 1,351 120 . 2,472 . 272
Regional Cammercial 0 0 : 3,060 272
Cammuni ty/Neighborhood

Office 901 80 1,648 181
Regional Office 0 0 12,110 . 2,542
Public Office 0 0 19,119 0
Heavy Cammercial

Warehcuse 8,907 2,603 786 231
Industrial 0 0 0 0
Industrial-Employee

Intensive 0 0 0 0

TOTAL 11,159 2,803 39,195 3,498

Source: SGPU Draft EIR.

Notes: Assumed vacancy rate of 0 percent for public office uses and 2 per-
cent for all other uses. Total potential additional employment
includes potential employment in existing structures under full
occupancy and potential employment in future structures on current-
ly vacant lands.
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Table 3. Sacramento Housing and Redevelopment Agency
Estimates of Development Potential in the Application Area

TED Area NED Area

Acres Sq ft Employees Acres Sq ft Employees

Vacant industrial buildings —_ 500,000 1,000 — — —
Vacant commercial buildings — — _— —- 1,500,000 " 5,000°
Vacant improved sites 81 891,000 1,782 5 250,000% 1,250

Vacant unimproved sites 0 — -_— 0, : - ' -—

Estimated capacity® — _— — -— 5,000,000 25,000

N TOTAL 81 1,391,000 2,782 5 6,750,000 31,250

Source: City of Sacramento report: Application for Designation of the Downtown/Richards Boulevard Area as an
Enterprise Zone (1986).

@ Based on 500 square feet per industrial employee.

b Based on 300 square feet per cammercial employee.
€ Based on 11,000 square feet per acre and 500 square feet per industrial employee.
d Based on 50,000 square feet per acre and 200 square feet per office employee.

€ Estimated capacity of 3-5 million square feet of additional office development at 200 square feet per office
employee, based only on the redevelopment of sites of very low intensity uses.




Land use designation and zoning changes are not proposed as
part of this project. If the project is successful, however,
growth within the limitations of the existing zoning may occur
in the project area.

Descriptions of the Project Areas

Targeted Economic Development Area

The Richards Boulevard industrial area would be designated
a TED Area. A TED is characterized primarily by industrial or
other mixed uses and must be within a reasonable commuting
distance of a HDUA. The TED contains approximately 1,200 acres
of land, most of which is wunderutilized and designated for
reuse. About 81 acres of land in the industrial area are va-
cant. The industrial area is located within 1 mile of the major
residential areas in the project area.

The following information about the TED has been excerpted
from the City of Sacramento report: Application for Designation
of the Downtown/Richards Boulevard Area as an Enterprise Zone
(1986) .

The Richards Boulevard area is an important industrial/-
warehousing area. Industrial firms located in the Richards
Boulevard area are primarily involved in food processing, ware-
housing and distribution, and transportation.

Based on data obtained from published materials, surveys,
and interviews with area economic development officials, the
following businesses that employ 100 or more employees have been
identified:
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Number of
Business Employees
Cal Central Press, Inc. 200
California Almond Growers
Exchange (Peak) 2,500/3,000%
T. H. Richards Processing Co. 1,200a(seasonal)
Crystal Cream and Butter Company 475
Del Monte Corporation 100
Foremost-McKesson Foods Group 120
Meredith Fish Company 150
Setzer Forest Products . 125
Southern Pacific Railroad 500a
Wemco 225
NVE, Inc., aka Neilsen Vasco & Earl a
(commercial contractor) : 400 (Peak)a
Sierra Fruit Company 1,320 (Peak)

8 The Business Journal Top 25 Lists 1986.

Statewide, the food processing industry has suffered seri-
ous declines in recent years due to competition from frozen food
products, and outdated plants and equipment. Important food
processors located in the Richards Boulevard area, such as
Sacramento Foods Brand Company and Continental Can Company, have
closed due to hardships felt industrywide.

The many Enterprise Zone tax credits and deductions avail-.
able through Enterprise Zone. designation would be an important
tool in attracting new companies to the area and redirecting the
industrial mix, especially the ability to expense 40 percent of
the cost of new plant and equipment purchases. New companies,
as well as older firms who are upgrading their operations, would

- benefit from the sales tax credit on new equipment purchases and

the other tax credits and deductions.

Neighborhood Economic Development Area

The commercial area would be designated a NED Area. A NED
is characterized primarily by commercial uses and is located
within an HDUA. The commercial area contains approximately 480
acres, includes 0ld Sacramento and the CBD, and is located
within the HDUA. Most of the employment in the NED is either
office jobs or retail sales jobs. Based on data in the Applica-
tion for Designation of the Downtown/Richards Boulevard Area as
an Enterprise Zone (Sacramento 1986) some of the larger employ-
ers are:
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Number of

Business Employees
The Spink Corporation
(engineering firm) 140%
Bank of America 200
Macy's Department Store 100
Weinstock's Department Store _ 100
McDonough, Holland and Allen,

Attorneys at Law 128a
Capitol Plaza Holiday Inn 260
Sacramento Union 3252
Price Waterhouse & Company

(accounting firm) 113°
John F. Otto, Inc. (commercial

contractor) IOOa(Peak)
Clarion Hotel 160

& The Business Journal Top 25 Lists 1986.

The following information about the NED has been excerpted
from the City of Sacramento report: Application for Designation
of the Downtown/Richards Boulevard Area as an Enterprise Zone
(1986) .

Office Sector. Tenants in the CBD are typically profes-
sionals: accounting firms, attorneys, financial institutions..
In addition, a great deal of office space is used to house the
local municipal and state government operations. These, 1in
turn, attract a variety of related businesses, such as lobby-
ists, consultants, and analysts. In addition, numerous state-
wide and local professional and trade associations have head-
quarter offices in proximity to the State Capitol.

The Sanger report Downtown Sacramento Redevelopment Plan
Update (Appendices A and C, 1983), estimated that by the end of
1984 there would be a high concentration of office space in the
downtown area, with approximately 10.8 million square feet.
Since there is currently a 13.6 percent office vacancy rate in
downtown Sacramento (Coldwell Banker Commercial Real Estate
Services, August 1986), there is 9,300,000 feet of occupied
space.

Allowing 200 square feet per office employee, there are
approximately 46,000 existing office jobs. The anticipated in-
crease in office employment is expected to be approximately
22,800 from 1980-1990 (Sanger 1983) or about 2,000 jobs per
year.

Retail Sector. The CBD 1is the traditional business and
local government center of the region and was formally the
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dominant retail center. The downtown commercial retail market
has suffered continual declines as evidenced by the fact that
during the 1970s, retail sales increased only by 49 percent in
this area, compared to a countywide increase of 168 percent,
according to the State Equalization Board data. In addition,
the commercial core of downtown (the K Street Mall area) has
experienced a net loss of over 400,000 square feet of retail
space since 1975 and currently captures, according to the Down-
town Redevelopment Plan Update (Sanger 1983), only 30 to 35
percent of retail potential in the central city market area.

High Density Unemployment Area

The HDUA encompasses all of the TED and most of the NED.
The TED Area contains very few housing units; those units that
do exist are federally subsidized or severely substandard. The
area south of Broadway and west of Riverside Boulevard also
contains a number of federally subsidized housing units. Hous-
ing types in the remainder of the HDUA vary from many Victorians
predating 1900 to several new condominium developments. Many of
the older housing units are substandard, some housing is
federally subsidized, and other 1living quarters consist of
single hotel rooms.

There are several 1indications that HDUA residents are
employed by downtown businesses. First of all, almost 32 per-
cent are employed either in retail/wholesale trade or in ser-
vices (1980 census). Also residents travel a relatively short
distance to work -- the 1980 census showed the mean travel time
to work ranged from 7.9 minutes to 24.3 minutes -- indicating
that the majority of the residents work at the closest employ-
ment center, which is downtown (Sacramento Housing and
Redevelopment Agency 1986).

However, even through the jobs are accessible to residents,
the very high unemployment rate of 17.1 percent (1980 census),
when the citywide rate was 10.3 percent, indicates there are
serious obstacles to unemployment for HDUA residents. This also
indicates that there is a large pool or semi-skilled workers who
are unable to find work and need additional training and other
support services before they can be employed in the Enterprise
Zone labor market (Sacramento Housing and Redevelopment Agency
1986) .

The California Enterprise Zone Program

The California Enterprise Zone Act was signed into law on
March 20, 1984. The bill established a mechanism to stimulate
private investment and business growth in distressed areas of
California by providing tax and other incentives, and relaxing
regulatory controls in approved enterprise zones.
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The City of Sacramento applied to the California Department
of Commerce in September 1986 to establish the Downtown/Richards
Boulevard area as an Enterprise Zone. In their application, the

city:

established the boundaries for the Enterprise Zone;
presented background information on the HDUA;

presented background information about the project
areas;

identified development constraints;
identified current programs, resources, and incentives;

identified proposed programs, resources, and incentives;
and

included an Initial Study which identified issues of
concern.

Definitions of HDUA, Qualified Business, NED, and TED

Chapter 12.9 of the Government Code, Employment and Econom-
ic Incentive Act, contains definitions for a HDUA, a qualified
business, a NED, and a TED as follows: :

HDUA

"Section 7082(d)

(@)
(1)

(R)

(B)

()

(D)
(2)

(A)

'High density unemployment area' means any of the following:

A metropolitan statistical area or nonmetropolitan statistical area within this state
as identified by the Department of Commerce, which contains at least 4,000 people (in
the case of a metropolitan statistical area) or at least 2,500 people (in the case of
a nonmetropolitan statistical area) in a cluster of block groups, each of which meets
the following criteria according to the most recent available decennial census infor-
mation:

The average unemployment rate for the block group for the most recent 12-month period
was at least one and one-half times the average national rate of unemployment for that
12-month pericd.

The average poverty rate for the block group for the most recent 12-month period was
at least one and one-half times the average national poverty rate for that 12-month
period.

At least 70 percent of the household earnings for the block group for the most recent
12-month period was a maximum of 80 percent of the average state household earnings
for that 12-month period.

Excludes nondistressed areas.

If an area does not meet the criteria of a high density unemployment area specified
above, an applicant may petition to the department for the designation based upon
compliance with one or more of the following:

A special census is conducted and approved by the population research unit of the
Department of Finance which demonstrates compliance with paragraph (1).
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(B)

(C)

(D}

(E)

(3)

The applicant's jurisdiction has experienced a major economté dislocation résulting
from plant closure or closure of a federal installation within the last 12 months
prior to the application.

The applicant's jurisdiction contains a specifically defined geographic area that
meets the eligibility criteria for pockets of poverty under the United States Depart-
ment of Housing and Urban Development's Urban Development Action Grant (UDAG) program
as described in 24 Code of Federal Regulations (CFR) Part 570, Sections 570.466(a) (2)
and (a)(3), and as periodically updated.

A block group meets substantially similar criteria measuring economic distress as that
measured in paragraph (1). Each census block shall meet the "substantially similar"
criteria.

The area consists of the entire geographic area of a community. Area boundaries shall
be synonymous with the boundaries of the community. As used in this subparagraph,
"community" means a subdivision of a city or county (not including a city), including
a neighborhood or suburb which has distinct boundaries, is recognized as a community
by the individuals residing and working within the community, and has existed prior to
the program planning process. Documentation demonstrating that the area meets the
definition of "community" may include a map prepared for purposes other than the
program, which lists both the name and boundaries of the community. The area shall
meet the following criteria: ’

(i) Complies with the above definition of "community.”

(1i1) A minimum of 51 percent of the geographic area or population of the area meets
the criteria of subparagraphs (A), (B), and (C) of the paragraph (1), and the remain-
der of the area has substantially similar economic distress.

A petition for designation of a high density unemployment area received by the depart-

ment after April 1, 1985, shall be reviewed by the department pursuant to the criteria
specified in paragraph (2).

QUALIFIED BUSINESS

"Section 7082(h)

(h)

(1)

(2)
(A)

(B)

(C)

‘Qualified business' means any person, corporation, or other entity which is certified
by the department as meeting paragraphs (1) and (2).

During the period of designation, the entity is engaged in the active conduct of a
trade or business within the program area. '

Meets any of the following requirements:

Has an average of at least 50 percent of its employees who are residents of a high
density unemployment area.

Has an average of at least 30 percent of its employees who are residents of a high
density unemployment area, and has set up a community service program or programs
approved by the local government entity and the community advisory council in which
the program area is located.

Is a business at least 30 percent owned and operated by a resident or residents of a
high density unemployment area. For purposes of this subparagraph, "owned and oper-
ated" means that the resident or residents of a high density unemployment area who are
owners of the business are responsible for at least 30 percent of the work performed
by the business and share in at least 30 percent of the ownership, control, management
responsibility, risks, and profits of the business.

For purposes of this subdivision, "a high density unemployment area" means the high
density unemployment area contained in the applicant's final application to the de-
partment if the population of that high density unemployment area is in excess of
150,000.

A business entity shall be certified prior to obtaining any benefits of a qualified

business, and shall be recertified no less than every three years, as determined by
the department. The dQepartment shall periodically audit qualified businesses for
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(3)

"Section

(o)

(1)

(2)
(3)
(4)

(5)

"Section

{p)

(1)
(2)
(3)

compliance with this section, and decertify any business found not in compliance.
Priority shall be given to auditing qualified businesses within 18 months of the
original certification of a business. A business may appeal to the director of the
department a decision to deny certification or recertification or a decision to decer-
tify, within 30 days of the decision.

Financial institutions shall not be qualified businesses. A business shall not be a
qualified business if it abandons operations elsewhere in the state or relocates
existing operations within the state, unless the business obtains written approval of
its relocation from the appropriate office of the city or county it is moving from.

A person, corporation, or other entity shall not be a qualified business if the busi-
ness uses a residential structure in a high density unemployment area for a nonres-
idential use, unless the structure has been unoccupied for at least one year prior to
designation of the program area.

7082 (o)

"Neighborhood economic development area” means an area which meets all of the fol-
lowing criteria:

It shall be located entirely within or contiguous to the high density unemployment
area contained in the application for designation.

It shall be zoned primarily commercial.
Its boundary shall be continuous.

It shall be of sufficient size to sustain a diverse mix of commercial businesses and
its size and location shall be appropriate to reducing the economic distress within
the high density unemployment area.

At least a part of its area shall be within the territorial jurisdiction of the appli-
cant. If an area for which designation is sought encompasses the territorial juris-
diction of two or more local governmental entities, all of those entities shall be a
party to the application for designation, except that any one or more of those en-
tities by resolution or ordinance may specify that it shall not participate in the
application as an applicant, but shall agree to complete all actions stated within the
application which apply to its jurisdiction, if the area is designated.

No residential structure may be used for nonresidential use unless the structure has
been unoccupied for at least one year prior to designation as a program area, or
unless comparable replacement housing is provided for all persons displaced in accor-
dance with Section 33413 of the Health and Safety Code. No person shall be displaced
under this section unless relocation assistance is provided pursuant to Section 33415
of the Health and Safety Code.

An agricultural area shall not be designated as a neighborhood economic development
area,

TED

7082(p)

'Targeted economic development area' means an area which meets all of the following
criteria:

Its boundary shall be continuous.
It shall be zoned primarily industrial or other mixed business uses.
It shall be of sufficient size to sustain a diverse mix of businesses and its size and

location shall be appropriate to reducing the economic distress within the high den-
sity unemployment area.
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(4)

At least a part of its area shall be within the territorial jurisdiction of the appli-
cant. I1f an area for which designation is sought encompasses the territorial juris-
diction of two or more local governmental entities, all of those entities shall be a
party to the application for designation, except that any one or more of those en-
tities by resolution or ordinance may specify that it shall not participate in the
application as an applicant, but shall agree to complete all action stated within the
application which apply to its jurisdiction, if the area is designated.

The area may be, but is not required to be, within a high density unemployment area.
However, if the area is outside a high density unemployment area, it shall be within
reasonable commuting distance of the high density unemployment area which is contained
in the application for designation. If the area is outside a high density unemploy-
ment area, the applicant jurisdiction in which the area is located, in making its
application, shall secure the endorsement of its application from at least one city or
county which has jurisdiction within the high density unemployment area and is in
close geographic proximity to the high density unemployment area.

The area may include vacant or sparsely developed parcels of land or abandoned facil-
ities.

No residential structure may be used for nonresidential use unless the structure has
been unoccupied for at least one year prior to designation as a program area, or
unless comparable replacement housing is provided for all persons displaced in accor-
dance with Section 33413 of the Health and Safety Code. No person shall be displaced
under this section unless relocation assistance is provided pursuant to Section 33415
of the Health and Safety Code.

An agricultural area shall not be designated as a targeted economic development area."

State Incentives

Specific state incentives available to qualified businesses
in the TED and NED should designation occur include:

State Tax Incentives

1. Sales and Use Tax Credit

A qualified business can reduce net tax by the amount
of sales or use tax paid on. certain machinery and
machinery parts purchased for use exclusively in a
program area. In any year, individuals may claim a
credit equal to the sales or use tax paid or incurred
on the first $1 million of equipment; corporations may
claim a credit equal to the tax paid or incurred on the
first $20 million.

To qualify for the special credit, the machinery or
parts must be used to:

o manufacture, process, combine or otherwise fabri-
cate a product; or

o produce renewable energy resources; or
+

o control air or water pollution.

The following conditions apply when claiming this tax
credit:
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o the machtnery and equipment must be used exclusive-
ly within the boundaries of a program area;

o the amount of credit, in any single year, is limit-
ed to the tax that would be due if the income
related to business activity in the program area
represented all of your net income; the remaining
credit may be claimed in future years by applying
it to tax due only on program area income;

o} you may not also claim a business expense deduction
for the same sales or use tax paid; and

e} if you purchase out-of-state equipment and claim
the special credit for the use tax you paid, the
credit will be allowed only if equipment of a
comparable quality and price was not available for
purchase in California when it was needed.

Credit for Hiring the Unemployed

A special tax credit, equal to a portion of the wages
paid to one or more qualified employees, may be claimed
by a qualified program area business.

For the purpose of claiming this credit, a qualified
employee is someone who is a resident of a high density
unemployment area and has been unemployed at least
three months.

For the purpose of claiming the Credit for Hiring the
Unemployed, a business must meet the requirements for
certifications indicated earlier based on its hiring
record during the 12-month period immediately preceding
the application for certification with the California
Department of Commerce.

Up to 12 percent of the wages paid to a qualified
employee may be claimed as a credit against the
company's tax liability. The credit is based on the
actual hourly wage paid or 150 percent of the minimum
hourly wage established by the Industrial Welfare
Commission, whichever is smaller. The minimum hourly
wage (as of August 1986) is $3.35; 150 percent of $3.35
is $5.02. Therefore, the maximum hourly wage on which
this credit may be based is $5.02.

The chart below shows the actual percentage of wages
paid which may be claimed as a credit:
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Period of Months Credit
Employment Unemployed (Percent)
l1st 12 months 3 months 5
1st 12 months 6 months 12
2nd 12 months 3 or more months 7

The following conditions apply to the program area
credit for hiring qualified employees:

o) the hiring of a qualified employee must take place
after the official certification of the qualified
business or within the 90 days prior to certifica-
tion as a qualified business by the Department of
Commerce;

o the credit cannot exceed the amount of tax that
would be due if the income related to business
activity in a program area was all of your net
income; and

o if the amount of the program area credit for
employing qualified persons is greater than the net
tax on program area income in any year, the excess
credit may be carried over to future years.

Note: If this credit is allowed for wages paid to a

. qualified employee who is terminated within 270 days
after the start of employment, an additional tax,
equal to the credit allowed, will be due on the return
filed for the year during which the employee was
terminated. The tax will be added unless the termi-
nation was:

o} voluntary on the part of the employee;

o caused by the employee becoming disabled;

o a response to employee misconduct;

o due td a substantial reduction in business; and

(o} carried out so that other qualified individuals

could be hired, creating an increase in the number
of qualified employees and hours of employment.
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Business Expense Deduction

. Part of the cost of certain property purchased for

exclusive wuse 1in a program area by a qualified
business may be deducted as a business expense in the
first year it is placed in .service.

The type of property which qualifies for this special
treatment is property used as an integral part of a
qualified business, including machinery and machinery
parts used in:

o manufacturing, processing, combining or otherwise
fabricating a product; or

o producing renewable energy resources; or
o controlling air or water pollution.

The maximum amount which can be deducted is the lesser
of 40 percent of the cost of the machinery or parts
or:

o $40,000 if the property is first put into use in a
tax year which ends within 24 months after the
program area is designated;

o $30,000 if the property is first put into use in a
tax year which ends between the 24th and 48th month
after the designation;

o $20,000 if the property is put into use in a tax
year which ends after the 48th month following
designation.

The election to treat the cost of qualified property
as a business expense must be made in the year the
property is first placed into service. However, this
election is not allowed if the property was:

o transferred between members of an affiliated group;
o acquired as a gift or inheritance;

o traded for other property;

o received from a personal or business relation as

defined in Section 267 of the Internal Revenue
Code.

Note that the program area business expense deduction
is claimed in 1lieu of regqular and additional first
year depreciation. Depreciation of property value
beyond the amount deducted may be claimed using any
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depreciation method normally permitted, beginning in
the tax vyear following the year the machinery is
placed in service.

Two conditions apply to the future tax treatment of
property if a portion of 1its purchase 1is deducted
under the terms of this special program area
provision:

o the basis (cost for depreciation purposes) of the
property must be reduced by the amount allowed as a
deduction; .and

o the full amount of the deduction must be included
in income if the property is no longer used in a
program area at any time during the two years after
the property was first placed in service.

Net Operating Loss Carryover

Net operating losses of a qualified business in a
program area may be carried over to future tax years to
reduce the amount of taxable income from the program
area for those years. The net operating loss (NOL)
carryover is determined by computing the business loss
which results strictly from business activity in a
program area.

The following limitations apply to the program area NOL
carryover:

o carryovers may extend for up to 15 years;

lo) financial institutions wusing bad debt reserve
methods may extend the carryover for only three
years;

o carryovers may not be applied to tax years prior to
the year in which the NOL occurred (no
"carrybacks"); and

o taxpayers who qualify for both a NOL in a program
area and a NOL as a "new small business" or from
the business of farming must make an irrevocable
election as to which NOL will be claimed.

Nontaxable Investments ‘

Interest earned on investments in a qualified business
located in a program area is free from California tax.
Investments which qualify for tax-free treatment
include business loans, mortgages and commitments of
venture capital. The full amount of interest, less
any allowable expenses incurred in making the
investment, may be deducted from taxable income if:
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o the investment 1is made in a qualified business
located solely within a program area;

o the money invested is used strictly for business
activities within a program area; and

o the 1investor has no equity or other ownership
interest in the trade or business.

State Program Incentives. As with the tax incentives

above, the following state program incentives are available
only to qualified businesses and are notwithstandaing any
existing law governing these programs:

1.

Lease of Land at a Price Below Fair Market Value.
State and local agencies are authorized to lease land
to qualified businesses at a price below fair market
value, provided that it serves a public purpose to
lease at below fair market value.

Loans and Loan Guarantees Which Give High Priority to
Qualified Businesses. High priority 1is given to
qualified businesses applying for state loans and loan
guarantees administered by the California Office of
Small Business.

State Assistance Fund for Energy. A high priority in
ranking loan applications by the State Assistance Fund
for Energy, California Business and Development
Corporation, shall be given to qualified businesses.

Industrial Development Bond Allocation. The Cali-
fornia Industrial . Development Financing Advisory
Commission shall authorize an annual maximum amount of
qualifying bonds of $75 million until December 31,
1987.

High Priority to Training Unemployed Individuals. The
Employment Development Department and the State
Department of Education would give high priority to
the training of unemployed individuals who reside in a
HDUA. ‘

Criminal Justice Programs. The Office of Criminal
Justice Planning would give high priority to program
areas in the allocation of its program resources.

State Contract Preference. Whenever the state
prepares an invitation for bid for a contract for
goods 1in excess of §$100,000, except a contract in
which the worksite is fixed by the provisions of the
contract, the state shall award a 5 percent preference
to California-based companies who certify under
penalty of perjury that no less than 50 percent of the
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labor required to perform the contract shall be
accomplished at a worksite or worksites located in an
HDUA. The amount of preference awarded would vary
depending upon the percentage of the contractor's
work force living within an HDUA.

Local Programs, Resources, and Incentives

The SHRA has compiled the following list of current
and proposed programs, resources, and incentives which
would be undertaken to implement the Economic Develop-
ment Plan for the Downtown/Richards Boulevard Enter-
prise Zone. '

Current Programs, Resources, and Incentives.

1.

2.

Job training and development programs.

Commercial financing. In June 1986, the SHRA initi-
ated three financial programs for targeted area busi-
nesses in the NED Area from 7th Street to 13th Street
between I Street and L Street. In April 1985, the
SHRA approved an allocation of $1.1 million in tax
increment funds for these programs:

o the Commercial Storefront Improvement Program
provides a rebate (in the form of a grant) for 50
percent of the storefront improvements up to a
maximum of $10,000 per storefront;

o the Commercial Rehabilitation Loan Program pro-
vides loans up to $200,000 at 9 percent inter-
est: for rehabilitation activities associated
with first floor retail space; and

o the Developers Assistance Fund provides assis-
tance in the previous two programs, including
free architectural design services for exterior
improvements and free loan packaging assistance.

Small Business Administration Certified Development
Corporation. In November 1985 the SHRA developed a
$100,000 contract with the Sacramento Metropolitan
Chamber of Commerce to operate a Small Business Admin-
istration (SBA) Certified Development Corporation
(CDC) capable of generating and processing the SBA 504
and 7a loans, improving access to commercial loan
markets, and assisting businesses in submitting loan
packages for the SHRA's commercial loan programs. An
allocation of $100,000 was approved for the CDC's
1986-87 operating budget and is expected to continue
at about this 1level, if Community Development Block
Grant (CDBG) funding is available. If Enterprise Zone
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designation is received, CDC staff will be directed to
give priority attention to the industrial area busi-
nesses in using SBA's financing programs.

Redevelopment Area Projects undertaken by the SHRA to
stimulate private involvement 1in the project area
include:

o convention hotel parking facility;

o 0ld Sacramento waterfront improvements;

o "The Docks" improvements;

o food court/galleria improvements;

o parking facility at 5th Street and L Street;

o) parking facility at H, L, and I Streets;

o} convention center expansion;

o Sequoia Hotel rehabilitation;

o housing/service facility for the homeless;

o market rate housing;

o) Saint Rose of Lima Park;

o Northeast Neighborhood office/mixed use devel-
opment;

o development of parcel D-1 parking garage;
o library expansion
o city plaza design and improvements;

o public infrastructure improvements along J
Street and K Street;

o urban design study;

o Richards Boulevard improvements;

o fire station improvements;

o sewer replacements;

o street }epairs/street lighting; and

o public transit improvements
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Privately funded construction projects in the applica-
tion area included approximately 2.8 million square
feet of office space planned, approved or under con-
struction by the end of 1984.

Computerized building permit process in the City of
Sacramento allows weekly reports showing the status of
each permit application.

Proposed Programs, Resources, and Incentives.

1.

Enterprise Zone Job Bank Proposal. The objectives of
the Job Bank would be:

o to target the unemployment problems of this most
distressed neighborhood in the Sacramento area by
using comprehensive referral to resources avail-
able countywide for job training and placement;

o to strengthen the 1link between Jjobs created by
Enterprise Zone businesses and the hiring of
downtown residents; and

o To make identification and hiring of competent,
motivated Downtown residents as easy as possible
for Zone businesses by using a one-stop
clearinghouse.

The activities wundertaken by the Job Bank would
include: extensive recruiting; screening of resi-
dents, including job counseling to determine training
needs, and referral to training programs; verifying
that residents are eligible under the Enterprise Zone
legislation; identifying the job skill needs of the
businesses and establishing training programs to fit
those needs; soliciting job orders; placing of resi-
dents; and providing follow-up of placements to
evaluate success.

No funding level has yet been allocated; however, a
complete program would require $100,000 per year.

Job Training Partnership Act Set-Asides. A special
set-aside of $50,000 in Job Training Partnership Act
(JTPA) on-the-job-training funds would be reserved for
TED and NED firms.

Enterprise Zone Coordinator. An Enterprise Zone
program coordinator would be available to promote and
administer the program. This person would be placed
at a level within the SHRA where he or she could
coordinate and implement the program incentives iden-
tified below. Estimated costs would be $50,000+ per

41



year, to be funded from city CDBG Economic Development
funds and Redevelopment Area Tax Increment funds.

The most important function of the Enterprise Zone
Coordinator would be to implement an administrative
structure that could effectively communicate the
potential cost savings of the program to businesses
and deliver appropriate assistance needed for compan-
ies to participate.

Small Business Administration Certified Development
Corporation. The SHRA's contract with the CDC (see
discussion earlier under Current Programs, Resources,
and Incentives) would be amended to request the CDC to
especially target. program area businesses for SBA
financing assistance.

Minority/Women's Business Enterprise. A Minority
Business Enterprise/Women's Business Enterprise
(MBE/WBE) Coordinator would be established within the
SHRA to provide increased opportunities for minority-
and women-owned firms to participate in local govern-
ment contracting opportunities. The coordinator would
be instructed to .concentrate outreach efforts in the
program area. Estimated annual program costs would be
$50,000+ to be funded from city and county CDBG.

Environmental Coordinator. The Environmental Coordi-
nator at the SHRA would assist TED/NED firms in meet-
ing the requirements of the environmental review
process. Under the "master" EIR process authorized
for the program, this assistance should virtually
eliminate delays due to the environmental review
process for TED/NED firms.

Crime Prevention. The city has developed a special
business crime prevention program which would be
available on a priority basis for extension to busi=-
nesses or business associations in the TED/NED area.
No additional funds would be needed. The program
components include:

o individualized security surveys to determine the
most cost-effective mix of security measures for
individual businesses (e.g., lighting, fencing,
alarms, etc.);

o armed robbery and violence prevention training;

o fraudulent documents identification/follow-up/
prevention;

o shoplifting prevention;
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10.

o prevention of employee-related theft; and
o techniques for personal safety for employees.

Technical Assistance for Industrial/Commercial Devel-
opment. According to local business assistance pro-
viders and business associations, the small businesses
in the downtown and Richards Boulevard areas have
general needs for assistance in the following areas:

o financial management;
o marketing information and assistance; and
o personnel management.

The Enterprise Zone Coordinator would act as a one-
stop referral source for business assistance. A Busi-
ness Resource Directory would be updated and distri-
buted to businesses located in the Downtown/Richards
Boulevard area within two months of final Enterprise
Zone designation.

If the area 1is designated as an Enterprise Zone,
programs to assist local Dbusinesses would also
include: centralized information and referral through
an Enterprise Zone hotline. From one telephone call,
a business could determine how to obtain technical and
managerial assistance, expedite ©permit processing,
find out about product information, reduce energy
costs, avoid layoffs and closures (if notified early
enough) and obtain employee referrals.

Enterprise 2Zone Community Advisory Committee. The
Enterprise Zone Coordinator would form an Enterprise
Zone Community Advisory Committee (CAC) with community
and business organizations for the Downtown/Richards
Boulevard Enterprise Zone. The CAC would help identi-
fy business problems and guide the implementation of
the Enterprise Zone. Among the organizations with
which the coordinator would work are the Sacramento
Downtown Business Association, Mayor's Downtown Task
Force, and Sacramento Heritage.

Program Evaluation. An important function of the Zone
Coordinator would be to keep accurate records on
TED/NED progress (e.g., permits issued, square footage
constructed, business licenses issued, persons hired,
demographic data, utilization of local incentives) and
to report to the state as well as the city on 2Zone
success or failure. An annual evaluation report would
be published for public information that would compare
business and construction as well as hiring activity
in the Zone to other areas in the city/county.
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11. Marketing the Enterprise Zone. A sample Enterprise

Zone brochure would be designed for the Downtown/
Richards Boulevard area. The brochure would be
inserted in Sacramento Area Commerce and Trade Organi-
zation (SACTO) printed material and direct mail dis-
tributions. More detailed handouts would be prepared
to follow the brochure.

Proposed Planning and Requlatory Programs.

1.

Tracking of Enterprise Zone Projects. Enterprise Zone
development projects would be identified by informa-
tion provided by the City Planning Division and Build-
ing Inspection Division 'to the Enterprise Zone
Coordinator. The following three main reports would
be received weekly: '

o business operations and new accounts report
(business license information);

o} commercial plancheck weekly activity report--
this 1s a computerized report that offers very
timely information on the status of applications
submitted for planning review, ~ environmental
clearance and/or building permits. The plancheck
system could be used to troubleshoot any problem
experienced by Enterprise Zone companies; and

o Planning Commission bimonthly agendas (this iden-
tifies any businesses in the Zone requesting a
zoning change).

These reports would allow the Enterprise Zone Coordi-
nator to identify which businesses are 1locating or
expanding in the Zone and to market the Enterprise
Zone program to them. Information on the Enterprise
Zone would be provided and assistance offered in
"trouble-shooting"” any problems the business is having
with the city.

Fee Reduction. For those firms which qualify for
Enterprise Zone certification and which are willing to
sign a participation agreement with respect to JTPA,
the city would pay permit-related expenditures in-
volved in constructing, rehabilitating, or expanding
businesses in the Zone area, as follows:

o building permits and plancheck fees;
o encroachment permit charges;
o zoning and land use-related fees charged by the

city, such as those for special permits,
variances, etc; and :
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o business license fees.

Funding of fee reimbursements would be continued
contingent upon the availability of CDBG funds.

Permit Expediting. A primary function of the Zone
Coordinator would be to assist TED/NED firms that are
certified under the Enterprise Zone requirements and
willing to sign a JTPA participation agreement or
which are otherwise willing to hire disadvantaged
persons, as defined in the legislation, with applying
for land use and building permits. The Coordinator
would thus serve as a permit expediter and "trouble
shooter" and would minimize problems and potential
delays for TED/NED firms.

Industrial Development Bond Fee Reduction. The city
and the county (in their joint role as administrators
for the Sacramento Industrial Development Bond Author-
ity) would waive, for participating TED/NED firms, all
fees and charges normally charged by the city or the
SHRA for assistance to businesses applying for Indus-
trial Development Bonds (IDBs). This would amount to
$20,000 to $30,000 per applicant. The city-county-
SHRA would also give first priority to Zone applicants
for IDB authority.
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ENVIRONMENTAL IMPACTS AND MITIGATION MEASURES

Land Use
Setting
The program area is located within the City of Sacramento
(refer to Figure B). The general area, which includes the TED,

NED, and HDUA, 1is bounded by the American River (north),
Business 80 and 21st Street (east), the W-X Freeway and River-
side Boulevard (south), and the Sacramento River (west). ‘

Historical and Existing Land Use Trends. As detailed in
the Project Description, the program area consists of one des-
ignated industrial area (TED) and one designated commercial area
(NED) .

TED. The TED area contains approximately 1,200 acres
of land, most of which is underutilized and designated for reuse
(see Project Description for further discussion). There are
approximately 500,000 sf of vacant industrial buildings and 81
acres (891,000 sf of vacant improved industrial sites (see
Table 1).

The Richards Boulevard Area 1is an important indus-

trial/warehousing area. The industrial area developed as a
traditional manufacturing district with transportation and -
warehousing activities. Industries typically found in the
Richards Boulevard area include food processing, manufacturing
and distribution, and warehousing (refer to the "Project

Description" for a 1list of existing large businesses 1located
within 'the TED). Although the area 1is still predominantly
manufacturing, the character has gradually changed. Many of the
larger food processing plants have closed, and the area 1is
suffering in image because several transient shelters are
located there. Further, other uses such as hotels and
restaurants and commercial uses have located upon the fringes
along Richards Boulevard and Interstate 5.

The TED area <consists primarily of heavy indus-
trial/warehouse uses and public/quasi public (transportation)
uses associated with the Southern Pacific Railroad (SPRR). -
Other uses in the TED include scattered vacant parcels, the Dos
Rios Housing Project, and Dos Rios Elementary School. The Dos
Rios Housing Project is located south of Richards Boulevard near
North 12th Street. It is a federally subsidized project, con-
sisting of 235 units, and is managed by the SHRA (Junk pers.
comm.). The school is located on Dos Rios Boulevard and con-
sists of nine permanent classrooms, one portable classroom, and
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had a 1986 enrollment of 213 students (Jones & Stokes Associ-
ates, Inc. 1987).

The SPRR facility, established in 1855, consists of approx-
imately 198 acres located just north of downtown Sacramento.
Immediately adjacent to the west is Interstate 5 and approxi-
mately one-half mile to the north is the American River. The
site, originally a river channel and then a slough, has been
filled in by SP over the years.

The facility is currently used as a locomotive maintenance

yard. The locomotives which are repaired and rebuilt at this
site have generated hazardous wastes (see "Hazardous Wastes"
section for further discussion of hazardous wastes). A waste

treatment system and a solid waste dump are also located on the
site. :

NED. The NED area contains approximately 480 acres of
commercial land (see "Project Description" for further discus-

sion) . There are approximately 1,500,000 sf of vacant com-
mercial buildings and five acres (250,000 sf) of vacant improved
commercial sites. The estimated capacity of the NED is

5,000,000 sq ft (see Table 1).

The NED contains the CBD and 0ld Sacramento (fefer to the
"Project Description" for a list of existing large businesses

located within the NED). The NED basically consists of an
office sector and retail sector. Tenants of the office sector
are typically professionals. 1In addition, much of the existing

office space is used to house city, county, state, and federal
agencies. Community/neighborhood commercial and office uses are
especially prominent along J, 19th, and 21st Streets and in 01ld
Sacramento. Regional commercial and office developments are
found on the K Street Mall.

Prior to 1970, the retail sector was the dominant retail

center of the city. The downtown commercial retail market,
however, has suffered a continual decline during the 1970s
(Sacramento City Housing and Redevelopment Agency 1986). Compe-

tition from suburban shopping centers, and the conversion of
retail uses into office space, has resulted in a loss of approx-
imately 400,000 sf of retail space since 1975 (Sacramento City
Housing and Redevelopment Agency 1986).

HDUA. The HDUA Area consists of a variety of uses
characteristic of the Central City including: scattered low-,
medium-, and high-density residential, public/quasi-public,
heavy commercial/warehouse, and commercial uses. Low-density
residential uses are mostly found south of S Street. Medium-
and high-density uses are widely scattered; high-density uses
largely occur in the central core, and medium-density uses are
most common in a wide band along the southern boundary of the
program area. .
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Planned Land Uses. Current zoning designations in the
program area are shown in Figure C. Zone district definitions
and abbreviations are provided in Table 4.

Current 1land use designations in the program area are
designated on land use maps in several long-range planning
documents. These documents include the City of Sacramento
General Plan (1974), the SGPU Draft EIR (1987), the Central City
Community Plan (1980), and the Downtown Sacramento Redevelopment
Strategy Plan and Action Program (1984-1991). These planning
documents are also supportive of the current zoning.

The Sacramento General Plan is. currently being updated.
The SGPU and SGPU Draft EIR were released for public review in
March 1987. The program has been analyzed for consistency with
the existing General Plan, and the SGPU is still in draft form.

The purpose of the Enterprise Zone Program is to encourage
business growth within the TED and NED, which would provide
employment opportunities for residents of the HDUA and thereby
improve the economic health of the program area. Land use
designation and zoning changes are not proposed as part of the
program, but business growth may be encouraged within the limits
of the existing zoning if the program is successful. The intent
of encouraging economic growth is consistent with the goals,
plans, and policies detailed in Table 5.

Historic Resources. There are several structures of archi-
tectural and historical significance within the program area.
The residential stock located within the program area was pre-
dominantly constructed prior to 1937. Several Victorian res-
idential structures are located within the program area. Res-
idential structures that are 50 years or older are considered
historic according to National Register criteria (Jones & Stokes
Associates, Inc. 1986). ,

ImEacts

Projected Land Uses. The program area has been divided into
industrial and commercial target areas, as depicted in Figure B.
All vacant lands are expected to develop at the maximum level
allowed by zoning. Vacant building space is assumed to be
occupied with uses conforming to current  zoning. Land use
designation and zoning changes are not proposed as part of this
program. If the program is successful, however, growth within
the limitations of the existing zoning may occur.

As shown in Table 1, there is 1,500,000 sq ft of vacant
space in the TED area and 1,100,000 sg ft of vacant commercial
building space currently in the NED area. It is anticipated
that this vacant space would be rehabilitated with implementa-
tion of the program. Reuse of vacant space could aesthetically
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Table 4. Zone District Abbreviations and Definitions,

Abbreviation Zone Type and Description
Residential
R-1 Single Family Zone: This is the most selective of residential zones, camposed chiefly of hames,

R-3

R-4

Industrial

M-1

M-2

and may have recreational, religiocus, and educational facilities as the basic elements of a bal-
anced neighborhood. Such areas should be clearly defined and without encroachment by uses not

_perfoming a neighborhood function.

Light Density Multiple Family Zone: This is a light density multiple family zone generally
located outside the central core of the City, adjacent to primarily single family areas. The
zone may also serve as a buffer along major streets and shopping centers.

Medium Density Multiple Family Zone: This is a medium density multiple family zone generally
located adjacent to the R-5 high density multiple family zone. Due to the transitional
character of these areas, semi-public, institutiocnal, and other uses may be pemmitted anly after
special review. -

Medium Density Multiple Family Zone: The R-4A zone is a medium density multiple family zone
generally located inside the "Old City” and in certain areas adjacent thereto. The zone is
established to provide additional envirommental amenities in developments within said area.

Heavy Density Multiple Family Zone: This is a high density multiple family zone bordering the
CBD. This is not entirely a residential zone, and may include public, semi-public, institu-
tional, office, and other transitional uses after special review.

General Camercial Zone: This is a general camwrercial zone which provides for the sale of
camodities, or performance of services, including repair fac:l.hues, small wholesale stores or
d:Lst.r:Lbutors, and limited processing and packaging.

Central Business District Zone: This zone is applied to the general area of the (BD and permits
all types of cammercial enterprise. Mamufacturing and nuisance industries are excluded.

Heavy Cammercial Zone: This is a cammercial zone designed primarily for warehcusing,
distribution types of activity, and those cammercial uses having a minimum of undesirable impact
upon nearby residential areas. As a result, a minimm of light mamifacturing and prooessmg is
permitted.

Light Industrial Zone: This zone permits most fabricating activities, with the exception of
heavy manufacturing and the processing of raw materials. In addition, regulations are provided
in the M-1(S) zane to provide more attractive and uncrowded developments.

Heavy Industrial Zone: This zone permits the manufacture or treatment of goods from raw
materials. Like the M-1(S) zone, the M-2(S) zone has certain regqulations designed to obtain
industrial park developments that are in keeping with the modern concept of attractive,
landscaped industrial plants.

Source: Sacramento City Zoning Ordinance 1985.
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Table 5. Plans, Policies, and Goals Supportive of the Project

Planning
Docurent and Element

Supportive Plans/Policies/Goals

City of Sacramento General Plan

Commerce and Industry  OVERALL QOALS

Land Use Element

Conservation and
Open Space Element

Land Use Goal 2: Provide functional and efficient cammercial and industrial areas in
which to work.

Land Use Goal 3: Develop a strong, diversified econamic base which provides_for the
orderly distribution of employment opportunities and support the Central Business
District as a major employment center within greater Sacramento.

DOWNTOWN SACRAMENTO
Land Use Policy 1: Continue to support programs and development projects directed at

retaining and improving the role of the Central Business District as the major retail
trade and financial center for the region.

EQONOMIC DEVELOPMENT AND EMPLOYMENT OPPORTUNITIES

Land Use, Policy 4: Encourage new industrial development within the cammunity to

broaden the opportunities for employment and prov:.de for a broader, more diversified
tax base.

Conservation, Resolution 80-838 (12/16/80), Policy 1: Promote conplete urbanization

and in-filling develcpment as a means of reducing the consumption of petrol fuels used
in autamobile travel.

DRADNAGE

General Safety, Policy 4: Continue to provide storm drainage improvements in newly
developing sections of the city and upgrade substandard drainage facilities.

Conservation, Policy 2: Contimue to upgrade thé quality of surface waters and their
drainage in existing urbanized areas of the city.

OVERALL URBAN GROWTH POLICY STATEMENTS

Policy 3 - Economic Development and Evployment Opportunities: It is the policy of the
city to actively pramote the continued vitality and diversification of the local
econany, and to expand enployment opportunities for city residents.

" Policy 5 - Urban Conservation and Infill Areas: It is the policy of the city to
pranote the reuse and rehabilitation of existing urban development as a means to meet
projected growth.

Policy 11 - Public Sexrvices: It is the policy of the city to provide a full range of
adequate municipal services in order to meet resident and worker needs and to assure a
healthy, orderly develcpment and maintenance of its camunities. It is important that
these services are coordinated with the expected growth of the city.

Cammerce and Industry  OVERALL

Land Use Element

Goal A: Maintain and enhance downtown's role as a regicnal office, retail, and

‘employment center, with special emphasis given to pramoting v1s:.tor service and
cultural/entertaimment uses.

Goal B: Pramote the reuse and revitalization of existing developed areas, with
special emphasis on cammercial and industrial districts.

Goal C: Pramote new employment opportunities, particularly for the underemployed and
econamically disadvantaged.

Goal D: Pramote econamic vitality and diversification of the local econcmy.

DOWNTOWN SACRAMENTO

Goal A: Maintain and strengthen Downtown's role as a major regional office, retail,
retail camercial, governmental, and cultural/entertainment center.

Policy 1: Provide incentives for regional cammercial and office déveloprent projects
locating within the downtown area.
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Table 5. (Continued)

Planning
Document and' Element -

Supportive Plans/Policies/Goals

Circulation Element

Central City
Canmmunity Plan

NEIGHBORHOOD/QMMUNITY COMMERCIAL AND OFFICE ARFAS

Policy 2: Pramote the rehabilitation and revitalization of existing camercial
centers,

Goal B: Pramote mixed-use development of nez.ghborhood/ camunity cammercial d.].strlcts
through new construction and revitalization.

HEAVY CI]MEICIAIMRE!DUSE INDUSTRIAL AREAS

Goal A: Maintain and strengthen Sacramento's role as a major West Coast
warehousing/distribution center.

Policy 1: Provide adequate land for expansion of ex:.stmg facilities and
opportunities for new warehousing/distribution activities.

Policy 2: Assist private interests to maintain and strengthen the campetitive
advantages of Sacramento's warehousing/distribution industry.

INDUSTRIAL/MANUFACTURING AREAS

Policy 1: Allow industrial development only in those areas where potential impacts
can be expected to be minimized.

ECONCMIC DEVELOPMENT AND EMPLOYMENT OPPORTUNITIES

Goal A: Expand local industrial base through diversification and increased
manufacturing activities.

Policy 1: Development an industrial development strategy for the city that would
identify the city's industrial market segment, city actions available to diversify the

local economic base, and ways to effectively campete with other industrial lands in
the Metropolitan area.

Goal B: Provide expanded employment opportunities for city residents, particularly
‘the unemployed and econamically disadvantaged.

Policy 1: Strongly encourage major employers to incorporate local hiring preferences.

Policy 3: Consider giving assistance to industrial projects that pramote employee
training or are located in camunities with high unemployment problems.

STREETS AND ROADS

Policy 2: Target street improvements to areas which are in identified revitalization
areas

PARKING

Policy 2: Develop special parking standards or other measures which can support the
development of areas identified for revitalization.

PUBLIC SERVICES AND FACILITIES

WATER

Policy 4: Give high priority in the Capital Improvements Program to funding
infrastructure in highly depressed and designated infill areas.

DRAINAGE

Policy 3: Target Capital Improvement Program to fund drainage facilities :Ln infill
areas.

COMMERCIAL
Sub-Goal: Continue the revitalization of the Central Business District as a major

camercial center in the region.

Sub-Goal: Development of cammercial activities in the Central Business District
should Le limited to the existing area utilized for these purposes.
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Table 5. (Continued)

Planning
Document and Element

Supportive Plans/Policies/Goals

Downtown Sacramento:
Redevelopment Strategy
Plan and Action Program

OFFICE

Goal: Provide the opportunity for office development in appropriate areas of the
Central City, placing emphasis for development in and arcund the Central Business
District.

Sub~Goal: Encourage public and private office development, where campatible with the
adjacent land uses and circulation system, in the Central Business District.

Sub-Goal: Encourage full utilization of existing office areas in the Central City.

INDUSTRIAL

Goal: Upgrade the existing industrial areas of the Central City and minimize
incampatibilities with adjacent land uses.

ENERGY

Sub=-Goal: Encourage rehabilitation, nmntenance and utilization of existing
structures where feasible and where a savings of natural resources may be realized by
not building a new structure.

Objective 1: Continue revitalization efforts for the Sacramento downtown area to
enhance the living, working, shopping, cultural, and entertaimment activities in the
area, and encourage increased activity in the downtown area throughout the entire day
and evening.

Policy 1.1: Encourage the econamic revitalization of the Central Business District as
the major commercial center of the region.

Policy 1.2: Develop increased cammercial, cultural, arts and entertairment,
recreation, and visitor uses in the downtown.

Objective 2: Provide a systematic and organized plan for downtown Sacramento
development with all the interrelated land use camponents camplementing each other and
adding to the vitality of the cammnity.

Policy 5.1: Encourage the growth of downtown office space to meet demand so lang as
traffic, parking and other impacts can be controlled and mitigated.

Policy 5.2: Concentrate major new office development within the traditional Central
Business District to maintain a campact core, encourage transit as a means of travel
to work, support downtown retailing, minimize displacement of other uses, and retain
opportunities for new residential uses. '

Objective 6: Recover, improve and enhance downtown's role as the region's prime
location for specialized retail trade and as general trade and service center to
downtown employees and residents.

Sources: Jones & Stokes Associates, Inc. 1987
Sacramento City 1980
John M. Sanger Associates, Inc. 1984

54



improve the area, economically revitalizing ‘the area and
promoting pride in a depressed neighborhood by showing that
positive steps are being taken to improve the area.

The program would not conflict with existing city goals,
plans, and policies. The plans and policies are supportive of
the program. Therefore, these impacts are considered less than
significant.

The SPRR yard and other areas may have development poten-
tial in the foreseeable future. Although land use designation
and zoning changes are not proposed as part of this program, it
is anticipated that the land use and zoning designation of these
areas may eventually change from industrial to commercial,
office, or residential uses. This type of change would poten-
tially conflict with adopted environmental plans and goals of
the city and is considered potentially significant. To reduce
this potential impact to a less-than- significant level, further
environmental review would be required prior to- general plan or
community plan amendments or rezoning requests.

Mitigation Measures

Require Separate Environmental Review. Any future projects
requiring general plan or community plan amendments or rezone
requests should be subject to separate environmental review.
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Population, Housing, and Employment

PoEulation
Setting

Existing and Projected Population

City of Sacramento. Sacramento's population grew
slowly between 1970 and 1980, but has accelerated in recent
years. The city's population increased from 257,105 in 1970 to
275,741 in 1980, representing an average annual growth rate of
0.7 percent (Bureau of the Census 1983). The city's population
grew to an estimated 312,100 by 1985, representing an annual
average growth rate of 2.6 percent since 1980 (California De-
partment of Finance 1986). '

The city's population is projected to grow to 412,500 by
the year 2000 (Sacramento City Planning and Development Depart-
ment 1987). This projection indicates an average annual growth
rate of 2.1 percent, which would represent a slowing of the
city's population growth rate.

Program Area. According to the 1980 U. S. Cen-
sus, the program area had a 1980 population of 20,425, account-
ing for 7.4 percent of the city's population. The program
area's 1985 population is estimated to be 24,350, based on
1980-85 estimated growth within the Central City Community Plan
(CP) Area, which contains most of the program area (Sacramento
City Planning and Development Department 1987).

Future population growth within the program area will be
severely limited by the supply of vacant residential property.
The City of Sacramento's 1986 to 2006 Draft General Plan esti-
mates that the Central City CP Area's 1985 population represents
94 percent of the CP area's ultimate population holding capaci-
ty. Based on the city's estimate for the Central City CP area,
the program area's buildout population capacity is estimated to
be 25,900. Future population growth within this area is there-
fore expected to be limited to approximately 1,550. Growth
beyond this level would require rezoning to more intensive
residential uses.

Population Characteristics. A comparison of City of
Sacramento population characteristics with the program area
population characteristics is shown in Table 6. The population
characteristics, derived from the 1980 U. S. Census, point out
distinct socioceconomic differences between the population resid-
ing within the program area and the citywide population.

Household and Family Size. The average number of
persons per household in the program area was considerably less
than the c¢itywide average in 1980. This difference was
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Table 6. Camparison of Population Characteristics,

City of Sacramento and Program Area: 1980

City of Programa
Sacramento Area

Persons per household 2.39 1.94
Persons per family 3.06 3.07
Per-capita incame $ 7,558 $ 2,973-811,322
Mean household incame b $18,157 $ 5,045-$14,371
Percent of persons below poverty level 15.0 31.4
Education (percent) :

High school graduates 71.6 53.6

Attended college 4 or more yearsc 18.7 13.1
Racial camposition (percent of population):

White 67.6 51.3

Black 13.4 9.6

American Indian, Eskimo, Aleut 1.2 2.1

Asian and Pacific Islander 8.7 20.0

Other a 9.1 17.0

Spanish origin 14.2 23.7
Age camposition (percent of population):

0-19 years old 28.1 21,2

20-64 years old 58.3 59.8

65 years and over 13.6 19.0

Median age (years old) 31.4 35.1

Source: Bureau of the Census 1983.

2 The program area includes census tracts 5, 6, 7, 9, 10, 11, 12, 20, 21, 22,
and 53. Incame range represents the range across these census tracts.

€ percent of population 25+ years of age.

b Percent of persons for wham poverty status is determined.

Persons of spanish origin may be of any race; therefore, racial camposition

percentages total more than 100 percent.
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primarily caused by the large proportion of program area persons
living alone. Approximately 30.2 percent of the program area's
residents lived alone in 1980, compared to 13 percent citywide.
Average family size in the program area was, however, virtually
the same as the citywide average.

Income. Per capita annual income in the program
area ranged from $2,973 (Census Tract 53) to $11,322 (Census
Tract 9), with per capita annual income in nine of the program
area's 11 census tracts. falling below the citywide per capita
annual income level of $7,558. Mean household income was con-
siderably lower throughout the program area compared to citywide
mean household income. Low income and high unemployment levels
have generated high levels of poverty in the program area. The
1980 U. S. Census determined that the percentage of households
with incomes at or below the poverty level was 31.4 percent in
the program area compared to 15 percent citywide.

Education. The education level of the program
area residents was considerably lower than citywide education
levels in 1980. Approximately half of the program area's resi-
dents (25-plus years of age) had completed high school, and only’
13 percent had completed 4 or more years of college. Citywide,
approximately 72 percent of the population had completed high
school, and 19 percent had completed 4 or more years of college.

Racial Composition. Racial -composition within
the program area differs considerably from the racial composi-
tion of the citywide population. In 1980, white persons ac-
counted for 51 percent of the program area's population compared
to 68 percent citywide. The program area had much higher pro-
portions of Asian and Pacific Islanders (20 percent to 8.7
percent), persons of Spanish origin (23.7 percent to 14.2 per-
cent), and persons classified by the census as "Other" (17
percent to 9.1 percent).

Age Composition. Resident within the program

area are, on the average, older than citywide residents. The
1980 median age of program area residents was 35.1, compared to
a citywide median age of 31.4. The program area had approxi-

mately 7 percent less of its population in the 0-19 year old age
category, and approximately 5 percent more of its population in

the 65 years and older category, compared to the city population
as a whole.

ImEacts

Population Growth. The proposed project would not
directly increase or decrease the citywide or program area
housing stock. The project would, therefore, generate no direct
population impacts. Potential population growth generated by
the proposed project would be indirectly related to new employ-
ment within the program area. The potential exists for a con-
siderable amount of new employment within the program area;

58



however, project-related population growth within the city would
only occur if there were an in-migration of workers from outside
the city.

Employment-generating development within the program area,
and subsequent population growth, would presumably occur regard-
less of the proposed project since the project proposes no
redesignation of existing land uses. The proposed project's
development incentives could hasten development, however, re-
sulting in accelerated population growth. This effect would be
tempered by the enterprise 2zone program criteria requiring
qualified businesses to hire from 30 to 50 percent of its em-
ployees from the HDUA, thereby reducing the potential number of
in-migrating workers.

Potential project-related population growth within the
program area would be limited by the population capacity of the
program area, discussed previously in this section. Future
population growth would be limited to an estimated 1,550, repre-
senting a 6 percent increase over the area's current population.
This population growth would occur regardless of the proposed

‘project.

Population Characteristics. The proposed project
would beneficially impact the socioeconomic characteristics of
the program area population. The average annual income of

program area residents would increase because of new employment
opportunities generated by firms participating in the enterprise
Zone program. New educational opportunities also would be
provided to residents through EDD and local JTPA programs that

would be offered to job seekers. '

Mitigation Measures. No mitigation is required.

Housing
Setting

Current Housing Stock and Recent Housing Growth.

City of Sacramento. The growth of Sacramento's
housing stock as been similar to the growth of its population
since 1980. The housing stock increased by approximately 12,200
units between 1980 and 1985, representing an average annual

growth rate of 2.1 percent. Sacramento's population increased
at an average annual rate of 2.6 percent over the same period of
time. Sacramento's 1985 housing stock was estimated to be

130,516 dwelling units (Jones & Stokes Associates, Inc. 1987).

Program Area. The program area had a housing
stock of approximately 12,215 year-round dwelling units in 1980.

Housing Characteristics. A comparison of City of
Sacramento housing characteristics with program area housing
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characteristics is shown in Table 7. Significant differences
exist in the composition and occupancy status of dwelling units
in the program area. With the exception of housing prices, the
housing characteristics were derived from the 1980 U. S. Census
and represent conditions existing in 1980. Housing characteris-
tics in the Application Area have not changed considerably since
1980.

Persons Per Dwelling Unit. 1In 1980, the program
area had a median of 1.46 persons per occupied unit compared to
2.05 citywide. This large difference in persons per dwelling
unit reflects the large number of multiple-family rental units
in the program area. '

Composition of the Housing Stock. The composi-
tion of the housing stock 1n the program area is considerably
different than composition citywide. Single-family units (one
unit per structure, attached or detached) comprised only 22
percent of the housing stock compared to 67 percent citywide.
Multiple-family units (two or more units per structure) com-
prised 78 percent of the program area's housing stock.

Occupancy Status and Vacancy. The vast majority
of program area residents 1lived in rental units in 1980.
Renter-occupied housing units accounted for 73.2 percent of the
area's housing stock compared to 39.9 percent citywide. Only
13.6 percent of the housing units were owned by the occupant
compared to 51.7 percent citywide. Vacancy was considerably
higher (13.2 percent) than in the city as a whole (8.4 percent).

Price. According to The Sacramento Bee (1987),
housing in the downtown area is more expensive than housing
citywide. The average value of owner-occupied home in the
downtown area in 1986 was $90,000 compared to $70,000 citywide.
Average monthly rent in the downtown area was $510 compared to
$300 citywide. Much of the housing in the program area is
probably lower in price than the average price of downtown area
housing. The downtown area cited by The Sacramento Bee includes
areas south and east of the program area, including neighbor-
hoods of expensive, restored Victorian homes and rental units.
The program area contains very few owner-occupied homes. Median
contract rent citywide was lower than program area median con-
tract rent in 1980 ($177 citywide compared to a range of $69 to
$168 across the program area's 11 census tracts).

Housing Conditions. According to SHRA, housing con-
ditions in the program area are generally not good. A large
proportion of the program area's housing stock is publicly owned
or subsidized, and is in various stages of disrepair (Sacramento

Housing and Redevelopment Agency 1986). The program area also
contains a number of housing shelters for transients and
homeless persons. These shelters are located in the Richards

Boulevard area.
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Table 7. Camparison of Housing Characteristics and Conditions,
City of Sacramento and Program Area: 1980

City of Program
Sacramento Area
Median mumber of persons per occupled unit 2.05 1.46
Camposition: (percent) . .
One unit per structure (single family) 67 22
Two or more units per structure
(multiple family) 33 78
Occupancy status: (percent)
Owner occupied 51.7 13.6
Renter occupied 39.9 73.2
Vacgnt 8.4 13.2
Price:
Average value of owner-occupied hames $70,000 $90,000
Average monthly rent - $ 300 $ 510
Age of dwelling units: (percent)
Built fraom 1970-1980 23.4 15.2
Built fram 1940-1969 57.2 40.6
Built 1939 or earlier 19.4 ' 44.2
Overcrowded units (1.01 or more persons
per roam) (percent) 4.4 6.6

Source: Bureau of the Census 1983.

@ The Sacramento Bee 1987. Prices for the program area represent the
Sacramento downtown area, which is largely camposed of the program area.
Prices represent 1986 market prices.

?
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Two typical measures of housing conditions within the area
are the age of structures and the number of overcrowded units,

Age of the Housing Stock. The program area
contains a high proportion of dwelling units built prior to
1940. According to the 1980 U. S. Census, 44.2 percent of the
program area's housing stock was built prior to 1940 compared to
19.4 percent citywide. Only 15.2 percent of the 1980 housing
stock was built between 1970 and 1980. Citywide, 23.4 percent
of the housing stock was built during this period.

Overcrowding. According to the 1980 U. S. Cen-
sus, a housing unit 1s considered to be overcrowded if it con-
tains more than one persons per room. In 1980, 6.6 percent of
the program area's housing units were considered to be over-
crowded compared to 4.4 percent citywide.

Vacant Land Available for Residential Use. Very
little vacant land 1s available for residential development in
the program area. According to the Sacramento Draft General

Plan for 1986 to 2006, the development of vacant land the Cen-
tral City CP area would result in only 592 additional housing’
units. Virtually all of these residences would be multifamily
units (Jones & Stokes Associates, Inc. 1987). Residential
development potential in the Central City CP area represents
only 0.7 percent of potential residential development citywide.
The program area represents a portion of the Central City CP
area; therefore, residential development potential in the pro-
gram area is even more limited than it is for the Central City
CP area as a whole,

ImEacts

Direct Housing Stock Impacts. The designation of the
program area as an enterprise zone would result in no direct
housing impacts. Incentives offered under the enterprise zone
program would not directly lead to housing stock growth or
rehabilitation.

Indirect Housing Stock Impacts. The increase in
employment 1in the program area would increase the demand for
housing citywide and within the program area through the
in-migration of new workers and their families to the area.
Employment growth within the Application Area would be expected
to occur regardless of the proposed project. The effect of the
proposed project would be to hasten buildout of the program area
and to possibly increase the short-term demand for housing in
and around the program area; however, the enterprise zone pro-
gram's incentives to hire HDUA residents would limit
in-migration and minimize any short-term housing demand impacts.

An increase in the demand for housing in the program area
could have a number of indirect effects. Since little vacant
land exists for residential development in the program area, an
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increase in demand could result in lower vacancy rates, the
purpose and rehabilitation of existing units, and the redevelop-
ment of existing residential sites. The condition of housing in
the program area would be improved, but the cost of housing
would also probably increase. Current low-income residents of
the program area may not be able to afford housing in the down-
town area; however, the increase in income of HDUA persons hired
through the enterprise zone program should allow these persons
to compete in the downtown housing market. This scenario would
occur only if significant short-term employment-generating
development occurred in the downtown area. Ample vacant res-
idential land exists within Sacramento, which should accommodate
any short-term increase in the demand for housing generated by
the proposed project. Potential adverse indirect housing im-
pacts caused by the proposed project would be minimal.

Mitigation Measures. No mitigation is required.

Employment

Setting
Employment by Industry

City of Sacramento. Sacramento has traditionally
depended heavily on public sector employment; however, economic
development in the reglon during the past 15 years has expanded
Sacramento's economic base to include other industrial sectors.

Based on land uses within Sacramento in 1985, an estimated
30.1 percent of employment is generated by uses in the heavy .
commercial and warehouse land use designation. This designation
includes heavy commercial uses such as printing facilities,
baking facilities, laundry facilities, warehousing/distribution,
and some light manufacturing activities. Other industrial uses
account for 9 percent of citywide employment.

Retail commercial activities account for an estimated 25.1
percent of the city's jobs. Nonindustrial office use accounts
for an estimated 35.8 percent of Sacramento's jobs. Public
office users account for an estimated 40 percent of office-based
employment (Jones & Stokes Associates, Inc. 1987).

Program Area. Employment in the program area is
characterized by 1industrial employment in the TED area and
office and retail commercial employment in the NED area. Esti-
mates of existing employment in the TED and NED areas, based on
1985 land use, are shown in Table 2.

The Richards Boulevard area, which comprises the proposed
TED area, is one of Sacramento's larger industrial/warehousing
areas. An estimated 15.2 percent of Sacramento's heavy commer-
cial and warehouse employment exists in the TED area (Jones &
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Stokes Associates, Inc. 1987). Industrial firms located in the
Richards Boulevard area are primarily involved in food process-
ing, warehousing and distribution, and transportation. A list
of Richards Boulevard businesses that employ 100 or more persons
is contained in the "Project Description" section of this re-
port.

The health of the Richards Boulevard industrial area has
been hurt by the recent statewide decline of the food processing
industry. Food processing firms such as Sacramento Foods Brand
Company and Continental Can Company have recently closed due to
competition from frozen food producers (Sacramento Housing and
Redevelopment Agency 1986).

The NED area contains Sacramento's central business dis-
trict (CBD) and the 0ld Sacramento retail commercial district.
The office sector is a major employer in the CBD. The NED
office sector accounts for an estimated 84 percent of total
employment in the NED area, and approximately 47 percent of the
office employment citywide (Jones & Stokes Associates, Inc.
1987). Office tenants in the CBD typically include accounting
firms, attorney offices, and financial institutions. The’
largest office user in the CBD is the public sector, represented
by the local municipal, state, and federal governments. Public
office users account for an estimated 49 percent of tortal
employment in the NED area. Other CBD office users include
businesses related to state government operations, including
lobbyists, consultants, and analysts. .

The NED area's retail commercial activity 1is centered
around the K Street Mall/Downtown Plaza area and the 01ld-
Sacramento area. Large retail employers in the CBD include
Weinstock's Department Store '‘and Macy's -Department Store. The
NED area contains an estimated 11 percent of Sacramento's retail
employment (Jones & Stokes Associates, Inc. 1987).

Retail activity in the CBD has continually declined since
the early 1970s. During the 1970s, retail sales in the CBD
increased by 49 percent, compared to an 168 percent increase
countywide. This, in addition to the loss of over 400,000
square feet of downtown retail space since 1975, indicates that
the CBD retail area has declined in regional stature (John M.
Sanger Associates, Inc. 1984).

Employment by Occupation. Employment by occupation in
1980 for residents of the City of Sacramento and the program
area is shown in Table 8. The distribution of employment among
occupational groups in the program area differed considerably
compared to the citywide distribution. A greater proportion of
workers who resided in the program area were employed in the
service sector, and smaller proportions were employed in the
technical, sales, and administrative support, and the managerial
and professional occupational sectors.
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Table 8. Employment of Residents by Occupation: 1980

Residents of the
City of Sacramento

Residents of the
Program Area

Number Number

Occupation/Industry Employed- Percent = Employed Percent
Managerial and

professional 29,241 25.8 1,485 21.1
Technical, sales, and
. administrative support 41,182 36.3 2,198 31.2
Service 16,671 14.7 1,788 25.4
Farming, forestry, and

fishing 2,038 1.8 237 3.4
Precision, production,

craft, and repair 10,880 9.6 506 7.2
Operators, fébricators,

and laborers 13,321 11.8 820 11.7
TOTALS 113,333 100.0 7,034 100.0

Source: Bureau of the Census 1983.
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According to the .1980 U. S. Census, approximately 60
percent of the program area's employed work force was employed
in retail/wholesale trade or services. Another 7.8 percent of
this work force was employed in manufacturing.

Labor Force Characteristics

Size of the Labor Force and Unemployment. The
program area's resident labor force totalled 8.486 1in 1980,
representing 6.7 percent of Sacramento's civilian labor force of
126,375 persons. Unemployment was 17.1 percent in 1980, com-
pared to a citywide rate of 10.3 percent. Unemployment in
Sacramento in 1986 was approximately 7.8 percent (Jones & Stokes
Associates 1987).

The high level of unemployment in the program area can be
explained by the low education and skill levels of many area
residents. In 1980, only 53.6 of residents 25 years or older
had completed high school, compared to 71.6 percent citywide;
and, only 13.1 percent of the program area residents had com-
pleted 4 or more years of college, compared to 18.7 percent
citywide.

Number of Residents Commuting to Jobs Outside of
the Area. Residents of the program area were employed primarily
within Sacramento in 1980. According to the U. S. Census, 77.8
percent of the program area's employed labor force worked within
Sacramento. Employment within the CBD accounted for 16.6 per-
cent of the employed program area labor force. Approximately
9.7 percent of Sacramento's total labor force worked in the CBD,
and 67.7 percent worked within Sacramento.

The mean travel time to work for program area residents
ranged from 7.9 minutes to 21.9 minutes across the area's 11
census tracts. Mean travel time was lower than the citywide
mean of 17.9 minutes in seven of the program area's 11 census
tracts.

Impacts
Project-Related Employment

Direct Employment. The proposed program would
generate an estimated 2,803 jobs in the TED area and 3,498 jobs
in the NED area at buildout. Potential project-related direct
employment by land use type is shown in Table 2. '

The potential for 2,803 new jobs in the TED area
would increase total employment in the TED area to 13,962,
representing a 25 percent increase in employment. An estimated
93 percent of the new jobs would be generated by heavy commer-
cial/warehouse activities. The remaining 7 percent of the new
jobs would be divided between community/neighborhood retail
commercial and office employment.
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The potential for 3,498 new jobs in the NED area would
increase total employment in the NED area to 42,693, represent-
ing a 9 percent increase in employment. An estimated 73 percent
of the new jobs would be generated by regional office users.
The remaining jobs would be split among neighborhood, community
and regional retail commercial employment, neighborhood and
community office employment, and heavy commercial/warehouse
enmployment.

The above estimates of potential new employment were based
on the utilization of existing vacant buildings and the buildout
of vacant lands. SHRA has estimated that considerable addition-
al employment could be generated by the redevelopment of sites
of very 1low intensity uses. SHRA's estimates of potential
employment are shown in Table 3. SHRA has estimated that a
maximum of 25,000 new jobs could be generated by the redevelop-
ment of existing sites.  All of these jobs would be located in
the NED .area and would probably be generated by regional office
development.

The creation of an enterprise zone would not change exist-
ing land use designations in the TED and NED areas. The pro-
jected buildout levels of employment would occur regardless of
the proposed project; however, the incentives offered by the
enterprise zone program could hasten job development within the
TED and NED areas. Firms participating in the enterprise zone
program would generate employment opportunities for HDUA resi-
dents. The overall employment impact of the proposed project
would be beneficial. .

Indirect and Induced Employment. A number of
indirect and induced employment effects would occur with imple-
mentation of the proposed project. Indirect employment would be
generated by the demand for goods and services by new businesses
locating in the TED and NED areas. Induced employment would
result from additional spending by newly-employed wage earners
in direct and indirect jobs. The indirect and induced employ-
ment effects could generate an additional 3,000 to 6,000 jobs
throughout the Sacramento region, based on the estimated genera-
tion of 0.5 to 1 secondary job for every direct job.

Types of Jobs Generated by the Project. The enter-
prise zone program would offer a number of economic incentives
to qualified businesses locating in the TED and NED areas (see
Project Description). To qualify for the program incentives, a
business must either a) have an average of at least 50 percent
of its employees who are residents of the HDUA; b) have an
average of at least 30 percent of its employees who are resi-
dents of the HDUA, and have set up a community service program;
or c) be at least 30 percent owned and operated by a resident of

. the HDUA.

As discussed previously in this section, the labor
force residing in the HDUA is largely composed of persons with
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low education and skill levels. The proposed program would
generate jobs available to these persons. In the TED area, the
majority of these jobs would be related to manufacturing, ware-
housing, and distribution work. In the NED area, the majority
of the jobs would be related to office employment and retail
sales. .

Typical jobs in the TED area would include manufactur-
ing graders, sorters, and packers, forklift and truck operators,
drill press operators, grinding machine operators, and ship-
ping/receiving clerks. Office-related employment in the NED
area would be largely professional, and unavailable to residents
of the HDUA; however, many clerical and clerk jobs would be
generated. Job training would probably be required to qualify
HDUA residents for these jobs.

Effects on the Labor Force

Unemployment. If successful, the proposed pro-
gram would reduce unemployment in the HDUA. As discussed pre-
viously, up to 50 percent of the new jobs created in the NED and
TED areas could be available to residents of the HDUA. The
proposed program could generate an estimated 3,150 jobs for HDUA

. residents.

The enterprise zone program offers additional incentives to
businesses hiring HDUA residents who have been unemployed for at
least three months. To qualify for this tax credit, the employ-
ees hired by a business must have been unemployed for at least 6
months for a full credit, and at least 3 months for a partial
credit. This incentive allows a business to use a certain
portion of the employee's wages as a credit against state taxes -
(see "Project Description" for details). If successful, this
program would help to reduce chronic unemployment in the HDUA.

Commuting. The employment of HDUA residents
would reduce the amount of commuting to downtown jobs that would
occur without the proposed program. Many of the future jobs

created in the TED and NED areas would be filled by HDUA resi-
dents, eliminating. the need for the employment of persons living
outside of the downtown area.

Mitigation Measures

No mitigation is required.

68



Public Services and Utilities

The public services and utilities discussed in this section
are:

o Water

o Wastewater

o Drainage

o0 Solid Waste

0 Law Enforcement

o Fire Protection

o Gas Service

o Electrical Service
Water

Setting. The City of Sacramento provides water service to
the program area. Information on the availability of water

supplies was provided by a representative of the City of
Sacramento, Department of Public Works (Behrens pers. comm.).

City water supplies delivered to the program area originate
from the American River and the Sacramento River. The city
operates a diversion and treatment facility on each of these two
rivers. Generally, the city operates only one of the two facil-
ities at a time except during summer months when demand is high.
Water quality is considered very good from both river sources.

The American and Sacramento Rivers provide the city with an
abundance of high quality water. No water supply problems are’
anticipated for the program area.

Water mains currently exist throughout the TED and the NED
to provide water service to industrial and commercial users.
Extensions or expansions of existing water lines could be re-
quired in the TED when vacant lands are developed or if high
demand water users locate within the area. . The developer would
be responsible for providing any necessary improvements. Water
line extensions are already established in the TED.

Impacts. The existing city water supplies are considered
adequate to serve full buildout in the TED and the NED. Devel-
opers could be required to.extend or expand the existing system
within the TED depending on the amount of water needed and the
location selected for industrial development. Water line exten-
sions and expansions would be considered by the city Public
Works Department during the normal review process. The impact
of the project on water supply is considered less than signifi-
cant. :

Mitigation Measures. No mitigation is required.
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Wastewater

Setting. The Sacramento Regional County Sanitation Dis-
trict (SRCSD) provides regional sewer service to the program
area. Information on wastewater services was provided by a

representative of the County Department of Public Works (Scotti
pers. comm.) .

The SRCSD is responsible for the operation of all regional
interceptors and wastewater treatment plants. The Sacramento
Regional Treatment Plant (Regional Plant) is the main plant for
the SRCSD service area and has a treatment capacity of 150
million gallons per day (MGD) dry weather flow and 300 MGD wet
weather flow. By 1990, the Regional Plant will be expanded to
treat up to 300 MGD of dry weather flow.

Before reaching theé Regional Plant, local wastewater from
the TED and the NED is routed through the c¢ity interceptor
wastewater collection system.

Lateral sewer lines and trunk lines which connect to local
and regional systems are already in place in the TED and the
NED. The current system carries a combination of sewage and
storm drainage water. This combined system is considered out-
dated and has been replaced in most other areas of the city.

The SRCSD and the city wastewater collection system have
available capacity to provide wastewater services to the TED and
the NED.

Lateral sewer lines and trunk lines are generally estab-
lished in the NED and the TED and can accommodate commercial and
industrial growth within the limits of existing zoning. Some
areas of the NED and the TED could require additional lateral
lines to properly serve new developments. This would depend on
the specific area served and the amount of wastewater generated

by the new development. High water usage industries, such as
breweries or food processing plants, would require additional
sewer lines and trunk lines. If additional sewer 1lines are

required for commercial growth in the NED or industrial growth
in the TED, the developer would be required to pay the cost of
the line extension.

Impacts. The existing SRCSD treatment facilities, the city
interceptor system and the local lateral collection system have
available capacity to provide wastewater services to the TED and
the NED. Developers could be required to provide additional

~lateral sewer lines in the TED or the NED depending on the types

of new commercial or industrial uses proposed. Sewer line
extensions will be considered by the county Public Works Depart-
ment during the normal review process. The impact of the proj-
ect on wastewater is considered less than significant.

Mitigation Measures. No mitigation is required.
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Drainage

Setting. The Public Works Department of the City of
Sacramento provides drainage service to the program area.
Information on drainage service was provided by a representative
of the City of Sacramento, Public Works Department (Hendrickson
pers. comm.) .

The current drainage system carries both sewage and storm
drainage water. This combined system is outdated and has been
replaced in most other areas of the city.

The current system is considered inadequate to accommodate
runoff during months of heavy rains. At least once a year a
heavy storm causes water to back up and pond in scattered areas
within the TED. The city has Jjust begqun a 9-month study to
consider what can be done to improve the system. Funds are not
currently available to construct a separate system for drainage.
Improvements to the system are not expected in the near future.

Increased development in the NED and the TED within the
limits of existing zoning is not expected to cause a substantial
increase in runoff. The current system although inadequate is
not expected to be further stressed by the addition of indus-
trial and commercial development.

Impacts. The existing city- drainage system does not have
available capacity to accommodate storm water during wet months.
The impact of slight increases in runoff resulting from new
development in the NED and the TED is not expected to further
stress the system and is considered less than significant.

Mitigation Measures. No mitigation is required.

Solid Waste

Setting. Solid waste generated in the program area 1is
collected by the City of Sacramento Solid Waste Division and by
private solid waste collectors. Information on solid waste
disposal was provided by a representative of the city Department
of Public Works, Solid Waste Division (Boss pers. comm.).

City solid waste collection services are provided for
residential customers and commercial establishments with food or
food product wastes. City services and private collectors serve
the remaining industrial and commercial customers within the TED
and the NED. Approximately 25 percent of solid waste collection
in the TED is provided by the city. The remaining 75 percent is
provided by private ‘collectors. Solid waste collection in the
NED is more evenly split, with 55 percent provided by the city
and 45 percent provided by private collectors.
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As industrial and commercial growth occurs in the NED and
the TED, new waste collection equipment and personnel would be
needed, Solid waste collection fees pay the full cost of col-
lection services and would also pay for new equipment.

Refuse collected by the city from the NED and the TED, 1is
disposed of at the city landfill site at 28th and A Streets.
This landfill site was originally scheduled to reach capacity in
1985, but has now been expanded to extend the site life until
late 1990. Private collectors dispose of refuse at either the
Yolo County landfill or the Sacramento County landfill. Both
county landfills have available capacity until approximately
1997.

Impacts. New commercial and industrial development in the
NED and the TED would increase the amount of solid waste gener-
ated in the area. The City Solid Waste Division would require
additional waste collection equipment and personnel in order to
adequately provide service to new industrial and commercial
customers; however, funding for new equipment and personnel

would come from solid waste collection fees.

The impacts of the program on solid waste services are
considered less than significant. New commercial and industrial
buildings in the NED and TED could, however, create access
problems for solid waste removal vehicles. Through proper
design, access problems can be avoided. It is recommended that
the city Solid Waste Division be contacted during initial
project stages to review design plans.

Mitigation Measures

Consult With City Solid Waste Division During Preliminary
Project and Deslgn Stages. To reduce design access problems
from new construction, developers of new commercial and
industrial businesses in the NED and the TED should consult with
the city Solid Waste Division of the Department of Public Works.

- Law Enforcement

Setting. The Police Department of the City of Sacramento
provides law enforcement services to the program area. Informa-
tion on law enforcement services was provided by a representa-

tive of the Sacramento City Police Department (Barkley pers.
comm. ) . :

Both the TED and the NED are perceived by the public as
high crime areas due to large numbers of vagrants. In actuali-
ty, neither the TED nor the NED are considered high crime areas
by the Police Department.
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The most common crime in the TED is breaking and entering
during evening hours when most businesses are closed. . There are
also occasional armed robberies at the motels and restaurants
along Richards Boulevard. The most common crimes in the NED are
burglaries and armed robberies.

‘Current staffing of 1.8 police officers per 1,000 popu-
lation in the City of Sacramento is slightly behind the city
goals of two officers per 1,000 population.

Office space for officers and other police personnel is
also lacking. Current facilities are considered overcrowded and
provide no expansion opportunities. Funding and space for new
facilities 1is now being discussed for implementation in the
1990's.

Increased industrial and commercial development in the NED
and the TED could increase the frequency of crimes in the area.
However, with proper planning, an increase in activity provided
by new businesses can actually deter crime. :

Impacts. The impacts of the program on police services are’
considered less than significant. New commercial and industrial
development in the NED and TED could increase police service
calls in the area. Architectural design and specific security
measures can deter crime., It is therefore recommended that the
city Police Department be contacted during initial project
stages to review design plans.

Mitigation Measures

Consult With the City Police Department During Preliminary
Project and Design Stages. To reduce design and security
problems that encourage crime, developers of new commercial and
industrial business' in the NED and the TED should consult with
the city Police Department during initial project stages.

Fire Protection

Setting. The City of Sacramento Fire Department provides
fire protection services to the program area. Information on
fire protection services was provided by a representative of the
city Fire Department (Smith pers. comm.).

Two fire stations are 1located within the NED boundary
(Station 1 at 624 Q Street and Station 2 at 1229 I Street). A
third station is located within the TED boundary (Station 14 at
1341 North C Street). All three stations have adequate person-
nel and equipment to serve commercial and industrial growth in
the TED and the NED.
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The fire department considers access to Richards Boulevard
and the TED area a problem. Fire engines and trucks coming from
Station 14 or Station 2 cannot access Richards Boulevard from
16th Street and therefore must reach Richards Boulevard via
Northbound Interstate 5. This extra travel time has caused
significant delays in response time to fires and other emergen-
cies.

The city Fire Department has the following requirements for
commercial and industrial areas:

o Buildings over 5,500 square feet must install internal
sprinkler systems.

o Buildings over 150 feet tall must have a hellcopter
landing area.

o Industries using any type of hazardous materials must
disclose the nature and use of the materials and must
provide special safety training for employees.

Impacts. New commercial and industrial development in the
NED and the TED would increase fire department service calls in
the area. As growth occurs, poor access to the TED would become
a serious barrier to effective and timely fire fighting and
emergency response. To reduce this significant impact to a
less-than-significant 1level, access should be provided from
northbound Highway 160 to eastbound Richards Boulevard (by
providing left turn capability) and Station 14 should be relo-
cated to a new site, centrally located within the TED.

Mitigation Measures

The <city Fire Department has requested the following
improvements.

Improve Access From Highway 160 to Richards Boulevard.
To reduce access problems from northbound Highway 160 to west-
bound Richards Boulevard, the city should provide an interchange
at the intersection of Highway 160 and Richards Boulevard.
Funding for the interchange could be provided through a State of
California/City of Sacramento joint effort. The city portion of
the necessary funds could come from a fee program that would add
an extra tax to businesses who would benefit from the improve-
ment (Bloodgood pers. comm.).

Relocate Sacramento Fire Station #14 to a Central
Location Within the Designated TED Area. To improve emergency
access to the TED area, the city should relocate Fire Stateion
#14 (currently located at 1391 North C Street) to a centralized
location. A new/relocated station could be funded from one of

the following sources (Bloodgood pers. comm.) :

o The city General Fund.
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o Assessment District Funding - The city sells bonds to
finance the project. Those who would benefit from the
project would pay additional taxes to cover costs.

o Facilities Benefit Assessment Funding - Industrial and
Commercial developers are assessed a fee as new develop-
ment occurs. )

Gas Service

Setting. Pacific Gas and Electric Company (PGandE) pro-
vides gas service to the program area. Information on natural
gas service was provided by a representative of the PGandE
(Sweeney pers. comm.).

Most areas of downtown Sacramento (including the NED and
the TED) have natural gas service lines in place. Areas without
exXisting gas 1lines would require an extension or expansion
depending on the natural gas needs of the particular industrial
or, commercial developer. Developers would pay a portion of the
cost for gas line extensions or expansions. Adequate natural’
gas supplies are available to serve downtown growth.

Impacts. New commercial and industrial development would
increase the use of natural gas service in the area. PGandE has
available supplies of natural gas to meet the needed increase in
demand. The impact of of the project on natural gas service is
considered less than significant. Developers could be required
to pay a portion of gas line extensions or expansions. PGandE
would consider the need for extensions and expansions during the
normal review process. '

Mitigation Measures. No mitigation is required.

Electrical Service

Setting. The Sacramento Municipal Utility District (SMUD)
provides electrical service to the program area. Information on
electrical service was provided by a representative of SMUD
(Olmstead pers. comm.).

SMUD has aboveground or underground service lines through-
out both areas.

Impacts. New commercial and industrial development in the
NED and the TED would increase the use of electricity in the
area. SMUD estimates, however, that full buildout in the TED
and the NED could substantially increase the electrical demand
for the area. SMUD has anticipated growth in the downtown area,
particularly in the TED, and would be able to meet the increase
in demand. .
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The current electrical peak demand in the area is approxi-
mately 24 megawatts (MW). The potential increase of demand
based upon additional office development which would replace the
current low intensity uses would add approximately an additional
35 MW of peak demand to the system. The vacancies that cur-
rently exist would develop, then, an additional 22 MW. The
anticipated total demand, if buildout should occur, would be at
least 50 MW and probably as high as 81 MW. The project would
contribute incrementally to the need for additional substation
capacity to be installed at SMUD's North City and Station D
Distribution Substations. This area would be served by 21 kV
Underground System Facilities with pad-mounted transformers.
This system would provide service to the new businesses in this
redevelopment area. Developers would be asked to dedicate
public utility easements, or grant to SMUD all necessary ease-
ments for electrical facilities to service this development
(Olmstead pers. comm.).

The growth in electric demand brought about by this and
other projects in Sacramento would impact other areas of the
SMUD electric system outside of this project boundary. Any
approved development would have a cumulative growth-inducing
impact upon SMUD's electrical transmission and distribution
facilities. Distribution facilities are required for any
development. The generation facilities would be expanded in
order to serve this new load (Olmstead pers. comm.).

Expansion of the facilities is not a readily apparent
component of system expansion, because these projects are
usually located outside of development boundaries and require
long lead times to construct and bring into operation. Local
distribution facilities, however, are located within development
projects, and construction must be coordinated with the builder
during the different phases of development (Olmstead pers.
comm.) .

The impact of the project on electrical service is con-
sidered significant. To reduce to a less-than-significant level
the developers should coordinate with SMUD during the planning,
development, and completion of their projects and incorporate
conservation and load management measures into their projects.

Mitigation Measures,

Coordinate With SMUD During All Project Phases. The
developers/builders should consult with the SMUD Distribution
Planning Department through the planning, development, and
completion of their projects. This contact is needed to iden-
tify the necessary easements . to provide service for the
projects. )

Incorporate Conservation and Load Management Measurs
into Project Site Design. The developers/builders should
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Transportation and Circulation

Setting
Existing Roadway Network, Traffic Volumes, and Level of
Service. The existing transportation network in the program

area 1s basically a grid system of both one-way and two-way
roadways. State Routes in the area include Interstate 5 (I-5),
State Route 160 (SR 160), and Business 80 (B-80). The major
east-west local streets include Richards Boulevard, F, I, J, L,
N, P, and Q Streets. The major north-south local streets in the
area include 7th, 12th, 15th, 1l6th, 19th, and 2lst Streets.

Existing daily traffic volumes were determined for the
major roadways in the area. Existing conditions were taken from
the SGPU Draft EIR transportation section and from counts
provided by the City of Sacramento and Caltrans.

The daily traffic volumes for the area were evaluated as to
their ability to operate at acceptable Levels of Service. Level
of Service (LOS) is a quantitative measure of traffic operating’
characteristics. An intersection or roadway segment is assigned
a letter grade A through F, representing progressively worsening’
traffic conditions. The City of Sacramento considers LOS C and
better to be acceptable traffic conditions. Table 9 defines
each LOS category and Table 10 lists the average daily traffic
(ADT) capacity by facility for each LOS category. The ADT LOS
method provides forecasts of operating conditions during peak
hours based upon the assumption that peak hour equals ten per-
cent of ADT.

Table 11 summarizes the existing ADT, volume/capacity ratio
(V/C) and LOS for major roadway segments in the study area.
Figure D depicts the major roads and existing ADTs. The follow-
ing is a discussion of major facilities in the study area.

I-5. In the vicinity of the program area, I-5 is a
north-south, six-lane freeway facility and has interchanges at
Richards Boulevard, I and J Streets, and P and Q Streets. I-5
connects with Interstate 80 to the north and with B-80 to the
south. This segment of I-5 parallels the Sacramento River and
crosses under roadways accessing the Tower and I Street bridges.
Existing ADT ranges from 72,000 to 83,000. Existing traffic
flow is good with LOS A and minor congestion limited to the a.m.
and p.m. peak hours.

SR 160. SR 160 is a north-south, major arterial that
is a freeway north of the program area, and is an expressway in
the northern portion of the area. North of Richards Boulevard,
SR 160 crosses the American River and connects with B-80. South
of Richards Boulevard, SR 160 becomes North 12th Street in the
southbound direction and North 16th Street in the northbound
direction. Existing ADT 1is 38,500. Traffic flow on SR 160
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Table 9. Level of Service Definitions®

Level of
Service

Intersection

Freeway

IIAlI

"Bll

llcli

"D"

IIE"

npn

Uncongested operations, all queues
clear in a sing}e—signal cycle.
Vv/C = 0.00-0.60

Uncongested operations, all queues
clear in a single.cycle.
vV/C = 0.61-0.70

Light congestion, occasional backups
on critical approaches.
v/C = 0.71-0.80

Significant congestion of critical
approaches but intersection functional.
Cars required to wait through more than
one cycle during short peaks. No long
queves formed. V/C = 0.81-0.90

Severe congestion with same long-
standing queues on critical approaches.
Blockage of intersection may occur if
traffic signal does not provide for
protected turning movements. Traffic
queue may block nearby intersection(s)
upstream of critical approach(es).

v/C = 0.91 - 1.00

Total breakdown, stop—and—-go operation.
v/C >1.00

Free flow vehicles
unaffected by other
vehicles in the traffic
stream. V/C = 0.00-0.35

Higher speed range of
stable flow.
V/C = 0.36-0.54

Stable flow with volumes
not exceeding 78 percent
capacity. V/C = 0.55-0.77

Upper end of stable flow
conditions. Volumes do

not exceed 95 percent of
capacity. V/C = 0.78-0.93

Unstable flow at roadway
capacity. Operating
speeds 30 to 25 mph or
less. V/C = 0.94-1.00

Stop-and-go traffic with
operating speeds less
than 30 mph. V/C = >1.00

Sdurce:' Page 11 of Transportation Research Board 1980.

1 V/C = Volume-to-capacity ratio.

2

V/C ratio same for roadway segment description.
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Table 10. Evaluation Criteria for Level of Service
(Daily. Traffic Volumes)

: Level of Service Ievel of Service Level of Service

Facility "C" ADT Traffic D" ADT Traffic "E/F" ADT Traffic
Type Volumes Volumes Volumes

Urban Streets V/C = 0.71 - 0.80 v/C = 0.81 - 0.90 v/C = 0.91 - 1.00
Two Lane 10,700 - 12,000 © 12,000 - 13,500 13,500 - 15,000
Four Lane 21,300 - 24,000 24,000 - 27,000 27,000 - 30,000
Six Lane 32,000 - 36,000 36,000 - 40,500 40,500 - 45,000
Eight Lane 42,600 - 48,000 48,000 - 54,000 54,000 - 60,000
Freeway v/C = 0.55 - 0.77 v/C = 0.78 - 0.93 V/C =0.94 - 1.00
Four Lane 44,000 - 62,000 62,000 - 74,000 74,000 - 80,000
Six Lane 66,000 - 94,000 94,000 - 112,000 112,000 - 120,000
Eight Lane 88,000 - 125,000 125,000 - 149,000 149,000 - 160,000
Ten Lane 110,000 - 156,000 156,000 - 186,000 186,000 - 200,000
Twelve Lane 132,000 - 187,000 187,000 - 223,000 223,000 - 240,000

Source: Nichols-Bemman

et al. 1985b, Transportation Research Board 1980 and
1985, and Highway Research Board 1965.
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Table 11. Downtown/Richards Boulevard Enterprlise Zone LOS
Trafflic Volumes, Volume/Capacity Ratios (V/C), and Levels of Service (LOS)

Existing Conditions . No Project Conditions (SGPU) Proposed Program Conditions

Roadway Name Roadway Segment Volume v/C LOS Volume v/C LOS Volume v/C - LOS

I-5 Amerlican Rlver to Business 80 83,000 0.69 A 172,300 1.44 F 170,000 1.42 P

Business 80 to Riverside Blvd. 78,000 0.65 A 122,100 1.02 . P 121,700 1.01 P

SR 160 American River to Richards Blvd. 38,500 0.48 A 49,600 0.62 A 47,900 0.60 A

Business 80 Sacramento River to 15th Street 166,000 1.38 P 251,200 2.09 F 25'2,400 2.10 P

. 15th Street to SR 99 137,000 1.14 . F 238,900 1.99 F 238,600 1.99 13

SR 99 to American River 120,000 1.00 F 167,400 1.40 F 165,600 1.38 P

Richards Boulevard I-5 to SR 160 14,000 0.93 P 41,500 - 1.38 F 43,500 1.45 F

F Street 7th to 21st Streets 9,500 0.42 A 11,900 . 0.53 A 11,500 0.53 A

I Street 3rd to 21st Streets 13,500 6.60 B 16,900 0.75 - c 16,900 0.75 c

21st to 29th Streets 4,500 0.20 A 5,400 0.24 A 5,100 0.23 A

o J Street 3rd to 21st Streets 17,200 0.76 c 26,700 1.19 F 26,700 1.19 P

= 21st to 29th Streets 13,600 6.60 B 20,700 0.92 . E 19,700 0.87 D

L Street : 3rd to 21st Streets 16,000 0.71 c 19,800 0.88 D 19,800 0.88 D

21st to 29th Streets 6,500 0.29 A 9,700 0.43 : A 9,200 0.41 A

N Street 3rd to 2lst Streets 9,100 0.40 A 11,300 0.50 A 11,300 0.50 A
t

P Street 3rd to 21st Streets 8,500 0.38 A 10,900 0.48 A 10,800 0.48 A

21st to 29th Streets 10,000 0.44 A 12,300 0.55 A 11,700 0.52 A

Q Street 3rd to 21st Streets . '8,500 0.38 A 10,900 0.48 A 10,800 0.48 A

21st to 29th Streets 7,500 0.33 A 9,500 0.42 A 9,100 0.40 A

7th Street E to R Streets 9,500 0.42 A 11,900 0.53 A 12,200 0.54 A

12th Street Richards Blvd. to L Streets 25,000 0.83 D 31,800 1.06 P 31,700 1.06 F

15th Street E Street to Broadway 11,000 0.49 A 13,500 0.60 B 13,200 0.59 A

16th Street Richards Blvd. to F Street 29,000 0.97 B 36,300 1.21 F 36,200 1.21 P

F Street to Broadway 20,000 0.89 D/E 27,400 1.22 F 26,700 1.19 F

19th Street I Street to Broadway 9,600 0.43 A 12,000 0.53 A 11,700 0.52 A

21st Street 1 Street to Broadway 10,700 0.48 A 13,400 0.60 B 13,100 0.58 A

Broadway 1-5 to 21st Street 13,000 0.43 A 16,400 0.55 A 16,300 0.54 A

Riverside Boulevard Broadway to I-5 . ‘ 10,000 0.67 B 9,200 0.61 B . 9,300 0.62 B
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north of Richards Boulevard is currently good with an existing
LOS of B and some congestion during a.m. and p.m. peak hours
near Richards Boulevard.

Richards Boulevard. Aligned 1in the northwestern
portion of the program area, Richards Boulevard is an east-west,
two-lane arterial, with interchanges at I-5 to the west and SR
160 to the east. Traffic flow is signalized at the I-5 on-ramps
and off-ramps, North 7th Street, and Dos Rios Street. Frontage
is dominated by industrial land uses with some federally sub-
sidized housing near SR 160. The roadway condition is poor due
to heavy truck traffic and traffic flow is hindered by railroad
track crossings. Existing ADT is 14,000. Substantial con-
gestion occurs primarily during the peak hours near the I-5
interchange and SR 160 intersection. Existing LOS is F near the
I-5 freeway.

F Street. F Street is a two-way, two-lane, eastbound
minor arterial from 7th to 12th, a two-way, three-lane from 12th
to 16th Streets, and a two-way, two-lane arterial east of 17th
Street. F Street is fronted by residential land uses to the
east and commercial and residential 1land uses to the west.
Traffic flow on F Street is signalized at 12th, 14th, 15th, and
l6th Streets. F Street serves as a connector for southbound SR
160 between 12th and 15th Streets. Existing ADT is 9,500
between 12th and 16th Streets and LOS is A.

I Street. I Street is a one-way, three-lane, west-
bound major arterial with freeway access to I-5. Signalization
occurs at 5th, 6th, 7th, 8th, 9th, 10th, 11th, 12th, 13th, 14th,
15th, 16th, 19th, and 21st Streets. I Street is a couplet to J
Street. Fronting I Street are office and commercial land uses.
Existing ADT ranges from 8,500 to 13,500. LOS is predominantly
A, but traffic congestion can be considered substantial during
peak hours near the I-5 interchange. This occurs because of
conflicts with pedestrians, high bus volumes, delivery and
passenger pickups, and on-street parking.

J Street. J Street is a one-way, three-lane, east-
bound major arterial. J Street has freeway access to I-5 at 3rd
Street and to B-80 at 29th and 30th Streets. Traffic flow is
signalized at every intersection between 3rd and 16th Streets
and at 19th and 21st Streets. Like I Street, frontage is dom-
inated by commercial and office land uses. Existing ADT 1is
17,200 with LOS B/C; traffic flow is considered substantial
during peak hours near the I-5 interchange.

L Street. L Street is a one-way, three-lane, west- .
bound major arterial. Freeway access to westbound B-80 is
possible via 3rd and 5th Streets. Traffic flow is signalized at
3rd, 4th, 5th, 6th, 7th, 8th, 9th, 10th, 11lth, 12th, 15th, 16th,
19th, and 21st Streets. Fronting land uses are a mix of office
and commercial. Existing ADT is 16,000. LOS is A, but, similar
to I Street, traffic congestion can be considered substantial
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during peak hours near the freeway access due to conflicts with
pedestrians, high bus volumes, delivery and passenger pickups,
and on street parking. :

N Street. N Street is a one-way, three-lane, east-
bound major arterial with freeway access via 3rd and 5th
Streets. Signalization occurs at 3rd, 4th, Sth, 7th, 8th, 9th,
10th, 11th, 12th, 15th, 16th, 19th, and 21st Streets. Fronting
land uses include a mix of office and residential developments.
Existing ADT is 9,100. LOS is A, with traffic congestion in-
creasing during peak hours.

P Street. P Street is a one-way, three-lane, west-
bound major arterial with direct access to I-5 and B-80. Traf-
fic flow is signalized at 3rd, 4th, 5th, 7th, 8th, 9th, 10th,
12th, 15th, 16th, 19th, and 21st Streets. Like N Street, front-
ing land uses include a mix of office and residential develop-
ment. Existing ADT 1is 8,500. LOS is A, but, similar to I
Street, traffic congestion can be considered substantial during
peak hours. This occurs because of conflicts with pedestrians,
high bus volumes, delivery and passenger pickups, and on street
parking.

Q Street. Q Street, the couplet to P Street, is a
one-way, three-lane, eastbound major arterial with freeway
access to I-5. Signalization occurs at 3rd, 5th, 7th, 8th, 9th,
10th, 12th, 15th, 16th, 19th, and 21st Streets. Fronting land
uses are similar to P Street. Existing ADT is 8,500. LOS is A,
with congestion increasing during the a.m. peak hours near the
I-5 off ramp. '

7th Street. 7th Street is a one-way, three-lane,
southbound major arterial. Traffic flow  is signalized at G, H,
I, J, L, N, P, and Q Streets. Existing ADT ranges from 6,000 to
9,500. LOS is A, but, like most other downtown major arterials,
congestion increases during peak hours.

12th Street. 12th Street is a one-way, three- to
four-lane, southbound major arterial to L Street. . South of
Richards Boulevard to F Street, 12th Street is also SR 160 and

is a four lane expressway. Signalization occurs at Sunbeam,
North B, C, E, F, G, H, I, J, K, and L Streets. Existing ADT
south of Richards Boulevard is 25,500. Traffic congestion

occurs mainly during peak hours, with LOS of C.

15th Street. 15th Street, south of G Street, is a
one-way, three-lane, southbound major arterial. Between F and
Broadway, 15th Street serves as SR 160. Traffic flow is
signalized at ¥, G, H, I, J, K, L, N, P, Q, S, and T Streets.
15th Street provides freeway access to westbound B-80. Fronting
land uses include office, commercial, and residential develop-

"ments. Existing ADT ranges from 7,500 to 11,000. LOS is A,

with congestion increasing during peak hours.
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l6th Street. 16th Street 1is a one-way, three- to
four-lane, northbound major arterial. l16th Street acts as
northbound SR 160 from Broadway to Richards Boulevard. l6th
Street provides freeway access to eastbound B-80. Traffic flow
is signalized at Basler, North B, C, E, F, G, H, I, J, K, L,
Capitol, N, P, Q, S, and T Streets. Existing ADT ranges from
19,000 to 29,000. LOS is F, with severe congestion during peak
hours.

19th Street. 19th Street, south of I Street, is a
one-way, three-lane, southbound major arterial. Traffic flow is
signalized at I, J, K, L, Capitol, N, P, Q, S, and T Streets.
19th Street is fronted by residential and commercial land uses.
Existing ADT ranges from 4,800 to 9,600. ©LOS is A, with con-
gestion increasing during peak hours. :

21lst Street. - 2lst Street is a one-way, three-lane,
northbound major arterial. Traffic flow is signalized at G, H,
I, J, K, L, Capitol, N, P, Q, S, and T Streets. 21st Street is
fronted by residential and commercial land uses. Existing ADT
ranges from 3,600 to 10,700+ :LOS is A with congestion increas-
ing during peak hours.

Existing Public Transit Network. The Sacramento Regional
Transit (RT) District is the major carrier providing public
transit to the program area. RT provides service to a large
part of Sacramento County, with the bus system focused on the
Central City area and, therefore, the program area.

- The following streets in the program area are served by the
RT bus system: E, F, H, I, J, L, P, Q, S, T, 3rd, 5th, 9th,
10th, 12th, 15th, 16th, 19th, 21st, Broadway, Riverside Boule-
vard, and Muir Way. Figure E shows the existing bus system in
the area. ‘

Assumed Programmed Improvements to the Transportation
System. Two improvements that would affect the operation of the
transportation system are programmed for the area: commencement
of the 1light rail transit (LRT) system, and improvements to
Richards Boulevard. These improvements will occur with or
without the program.

Commencement of the LRT system will occur in two steps.
The first step, scheduled for March 12, 1987, is the operation
of the actual rail system. The second step, scheduled for April
5, 1987, is the reorientation of the bus route system around the
rail system. Figure F depicts the LRT and bus system in the
area as it will exist after April 5, 1987.

Programmed improvements to the Richards Boulevard area
include: widening Richards Boulevard to four lanes from SR 160
to just east of I-5, signalizing the intersection of Richards
Boulevard and North 3rd Street, placing a raised median between
the eastbound and westbound 1lanes of Richards Boulevard at
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Bercut Drive in order to prohibit 1left turns at this inter-
section, and widening Richards Boulevard just east of I-5 to
five or six lanes (Johnson pers. comm.). The objective of these
improvements is to alleviate severe existing traffic congestion.

Imgacts

Impacts of the Assumed Programmed Improvements to the
Transportation System., Operation of the LRT system 1s expected
to have multiple impacts on the transportation system. At its
initial service frequency, the LRT system is expected to have a
minor impact on regional traffic levels. Future improvements to
the service frequency would possibly have increasingly benefi-
cial impacts on regional traffic levels. Operation of the light
rail vehicles themselves is expected to result in an increase in
traffic congestion where rails share a facility with or cross
automobile traffic. Offsetting this impact in the program area
would be a reduction in bus traffic resulting from operation of
the LRT system. In the existing all-bus transit system, buses
travel between northeast Sacramento County and the program area.
With the reorientation of the bus routes around the rail system,
these buses will travel between northeast Sacramento County and
light rail stations, no longer traveling to the Central City,
thus reducing bus traffic in the program area.

The widening of Richards Boulevard, separating westbound
and eastbound lanes at Bercut Drive, and signalizing the inter-
section of Richards Boulevard and North 3rd Street will substan-
tially alleviate existing traffic. Without these improvements,
Richards Boulevard currently operates at LOS F. With existing
traffic volumes, these improvements will result in LOS A and B .
along Richards Boulevard from I-5 to just west of SR 160
(Omni-Means, Ltd. 1985). Even with these improvements, however,
substantial congestion will remain during peak hours on Richards
Boulevard near SR 160. Proposed improvements to the interchange
of SR 160 and Richards Boulevard are discussed 1later under
"Mitigation Measures." Traffic operations on Richards Boulevard
with future yvear traffic volumes is discussed below.

Methodology For Analyzing the Proposed Program. The traf-
fic impacts of the program area were analyzed using a microcom-
puter transportation model developed for the SGPU Draft EIR.
This transportation model is based on the MINUTP modeling sys-
tem. The MINUTP model is an adaptation of the Urban Transporta-
tion Planning System (UTPS) mainframe urban transportation
modeling program developed by the Federal Highway Adminis-
tration. The model uses a standard gravity model technique to
assign traffic to a street system based upon existing and pro-
jected land uses and roadway networks.

The transportation model developed for the SGPU Draft EIR
analyzed the relationship between land use data and the trans-
portation system in a comprehensive fashion. Rather than
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analyzing individual intersections or roadway segments, the
transportation model assessed how the entire transportation
network ‘responds to land use or roadway facility changes. It
is, therefore, well suited for assessing the transportation
impacts of cumulative land use development distributed over a
wide geographic area. The transportation impacts of the
proposed program would involve a wide redistribution of work
trip travel patterns. Because of this, the transportation model
is considered to be an effective tool for _assessing the
transportation impacts of the proposed program.

In the SGPU Draft EIR, a discussion of the MINUTP traffic
model describes the development and calibration of the traffic
model, the adjustments to the roadway network, the development
of the land use data, the derivation of the trip generation
rates, and the distribution and assignment of trips.

The SGPU Draft EIR transportation model was adapted in this
study to reflect the land use changes implied 'in the proposed
program. While total additional employment in the TED and NED
areas does not differ from total additional employment. studied
in the same areas for the SGPU EIR, the location where some of
the employees would live does differ from the SGPU Draft EIR.

" Assuming 100 percent of the additional businesses participate

with the Enterprise Zone incentive program, it is possible that
50 percent of the additional employees would live in the HDUA.
Thus, the proposed program could generate an estimated 3,150
jobs for HDUA residents. The impacts of the proposed program
would not generate additional vehicle trips, but would affect
the location of the home end of some home-work trips.

To estimate worst case traffic impacts, it was assumed that
trips for 3,150 of the additional jobs in the TED and NED areas
would be from the HDUA. The trip purpose affected was assumed
to be home-work trips. Assuming two home-work trips per job, a
total of 6,300 trips would be affected by the proposed program.

Adjustments were made to the SGPU Draft EIR transportation
model to reflect a change in the location of the work end of
6,300 home-work trips produced by the HDUA. 1In general terms,
this was accomplished by first reducing home-work trips from the
HDUA to everywhere else in the urban area and, second, adding
those trips back in with an orientation toward the TED and NED
areas. More specifically, the following transportation model
adjustments were made to account for these changing travel
patterns:

1) Decrease home-work trips produced by the HDUA traffic
zones and attracted to all other traffic zones in the
Sacramento urban area by 6,300 trips. This was found to
represent a 43 percent reduction in home-work trips
produced by the HDUA.

89



\

2) Develop travel pattern percentages to represent the
existing home-work trip interchanges between the each of
the HDUA traffic zones and the TED and NED traffic
zones. This travel pattern data would be used to guide
the reassignment of the 6,300 trips.

3) Allocate the 6,300 home-work trips originating from the
HDUA to the TED and NED trip destinations. The 6,300
trips deleted from travel between the HDUA and all other
traffic zones in the modeling area were reassigned to
travel patterns representing existing home-work inter-
change patterns between the HDUA and the TED and NED
traffic zones (the data developed in the previous step).
The result is a reassignment of 6,300 HDUA-produced
home-work trips from the Sacramento urban area in gener-
al to the TED and NED areas.

The methodology employed assumes that the proposed program
would not result in any increase in housing units in the HDUA or
employment in the TED or NED areas, but would result in an
adjustment in the destinations of home-work trips for individu-
als living in the HDUA Area.

Criteria for Evaluating Impacts. Traffic impacts were
evaluated based upon a criteria of maintaining a LOS C or better
on the 1local and regional circulation network. This 1is the

level considered by the City of Sacramento to be acceptable. A
V/C ratio of 0.80 is considered the point that divides accept-
able and unacceptable LOS, as well as less-than-significant and
significant adverse impacts. Table 9 lists the definitions of
LOS for both intersections and roadway segments. Table 10 lists
the ADT for each LOS on various facility types. In situations
where LOS is near the worse end of the acceptable range, con-
ditions may occur where LOS is only marginally acceptable. It
should be noted that for state facilities, Caltrans judges LOS D
or better as acceptable.

Impacts of the No-Project Alternative. The No-Project
Alternative assumes buildout of vacant land under current land
use designations without implementation of the proposed program.
The No-Project Alternative is identical to the buildout of the
SGPU analyzed in the SGPU Draft EIR. The projected future year
ADT on the street system under development of the No-Project
Alternative is shown in Figure G. The projected ADT, V/C
ratios, and LOS are shown in Table 11.

Several major surface streets, including J, L, 12th and
16th Streets, and Richards Boulevard would experience signifi-
cant adverse traffic impacts. In addition to these streets,
several other downtown streets and intersections are also ex-
pected to experience severe congestion during peak hours due to
factors unique to the area. The high volume of pedestrian
traffic, on-street parking, high bus volumes, and the occurrence
of double parking in the Central City area contrlbute greatly to
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an additional deterioration of LOS beyond that calculated based
on traffic volume alone. The high percentage of truck traffic
in the Richards Boulevard area similarly contributes to deterio-
ration of LOS beyond that based solely on traffic volume. The
programmed improvements to Richards Boulevard substantially
reduce V/C ratios along Richards Boulevard under existing con-
ditions traffic volumes. However, under future year conditions,
the increased capacity provided by the improvements is offset by
the projected substantial increase in traffic volumes 1in the
Richards Boulevard area. The elimination of on-street parking
would improve LOS in the Central City area. However, this may
be unacceptable to merchants and workers. 1In general, signifi-
cant adverse impacts cannot be mitigated to a less-than-
significant level without displacing existing development.

Freeways in the area are also projected to experience
significant adverse traffic impacts. B-80 and I-5 would experi-
ence LOS F, with traffic volumes on B-80 reaching levels as high
as those currently recorded in the San Francisco and Los Angeles
regions. These volumes would cause congestion throughout the
day and result in peak hour conditions of up to three or more
hours. Given Caltrans' policy of limiting freeway widths in the
Sacramento area to eight lanes, mitigation is not available to
reduce these impacts to a less-than-significant level.

Impacts of the Proposed Program. Analysis of the proposed
program assumes buildout of vacant land under current land use
designations, and implementation of the Enterprise Zone. As
described in the "Methodology For Analyzing Proposed Program,"
no change in the number of dwelling units and no change 1in
employment levels are assumed. Rather, the proposed program is
assumed to result in a geographic redistribution of home-work
trips. The projected future year ADT on the street system under
proposed program conditions is shown on Figure H. The projected
ADT, V/C ratios, and LOS are shown on Table 11.

The proposed program is projected to have an impact on the
transportation system that is nearly identical to the No-Project
Alternative. Although minor system-wide differences in traffic
volumes and, therefore, V/C ratios are projected, the LOS is
projected to be different at only two locations. 21lst Street is
projected to operate at LOS B under the No-Project Alternative
and LOS A under proposed program conditions, and J Street be-
tween 21st Street and 29th Street is projected to operate at LOS
E under the No-Project Alternative and LOS D under the proposed
program condition. The roadways projected to experience signif-
icant adverse impacts under the proposed program conditions are
identical to roadways projected to experience significant ad-
verse impacts under the No-Project Alternative.

Compared to the No-Project Alternative, the largest in-

crease in traffic volumes projected to result from the proposed
program is a five percent increase on Richards Boulevard. The
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largest decrease in traffic volumes is a six percent decrease on
I Street between 21st and 29th Streets. :

As noted above, the differences between the No-Project
Alternative and proposed program conditions are small. However,
compared to the No~Project Alternative, the proposed program can
be characterized as resulting in a minor reduction in traffic
volumes on regional freeways and facilities 1linking the HDUA
with the regional facilities, and a minor increase in traffic
volumes on facilities 1linking the HDUA with the TED and NED
areas. This results from the reorientation of work trips made
by residents of the HDUA away from the Sacramento urban area in
general towards the TED and NED areas. Compared to the No-
Project Alternative, the proposed program is projected to result
in a one to three percent decrease in traffic volumes on all of
the freeways radiating out from the program area. As an example
of facilities linking the HDUA with the regional freeways, I, J,
L, P, and Q Streets are projected to have a four to six percent
decrease in traffic volumes. As an example of a facility link-
ing the HDUA and the TED and NED areas, 7th Street is projected
to have a two to three percent increase in traffic volumes.

Compared to the No-Project Alternative, the proposed pro-
gram is also projected to result in some diversion of trips. An
example of this can be seen in the traffic volumes on 12th and
16th Streets and SR 160 in the vicinity of Richards Boulevard.
The proposed program causes a negligible decrease (0.3 percent)
in traffic volume on 12th and 16th Streets south of Richards
Boulevard and a larger decrease (3.4 percent) in traffic volumes
on SR 160 north of Richards Boulevard. Under No-Project con-
ditions, residents of the HDUA use 12th and 16th Streets and SR
160 to access Jjobs in the northeast Sacramento County area.
Under proposed program conditions, these HDUA residents continue
to use 12th and 16th Streets to get to work; however, rather
than continuing on SR 160, some of these commuters would divert
from SR 160 to access jobs in the Richards Boulevard area. Thus
12th and 16th Streets show the negligible change, and SR 160
shows a larger change.

Impacts on the Public Transit Network. RT staff has re-
viewed the proposed program and estimated "that the number of
additional trips created under Buildout Conditions of the Enter-

. prise zone will be within the available capacity" of the LRT and

bus system (Hoyt pers. comm.). Thus, the proposed program is
considered to have a less-than-significant impact on the public
transit system. RT staff suggested that employers in the area
be required to provide employees with a subsidy for transit
passes as an employee benefit.

Mitigation Measures

No mitigation measures are available that would reduce
projected cumulative impacts on streets, with or without the
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project to a less-than-significant 1level without displacing
existing development and on-street parking.

No mitigation measures are available that would reduce
cumulative impacts on the freeway system with or without the
project to a less-than-significant 1level due to the lack of
available right-of-way and existing Caltrans policy limiting
freeway widths in the Sacramento region to eight lanes.

The following mitigation measures are recommended in the
SGPU Draft EIR. '

Transportation System Management Measures. The following
transportation system management measures (TSM) would not reduce
traffic impacts to a less-than-significant level. However, by
encouraging use of public transit, LRT, ridesharing and other
forms of TSM, the measures would generally result in an
improvement in the operation of the regional transportation
system, .

o Establish Funding Mechanisms to Finance Transit Expan-
sion. RT, County of Sacramento, and City of Sacramento
staffs should evaluate funding mechanisms, such as
assessment districts, to fund future expansion of the
transit system.

o Enforce the City's TSM Ordinance. The adopted city TSM

: Ordinance should be promoted and enforced. The goal of
the ordinance is a fifteen percent reduction in peak
hour vehicle trips.

Proposed Major Roadway Improvements. Two major roadway
improvements that would affect the transportation system in the
area are the Richards Boulevard Extension and the Truxel Road
Bridge. Both of these facilities have been proposed to allevi-
ate existing and projected traffic congestion that would occur
with or without the proposed program. Both of these facilities
need additional study to determine their feasibility, effective-
ness, and environmental impacts. These two facilities are
briefly described below.

o Richards Boulevard Extension. The Richards Boulevard
Extension 1s a proposed facility that would 1link a
Richards Boulevard interchange with B-80 between the E
Street ramps and the American River Bridge, and improve-
ments to the SR 160 interchange at Richards Boulevard.
An EIR is scheduled to be prepared on this facility in
the near future. The Richards Boulevard Extension could
also provide a less circuitous route between portions of
the East Sacramento, Arden-Arcade, North Natomas, South
Natomas, and North Sacramento community plan areas.

While the Connector would improve traffic operations on
B-80, crosstown surface streets, and the downtown B-80
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ramp system, concern exists regarding the safe design of
an interchange between E Street and the American River
Bridge, given potential weaving problems and the
existing substandard design of B-80 within that
corridor.

Truxel Road Bridge. The North Natomas Community Plan
EIR and the adopted North Natomas Community Plan have
identified a Truxel Road Bridge as a potential improve-
ment to alleviate traffic on I-5 crossing the American
River. This facility would extend Truxel Road across
the American River into the Richards Boulevard area,
where it would potentially connect with North 5th or
North 7th streets. It would then require an additional
bridge crossing the Southern Pacific Railroad yard and
would merge as one-way couplets with 7th and 8th streets
in the downtown area. The North Natomas Community Plan
EIR analyzed this improvement and concluded that it
could be effective in reducing traffic volumes on I-5 to
a less-than-significant 1level (based on Caltrans
criteria, LOS D). This facility, however, would be
extremely costly and disruptive to existing land uses.
The City of Sacramento is currently planning a study to
determine the feasibility of the Truxel Road Bridge.
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Air Quality

Setting

Topography and Climate. Sacramento 1lies within the
Sacramento Valley, which 1s bounded by the coastal mountain
range on the west and the Sierra Nevada range on the east. The
Carquinez Strait is a sea level gap in the coastal range; the
strait 1is 55 miles southwest of the study area, and the
intervening terrain is flat.

The prevailing wind direction 1is from the southwest,
resulting from marine breezes through the Carquinez Strait.
During winter, the ocean breezes diminish and winds from the
north occur more frequently. However, the winds from the south
still predominate. Figure I shows prevailing summer wind
patterns. Table 12 shows average climatological data for the
Sacramento area. o '

The study area is located in the southern portion of the
Sacramento Valley Air Basin. Yolo County, Sacramento County,
and portions of Placer County and Solano County constitute the
Sacramento Air Quality Maintenance Area--the air quality plan-
ning area for the Sacramento region.

Air Pollution Terminology. Any discussion of air pollution
issues requires an understanding of technical air quality terms.
It is especially important to understand the distinction between
air pollutant emissions and ambient air quality.

The term "pollutant emissions” refers to the amount (usual-
ly stated as a weight) of one or more specific compounds intro-
duced into the atmosphere by a source or group of sources. In
practice, most pollutant emissions data are presented as "emis-
sion rates" (amount of pollutants emitted during a particular
period of time).

The term "ambient air quality" refers to the atmospheric
concentration (amount in a specified volume of air) of a specif-
ic compound as actually experienced at a particular geographic
location (which may be some distance from the source of the
relevant pollutant emissions). Measured ambient air quality
levels are determined by the types and amounts of pollutants
emitted into the atmosphere; the physical processes (meteorolo-
gy) affecting the distribution, dilution, and removal of these
pollutants; and any chemical reactions which transform pollutant
emissions into other chemical substances.

Air pollutants are often characterized as being "primary"
or "secondary" pollutants. Primary pollutants are those emitted
directly into the atmosphere. Secondary pollutants are those
formed through chemical reactions in the atmosphere; these
chemical reactions usually involve primary pollutants, normal
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Table 12. Climatological Data for Sacramento

Normal Temperatures in degrees/Fahrenheit

Minimum Monthly Average Maximum
January 37.9 45.3 52.6
April 45.3 58.2 71.0
July 57.9 75.6 93.3
October 50.0 63.9 77.7 -
Year 47.8 60.6 73.4

Normal Monthly Precipitation

in Inches

January 4.03
April 1.31
July 0.05
October 0.86
Total for Year 17.10
Normal Relative Humidity
in Percent
Daz Night
January 71 90
April 43 81
July 28 76
October 39 79
Year 46 82
Normal Wind Direction
and Speed
Direction Speed
January SE 7.6
April SW 8.9
July SSW 9.0
October SW 6.6
Year SW 8.1

Source: U. S. Department of Commerce (1985)

99



constituents of the atmosphere, and other secondary pollutants.
Those compounds which react to form secondary pollutants are
often referred to as reactive pollutants, pollutant precursors,
or precursor emission products.

Photochemical smog is a diverse group of secondary pollu-
tants created by a complex series of chemical reactions that
take place in the presence of sunlight. Photochemical smog is
composed of many different compounds; a major component is
ozone. Ozone is a compound that is harmful in itself and is
also a participant in a series of continuing chemical reactions.
The primary pollutants in the initial photochemical reaction are
reactive organic compounds (ROC) and nitrogen oxides. These
primary pollutants are generally emitted directly into the air
by a wide variety of human activities, including evaporation and
combustion of fuels.

The distinction between primary and secondary pollutants is
more than a matter of semantics; important air quality manage-
ment implications are also involved. The ambient concentration
of primary pollutants depends on the spatial concentration of
the emission sources, the rate of pollutant emissions, and the
degree to which the emitted pollutants are dispersed or removed
from the atmosphere between the emission source and the location
of interest.

Air quality problems involving primary pollutants (such as
carbon monoxide) can usually be traced to a single pollutant
source (or a concentrated group of sources) emitting large
quantities of a particular pollutant. Additionally, the respon-
sible emission source will usually be relatively close to the
location of the air quality problem. The distance between the
emission source and the location of a ground-level air quality
problem depends largely on the height at which the emissions are
released into the atmosphere.

When an air quality problem involves a secondary pollutant,
the spatial relationship between emission sources and ambient
air quality problems becomes much more complicated. Because
secondary pollutants are not emitted directly into the atmo-
sphere, observed ambient concentrations may not show a clear
correlation with the spatial distribution of sources emitting
the pollutant precursors. The  time factor involved in the
chemical reactions producing secondary pollutants allows emis-
sions from numerous sources to become dispersed and mixed to-
gether. As a result, the observed ambient pollutant concen-
trations are due as much to the cumulative areawide emissions of
precursors as to the spatial concentration of emission sources.

Air OQuality Standards. Both the State of California and
the federal government have established a variety of ambient air
quality standards. Federal air quality standards have been set
at two levels. The federal primary standards are set to protect
public health. The federal secondary standards are set to
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protect other values (crops, materials, etc.). State and feder-
al air quality standards are shown in Table 13. The state l-hour
ozone standard is 0.10 parts per million (ppm), by volume, not
to be equaled or exceeded. The federal l-hour ozone standard is
0.12 ppm, not to be exceeded more than three times in any 3-year
period.

State and federal carbon monoxide (CO) standards have been
set for both 1l-hour and 8-hour averaging times. The state
l-hour CO standard is 20 ppm, while the federal 1-hour CO stan-
dard is 35 ppm. Both state and federal standards are 9 ppm for
the 8-hour averaging period. State CO standards are phrased as
values not to be exceeded. Federal CO standards are phrased as
values not to be exceeded more than once per year.

The federal Clean Air Act established air quality standards
for several pollutants, and requires areas that violate these
standards to prepare and implement plans to achieve the stan-
dards by certain deadlines. The deadline for attaining both
the ozone and CO standards is December 31, 1987. The current
plan for achieving these standards, the Sacramento Air Quality
Plan (Sacramento Area Council of Governments 1982), was
developed by SACOG in 1982.

Areas which do not meet federal primary air quality stan-
dards are designated as "nonattainment" areas. The Sacramento
Air Quality Maintenance Area (Sacramento County, Yolo County,
northern Solano County, and southwestern Placer County) cur-
rently has a nonattainment designation for ozone. The urbanized
portion of Sacramento County is designated a nonattainment area
for CO.

Existing Conditions. Urban emission sources 1in the
Sacramento Valley are a primary source of an existing air gquali-
ty problem. The federal air quality standards for ozone and CO
are being exceeded several times per year in Sacramento County.
The number of days when the standards are exceeded are shown in
Table 14. During 1985, exceedances of the ozone standard oc-
curred at the North Highlands, Folsom, Citrus Heights, and Del
Paso Manor monitoring stations. Exceedances of the ozone stan-
dard have occurred at the 1025 P Street station from 1978
through 1980, at the Creekside School station from 1978 through
1982, and at the Meadowview Road station during 1979 and 1980.
During 1985, exceedances of the 8-hour CO standard occurred at
the El1 Camino/Watt and Del Paso Manor stations. Exceedances of
the 8-hour CO standard have occurred at the Creekside School
station during 1978 through 1981.

No exceedances of the federal 1-hour CO standard have been
recorded in the 1last 7 years. The California state 1l-hour
standard was last exceeded during 1978 at the El Camino/Watt
station.
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Tabl

e 13

AMBIENT AIR QUALITY STANDARDS

California Standards'

National Primary Standards:
Source:

The levels of air quality

National Standarcdg2
Poliutant Averaging Time
Concentration3 Method4 Primary?.3 Secondary3-8 Method?
i 19 1 hour 0.10 ppm Ultraviolet - — _
Oxicamt “ {200 ug/m3) Photometry
Ozone 1 hour - - 0.12ppm Same as Primary Ethyiene
(235 ug/m3) Standard Chemiluminescence
Carbon Monoxide 8 hour 9.0 ppm Non-Dispersive 10 mg/m3 Same as Non-Dispersive
(10 mg/m3) Infrared {9 pom) Primary Intrared
Spectroscopy Standards Spectroscopy
1 hour 20 ppm (NDIR) 40 mg/m3 {NDIR)
. (23 mg/m3) (35 ppm) -
Nitrogen Dioxide Annual Average - : 100 ug/m3
Gas Phase {0.05 ppom) Same as Primary Gas Phase
Chemilumi- Standard Chemiluminescence
1 hour 0.25 ppm nescence -
(470 ug/m3) :
Sulfur Dioxide Annual Average ' - 80 ug/m3 -
{0.03 pom)
24 hour 0.05 ppm 366 ug/m3 -
{131 ug/m3)9 Ultraviolet (0.14 ppm) Pararosaniline
Fluorescence -
3 hour . - - 1300 ug/m3
(0.5 ppm)
1 hour 0.25 ppm - -
(655 ug/m3)
Suspended Annuai Geometric - -
Particulate Mean 30 ug/m3
Matter (PM,4) PMyo -
24 hour 50 ug/m3 - -
Susqended Annual Geometric - 75 ug/m3 60 ug/m3 High Voiume
Particuliate Mean - Sampling
Matter -
24 hour - 260 ug/m3 150 ug/m3
Californ! \ standards, other than carbon monoxide, sul fur necessary, with an adequate margin of safety, to pfotect
dioxide hour) and particulate matter — PM,,, are the public health., Each state must attain the primary
values th.it are not to be equaled or exceeded. The standards no later than three years after that state’s
carbon monoxide, sulfur dioxide (1 hour) and particulate implementation plan is approved by the Enwronmental
matter — PM,, standards are not to be exceeded.. Protection Agency (EPA).
National standards, other than ozone and those based 6. National Secondary Standards: The levels of air quality
on annual averages or annual geometric means, are not necessary to protect the public welfare from any known
to be exceeded more than once a year. The ozone or anticipated adverse effects of a pollutant. Each state
standard is attained when the expected number of days must attain the secondary standards within a ‘“reason-
. per calendar year with maximum hourly average concen- able time'’ after the implementation plan is approved
trations above the standard is equal to or less than one. by the EPA.
Concentration expressed first in units in which it was 7. Reference method as described by the EPA. An *equi-
promuigated. Equivalent units given in parentheses are valent method” of measurement may be used but must
based upon a reference temperature of 25°C and a have a ““consistent relationship to the reference method’’
reference pressure of 760 mm of mercury. All measure- and must be approved by ths EPA.
ments of air quality are to be corrected to a reference
temperature of 25 C and a reference pressure of 760 8. Prevailing visibility is defined as the greatest visibility
mm of Hg (1,013.2 millibar); ppm in this table refers which is attained or surpassed around at least half of
to ppm by volume, or micromoles of pollutant per mole the horizon circle, but not necessanly in continuous
of gas. sectors.
Any equivalent procedure which can be shown to the 9. Atlocations where the state standards for oxiaant and/or
satisfaction of the Air Resources Board to give equivalent suspended particulate matter are violated. National
results at or near the level of the air quality standard standards app: “isewhere,
may be used. 102 . :
10. Measuredas o: . -

California Air Resources Board Fact Sheet 38 (Revised 8/t



Table 14. Summary of Air Quality Monitoring Data for Sacramento County

Carbon Monoxide Ozone
Monitoring Station Parameter 1978 1979 1980 1981 1982 1983 1984 1985 1978 1979 1980 1981 1982 1983 1984 1985
1025 P Street®. peak hour value® a 15 11 12 0.14 0.13 0.14
Peak 8-hour value 7.0 7.1 7.6 ’ NA NA NA
Days above standard® 0 0 0 6 2 2
Creekside Schoold Peak hour value a 19 15 16 12 12 0.22 0.20 0.18 ND 0.13
Peak 8-hour value 11.9 11.8 11.8 10.4 6.3 NA NA NA ND NA
Days above btandardb 7 6 6 1 0 15 2 8 ND 1
North Highlandse Peak hour valuvaa a 10 8 10 9 9 8 8 10 0.21 0.17 ND 0.18 0.16 0.17 0.17 0.18
Peak 8-hour value 6.0 4.9 5.5 3.9 4.9 5.1 5.4 6.3 NA NA NA NA NA NA NA NA
Days above standard® 0 0 0 0 0 0 0 0o 17 5 N 11 8 4 11 10
, Meadowview Roadh Peak hour valuea 0.11 0.13 0.15 0.11 0.12 0.12 0.11 0.11
Peak 8-hour value NA NA NA NA NA NA NA NA
Days above standardb 0 1 3 0 0 0 0 0
Folsom Peak hour value? 0.19 0.25 0.16 0.17 0.16 0.14 o0.18 0.17
Peak 8-hour value NA NA NA NA NA NA NA NA
Days above standard® 23 18 7 12 12 7 0 13
. El Caminopiatt®  peak hour value® | 30 17 17 17 19 18 W
o Peak B8-hour value 15.0 11.5 13.5 15.1 14.1 12.4 13.3
w Days above standardb 6 2 6 5 4 5 11
Citrus Heights- - Peak hour value 10 10 10 9 9 9 0.14 0.13 0.15 0.19 0.20
Sunrise Boulevard Peak 8-hour value 7.0 " 5.1 8.4 5.4 5.1 7.4 NA NA NA NA NA
Days above standard® 0 0 0 0 0 0 12 1 5 5 10
Del Paso Manor?d Peak hour value® a 12 14 12 13 12 0.15 0.15 0.15 0.21 0.19
Peak 8-hour value 10.3  13.3 10.9 9.1 9.3 NA NA NA NA NA
Days above standard” 1 3 2 o 3 9 4 9 10 9

Source: California Air Resources Board 1979-1986.

NA = Not applicable.
ND = No data or inadequate data during season of high pollution levels.

3 peak hour and peak 8-hour values given as parts per million by volume (ppm).
For ozone, days with a peak l-hour value exceeding the federal pnmary standard of 0.12 ppm; for carbon monoxide, days with a peak 8-hour average value
e exceeding the federal primary and state standards of 9 ppm.
d Station closed at end of 1980.
Instrumentation problems invalidated 1981 ozone data; ozone monitoring discontinued October 1982; no carbon monoxide data reported for April-September
1981; carbon monoxide monitoring discontinued, July 1982.
£ Station at Blackfield Drive closed in September 1979; station on Blackfoot Way began operating in January 1980.
Temporary station December 1978-February 1979; permanent station began operating in January 1981.
g Station began operating in April 1981.
Station at Meadowview closed January 1985-March 1985, and November 1985-December 1985.




Ozone. The ozone in photochemlcal smog is not emitted
directly 1into the atmosphere. It is a secondary pollutant
produced over time by a complicated series of chemical reactions
involving nitric oxide, nitrogen dioxide, various organic com-

‘pounds, ultraviolet 1light, and normal components of the atmo-

sphere. Because the time frame for these reactions involves
several hours, emissions of precursor compounds become mixed and
spread over a large area, producing a regional pollution prob-
lem. Ozone problems are the cumulative result of regional
development patterns, rather than the result of a few incre-
mentally significant emission sources.

The Sacramento Air Quality Plan (Sacramento Area Council of
Governments 1982) identifies motor vehicle emissions and
evaporation of various organic compounds (solvents, fuels, etc.)
as the major contributors to regional ozone problems. Pesticide
use, industrial process operations, and nonhighway mobile
sources (off-road vehicle use, boating, and alrcraft operations)
are other contributors.

The Sacramento Air Quality Plan predicts a general reduc-
tion in ozone levels through 1989. This predicted reduction is
due to improved controls on both stationary source and motor
vehicle emissions of organic compounds and nitrogen oxides.
Despite the predicted improvements, the Air Quality Plan pro-
jects continued violation of federal and state ozone standards
beyond 1987, with ozone levels increasing after 1990.

Air quality management planning in the Sacramento region
has focused on reducing emissions of ROC as the most effective
approach for achieving federal and state ambient air quality’
standards for ozone. Current projections (Table 15) indicate
that regional emissions of ROC will decline to approximately
110 tons per day between 1987 and 1990, but will increase to
115.7 tons per day by 1995, and to 123.2 tons per day by 2000
(Sacramento Area Council of Governments 1986). More important-
ly, the regional air quality plan estimates that regional emis-
sions of ROC must be reduced to 92.5 tons per day in order to
meet the federal ozone standard.

A variety of public agencies are responsible for imple-
menting various types of actions related to the Air Quality
Plan. The U. S. Environmental Protection Agency (EPA) and the
California Air Resources Board (ARB) are responsible for settlng
limits on the amount of emissions which motor vehicle engines
can produce. The Sacramento County Air Pollution Control Dis-
trict (APCD) is responsible for limiting the amount of emissions
from industrial and other fixed sources of pollutants. Cities,
counties, and transit agencies are responsible for land use and
transportation measures which reduce the amount of vehicle
travel in the region.

The City of Sacramento has adopted several measures to
assist in implementing the Air Quality Plan. These include a
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Table 15

Projected Daily Emissions of Reactive dkaénic Compounds In the Sacramento Region

1985 1987 1990 1995 2000

Souce Category ~ Tons/Day Percent fTons/Day Percent fTons/bay Percent fTons/Day Percent Tons/Day Percent

Fuel Combustion 0.2 068 076 068  0.82 0% 0.94  0.0% 106 . 0.8%

Waste Burning 229 1.8 2.32  1.9% 238 L1.9% 253 1.9%  2.68  1.9%

Solvent Use 25,93 20.1%  26.85  21.5%  28.42  22.7%  31.36  23.8% 3419 24.5%
Petroleum Processing,

Storage, & Transfer 4.06 J.1% 4.15 3.3 .21 J.4% 4.4 3.48 4.517 3.3%
Industrial Processes 5.89  4.68  6.20  5.0%  6.65  5.3%  7.66  5.88  8.67 6.2
Pesticide Use 9.65  T.5% 964 LTV 9.8 1.9% 102 1% 9.93 .18
Other Stationary Sources 0.9  0.88  1.00  0.8%  1.00 0.8  1.00  0.8%  1.00  0.7%

S0t

On-Road Vehicles 62.09 48.1% 35.817 44.8% 52.93 42.2% 52.95 40.2% 34.58 39.2%
Other Mobile Sources 17.31 13.5% 18.03 14.4% 15.03 ~ 15.2% 20.88 15.8% 22.66 16.3%

' Mobile Source Subtotal 79:46 61.6% 73.90 59.2% 71.96 5T.4% 73.83 56.0% 17.24 55.4%
Total Baseline Emissions 128.99 100.0% 124.82 100.0% 125.34 100.0% 131.88 100.0% 139.34 100.0%
Air Quality Plan Forecast 119.48 110.65 110.04 115.69 123.15

Note: Baseline emission forecasts do not account for the effect of measures in the Air Quality Plan.

Source: Sacramento Area Council of Governments 1986.



Trip ‘Reduction Ordinance, an In-Lieu Parking Ordinance, a Bicy-
cle Parking Facilities Ordinance, and an Infill Incentives
Program. The city Trip Reduction Ordinance requires new major
employers (those with more than 100 employees) to conduct an
employee educational program to promote ridesharing, transit,
and other measures. New employers with 200 or more employees
must also implement a Transportation Management Plan.

The employer Transportation Management Plan program has a
goal of reducing peak hour vehicle trips by 15 percent. In the
existing city ordinance, various predefined measures are auto-
matically credited with set percentage reduction credits.
Employer Transportation Management Plans must contain enough
measures to provide trip reduction credits totaling 15 percent
or more.

Methodology. Analyses used to evaluate potential
ozone concentrations for urban areas fall into two general
approaches: simple extrapolations based on 'net changes in
cumulative emissions, and detailed photochemical modeling analy-
ses.

Detailed photochemical simulation modeling analysis for a
large urban area is a time-consuming and expensive proposition.
Such modeling was performed for the 1982 regional air quality
plan. That modeling involved significant staff efforts from
ARB, Caltrans, SACOG, and the APCD. The overall work program
required more than 2 years of effort at a cost of several hun-
dred thousand dollars.

The complexity and cost of photochemical simulation model-
ing were considered prohibitive in the context of this EIR.
Thus, potential contributions to ozone levels are normally
characterized in terms of the quantity of pollutants which

contribute significantly to ozone formation. Pollutant emis-
sions contributing to ozone formation are generally categorized
into two groups of compounds: ROC; and the two combustion-

related oxides of nitrogen, nitric oxide and nitrogen dioxide.
Nitric oxide and nitrogen dioxide are often referred to collec-
tively as nitrogen oxides (NOX).

In Sacramento, motor vehicles are the major source of both
ROC and NOx. Thus, attention has been focused on estimating
emissions of these compounds from vehicle traffic.

Data produced by the traffic modeling effort conducted for
the SGPU Draft EIR were used to develop estimates of traffic-
related emissions for existing and future conditions. The
procedures used in these analyses are described briefly below
and in more detail in Appendix 6 of the SGPU Draft EIR.

The traffic model provided data on trip patterns between

different community plan areas. Trip types used in the traffic
model are categorized into three internal types (home-work
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trips, home-other trips, and nonhome-based trips), and two
external types (internal-external trips and external-internal
trips). Through trips were estimated separately from data
provided by Caltrans.

While the traffic model calculated total vehicle miles
traveled (VMT) for the entire modeling area, it did not calcu-
late VMT by trip type or VMT for trips between pairs of communi-
ty plan areas. Land use and highway maps were used to estimate
average trip lengths between community plan areas by trip type.
This involved determination of average highway distances between
major concentrations of residential, business, commercial,
industrial, and educational land uses in the City of Sacramento,
under both existing and future conditions.

Initial estimates of internal-external trip type distances
for each community plan area were varied until the aggregate of
trip-type VMT between community plan areas matched the traffic
model estimate of cumulative VMT (within 1.5 percent}).

Travel time frequency distributions for each trip type were
used to determine average vehicle operating mode conditions by
trip type under existing and future conditions. Reasonable data
on average vehicle operating mode conditions are necessary to
accurately estimate vehicle emission rates.

The travel time frequency distribution patterns extracted
from the traffic model do not reflect travel delays caused by
congestion on the modeled highway network. For future condi-
tions, such delays will be considerable. Consequently, the base
frequency distribution patterns from the model were extrapolated
to reflect mean trip durations under total delay times estimated
by the traffic. model.

Existing and future vehicle emission rates were estimated
separately for each trip type at a variety of average speeds.
The trip type emission rates reflected appropriate mixes of
vehicle types and operating mode conditions.

The traffic model provided data on the percent of VMT
occurring under six different levels of traffic congestion
(expressed as volume/capacity [V/C] ratios). Congested speeds
on different roadway types under these V/C ratios were estimated
using a program developed by Jones & Stokes Associates. This
program is based on V/C ratio speed conversions contained in the
"1965 Highway Capacity Manual" (Highway Research Board 1965).

"Existing and future vehicle emissions were calculated by
trip type for trips between each of the community plan areas.
These emission estimates reflect separate vehicle mixes for each
trip type, separate operating mode patterns for each trip type,
and the percent of VMT occurring in each of six speed cat-
egories. Each speed category reflects one of the V/C ratio

107



.

¢

categories used by the traffic model to summarize congestion
delays.

The procedures noted above effectively allocated modeled
VMT estimates among 24 separate emission rate categories (six
speed categories by four vehicle mix/operating mode mix cate-
gories). Separate sets of emission rates were computed for
three time frame/vehicle operating mode situations for existing
conditions and the No-Project Alternative. All emission rates
reflected an 80°F air temperature (which is a summertime average
temperature appropriate for the ROC analysis) and the presence
of a vehicle inspection and maintenance program. ’

Citywide. Ozone, the main component of photo-
chemical smog, 1s primarily a summer/fall period pollution
problem. Federal and state ozone standards have been period-

ically exceeded in most parts of Sacramento County for many
years. The highest ozone levels and most frequent violations of
the ozone standards tend to occur in the northern part of the
county. The lowest ozone levels and least frequent violations
of the ozone standards are thought to occur in the southeastern
part of the county. This geographic pattern is expected on the
basis of wind flow patterns and atmospheric chemistry and is
generally confirmed by available monitoring data (Table 14).

Estimates of 1985 average summer day traffic-related emis-
sions of ROC and NOx are presented in Table 16. These estimates
are presented for individual community plan areas, the City of
Sacramento as a whole, and the remaining portion of the area
covered by the regional traffic model. For typical summer
conditions, traffic originating in the City of Sacramento pro-
duces 12.7 tons per day of ROC emissions and 10.5 tons per day -
of NOx emissions.

The data in Table 16 differ from the 1985 emission
estimates presented in- Table 15 due to variations in data
sources and computation procedures. The vehicle emission
estimates in Table 15 were prepared by ARB using various
statewide average data assumptions and vehicle registration data
for Sacramento County. The emission estimates in Table 16 were
prepared using data and assumptions derived from the traffic
modeling studies performed for the SGPU Draft EIR.

Within a regional context, trips originating in the City of
Sacramento contribute about 20 percent of the regionwide
traffic-related emissions of ozone precursors. About 55 percent
of the emissions associated with trips originating inside the
city actually occur outside the city limits. About 19 percent
of the regional traffic-related emissions occur within the city
(regardless of where the vehicle trip originated).

Home-work trips (two-way trips) account for 33 percent of

city-generated ROC traffic emissions and 31 percent of NOx
emissions. Home-other trips (two-way +trips) account for
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Table 16. Existing Traffic-Related Ozone Precursor Emissions
Emissions Emissions

Area of Inside Outside Total Percent Of

Trip Pollut- City City Emissions Regional

Origin ant (Tons/Day) (Tons/Day) (Tons/Day) Emissions

Airport ROC 0.31 0.32 0.64 1.06%
Meadowview NOx 0.25 0.27 0.52 0.95%
Arden- ROC 0.45 0.65 1.11 1.84%
Arcade NOx 0.38 0.53 0.91 1.67%
Central ROC 1.00 1.68 2.67 4.43%
City NOx 0.83 1.35 2.18 3.99%
East ROC 0.77 0.95 1.72 2.85%
Broadway NOx 0.64 0.78 1.42 2.60%
East ROC 0.52 0.68 1.20 1.99%
Sacramento NOx 0.43 0.55 0.98 1.80%
Land ROC 0.59 0.48 1.08 1.78%
Park NOx 0.49 0.40 0.89 1.62%
North ROC 0.07 0.06 0.13 0.21%
Natomas NOx 0.06 0.05 0.10 0.19%
North ROC 0.61 0.74 1.35 2.24%
Sacramento NOx 0.51 0.61 1.12 2.04%
Pocket ROC 0.48 0.25 0.73 1.22%
Area NOx 0.39 0.21 0.60. 1.09%
South ROC 0.29 0.20 0.49 0.82%
Natomas NOx 0.24 0.17 0.40 0.74%
South ROC 0.63 0.98 1.60 2.66%
Sacramento NOx 0.52 0.81 1.33 2.43%
City ROC 5.72 7.00 12.71 21.10%
Total NOx 4.74 5.72 10.46 19.15%
OQutside ROC 5.94 41.59 47.54 78.90%
City NOx 5.82 38.32 44.15 80.85%
Regional ROC 11.66 48.59 60.25 100.00%
Total NOx 10.56 44,04 54.60 100.00%

Notes: ROC
NOx

o

reactive organic compounds
nitrogen oxides (nitric oxide plus nitrogen dioxide)
Emission estimates developed using EMFAC6D emission rates

for 80 degree F conditions.
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49 percent of ROC emissions and 47 percent of NOX emissions.
Nonhome-based - trips (two-way trips) account for 17 percent of
ROC emissions and 20 percent of NOx emissions. Internal-exter-
nal trips account for the remaining emissions.

Study Area. For this regional air quality analy-
sis, the Central City community plan area will be used as a
surrogate for the proposed Enterprise Zone study area. Traffic
originating in the Central City produces 21 percent of
city-generated traffic emissions. The Central City comprises
6.6 percent of the SGPU area acreage.

Home-work trips account for 33 percent of ROC emissions and
31 percent of NOx emissions. Home-other trips account for
53 percent of ROC emissions and 50 percent of NOx emissions.
Nonhome-based trips account for 14 percent of ROC emissions and
16 percent of NOxX emissions. Internal-external trips account
for the remaining emissions.

Carbon Monoxide. CO 1is primarily a winter period
pollution problem. Motor vehicle emissions are the dominant
source of CO in most areas. As a directly emitted pollutant,
transport away from the emission source is accompanied by dis-
persion and reduced pollutant concentrations. Consequently, CO
problems are usually 1localized, often the result of a com-
bination of high traffic volumes and significant traffic con-
gestion.

Outdoor CO levels are a fairly reliable indicator of poten-
tial indoor CO 1levels. CO is not chemically reactive and is
poorly soluble in water. Thus, it is not absorbed onto sur-
faces. It enters buildings through open doorways, open windows,
or building ventilation systems.

During late 1980 and early 1981, ARB, Caltrans, and the
Sacramento County APCD conducted a special CO study at three
intersections in the Sacramento area (Macaluso 1981). One of
the conclusions of the study was that episodes of high CO levels
at all three locations occurred most often during late afternoon
to nighttime hours.

Data from previous studies suggest that CO problems occur
primarily in the vicinity of major traffic arteries having
significant amounts of commercial development. The presence of
significant commercial development is an important contributing
factor for two reasons. Parking lots for such developments
represent a localized source of emissions which augment the CO
emissions from vehicle traffic on adjacent roadways. Addition-
ally, vehicles leaving major parking lots are likely to be in a
"cold start" operating mode, resulting in higher CO emission
rates than is typical for through traffic on major roadways.

Meteorological conditions are also a significant. factor
affecting the development of CO problems. High CO levels
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develop primarily during the winter months when periods of light
winds or calm conditions combine with the formation of ground
level temperature inversions (typically from the evening through
early morning period). These conditions result in reduced
dispersion of vehicle emissions, allowing CO problems to develop
and persist during hours when traffic volumes are declining from
peak levels. Motor vehicles also exhibit increased CO emission
rates at low air temperatures.

CO levels are a public health concern because CO combines
readily with hemoglobin and thus reduces the amount of oxygen
transported in the blood stream. Relatively low concentrations
of CO can significantly affect the amount of oxygen in the blood
stream since CO binds to hemoglobin 220-245 times more strongly
than does oxygen. Both the cardiovascular system and the cen-
tral nervous system can be affected when 2.5-4.0 percent of the
hemoglobin in the bloodstream is bound to CO rather than to
oxygen. State and federal ambient air quality standards for CO
have been set at levels intended to keep CO from combining with
more than 1.5 percent of the bloocd's hemoglobin (U. S. Environ-
mental Protection Agency 1979 and California Air Resources Board
1982) .

Methodology. The existing and future year CO air
quality analyses performed for this EIR used a computer model
called CALINE3. CALINE3 1is a line source air quality model
developed by Caltrans to analyze localized air quality impacts
(Benson 1979). For a description of CALINE3, see the technical
appendix available at SHRA.

The air quality analysis uses the traffic data described in
the "Traffic and Circulation" section of this EIR. The traffic
data 1included estimated existing traffic volumes, projected
future year traffic volumes, estimated existing V/C ratios,
projected future year V/C ratios, and estimated free-flow traf-
fic speeds (which were then reduced to reflect traffic con-
gestion). The air quality analysis of future year conditions
assumes the construction of planned roadway improvements as
contained in adopted community plans, and as identified by the
city Traffic Engineer, Caltrans, and County of Sacramento staff.
These improvements include the widening of Richards Boulevard.

The CALINE3 air quality analysis estimated CO concentra-
tions at "receptors" which are specific geographic points repre-
senting locations where people would be exposed to CO. Recep-
tors are typically residences or places of work near congested
intersections where people would be exposed to vehicle-generated
CO for extended periods of time. For each receptor, CALINE3
estimates the total of CO contributions from a network of road-
way segments.

The receptor locations were determined by examining recent

(1985) aerial photographs. The buildings closest to a congested
intersection were selected as receptor locations. Where theéere
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were no buildings in the vicinity of congested intersections,
receptor points were located 50 feet from the edge of the road-
ways. The setback of 50 feet is the assumed average distance
value. '

Table 17 shows estimated CO concentrations at 25 receptors
throughout the study area. Figure J graphically displays the
location of these receptors. One of the 25 receptors 1is
estimated to be in violation of the state and federal 8-hour CO
standard of 9 ppm under existing conditions. None of the
receptors are .estimated to be in violation of the state l-hour
CO standard of 20 ppm or the federal l-hour standard of 35 ppm.

The highest estimated worst case 8-hour average value under
existing conditions is 9.4 ppm at the interchange of I-5 and
Richards Boulevard. The highest estimated 1-hour value 1is
13.5 ppm at the same location.

Impacts of the No-Project Alternative

Definition of Significance. In this section, the potential
air quality impacts from the No-Project Alternative are dis-
cussed. As called for by the CEQA Guidelines (Section 15064 [e]
and Appendix G), significant adverse impacts are identified as
concentrations which "violate any ambient air quality standard,
contribute substantially to an existing or projected air quality
violation, or expose sensitive receptors to substantial pollu-
tant concentrations."

Potential for Regional Ozone Problems. Emission estimate
computation procedures used 1n the following analyses are dis-
cussed in the "Existing Conditions" section of this section of
the EIR and in Appendix 6 of the SGPU Draft EIR.

The estimates of future traffic-related ROC emissions
contained in this EIR and the SGPU Draft EIR significantly
exceed the estimates being used by SACOG for current air quality
management planning. The current SACOG estimate of future (year
2000) traffic-related ROC emissions (54.6 tons per day) is
substantially below the estimate of 99.8 tons per day presented
in this EIR. The 99.8 tons per day estimate represents both
year 2016 SGPU buildout and also the proposed Enterprise Zone
No-Project Alternative. These differences are due partly to
differences in growth assumptions and partly to differences in
procedures used to estimate vehicle emissions.

The SACOG emission forecasts in Table 15 appear to be based
on year 2000 population estimates of 393,515 for the City of
Sacramento, 1,186,600 for Sacramento County, and 1,698,400 for
the SMSA. The growth assumptions used for this EIR reflect SGPU
and proposed Enterprise Zone No-Project Alternative buildout
conditions. These buildout conditions reflect a city (year
2016) population of 523,607. Buildout land use assumptions used
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Table 17. Predicted Worst-Case Carbon Monoxide Levels
in the Program Area

Carbon Monoxlde Concentrations in Parts Per Million

Existing No Project Proposed Program

Conditions Conditlions (SGPU) Conditions
Receptor Location of Peak Hour 8 -Hour Peak Hour 8-Hour Peak Hour 8-Hour
Number " Receptor Average Average Average Average Average Average

1. Capitol Park, SW corner of 15th Street and L Street 4.6 3.2 3.8 2.7 3.8 2.7
2. Paclfic Bell bullding on the NW corner of 15th Street and J Street 5.2 3.6 4.3 3.0 4.3 3.0
3. Muslc Circus on the SW corner of 16th Street and G Street 5.3 3.7 4.5 3.2 4.5 3.2
1. Apartment building on the SW corner of 16th Street and N Street 5.3 3.7 4.7 3.3 4.7 3.3
S. SHRA building on the SW corner of I Street and 7th Street 6.0 4.2 4.8 L | 1.8 3.4
6. Caltrans bullding on the SW corner of N Street and 12th Street 3. 2.4 2.7 1.9 2.1 1.9
1. Hollday Inn on the NW corner of K Street and 4th Street 7.8 5.5 6.3 1.4 6.3 4.4
- 8. 0ld Sacramento parking lot on the SE corner of 2nd Street and J Street 6.2 4.3 5.0 3.5 5.0 3.5
= 9. Office bullding on the NE corner of Front Street and Capitol Ave. 4.7 3.3 3.6 2.5 3.5 2.5
S 10. Senior citizen bullding on the NV corner of 5th Street and P Street 5.4 3.8 4.4 3.1 4.4 3.1
11. Housing on the NE corner of 2nd Street and Q Street 3.7 2.6 3.3 2.3 3.3 2.3
12. Office bullding on the NW corner of I Street and 13th Street 4.3 3.0 3.5 2.5 3.5 2.4
13. Wong Center on the NV corner of J Street and 4th Street +5.9 4.1 4.7 3.3 4.1 3.3
14. SB corner of I-5 and Richards Blvd. 12.6 8.8 12.2 8.5 12.2 8.5
15. NE corner of I-5 and Richards Blvd. 13.5 9.4t 14.7 10.3¢ 15.3 10,7+
16. North corner of State 160 and Richards Blvd. 6.0 4.2 8.4 5.9 8.5 5.9
17. West corner of State 160 and Richards Blvd. 4.9 3.4 7.8 5.5 8.1 5.7
18. South corner of State 160 and Richards Blvd. 6.5 4.5 6.9 4.0 6.9 4.8
19. KW corner of 12 and E Streets 5.5 3.8 3.1 2.6 3.7 2.6 N
20. NE corner of 12 and B Streets 5.0 3.5 3.4 2.4 3.4 2.4
21. NW corner of 16 and E Streets 5.5 3.8 4.7 3.3 4.7 3.3
22. Building on the N¥ corner of Richards Blvd. and North Sth Street 4.2 2.9 5.9 4.1 6.1 4.3
23. Houslng units of the SE corner of Richards Blvd. and Dos Rios 3.6 2.5 6.4 4.5 6.6 4.6
24. Bullding on the NW corner of North 12th Street and Sunbeam 4.3 3.0 4.3 3.0 1.4 3.1
25. Bullding on the NE corner of North 12th and North B Street 4.0 2.8 4.5 3.2 4.5 3.2
Notes:

- Federal and state 8-hour standards for CO = 9 parts per million (ppm).
- Federal 1l-hour standard for CO = 35 ppm.

State l1-hour standard for CO = 20 ppm.

Results based upon CALINE3 dispersion model.

8-hour average values = 0.70 x peak l-hour average values.

- €O concentrations reflect implementatlon of a motor vehicle Inspection and maintenance program.

- €O concentrations do not Include any "background” CO, since the modeling network included all signlficant roadvays for receptors 1-13, 19-21.
For all other receptors, CO concentrations laclude a "background® of 2.5 ppm for existing and 1.4 ppm for future B-hour average
and 3.6 ppm for existing and 2.0 ppm for future l-hour average.

- For descriptlon of other assumptions and methodology, see the technical appendix.

*Potential exceedance of federal and/or state standard.



for the traffic modeling studies have not been converted to
population estimates for other Jjurisdictions. It is clear,
however, that the buildout population of the region will signif-
icantly exceed the year 2000 regional population assumed by
SACOG.

If the vehicle emission forecast in Table 15 is adjusted to
reflect the expected 20 percent overall effectiveness of the
vehicle inspection and maintenance program, the SACOG estimate
of year 2000 on-road vehicle ROC emissions would be reduced to
43.7 tons per day. The 99.8~ton per day estimate developed for
this EIR is 128.8 percent higher. Thus, differences between the
vehicle emission estimates in this EIR and those prepared by
SACOG are due primarily to differences in procedures used to
estimate cumulative vehicle travel and. average vehicle emission
rates. As explained in Appendix 6 of the SGPU Draft EIR, the
data used for this EIR and the SGPU Draft EIR were derived
directly from new regional traffic modeling studies.

Citywide. Traffic-related emissions attributable to
development associated with buildout of the proposed Enterprise
Zone No-Project Alternative are presented in Table 18. Traf-
fic-related ROC emissions are projected to increase by 47 per-
cent over existing levels while traffic-related NOx emissions
would decrease by 1 percent from existing levels.

Within a regional context, trips originating in the City of
Sacramento would contribute 17-19 percent of the regionwide
traffic-related emissions of ozone precursors. About 58 percent
of the emissions associated with trips originating inside the
city would actually occur outside the city 1limits. About
21 percent of the regional traffic-related emissions would occur
within the city (regardless of where the vehicle trip origi-
nated) .

Citywide traffic-related regional ozone precursor emission
increases associated with buildout of the SGPU (the proposed
Enterprise Zone No-Project Alternative) would worsen existing
ozone problems in the Sacramento region. This represents an
unavoidable significant adverse cumulative impact.

Study Area. Traffic-related emissions associated with
trips originating in the Central City community plan area (used
in this EIR as a surrogate for the proposed Enterprise Zone
study area) under No-Project Alternative conditions are present-
ed in Table 18. Traffic-related ROC emissions are projected to
increase by 2 percent over existing levels while traffic-related
NOx emissions would decrease by 31 percent.

Within a regional context, trips originating in the Central
City would contribute 2-3 percent of the regionwide traffic-
related emissions of ozone precursors.
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Table 18

Existing and Projected Traffic-Related Ozone Precursor Emissions

Traffic-Related Emissions

Existing Conditions No Project Alternative Percent Change
From Existing
Conditions to
Area of Tons Per Percent of Tons Per Percent of No Project
Trip Origin Pollutant Day Urban Area Total Day Urban Area Total Alternative

Central City

Community Plan ROC 2.67 4.43% 2.72 2.72% 1.79%
Area NOx 2.18 3.99% 1.50 2.42% -31.25%

=

[
o Total For City ROC 12.11 21.10% 18.71 18.75% 47.18%
of Sacramento NOx 10.46 19.15% 10.37 16.79% -0.81%
Remainder of ROC 47.54 78.90% 81.09 81.25% 70.59%
the Urban Area NOx 44,15 80.85% 51.43 83.21% 16.49%
Total For ROC 60.25 100.00% 99.81 100.00% 65.65%
Urban Area NOx 54.60 100.00% 61.80 100.00% 13.18%

. Notes: ROC = reactive organic compounds

NOx = nitrogen oxides (nitric oxide plus nitrogen dioxide)

Emission estimates developed using EMFAC6D emission rates
for 80 degree F conditions, and assuming continuation of
the current vehicle inspection and maintenance program.



Traffic-related emissions associated with only the study
area portion of the proposed Enterprise Zone No-Project
Alternative would not '~ significantly increase compared to
existing levels. This is considered a less-than-significant
impact.

Potential for Localized Carbon Monoxide Problems

The microscale air quality model, CALINE3, was used 1in
estimating the impacts of the No-Project Alternative and the
proposed program. The procedures used to estimate CO concen-
trations are discussed in the "Existing Conditions," "Carbon
Monoxide," "Methodology" section and in Appendix C.

The "Traffic and Circulation" section of this EIR describes
programmed improvements to Richards Boulevard assumed in the
traffic analysis. These improvements include roadway widening,
signalization, and placement of a median. The 1localized air
quality analysis of the No-Project Alternative and proposed
program conditions also assumed these programmed improvements.

The "Traffic and Circulation" section of the EIR also
describes two major potential improvements to the regional
transportation system: the Elvas-Richards Connector and the
Truxel Road Bridge. Further studies of these facilities would
be needed to quantify their transportation and air quality
impacts. Because of this, they are not assumed as mitigation in
the air quality analysis of this EIR. It should be noted,
however, that these potential major improvements to the regional
transportation system could result in significant reductions in
localized CO concentrations by reducing congestion and diverting
traffic away from existing facilities.

Table 17 shows projected CO concentrations at 25 receptors
throughout the study area. Figure J graphically displays the
location of these receptors. One of the 25 receptors is pro-
jected to be in violation of the state and federal 8-hour CO
standard of 9 ppm under No-Project Alternative conditions. None
of the receptors projected to be in violation of the state
l-hour standard of 20 ppm or the federal l-hour standard of 35

ppm.

The highest projected worst case 8-~hour average value and
No-Project Alternative conditions is 10.3 ppm at the Richards
Boulevard interchange of I-5. The highest estimated 1l-hour
value is 14.7 ppm at the same location.

The 1localized air quality analysis of roadways in the
vicinity of the Richards Boulevard interchange of I-5 already
assumed major improvements to Richards Boulevard under unmit-
igated conditions. Because of this, mitigation measures that
would reduce projected CO concentrations to a level below the
air quality standard could not be implemented without displacing
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existing development. This 1s considered to be a significant
unavoidable adverse impact.

Impacts of the Proposed Program

Potential for Regional Ozone Problems. Compared to the
No-Project Alternative, implementation of the proposed program
would result in the redistribution of 6,300 vehicle trips; this
redistribution would not affect the total number of vehicle
trips in the urban area. Under proposed program conditions, the
6,300 vehicle trips would be shorter, and, therefore, produce
fewer emissions. Even with the shorter trips, however, the trip
end emissions would still occur. The continued existence of the
trip end emissions, combined with the fact that 6,300 vehicle
trips represents a small portion of the regional total, leads to
the conclusion that the regional air quality impacts of the
proposed program are not significantly different than these of
the No-Project Alternative. Specifically, emissions associated
with the buildout of the SGPU (the proposed Enterprise 2Zone
No-Project Alternative) would have unavoidable significant
adverse cumulative impacts and emissions associated with only
the study area portion of the proposed Enterprise Zone
No-Project Alternative would have less-~than-significant impacts.

Potential for Localized Carbon Monoxide Problems. Table 17
shows projected CO concentrations at 25 receptors throughout the
study area. Figure J graphically displays the location of these
receptors. One of the 25 receptors is projected to be in vio-
lation of the state and federal 8-hour CO standard of 9 ppm
under proposed program conditions. None of the receptors 1is
projected to be in violation of the state l-hour standard of 20
ppm or the federal l1-hour standard of 35 ppm.

The highest projected worst case 8-hour average value and
proposed program conditions is 10.7 ppm at the Richards Boule-
vard interchange of I-5. The highest estimated l-hour value is
15.3 ppm at the same location. These values are 0.4 ppm and 0.6
ppm higher, respectively, than the No-Project Alternative val-
ues.

The 1localized air quality analysis of roadways in the
vicinity of the Richards Boulevard interchange of I-5 already
assumed major improvements to Richards Boulevard under unmit-
igated conditions. Because of this, mitigation measures that
would reduce projected CO concentrations to a level below the
air quality standard could not be implemented without displacing
existing development. This is considered to be a significant
unavoidable adverse impact. It should be noted that the level
of significant impacts resulting from the proposed program is
incrementally higher than the No-Project Alternative.
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Mitigation Measures for the No-Project Alternative

The following are possible mitigation measures for pre-
viously identified impacts.

Ozone. Cumulative impacts of the No-Project Alternative on
regional ozone represent an unavoidable adverse impact. The
following discussion presents current programs and planned and
recommended roadway improvements which could reduce impacts on
regional ozone. .

Current Programs. The City of Sacramento has adopted
several measures as part of the regional air quality management
plan. SACOG has evaluated the effectiveness of air quality
management efforts undertaken in 1984 (Sacramento Area Council
of Governments 1986). The city programs evaluated included the
city trip reduction ordinance, trip reduction education
programs, the «c¢ity in-lieu parking ordinances, residential
preferential parking ©permit programs, parking management
programs, city employee transit pass subsidy programs, bicycle
facilities programs, roadway and intersection improvement
programs, redevelopment programs, infill incentives, and
residential density increases.

These city programs were estimated to have reduced ROC
emissions by 0.28 tons per day in 1984, This represents
2.2 percent of 1985 traffic-related ROC emissions attributable
to development in the city (Table 16). Most of this emission
reduction was attributed to bicycle facilities programs and
various parking management programs.

While the programs currently adopted by the city are pro-.
viding some reductions in emissions, the overall regional air
quality management program is not expected to result in attain-
ment of the federal ozone standards. Air quality management
efforts beyond currently adopted programs will be required.

EPA 1s requiring areas which predict continuing violations
of air quality standards to undertake further air quality plan-
ning efforts (the reasonable extra efforts program) to identify
further actions which can assist in ach1ev1ng air quality stan-
dards.

Additional Measures. The "Transportation" section of
the SGPU Draft EIR identifies a number of measures that could be
undertaken to reduce traffic congestion and improve the overall
transportation system. The primary air quality benefit of these
highway improvement projects would involve lessened CO impacts
near congested roadways and intersections. Reduced congestlon
levels will also result in minor reductions in ROC emissions and
minor increases in NOx emissions.
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While 1localized highway improvement programs may have
little impact on traffic-related emissions of ozone precursors,
construction of major new roadway facilities could have a more
measurable effect. The SGPU Draft EIR identifies several such
potential roadway projects.

If new roadway facilities serve to significantly reduce
congestion on existing roadways, the net effect may be a mean-
ingful reduction in ROC emissions with a minor increase in NOx
emissions. The net effect of such changes would likely be a
reduction in ozone levels.

If major new roadway facilities open areas to currently
unanticipated new development, however, the net air quality
impact may be the further worsening of ozone problems.

Public transit systems have the potential for reducing
traffic-related emissions. Predicted traffic congestion levels
serve to increase the demand for effective transit systems while
at the same time impeding the ability of such systems to func-
tion effectively. However, the lack of funding mechanisms is
currently inhibiting the ability of existing transit systems to
expand to meet future needs.

The estimates of traffic-related emissions contained in
this EIR provide information that may help to direct the focus
of continuing air quality planning efforts.

The traffic modeling studies used in developing the origi-
nal Air Quality Plan for the region indicated that home-work
trips represented 17 percent of regional vehicle trips and-
18.6 percent of regional VMT.

The traffic modeling studies prepared for the SGPU Draft
EIR indicated that home-work trips currently account for 21 per-
cent of regional vehicle trips and 24.7 percent of regional VMT.
Under SGPU build-out conditions, home-work trips are projected
to account .for 24 percent of regional vehicle trips and
32.8 percent of regional VMT. This appears to be due to an
increase in the proportion of two-worker households.

While nonwork trips account for more vehicle travel and
emissions than do work-related trips, the analyses performed for
the SGPU Draft EIR indicate that home-work trips are a more
important contributor to ozone problems than was indicated by
previous traffic modeling studies.

It is important, however, to note the fact that nonwork
trips account for more travel and emissions than do work-related
trips. Most air quality management programs have focused on
work-related trips. Little effort has been made to reduce
travel and emissions associated with nonwork trips. Careful
planning of mixed land use patterns may be especially effective
in diverting nonwork trips to alternative transportation modes
or in reducing the number and length of such trips.
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It is also important that continuing transportation-related
air quality management efforts focus on the emission consequen-
ces of proposed measures. Current 1local programs (e.g., the
transportation system management [TSM] ordinance) are focused
almost exclusively on reducing peak hour traffic congestion
rather than on ensuring a net reduction in vehicle emissions.
TSM measures which merely divert traffic from peak periods into
off-peak periods will have 1little effect on daily traffic-
related emissions of ozone precursors.

From an air quality standpoint, it is important to focus on
measures which avoid vehicle trips entirely, reduce average trip
lengths, or significantly alter average emission rates for the
trips which are made. '

VehicleAtrips could be avoided entirely by measures such as
the following:

o Land use planning which provides appropriate spatial
mixes of land uses and physical facilities {(sidewalks,
bike lanes, bike paths, bike lockers, shower facilities,
etc.) for pedestrian and bicycle transportation;

0 Increased use of electronic communication facilities to
replace face-to-face meetings or transfers of physical
documents; ‘

o Provision of physical facilities (park and ride 1lots,
car pool lanes on congested freeways, etc.) to support
ridesharing programs;

o Provision of physical facilities (bus turnouts, shel-
ters, car pool/transit lanes on freeways, etc.) to
support transit systems; :

o Provision of financial, operational, and marketing
support for ridesharing programs;

o Provision of financial, operational, and marketing
support for transit services;

o Expanding the geographic coverage, frequency of service,
and hours of service for existing and new transit sys-
tems;

0 Establishment of 4-day/40-hour and 9-day/80-hour work
week programs;

o Establishing flexible work schedules that accommodate
ridesharing and transit programs; and

o Establishing disincentives (parking restrictions, park-
ing fees, etc.) to automobile use in conjunction with
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provision of convenient alternative transportation
modes. : :

Reductions in average trip length could be achieved pri-
marily by land use planning which provides appropriate types of
employment, shopping, and recreational facilities in proximity
to residential development.

Reductions in average vehicle emission rates could be
achieved by measures such as the following:

o Increasing the frequency and/or stringency of vehicle
inspection and maintenance programs;

o Improved vehicle emission control technology:
0 Increased use of electric vehicles;

o Development and use of vehicle fuels with lower average
ROC and NOx emission rates; and

o Highway improvements (roadway widening, intersection
improvements, signalization systems, one-way streets,
etc.) which increase average route speeds for the over-
all trip without %ncreasing average travel distances.

Carbon Monoxide. Mitigation measures that would reduce
projected CO concentrations to a level below the standard could
not be implemented without displacing existing development.

Mitigation Measures for the Proposed Program

Ozone. Cumulative impacts of the proposed program on
regional ozone represent an unavoidable adverse impact. The
level of impacts is not significantly different than the impacts
of the No-Project Alternative. The previous section,
"Mitigation Measures for the No-Project Alternative," presents a
discussion of current programs and planned and recommended
roadway improvements which could reduce impacts on regional
ozone.

Carbon Monoxide. 1Impacts of the proposed program on lo-
calized carbon monoxide levels represent an unavoidable adverse
impact. The 1level of localized carbon monoxide impacts is
similar to regional ozone impacts in that the impacts of the
proposed program are not significantly different than the im-
pacts of the No-Project Alternative. Mitigation measures that
would reduce projected CO concentrations to a level below the
standard could not be implemented without displacing existing
development.
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Hazardous Materials

The following information is presented in the SGPU Draft
EIR.

Setting

A hazardous waste is defined by the California Depart-
ment of Health Services (DOHS) as any waste material or mixture
of wastes which is toxic, corrosive, flammable, an irritant, a
strong sensitizer, or a material which generates pressure
through decomposition, heat, or other means, if such a waste or
mixture of wastes may cause substantial injury, serious illness
or harm to humans, domestic livestock, or wildlife. The terms
"toxic" and "hazardous" are used interchangeably in this docu-
ment.

The storage, use, and handling of hazardous materials by
industries and businessess are subject to various local, state,
and federal regulations. A brief overview of these regulations
follows.

City of Sacramento Toxic Substances Commission. Concern
over toxic substances which are present in the community prompt-
ed the City Council to establish the City of Sacramento Toxic
Substances Commission (Commission). Established in 1985, the
Commission is responsible for advising the City Council on
actions necessary to maintain and enhance the environmental
quality of the city as it is affected by the generation, hand-
ling, storage, treatment, or disposal of toxic substances. 1In
addition, the Commission is compiling information on hazardous
waste sites in the city. A description of sites in the program
area is found later in this section.

The Commission's work plan, to be completed by June 1987,
includes the following:

o Task A - Data Base

Goal:

Collect basic information regarding existing and
proposed locations of toxic substances disposal,
storage, handling, and transportation for presenta-
tion in useful and updatable format.

Major Activities:

1. Review federal, state, and county information
sources.

2. Establish significance criteria.
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3. Prepare hazards map.
Task B - Existing Programs

Goal:

Assess the effectiveness and scope of existing city
regulatory programs. -

Major Activities:

1. Review and report on right-to-know ordinance.

2. Review and report on underground storage ordi-
nance.

3. Review and report on General Plan.

4. Review the transportation of toxic substances
through the city and locations at which substan-
tial quantities of toxic substances are handled,
and assess the adequacy of emergency response
planning.

Task C - City Operations

Goal:

Assess city programs which involve direct handling
or exposure to toxic substances for the purpose of
evaluating effectiveness and health and safety.

Major Activities:

1. Identify city employees who work with or are
affected by toxic substances, and evaluate health
and safety programs.

2. Review city pest control programs.

3. Review city landfill operations.

4. Review surface water treatment and monitoring.

Task D - Significant Hazardous Waste Sites

Goal:

Assess the risk of major toxic substances hazards
affecting or potentially affecting the City, and
evaluate the effectiveness of cleanup and control
programs.

124



Major Activities:

1. Review control and cleanup activities at
McClellan AFB.

2. Assess other sites identified through Task A.
o Task E - Hazard Reduction

‘Goal:

Assess the relative significance of toxic substances
hazards and identify emerging problems which fall
within the scope of c¢ity jurisdiction, for the
purpose of recommending a long-term work plan for
the city.

Major Activities:

1. Conduct a general assessment of relative signifi-
cance of environmental, occupational, and private

‘ exposure to toxic substances within the city.

2. Identify major hazards which can be reduced by
city action.

0o Task F - Long-Term Work Plan

Goal:

Prepare final recommendations that describe the’
long-term role of the City of Sacramento in toxic
substances control and regqulation.

Major Elements:

1. Describe the future role, if any, of the Commis-
sion.

2. Address the city's role in cooperation with the
County of Sacramento and other agencies.

3. Describe needed ordinances, including a General
Plan element. :

4. Address the need for changes in city operations.

Local Regulations. Chapter 71 of the Sacramento City Code
is the Hazardous Materials Disclosure Ordinance, commonly re-
ferred to as the "Right-to-Know"” Ordinance. Any person who
uses, stores, or handles a hazardous material, as defined in
Chapter 71, must complete a Disclosure Form and file it with the
city. The Disclosure Form provides basic information on the
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location, type, and the health risks of hazardous materials
used, stored, or disposed of in the city. The information is
available to fire fighters, health officials, planners, elected
officials, and residents in order to plan for and respond to
potential exposure to such materials.

A Disclosure Form is required if a business uses or han-
dles:

o Any amount of chemical carcinogens as specified on the
list developed by the U. S. Department of Health and
Human Services in its Second Annual Report on Carcino-
gens.

o Any amount of radioactive materials as listed in Chap-
ter 1, Title 10, Appendix B, maintained and updated by
. the Nuclear Regulatory Commission. ;

o In excess of 55 gallons or 500 pounds per month of
hazardous materials for which the manufacturer or pro-
ducer 1s required to prepare a material safety data
sheet pursuant to the federal Hazardous Substances
Information and Training Act (15 USC 1261).

o In excess of 55 gallons or 500 pounds per month of
hazardous wastes as defined by Sections 25115 and 25117
of the California Health and Safety Code and set forth
in Sections 66680 and 66685 of Title 22 of the
California Administrative Code.

The City Fire Department maintains computerized records on
all disclosure forms.

State Regulations. At the state level, there is legisla-
tion that allows state agencies to accept delegation of federal
responsibility for hazardous materials/hazardous waste manage-
ment. The Porter-Cologne Water Quality Control Act allows the
State Water Resources Control Board (SWRCB) and the RWQCB to
accept implementation responsibility for the Clean Water Act.
The Hazardous Waste Control Act of 1977, and recent amendments
to its implementation regulations, have given DOHS the lead role
in administering the Resource Conservation and Recovery Act
(RCRA) program. The Hazardous Substances Highway Spill Contain-
ment Act gives the California Highway Patrol the authority to
react to and control responses to spills of hazardous materials
on the state's highway system.

Federal Regulations. The principal federal legislation is
the RCRA, which 1s administered by EPA. RCRA places reporting,
permitting, and operational control requirements on those who
generate, treat, store, or dispose of hazardous waste. The
federal Hazardous Materials Transport Act, administered by the
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U. S. Department of Transportation, requires detailed manifest-
ing and reporting of hazardous materials shipped on the U. S.
highway system; it also contains packaging requirements for
shipped materials. The Clean Water Act, . also administered by
EPA, controls the discharge of hazardous materials or hazardous
waste to waters of the U. S. or to local wastewater treatment
plants.

Hazardous Waste Sites in the Program Area

Alta Plating and Chemical Corporation'

Location and Site Description. Alta Plating and
Chemical Corporation is an electroplating firm performing cop-
per, nickel, chromium, cadmium plating, and aluminum anodizing.
The company is located at 1733 S Street.

Description of Hazardous Wastes. Currently,
hazardous wastes are not stored onsite for periods longer than
90 days. The plant is designed with appropriate drains to
handle any catastrophic spills. The onsite wastewater system
removes and recovers metals from the rinse and treatment waters.
Cyanides, acids, and caustics are neutralized. The water 1is
decanted and then released to sewers. This discharge to the
sewer 1is monitored by SRCSD on a biannual basis.

‘Site Status. The abandoned site staff of the
DOHS recommends no further action at the site. '

Jibboom Junkyard

Location and Site Description. Jibboom Junkyard
is a former jJjunkyard/transformer salvage yard located near
Discovery Park in the Central City on the east bank of the
Sacramento River. Directly north of the site are several motels
and also the confluence of the Sacramento and American rivers.
To the east is I-5 and the SP railroad yard. The closest res-
idential area is located approximately 0.25 mile northeast of
the site. The City Water Filtration Plant and water intake are
located near the site.

The site was named for the city landfill, which was operat-
ed on 35 acres north of the site from 1850 to 1930. In 1927,
part of the property was sold to PGandE, which built a gas
cracking plant for power generation on the site. In 1932, the
powerhouse was closed and the property sold to the city. A
metal salvage business was operated on 9 acres from 1951 to
1965. Most of the site was covered by the construction of I-5
and frontage roads. Approximately 2.3 acres remain uncovered.

Description of Hazardous Wastes. Extensive
sampling indicated the presence of lead, copper, and zinc at
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concentrations exceeding state and federal standards for defin-
ing hazardous waste. Polychlorinated biphenyls (PCBs) were also
found, but the concentrations did not exceed state or federal
limits. Most of the heavy metals and PCBs are present on the
surface (0 to l-foot depth); however, heavy metals are present
at depths of 5-10 feet at three locations. The estimated quan-
tity of contaminated soil at the site is 4,900 cubic yards.

The site has been considered a threat to public health
because of the presence of heavy metals and PCBs and the prox-
imity of one of the city's water supply intakes. Subsurface
soil sampling indicated that the so0il column below 5 feet was
relatively free of contaminants; the EPA and RWQCB believe it is
unlikely that the groundwater beneath the site was contaminated.

Site Status. In July 1986, the EPA announced
that the COE awarded a contract to U. S. Pollution Control Inc.
to clean up the site. In late November 1986, approximately
7,200 cubic yards of soil were being excavated and removed to an
approved hazardous waste landfill in Utah. The project was
estimated to be complete by late January 1987 at an estimated
cost of $2 million. Once the contaminated soil is removed, the
site will be backfilled and graded with clean soil.  Seeding to
prevent erosion will occur and the site will be fenced for
1l year. At the completion of site activities, EPA will delete
the site from the federal Superfund list and thus make the site
available for commercial or public use.

Orchard Supply Company

Location and Site Description. Orchard Supply
Company is an agricultural chemical retail and wholesale outlet
located at 1731 - 17th Street in Sacramento. The facility also
does some application of agricultural chemicals. Prior to 1946,
the site was occupied by Rosenburg's Junkyard.

Most of the wastes produced by Orchard Supply are retro-
grade and outdated agricultural chemicals. Soil contamination
is believed due to spillage problems.

Site Status. A Groundwater Task Force was
established in 1983 to provide overall guidance and methodology
for resolving the groundwater problem. Members of the Task

Force include representatives from the Air Force, DOHS, RWQCB,
City, Congress, Air Resources Board, County Health Department,
EPA, and public representatives. Their objective is to identify
the extent of contamination and determine the remedial measures
necessary to clean up the sources on the base. A $1.9 million
contract was awarded to McClaren Engineering in January 1985 to
prepare site characterization and feasibility studies. The
current investigation is scheduled to be completed in June 1987.
Extensive groundwater contamination investigations have been
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conducted, including construction of exploratory borings,
monitoring wells, aquifer testing, flow model development, and
installation of a dedicated sampling system for on-base wells.

Sacramento City Landfill

Location and Site Description. The Sacramento
City Landfill 1s located on 28th Street next to the American
River.

Description of Hazardous Waste. Vinyl chloride
has been found in the groundwater around the site. Monitoring
data indicate that values of chloride concentrations and hard-
ness have increased significantly in 1983 and 1984 relative to
background concentrations established from 1978 to 1982.

The concern related to public health is one of potential
surface water contamination due to the proximity of the American
River. '

Site Status. Wells were installed and surface
water monitoring has been conducted. The current status is
unknown. '

Southern Pacific Transportation Company

Location and Site Description. Southern Pacific
(SP) has been 1located on 198 acres at 401 I Street in the
Central City since 1863. The Sacramento River is adjacent to
the site on the west and the American River is approximately
0.5 mile to the north. Over the years, SP has filled the site
to accommodate their needs. Originally the site was a river.
channel and then a slough.

The site has been used as a locomotive maintenance yard,
first for steam and then for diesel engines. The locomotives
were repaired and rebuilt at this site, generating waste oils,
solvents, caustics, battery solutions, and sandblast materials.
Historically, the wastes were disposed of in onsite, unlined
ponds for evaporation. It appears that a substantial amount of
waste was also spilled or dumped directly on the ground around
the buildings. A solid waste dump is also located on the prop-
erty.

The waste treatment system consisted of a primary settling
sump, an oil/water separator, and an unlined diversion ditch
which overflowed into the City wastewater system. Sludges from
the sump were periodically drained and hauled to a Class I
landfill. 0il from the oil/water separator was collected in a
storage tank and then recycled.

Description of Hazardous Wastes. Materials used
at the site include paints, thinners, solvents, caustics, and
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diesel fuels. Limited soil analysis prior to 1983 indicated
that hazardous waste contamination existed onsite, but specific
contamination areas had not been defined. Groundwater underly-
ing the site and downgradient is confirmed to be contaminated.
Extensive pumping by the State Printing Plant well, located on
adjacent property to the north, has caused migration in that
direction. Contamination has been detected in the State Print-
ing Plant well; however, no public or private domestic wells are
known to be contaminated. :

There are three specific areas of concern: Area 1 - Bat-
tery Shop; Area 2 - Drum Storage Yard; and Area 3 - Sand Pile
Area. Each area is briefly discussed below.

o Area 1 - Battery Shop. Lead acid batteries from locomo-
tives were tested and recharged in the battery shop.
Allegedly, spent Dbattery acid siphoned from the
locomotive batteries was placed in drums and disposed of
in two areas in the back of the shop. Soil samples,
collected from one of the locations where battery acid
was disposed of, showed elevated 1levels of lead and
acidic conditions. SP hired Kennedy/Jenks/Chilton
(K/J/C) to conduct an indepth background review, collect
soil and groundwater samples, and recommend future
actions.

©0 Area 2 - Drum Storage Yard. Several types of drums were
stored at various locations in the yard. The tasks to
be performed by K/J/C included: background information
review, soil sample collection and sample analysis, and
a recommendation for future actions, if necessary. ‘

o Area 3 - Sand Pile Area. Several piles of sand,
resulting from the sandblasting of locomotives, are
deposited in this area. K/J/C proposed several tasks to
determine the concentrations of metals of concern in the
piles so that they may be disposed of in accordance with
applicable regulations.

Site Status. Hazardous waste sludges and highly
contaminated soils from two impoundments and a discharge ditch
were excavated and disposed of at a hazardous waste facility.
Shallow and deep monitoring wells were installed around the
facility. In August 1986 SP sent the DOHS a schedule and de-
tailed description for completion of the Work Plan II field
studies and remedial investigation and feasibility study re-
ports.
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Impacts
Designation of the program area as an Enterprise Zone would
not have any impacts on hazardous materials. Land use desig-

nation and zoning changes are not proposed as part of this
project, however growth stimulated by the program could encour-
age businesses to request such changes. These changes would be
subject to a separate environmental review, therefore impacts
are considered less than significant.

Mitigation Measures

No mitigation is required.
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SUMMARY OF IMPACTS AND THEIR DISPOSITION

Significant Adverse Impacts Which Cannot Be Avoided

Traffic and Circulation

Cumulative traffic conditions with or without the project,
would result in significant adverse traffic impacts on several
major surface streets, including J, L, 12th, and 16th Streets,
and Richards Boulevard. In addition to these streets, several
other downtown streets and intersections are also expected to
experience severe congestion during peak hours due to the high
volume of pedestrian traffic¢, on-street parking, high bus

volumes, and the occurrence of double parking. In general,
significant adverse impacts cannot be mitigated to a
less-than-significant level without displacing existing
development.

Freeways in the area are also projected to experience sig-
nificant adverse cumulative traffic impacts, with or without the
project. Given Caltrans' policy of limiting freeway widths in
the Sacramento area to eight lanes, mitigation is not available
to reduce these impacts to a less-than-significant level.

Air

Cumulative buildout conditions with or without the project,
would result in significant unavoidable regional ozone impacts
and localized carbon monoxide impacts.

Irreversible Environmental Changes

Successful implementation of the program would result in
stimulation of the area's economy.  Revitalization of existing
businesses and new construction could occur. New construction
would require irretrievable commitments of a variety of limited
natural resources including aggregates, petro-chemicals for fuel
and asphaltic products, and metals. In addition, the visual
character of the area would change as development occurs.

Short-Term Uses of the Environment
Versus Long-Term Productivity

Portions of the program area have been characterized as
economically depressed and therefore have failed to develop and
thrive at their full potential. The proposed program would
attempt to make the area more productive in the long term.
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Growth-Inducing Impacts

Although 1land use designation and zoning changes are not
proposed as a part of this project, growth may be stimulated to
the limits of the existing zones if the program is successful.
The success of the program may also lead to future rezone re-
quests within the program area or on adjacent parcels. As such,
the project may be considered growth inducing.

Cumulative Impacts

Cumulative impacts are discussed in detail in the SGPU
Draft EIR which analyzes buildout in the City of Sacramento.
The program does not differ from the analysis in the SGPU Draft
EIR. Cumulative traffic and air quality impacts would be sig-
nificant and unavoidable.

Alternatives

The No-Project Alternative assumes buildout of vacant land
under current land use designations. This is identical to the
EIR on the Sacramento General Plan Update (SGPU), which analyzed
buildout of all designated land uses projected to occur by 2016.
The No-Project Alternative would result in signficant and
unavoidable traffic and air quailty impacts. Economic recovery
would occur under the No-Project Alternative but would likely be
faster with the program.
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This

COMMENTS AND RESPONSES

section includes comments on the Draft EIR and

responses to those comments. Comments are summarized for conve-
nience, but are also attached verbatim. In some instances the
responses involve a change to the text of the EIR; in others the
response follows the comment in this section.

Comment from Jack Stewart, Chief Deputy Director

Comment 1:

Response:

representing the Department of Commerce

The EIR concludes that traffic impacts from
this project will be significant and unavoidable.
As partial mitigation, the EIR ‘recommends many

mitigation measures, including major street
extensions, a new bridge over the American River,
and other costly transportation improvements. The

Department would like to know the estimated time-
table and source or sources of fundlng, if any, for
these improvements.

The significant and unavoidable traffic
impacts downtown result from '‘buildout of the city
as analyzed in the Draft EIR on the Sacramento
General Plan Update (SGPU). This is the No-Project
Alternative and assumes buildout of vacant land
under current land use designations. The SGPU has
a 20-year time horizon (1986-2006); however, the
EIR analyzes buildout of all designated land uses,
which is projected to occur by 2016.

The EIR discusses two major roadway improve-
ments that would affect the transportation system
in the program area; the Richards Boulevard
Extension and the Truxel Road Bridge.

The Richards Boulevard Extension is a proposed
facility that would 1link a Richards Boulevard
interchange with Business 80 between the E Street
ramps and the American River Bridge, and improve-
ments to the State Route 160 interchange at
Richards Boulevard. The City Council was scheduled
to sign a contract with Larry Seeman and
Associates, in the amount of approximately
$100,000, to prepare the EIR on the facility
(Bloodgood pers. comm.). It is estimated that
design and construction would cost between $20-30
million and that the facility would be constructed
within 15-20 years.
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Comment 2:

Response:

The Truxel Road Bridge 1is a potential
improvement to alleviate traffic on I-5 crossing
the American River. The facility would extend
Truxel Road across the American River into the
Richards Boulevard area, where it would potentially
connect with North Fifth or North Seventh Streets.
It would then require an additional bridge crossing
the Southern Pacific Railroad yard and would merge
as one-way couples with Seventh and Eighth Streets
in the downtown area. The City of Sacramento is
contracting with the engineering firm of CH2M Hill
to complete a $25,000 Feasibility Study to deter-
mine if the project is worth pursuing (Bloodgood
pers. comm.). The study should be complete and
adopted with the Sacramento General Plan Update
sometime in 1987. Design and construction of this
project is estimated at over $50 million. The
project would be complete with the buildout of
North Natomas sometime after 2005.

The EIR concludes that traffic impacts would
be significant and unavoidable with or without the
project. The project would actually cause a
decrease in traffic volumes on some streets, com-
pared to the SGPU, because the HDUA residents would
be filling jobs in the downtown area rather than
commuters from other areas of the city and county.
Further decreases in traffic volumes would result
from the extensive public transit available to
downtown residents and workers.

The analysis of alternatives is very brief and
inadequate. The Final EIR should describe a range
of reasonable alternatives to the project, or to
the location of the project, and evaluate the
comparative merits of the alternatives. The Draft
EIR only includes a very short discussion of the
No-Project Alternative.

The range of alternatives required in an EIR
is governed by the "rule of reason" that requires
the EIR to set forth only those alternatives neces-
sary to permit a reasoned choice. An EIR need not
consider an alternative whose effect cannot be
reasonably ascertained and whose implementation is
remote and speculative [State CEQA Guidelines
Section 15126(d) (5)].

.The Department of Commerce designated three

HDUAs in Sacramento County: Downtown/Richards
Boulevard, Oak Park, and Northgate/Norwood (Del
Paso Heights). The SHRA established the boundary

for the NED based on the existing redevelopment
area. The TED Area was the adjacent industrial
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area. The criteria used in selecting the TED and
NED areas included:

o strong linkage with the HDUA;

o best areas for delivering services to the
HDUA residents;

o best potential for development; and

o0 high resulting benefits to HDUA residents.

It is the opinion of the EIR writers that the only reason-
able alternative to the project is the No-Project Alternative.

Comment from Paul Olmstead, Environmental Specialist,

Comment 1:

Response:

Comment 2:

Response:

Sacramento Municipal Utility District

The comments indicate that redevelopment of
this area would assure growth in electrical demand
and would contribute incrementally to the need for
additional substation capacity. Developers would
be asked to dedicate public utility easements or
grant to SMUD all necessary easements for
electrical facilities to service this development.

The EIR has been revised to reflect the
comment.

As a mitigating measure for this project, the
SMUD Distribution Planning Department should be
immediately contacted and consulted through the
planning, development, and completion of the
project.

The EIR has been revised to reflect the
comment.

Comment from Joan Roberts, Agency Clerk, Sacramento,

Comment 1:

Response:

Housing and Redevelopment Agency

The Executive Summary should include a map of
the Enterprise Zone. :

Comment noted. The EIR has been revised to
reflect the comment.
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Comment 2: The acronyms, i.e., TED, NED, etc., should be
spelled out and defined in the Executive Summary.

Response: Comment noted. The EIR has been revised to
reflect the comment. -

Comment 3: : The Downtown/Richards Boulevard EIR Executive
Summary should include a cumulative impact dis-
cussion, similar to the Oak Park EIR. :

Response: Comment noted. The EIR has been revised to
reflect the comment.

Comment 4: The EIR should include, under mitigation
measures, that old and new businesses contact SMUD
for assistance under the electrical load management
program. :

Response: Comment noted. The EIR has been revised to
reflect the comment.

Comment 5: . The Commissioners were pleased that the EIRs
included a section on transit mitigation.

Response: Comment noted. Thanks.

Comment from John B. Ohanian, Chief Deputy
Director, Office of Planning and Research

Comment: The review period is closed and none of the
state agencies have comments. This letter acknowl-
edges that you have complied with the State Clear-
inghouse review requirements for draft environ-
mental documents.

Response: Comment noted.
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DEPARTMENT OF COMMERCE

l 1121 L STREET. SUITE 600

SACRAMENTO. CA 95814

April 28, 1987

Mr. William H. Edgar
Executive Director '
~ Sacramento Housing & Redevelopment Agency
~;»630 I Street -
-‘Sacramento CA, 95814

.Re: State Department of Commerce Comments .

'7f§}_on Employment and Econonic Incentlve Area :
~- -praft EIR = City of Sacramento, SN '
iTjDowntown/Rlchards Blvd Area o

:'baaéimr Edgar° e

L"wgfenv1ronmental impact report that was submitted with your ‘final
: - Employment’ and Economic Incentive Area application and submlts

' ::these comments on the adequacy of the draft EIR. =

The EIR concludes that trafflc 1mpacts from thls
project will be significant and unavoidable. As partial
... .-mitigation, the EIR recommends many mltlgatlon measures, : .
" ~including major street extensions, a new brldge over the American - -
. River, and other costly transportatlon 'improvements. . The | .. :
'.jDepartment would like to know the éstimated’ timetable and source
7;or sources of fund1ng,.1f any, for these zmprovements. r""

The analy51s of alternatlves is’ very brief and
1nadequate. ‘The final EIR should describe a range of reasonable
alternatives to the project, or to the location of the project,
and evaluate the comparative merits of the alternatives. The

- .draft EIR only 1ncludes a very short dlscu551on of the no project
.‘alternatlve.' o -

The Department of Commerce apprecxates thls opportunlty
. to submit comments on the draft EIR. Please consider our

‘comments in preparlng the final EIR and completing the
environmental review process. You should be aware that you must
submit the following documents to the Department of Commerce by

June 15, 1987, if you are to remain eligible for conditional
designation: certified final EIR; written findings, if
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Mr. Willitam 1. Fdgar ' .23.5-1715-042487-414
April 28, 1987 :
page 2

applicable; a resolution approvxng the prOJect, and a notice of
determination.

If you have any questions regarding the environmental

. review of Employment and Economic Incentive Area applications,

please contact Richard P. Shanahan, an attorney with Kronick,
Moskovitz, Tiedemann & Girard, the Department's env1ronmental

f»consultants for the Employment and Economlc Incentlve Area
, Program et (916) 444 8920 -
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SACRAMENTO MUNICIPAL UTILITY DISTRICT O P. O. Box 15830, Sacramento CA 95852-1830, (916) 452-3211
AN ELECTRIC SYSTEM SERVING THE HEART OF CALIFORNIA

vay 14, 1987 - [RECEIVEL)

MAY 20 1987
ALCIDES FREITAS - ENVIRONMENTAL COORDINATOR '
PLANNING AND COMMUNITY DEVELOPMENT DEPARTMENT ENVIRONMENTAL IMPACT SECTION
COUNTY OF SACRAMENTO County of Sacramento
827 SEVENTH STREET - ROOM 101 :
SACRAMENTO, CA 95814

The Sacramento Municipal Utility District has reviewed the Draft Environ-
mental Impact Report for the Downtown/Richards Boulevard Area Enterprise
Zone (Control Number: 87-SHA-363). In addition to the comments -
previously submitted for the Notice of Preparation,we would like

to add the following.

The following information should be added as a part of the Final EIR.

The redevelopment of this area will essentially assure growth in electri-
cal demand. The current electrical peak demand is approximately 24 MW.

The potential increase of demand based upon additional office development
which would replace the current low intensity uses would add approxi-
mately an additional 35 MW of peak demand to the system. The vacancies

that currently exist would develop, then, an additional 22 MW. The antici-
pated total demand, if buildout should occur, will be at least 50 MW and
probably as high as 81 MW. The project will contribute incrementally

to the need for additional substation capacity to be installed at SMUD's
North City and Station D Distribution Substations. This area will be

served by 21 kV Underground System Facilities with pad-mounted transformers.
This system will provide service to the new businesses in this redevelopment
area. Developers will be asked to dedicate PUE's or grant to SMUD all
necessary easements for electrical facilities to service this development.

The growth in electric demand brought about by this and other projects in
Sacramento will impact other areas of the SMUD electric system outside

of this project boundary. Any approved development will have a cumulative
growth-inducing impact upon SMUD's electrical transmission and distribution
facilities. Distribution facilities are required for any development. The
generation facilities will be expanded in order to serve this new load.

Expansion of the facilities is not a readily apparent component of system
expansion, because these projects are usually located outside of development
boundaries and require long lead times to construct and bring into operation.
Local distribution facilities, however, are located within development
projects, and construction must be coordinated with the builder during the
different phases of development.
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ALCIDES FREITAS - ENVIRONMENTAL COORDINATOR , May 14, 1987

As a mitigating measure for this project, the SMUD Distribution Planning
Department should be immediately contacted and consulted through the plan-
ning, development, and completion of the project. It is necessary that

the developer/builder establish and maintain this contact with.the planners

to determine the facilities that will be needed to identify the necessary
easements to provide service for this project.

Please assure that the information we have provided in this response is
immediately conveyed to the project proponents. We want all the project
proponents to be informed of SMUD's planned activities well in advance of
the preparation of any tentative maps.

If you have any questions, please contact me at (916) 732-6223.

7~ j

PAUL OLMSTEAD
ENVIRONMENTAL SPECIALIST
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SACRAMENTO HOUSING AND REDEVELOPMENT AGENCY

QECEWED |

May 19, 1987 ' MAY. 20 1987
ENVIRONMENTAL (MPACT SECTION

MEMORANDUM County of Sacramento

TO: Al Freitas, County Environmental Coordinator

FROM: Joan Roberts, Agency Clerk

SUBJECT: Comments on the Draft EIR for the Downtown/Richards
Boulevard Area and Oak Park/Florin-Perkins Area
Enterprise Zones

On May 18, 1987, the Sacramento Housing and Redevelopment
Commissioners conducted a public hearing on the subject matter to
receive comments. The following comments are provided by the
Commissioners:

l. The Executive Summary should include a map of the respective
Enterprise Zones;

2. The acronyms, i.e. TED, NED, etc., should be spelled out and
defined in the Executive Summary;

3. The Downtown/Richards Boulevard EIR Executive Summary should
include a cumulative impact discussion, similar to the Oak
Park EIR;

4. Both EIRs should include, under mitigation measures, that old
and new businesses contact Sacramento Municipal Utility
District (SMUL) for assistance under the electrical 1load
management program; and '

5. The Commissioners were pleased that the EIRs included a
section on transit mitigation. :

If you have any comments, please contact Tom Lee at 440-1355.

\“”\ ;L:;_ﬂ.v. /C,) &Lé\ﬁ/l;&——

-
JOKN ROBERTS
Agency Clerk

JR/TVL:cmc
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STATE Of CALIFORNIA—OFFICE OF THE GOVERNOR GEORGE DEUKMEJIAN, Govemor

OFFICE OF PLANNING AND RESEARCH

1400 TENTH STREET
SACRAMENTO, CA 95814

_ (916/445-0613)
May 14, 1987

Myrna Eberline

Sacramento Housing & Redevelopment Agency
- 462 1 Street

Sacramento, CA 95814

Subject: .Downtown/Richards Blvd. Area Enterprise Zone
SCH# 86102012

Dear Ms. Eberline:

The State Clearinghouse submitted the above named environrental document to
selected state agencles for review. The review period is closéd and none of
the state agencles have comments. This letter acknowledges that you have
complied with the State Clearinghouse review requirements for draft

environmental documents, pursuant to the California Environmental Quality
Act.

Please call Peggy Osborn at 916/445-0613 if you have any questions regarding
the environmental review process. When contacting the Clearinghouse in this
matter, please use the eight digit State Clearinghouse number so that we may
respond promptly.

Sincerely,

John B. Chanian -
Chief Deputy Directof//’
Office of Planning and Research
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PUBLIC POLICIES, LAWS, AND REGULATIONS
RELATED TO THE PROJECT

Public policies relevant to the project are included in the
City of Sacramento General Plan, the SGPU, the SGPU Draft EIR,
the Central City Community Plan, the Downtown Sacramento
Redevelopment Strategy Plan and Action Program (1984-1991), and
the City of Sacramento Zoning Code.
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REPORT PREPARATION

This EIR has been prepared by Jones & Stokes Associates,
Inc. under contract to the Sacramento Housing and Redevelopment
Agency. The consultants responsible for preparing this report
are listed below:

Jones & Stokes Associates, Inc.

Ron Bass - Principal in Charge
Kim Smith - Project Manager
Francine Demos-Petropoulous - Land Use
Roger Trott - Population, Housing, and Employment
Barbara Wendt - Public Services and Utilities
Wayne Shijo - Traffic and Circulation,
Air Quality, and Noise
Valerie Rosenkrantz - Traffic and Circulation,
Air Quality, and Noise
Gi-Diep Nguyen - Air Quality and Noise
Jack Whelehan - Technical Editor
Cynthia Casanova - Technical Editor
Linda Carter - Word Processor
Vicki Axiaq - Word Processor
Judy Bell - Word Processor

County of Sacramento

Al Freitas - Contract Administration
Joyce Horizumi - Project Manager
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ENVIRCNMENTAL IMPACT SECTION
INITIAL STUDY

DOWNTOWN/RICHARDS BOULEVARD ENTERPRISE ZQNE

ASSESSCR'S PARCEL NO.: Not Applicable

CONTROL NO.: SHR-85-003

River cn the west. Refer to the
attached exhibits for exact project
boundary locaticns.

APPLICANT:
Sacramento Bousing and Redevelcpment Agency

I.

PROJACY DESCRIPTION:

The project consists of an application to designate the Downtown/Richards
Baulevard area in the City of Sacramento an "Enterprise Zane" under the
provisions of AB 514. The Preliminary Application Handbock for the
Enterprise Zane Act explains:

"An enterprise zcne is a discrete gecgraphic area where state

and local tax and regulatory burdens are reduced to stimulate

development and enccurage private investment. Recognizing

that direct goverrment interventicn has had limited results

in amelicrating econamic distress, this program relies on a

ip between the private and public sectors to

stimilate investment and business growth.”
The Downtown/Richards Baulevard Enterprise Zone is one of three
econcmically depressed areas being nominated within the City of
Sacramento. The intended beneficiaries are the residents and bkusinesses
of the Enterprise Zcone.
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EIS Initial Study ' , SHR-85-003

IT.

ENVIRCNMENTAL SETTING:

The project site covers most of the western -two—-thirds of the Central
City and the entire Richards Baulevard Industrial Area. Also included is
the area south of Broadway and west of Riverside Boulevard which contains
a large mumber of federally subsidized housing units. The Central City
contains the central business district with its many goverment and
private office buildings and retail stores. A large mixture of housing
types exists in the Central City with many victorians predating 1900 and
several new condominium develcpments, Many of the older housing units

-are substandard, sape housing is federally subsidized, and other living

quarters consist of single hotel roams. The income stratificaticns vary
wicdely, however, the overall econamic status of the area residents is
well below the median., The Richards Boulevard Industrial Area contains
very few housing units. Those units that do exist are federally
subsidized or severely substandard. mstofthea:ealsdevebpedwlm
industrial/warehcusing type uses.

ENVIRONMENTAL EFFECIS:

See attached Initial Study Checklist and the following discussicn.
Land Use:

Dowrntown Sacramento has been earmarked by the City for the highest
pricrity in stimlating business development. The Enterprise Zane
designaticn is intended to aid in the implementation of comprehensive
develcmment plans for the Downtown area.

Downtown coammercial spaces have been plagued with high vacancy and
turnover rates with increased campetition from the suburban markets. The
revitalizaticn strategy for downtown includes extension of Light Rail
Transit, incentives for hotel development, comnercial bm.ldmc
rehabilitation, introduction of new hcus:_m; stock, waterfrant develcgment
along the Sacramento River, and expansicns of the conventicn center, citv
library and Crocker Art Museum. The Enterprise Zane incentives are
intended to help meet these revitalization goals.

' The Richards Boulevard Industrial Area, like Downtown, faces cametiticn

for autlying markets which can offer larger tracks of land and up-to-cate
infrastructures, The Enterprise Zone incentives would make the Richards
Boulevard area more competitive in the industrial market.

The zoning within Downtown and the Richards Boulevard area offers a full
spectzum of commercial, industrial and residential uses. No sericus land
use ramifications are expected fram increased develcpment in these areas
as long as the uses are within the scope of the existing zones. In an
area such as Downtown where the uses are so varied within a small
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EIS Initial Study ' . SHR-85-003

axeasuchasDowntownwheretheusesaresovanedwlthJ.nasmall
geographical area, careful consicderation should be given to the
cmpatibihtyofnewusaw:.ththeao.smx;uses.

land use goals and cbjectives for the Central City and the Richards
Boulevard area are fully discussed in the plans prepared for the
respective areas by the City of Sacramento.

Traffic: The Downtown/Richards Boulevard area has goocd freeway access

From  cutlying areas. However, the internal circulation, particularly

Downtown, is often a prcblem. Congestion in the central business
district and the impact of caommte traffic through resicdential
neighborhocds are major concemns. The I-5 freeway has successfully
diverted scme of the commute traffic from the residemtial areas. Luring
peak hours the I-5 ramps are very congested with back-ups a::fecm.rg
surface street traffic flows. Even during off peak hours, autanchbile
traffic cn downtown streets is high. Limited access to public transit
service contributes to high autoxcbile use in the Downtown area.
Introduction of the light rail system is expected to alleviate same oI
the congestion. Transportaticn and circulation needs for the Cant-al
City are fully discussed in the Sacramento Central Citvy Cammnitvy Plan
(1980) .

: Shortage of convenient off-street parking is a major concemn

all businesses in the downtown area. Ceonvenient, free parking is a
large marketing advantage for most suburban businesses. The cambinaticn
of high land costs downtown, high oonstruction costs for parking
structures, and the unavailability of space make the parking issue
difficult to resolve. Successful revitalization of downtown businesses,
however cannot take place without making improvements .in the parking
situaticn. An effective public transit system should make a larce
contribution towards solving the procblem. Business cperators and major
emloyers should encourage Transportaticn Systems Management (TSM)
measures to provide incentives for employees to use alternative means of
transportation. Reduction of commuter use of spaces will avail more

Ai.rQqal.i.f_:z: The Sacramento Metropolitan area currently fails to meet
ana state air quality standards for ozone and carbon monoxdice
(CO)., The major scurce of air pollutants in the Sacramento area is
attributable to motor vehicle emissicns. Agriculture contributes to a
sanetimes high count in suspended particulates. Ozone and CO violations,
however, are mainly due to autcmobile use. The proposed project can be
e:q:ect.edtomc::easet:aff:.cmlocalstreets

Carbon monoxide is a  directly emitted pollutant. Thereifore,

concentraticns are highest near major thoroughfares and heavily used
urban streets. As carbon monoxide is dispersed from the emissicn scurce,
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EIS Initial Study SHR-85-003

the concentration is diluted. Czone, on the other hand, is rot a
directly emitted pollutant. Czcne is formed by a series of chemical
reacticons which mlvevanmscmpoundsmtheatmsmere nee
formed, czone is widely dispersed, producing a regicnal air polluticn
problem rather than a localized ane. Dispersicn of ozcne is depencent
upen the prevailing wind pattermns, with the highest ooncentrations
occurring down wind fram major pollutant emission sources.

According to Duckworth and Crowe (1979), ozcne fomed by scurces in
Sacramento generally affects the area to the north and east of these
sources. On a basin-wide scale, the overall distribution of ozcne
concentraticn appears to result in a cellular-type pattern. Thus,
dowrwind fram the major cities, are major czcne "cells” that vary in size
and intensity according to city size and meteorolocgical canditicns. ¢n
typical days with soutiwesterly air flow patterns, ozone concentraticns
would be highest in the northeasterly portion of Sacramento County and

' soutimesterly porticn of Placer County. The highest concentraticn of

ozene is centered arcund Rocklin in Placer County.

The state ozone standard is 0.10 pom (parts per million by volume), not
to be equalled or exceeded. The federal ozone standard is 0.12 pom,
to be exceeded more than three times in any three year pericd. The
carbon monoxide standard for both state and federal law is 9 ppm for an
g8-hour pericd, not to be exceeded more than ance per year. The state
l-haur CO standard is 10 pmm while the federal l-hour CO standard is 35
rmm. Neither is to be exceeded more than once per year.

The air quality monitoring staticn nearest to the project area is located
in downtown Sacramento at 1025 P Street. In 1980 this station reported
no viclaticns of the state and federal carbon monoxdide standard and two
viclaticns of the federal ozone standard (ARB, 1976 - 1982; SACOG, 1982).

The Federal Clean Air Act requires any jurisdicticon in viclaticn of
federal air quality standards to prepare a plan to attain these
standards. The ' Sacramento Air Quality Plan prepared by the Sacramento
Area Council of Goverrments (SACOG) in August 1982, projects attairment
of state and federal CO standards by the 1987 deadline. The Air Quality
Plan deems the ozcone prcblem as "perhaps insolvable® given the
ever-increasing population and contimied  heavy reliance cn the
autanobhile,

The Sacramento Air Quality Plan has as - its goals and policies the
following:

Goal:

To achieve and maintain the federal ozone and carben menexice
standards by 1987 through the implementation of equitable,
cost-effective programs to reduce emissions from transportaticn,

Page 4
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EIS Initial Study SHR—-85-003

Policies:

- Effective, short-range uéasur:es to reduce existing emissicn levels
should be strongly supported. These measures include ridesharing

programs, voluntary trip reducticn programs, and motor vehicle
inspection and maintenance.

- Perscnal and private sector involvement in reducing auto use is
essential. Bmloyers should work with their employees to reduce
work-related and cammting auto trips. Individuals and families
should significantly reduce auto trips with little effect on life
styles by planning auto use to reduce trips.

- Local govermments should continue aggressive programs that provide
useful altematives to the use of the car (transit, bikeways,
ridesharing ordinances) while develcping long=-range plans for
maintaining the air quality standards,

- The low=cost, low requlation approach resulting in the effective
mobile scurce reduction measure should be used first. More
rigorous controls should be available for implementation i
expected emissicn reducticns are not realized.

- The Air Pollution Control Districts (ARCDs) are best suited to
determine the sccpe of staticnary socurce controls.

Public Services: Public infrastructures (water, sewer, electric, gas

lipes, stomm drains, roads) are readily available in the
Downtown/Richards Boulevard area. However, certain camonents of the
infrastructure, particularly water and sewer lines have bkegun .to
deteriorate. FReplacement of these lines is costly, time consuming, and
disruptive to traffic flow and business cperaticns. The City has adcpted
policy whereby the developers of new projects are responsible for
providing infrastructure improvements. The high cost of infrastructure
improvements downtcwn may be a deterrent to same develcpments.
Revitalization efforts must include provision of adequate public
services,

ENVIRCNMENTAL MITIGATION MEASURES:

None recommended at this time. The envirommental impact report may
indicate the need for specific mitigation measures.



EIS Initial Study SHR-85-003

Ve mmmmmm:

A) General Plan: The City General Plan Land Use Map indicates the
property tor CED, Residential, Camrercial and Offices, Industrial.

B) Commmity Plan: The Central City, Richards Boulevard Industrial Area
Cammmity P land Use Maps indicate the property forGC,CB MF,
SF, SC, M=2, M=1. . .

C) Zcning: The subject property is presently zoned M-2, M-1, C-4, C-3,
C‘Z @, m' M' R-3A' R-Sp R-lB' R-lo

IV. This Initial Study has been prepared by Alcides Freitas, Locwell Young,

Joyce Borizumi and Linda Quinday of the Sacramento County Envirormental
Impact Secticn staff.
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INITIAL STUDY CHECKLIST

Could/Would the project:

YES

MAYBE
NO

SACRAMENTO COUNTY

ENVIROMMENTAL IMPACT SzC71

CONTROL NO. _ SHR-85-003

ON

1)

significantly affect Reqional
air quality? .

<

May contribute to regional air qualit;

degradation.

2)

significantly affect local
air quality? ’ .

Some increase in local CO emissions
congestion.

due ¢to

3)

contribyta to the removal of
significant amount of prime
agricultural land from aqricul-
tural production?

4)

creats the rotential for property
damaqe following comnietion of
the project due to existing or
altersd soil and/or slqoe condi-
tions? )

5)

be adversaly affectad by ather
geologic or seismic hazards?

§)

cause erusion or siltation result-
ing in savere watar quality impacts
or damage 8 adjacant pruoperties?

7)

have substancial effect on the
supply or consumotion of a
mineral resouyrce?

8)

significantly affect ground or
surface water supply or quality?

9)

substantial affect, or be
affected by floeding?

10)

adversely affect pooulations of
unique, rare or endanqered
plants or animls, or their
habitat?

11)

significantly affect resident or
migratory wildlife or their
habitat?

12)

affect or resylt in the removal
of critical habitat, such as
riparian and watland plant
assocﬂtjons?

13)

affect or result in the removal
of prominent, heritage, or land-
mark trees, or otherwise aesthe-
tically important piant forms?

14)

affect sites of archaeoloaical
- or historical impor=ance?

Several historical sites downtown.

€1S/3 - Revised 7-30
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YES

MAYUE
NO

15)

be in conflict with adooted
General, Cormrmunity, or soecific
pians af Sacramentn County?

16)

conflict with adopted olans of
agencies or jurisdictions other
than <Sacramentn County?

17)

require major modification of,
or adversely affact, pudlie
facilities?

required.

Replacement of some public structures m@ay oe

18)

have a substantial affect uoon:
transportation facilities?

parking shortages.

Will contribute to congestion on surface sTTeets

19)

have a substantial affect on
enerqyy demands?

20)

supstantiaily affect the gquantity
of open spacs in an area, or
severely ind adversely change the
visual charactar of the project
sita?

21).

22)

generata average or geak noise
Jevels that would seriously
affect the heaith or general
well-being of any nearcy peaple?

with existing averace or Jeak
noise levels at the project site
serfously affac: the health or
general well-being of any nearby
pegola?

Q)

cause significant shifis in
employment or income characier-
{stics of the commnity?

economy .

Goal of project is to improve the area's

24)

have a substantial and demone
strable negative aesthetic
atfect?

25)

breach published nationat,
stata, or local standards rela-
ting to solfd wasta or litcar
control?

26)

{nduce substantial growth or
concentration of pogulation?

27}

displace a largs number of peapla,
or disrupt or divide an estab-
1ished community?

£

28)

involve a risk of an explosion
or the reieasa of hazardous sub-
stances in the event of an acci-
dent or uoset conditions?

29)

involve possible interfarence
with an emergency resoonse pian
or an emergency evacuaticn plan?

resylt in creation of any health
hazard or potantial health
hazard, or expose peonle to
potential health hazards?




