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4.7 GREENHOUSE GASES AND CLIMATE CHANGE 

4.7.1 INTRODUCTION 

This section provides a description of global climate change, greenhouse gas (GHG) emissions, the existing 
regulatory framework related to GHG emissions, and an analysis of the potential impacts related to GHGs 
associated with implementation of the Specific Plan.  

The cumulative global climate change analysis presented in this section of the EIR includes a discussion of 
existing climate conditions, the current state of climate change science, and GHG emissions sources in California, 
as well as a summary of applicable regulations. Next, a description of GHG emissions generated by the Specific 
Plan and contribution to global climate change is presented. Finally, the potential effects of global climate change 
are identified, based on available scientific data, and their potential effects on the Specific Plan Area are 
evaluated.  

Global climate change has the potential to result in sea level rise (resulting in flooding of low-lying areas), to 
affect rainfall and snowfall (leading to changes in water supply), to affect temperatures and habitats (affecting 
biological resources), and to result in many other adverse effects. 

The methods of analysis for short-term construction and long-term operational activities are consistent with the 
recommendations of the Bay Area Air Quality Management District (BAAQMD) and the California Air 
Resources Board (ARB). The GHG emissions associated with construction and operation of the Specific Plan are 
quantified and analyzed in the context of the evolving regulatory environment. Mitigation measures are 
recommended, as necessary, to reduce significant GHG emission impacts. 

GHG emissions have the potential to adversely affect the environment since such emissions contribute, on a 
cumulative basis, to the significant cumulative impact of global climate change. Cumulative impacts are the 
collective impacts of one or more past, present, and future projects that, when combined, result in adverse changes 
to the environment. The proper context for addressing this issue in an EIR is within an assessment of cumulative 
impacts because, although it is unlikely that a single project will contribute significantly to climate change, 
cumulative emissions from many projects could impact global GHG concentrations and the climate system.  

Legislation and executive orders related to climate change in California have established a statewide context and 
process for evaluating GHG emissions. Given the nature of environmental consequences from GHGs and global 
climate change, CEQA requires that lead agencies consider evaluating the cumulative impacts of even relatively 
small additions of GHGs to the environment. Small contributions to this cumulative impact (from which 
significant effects are occurring and are expected to worsen over time) may be potentially significant.  

Some major GHG emission sectors can be affected by local government actions, while others cannot. Different 
GHG emission sectors would experience varying degrees of State regulation and would be reduced overall on a 
state-wide level (see description of state regulations below). Legislation already in effect will achieve statewide 
reductions of GHG emissions associated with electricity production, industry, vehicle miles traveled (VMT), and 
motor vehicle emission rates. It is anticipated that future legislation and regulations at the state and federal levels 
would further reduce GHG emissions, with different reduction potential available for each sector. 

Projects approved at the local level could generate GHG emissions. However, the ability of local governments to 
reduce those GHG emissions would also vary by sector. Certain GHG emission sectors will be regulated by the 
implementation of statewide emission reduction programs that address standards beyond the control of local 
government (e.g., vehicle emissions standards, renewable energy portfolio standards). 

Land use entitlement authority, which largely rests at the local government level, influences development 
patterns, community design, transportation facilities planning, and other factors known to influence VMT, which 
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in turn influences GHG emissions associated with the transportation sector. However, local government does not 
have control over vehicle emissions technology or fuel economy standards. Both of these parameters (i.e., land 
use/transportation planning and regulation of emission standards and fuel economy) are important components for 
achieving the emission reductions mandates set in Assembly Bill (AB) 32. Similarly, local government standards 
can influence solar orientation of buildings and other components related to energy efficiency, while energy 
generation, renewable energy requirements, and other issues related to energy sources are outside of local 
government’s control. 

Local governments, such as the City of Fairfield, will play a role in achieving statewide emission reduction goals 
(see “Regulatory Setting” below for more information). The ability to influence land use decisions and reduce 
VMT, provide services to its population (e.g., recycling service, waste management, and waste water treatment), 
and provide public education and incentives (e.g., energy and water conservation) to its citizens are options for 
local governments to reduce GHG emissions generated in their jurisdictions. 

4.7.2 ENVIRONMENTAL SETTING 

GREENHOUSE GAS EMISSION SOURCES 

Gases that trap heat in the atmosphere are referred to as GHGs because they capture heat radiated from the earth, 
similar to a greenhouse. The accumulation of GHGs drives global climate change. Definitions of climate change 
vary between and across regulatory authorities and the scientific community, but in general can be described as 
the changing of the earth’s climate caused by natural fluctuations and anthropogenic activities that alter the 
composition of the global atmosphere. 

There is international scientific consensus that human-caused increases in GHGs have contributed and will 
continue to contribute to global warming, although there is uncertainty concerning the magnitude and rate of the 
warming. Potential global warming impacts in California may include, but are not limited to, a decrease in snow 
pack, sea level rise, more extreme heat days per year, more high ozone days, increased frequency and intensity of 
wildfires, and more drought years. Secondary effects are likely to include a global rise in sea level, impacts to 
agriculture, changes in disease vectors, and changes in habitat and biodiversity. 

Humans are changing the concentration of greenhouse gases and aerosols, both of which influence, and are 
influenced by, climate. The greenhouse gases reduce the net loss of infrared heat to space. Aerosols are important 
largely because of their impact on solar radiation, and have a predominantly cooling effect (IPCC 1997). 

Emissions of GHGs contributing to global climate change are attributable in large part to human activities 
associated with the transportation, industrial/manufacturing, utility, residential, commercial and agricultural 
emissions sectors. In California, the transportation sector is the largest emitter of GHGs, followed by electricity 
generation (ARB 2010a).  

Emissions of carbon dioxide (CO2) are byproducts of fossil fuel combustion. Methane (CH4), a highly potent 
GHG, is largely associated with agricultural practices and landfills. Nitrous oxide (N2O) is also largely 
attributable to agricultural practices and soil management. CO2 sinks, or reservoirs, include vegetation and the 
ocean, which absorb CO2 through sequestration and dissolution, respectively. These are two of the most common 
CO2 sequestration processes. High global warming potential1 (GWP) GHGs are primarily used as substitutes for 
ozone-depleting substances and emitted from various industrial processes, including semiconductor 
manufacturing.  

                                                      
1  Each GHG pollutant is assigned a GWP based on its ability to absorb infrared radiation (i.e., thermal energy), the spectral location of its 

absorbing wavelengths (i.e., types of energy that the compound can absorb and retain in the atmosphere), and its atmospheric lifetime 
relative to carbon dioxide. Therefore, a unit of methane with a GWP of 21 is able to absorb and retain thermal energy within the Earth’s 
atmosphere 21 times more effectively than one unit of CO2. 
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Individual projects contribute to the cumulative effects of climate change by emitting GHGs during demolition, 
construction, and operational phases. The primary GHGs associated with land use development projects are CO2, 
CH4, and N2O. Some greenhouse gases occur naturally but are influenced either directly or indirectly by human 
activity, whereas others are purely anthropogenic (emitted from human activities). The main naturally-occurring 
greenhouse gases are water vapor (H2O), carbon dioxide (CO2), ozone (O3), methane (CH4), and nitrous oxide 
(N2O) (IPCC 1997). While the presence of the primary GHGs in the atmosphere are naturally occurring, CO2, 
CH4, and N2O are largely emitted from human activities, accelerating the rate at which these compounds 
accumulate in the earth’s atmosphere.  

CO2 is the “reference gas” for GHG emissions, meaning that emissions of total GHGs are typically reported in 
“carbon dioxide-equivalent” (CO2e), which accounts for the GWP of each GHG pollutant while using one unit of 
measurement. Emissions of CO2 are largely by-products of fossil fuel combustion, whereas methane results from 
off-gassing associated with agricultural practices and landfills. Other GHGs, with much greater GWP than CO2, 
include hydrofluorocarbons, hydrochlorofluorocarbons, perfluorocarbons, and sulfur hexafluoride, and are 
generated in certain industrial processes. Both chlorofluorocarbon (CFC) and hydro-chlorofluorocarbon (HCFC) 
are agents used in production of foam insulation and are present in air conditioners, refrigerators, and solvents in 
cleaners (BAAQMD 2010a). 

Land use decisions and development projects are not themselves GHG emissions sectors. Land use development 
projects can generate GHG emissions from several sectors (e.g., transportation, electricity, and waste), as 
described in more detail below. Land use decisions and development projects can affect the generation of GHG 
emissions from multiple sectors that result from their implementation. Development projects can result in direct 
or indirect GHG emissions that would occur on- or off-site. For example, electricity consumed in structures 
within a project would indirectly cause GHGs to be emitted at a utility provider. The residents and employees of, 
and the visitors to a development project would drive vehicles that generate off-site GHG emissions, which are 
associated with the transportation sector. The following sections describe the major GHG emission sectors and 
their associated emissions at the state and local level. 

STATE GREENHOUSE GAS EMISSIONS INVENTORY 

As the second largest emitter of GHG emissions in the United States and 12th to 16th largest in the world, 
California contributes a significant quantity of GHGs to the atmosphere (CEC 2006). Emissions of CO2 are 
byproducts of fossil-fuel combustion and are attributable in large part to human activities associated with the 
transportation, industry/manufacturing, electricity and natural gas consumption, and agriculture (ARB 2010a).  

ARB estimated that in 2008 California produced about 478 million gross metric tons of CO2e (MMT CO2e), or 
about 527 million U.S. tons (see Exhibit 4.7-1). In California, the transportation sector is the largest emitter of 
GHGs, followed by electricity generation (ARB 2010a). The ARB found that transportation is the source of 37 
percent of the state’s GHG emissions, followed by electricity generation (both in-state and out-of-state) at 24 
percent and industrial sources at 19 percent.  

LOCAL INVENTORY 

In the Bay Area, fossil fuel consumption in the transportation sector (on-road motor vehicles, off-highway mobile 
sources, and aircraft) and the industrial and commercial sectors are the two largest sources of GHG emissions, 
each accounting for approximately 36% and 36%, respectively, of the Bay Area’s 95.8 MMT CO2e emitted in 
2007. Electricity generation accounts for approximately 16% of the Bay Area’s GHG emissions followed by 
residential fuel usage at 7%, off-road equipment at 3% and agriculture at 1% (BAAQMD 2010b). 
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Source: ARB 2010 

2008 California GHG Emissions by Sector (2008 Emission Inventory) Exhibit 4.7-1 

4.7.3 REGULATORY FRAMEWORK 

FEDERAL 

U.S. Supreme Court Ruling in Massachusetts v. EPA 

The U.S. Environmental Protection Agency (EPA) is the federal agency responsible for implementing the Clean 
Air Act (CAA). In Massachusetts v. EPA, 549 U.S.497 (2007), the Supreme Court of the United States ruled on 
April 2, 2007 that CO2 is an air pollutant as defined under the CAA, and that the U.S. EPA has the authority to 
regulate emissions of GHGs. However, there is neither federal legislation nor regulation that requires reductions 
in CO2 or other GHG emissions at this time.  

Energy and Independence Security Act of 2007 and Corporate Average Fuel Economy 
Standards 

The Energy and Independence Security Act of 2007 (EISA) amended the Energy Policy and Conservation Act to 
further reduce fuel consumption and expand production of renewable fuels. The EISA’s most significant 
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amendment includes a statutory mandate for the National Highway Traffic Safety Administration (NHTSA) to set 
passenger car corporate average fuel economy (CAFE) standards for each model year (MY) at the maximum 
feasible level. This statutory mandate also eliminates the old default CAFE standard of 27.5 miles per gallon 
(mpg). The EISA requires that CAFE standards for MY 2011-2020 be set sufficiently high to achieve the goal of 
an industry-wide passenger car and light-duty truck average CAFE standard of 35 mpg. The rule making for this 
goal, per President Obama’s request, has been divided into two separate parts. The first part, which was published 
in the Federal Register in March 2009, includes CAFE standards for MY 2011 in order to meet the statutory 
deadline (i.e., March 30, 2009). The second part of the rulemaking applies to MY 2012 and subsequent years. 
These would be the maximum CAFE standards feasible under the limits of the EPCA and EISA. The NHTSA and 
the EPA are currently working in coordination to develop a national program targeting MY 2012–2016 passenger 
cars and light trucks. 

Proposed Endangerment and Cause or Contribute Findings for Greenhouse Gases under the 
Clean Air Act 

On April 23, 2009, the EPA published their Proposed Endangerment and Cause or Contribute Findings for 
Greenhouse Gases under the CAA (Endangerment Finding) in the Federal Register. The Endangerment Finding is 
based on Section 202(a) of the CAA, which states that the Administrator (of the EPA) should regulate and 
develop standards for “emission[s] of air pollution from any class or classes of new motor vehicles or new motor 
vehicle engines, which in [its] judgment cause, or contribute to, air pollution which may reasonably be anticipated 
to endanger public health or welfare.” The proposed rule addresses Section 202(a) in two distinct findings. The 
first addresses whether or not the concentrations of the six key GHGs (i.e., CO2, CH4, N2O, hydrofluorocarbons, 
perflurorocarbons, and sulfur hexafluoride) in the atmosphere threaten the public health and welfare of current 
and future generations. The second addresses whether or not the combined emissions of GHGs from new motor 
vehicles and motor vehicle engines contribute to atmospheric concentrations of GHGs and therefore increase the 
threat of climate change. 

The Administrator proposed the finding that atmospheric concentrations of GHGs endanger the public health and 
welfare within the meaning of Section 202(a) of the CAA. The evidence supporting this finding consists of human 
activity resulting in “high atmospheric levels” of GHG emissions, which are very likely responsible for increases 
in average temperatures and other climatic changes. Furthermore, the observed and projected results of climate 
change (e.g., higher likelihood of heat waves, wild fires, droughts, sea level rise, higher intensity storms) are a 
threat to the public health and welfare. Therefore, GHGs were found to endanger the public health and welfare of 
current and future generations. 

The Administrator also proposed the finding that GHG emissions from new motor vehicles and motor vehicle 
engines are contributing to air pollution, which is endangering public health and welfare. The proposed finding 
cites that in 2006, motor vehicles were the second largest contributor to domestic GHG emissions (24 percent of 
total) behind electricity generation. Furthermore, in 2005, the U.S. was responsible for 18 percent of global GHG 
emissions. Therefore, GHG emissions from motor vehicles and motor vehicle engines were found to contribute to 
air pollution that endangers public health and welfare. 

On December 7, 2009, the EPA finalized it decision that GHG emissions from motor vehicles constitute an 
“endangerment” under the CAA. This finalizing finding by the EPA allows for the establishment of GHG 
emissions standards for new motor vehicles. 

STATE 

ARB is the agency responsible for coordination and oversight of state and local air pollution control programs in 
California and for implementing the CCAA, which was adopted in 1988. 
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Various statewide and local initiatives to reduce the state’s contribution to GHG emissions have raised awareness 
that, even though the various contributors to, and consequences of, global climate change are not yet fully 
understood, global climate change is under way, and there is a real potential for severe, adverse environmental, 
social, and economic effects in the long term. Because every nation emits GHGs and therefore makes an 
incremental cumulative contribution to global climate change, cooperation on a global scale will be required to 
reduce the rate of GHG emissions to a level that can help to slow or stop the human-caused increase in average 
global temperatures and associated changes in climatic conditions. 

Assembly Bill 1493 

In 2002, then-Governor Gray Davis signed AB 1493, which required that ARB develop and adopt, by January 1, 
2005, regulations that achieve “the maximum feasible reduction of GHGs emitted by passenger vehicles and 
light-duty trucks and other vehicles determined by ARB to be vehicles whose primary use is noncommercial 
personal transportation in the state.” 

To meet the requirements of AB 1493, in 2004 ARB approved amendments to the California Code of Regulations 
(CCR) adding GHG emissions standards to California’s existing standards for motor vehicle emissions. 
Amendments to CCR Title 13, Sections 1900 and 1961 (13 CCR 1900, 1961), and adoption of Section 1961.1 
(13 CCR 1961.1) require automobile manufacturers to meet fleet-average GHG emissions limits for all passenger 
cars, light-duty trucks within various weight criteria, and medium-duty passenger vehicle weight classes (i.e., any 
medium-duty vehicle with a gross vehicle weight (GVW) rating less than 10,000 pounds that is designed 
primarily for the transportation of persons), beginning with the 2009 model year. For passenger cars and light-
duty trucks with a loaded vehicle weight (LVW) of 3,750 pounds or less, the GHG emission limits for the 2016 
model year are approximately 37 percent lower than the limits for the first year of the regulations, the 2009 model 
year. For light-duty trucks with LVW of 3,751 pounds to GVW of 8,500 pounds, as well as medium-duty 
passenger vehicles, GHG emissions will be reduced approximately 24 percent between 2009 and 2016. 

In December 2004, a group of car dealerships, automobile manufacturers, and trade groups representing 
automobile manufacturers filed suit against ARB to prevent enforcement of 13 CCR Sections 1900 and 1961 as 
amended by AB 1493 and 13 CCR 1961.1 (Central Valley Chrysler-Jeep et al. v. Catherine E. Witherspoon, in 
Her Official Capacity as Executive Director of the California Air Resources Board et al.). The auto-makers’ suit 
in the U.S. District Court for the Eastern District of California contended California’s implementation of 
regulations that, in effect, regulate vehicle fuel economy violates various federal laws, regulations, and policies. 

On December 12, 2007, the Court found that if California receives appropriate authorization from the EPA (the 
last remaining factor in enforcing the standard), these regulations would be consistent with, and have the force of, 
federal law, thus rejecting the automakers’ claim. This authorization to implement more stringent standards in 
California was requested in the form of a CAA Section 209, subsection (b) waiver in 2005. Since that time, the 
EPA failed to act on granting California authorization to implement the standards. Governor Arnold 
Schwarzenegger and Attorney General Edmund G. Brown filed suit against the EPA for the delay. In December 
2007, EPA Administrator Stephen Johnson denied California’s request for the waiver to implement AB 1493. 
Johnson cited the need for a national approach to reducing GHG emissions, the lack of a “need to meet 
compelling and extraordinary conditions,” and the emissions reductions that would be achieved through the 
Energy Independence and Security Act of 2007 as the reasoning for the denial. 

The State of California filed suit against the EPA for its decision to deny the CAA waiver. The change in 
presidential administration directed the EPA to reexamine its position for denial of California’s CAA waiver and 
for its past opposition to GHG emissions regulation. California received the waiver on June 30, 2009. 

Executive Order S-3-05 

In 2005, in recognition of California’s vulnerability to the effects of climate change, Governor Schwarzenegger 
established Executive Order S-3-05, which sets forth a series of target dates by which statewide emission of 
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GHGs would be progressively reduced, as follows: by 2010, reduce GHG emissions to 2000 levels; by 2020, 
reduce GHG emissions to 1990 levels; and by 2050, reduce GHG emissions to 80 percent below 1990 levels. The 
executive order directed the secretaries of the California Environmental Protection Agency; Business, 
Transportation and Housing Agency; Department of Food and Agriculture; and Natural Resources Agency; the 
Chairperson of the Air Resources Board; Chairperson of the Energy Commission; and President of the Public 
Utilities Commission (Climate Action Team) to coordinate statewide efforts to reduce greenhouse gas emissions 
consistent with executive order targets. The Climate Action Team prepares biennial reports with 
recommendations and strategies to meet the target dates. 

Assembly Bill 32 

In 2006, California passed the California Global Warming Solutions Act of 2006 (California Health and Safety 
Code Division 25.5, Sections 38500 et seq. [AB 32]), which requires ARB to design and implement emission 
limits, regulations, and other measures, such that feasible and cost-effective statewide GHG emissions are reduced 
to 1990 levels by 2020. AB 32 establishes a timetable for ARB to adopt emission limits, rules, and regulations 
designed to achieve the intent of the Act.  

In December 2008, ARB adopted the AB 32 Climate Change Scoping Plan (Scoping Plan), which identifies a 
reduction of approximately 169 MMT CO2e. The Scoping Plan breaks down the amount of GHG emissions 
reductions ARB recommends for each emissions sector of the state’s GHG inventory. The Scoping Plan calls for 
the largest reductions in GHG emissions to be achieved by implementing the following measures and standards: 

► improved emissions standards for light-duty vehicles (estimated reductions of 31.7 MMT CO2e); 

► the Low Carbon Fuel Standard (15.0 MMT CO2e); 

► energy efficiency measures in buildings and appliances and the widespread development of combined heat 
and power systems (26.3 MMT CO2e); and 

► a renewable portfolio standard for electricity production (21.3 MMT CO2e). 

Approximately one-third of the emissions reductions strategies fall within the transportation sector and include 
the following: California Light-Duty Vehicle GHG standards, the Low Carbon Fuel Standard, Regional 
Transportation-Related GHG Targets, Vehicle Efficiency Measures, Goods Movement, Medium and Heavy-Duty 
Vehicle Efficiency Measures, and High Speed Rail. These measures are expected to reduce GHG emissions by 
62.3 MMT CO2e. Emissions from the electricity sector are expected to reduce another 49.7 MMT CO2e.  

ARB has not yet determined what amount of GHG emissions reductions it recommends from local government 
land use decisions. However, the Scoping Plan does state that successful implementation of the plan relies on 
local governments’ land use planning and urban growth decisions because local governments have primary 
authority to plan, zone, approve, and permit land development to accommodate population growth and the 
changing needs of their jurisdictions. ARB further acknowledges that decisions on how land is used will have 
large effects on the GHG emissions that will result from the transportation, housing, industry, forestry, water, 
agriculture, electricity, and natural gas emission sectors. Also, the Scoping Plan states that the ultimate 
assignment to local government operations (which is distinct from communitywide land use/transportation related 
emissions) is to be determined (ARB 2008). The Scoping Plan does not include any direct discussion about GHG 
emissions generated by construction activity. 

The Scoping Plan expects a reduction of approximately 5.0 MMT CO2e from changes associated with “smart 
growth.” However, these emission reductions are not intended to represent the Senate Bill (SB) 375’s regional 
reduction targets, which are discussed further below. The regional targets and associated GHG emission 
reductions for SB 375 will is established by ARB in collaboration with the Regional Target Advisory Committee 
and a public consultation process with metropolitan planning organizations (MPO) and other stakeholders. 
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Reductions from the electricity sector include Energy Efficiency (e.g., appliances, technology, policy, and 
standards), Renewable Portfolio Standard (33 percent renewable energy by 2020), and the Million Solar Roofs 
Program (AB 1470). Other reductions are expected from industrial sources, agriculture, forestry, recycling and 
waste, water, and emissions reductions from cap-and-trade programs.  

State and local government actions and regional GHG targets are also expected to yield GHG reductions. 
Measures that could become effective during implementation pertain to construction-related equipment and 
building and appliance energy efficiency. Some proposed measures will require new legislation to implement, 
some will require subsidies, some have already been developed, and some will require additional effort to 
evaluate and quantify. Additionally, some emissions reduction strategies may require their own environmental 
review under CEQA or NEPA.  

Applicable measures that are ultimately adopted will become effective during implementation of the Specific Plan 
and the Specific Plan could be subject to these requirements, depending on the Specific Plan’s timeline.  

Senate Bill 1368 

SB 1368 is a companion bill to AB 32 and was signed by Governor Schwarzenegger in September 2006. SB 1368 
required the California Public Utilities Commission (CPUC) to establish a GHG performance standard for 
baseload generation from investor-owned utilities by February 1, 2007. The California Energy Commission 
(CEC) must establish a similar standard for local publicly owned utilities by June 30, 2007. These standards 
cannot exceed the GHG emission rate from a baseload combined-cycle natural gas fired plant. The legislation 
further requires that all electricity provided to California, including imported electricity, must be generated from 
plants that meet the standards set by the CPUC and CEC. This standard is currently in effect and applies to all 
utility construction projects for additional capacity, utility purchases of capacity, five-year or longer contracts for 
capacity, and non-routine maintenance that could increase capacity, extend the life, or convert existing capacity 
from peak or load-following services to baseload generation.  

Executive Order S-1-07 

Executive Order S-1-07, which was signed by Governor Schwarzenegger in 2007, proclaims that the 
transportation sector is the main source of GHG emissions in California, at over 40 percent of statewide 
emissions. It establishes a goal that the carbon intensity of transportation fuels sold in California should be 
reduced by a minimum of 10 percent by 2020. ARB adopted the Low Carbon Fuel Standard on April 23, 2009. 

Senate Bill 1078 and 107 and Executive Order S-14-08 and S-21-09 

SB 1078 (Chapter 516, Statutes of 2002) requires retail sellers of electricity, including investor-owned utilities 
and community choice aggregators, to provide at least 20 percent of their supply from renewable sources by 2017. 
SB 107 (Chapter 464, Statutes of 2006) changed the target date to 2010. In November 2008, Governor 
Schwarzenegger signed Executive Order S-14-08, which establishes California’s Renewable Portfolio Standard 
target for retail sellers of electricity of 33 percent renewable power by 2020. Executive Order S-21-09 directs 
ARB, under its AB 32 authority, to enact regulations consistent with the 33 percent renewable energy target 
established in Executive Order S-14-08 (Office of the Governor 2010). 

Senate Bill 97 

SB 97, signed August 2007, acknowledges that climate change is a prominent environmental issue that requires 
analysis under CEQA. This bill directed the California Office of Planning and Research (OPR) to prepare, 
develop, and transmit to the Resources Agency guidelines for the feasible mitigation of GHG emissions or the 
effects of GHG emissions, as required by CEQA by July 1, 2009. The California Natural Resources Agency is 
required to certify or adopt those guidelines by January 1, 2010. On April 13, 2009, the California Office of 
Planning and Research submitted to the Secretary for Natural Resources its proposed amendments to the state 
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CEQA Guidelines for GHG emissions, as required by SB 97. These CEQA Guidelines amendments provide 
guidance to public agencies regarding the analysis and mitigation of the effects of GHG emissions in CEQA 
documents. On December 30, 2009, the Natural Resources Agency adopted the CEQA Guidelines amendments, 
as required by SB 97. The amendments were reviewed by the Office of Administrative Law (OAL) and on 
February 16, 2010, were transmitted to the Secretary of State for inclusion into the CCR. The amendments 
became effective March 18, 2010. OPR’s CEQA Guidelines amendments have been incorporated into this 
analysis accordingly. 

The guidance provided in the updated CEQA Guidelines for assessing the impacts of GHG emissions is 
necessarily generalized so that lead agencies may apply this guidance to a wide range of project types. The 
revised CEQA Guidelines Section 15064.4 (Determining the Significance of Impacts from Greenhouse Gas 
Emissions) advises lead agencies that: 

(a) The determination of the significance of greenhouse gas emissions calls for a careful 
judgment by the lead agency consistent with the provisions in section 15064. A lead agency 
should make a good-faith effort, based on available information, to describe, calculate or 
estimate the amount of greenhouse gas emissions resulting from a project.  

(1) Use a model or methodology to quantify greenhouse gas emissions resulting from a 
project, and which model or methodology to use. The lead agency has discretion to select the 
model it considers most appropriate provided it supports its decision with substantial 
evidence. The lead agency should explain the limitations of the particular model or 
methodology selected for use; or 

(2) Rely on a qualitative analysis or performance based standards. 

(b) A lead agency may consider the following when assessing the significance of impacts from 
greenhouse gas emissions on the environment: 

(1) The extent to which the project may increase or reduce greenhouse gas emissions as 
compared to the existing environmental setting; 

(2) Whether the project emissions exceed a threshold of significance that the lead agency 
determines applies to the project. 

(3) The extent to which the project complies with regulations or requirements adopted to 
implement a statewide, regional, or local plan for the reduction or mitigation of greenhouse 
gas emissions. Such regulations or requirements must be adopted by the relevant public 
agency through a public review process and must include specific requirements that reduce 
or mitigate the project’s incremental contribution of greenhouse gas emissions. If there is 
substantial evidence that the possible effects of a particular project are still cumulatively 
considerable notwithstanding compliance with the adopted regulations or requirements, an 
EIR must be prepared for the project. (OPR 2010). 

However, the companion document to the updated CEQA Guidelines provides more specific rationale that could 
be very useful to CEQA lead agencies (Natural Resources Agency 2009). For example, OPR notes that the 
emphasis on comparing project emissions to the existing environmental setting is, in part, meant to ensure that 
lead agencies do not compare project effects to a “business as usual” scenario, as defined by ARB in the 2008 
Climate Change Scoping Plan: 

This section‘s reference to the existing environmental setting reflects existing law requiring that 
impacts be compared to the environment as it currently exists (State CEQA Guidelines, § 15125). 
This clarification is necessary to avoid a comparison of the project against a business as usual 
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scenario as defined by ARB in the Scoping Plan. Such an approach would confuse business as 
usual projections used in ARB‘s Scoping Plan with CEQA’s separate requirement of analyzing 
project effects in comparison to the environmental baseline. (Compare Scoping Plan, at p. 9 
(‘The foundation of the Proposed Scoping Plan’s strategy is a set of measures that will cut 
greenhouse gas emissions by nearly 30 percent by the year 2020 as compared to business as 
usual’ with Fat v. County of Sacramento (2002) 97 Cal.App.4th 1270, 1278 (existing 
environmental conditions normally constitute the baseline for environmental analysis); see also 
Center for Bio. Diversity v. City of Desert Hot Springs, Riverside Sup. Ct. Case No. RIC464585 
(August 6, 2008) (rejecting argument that a large subdivision project would have a beneficial 
impact on CO2 emissions because the homes would be more energy efficient and located near 
relatively uncongested freeways).) Business as usual may be relevant, however, in the discussion 
of the no project alternative in an EIR (State CEQA Guidelines, § 15126.6(e)(2) (no project 
alternative should describe what would reasonably be expected to occur in the future in the 
absence of the project).). 

Senate Bill 375 

SB 375, signed in September 2008, aligns regional transportation planning efforts, regional GHG reduction 
targets, and land use and housing allocations. SB 375 requires MPOs to adopt a Sustainable Communities 
Strategy (SCS) or Alternative Planning Strategy (APS), which will prescribe land use allocation in that MPO’s 
Regional Transportation Plan (RTP). ARB, in consultation with MPOs, will provide each affected region with 
reduction targets for GHGs emitted by passenger cars and light trucks in the region for the years 2020 and 2035. 
These reduction targets will be updated every eight years, but can be updated every four years, if advancements in 
emissions technologies affect the reduction strategies to achieve the targets. ARB is also charged with 
reviewing each MPO’s SCS or APS for consistency with its assigned targets. If MPOs do not meet the GHG 
reduction targets, transportation projects would not be eligible for funding programmed after January 1, 2012. 

This bill also extends the minimum time period for the Regional Housing Needs Allocation (RNHA) cycle from 
five years to eight years for local governments located within an MPO that meets certain requirements. City and 
county land use policies (including general plans) are not required to be consistent with the RTP (and associated 
SCS or APS). However, new provisions of CEQA provide incentives for qualified projects that are consistent 
with an approved SCS or APS, categorized as “transit priority projects.” 

On September 23, 2010, ARB adopted regional GHG emission reduction targets under SB 375 (ARB 2010b). 
ARB adopted the following target for the Metropolitan Transportation Commission (MTC): 7% by 2020 and 15% 
by 2035. These targets are for reductions in per-capita GHG emissions from passenger vehicles relative to 2005. 
These targets are not significance thresholds under CEQA. Rather, these targets will be used in developing 
sustainable communities strategies under SB 375. MTC’s jurisdiction encompasses the Bay Area, including the 
Specific Plan Area.  

Cap and Trade 

The AB 32 Scoping Plan identified a cap-and-trade program as one of the strategies to reduce the GHG emissions. 
Under cap-and-trade, an overall limit on GHG emissions from capped sectors is established and facilities subject 
to the cap are able to trade permits (allowances) to emit GHGs. The ARB endorsed the cap-and-trade regulation 
on December 16th, 2010. 
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REGIONAL AND LOCAL 

Bay Area Air Quality Management District Climate Protection Program 

BAAQMD established a climate protection program to reduce pollutants that contribute to global climate change 
and affect air quality in the San Francisco Bay Area Air Basin (SFBAAB). The climate protection program 
includes measures that promote energy efficiency, reduce vehicle miles traveled, and develop alternative sources 
of energy, all of which assist in reducing emissions of GHGs and in reducing air pollutants that affect the health 
of residents. BAAQMD also seeks to support current climate protection programs in the region and to stimulate 
additional efforts through public education and outreach, technical assistance to local governments and other 
interested parties, and promotion of collaborative efforts among stakeholders.  

BAAQMD CEQA Air Quality Guidelines 

In June 2010, BAAQMD approved an update to the CEQA Air Quality Guidelines that establishes quantitative 
GHG emissions thresholds of significance. The CEQA Air Quality Guidelines include separate thresholds of 
significance for project- and plan-level analyses. The Specific Plan is considered a project under BAAQMD’s 
GHG emissions significance thresholds. 

Project-level analyses can be evaluated using two quantitative thresholds based on the project’s annual GHG 
emissions (i.e., MT CO2e/year) or the project’s GHG efficiency (i.e., MT CO2e/yr/service population [SP]). The 
service population of a project is defined by the number of employees and residents.  

FOCUS Program and Priority Development Areas 

The Association of Bay Area Governments (ABAG), MTC, Bay Conservation and Development Commission 
(BCDC), and BAAQMD have partnered to develop the FOCUS Program. The activities associated with the 
FOCUS Program will be important for reducing regional GHG emissions, as well as promoting a more compact 
land use pattern, multi-modal mobility, conservation of natural resources, and community development 
throughout the Bay Area. The FOCUS program provides incentives for development of Priority Development 
Areas (PDAs), which are infill development opportunity areas near transit. PDAs are generally areas of at least 
100 acres where there is local commitment to developing more housing along with amenities and services to meet 
the day-to-day needs of residents in a pedestrian-friendly environment served by transit. To be eligible to become 
a PDA, an area had to be within an existing community, near existing or planned fixed transit or served by 
comparable bus service, and planned for more housing. A portion of the Specific Plan Area is a PDA. 

4.7.4 ENVIRONMENTAL IMPACTS AND MITIGATION MEASURES 

METHODOLOGY 

The BAAQMD CEQA Air Quality Guidelines do not establish thresholds of significance for construction-related 
GHG emissions. However, they recommend that projects quantify their construction-related emissions for 
disclosure purposes. Accordingly, and pursuant to guidance provided by ARB and the BAAQMD CEQA Air 
Quality Guidelines, construction-related GHG emissions were quantified using the construction and land use 
Urban Emissions model, URBEMIS 2007 Version 9.2.4. URBEMIS 2007 allows the user to model construction 
emissions associated with implementation of land use development projects.  

When available, construction parameters such as duration (e.g., months of grading or asphalt paving), level of 
activities (e.g., acres disturbed per day), and equipment types (e.g., forklifts, backhoes) were obtained from the 
City. In the cases where information was not available, default assumptions from URBEMIS 2007 were used to 
estimate construction emissions. Please refer to Appendix F for detailed assumptions and URBEMIS outputs. 
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The Specific Plan’s long-term operational GHG emissions were quantified using the Sustainable Systems 
Integrated Model (SSIM), which is a climate change and land use planning tool used to evaluate and optimize 
mitigation strategies for a range of environmental topics, including GHG emissions. SSIM is able to quantify a 
project’s annual GHG emissions based on the amount, type, and spatial distribution of land uses. Operational 
emission sources included in SSIM include project-related vehicle trips, electricity consumption, natural gas 
consumption for space and water heating, water consumption, wastewater services, and solid waste disposal. In 
addition, SSIM can evaluate the carbon sequestration potential of a project with respect to its proposed or existing 
tree species and other types of vegetation, although sequestration was not included in this analysis. Please refer to 
Appendix F for detailed assumptions and SSIM outputs. 

THRESHOLDS OF SIGNIFICANCE 

For the purpose of this analysis, the following thresholds of significance as identified by the State CEQA 
Guidelines (Appendix G) and BAAQMD’s CEQA Air Quality Guidelines (June 2010) have been used to 
determine whether implementation of the proposed project would result in significant air quality impacts. 

The proposed project would be considered to have significant greenhouse gas impacts it would: 

► Generate greenhouse gas emissions, either directly or indirectly, that may have a significant impact on the 
environment; or 

► Conflict with an applicable plan, policy, or regulation adopted for the purpose of reducing the emissions of 
greenhouse gases. 

The significance criteria established by the applicable air quality management or air pollution control district may 
be relied upon to make the above determinations. Thus, according to BAAQMD, the proposed project would be 
considered to have a significant greenhouse gas impact it would: 

► Not comply with a qualified GHG reduction strategy;  
► Generate operational emissions that would exceed 1,100 MT CO2e per year; or 
► The GHG efficiency, on a project-level, would be greater than 4.6 MT CO2e/yr per service population 

(service population = population + employment). 

IMPACT ANALYSIS  

IMPACT 
4.7-1 

Generation of Short-Term Construction-Related GHG Emissions. The Specific Plan would generate 
GHG exhaust emissions during construction activities. This impact is considered potentially significant. 

The BAAQMD CEQA Air Quality Guidelines do not include any quantitative or qualitative thresholds of 
significance for construction-related GHG emissions. However, BAAQMD recommends that projects quantify 
and disclose their construction-related GHG emissions. Therefore, pursuant to the CEQA Air Quality Guidelines, 
the GHG emissions associated with buildout of the Specific Plan have been quantified using URBEMIS 2007 
Version 9.2.4. 

During construction of the Specific Plan, construction activities would generate GHG exhaust emissions from a 
variety of sources. For grading and earthmoving activities, GHG emissions would be generated by heavy-duty 
construction equipment (e.g., scrapers and graders), water trucks, material haul trucks, and construction worker 
vehicles. It is anticipated that grading and earthmoving activities would require the most heavy-duty construction 
equipment due to the large mechanical power needs during this phase.  
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Other construction activities such as asphalt paving and building construction would also require heavy-duty 
construction equipment, but to a lesser extent. It is anticipated that the asphalt paving and building construction 
phases would require more material delivery trucks and construction workers than grading phases.  

Construction emissions were quantified for this analysis. Table 4.7-1 presents the total and average annual GHG 
emissions associated with construction of the Specific Plan. Construction-related GHG emissions were quantified 
using the construction and land use Urban Emissions model, URBEMIS 2007 Version 9.2.4. Total construction 
emissions were divided by an assumed 20-year buildout to derive average annual emissions. As shown in Table 
4.7-1, the total GHG emissions resulting from construction of the Specific Plan would be approximately 53,313 
MT CO2. However, when considering the total construction period (i.e., roughly 20 years), the Specific Plan 
would generate approximately 2,666 MT CO2 per year of construction.  

Table 4.7-1 
Summary of Modeled Construction Emissions of Criteria Air Pollutants and Precursors 

Scenario 
Emissions (MT CO2)1 

CO2  
Total Construction-Related GHG Emissions 53,313 

Annual Average GHG Emissions 2,666 

Notes: MT CO2 = metric tons of carbon dioxide; CO2 = carbon dioxide; GHG = greenhouse gas. 

Refer to Appendix B and F for detailed assumptions and modeling output files. 

Source: Data modeled by AECOM in 2010 

 

BAAQMD does not recommend a quantitative threshold of significance for construction emissions, but does 
suggest implementation of best management practices to reduce GHG emissions from construction activities.  

Due to the lack of a numerical threshold established the BAAQMD, ARB, or any other regulatory agency for 
construction-related GHG emissions, the following thresholds were used to provide context: 

► Facilities (i.e., stationary, continuous sources of GHG emissions) that generate greater than 25,000 metric 
tons CO2/year are mandated to report their GHG emissions to the ARB pursuant to AB 32; 

► Stationary sources that generate greater than 10,000 metric tons CO2/year may be required to participate in the 
cap-and-trade program (ARB 2009c); and 

► The South Coast Air Quality Management District’s significance screening level of 3,000 metric tons 
CO2/year for mixed-use projects was included in its Draft Guidance Document–Interim CEQA Greenhouse 
Gas Significance Threshold (SCAQMD 2008). 

As shown in Table 4.7-1, the total construction-related GHG emissions over approximately 20 years of activity 
would be 2,666 MT CO2 per year. The annual construction emissions would be less than any of the emission 
levels listed above. This information is presented for informational purposes only, and it is not the intent of the 
City to adopt any of the above-listed emission levels as a numeric threshold. Rather, the purpose is to put the 
Specific Plan’s finite construction-related GHG emissions in the appropriate statewide context in order to evaluate 
whether the Specific Plan’s GHG emissions during construction activities would be cumulatively considerable 
relative to the cumulative global impact of climate change. 

Although any amount of GHG emissions would contribute to the impact of global warming, it should be noted 
that construction-related emissions are temporary and would not continuously occur following buildout of the 
Specific Plan. In addition, annual construction emissions would be below the levels being considered and/or 
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discussed by other government agencies and associations. However, without implementation of construction-
related GHG reduction measures to attempt to reduce construction-related GHG emissions, construction activities 
would be considered potentially significant. 

Mitigation Measure 4.7-1: Construction-Related GHG Mitigation 

1) The following mitigation measures would help reduce construction-related GHG emissions. At the time 
projects under the Specific Plan are proposed, the City will require construction contractors to implement best 
management practices recommended by BAAQMD, including the following, as feasible: 

a) The construction contractor shall investigate the potential of using electrified equipment or equipment 
using other than diesel or gasoline to perform construction activities, with the objective of using 
alternative fueled (e.g., biodiesel, electric) construction vehicles/equipment for at least 15% of the fleet. 

b) The construction contractor shall demonstrate that locally extracted or manufactured building materials 
would be used for project construction and associated infrastructure when appropriate materials are 
available and economically feasible, with the goal of using building materials extracted or manufactured 
within the region. 

c) The construction contractor shall recycle or reuse at least 50% of construction waste or demolition 
materials. 

d) The construction contractor shall limit the amount of idling time for construction equipment to five 
minutes. Clear signs indicating this requirement shall be posted at all entrances to the construction site. 

Implementation:  Project applicant(s) and primary contractor(s). 

Timing:  Throughout site design and construction activities. 

Enforcement:  City of Fairfield. 

Conclusion 

It is anticipated that implementation of Mitigation Measure 4.7-1 would help reduce construction-related GHG 
emissions. However, the extent to which these emissions would be reduced cannot be determined at this time 
because of uncertainties in current research, construction activities, and level of feasible implementation.  

As noted previously, part of the Specific Plan Area has been designated a Priority Development Area. Priority 
Development Areas (PDAs) are infill development opportunity areas near transit. PDAs are generally areas of at 
least 100 acres where there is local commitment to developing more housing along with amenities and services to 
meet the day-to-day needs of residents in a pedestrian-friendly environment served by transit. Developing PDAs 
will help the region to place an increased amount of housing and jobs in GHG-efficient locations. Although 
construction of the Specific Plan would generate GHG emissions, placement of housing and jobs in PDAs would 
be anticipated to have a positive effect on operational GHG efficiency.  

Considering the temporary nature of construction activities, the fact the average annual construction-related GHG 
emissions would be less than the levels being considered and/or discussed by other government agencies, and that 
the project would implement mitigation measures to reduce construction-related GHG emissions, it is anticipated 
that the project’s construction-related GHG emissions would not represent a cumulatively considerable 
contribution to climate change. Therefore, this impact would be less than significant. 
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IMPACT 
4.7-2 

Generation of Long-Term Operational GHG Emissions. The Specific Plan would generate long-term 
operational emissions of GHG emissions for the lifetime of the project. However, the Specific Plan’s GHG 
efficiency, which accounts for the population and employment of the Specific Plan, would be below the 
BAAQMD’s GHG efficiency threshold. Therefore, the Specific Plan would not generate a level of GHG 
emissions that would have a significant impact on global climate change. As a result, this impact would be less 
than cumulatively considerable and less than significant. 

Following buildout of the Specific Plan, long-term operational GHG emissions would be generated from indirect 
and direct sources attributable to past, present, and future projects, in addition to Specific Plan implementation. 
Indirect GHG emissions would occur from activities, such as electricity consumption, water consumption, and 
solid waste disposal. Direct emissions would occur from activities such as motor vehicle travel, natural gas 
combustion for space and water heating, hearth fuel combustion, and landscape maintenance (i.e., equipment). 
Operational GHG emissions occurring from the Specific Plan were modeled using SSIM.  

As discussed above, BAAQMD has established quantitative thresholds of significance for operational GHG 
emissions. A project can be evaluated using its annual GHG emissions (i.e., MT CO2e/yr) or its GHG efficiency 
(i.e., MT CO2e/yr/SP). As shown, the Specific Plan is estimated to generate approximately 109,278 MT CO2e/yr. 

The Specific Plan would generate solid waste, some of which would be diverted and some of which would 
contribute toward landfill emissions. The total landfill emissions are estimated to be 15,323 MT CO2e/yr. 
Landfills are not regulated by local agencies, such as the City of Fairfield and have required diversion rates are 
established by the State. While land use development does generate waste related to both construction and 
operations, the California Integrated Waste Management Board (CIWMB) has mandatory diversion requirements 
that have increased over time to promote waste reductions, reuse, and recycle. ARB has established, and proposes 
to increase methane capture requirements for all major landfills (BAAQMD 2009). Landfill emissions associated 
with land use development waste generation is not included in the land use sector inventory used to develop the 
significance threshold approach recommended by BAAQMD and used in this EIR.  

As shown in Table 4.7-2, GHG emissions associated with operation of the Specific Plan would not exceed the 
BAAQMD GHG efficiency significance threshold. Therefore, the Specific Plan would generate GHG emissions 
that represent a less than cumulatively considerable contribution to the significant cumulative impact of global 
climate change.  

Based on the Scoping Plan adopted by ARB on December 11, 2008, and based on the fact that ARB has endorsed 
regulation for the cap-and-trade program, it is reasonable to expect that the state should be able to make strides in 
redistributing the consumption of transportation and power plant fuels through regulations and policies adopted 
pursuant to AB 32. Given the long period of time needed for build-out of the Specific Plan, these regulations and 
policies should be effective in reducing GHG emissions from vehicles and power plants during the period of time 
in which the City approves the vast majority of project-level development entitlements needed for development of 
the Specific Plan. As these regulations and policies gradually become effective, the task of achieving the 
applicable CO2e/SP goal should become comparatively easier. The analysis presented in this EIR does not take 
into account the benefits of renewable energy portfolio standards or the possibility of future proposed federal, 
State, or local regulations that further reduce the actual GHG emissions attributable to the Specific Plan at full 
buildout. Please refer to Appendix F, which provides more detail on the methodology for estimating GHG 
emissions attributable to the Specific Plan. 

With the Specific Plan’s transit orientation, mix and density of land uses, and provision of bicycle and pedestrian 
facilities, and other strategies, the City has endeavored to capture vehicle trips internally, reduce vehicle trip 
lengths, and provide practical opportunities for non-automobile trips for future residents and employees within the 
Specific Plan Area. Given the predominance of vehicle trips in most projects’ GHG emission profile, these land 
use and transportation planning strategies are very important in the estimation of GHG emissions and GHG 
efficiency of the Specific Plan, as presented in this section.  
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As noted previously, part of the Specific Plan Area has been designated a Priority Development Area. Priority 
Development Areas (PDAs) are infill development opportunity areas near transit. PDAs are generally areas of at 
least 100 acres where there is local commitment to developing more housing along with amenities and services to 
meet the day-to-day needs of residents in a pedestrian-friendly environment served by transit. Developing PDAs 
will help the region to place an increased amount of housing and jobs in GHG-efficient locations.  

Table 4.7-2 
Estimated GHG Emissions 

Source Emissions (MT CO2e/yr)1 
Mobile Sources 45,665 

Electricity Consumption 45,539 

Water Consumption 818 

Natural Gas 17,067 

Wastewater 115 

Solid Waste Disposal (Transportation) 117 

Total Specific Plan GHG Emissions 109,278 

Proposed Service Population  
(population + employment) 

23,770 

GHG Efficiency (MT CO2e/yr/SP) 4.597 

BAAQMD Project-Level GHG Efficiency Threshold (MT CO2e/yr/SP) 4.6 

Notes: MT CO2e/yr = metric tons of carbon dioxide equivalent per year; GHG = greenhouse gas; MT CO2e/yr/SP = metric tons of carbon 

dioxide equivalent per year per service population. Detailed calculations and assumptions are available in Appendix F. 

Source: Data modeled by AECOM in 2010 

 

Mitigation Measure 

No mitigation is required. 

IMPACT 
4.7-3 

Consistency with an Applicable Plan, Policy, or Regulation Adopted to Reduce Greenhouse Gases. 
The design of the proposed Specific Plan would be consistent with land use planning goals and objectives 
set forth for new development by the AB 32 Scoping Plan in order to meet the GHG reduction target of AB 
32. Therefore, the Specific Plan would not conflict with an applicable plan, policy, or regulation adopted for 
the purpose of reducing emissions of GHG. The impact is less than significant. 

The amended State CEQA Guidelines Checklist G for GHG emissions and BAAQMD recommend that a GHG 
analysis evaluate a project’s consistency with an applicable plan, policy, or regulation adopted for the purposes of 
reducing GHG emissions. Although it is important to quantitatively consider and evaluate GHG emissions 
associated with a project’s short-term construction and long-term operational activities in order to measure its 
contribution to worldwide GHG emissions, it is equally important to consider the design, purpose, and objectives 
of a project.  

Thresholds of significance that evaluate a project can be misleading if the threshold was not developed 
specifically to evaluate that type of project. For example, a mass emissions operational threshold may deem a 
large project significant based on its sheer size, even though it would be transit-oriented, facilitate pedestrian and 
bicycle transportation, and operate primarily from renewable on-site energy sources. Conversely, a GHG 
efficiency project may deem a biomass- or methane-to-energy facility significant based on its GHG emissions and 
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employee numbers, even though the project would utilize existing resources, which would otherwise be disposed, 
for energy production. Therefore, in order to comprehensively evaluate a project, it is essential to consider its 
design and consistency with a plan, policy, or regulation to reduce GHG emissions.  

The AB 32 Scoping Plan was developed to guide California to achieve the GHG emission reduction goal 
established by AB 32 (i.e., reduce state-wide GHG emissions to 1990 levels by 2020). With respect to land use 
development projects, the AB 32 Scoping Plan cites mixed-use and transit-oriented developments as a method to 
reduce GHG emissions. From the Scoping Plan: “Buildings that are sited close to public transportation or near 
mixed-use areas can work in tandem with transportation-related strategies to decrease GHG emissions that result 
from that sector… Growing more sustainably has the potential to provide additional GHG and energy savings by 
encouraging more compact, mixed-use development resulting in reduced demand for electricity and heating and 
cooling energy” (ARB 2008). 

In addition, the Scoping Plan aims to achieve the goals of AB 32 without impeding the economic conditions of 
California. The Scoping Plan states that “Enhanced public transit service combined with incentives for land use 
development that provides a better market for public transit will play an important role in helping to reach 
regional [GHG] target” (ARB 2008).  

The Specific Plan would develop a range of residential densities, with higher-density development occurring 
closer to the previously approved Amtrak station. Providing these land uses within proximity of the train station 
provides opportunities for reduced vehicle trips and VMT in the region associated with commute, shopping, and 
recreational activities. The Specific Plan would accommodate office, retail, commercial services, parks, trails, and 
other destination land uses in proximity of residential development. The Specific Plan accommodates bicycle, 
pedestrian, and transit throughout proposed development areas. As noted previously, part of the Specific Plan 
Area has been designated a PDAs. Developing PDAs will help the region to place an increased amount of housing 
and jobs in GHG-efficient locations. 

The Specific Plan is consistent with planning principles (i.e., mixed-use, high density, transit-oriented) identified 
in the AB 32 Scoping Plan needed to achieve the state’s GHG emissions target. The Specific Plan is consistent 
with the AB 32 Scoping Plan and this impact would be less than significant. 

Mitigation Measure 

No mitigation is required. 

4.7.5 IMPACTS OF GLOBAL CLIMATE CHANGE ON THE SPECIFIC PLAN 

The section above evaluated how the GHG emissions and design of the proposed project would contribute to 
global climate change. Conversely, it is anticipated the current and future effects of global climate change could 
also impact the proposed project. This section identifies foreseeable vulnerabilities to the indirect effects of 
climate change on the earth, California, and the project area under existing and future conditions. A summary of 
climate change effects on various resources is presented below. 

GLOBAL CLIMATE CHANGE 

Global average ambient concentrations of CO2 have increased dramatically since preindustrial times, from 
approximately 280 parts per million (ppm) to approximately 353 ppm in 1990 and approximately 380 ppm in 
2000. Global average temperature has risen approximately 0.76 degree Celsius (°C) since 1850. If global CO2 
emissions were to be eliminated today, global average temperatures would continue to rise an additional 0.5°C by 
the end of this century. This phenomenon is caused by the inertia of the climate system and time scale of the main 
sequestration mechanism in the carbon cycle—the ocean. In other words, global temperatures will rise an 
additional 0.5°C due to human activities that have already occurred. Because GHG emissions associated with 
fossil fuel combustion, population growth, technological advances, and current standards of living will continue to 



AECOM  Fairfield Train Station Specific Plan EIR 
Greenhouse Gases and Climate Change 4.7-18 City of Fairfield 

occur, a more likely range of scenarios for global average temperature rise would be 1.8–4.0°C by the end of the 
century, depending on the global emissions scenario that ultimately occurs. For example, the IPCC’s B1 
scenario—low population growth, clean technologies, and low emissions—is the best-case scenario; its A2 
scenario—high population growth, fossil-fuel dependence, and high emissions—is the worst-case scenario; and 
its A1B scenario is a moderate scenario. 

Effects associated with the incremental increase in global temperature have already begun to occur. Such effects 
are projected to occur in numerous forms: sea level rise, reduction in the extent of polar and sea ice, changes to 
ecosystems, changes in precipitation patterns, reduced snowpack, agricultural disruption, increased intensity and 
frequency of storms and temperature extremes, increased risk of floods and wildfires, increased frequency and 
severity of drought, effects on human health from vector-borne disease, species extinction, and acidification of the 
ocean.  

It is accepted that some level of effects will occur as a result of human-caused climate change. However, 
international treaties on the subject of climate change attempt to avoid “dangerous” climate change, or in other 
words, manage the risk of foreseeable effects to a “tolerable” level of climate change that would avoid the most 
catastrophic effects. For this to occur, CO2 concentrations should be stabilized at 350–400 ppm, with an 
associated global average temperature increase of no more than 2°C–2.4°C above preindustrial times. Timing is 
also a key issue, because of the long lifetimes of GHGs (e.g., CO2 lifetimes can last up to 200 years depending on 
the various uptakes by removal processes). To avoid “dangerous” climate change effects, global CO2 emissions 
would be required to peak during the 2000–2015 period (IPCC 2007). 

EFFECTS OF CLIMATE CHANGE ON THE SPECIFIC PLAN 

It is anticipated that some of the factors described above could impact the long-term operation of projects 
accommodated under the Specific Plan. Specifically, changes in water availability, effects on human health from 
vector-borne disease, and increased risk of wildfires. The change in water availability and water quality as a result 
of changes in precipitation patterns and reduced snow pack could affect the project’s ability to supply water to 
proposed residential, commercial, and industrial uses. In addition, increases in vector-borne diseases could affect 
the residents and employees of the proposed project. Lastly, the increased risk of wildfires could potentially affect 
proposed buildings and structures. Although these effects of global climate change have been determined to be 
occurring at some rate, it would be too speculative at the time of this analysis to determine the reasonably 
foreseeable impact of global climate change on these processes. In addition, it would be even more speculative to 
accurately assess those processes affecting the proposed project. Therefore, the potential for these processes to 
affect the proposed project are discussed. However, defining specific impacts associated with global climate 
change on the proposed project would be speculative at this time. 




