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NPDES   National Pollutant Discharge Elimination System 
NTSB   National Transportation Safety Board 
O3   ozone 
ODS   owner, developer, or successor-in-interest 
OHWM  ordinary high water mark 
PACE   Pacific Advanced Civil Engineering, Inc. 
Pb   Lead 
PG&E   Pacific Gas and Electric 
PM2.5   particulate matter less than 2.5 microns in diameter 
PM10   particulate matter less than 10 microns in diameter 
ppm   parts per million 
PS   potentially significant 
RD 20-42  Local Reclamation District 20-42 



 

  x 

ROG   reactive organic gases 
ROW   right-of-way 
RWCF   Regional Wastewater Control Facility 
RWQCB  Regional Water Quality Control Board 
SAAQS  State Ambient Air Quality Standards 
sec   seconds 
SEWD   Stockton East Water District 
sf   square feet 
SIP   State Improvement Plan 
SJAFCA  San Joaquin Area Flood Control Agency 
SJCOG   San Joaquin County Council of Governments 
SJMSCP  San Joaquin County Multi-Species Habitat Conservation and Open Space Plan 
SJVAB   San Joaquin Valley Air Basin 
SJVUAPCD  San Joaquin Valley Air Pollution Control District 
SMC   Stockton Municipal Code 
SO2   sulfur dioxide 
SPAS   Special Planning Area Study 
SPS   sewer pump station 
SR   State Route 
SSSC   side street stop controlled intersection 
STC   sound transmission class 
stds   standards 
STIP   Statewide Transportation Implementation Plan 
SU   significant and unavoidable 
SWPPP   Storm Water Pollution Prevention Plan 
SWQCCP  Storm Water Quality Control Criteria Plan 
TDS   Total dissolved solids 
U   urban  
U2   Scraped and paved 
UBC   Uniform Building Code 
UCMP   University of California Museum of Paleontology 
µg/L   micrograms per liter 
µg/m   micrograms per meter 
µg/m3   micrograms per cubic meter 
UPRR   Union Pacific Railroad 
USBR   U.S. Bureau of Reclamation 
USFWS  U.S. Fish and Wildlife Service 
V/C   volume to capacity ratio 
VFR   Visual Flight Rules 
WPCP   Water Pollution Control Plan 
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CHAPTER 1.0 EXECUTIVE SUMMARY 

1.1 OVERALL PROJECT SUMMARY 
Summary Project Description 
The project proposes a General Plan Amendment, Rezoning, Master Development Plan, review by the 
Airport Land Use Commission (ALUC) for consistency with the Stockton Metropolitan Airport’s (SMA) 
Airport Land Use Plan (ALUP), prezoning, Tentative Subdivision Map, annexation into the City of 
Stockton, Sphere of Influence Amendment, and development agreement for approximately 909.1 acres 
predominately in farmland and rural residential uses. The Master Development Plan includes 224.3 acres 
of Industrial, 94.1 acres of Medium Density Residential, 10.4 acres of High Density Residential, 265.3 
acres of Low Density Residential, 16.6 acres of Retail/ Commercial, 35.3 acres of Park/Open Space, 62 
acres of Slough/Easements, 19.4 acres of Elementary School and 8.0 acres of railroad corridor. 
 
Project Location 
The Master Development Plan Area contains approximately "909.1 acres, located within the San Joaquin 
County near the southeast portion of the City of Stockton, California. The project site is generally 
bounded by the Stockton Metropolitan Airport to the north, Highway 99 to the east, Union Pacific 
Railroad to the west and East French Camp Road to the south. 
 
 
1.2 SUMMARY OF IMPACTS, MITIGATION MEASURES AND 
ALTERNATIVES 
This Environmental Impact Report (EIR) is intended to address the potential environmental impacts 
associated with the implementation of the Tidewater Crossing project.  
 
This summary of the potential impacts, mitigation measures, and level of significance generally describes 
the effects of the proposed project and mitigation measures required to reduce the impacts (a more 
detailed analysis of impacts is provided in the Chapter 4.0 Environmental Analysis). This summary also 
includes a discussion of potential areas of controversy, significant impacts that can be reduced to 
acceptable levels, unavoidable adverse impacts, and project alternatives. 
 
 
1.3 POTENTIAL AREAS OF CONTROVERSY 
Through the Notice of Preparation (NOP), a number of issues have been identified as potentially 
controversial. The NOP and comments are provided in Appendix A. Issues identified through the NOP 
process includes: 
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• Traffic 

• Air quality (construction and long-term emissions) 

• Land Use (conversion of agricultural land) 
 
 
 
1.4 SIGNIFICANT IMPACTS THAT CAN BE REDUCED TO ACCEPTABLE 
LEVELS 
Through the environmental review process, potentially significant impacts were noted and additional 
mitigation measures were added to assist in reducing the potential effects of the project. These 
environmental topics include: geophysical resources, water resources, biological resources, noise, 
aesthetics/light and glare, water supply assessment, cultural resources, hazardous materials/wastes, and 
utilities and service systems. 
 
 
1.5 UNAVOIDABLE ADVERSE IMPACTS 
Three environmental topics - air quality, land use and traffic were identified as being significantly 
impacted by the proposed project, and these could not be mitigated to a level of insignificance, even with 
the application of mitigation measures. 
 
 
1.6 PROJECT ALTERNATIVES 
Four alternatives were evaluated for the Tidewater Crossing project. A project description and brief 
evaluation of impacts for each alternative is presented below. 
 
Land Use Alternatives: 
 
Alternative 1: No Project Alternative 
The No Project alternative would maintain the status quo on the project site. Current agricultural uses 
would persist. Potential impacts to water quality and wind erosion would continue unabated under this 
alternative. The proposed project has significant impacts with respect to air quality, land use, public 
services, population, and traffic. These impacts are avoided with the No Project Alternative due to the 
absence of development. With the proposed project, impacts for most other environmental issue areas are 
either less than significant or can be adequately mitigated. For these areas, the No Project alternative often 
presents reduced levels of impact. The No Project alternative is considered an environmentally superior 
alternative. 
 
Alternative 2: All Light Industrial: 
This alternative would consist of the entire project area, 909.1 acres, being devoted to industrial uses. 
With an industrial floor area ratio of 0.45, approximately 17.8 million square feet (90% warehouse and 
10% light-industrial) would be developed for industrial uses. Like the proposed project, this alternative 
would include annexation into the City of Stockton, pre-zoning to a Limited Industrial designation, and a 
General Plan Amendment. This alternative would provide for a range of industrial activities including 
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production, assembly, warehousing and distribution. Typical uses are light impact manufacturing, 
warehousing, wholesaling, corporation yards, and distribution. 
 
The Light Industrial alternative is superior to the proposed project in the area of Public Services, is 
the same or similar to the proposed project in the areas of Geology and Soils, Water Resources, 
Biological Resources, Land Use, Population, Housing and Socioeconomics, Water Supply, Cultural 
Resources, and Hazardous Wastes and Materials. The proposed project is superior to the Light 
Industrial alternative in the areas of Utilities and Service Systems, Noise, and Aesthetics. Although 
this alternative does reduce a significant impact in the area of Public Services (Parks and Recreation), 
cumulatively the two alternatives have similar environmental impacts. 
 
Alternative 3: Mixed Use/Agriculture: 

The Mixed Use/Agriculture alternative is superior to the proposed project in the areas of: Water 
Resources, Air Resources, Noise, Traffic, Biological Resources, Land Use, Water Supply, Utilities 
and Service Systems, Aesthetics, and Cultural Resources. The Mixed Use/Agriculture alternative is 
the same or similar to the proposed project in the areas of: Geology and Soils, Population, Housing, 
and Socioeconomics, Public Services, and Hazardous Materials and Wastes. The proposed project is 
not considered environmentally superior to the Mixed Use/Agriculture alternative in any of these 
areas. 
 
Alternative 4: Alternative Design: 

The Alternative Design will annex and designate land uses for non-applicant land holdings 
adjacent to the proposed project site. The purpose for increasing the annexation area is to 
establish a larger and more continuous area for annexation to the City of Stockton and improve 
the delivery of municipal services. This alternative will also increase industrial land uses, and 
will designate a specific location for an elementary school near the southern project boundary. 
Please see Chapter 6.0 Alternatives for a more complete project description. 
 
 
1.7 SUMMARY TABLE 
Information in the following table (Table 1.1.A), Summary of Impacts, presents the potential effects 
from the proposed project, mitigation measures, and level of significance before and after mitigation 
measures are implemented. 
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Table 1.1.A: Summary of Impacts 
 

Environmental Impacts 

Level of 
Significance 

Prior to 
Mitigation Mitigation Measures 

Level of 
Significance 

with 
Mitigation 

4.1 Geophysical Resources 
GEO-1: Development of 
the project site is not 
expected to expose persons 
or structures to unusual 
seismic-safety hazards or 
risks (Significance 
Criterion GEO-b). 

LTS No mitigation required. LTS 

GEO-2: Development of 
the project site would 
include substantial grading 
activities that could result 
in soil erosion 
(Significance Criterion 
GEO a). 

PS GEO-1a: The proposed project would involve extensive disturbance of the project site 
during its development. The project will be required to comply with the City’s Grading 
and Erosion Control Ordinance that would mitigate potential erosion impacts to less 
than significant. 
 
GEO-1b: Prior to construction, the applicant shall provide evidence to the Director of 
MUD that a Notice of Intent (NOI) has been filed with the Regional Water Quality 
Control Board (RWCQB) regarding compliance with National Pollutant Discharge 
Elimination System (NPDES) General Construction permit requirements. 

LTS 

GEO-3: Implementation of 
the proposed project could 
expose people and 
structures to soil stability 
constraints (Significance 
Criterion GEO b). 

PS GEO-2: The June 2006 soils report prepared by Kleinfelder, inc. for the proposed 
project identifies engineering limitations of the site soils and recommends measures to 
ensure the planned improvements will not be damaged by these limitations. These 
limitations and recommendations must be followed during site development. 

LTS 

4.2 Air Quality 
AIR-1: The project is not 
expected to create 
objectionable odors. 

LTS No mitigation required. LTS 
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AIR-2: The project is not 
expected to create long-
term air quality impacts 
with localized effects. 

LTS No mitigation required. LTS 

AIR-3: The project is not 
expected to create 
hazardous air pollutant 
emissions. 

LTS No mitigation required. LTS 

AIR-4: The project is not 
expected to create air 
pollutants that have short-
term acute health effects. 

LTS No mitigation required. LTS 

AIR-5: The project has the 
potential to increase in 
Atmospheric Greenhouse 
Gas Emissions 

PS Construction of the proposed project could contribute to atmospheric greenhouse gas 
emissions resulting in a potentially significant impact. With the application of 
mitigation measures presented in Land Use, Air Quality, Transportation, and Public 
Services the impacts should be reduced to less than significant on global warming. In 
addition, implementation of the measures recommended by the California Attorney 
General will further reduce the project’s contribution to greenhouse gas emissions. 

LTS 

AIR-6: The project could 
create short term fugitive 
dust and exhaust-related 
impacts. 

PS AIR-1a: The SJVAPCD Regulation VIII, Control Measures for Construction Emissions 
of PM10 (as shown in Tables 4.2.F, 4.2.G and 4.2.H), are required to be implemented 
at all construction sites. Compliance with the above Regulation VIII requirements 
would lessen the fugitive dust impact during construction to a level considered less 
than significant.  
 
AIR-1b: Architectural coatings and asphalt paving conducted on site shall adhere to 
rules and regulations stated in the SJVAPCD Rulebook. Compliance with Rule 4601, 
Architectural Coatings, and Rule 4641, Asphalt Paving, would lessen impacts from 
architectural coatings and asphalt paving to a level considered less than significant. 

SU 

AIR-7: The project would 
create long-term exhaust 
related impacts. 

PS Feasible mitigation measures do not exist that would reduce these impacts to less than 
significant levels. 

SU 

AIR-8: The project is not 
consistent with Air Quality 

PS Feasible mitigation measures do not exist that would reduce these impacts to a less 
than significant level. 

SU 
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Attainment Plan. 
AIR-9: The project would 
contribute to cumulative air 
quality impacts. 

PS Feasible mitigation measures do not exist that would reduce these impacts to a less 
than significant level. 

SU 

4.3 Water Resources 
FC-1: The proposed project 
will increase the amount of 
impermeable surfaces 
which will increase site 
runoff quantities. 

PS FC-1b: A request to revise the flood maps through FEMA’s Conditional Letter of Map 
Revision (CLOMR) will be required to certify the areas to be developed will no longer 
be within the 100-year floodplain. 
 
FC-1c: A FEMA Letter of Map Revision (LOMR) will be required prior to issuance of 
building permits. 
 
FC-1d: Preparation of a Storm Water Management Plan shall be prepared and 
submitted to the City of Stockton Municipal Utilities Department Director for review 
and approval.  
 
FC-1e: A Reclamation Board Encroachment Permit will be required under Title 23 of 
the California Code of Regulations prior to modification of the levees and channels. 

LTS 

WQ-1: Project 
implementation could 
result in the potential 
degradation of water 
quality during project 
construction and operation. 

PS WQ-1a: Prior to issuance of grading permits for the project site, the applicant shall 
submit evidence to the Director of the MUD indicating that a NOI and a copy of the 
developer's or contractor's SWPPP have been filed with the RWQCB. 
 
WQ-1b: The project applicant will comply with the applicable water quality and storm 
drainage discharge requirements consistent with any waste discharge or water quality 
certification requirements authorized by the SWQCCP. A Water Quality Certification 
may also be required. 

LTS 

4.4 Biological Resources 
BR-1: The project will 
result in impacts to 
common resident plant and 
wildlife species, including 
associated habitats. 

LTS No mitigation required. LTS 

BR-2: The project may PS BR-1a: Since impacts to native trees are included within plant community impact LTS 
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result in impacts to valley 
oak woodland and valley 
oak riparian habitat, and 
may remove many native 
trees, including trees 
classified as heritage trees 
under the City of Stockton 
Heritage Tree Ordinance. 

acreage, loss of trees will be mitigated through the SJMSCP as part of mitigation for 
open space conversion. The SJMSCP includes minimum criteria (i.e., preserve size, 
canopy cover, adjacent habitat, etc.) for establishing preserves based on the type of 
habitat preserved. The project shall implement the SJMSCP conservation strategy, 
which includes one or more of the following options to provide compensation pursuant 
to the SJMSCP.  

1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in lieu dedications; or 

3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the 
JPA with the concurrence of the Permitting Agencies' representatives on the TAC. 
 
BR-1b: Impacts to heritage oak trees shall be mitigated in accordance with the City of 
Stockton Heritage Tree Ordinance. Compliance with the Heritage Tree Ordinance 
requires the following: 

1. The applicant shall apply to the City Parks and Recreation Department for a permit 
and pay a fee to cover the cost of processing the application, including the cost of 
publication of the notice.  

2. The City Landscape Architect, or designee as determined by the Director of Parks 
and Recreation, shall review each application and any written or oral testimony and 
decide if a permit should be granted based on the following: 

a. The condition of the tree or trees with respect to disease, danger of falling, proximity 
to existing or proposed structures and interference with utility services.  

b. The necessity to remove the tree or trees in order to construct any proposed 
improvements, and the possibility of revising proposed tentative subdivision maps and 
improvement plans in order to save the trees. 

c. The topography of the land and the effect of the removal of the tree on erosion, soil 
retention and diversion or increased flow of surface waters. 
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d. The number of similar trees existing in the vicinity. 

3. The applicant shall replace all trees removed on a one for one basis at the discretion 
of the City Landscape Architect. The size of the replacement tree shall be determined 
by the City Landscape Architect based on the size of the tree that is removed. If 
possible, the replacement tree or trees shall be planted on the same parcel as the trees 
that were removed. If that is not possible, the replacement tree or trees shall be planted 
in a City park or some other suitable location as determined by the City Landscape 
Architect. 

BR-3: Implementation of 
the project will result in the 
development of upland 
habitat areas suitable for 
use by several special 
status bird species, 
including tricolored 
blackbird, short-eared owl, 
western burrowing owl, 
Swainson’s hawk, white-
tailed kite, northern harrier, 
loggerhead shrike, and 
Nuttall’s woodpecker. 

PS BR-2a: The tricolored blackbird, short-eared owl, western burrowing owl, Swainson’s 
hawk, white-tailed kite, northern harrier, and loggerhead shrike are covered under the 
SJMSCP. Impacts to habitat for these species will be mitigated through adherence to 
the plan options. The project shall implement the SJMSCP conservation strategy, 
which includes one or more of the following options to provide compensation pursuant 
to the SJMSCP.  
 
1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in lieu dedications; or 

3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the 
JPA with the concurrence of the Permitting Agencies' representatives on the TAC. 
 
BR-2b: All suitable nesting habitat for tricolored blackbird, short eared owl, western 
burrowing owl, Swainson's hawk, white-tailed kite, northern harrier, and loggerhead 
shrike on the project site shall be surveyed by a qualified biologist prior to initiating 
construction related activities. Surveys will be conducted no more than 14 days prior to 
the start of work. If an active nest is discovered, the project applicant shall be 
responsible for implementing the applicable Incidental Take Minimization Measures 
outlined in the SJMSCP (see Appendix F). These Incidental Take Minimization 
Measures are consistent with the provisions of the Migratory Bird Treaty Act. 
 
BR-2c: The Nuttall's woodpecker is not covered under the SJMSCP. All suitable 
nesting habitat for this species shall be surveyed by a qualified biologist prior to 

LTS 
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initiating construction-related activities. Surveys will be conducted no more that 14 
days prior to the start of work. If this species is observed nesting in the project area 
prior to the start of project construction, the following mitigation measures shall be 
implemented to minimize potential impacts to this species: 
 
• A setback of 100 feet from nesting areas shall be established and maintained during 
the nesting season for the period encompassing nest building, and continuing until 
fledglings leave nests. This setback applies whenever construction or other ground 
disturbing activities must begin during the nesting season in the presence of nests 
which are known to be occupied. Setbacks shall be marked by brightly colored 
temporary fencing. 

BR-4: Project 
implementation could 
affect several special status 
bat species that could occur 
on the project site. 

PS BR-3a: Bat species are covered under the SJMSCP. Impacts to foraging habitat for bats 
will be mitigated through adherence to the plan options. The project shall implement 
the SJMSCP conservation strategy, which includes one or more of the following 
options to provide compensation pursuant to the SJMSCP:  

1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in lieu dedications; or 

3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the 
JPA with the concurrence of the Permitting Agencies' representatives on the TAC. 
 
BR-3b: All suitable habitat shall be surveyed by a qualified bat biologist prior to 
initiating construction-related activities. The surveys should determine if nursery or 
roost sites are present. If bats are roosting on the project site, the Incidental Take 
Minimization Measures consistent with the SJMSCP (see Appendix F) shall be 
implemented. 

LTS 

BR-5: Implementation of 
the proposed project has 
the potential to impact 
habitat that is suitable for 
the impact western pond 

PS BR-4a: Impacts to habitat for western pond turtle shall be mitigated through adherence 
to the plan options. The project shall implement the SJMSCP conservation strategy, 
which includes one or more of the following options to provide compensation pursuant 
to the SJMSCP.  

LTS 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008      1-10 

turtle. 1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in lieu dedications; or 

3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the 
JPA with the concurrence of the Permitting Agencies' representatives on the TAC. 
 
BR-4b: All suitable habitat shall be surveyed by a qualified biologist prior to initiating 
project construction activities. If nesting areas for pond turtles are identified on the 
project site, implementation of the SJMSCP Incidental Take and Minimization 
Measures outlined in Appendix F shall be required. 

BR-6: The proposed 
project has the potential to 
impact habitat that is 
suitable for the giant garter 
snake. 

PS BR-5a: The giant garter snake is covered under the SJMSCP. Impacts to habitat for this 
species will be mitigated through adherence to the plan options. The project shall 
implement the SJMSCP conservation strategy, which includes one or more of the 
following options to provide compensation pursuant to the SJMSCP:  
 
• Pay the appropriate fee as indicated in the SJMSCP; or 
• Dedicate, as conservation easements or fee title, or in lieu dedications; or 
• Purchase approved mitigation bank credits; or 
• Propose an alternative mitigation plan, consistent with the goals of the 
SJMSCP and equivalent in biological value to options A, B, and C, above, subject to 
approval by the JPA with the concurrence of the Permitting Agencies' representatives 
on the TAC. 
 
BR-5b: The Incidental Take Minimization Measures consistent with the SJMSCP shall 
be implemented to minimize impacts to this species (see Appendix F).  
 
BR-5c: Per the SJMSCP, provisions of the USFWS Standard Avoidance and 
Minimization Measures during Construction Activities in Giant Garter Snake Habitat 
shall be implemented (excluding programmatic mitigation ratios which are superseded 
by the SJMSCP's mitigation ratios). These provisions are outlined below: 

1. Survey of the project area shall be repeated if a lapse in grading or earthmoving 
activity of two weeks or greater has occurred. If a snake is encountered during 

LTS 
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construction, activities in the vicinity shall cease until appropriate corrective measures 
have been completed or it has been determined that the snake shall not be harmed. 
Report any sightings and any incidental take to the Service immediately by telephone 
at (916) 414 6600. 

2. Following project completion, all areas temporarily disturbed during construction 
shall be restored following the "Guidelines for Restoration and/or Replacement of 
Giant Garter Snake Habitat" outlined below. 

a. The disturbed area shall be re graded to its preexisting contour and ripped, if 
necessary, to decompact the soil. 

b. The area shall be hydroseeded. Hydroseed mix shall contain at least 20 40 percent 
native grass seeds. Some acceptable native grasses include annual fescue (Vulpia spp.), 
California brome (Bromus carinatus), blue wildrye (Elymus glaucus), and needle grass 
(Nassella spp.). The seed mix shall also contain 2 10 percent native forb seeds, five 
percent rose clover (Trifolium hirtum), and five percent alfalfa (Medicago sativa). 
Approximately 40 68 percent of the mixture may be non aggressive European annual 
grasses, such as wild oats (Avena sativa), wheat (Triticum sp.), and barley (Hordeum 
vulgare). Aggressive non native grasses shall not be included in the seed mix. These 
grasses include perennial ryegrass (Lolium perenne), cheatgrass (Bromus tectorum), 
fescue (Festuca sp.), giant reed (Arundo donax), medusa head (Taeniatherum caput 
medusae), or Pampas grass (Cortaderia selloana). Endophyte infected grasses shall not 
be included in the seed mix. 
 
In addition to the above measures, the following avoidance and minimization measures 
shall also be implemented: 
 
3. All grading and earthmoving activities shall be conducted during daylight hours. 

4. Measures consistent with the current Caltrans' Construction Site Best Management 
Practices (BMPs) Manual (including the Storm Water Pollution Prevention Plan 
[SWPPP] and Water Pollution Control Program [WPCP] 
Manuals[http://www.dot.ca.gov/hq/construc/stormwater/CSBMPM_303_Final.pdf] ) 
shall be implemented to minimize effects to giant garter snake (e.g., siltation, etc.) 
during construction. 

BR-7: Implementation of PS BR-6a: Delta smelt and Sacramento splittail are covered under the SJMSCP. Impacts to LTS 
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the proposed project has 
the potential to impact 
habitat that is suitable for 
special status fish species 
including Delta smelt, river 
lamprey, Kern Brook 
lamprey, Pacific lamprey, 
Central Valley steelhead, 
fall run/late fall run 
chinook salmon, and 
Sacramento splittail. 

habitat for these species will be mitigated through adherence to the plan options. The 
project shall implement the SJMSCP conservation strategy, which includes one or 
more of the following options to provide compensation pursuant to the SJMSCP:  

1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in lieu dedications; or 

3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the 
JPA with the concurrence of the Permitting Agencies' representatives on the TAC. 
 
BR-6b: The Incidental Take Minimization Measures consistent with the SJMSCP shall 
be implemented to minimize impacts to covered fish species. Incidental Take 
Minimization Measures for Delta smelt and Sacramento splittail consistent with the 
SJMSCP are outlined in Appendix F. 
  
BR-6c: The following mitigation measures shall be implemented for Central Valley 
steelhead, Chinook salmon, Sacramento splittail, and lamprey species. 

1. A Water Pollution Control Plan (WPCP) shall be prepared by the contractor in 
accordance with typical provisions associated with a Regional General Permit for 
Construction Activities. The WPCP will contain a Spill Response Plan with 
instructions and procedures for reporting spills, the use and location of spill 
containment equipment, and the use and location of spill collection materials. 

2. Measures consistent with the current Caltrans' Construction Site Best Management 
Practices (BMPs) Manual (including the Storm Water Pollution Prevention Plan 
[SWPPP] and Water Pollution Control Program [WPCP] Manuals 
[http://www.dot.ca.gov/hq/construc/stormwater/CSBMPM_303_Final.pdf]) shall be 
implemented to minimize effects to giant garter snake (e.g., siltation, etc.) during 
construction. 

3. All grading and earthmoving activities shall be conducted during daylight hours. 
BR-8: Implementation of 
the proposed project has 

LTS No mitigation required. LTS 
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the potential to impact 
wetlands and/or other 
waters regulated by the 
ACOE, RWQCB, and/or 
CDFG. 
4.5 Noise 
NOI-1: Construction 
related activities may 
negatively impact 
surrounding receptors. 

PS NOI-1: Construction will be limited to the hours of 7:00 a.m. to 10:00 p.m. on 
weekdays and weekends in accordance with the City's Municipal Code.  
 
The following measures can be implemented to reduce potential construction noise 
impacts on nearby sensitive receptors: 

• During all site excavation and grading, the project contractors shall equip all 
construction equipment, fixed or mobile, with properly operating and maintained 
mufflers consistent with manufacturers’ standards. 
• The project contractor shall place all stationary construction equipment so that 
emitted noise is directed away from sensitive receptors nearest to the project site. 
• The construction contractor shall locate equipment staging in areas that will create the 
greatest practical distance between construction related noise sources and noise 
sensitive receptors nearest to the project site during all project construction. 
• Construction contractors shall provide the Building Division a name and phone 
number of a contact person in the event that noise levels become disruptive. The name 
and phone number shall also be posted on site, informing the public who to contact. 
Adjacent residents within 100 feet of the property shall also be notified prior to 
construction activities and given the contact information. The Building Division shall 
monitor compliance. 

LTS 

NOI-2 Implementation of 
the proposed project will 
increase noise levels on the 
project site and in 
populated off-site areas. 

PS NOI-2a: the following mitigation measures shall be required to reduce the on-site 
traffic noise impacts.  
 
• A form of mechanical ventilation such as air conditioning systems shall be required 
for all residences in the following areas within the project site to ensure that windows 
can remain closed for a prolonged period of time:  

- all residences located within approximately 500 feet of French Camp Road; and  
- all residences located within approximately 400 feet of Airport Way. 

• All second floor residential exterior facades that are within 150 feet of and directly 

LTS 
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exposed to French Camp Road or that are within 100 feet of and directly exposed to 
Airport Way shall be constructed to guarantee a minimum STC-30 rating (including 
windows, doors, and walls). Quality control must be exercised in construction to ensure 
all air-gaps and penetrations of the building shell are controlled and sealed. 
• A sound barrier with a minimum height of 10 feet is required along the project 
property line bordering Airport Way to provide noise attenuation for noise sensitive 
land uses within the proposed project site. 
• A sound barrier with a minimum height of 12 feet is required along the project 
property line bordering French Camp Road to provide noise attenuation for noise 
sensitive land uses within the proposed project site. 
• A sound barrier of a minimum 6 feet in height shall be constructed on all second floor 
balconies or decks for residential buildings within the project that are directly exposed 
to and within 150 feet of French Camp Road or that are directly exposed to and within 
100 feet of Airport Way. The sound barrier can be of wood, brick, concrete, Plexiglass, 
or a combination of these and must be constructed without gaps (including at the 
bottom); it must be of at least 1 inch thickness and have equivalent mass to that of solid 
wood fencing boards. 
 
NOI-2b: The following mitigation measures shall be required to reduce the on site train 
noise impacts: 
 
• A six foot high sound wall or sound wall/berm combination shall be constructed to 
protect sensitive exterior land uses (residential and commercial) located within 316 feet 
of the railroad right of way. 
• Mechanical ventilation shall be required for all residences located within 631 feet of 
the railroad right of way. 
 
NOI-2c: If there are sensitive land uses within 200 feet of a proposed 
loading/unloading area one of the following measures shall be implemented: 
• A sound barrier shall be constructed adjacent to the loading/unloading area. Wall 
height shall be determined based on specific sensitive land use and an acoustical 
analysis for the new development must be submitted to identify the wall height prior to 
the submittal of any building permit, or 
• Loading/unloading activities shall be restricted to the hours of 7:00 a.m. and 10:00 
p.m. daily. 
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NOI-3: Implementation of 
the proposed project will 
subject the residential uses 
to unacceptable vibration 
levels due to the proximity 
of the railroad. 

PS NOI-3: A site specific vibration impact analysis shall be required prior to the 
construction of any sensitive structures within 200 feet of a railroad right of way. 

LTS 

4.6 Land Use 
LU-1: The proposed 
project uses are 
inconsistent with the City 
General Plan and regional 
land use policies. 

LTS No mitigation required. LTS 

LU-2: Implementation of 
the proposed project could 
potentially result in 
incompatibility with 
surrounding land uses. 

PS LU-1: To reduce agricultural/residential land use incompatibilities, the following shall 
be required: 
 
• The Applicant/Developer(s) shall inform and notify prospective buyers in writing, 
prior to purchase, about existing and on-going agricultural activities in the immediate 
area in the form of a disclosure statement. The notifications shall disclose that the 
Stockton area is an agricultural area subject to ground and aerial applications of 
chemical and early morning or nighttime farm operations which may create noise, dust, 
et cetera. Each disclosure statement shall be acknowledged with the signature of each 
prospective owner. 
• As a condition of tentative map approval, the perimeter of the project site affected by 
the potential conflicts in land use noted above shall be appropriately buffered by fences 
and/or walls to minimize conflicts between project residents, non-residential uses, and 
adjacent agricultural uses. 

LTS 

LU-3: Elements of the 
proposed project may 
present incompatibilities 
with the Stockton 
Metropolitan Airport uses 
and operations. 

PS LU-2a: 
• Non-reflective building materials must be used in the construction of all buildings in 
the project area. 
• Transmission towers within the Conical and Horizontal zones that interfere with 
aircraft communications or navigation are strictly prohibited. 
• All project development shall abide by land use guidelines in the adopted Airport 
Land Use Plan. 
• Proposed schools that are to be located within a two mile radius of an airport must 

LTS 
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undergo a review by Caltrans Division of Aeronautics and the Department of 
Education. 
 
LU-2b: Additional measures that apply to all zones and areas within an airport area of 
influence include the following: 
• The ODS shall record a Deed of Avigation and Hazard Easement. This easement shall 
grant San Joaquin County a perpetual, assignable easement permitted overflight of the 
property by aircraft, together with any inherent noise or other emissions, which are 
inherent in the operation of aircraft. This easement shall be recorded as a deed 
restriction flowing in perpetuity to all successor property owners. 

LU-4: Implementation of 
the proposed project will 
lead to the conversion of 
agricultural lands. 

PS LU-3: The applicant, owners, developers, or successors in interest shall comply with 
the City of Stockton’s Agricultural Land Mitigation Program. The applicable 
mitigation fee is $9,600 per acre of land within the project site designated as Prime 
Farmland, Farmland of Statewide Importance, and Unique Farmland (approximately 
871 acres). 

SU 

LU-5: Implementation of 
the proposed project will 
substantially alter the 
character of the previous 
land use. 

PS Project implementation will result in a substantial change to the current land use and 
would be considered a significant and unavoidable impact. 

SU 

4.7 Traffic and Circulation 
4.7.1. The addition of 
project traffic would result 
in deficient service levels 
at the McKinley 
Avenue/Sperry Road 
intersection (Intersection 8) 
in the EPAP With Project 
condition. This impact is 
considered significant. 

PS 4.7.1. The owners, developers and/or successors-in-interest (ODS) shall contribute 
their fair share to the Sperry Road extension project. The City of Stockton plans to 
extend Sperry Road from McKinley Avenue to from E. French Camp Road. The 
intersection of Sperry Road/McKinley Avenue intersection would be eliminated as 
Sperry Road and McKinley Avenue would be grade separated.  
 
Should construction of the planned Sperry Road extension be scheduled for completion 
subsequent to project completion, the ODS shall install a traffic signal; modify the 
northbound approach to provide a 250-foot northbound right-turn pocket, and modify 
the southbound approach to provide a southbound left-turn pocket with approximately 
250 feet of vehicle storage. 

LTS 

4.7.2. The addition of 
project traffic would result 

PS 4.7.2. The ODS shall modify the intersection to provide a northbound right-turn only 
lane and a second westbound left-turn lane with at least 300 feet of vehicle storage in 

LTS 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008      1-17 

in deficient service levels 
at the Arch-Airport 
Road/S. Airport Way 
intersection (Intersection 
10) in the EPAP With 
Project condition. This 
impact is considered 
significant. 

each lane. 

4.7.3. The addition of 
project traffic would result 
in deficient service levels 
at the Arch-Airport 
Road/Pock Lane 
intersection (Intersection in 
the EPAP With Project 
condition. This impact is 
considered significant. 

PS 4.7.3. The ODS shall install a traffic signal at the Arch-Airport Road/ Pock Lane 
intersection. 

LTS 

4.7.4. The addition of 
project traffic would result 
in deficient operations at 
the I-5 Southbound 
Ramps/Mathews Road 
interchange (Intersection 
18) in the EPAP With 
Project condition. This 
impact is considered 
significant. 

PS 4.7.4. The ODS shall install a traffic signal at the I-5 Southbound Ramps/Mathews 
Road intersection. The traffic signal shall be interconnected and coordinated with the 
required traffic signal for the northbound ramp intersection (see Mitigation Measure 
4.7.5) to minimize vehicle queue spillback in the interchange area. 

SU 

4.7.5. The addition of 
project traffic would 
worsen deficient service 
levels at the I-5 
Northbound 
Ramps/Mathews Road 
interchange (Intersection 

PS 4.7.5. The ODS shall contribute its fair share towards the construction of a westbound 
right-turn only lane and the signalization of the I-5 Northbound Ramps/ Mathews Road 
intersection. The traffic signal shall be interconnected and coordinated with the 
required traffic signal for the southbound ramp intersection (see Mitigation Measure 
4.7.4) to minimize vehicle queue spillback in the interchange area. 

SU 
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19) in the EPAP With 
Project condition. This 
impact is considered 
significant. 
4.7.6. The addition of 
project traffic would 
worsen deficient service 
levels at the Mathews 
Road-Ash Street/El Dorado 
Street intersection 
(Intersection 20) in the 
EPAP With Project 
condition. This impact is 
considered significant. 

PS 4.7.6. The ODS shall contribute its fair share towards improvements at the Mathews 
Road-Ash Street/El Dorado Street intersection that would result in acceptable service 
levels which include: traffic signal installation and modifications to the westbound and 
eastbound approaches to provide exclusive left-turn lanes, and shared through-right-
turn lanes. The eastbound left-turn pocket should provide 300 feet of vehicle storage, 
while the westbound left-turn pocket should provide at least 200 feet of vehicle 
storage. 

SU 

4.7.7. The addition of 
project traffic would 
worsen overall deficient 
conditions at the I-5 
Southbound Ramps/E. 
French Camp Road 
interchange (Intersection 
21) in the EPAP With 
Project condition. This 
impact is considered 
significant. 

PS 4.7.7. Caltrans has recently installed traffic signals at this location. With signalization, 
this intersection is projected to operate acceptably through the near-term with project 
scenario, as shown in Table 4.7-23. Therefore, no additional mitigation is necessary. It 
should be noted that the ODS shall pay their fair share towards the ultimate interchange 
improvement project thorough the payment of traffic impact fees. 

LTS 

4.7.8. The addition of 
project traffic would 
worsen deficient service 
levels at the I-5 
Northbound Ramps/E. 
French Camp Road 
interchange (Intersection 
22) in the EPAP With 
Project condition. This 

PS 4.7.8. Caltrans has recently installed traffic signals at this location. With signalization, 
this intersection is projected to operate acceptably through the near-term with project 
scenario, as shown in Table 4.7-23. Therefore, no additional mitigation is necessary. It 
should be noted that the ODS shall pay their fair share towards the ultimate interchange 
improvement project thorough the payment of traffic impact fees. 

LTS 
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impact is considered 
significant. 
4.7.9. The addition of 
project traffic would 
worsen deficient service 
levels at the McKinley 
Avenue/E. French Camp 
Road intersection 
(Intersection 24) in the 
EPAP With Project 
condition. This impact is 
considered significant. 

PS 4.7.9. The ODS shall contribute its fair share towards improvements at the McKinley 
Avenue/E. French Camp Road intersection that would result in acceptable service 
levels. Improvements include traffic signal installation; providing exclusive left-turn 
lanes on all approaches in addition to a westbound right-turn only lane. The eastbound 
and southbound left-turn lanes should provide approximately 300 feet of vehicle 
storage. 

SU 

4.7.10. The addition of 
project traffic would 
worsen deficient service 
levels at the Ash Street/E. 
French Camp Road 
intersection (Intersection 
25) in the EPAP With 
Project condition. This 
impact is considered 
significant. 

PS 4.7.10. The ODS shall contribute its fair share towards improvements at the Ash 
Street/E. French Camp Road intersection that would result in acceptable service levels. 
These improvements include: 
• Install a traffic signal  
• Modify the westbound approach to provide dual 315 foot left-turn lanes, and a 
through-right shared lane and lane and widen Ash Street to provide two receiving lanes 
• Modify the eastbound approach to provide a 50 foot left-turn lane, a though lane, and 
a 150 foot right-turn only lane 
• Modify the northbound approach to provide a 330-foot left turn pocket, a through 
lane and a 330-foot right-turn only lane 
• Modify the southbound approach to provide a 50 foot left-turn lane and a through-
right shared lane 

SU 

4.7.11. The addition of 
project traffic would 
worsen deficient operations 
at the E. French Camp 
Road/S. Airport Way 
intersection (Intersection 
26) in the EPAP With 
Project condition. This 
impact is considered 
significant. 

PS 4.7.11. The ODS shall contribute its fair share to improvements at the E. French Camp 
Road/S. Airport Way intersection including: 
-Northbound: left-turn lane, two through lanes, and a right-turn only lane 
-Southbound: dual left-turn lanes, two through lanes, and a right-turn only lane 
-Eastbound: dual left-turn lanes, a through lane, and a through-right shared lane  
-Westbound: dual left-turn lanes, two through lanes, and a right-turn only lane  
-Each left-turn lane should be designed to provide at least 300 feet of vehicle storage. 

SU 
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4.7.12. The addition of 
project traffic would 
worsen deficient overall 
service levels at the E. 
French Camp Road/SR-99 
Southbound Ramps 
interchange (Intersection 
27) in the EPAP With 
Project condition. This 
impact is considered 
significant. 

PS 4.7.12. The ODS shall contribute its fair share towards interchange improvements at 
the E. French Camp Road/SR-99 Southbound Ramps intersection. These improvements 
include traffic signal installation, provision of a second eastbound left-turn lane and the 
associated receiving lanes, and provision of a second westbound through lane. The 
traffic signal shall in interconnected and coordinated with the required traffic signal for 
the northbound ramp intersection (see Mitigation Measure 4.7.13) to minimize vehicle 
queue spillback in the interchange area. 

SU 

4.7.13. The addition of 
project traffic would result 
in deficient service levels 
at the E. French Camp 
Road/SR-99 Northbound 
Ramps interchange 
(Intersection 28) in the 
EPAP With Project 
condition. This impact is 
considered significant. 

PS 4.7.13. The ODS shall install a traffic signal at this intersection. The traffic signal shall 
be interconnected and coordinated with the required traffic signal for the southbound 
ramp intersection (see Mitigation Measure 4.7.12) to minimize vehicle queue spillback 
in the interchange area. 

SU 

4.7.14. The addition of 
project traffic would result 
in deficient service levels 
at the Stimson Street/S. 
Airport Way intersection 
(Intersection 29) in the 
EPAP With Project 
condition. This impact is 
considered significant. 

PS 4.7.14. The ODS shall implement improvements at the Stimson Street/S. Airport Way 
intersection that will result in acceptable service levels. Improvements include: traffic 
signal installation; modify the westbound approach to provide two exclusive left-turn 
lanes, and a through-right shared lane; modify the southbound approach to provide two 
left-turn lanes; (250 feet of storage each), modify the east leg of the intersection to 
provide two receiving lanes for at least 500 feet with the appropriate taper; and modify 
the eastbound approach to provide a left-turn lane and a through-right shared lane.  
 
It should be noted that this intersection is in close proximity to an at-grade railroad 
crossing. While this crossing is infrequently used, increased train activity could affect 
intersection operations. When S. Airport Way is widened to its ultimate width, a grade 
separated crossing is proposed which may require closure of the Stimson Street 
intersection. 

LTS 
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Additionally, should the proposed extension of R.A. Bridgeford Street require the 
closure of Stimson Street east of the National Guard entry, additional improvements 
would be required at the S. Airport Way/C.E. Dixon-Performance Drive intersection, 
including:  
• Northbound: left-turn lane (300 feet of storage), two through lanes, right-turn only 
lane (400 feet) 
• Southbound: dual left-turn lanes (400 feet of storage), two through lanes, right-turn 
only lane  
• Eastbound: dual left-turn lanes, one through lane, right-turn only lane  
• Westbound: dual left-turn lanes (400 feet of storage), one through lane, free right-turn 
or two right-turn only lanes (400 feet of storage) 

4.7.15. The addition of 
project traffic would 
worsen deficient service 
levels at the Roth Road/I-5 
Southbound Ramp 
intersection (Intersection 
33) in the EPAP With 
Project condition. This 
impact is considered 
significant. 

PS Measure 4.7.15. The ODS shall contribute its fair share towards improvements at the 
Roth Road/I-5 Southbound Ramp intersection that would result in acceptable service 
levels. Potential improvements include the construction of a second westbound left-
turn lane with the appropriate receiving lanes and traffic signal installation. The traffic 
signals shall be interconnected and coordinated with the required traffic signal for the 
northbound ramp intersection (see Mitigation Measure 4.7.16) to minimize vehicle 
queue spillback in the interchange area. 

SU 

4.7.16. The addition of 
project traffic would 
worsen deficient service 
levels at the Roth Road/I-5 
Northbound Ramp 
intersection (Intersection 
34) in the EPAP With 
Project condition. This 
impact is considered 
significant. 

PS 4.7.16. The ODS shall contribute its fair share towards traffic signal installation at the 
Roth Road/I-5 Northbound Ramp. The traffic signal shall in interconnected and 
coordinated with the required traffic signal for the southbound ramp intersection (see 
Mitigation Measure 4.7.15) to minimize vehicle queue spillback in the interchange 
area. 

SU 

4.7.17. The addition of 
project traffic would 

PS 4.7.17. The ODS shall contribute its fair share towards traffic signal installation at the 
Roth Road/S. Airport Way intersection. 

SU 
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worsen deficient service 
levels at the Roth Road/S. 
Airport Way intersection 
(Intersection 35) in the 
EPAP With Project 
condition. This impact is 
considered significant. 
4.7.18. With construction 
of the proposed project as 
currently planned, the 
intersection of Collector E 
with E. French Camp Road 
(Intersection 38) is 
projected to operate at an 
overall unacceptable 
service level as a side-
street stop controlled 
intersection. 

PS 4.7.18. Several measures were considered to mitigate this impact. The first measure 
considered was to signalize the intersection. However, signalization could create 
operational difficulties with the intersection’s close spacing to an at-grade railroad 
crossing, as eastbound vehicle queues could potentially spillback through the railroad 
crossing. Should a grade separate crossing be provided, insufficient sight distance from 
the crossing to the intersection may be provided. Therefore, it is recommended that this 
intersection be restricted to right-in/right-out, with two through lanes constructed in 
each direction on E. French Camp Road along the project frontage. 

LTS 

4.7.19. With development 
of the proposed project, 
additional traffic will be 
added to 2 at-grade railroad 
crossings in the immediate 
study area: S. Airport Way, 
south of Stimson Street and 
E. French Camp Road, east 
of Priest Road. This impact 
is considered significant. 

PS 4.7.19. The ODS shall contribute its fair share to planned grade separated railroad 
crossings on S. Airport Way, south of Stimson Street and E. French Camp Road, east 
of Priest Road. Additionally, the design of the two project accesses located in close 
proximity (Collector E and Collector C) shall be designed such that the provision of a 
grade separated crossing at some time in the future is not precluded. 

SU 

4.7.20. The addition of 
project traffic would 
increase traffic by more 
than 5 percent on two 
freeway segments 
projected to operate at 

PS 4.7.20. The ODS shall contribute its fair share towards planned freeway widening to 
provide three travel lanes per direction on SR-99 in the study area through payment of 
the public facilities fee. 

LTS 
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unacceptable levels prior to 
the addition of project 
traffic in the EPAP 
condition. 
4.7.21. The addition of 
project traffic would 
worsen deficient LOS E 
conditions during the PM 
peak hour at the McKinley 
Avenue/El Dorado Street-
Clayton intersection 
(Intersection 3) in the 
Future (Year 2025) With 
Project condition. As the 
average delay is expected 
to increase by more than 5 
seconds, this is considered 
significant. 

PS 4.7.21. The ODS shall contribute its fair share to improvements at the intersection that 
would result in acceptable operations, including modifications to the westbound and 
eastbound approaches to provide a left–turn lane and a shared through-right turn lane in 
both directions. The eastbound left-turn pocket should provide 50 feet of storage and 
the westbound left-turn pocket should provide 150 feet of storage. Implementation of 
this measure would also decrease the southbound left-turn queue by approximately 3 
vehicles (75 feet), a 25 foot decrease over without project condition, as the side-street 
improvements would allow for more green-time to be allocated to the southbound left-
turn movement. 

SU 

4.7.22. The addition of 
project traffic would 
worsen overall deficient 
service levels during the 
AM and PM peak hours at 
the McKinley 
Drive/Industrial Drive 
intersection (Intersection 6) 
in the Future (Year 2025) 
With Project condition. 
This impact is considered 
significant. 

PS 4.7.22. The ODS shall contribute its fair share for the installation of a traffic signal at 
the McKinley Drive/Industrial Drive intersection. 

SU 

4.7.23. The addition of 
project traffic would result 
in LOS E conditions during 
the PM peak hour at the 

PS 4.7.23. Improvements that would result in acceptable operations at this intersection 
include modifying the northbound approach to provide two left-turn lanes, a left-
through shared lane and a right-turn only lane. However, provision of additional 
capacity on parallel routes, such as construction of a new interchange at C.E. Dixon 

LTS 
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Sperry Road/Performance 
Drive intersection 
(Intersection 9) in the 
Future (Year 2025) With 
Project condition. This is 
considered significant. 

Street would also mitigate this impact, as the intersection is projected to operate at 
acceptable service levels in the 2035 condition with the addition of project traffic. In 
lieu of constructing an additional left-turn lane, the ODS shall make a fair share 
contribution to the new C.E. Dixon Street interchange. 

4.7.24. The addition of 
project traffic would 
worsen deficient service 
levels at the Arch-Airport 
Road/S. Airport Way 
intersection (Intersection 
10) the Future (Year 2025) 
With Project condition. 
This is considered 
significant. 

PS 4.7.24. The ODS shall contribute their fair share to improvements that would result in 
acceptable service levels. The following lane configuration would provide acceptable 
LOS operations for vehicles: 
Northbound: dual 350-foot left-turn lanes, four through lanes, free right-turn lane 
Southbound: triple 300-foot left-turn lanes, four through lanes, free right-turn lane 
Eastbound: dual 250-foot left-turn lanes, five through lanes, 250-foot right-turn only 
lane 
Westbound: dual 250 foot-left-turn lanes, five through lanes, 250-foot right-turn only 
lane 
 
It should be noted five through lanes in the both the eastbound and westbound 
directions would not be needed to ensure acceptable operations with the project in 2035 
due to the construction of alternative travel routes. In lieu of constructing the fifth 
through lanes in the eastbound and westbound directions, the ODS can make a fair 
share contribution to the new C.E. Dixon Street interchange. As both Arch-Airport 
Road and S. Airport Way are planned to be eight lane arterials, provision of a triple 
left-turn at this location would not violate the City’s policy against triple left-turn 
lanes. 

SU 

4.7.25. The addition of 
project traffic would 
worsen LOS F conditions 
during the PM peak hour, 
increasing average delay 
by more than 20 seconds, 
and result in LOS E 
operations during the AM 
peak hour at the Arch-
Airport Road/B Street 

PS 4.7.25. The ODS shall contribute its fair share towards the provision of dual eastbound 
300-foot left-turn lanes, a fifth westbound through lane, and a 200-foot westbound 
right-turn only lane. The fifth westbound through lane would not be required in 2035 to 
mitigate the Cumulative project impact.  
 
In lieu of constructing the fifth through lanes in the westbound direction, the ODS shall 
make a fair share contribution to the new C.E. Dixon Street interchange 

SU 
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intersection (Intersection 
11) in the Future (Year 
2025) With Project 
condition. This is 
considered significant. 
4.7.26. The addition of 
project traffic would 
worsen LOS F conditions 
during the PM peak hour, 
increasing average delay 
by more than 20 seconds, 
and result in LOS E 
operations during the AM 
peal hour at the Arch-
Airport Road/Pock Road 
intersection (Intersection 
12) in the Future (Year 
2025) With Project 
condition. This is 
considered significant. 

PS 4.7.26. The ODS shall contribute its fair share towards the provision of a westbound 
right-turn only lane, and northbound and southbound free right-turn lanes. In addition, 
the ODS shall contribute towards the provision of additional capacity on parallel 
routes, such as construction of a new interchange at C.E. Dixon Street. 

LTS 

4.7.27. The addition of 
project traffic would 
worsen deficient conditions 
in the PM peak hour and 
result in LOS F conditions 
during the AM peak hour 
at the Arch-Airport 
Road/Qantas Lane 
intersection (Intersection 
14) in the Future (Year 
2025) With Project 
condition. This is 
considered significant. 

PS 4.7.27. The ODS shall contribute its fair share towards improvements at the 
intersection, including modifications to the eastbound approach to provide a dual left-
turn lanes, five through lanes, and a free right turn lane; modifications to the 
northbound approach to provide triple left-turn lanes, one though lane, and a free right-
turn only lane; and modify to the westbound approach to provide triple left-turn lanes, 
five through lanes, and a right-turn only lane.  
 
Other measures such as providing alternative routes to the uses served by southbound 
Qantas Lane would reduce demand at this intersection thus reducing the ultimate lane 
configuration. Alternative routes include construction of a new interchange on SR-99, 
connecting to S. Airport Way via a new roadway. In lieu of constructing the fifth 
through lanes in the eastbound and westbound directions, the third westbound left-turn 
lane, and converting the northbound through lane to a left-turn lane, the ODS can make 
a fair share contribution to the new C.E. Dixon Street interchange. The remaining 

SU 
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improvement (second eastbound left-turn) would still be needed to ensure acceptable 
operations in 2035 (see Mitigation Measure 4.7.46). 

4.7.28. The addition of 
project traffic would 
worsen deficient service 
levels at the Arch-Airport 
Road/SR-99 interchange 
(Intersection 15) in the 
Future (Year 2025) With 
Project condition. This 
impact is considered 
significant. 

PS 4.7.28. The ODS shall contribute its fair share towards the following interchange 
improvements: modify the northbound approach to provide a free right-turn lane and 
provide a third westbound through lane. 

SU 

4.7.29. The addition of 
project traffic would result 
in deficient service levels 
at the S. Airport Way/C.E. 
Dixon-Performance Drive 
intersection (Intersection 
17) in the Future (Year 
2025) With Project 
condition during the AM 
and PM peak hours. This 
impact is considered 
significant. 

PS 4.7.29. The ODS shall contribute their fair share to the construction of the following 
intersection configuration:   
• Northbound: dual left-turn lanes (500 feet of storage), three through lanes, right-turn 
only lane (800 feet of storage) 
• Southbound: dual left-turn lanes (300 feet of storage), two through lanes, and a 
through-right shared lane 
• Eastbound: dual left-turn lanes, one through lane, through-right shared lane 
• Westbound: dual left-turn lanes, one through lane, free right turn lane (or dual right-
turn lanes) 

LTS 

4.7.30. The addition of 
project traffic would result 
in deficient service levels 
at the I-5 Southbound 
Ramps/Mathews Road 
interchange (Intersection 
18) in the Future (Year 
2025) With Project 
condition. This is 
considered significant. 

PS 4.7.30. Implement Mitigation Measure 4.7.4. SU 
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4.7.31. The addition of 
project traffic would result 
in an overall deficient LOS 
E during the AM peak hour 
and worsen LOS F 
operations during the PM 
peak hour at the I-5 
Northbound 
Ramps/Mathews Road 
interchange (Intersection 
19) in the Future (Year 
2025) With Project 
condition. This is 
considered significant. 

PS 4.7.31. Implement Mitigation Measure 4.7.5. In addition, the ODS shall contribute its 
fair share towards additional improvements: convert the second eastbound through lane 
to an eastbound left-turn lane and modify the on-ramp to provide two receiving lanes. 
These improvements can be implemented within the existing freeway under-crossing. 

SU 

4.7.32. The addition of 
project traffic would 
worsen deficient service 
levels during the AM and 
PM peak hours at the E. 
French Camp Road/S. 
Airport Way intersection 
(Intersection 26) in the 
Future (Year 2025) With 
Project condition. This is 
considered significant. 

PS 4.7.32. Implement Mitigation Measure 4.7.11. The ODS shall contribute its fair share 
to additional modifications at the intersection that would result in acceptable service 
levels: dual left-turn lanes on the northbound approach and a right-turn only lane on the 
eastbound approach. All left-turn lanes should provide 300 feet of vehicle storage. 

SU 

4.7.33. The addition of 
project traffic would 
worsen deficient service 
levels at the SR-99 
Southbound Ramps/E. 
French Camp Road 
intersection (Intersection 
27) in the Future (Year 
2025) With Project 

PS 4.7.33. Implement Mitigation Measure 4.7.12. The ODS shall contribute its fair share 
towards additional interchange improvements that would result in acceptable service 
levels: modify the southbound approach to provide a left-turn lane and a shared left-
through-right lane. 

SU 
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condition. This is 
considered significant. 
4.7.34. The addition of 
project traffic would 
worsen deficient service 
levels at the SR-99 
Northbound Ramps/E. 
French Camp Road 
intersection (Intersection 
28) in the Future (Year 
2025) With Project 
condition. This is 
considered significant. 

PS 4.7.34. Implement Mitigation Measure 4.7.13. The ODS shall also contribute its fair 
share to additional improvements at this intersection that would result in acceptable 
service levels: construct a second westbound through lane. 

SU 

4.7.35. The addition of 
project traffic would result 
in deficient service levels 
at the Sperry Road/E. 
French Camp Road 
intersection (Intersection 
32) in the Future (Year 
2025) With Project 
condition. This impact is 
considered significant. 

PS 4.7.35. No scenario specific mitigation measure has been identified for this 
intersection. Since the 2035 analysis indicates that this intersection will operate at an 
acceptable level, acceleration of 2035 network improvements in the E. French Camp 
Road and Sperry Road corridors appears to be a feasible mitigation strategy. 

SU 

4.7.36. The addition of 
project traffic would 
worsen deficient service 
levels at the Roth Road/I-5 
Southbound Ramp 
intersection (Intersection 
33) in the Future (Year 
2025) With Project 
condition. This impact is 
considered significant. 

PS 4.7.36. Implement Mitigation Measure 4.7.15. SU 

4.7.37. The addition of PS 4.7.37. Implement Mitigation Measure 4.7.16. Additionally, the ODS shall contribute SU 
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project traffic would 
worsen deficient service 
levels at the Roth Road/I-5 
Northbound Ramp 
intersection (Intersection 
34) in the Future (Year 
2025) With Project 
condition. This impact is 
considered significant. 

its fair share towards additional improvements that would result in acceptable 
operations in the 2025 scenario: modify the northbound approach to provide a left-
through-right shared lane and a right-turn only lane. 

4.7.38. The addition of 
project traffic would 
worsen deficient service 
levels at the Roth Road/S. 
Airport Way intersection 
(Intersection 35) in the 
2025 With Project 
condition. This impact is 
considered significant. 

PS 4.7.38. Implement Mitigation Measure 4.7.17. Additionally, the ODS shall contribute 
its fair share towards construction of two northbound and southbound through lanes, 
dual northbound left-turn lanes (300-feet of vehicle storage), dual eastbound left-turn 
lane (375-feet of storage), and eastbound (375-feet of vehicle storage) and southbound 
(250-feet of storage) right-turn only lanes. 

SU 

4.7.39. With construction 
of the proposed project as 
currently planned, the 
intersection of Collector E 
with E. French Camp Road 
(Intersection 38) is 
projected to operate at an 
overall unacceptable 
service level as a side-
street stop controlled 
intersection. 

PS 4.7.39. Implement Mitigation Measure 4.7-18. LTS 

4.7.40. With construction 
of the proposed project as 
currently planned, the 
intersection of Local A 
with E. French Camp Road 

PS 4.7.40. The ODS shall pay their fair share to provide two travel lanes in each direction 
on E. French Camp Road from 500 feet east of the project entry to 500 west of 
Collector E. An eastbound left-turn pocket with 300 feet of vehicle storage and a 
westbound right-turn pocket with 200 feet of vehicle storage should be provided on E. 
French Camp Road at Entry A. 

LTS 
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(Intersection 39) is 
projected to operate at an 
overall unacceptable 
service level during the 
AM peak hour. 
4.7.41. The addition of 
project traffic would 
worsen deficient conditions 
during the AM and PM 
peak hours at the E. 
Charter Way/S. Airport 
Way intersection 
(Intersection 1) in the 
Future (Year 2035) With 
Project condition. As the 
average delay is expected 
to increase by more than 5 
seconds during both peak 
hours, this is considered 
significant. 

PS 4.7.41. The ODS shall contribute its fair share to improvements at the intersection that 
would result in acceptable operations: modify the westbound approach to provide a 
right-turn only lane, modify the northbound approach to provide a third through lane, 
and modify the southbound approach to provide a second left-turn lane and a fourth 
through lane. 

SU 

4.7.42. The addition of 
project traffic would 
worsen deficient service 
levels during the PM peak 
hour at the S. Airport 
Way/Ralph Avenue 
intersection in the Future 
(Year 2035) With Project 
condition. This impact is 
considered significant. 

PS 4.7.42. The ODS shall contribute its fair share towards the construction of a second 
southbound left-turn lane and the associated receiving lanes. Both left-turn lanes 
should provide at least 250 feet of vehicle storage to minimize the potential for vehicle 
queue spillback. 

SU 

4.7.43. The addition of 
project traffic would 
worsen deficient service 
levels at the Arch-Airport 

PS 4.7.43. The ODS shall contribute their fair share towards intersection improvements 
that would result in acceptable service levels for vehicles:  
Northbound: dual 450 foot left-turn lanes, four through lanes, free right-turn lane 
Southbound: triple 370 foot left-turn lanes, four through lanes, free right-turn lane 

SU 
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Road/S. Airport Way 
intersection (Intersection 
10) the Future (Year 2035) 
With Project condition. 
This is considered 
significant. 

Eastbound: dual 250 foot left-turn lanes, four through lanes, right-turn only lane 
Westbound: triple 250 foot left-turn lanes, four through lanes, free right-turn lane 
As this is an intersection of two eight lane arterials, provision of triple left-turn lanes 
would not violate the City’s policy against left-turn lanes.  
 
As the intersection is projected to operate deficiently in the AM peak hour prior to the 
addition of project traffic, a reduced project alternative would not mitigate the projects 
AM peak hour impacts at this location. A volume reduction of approximately 40 
percent for the southbound and westbound left-turn movements would eliminate the 
need for the triple southbound and westbound left-turn pockets with implementation of 
the other intersection improvements.  
 
It should also be noted that the PM peak hour intersection analysis was conducted 
assuming a peak hour factor of 0.92 for the PM peak hour. Using a peak hour factor of 
1.00 would result in LOS D conditions for the 2035 With Project Condition for the PM 
peak hour and no intersection improvements above those assumed for the base 2035 
analysis would be needed. 

4.7.44. The addition of 
project traffic would 
worsen LOS E conditions 
during the AM and PM 
peak hours, increasing 
average delay by more than 
5 seconds at the Arch-
Airport Road/B Street 
intersection (Intersection 
11) in the Future (Year 
2035) With Project 
condition. This is 
considered significant. 

PS 4.7.44. The ODS shall contribute its fair share towards construction of a second 
eastbound left-turn lane and westbound right-turn only lane. A fair-share contribution 
to these improvements was provided under Mitigation Measure 4.7.25. Therefore, no 
additional contribution beyond that identified for Mitigation Measure 4.7.25 is 
required. 

SU 

4.7.45. The addition of 
project traffic would 
worsen LOS F conditions 
during the AM and PM 

PS 4.7.45. Implement Mitigation Measure 4.7.26. No additional mitigation is required. SU 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008      1-32 

peak hours, increasing 
average delay by more than 
5 seconds at the Arch-
Airport Road/Pock Road 
intersection (Intersection 
12) in the Future (Year 
2035) With Project 
condition. This is 
considered significant. 
4.7.46. The addition of 
project traffic would result 
in LOS E conditions during 
the PM peak hour at the 
Arch-Airport Road/Qantas 
Lane intersection 
(Intersection 14) in the 
Future (Year 2035) With 
Project condition. This is 
considered significant. 

PS 4.7.46. The ODS shall contribute its fair share to the construction of a second 
eastbound left-turn lane. Fair share contributions to these improvements were made for 
the 2025 condition for Mitigation Measure 4.7.27. Therefore, no additional 
contribution beyond that identified for Mitigation Measure 4.7.27 is required.   

LTS 

4.7.47. The addition of 
project traffic would result 
in deficient service levels 
at the S. Airport Way/C.E. 
Dixon-Performance Drive 
intersection (Intersection 
17) in the Future (Year 
2035) With Project 
condition during the AM 
peak hour and worsen LOS 
F conditions during the PM 
peak hour. This impact is 
considered significant. 

PS 4.7.47. Implement Mitigation Measure 4.7.29. No additional mitigation is required.  
 

LTS 

4.7.48. The addition of 
project traffic would 

PS 4.7.48. The ODS shall contribute its fair share to the ultimate interchange 
improvements that would result in acceptable service levels at this interchange: 

SU 
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worsen overall deficient 
LOS E operations during 
the AM peak hour at the I-
5 Northbound 
Ramps/Mathews Road 
interchange (Intersection 
19) in the Future (Year 
2035) With Project 
condition. This is 
considered significant. 

 
• Northbound: Dual left-turn lanes, free right-turn lane 

• Eastbound: Dual left-turn lanes, two through lanes 

• Westbound: Three through lanes, right-turn only lane 

Impact 4.7.49. The addition 
of project traffic would 
result in deficient service 
levels during the PM peak 
hour at the E. French Camp 
Road/S. Airport Way 
intersection (Intersection 
26) in the Future (Year 
2035) With Project 
condition. This is 
considered significant. 

PS 4.7.49. The ODS shall contribute their fair share to the construction of a third 
westbound left-turn lane.  
 
It should be noted that the westbound left-turn pocket is projected to operate 
unacceptably prior to the addition of project traffic, and the project is projected 
increase the volume by approximately 10 percent. Additionally, the intersection 
analysis was conducted assuming a peak hour factor of 0.92 for the PM peak hour. 
Using a peak hour factor of 1.00 would result in LOS D conditions for the 2035 With 
Project Condition and no intersection improvements above those assumed for the base 
2035 analysis would be needed. 

SU 

4.7.50. With construction 
of the proposed project as 
currently planned, the side-
street movement at the 
Collector E/E. French 
Camp Road intersection 
(intersection 38) is 
projected to operate at an 
unacceptable service level. 

PS 4.7.50. Several measures were considered to mitigate this impact. The first measure 
considered was to signalize the intersection. However, signalization could create 
operational difficulties with the intersections close spacing to an at-grade railroad 
crossing, as eastbound vehicle queues could potentially spillback through the railroad 
crossing. Should a grade separate crossing be provided, insufficient sight distance from 
the crossing to the intersection may be provided, which could be problematic if 
vehicles are queued at the intersection. Therefore, it is recommended that this 
intersection be restricted to right-in/right-out, with four through lanes in each direction 
on E. French Camp Road along the project frontage. 

LTS 

4.7.51. The addition of 
project traffic would result 
in deficient operations on 
one freeway segment. 

PS 4.7.51. This segment of I-5 was assumed to be widened to 5 lanes in 2035. Additional 
widening may not feasible at this location. 

SU 
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4.7.52. The addition of 
project traffic would result 
in overall deficient LOS E 
during the AM peak hour 
at the I-5 Northbound 
Ramps/Mathews Road 
interchange in the Future 
(Year 2035) With Project 
condition. This is 
considered significant. 

PS 4.7.52. Implement Mitigation Measure 4.7.48. SU 

4.7.53. The addition of 
project traffic would result 
in deficient operations on 
one freeway segment. 

PS 4.7.53. This segment of I-5 was assumed to be widened to 5 lanes in 2035. Additional 
widening may not feasible at this location. 

SU 

4.8 Housing/Population/Socioeconomics 
HPS-1: Development of 
the project site is not 
expected to conflict with 
housing/population 
projections and policies in 
the General Plan 
(Significance Criterion 
HPS-b). 

LTS No mitigation required. LTS 

HPS-2: Development of 
the project site is not 
expected to conflict with 
Stockton’s affordable 
housing policies and 
objectives (Significance 
Criterion HPS-c).  

LTS No mitigation required. LTS 

HPS-3: Development of 
the project site is not 
expected to conflict with 
Stockton’s job/housing 

LTS No mitigation required. LTS 
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balance policies and 
objectives (Significance 
Criterion HPS-d). 
HPS-4: Development of 
the project site is not 
expected to negatively 
affect the existing supply 
of housing or create a 
demand for additional 
housing (Significance 
Criterion HPS-e). 

LTS No mitigation required. LTS 

HPS-5: Development of 
the project site is not 
expected to divide or 
disrupt the physical 
arrangement of an 
established community 
(Significance Criterion 
HPS-f). 

LTS No mitigation required. LTS 

HPS-6: Development of 
the project site is not 
expected to result in 
substantial population 
growth (Significance 
Criterion HPS-a).  

LTS No mitigation required. LTS 

4.9 Public Services 
CC-1: The project should 
provide adequate 
community center 
facilities. 

LTS No mitigation required. LTS 

PR-1: Development of the 
project site is not expected 
to impact recreational 

LTS No mitigation required. LTS 
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facilities such that 
substantial physical 
deterioration of the facility 
would occur or be 
accelerated. 
PR-2: Development of the 
project site will require the 
construction or expansion 
of recreational facilities 
and is not expected to have 
a significant physical effect 
on the environment. 

LTS No mitigation required. LTS 

PR-3: Development of the 
project site is not expected 
to conflict with General 
Plan policies regarding 
park locations, security and 
safe access. 

LTS No mitigation required. LTS 

SW-1: Implementation of 
the Tidewater Crossing 
project could generate 
significant volumes of 
solid waste, but is not 
expected to significantly 
impact landfill capacity. 

LTS No mitigation required. LTS 

SW-2: The proposed 
project is not expected to 
overburden the solid waste 
collection agency beyond 
their ability to service the 
project. 

LTS No mitigation required. LTS 

VC-1. Locating the project 
development adjacent to 
sources of mosquito 

LTS No mitigation required. LTS 
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populations is not expected 
to result in significant 
health risks to residents. 
PR-4: Development of the 
project site is expected to 
meet the park facilities 
requirements for new 
residents. 

PS PR-1a: Prior to recordation of a Final Map, except where a Final Map is recorded for 
purposes of resale and not intended for development, the owner, developer and/or 
successor-in-interest (ODS) shall form a new zone of the Stockton Consolidated 
Landscape Maintenance District 96-2, and approve an assessment providing for the 
subdivision's proportionate share of the costs to maintain public parks within the 
service area for this subdivision or serving this subdivision. 
 
PR-1b: Prior to the recordation of a Final Map, except where a Final Map is recorded 
for purposes of resale and not intended for development, the ODS shall establish a 
maintenance entity acceptable to the City of Stockton Community Development 
Director, the Parks and Recreation Director and the Public Works Director to provide 
funding for the maintenance of improvements including, but not limited to, common 
areas landscaping, landscaping in the right-of-way, sound walls and/or back-up walls 
constructed for the special benefit of this subdivision 

LTS 

FP-1: Project 
implementation will 
increase the demand for 
fire protection services 
which could affect the 
level of service protection 
and response times. 

PS FP-1a: Prior to issuance of building permits, the project applicant shall pay the 
applicable fees as indicated by the City of Stockton's Public Facilities Fee Program. 
 
FP-1b: The owner, developer or success-in-interest will submit subdivision 
improvement plans to the City and the City shall consult with the Fire Department 
regarding adequacy of project plans relating to the safety of structure, safety devices, 
and emergency vehicle access. 

LTS 

PP-1: The proposed 
Tidewater Crossing project 
will increase the demand 
for law enforcement 
services. 

PS PP-1a: Prior to issuance of building permits, the project applicant shall pay the 
applicable fees as indicated by the City of Stockton's Public Facilities Fee Program. 
 
PP-1b: The owner, developer or success-in-interest will submit subdivision 
improvement plans to the City and the City shall consult with the Police Department 
regarding adequacy of project plans relating to the safety of structure, safety devices, 
and emergency vehicle access. 
 
PP-1c: A licensed, uniformed security guard must be present in construction areas 
during the evening hours on weekdays (Monday through Friday), and 24 hours per day 

LTS 
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on weekends and holidays, when the developer is not on site. Construction areas must 
be well lighted throughout the night, every night, so as to clearly illuminate the 
majority of the lots and the entire street within project areas. 
 
PP-1d: During construction of residential sites the areas must be fenced and 
inaccessible to the public after hours, and on weekends and holidays until residents 
begin occupying the new homes. The fences should be well maintained as needed 
during the project. Appliances, such as stoves, microwaves, refrigerators, etc., should 
not be installed until the day a new owner completes the final walkthrough of the 
residence. If installed earlier, the residence must remain securely locked after hours 
and on weekends/holidays. Cabinetry and other valuable items should be kept offsite 
prior to installation. Once installed, the residence must be securely locked. 
 
PP-1e: Parking lots should be well lighted to promote visitor safety once construction 
is complete. Low growth vegetation should be employed around building exteriors and 
parking areas to facilitate maximum visibility. 

SCH-1: Project 
implementation will 
generate additional 
students and could affect 
the capacity of existing 
schools. An elementary 
school site (19.4 acres) is 
proposed on the site plan to 
serve the additional student 
demand. 

PS SCH-1a: Prior to issuance of building permits, the project applicant shall pay fees (as 
applicable) to comply with State mandated impact fees. 

LTS 

LIB-1: Implementation of 
the proposed project will 
increase the demand for 
library services. 

PS LIB-1: Prior to issuance of building permits, the project applicant shall pay the 
applicable fees provided in the City of Stockton's Public Facilities Fee Program. 

LTS 

4.10 Public Water Supply 
WSA-1: Implementation of 
the proposed project will 
increase the demand for 

LTS No mitigation required. LTS 
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water supplies and could 
adversely affect long-term 
water service reliability 
unless adequate sources are 
obtained. 
WSA-2: Project 
implementation could 
require extensive 
modifications to the 
existing water system to 
meet the proposed project 
demand. 

PS WSA-1a: Prior to issuance of building permits, the applicant shall pay all applicable 
connection fees and/or capital improvement fees required by City ordinance to fund the 
necessary improvements to the domestic water supply.  
 
WSA-1b: Prior to issuance of building permits, the applicant shall provide evidence to 
the Director of Municipal Utilities at the City of Stockton of compliance with 
plumbing, metering, and other water conservation measures in effect, including any 
provisions outlined included in the City's Urban Water Management Plan, 2005 
Update.  
 
WSA-1c: Prior to approval of improvement plans for each development unit, the 
applicant will perform a water system analysis, acceptable to the Director of Municipal 
Utilities, demonstrating that the water system improvements are sufficient to meet the 
City of Stockton service standards. 

LTS 

4.11 Utilities and Services Systems 
EG-1: The project will 
result in increased demand 
for gas or electricity 
requiring new production 
facilities and infrastructure 
to supply the development. 

LTS No mitigation required. LTS 

COM-1: The project may 
result in the increase in 
telephone and cable service 
demand which may 
interfere with the ability of 
utility providers to serve 
the existing customers. 

LTS No mitigation required. LTS 

WW-1: Sewage demand PS WW-1: The owners, developers and/or successors-in-interest shall, prior to issuance of LTS 
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generated by the proposed 
project has the potential to 
exceed the capacity of the 
wastewater treatment plant. 

building permits, pay the applicable sewer connection fees required for improvements 
to the Stockton Regional Wastewater Control facilities. 
 
The Building Division will ensure the sewer connection fees are paid in conjunction 
with building permit issuance. The Municipal Utilities Department shall monitor and 
direct the implementation of the RWCF Staged Expansion Project. 
 
In addition, the Department of Community Development will ensure that connection 
fees are paid in conjunction with building permit issuance. The Departments of 
Community Development and MUD shall verify that all conditions of approval appear 
on the actual building plans and that compliance with the conditions is checked in the 
field during construction and operation, as appropriate. 

WW-2: Existing and 
proposed wastewater 
conveyance facilities may 
not have adequate capacity 
to meet proposed project 
demand. 

PS WW-2a: The owners, developers and/or successors in interest shall design and 
construct off site elements of master planned sewage collection system improvements 
needed to serve the proposed project. This shall include engineering, design and 
construction of necessary sewer improvements, and for the preparation and submittal or 
project improvement plans and final maps. 
 
WW-2b: The owners, developers and/or successors in interest shall demonstrate to the 
satisfaction of the Director of Municipal Utilities that sewerage generation by the 
proposed project can be accommodated within the planned collection system 
improvements, or shall design and construct necessary improvements to the system to 
accommodate anticipated sewage generation. 
 
WW-2c: The owners, developers and/or successors in interest shall obtain all required 
permits for appropriate state, federal and local agencies. 
 
WW-2d: Prior to issuance of building permits, the applicant shall pay the applicable 
sewer connection fees required for Improvements to the City's Wastewater Collection 
Systems. 

LTS 

EG-2: The proposed 
project will use large 
amounts of energy. 

PS As feasible, the applicant should install energy reducing fixtures and implement energy 
reducing measures to decrease the amount of energy used. 

LTS 

4.12 Aesthetics/Light and Glare 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008      1-41 

VIS-1: The project is not 
expected to reduce the 
scenic quality due to high 
contrast with existing 
conditions or elimination 
of unique landscape 
features. 

LTS No mitigation required. LTS 

VIS-2: The project is not 
expected to introduce 
physical features which are 
substantially out of 
character with existing and 
planned uses in the 
surrounding area. 

LTS No mitigation required. LTS 

VIS-3: The project is not 
expected to have a 
substantial, demonstrative 
negative aesthetic effect. 

LTS No mitigation required. LTS 

VIS-4: The project is not 
expected to create 
shade/shadow images that 
adversely impact existing 
residential development. 

LTS No mitigation required. LTS 

VIS-5: Implementation of 
the proposed project could 
result in potentially 
significant nighttime light, 
both during and after 
construction. 

PS VIS-1: All outdoor lighting for the illumination of landscaped areas, buildings, parking 
areas and pathways shall comply with the Master Development Plan Design 
Guidelines. 

LTS 

VIS-6: Implementation of 
the proposed project will 
impact views from State 
Route 99, French Camp 
Road, and Airport Way as 

PS VIS-2a: Landscape buffers are required along the both sides of the arterial and 
collector streets in Tidewater Crossing. No buildings or parking areas are allowed 
within these buffer areas. Monument signs, entry treatments, pathways, lighting, and 
street furniture are allowed in the buffer area. 
 

LTS 
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well as from adjacent 
residential uses. This 
would be a potentially 
significant impact under 
Significance Criterion VIS 
b. 

VIS-2b: All projects that require approval by the City shall provide and maintain 
landscaping in compliance with the provisions of the Stockton Municipal Code. 
Landscaping shall be provided prior to the final Certificate of Occupancy or Final 
Building Permit, except for extensions granted by the Director of Community 
Development for such issues as seasonal conditions, or contained in the exemptions 
indicated in Chapter 16, Section 16 335.020 of the Stockton Municipal Code. 
 
Landscape plans shall be submitted for all multi family and nonresidential projects. 
The landscape plans shall be prepared by a landscape design professional. 
 
VIS-2c: All landscaped areas, view corridor areas, parks and open space areas within 
Tidewater Crossing shall be maintained by a Commercial Tenant Owner's Association, 
or, in the absence of a Commercial Tenant Owner's Association, by the City of 
Stockton through the formation of one or more Landscaping and Maintenance Districts 
or similar improvement districts, or by any combination of the above. 

4.13 Cultural Resources 
CR-1: Project site 
development is not 
expected to result in 
damage to important 
cultural resources. 

LTS No mitigation required. LTS 

CR-2: Project site 
development could result 
in damage to potentially 
important cultural 
resources. 

PS CR-1a: The project area exhibits a high sensitivity for prehistoric archaeological 
resources. During construction-related activities, a qualified archaeologist shall be 
present to monitor initial grading activities. Additionally, ground-disturbing activity 
within 25 feet of TC-2 should be monitored by a qualified archaeologist. 
 
The archaeologist should then determine if further monitoring, periodic site review, or 
no further monitoring is applicable. Archaeological monitors must be empowered to 
halt construction activities at the location of the discovery to review possible 
archaeological material and to protect the resource while it is being evaluated. 
Monitoring should continue until, in the archaeologist's judgment, cultural resources 
are not likely to be encountered. 
 
If deposits of prehistoric or historical archaeological materials are discovered during 

LTS 
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monitoring, all work within 25 feet of the discovery should be redirected until the 
archaeological monitor assesses the materials and provides recommendations. It is 
recommended that adverse effects to such deposits be avoided by project activities. If 
avoidance is not feasible, they should be evaluated for their eligibility for listing in the 
California Register of Historical Resources. If the resources are not eligible, avoidance 
is not necessary. If the resources are eligible, they will need to be avoided by adverse 
effects if feasible or such effects must be mitigated. Upon completion of the 
assessment, the archaeologist should prepare a report documenting the methods and 
results, and provide recommendations for the treatment of the archaeological materials 
discovered. The report should be submitted to the project proponent, appropriate City 
of Stockton agencies, and the Central California Information Center. 
 
CR-1b: If implementation of the proposed project impacts the unrecorded segment of 
the former Tidewater Southern Railroad in the southern portion of the project area, the 
segment should be recorded on DPR 523 forms and evaluated for its California 
Register eligibility. If it is not eligible for listing, then no further cultural resources 
studies are necessary. If it is eligible, a plan to mitigate adverse effects to the railroad 
be should be developed.  

CR-3: Project site 
development could result 
in damage to previously 
undiscovered cultural or 
paleontological resources. 

PS CR-2a: To avoid adverse effects to paleontological resources, it is recommended that a 
qualified paleontologist monitor ground disturbing activities. Prior to ground 
disturbance, pre field preparation by the paleontologist should take into account 
specific details of project construction plans, and information from available 
paleontological, geological, and geotechnical studies. Limited subsurface 
investigations may be appropriate for defining areas of paleontological sensitivity prior 
to ground disturbance. The paleontologist should be present to monitor initial project 
ground disturbing activities at or below six feet from the original ground surface. The 
paleontologist can then determine if further monitoring, periodic site reviews, or no 
further monitoring is appropriate. 
 
CR-2b: If deposits of prehistoric or historical archaeological materials are discovered 
during project activities, all work within 25 feet of the discovery should be redirected 
and a qualified archaeologist contacted to assess the finds and provide 
recommendations. Project personnel should not collect or move any archaeological 
discovered during the course of the project. It is recommended that adverse effects to 
such deposits be avoided by project activities. If such deposits cannot be avoided, they 

LTS 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008      1-44 

should be evaluated for their eligibility for listing in the California Register. If the 
resources are not eligible, avoidance is not necessary. If the resources are eligible, they 
will need to be avoided by adverse effects or such effects must be mitigated. Upon 
completion of the assessment, the archaeologist should prepare a report documenting 
the methods and results, and provide recommendations for the treatment of the 
archaeological materials discovered. The report should be submitted to the project 
proponent, appropriate City of Stockton agencies, and the Central California 
Information Center. 
 
CR-2c: If human remains are encountered, work within 25 feet of the discovery should 
be redirected and the County Coroner notified immediately. At the same time, an 
archaeologist should be contacted to assess the situation. Project personnel should not 
collect or move any human remains and associated materials that may be encountered. 
If the human remains are of Native American origin, the Coroner must notify the 
Native American Heritage Commission within 24 hours of this identification. The 
Native American Heritage Commission will identify a Most Likely Descendant (MLD) 
to inspect the site and provide recommendations for the proper treatment of the remains 
and associated grave goods.  
 
Upon completion of the assessment, the archaeologist should prepare a report 
documenting the methods and results, and provide recommendations for the treatment 
of the human remains and any associated cultural materials, as appropriate and in 
coordination with the recommendations of the MLD. The report should be submitted to 
the project proponent, appropriate City of Stockton agencies and the Central California 
Information Center.  
 
CR-2d: If paleontological resources are identified within the project area, all work 
within 25 feet of the discovery should be redirected and a qualified paleontologist 
should be contacted to evaluate the finds and make recommendations. If the 
paleontological resources are found to be significant, they should be avoided by project 
activities. If avoidance is not feasible, adverse effects to such resources should be 
mitigated. Upon completion of the paleontological evaluation, a report should be 
prepared documenting the methods, results, and recommendations. The report should 
be submitted to the UCMP and appropriate City agencies. 

4.14 Hazardous Materials/Wastes 
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HAZ-1: Due to the existing 
conditions of the site, the 
environment and 
construction workers could 
be exposed to hazardous 
wastes and materials. 

LTS No mitigation required. LTS 
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CHAPTER 2.0 INTRODUCTION 

2.1 PURPOSE OF THE ENVIRONMENTAL IMPACT REPORT 
The purpose of this Draft EIR (DEIR) is to address the potential environmental impacts associated 
with implementation of the proposed Tidewater Crossing project. Encompassing approximately 
"909.1 acres, the Master Development Plan Area proposes to prepare the project site for the 
construction of Industrial complexes, Low, Medium, and High Density Residential units, as well as 
Commercial property and an Elementary School on lands that are currently used for agricultural 
purposes. The applicant has prepared a Master Development Plan to be consistent with the goals and 
policies of the City=s General Plan. A Development Agreement will also be required as part of the 
proposed project. 
 
This EIR has been prepared in accordance with the California Environmental Quality Act (CEQA) of 
1970, as amended (Public Resources Code, Section 21000 et seq.); the State Guidelines for 
Implementation of the California Environmental Quality Act, 1970, as amended (Title 14, California 
Code of Regulations,  Section 15000 et seq.); and Environmental Review Guidelines adopted for the 
City of Stockton. 
 
The City has the responsibility, as Lead Agency, to conduct an evaluation of potential project impacts 
prior to making a decision to approve or deny the requested actions. The data and descriptions 
contained herein are intended to provide the decision makers with the information necessary to 
determine the effects of the project. Mitigation measures have been identified throughout the 
document, with the goal of reducing potentially significant impacts to levels below significance. 
 
 
2.2 ENVIRONMENTAL PROCEDURES 
Notice of Preparation 
A NOP/Initial Study (City File #EIR 2-05, dated December 2005) for the DEIR was distributed to the 
State Clearinghouse, responsible agencies, and other interested parties. By distributing the NOP, the 
City sought to obtain public and agency input and determine the full range and scope of 
environmental issues related to the project so that they could be adequately addressed in the DEIR. 
The NOP and Initial Study are contained in Appendix A. The NOP comment period ended January 
23, 2006. Responses to comments generated by circulating the NOP/Initial Study have been 
addressed, as appropriate, throughout the document.  
 
 
Environmental Procedures 
Prior to acting on the applicant's request, the Stockton Planning Commission and City Council must 
certify the EIR for completeness and adequacy. Subsequent actions subject to the discretionary 
authority of the City of Stockton may also be covered, more or less, by the evaluations and findings 
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contained in this document including, but not necessarily limited to, grading permits, construction 
permits, encroachment permits, building permits, and certificates of occupancy. Other agencies, 
including Responsible Agencies, may also utilize this environmental document for subsequent 
approvals within their specific jurisdiction and authority. It should be noted that the Development 
Agreement and Master Development Plan shall not supersede the design and construction 
requirements contained in the Stockton Municipal Code, City’s Standard Plans, and Specifications, 
and local building codes, as it relates to water sewer, storm drainage and non-potable infrastructure. 
 
 
Type of Environmental Review 
This document is being prepared as a DEIR in accordance with Section 15161 of the State CEQA 
Guidelines. This type of EIR focuses primarily on the environmental impacts from a specific development 
project. The EIR shall examine all phases of the project including planning, construction, and operation. 
 
This DEIR presents a comprehensive analysis of the potential environmental impacts created by the 
proposal of the H.D. Arnaiz Corporation to develop a master planned community with residential, 
industrial, commercial, recreational, and open space uses. The analysis is based upon a review and 
evaluation of the General Plan Amendment, Master Development Plan, prezoning, Tentative Subdivision 
Map, Sphere of Influence Amendment, Annexation into the City of Stockton, and development 
agreement; consultation with the applicant and interested agencies and individuals, review of responses to 
the Notice of Preparation for the project, review by the Airport Land Use Commission (ALUC) for 
consistency with the Stockton Metropolitan Airport=s (SMA) Airport Land Use Plan (ALUP), 
consideration of appropriate technical information, and field surveys of the project site and surrounding 
area. The Development Agreement and Master Development Plan shall not supersede the design and 
construction requirements contained in the Stockton Municipal Code, city=s Standard Plans and 
Specifications, and local building codes.  
 
Tidewater Crossing is currently located within the unincorporated area of San Joaquin County and 
partially within the City of Stockton Sphere of Influence as established by the San Joaquin County Local 
Agency Formation Commission (LAFCO). The current City of Stockton=s General Plan land use 
designation of the project site is Industrial and Agriculture. The proposed land use for the project is Low, 
Medium, and High Density Residential, Commercial, Industrial, and Open Space. 
 
The current General Plan would be amended to designate portions of the site for Low-Density Residential 
(RL), Medium-Density Residential (RM), High-Density Residential (RH), Limited Industrial (IL), 
General Commercial (CG), and Public Facilities (PF). A Master Development Plan has been prepared and 
describes the project concepts and character. With this strategy, the designations provide the flexibility to 
focus on a primary development concept, as well as various other uses and intensities. The determination 
of project impacts is based upon the project components outlined in the Master Development Plan. 
 
As noted in the Development Agreement, the owner shall have the right, and the obligation to develop 
Tidewater Crossing in accordance with the Master Development Plan subject to the standards specified in 
the Development Agreement and the Master Development Plan. Except as noted in the Development 
Agreement, Master Development Plan and applicable existing City Laws will control the overall design, 
development, and construction of Tidewater Crossing, and all improvements and appurtenances in 
connection therewith, including, without limitation, the permitted uses within Tidewater Crossing, the 
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density and intensity of use and all mitigation measures required in order to minimize or eliminate 
adverse environmental impacts and other adverse impacts of Tidewater Crossing. 
 
 
2.3 ISSUES OF CONCERN 
Based on input received by the City of Stockton in response to the NOP/Initial Study, the City has 
determined a number of issues of concern. The following is a list of project issues from commenters: 
 

• Conversion of agricultural lands 

• Traffic/circulation 

• Air Quality 

• Compatibility of proposed land uses within the localized operations at the Stockton 
Metropolitan Airport 

• Noise 

• Flooding 

• Land use capability 
 
 
 
2.4 ORGANIZATION OF DOCUMENT 
Chapter 1.0 provides a Summary of Impacts, Mitigation Measures, and Level of Significance. From 
the Summary, the reader can become familiar with the project issues, the environmental topics that 
are potentially significant, the measures proposed to reduce impacts, and the level of significance 
after mitigation measures are considered. 
 
Chapter 2.0 describes the overall environmental review process, previous documentation, and 
potential areas of controversy. 
 
Chapter 3.0 presents detailed information on the proposed project and development concepts. This 
chapter describes the number and intensity of uses, project objectives, development intensity options, 
development standards, open space characteristics, supporting uses, operational characteristics and 
phasing sequences. This chapter also describes the regional setting and project history, project 
objectives and discretionary actions being considered, as well as other governmental approvals 
needed prior to construction. 
 
Chapter 4.0 includes the comprehensive environmental analysis based on project implementation. 
Under the Existing Setting, those elements associated with the current site and potential constraints to 
the project are identified, including local sensitivities and controversies. These include all the detailed 
environmental issue areas comprising the DEIR document. At the beginning of each impact section, 
Significance Criteria are used to evaluate the project impacts to assess the level of significance prior 
to mitigation.  
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Mitigation for each potentially significant impact is presented and conclusions reached prior to 
discussing other project impacts. Each mitigation measure corresponds to a specific project impact. A 
final statement concludes the impact significance under Level of Significance after Mitigation. 
 
In addition to these topics, the DEIR includes several sections required by CEQA, including 
cumulative impacts, growth inducing impacts, irreversible and irretrievable commitment of resources, 
unavoidable adverse impacts, and project alternatives. 
 
 
2.5 CONTACT PERSONS 

 
Lead Agency: 

 
Michael N. Niblock 
Community Development Director 
City of Stockton, 345 N. El Dorado St., Stockton, CA  95202 
(209) 937-8444 

 
City Staff: 

 
Planning 
Jenny Liaw 
Project Manager III 
345 North El Dorado Street 
Stockton, CA  95202-1997 
(209) 937-8627 

 
 

 
Public Works 
Gregg Meissner 
Development Services Manager 
345 North El Dorado Street, Stockton, CA  95202-1997 
(209) 937-8270 

 
Environmental Peer 
Review: 

 
Randy Chafin 
EDAW, Inc. 
7022 J Street 
Sacramento, CA 95814 
(916) 414-5800 

 
Project Representative: 

 
Thomas Truszkowski 
H.D. Arnaiz Corporation 
3400 Eight Mile Road, Stockton, CA 95212 
(209) 931-9740 

 
Environmental Consultant: 

 
Bill Mayer 
Principal 
LSA Associates, Inc. 
4200 Rocklin Road, Suite 11B, Rocklin, CA  95677 
(916) 630-4600 

 
Engineering: 

 
Gene Love 
Stantec Consulting 
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1016 12th Street, Modesto, CA 95354 
(209) 521-8986 

 
Master Development Plan: 

 
Gregory Randall 
Randall Planning & Design, Inc. 
1475 North Broadway, Suite 290, Walnut Creek, CA 94596 
(925) 934-8002 

 
 
Traffic: 

 
 
Richard Lee 
Fehr & Peers 
100 Pringle Avenue, Suite 600, Walnut Creek, CA 94596 
(925) 930-7100 
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CHAPTER 3.0  PROJECT DESCRIPTION 

3.1 OVERVIEW 
The Tidewater Crossing Project is a mixed use development, generally providing a balanced variety 
of upgrades to an underutilized portion of San Joaquin County on the southern boundary of the City 
of Stockton. The Project proposed a General Plan Amendment, Prezoning, a Master Development 
Plan, a Development Agreement, review by the Airport Land Use Commission (ALUC) for 
consistency with the Stockton Metropolitan Airport=s (SMA) Airport Land Use Plan (ALUP), Sphere 
of Influence Amendment, Tentative Subdivision Map, and annexation to the City of Stockton. 
Approximately 909.1 acres predominately in farmland and rural residential use will benefit from a 
Master Development Plan that consists of a maximum of 2,663 residential units. A summary of land 
uses are as follows: 
 

• 224.3 acres of Industrial 

• 16.6 acres of Commercial 

• 265.3 acres of Low Density Residential 

• 94.1 acres of Medium Density Residential 

• 10.4 acres of High Density Residential 

• 62 acres of Sloughs/Easements 

• 35.3 acres of Parks and Open Space 

• 19.4 acres of Elementary School, and 

• 8.0 acres of Railroad Corridor 

• 95.4 acres of Flood Control and Slough Diversion 
 
 
Local and Regional Setting 
The Master Development Plan Area contains approximately "909.1 acres, located within the San 
Joaquin County near the southeast portion of the City of Stockton, California (Figure 3.1.1). The 
project site is generally bounded by the Stockton Metropolitan Airport to the north, Highway 99 to 
the east, Union Pacific Railroad to the west and East French Camp Road to the south. 
 
The topography of the project site is generally described as level or flat. Very little topographical 
differences occur over the region.  
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Surrounding Projects 
Several major developments have been approved by a variety of developers within the City of 
Stockton, and more are being proposed. Table 3.1.A The City of Stockton Planned and Approved 
Development Projects presents the development activity within the City=s study area. As shown, 
overall, approximately 74 percent of development potential for identified projects has been 
completed. 
There are 32 current subdivision projects (as of November 2005) amounting to 4,226 acres of land. Single 
family residential development accounts for approximately 98% of the total land area (4,143 acres) and 
could provide up to 15,377 units at build-out. Multifamily developments account for the remaining land. 
This development is planned for a total of "909.1 acres of land and is expected to provide approximately 
2,663 residential units at buildout and will be added to these developments when approved.  
 
The City of Stockton periodically monitors the projected buildout of available land within the City 
boundary. According to the 2003 Housing Element, the majority of the vacant land zoned for residential 
development lies within the RL district (Single Family) and accounts for 1,525.9 acres while the acreage 
available for higher density development is 286 acres, for a total of 1,811 acres. Using the average density 
for each land use designation, the land has the potential to produce about 7,497 single family units and 
4,448 higher density units respectively.  
 
The Tidewater Crossing development provides a mixture of residential densities for a total of 
approximately 1,331 units of RL (Low Density), 752 units of RM (Medium Density) and 264 units of RH 
(High Density), and consists of approximately 370 acres devoted to residential development. The average 
densities in the 2003 Housing Element for RL, RM, and RH is 5.7 units, 13.8 units, and 23-34.4 units,  
respectively. Tidewater Crossing=s densities fall at approximately 7.2 units for RL, 7.3 units for RM, and 
25.4 units for RH. This project considers the maximum potential residential yield of 2,663 dwelling units 
and has been incorporated into the various technical analyses accordingly. 
 
 
Table 3.1.A: City of Stockton Planned and Approved Development Projects 
 

NAME TM # 

FINAL 
MAP 

ACREAGE 

FINAL 
MAP 

UNITS 
PERMITS 
ISSUED REMAINING 

PERCENTAGE 
COMPLETE 

Blossom Ranch 
16-90, 
4-00, 
17-02 

189 635 603 32 95%

Rancho Del Sol 38413 90 246 238 8 97%
Juliet Terrace  26-02 14 83 82 1 99%
La Morada 18-88 481 1617 1520 97 94%
Ninfantino Estates 38719 5 29 29 0 100%
Little John Creek 13-90 121 790 734 56 93%
Sonata 38627 16 84 82 2 98%

Morada Ranch  
3-92, 

10-03, 
19-03 

266 767 640 127 83%
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NAME TM # 

FINAL 
MAP 

ACREAGE 

FINAL 
MAP 

UNITS 
PERMITS 
ISSUED REMAINING 

PERCENTAGE 
COMPLETE 

North Stockton 
Projects    

1-98,2-98,3-
98,4-98,14-98,5-

98,15-03,6-
03,24-04 

400  1760 1423 337 81%

Enclave at 
Hammertown 29-03 10 80 77 3 96% 

Weber Grove 17-03 5 41 37 4 90%
Hunter Ridge 20-03 46 180 178 2 99%

Spanos Park West 56-89,54-89,12-
00 258 1198 1046 152 87%

Villa Tuscany 
(Hatch Ranch) 37741 139 591 547 44 93%

Montclair 
(McGinnity 
Homes) 

14-03 24 137 137 0 100%

Villa Antinori 37987 64 338 334 4 99%
Mariposa (Camera) 37955 194 763 401 362 53%
Seabreeze I and II 37743 46 249 91 158 37%
Calaveras Estates 
#2 37652 6 38 27 11 71%

Oakmore Meadows 18-02 68 240 0 240 0%

Montego I & II 9-03, 
7-04 80 379 76 303 20%

Weber Woods   14-01 4 40 18 22 45%

Mariana Estates 
(Darrah) 

01-03, 
28-03, 
13-03 

Not 
Finalized 73 0 73 0%

Riverbend and 
Riverbend West 

14-04, 
15-04 

Not 
Finalized 608 0 602 1%

Cornerstone II 25-03 Not 
Finalized 66 0 66 0%

Lever Estates 32-03 6 35 35 0 100%

Simbad Estates 38598 Not 
Finalized 28 0 28 0%

Silver Springs/Gold 
Springs 28-03,10-04 Not 

Finalized 305 0 305 0%

Cannery Park 38567 Not 
Finalized 1100 0 100 0%

Westlake Villages 
(SPW) 18-04 Not 

Finalized 2600 0 2600 0%

Springbook (SPE) 16-04 Not 209 52 157 25%
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NAME TM # 

FINAL 
MAP 

ACREAGE 

FINAL 
MAP 

UNITS 
PERMITS 
ISSUED REMAINING 

PERCENTAGE 
COMPLETE 

Finalized 

Astoria (SPW) 17-04 Not 
Finalized 68 6 62 9%

Single Family 
Total  2532 15377 8361 4139 54%

Multi-Family 
Total  83 1502 302 1200 20%

Grand Total   2615 16879 8663 5339 74%
Source: City of Stockton, November 2005 
 
 
3.2 PROJECT OBJECTIVES 
The following design principles served as the primary guiding and planning principles and influences 
for the Tidewater Crossing project: 
 

• Create a community designed to enhance social interaction. 

• Minimize impacts to existing neighborhoods. 

• Recognize the historic/cultural resources within the community of French Camp, and 
minimize conflicts with incompatible neighboring uses. 

• Promote the use of open space to provide a convenient and safe destination for families to 
congregate and for children to play and explore. 

• Protect and enhance the economic viability of the Stockton Metropolitan Airport. 

• Minimize land use and operational conflicts between existing and planned residential uses 
and proposed industrial uses. 

• Provide a jobs/housing relationship, which can result in the reduction of commuting distances 
between residential concentrations and employment opportunities. 

 
 
 
3.3 SPECIFIC PROJECT DESCRIPTION/OPERATIONAL CHARACTERISTICS 
The Tidewater Crossing project is a residential, commercial and industrial development that includes 
traditional detached single-family and attached high density multi-family residential, as well as 
providing recreational uses within the parks and open space areas designed to meet the needs of 
future Stockton residents.  
 
The primary intent and purpose of the Master Development Plan is to create the framework for the 
development and provide design solutions where the residential uses interface with the proposed 
recreational, industrial and commercial uses within Tidewater Crossing, while remaining consistent 
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with the policies, general land uses and programs of the City’s General Plan. This EIR is prepared as 
a companion document to the Master Development Plan. 
 
Figure 3.3.1, Conceptual Master Development Plan, indicates the proposed development intensities 
and the locations of neighborhood amenities. Characteristics associated with each project component 
are presented below. 
 
 
Residential Land Use Summary. The residential development program for Tidewater Crossing 
consists of 14 neighborhoods and a maximum of 2,663 residential units. Nine (9) of the 
neighborhoods (A, B, D, F, G, H, I, J, K) would be Low-Density Residential, consisting of 1,331 
units. Four (4) of the neighborhoods (C, E, L, N) would be Medium-Density Residential, consisting 
of 752 units. One (1) of the neighborhoods (M) would be High-Density Residential, consisting of 264 
units. All residential units will be within the range of densities described in Table 3.3.A. The area 
dedicated for residential uses includes approximately 370 acres. A total of 2,083 single-family 
dwelling units and 264 multi-family dwelling units have been designated within the Plan Area, 
resulting in 316 unallocated units. It is the intent of the Master Development Plan to permit flexibility 
in adjusting the unit mix to reflect market demand and allow the 316 unallocated units to potentially 
be absorbed within the plan area. The number of units within any single family village may be 
permitted to increase or decrease by up to ten percent. The increase or decrease in lots must be 
consistent with zoning standards, goals and policies of the MDP, the City of Stockton General Plan, 
and the project Development Agreement. 
 
 
Non-Residential Summary. The remaining 549.1 acres to be developed will include a 16.6 acre 
retail center on Airport Way, a 224.3 acre light industry/warehousing area, 19.4 acres dedicated to 
elementary schools, 8.0 acres of railroad, 35.3 acres of Parks and Open Space, 94.5 acres of Flood 
Control and slough diversion, and 62.0 acres of Sloughs/Easements. A maximum allowable area of 
186,200 square feet of commercial space and 5.3 million square feet of industrial space was 
incorporated into the various technical analyses. 
 
 
Onsite Storm Water Management and Flood Protection Concepts.  
The storm water system in the low, medium, and high density residential and commercial and 
industrial areas is designed to sheer drain all surface water flows into catch basins. Prior to 
discharging the treated storm water into French Camp Slough, the collected storm water is diverted to 
a variety of water quality elements designed to accommodate and treat local watershed areas as 
depicted in Figure 3.3.11. Each water quality element utilizes best management practices to protect 
water quality, which may include filtration, detention of runoff to allow collection of sediments, 
incorporating sumps into storm drainage basins, installation of grease collectors at locations, and 
routing of storm drainage flows through grassy swales to aid filtration of the water. 
 
The industrial area also includes a 93.1 acre regional flood control detention basin designed to detain 
floodwaters from French Camp Slough. The flood control basin is supported by off-site levee 
enhancements which channel flood waters to the regional basin. 
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Non applicant holdings adjacent to the project site will be afforded protection for the 100-year storm 
event via the flood control basin. Non applicant holdings will be responsible for their own storm 
water collection and treatment. However, the treated storm water can be conveyed through the project 
site for discharge into French Camp Slough. 
 
 
Urban Design Concepts. The guiding concept for Tidewater Crossing is the creation of a variety of 
housing types, including multi-family units and cluster homes. The variety of residential uses will be 
complemented by the planned commercial center and light industrial warehouse development. Parks, 
recreational opportunities and open space will also be provided within the residential portion. 
 
Tidewater Crossing is anticipated to serve the City of Stockton=s projected growth areas in the 
southern portion of the City and to compliment the adjacent Airport industrial land use. The Master 
Development Plan integrates the existing airport with industrial and warehouse development within 
the northeast portion of the plan area, includes a variety of distinct housing types and lot sizes at 
different housing densities separate from industrial land uses, and provides a commercial retail 
element to serve the community as well as the residents who reside in South Stockton. The 
development program reflects land uses that are responsive to the demands of the known market 
while complying with the policies and programs of the current General Plan and the General Plan 
Update of the City. 
 
The proposed project is designed to comply with the City of Stockton Residential, Industrial, 
Commercial and Open Space General Plan designations and zoning districts (Stockton Municipal 
Code Section 16-075) and Master Development Plan guidelines and standards (Stockton Municipal 
Code Section 16-200). Supporting the land use concept is a Master Development Plan (Appendix B) 
that describes the proposed uses, development concepts, design and development standards, and 
intensities for each proposed use. The circulation system concepts, infrastructure requirements, and 
other key development features are included in the Master Development Plan, as shown in 
Figure 3.3.1. 
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Table 3.3.A: Land Use Summary 
 

TITLE 
GROSS AREA 

(ACRES) PRIMARY USE 
SECONDARY  

USES 

RANGE OF DENSITIES 
(DWELLING 

UNITS/ACRE) 
Neighborhood A "48.4 "226 residential units See Notes 4.7

B "34.2 "177 residential units  5.2

C "47.2 "298 residential units  6.3

D "35.5 "163 residential units  4.6

E "15.3 "165 residential units  10.8
F "21.9 "74 residential units  3.4
G "34.0 "185 residential units  5.4
H "29.7 "164 residential units  5.5
I "24.1 "131 residential units  5.4
J "22.5 "127 residential units  5.6
K "15.0 "84 residential units  5.6
L "14.6 "150 residential units  10.3
M "10.4 "264 residential units  25.4
N "17.0 "139 residential units  8.2
School "19.4  
Retail/Commercial "16.6  
Industrial "224.3  
Public Parks "24.3  
Open Space ±"11.0  
Ex. Slough & Easement "62.0  
Flood Control "93.1  
Weber Slough Diversion "2.3  
Pump/Lift/PG&E 
Substation "5.8  

Ex. Railroad ROW "8  
Public Road ROW "56.5  
Unallocated Dwelling 
Units  316 residential units  

TOTALS "909.1 "2,663 residential units  

 
 
Master Development Plan. Specifically, the Master Development Plan includes detailed information 
in the form of text and diagram(s), organized in compliance with the Stockton Municipal Code 
Section 16-200 regarding Master Development Plans. The Master Development Plan must include at 
a minimum the following information: 
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A. Proposed land uses. The distribution, location, and extent (e.g., density, intensity, etc.) of 
land uses proposed within the area covered by the Master Development Plan, including open 
space areas. 

B. Infrastructure. A description of the major components of public and private facilities, 
including circulation/transportation, energy, sanitary sewage, solid waste disposal, water, 
storm water drainage, and other essential facilities proposed to be located within the Master 
Development Plan Area and needed to support the proposed land uses. 

C. Land use and development standards. Criteria, guidelines, and standards by which 
development would proceed, and standards for the conservation, development, and utilization 
of natural resources, where applicable. 

D. Implementation measures. A program of implementation measures and environmental 
mitigation measures, including regulations, programs, public works projects, and financing 
measures necessary to carry out the proposed land uses, infrastructure, and development and 
conservation standards and criteria. 

E. Relationship to General Plan. A discussion of the relationship of the Master Development 
Plan to the objectives, policies, general land uses, and programs of the General Plan. 

 
 
Section 16-540.050 F of the Stockton Municipal Code (SMC) provides that a Master Development 
Plan shall also include such additional information, based on the characteristics of the area to be 
covered by the Plan, applicable policies of the General Plan, or any other issue(s) that are determined 
by the Community Development Director to be significant. A Development Agreement to implement 
the Tidewater Crossing Master Development Plan will be processed concurrently with the Master 
Development Plan.  
 
The Master Development Plan, and this companion EIR, establish the criteria for evaluating and 
processing future specific proposals for development within Tidewater Crossing. The primary intent 
and purpose of the Master Development Plan are to create the framework of maximum flexibility for 
residential development, while remaining consistent with the policies, general land uses and programs 
of the City’s General Plan. The Master Development Plan, and companion EIR, provide information 
that is required to establish the appropriateness of Tidewater Crossing for the intended uses, for the 
proposed intensity of those uses, for its consistency with the environment, and for the compatibility of 
those uses with public health, welfare, and safety. Any future development application within 
Tidewater Crossing must demonstrate that the proposed development is consistent with the goals, 
objectives and policies of the Master Development Plan and the City's General Plan. The City's 
General Plan, Zoning Ordinance, Master Development Plan, and companion EIR provide the criteria 
and process for considering and implementing development proposals. 
 
The project will consider a range of residential densities, industrial, commercial and open space 
within the project site. Project applications would include plans and technical studies; including site 
plans, floor plans, exterior building elevations, and soils reports to allow the project to be evaluated 
for consistency with the Master Development Plan. The Community Development Director may 
require additional studies, determined on a case by case basis. Plans will be submitted to the City=s 
Architectural Review Committee, and for building permits. 
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Several findings are required before the Planning Commission and City Council may approve the 
Tidewater Crossing Master Development Plan. The reviewing body must be able to make all of the 
following findings in a positive manner to approve the Master Development Plan:  
 

A. The Master Development Plan is consistent with the objectives, policies, general land uses, 
programs and actions of the City’s General Plan; 

B. The Master Development Plan adequately addresses the physical development characteristics 
of the Tidewater Crossing site; 

C. The development standards identified in the Master Development Plan would serve to protect 
the public convenience, health, safety, and general welfare; 

D. Development of the Tidewater Crossing site would ensure a compatible land use relationship 
with the surrounding neighborhood;  

E. The Master Development Plan is in compliance with applicable requirements of the City's 
Planning and Zoning Code, other local ordinances, and State and Federal Law; and 

F. The Master Development Plan is in compliance with the provisions of the CEQA and the 
City's environmental guidelines. 

 
 
Once adopted by the City, the Master Development Plan would be subject to a review by the 
Community Development Director every five years to ensure that the applicant, or any successor-in-
interest, is in compliance with the intent and purpose of the Plan. 
  
Amendments to the Master Development Plan can be separated into two classes. (1) Minor 
Amendments, i.e. amendments that the Community Development Director finds are consistent with 
the intent and purpose of the Tidewater Crossing Master Development Plan; and (2) Major 
Amendments, i.e. a request for an alternative project or use that the Community Development 
Director finds is not presently included as an alternative project or use within the Master 
Development Plan and is a project or use which is inconsistent with and does not share the same or 
similar characteristics of an allowed use identified within the Master Development Plan. 
 
Minor amendments shall not be subject to public hearings. Changes in development intensity or 
residential density that do not exceed the intensity or density established by the Master Development 
Plan and considered by the Master Development Plan EIR, such as lot line adjustments, a compatible 
land use change as provided in Section Three or adjustments to the roadway or street system, are 
examples of minor adjustments that shall not require an extensive amendment process and shall be 
subject to the approval of the Community Development Director. 
 
Major amendments, such as a request for a project or use which is not consistent with and does not 
share the same or similar characteristics of an allowed use identified within the Master Development 
Plan, may be approved, provided that the City of Stockton Planning Commission approves the 
proposed project or use, or by the City Council if the decision of the Planning Commission is 
appealed to the City Council. Approval of Major Amendments to this Master Development Plan shall 
be subject to the following findings based upon substantial evidence presented at the public hearing: 
 

• That the proposed project is in conformance with the City’s General Plan;  
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• That the proposed project or use would not create internal inconsistencies within the Master 
Development Plan Area; 

• That the proposed project of use would not adversely impact the environment, or in the 
alternative, all significant adverse impacts of the proposed project or use can and will be 
mitigated to less than significant, and; 

• That such proposed project or use is compatible with adjacent land uses. 
 
 
Key Design Elements. The development of Tidewater Crossing is based upon a set of guiding 
principles that are intended to result in successful residential neighborhoods and communities. These 
principles balance the requirements for vehicular access with pedestrian access, density with open 
space, and facilities with community needs. The following subsections present the community design 
principles applicable to the entire planning area, and to each specific land use type.  
 
 
Community Wide Design Principles.  

1. Create a community designed to enhance social interaction 

2. Minimize impacts to existing neighborhoods. 

3. Recognize the historic/cultural resources within the community of French Camp, and 
 minimize conflicts with incompatible neighboring uses. 

4. Promote the use of open space to provide a convenient and safe destination for families to 
 congregate and for children to play and explore. 

5. Protect and enhance the economic viability of the Stockton Metropolitan Airport. 

6. Minimize land use and operational conflicts between existing and planned residential uses 
and  proposed industrial uses. 

7. Provide a jobs/housing relationship, which can result in the reduction of commuting distances 
 between residential concentrations and employment opportunities. 

 
 
Residential Land Use Design Principles.  

1. Create residential neighborhoods that provide interest and are visually pleasing. 

2. Present an image of high quality development adjacent to arterials and collector streets, parks 
 and open space. 

 
 
Commercial Land Use Design Principles.  

1. Achieve a high level of quality development by ensuring that development fits within the 
context of its surroundings, does not negatively impact adjacent uses, provides superior 
architectural detailing, incorporates high quality, durable materials, includes significant 
landscape improvements, and achieves an efficient/aesthetic arrangement of onsite facilities. 
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2. Maintain a strong sense of continuity along street frontages to strengthen the visual image of 
commercial corridors. 

3. Ensure that development is aesthetically pleasing especially when viewed from adjacent 
properties and arterial and collector streets. 

4. Ensure that the arrangement of on-site facilities (e.g., buildings, parking areas, accessory 
uses, etc) are planned appropriately to establish an efficient, safe and aesthetically pleasing 
site layout. 

5. Provide safe, convenient, and efficient vehicular access, circulation, parking, loading and 
maneuvering. Encourage pedestrian activity by providing convenient access and safe 
pedestrian routes. 

6. Maintain a high level of architectural design through appropriate detailing, use of 
quality/durable materials, and the avoidance of blank, uninteresting roof designs consistent 
with the overall design of the building and surrounding quality development. 

7. Encourage the extensive use of landscaping in order to achieve visually pleasing 
development, provide a unified development scheme through a cohesive arrangement of 
landscape and hardscape elements, provide pedestrian comfort, and enhance views of the site 
by screening potentially unattractive elements (e.g., trash enclosures, parking areas, etc.). 

 
 
Industrial Land Use Design Principles.  

1. Achieve a high level of quality development by ensuring that development fits within the 
context of its surroundings, does not negatively impact adjacent uses, provides superior 
architectural detailing, incorporates high quality, durable materials, includes significant 
landscape improvements, and achieves an efficient/aesthetic arrangement of onsite facilities. 

2. Ensure that the arrangement of on-site facilities (e.g., buildings, parking areas, accessory 
uses, etc) are planned appropriately to establish an efficient, safe and aesthetically pleasing 
site layout. 

3. Ensure that development is aesthetically pleasing especially when viewed from adjacent 
properties and arterial and collector streets. 

4. Provide safe, convenient, and efficient vehicular access, circulation, parking, loading and 
maneuvering. 

5. Maintain a high level of architectural design through appropriate detailing, use of 
quality/durable materials, and the avoidance of blank, uninteresting roof designs consistent 
with the overall design of the building and surrounding quality development. 

6. Encourage the extensive use of landscaping in order to achieve visually pleasing 
development, provide a unified development scheme through a cohesive arrangement of 
landscape and hardscape elements, provide pedestrian comfort, and enhance views of the site 
by screening potentially unattractive elements (e.g., trash enclosures, parking areas, etc.). 

7. Maintain a high level of public safety through appropriate design of spaces and amenities, 
including pedestrian areas, parking/loading areas, landscaping and lighting. 
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Recreation/Open Space Land Use Design Principles.  

1. Use parks, plazas and greenways to visually organize and physically connect the community. 

2. Provide parks and open space that allow for both active and passive recreation opportunities 
for all residents. 

3. Locate parks adjacent to schools to maximize their recreational benefits. 

4. Design parks to provide for a variety of users, with amenities such as shade trees and 
structures, multi-use lawn areas, children's play areas, sport courts and fields, picnic and 
barbeque. 

5. Emphasize drought tolerant, riparian, and native plantings in appropriate  

6. To maximize the usefulness of amenities and enhance visual aesthetics, orient homes to parks 
and greenways when possible.  

7. The project proponent, land owner, and/or successors-in-interest will be required to provide 
all necessary utility stub-outs to all of the landscaped open space and public parks. 

 
 
Vehicular Circulation System.  

Development within the Tidewater Crossing Master Development Plan Area will require both new 
and upgraded roadways to meet the needs of vehicular, bicycle, and pedestrian traffic. The key 
elements of the transportation and circulation system for vehicles is described below and illustrated 
by Figure 3.3.2.  
 
 
Regional Circulation 
Regional access to the Tidewater Crossing Master Development Plan Area is facilitated by East 
French Camp Road. East French Camp Road provides access to State Route 99 and Interstate 5. State 
Route 99 provides direct access from the Plan area to the City of Manteca and the City of Modesto to 
the south, and the cities of Lodi, Galt, Elk Grove, Sacramento, and other destinations to the north. 
Interstate 5 provides direct access to the cities of Elk Grove and Sacramento to the north, and the 
cities of Lathrop, Manteca, and Tracy to the south. Additional regional circulation is provided via 
South Airport Way linking the Plan area to the Arch Road corridor and the interchange at State Route 
99. Access along South Airport Way is also provided to the City of Manteca. 
 
 
Project Access & Arterial Roadways 
Arterial streets will provide major access to the Tidewater Crossing Master Plan Development Area. 
East French Camp Road, South Airport Way, and R.A. Bridgeford Street are the major arterial roads 
that will serve the Tidewater Crossing Master Development Plan Area. 
 
 

East French Camp Road 
The established city standard right-of-way for East French Camp Road is 142-feet. The Master 
Development Plan proposes an ultimate right-of-way for East French Camp Road of 154-feet (See 
Figure 3.3.3). East French Camp Road is planned as a major arterial with four travel lanes in each  
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direction with a 16-foot planted center median. A 20-foot wide landscaped area is provided at the 
back of curb, including an 8-foot detached meandering sidewalk/Class I Bicycle Pathway separated 
from the street by six feet (6’) of planting. The land owner, developer and/or successor-in-interest of 
property abutting East French Camp Road will have the responsibility to dedicate the right-of-way for 
the roadway and construct an interim roadway section or full half-section of the roadway based on 
requirements determined by the City Engineer. With future transitions of right-of-way from 80 feet to 
the ultimate right-of-way width, there is a likelihood of potential future impacts to adjacent properties 
along East French Camp road. Right-of-way expansions will need to be analyzed outside of the 
review requirements of the MDP to minimize impacts to adjacent properties. 
 
 

South Airport Way 
The established city standard right-of-way for South Airport Way is 120-feet. The Master 
Development Plan proposes an ultimate right-of-way for South Airport Way of 132-feet which 
conforms to the findings of the interior site analysis conducted as part of the Traffic Impact Analysis 
for the Tidewater Crossing Plan (See Figure 3.3.3). The plans proposed street cross section conforms 
with the 2035 General Plan for the length of South Airport Way between East French Camp Road and 
Stimson Street. South Airport Way is planned as a major arterial with three travel lanes in each 
direction with a 16-foot planted center median. A 20-foot wide landscaped area is provided at the 
back of curb, including an 8-foot detached meandering sidewalk/Class I Bicycle Pathway. The land 
owner, developer and/or successor-in-interest of property abutting South Airport Way have the 
responsibility to dedicate the right-of-way for the roadway and construct an interim roadway section, 
full half-section, or complete cross-section of the roadway based on requirements determined by the 
City Engineer. With future transitions of right-of-way from 110 feet to the ultimate right-of-way 
width, there is a likelihood of future impacts to adjacent properties along South Airport Way. Right-
of-way expansions may need to be analyzed outside of the review requirements of the MDP to 
minimize future impacts to adjacent properties. 
 
 
 Industrial Access 
Access to the industrial area would be provided at the intersection of South Airport Way / C.E. Dixon 
Street and South Airport Way / Stimson Street. R. A. Bridgeford Street is proposed to be extended 
through the Airport and National Guard vehicle maintenance facility and into the industrial park. An 
additional connection will be provided through the use of the existing State Route 99 West Frontage 
Road which connects to Quantas Lane and Arch Airport Road. The Stockton Draft 2035 General Plan 
proposes a future interchange along State Route 99 intersecting with an east/west roadway associated 
with the industrial park. Intersection improvements are necessary at the C.E. Dixon Street and 
Stimson Street intersections with Airport Way to accommodate project traffic. The extension of R.A. 
Bridgeford Street through the National Guard vehicle maintenance facility remains the preferred 
alignment for access into the Airport property, Notwithstanding, additional access alternatives have 
been presented in Section 6.4. If R.A. Bridgeford can not be extended through the National Guard 
vehicle maintenance facility as proposed in the Master Development Plan, the project proponent, 
landowner or successor-in-interest will be required to secure another means of access and conduct the 
appropriate technical and environmental analysis to address any potential significant project impacts 
to streets and intersections not fully considered in this EIR. 
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 C.E. Dixon Street 
Existing C.E. Dixon Street is a four-lane collector roadway that would provide access to the industrial 
portions of the project site via R.A Bridgeford Street. High traffic volumes are projected at the C.E. 
Dixon Drive/R.A. Bridgeford Street intersection, which is currently at a 90 degree angle. 
Improvements at this intersection to facilitate the turning movements of STAA trucks may be 
necessary to discourage the use of Stimson Street as the major access to the industrial area of the 
project. The existing pavement width of C.E. Dixon is sufficient to accommodate projected traffic 
volumes. Data to support the roadway’s capacity can be found within the Tidewater Crossing Traffic 
Impact Analysis. 
 
 
 Stimson Street 
Stimson Street connects South Airport Way to R.A. Bridgeford Street. Stimson Street would operate 
acceptably with one travel lane per direction, provided signage directs vehicles to C.E. Dixon Drive 
and the use of Stimson Street is discouraged. This roadway may need to be improved to accommodate 
STAA trucks. The proposed alignment of R.A. Bridgeford Street, as depicted in the Traffic Impact 
Analysis, would discourage the use of Stimson Street. The City of Stockton’s long-range plans 
suggest the need for a grade separation along South Airport Way just south of Stimson Street. As a 
result of the planned grade separation there will be a need to relocate and potentially close the 
connection of Stimson Street at South Airport Way in the future.  

 
 
R.A. Bridgeford Street 

R.A. Bridgeford Street is an existing four lane collector roadway within an industrial portion of the 
Stockton Metropolitan Airport. The existing pavement width of R.A. Bridgeford is sufficient to 
accommodate projected traffic volumes. Data to support the roadway’s capacity can be found within 
the Tidewater Crossing Traffic Impact Analysis. The ultimate right-of-way is 120-feet (see 
Figure 3.3.4). R.A. Bridgeford includes three travel lanes in each direction with a 16-foot center turn 
lane. A 15-foot wide landscaped area is provided at the back of curb, including an 8-foot detached 
meandering sidewalk/Class I bicycle Pathway, which is further enhanced by a privately constructed 
and maintained minimum 8-foot wide landscaped area. The landowner, developer and/or successor-
in-interest have the responsibility to obtain the right-of-way for the roadway and construct an interim 
roadway section, full half-section, or complete cross-section of the roadway based on requirements 
determined by the City Engineer. 
 
The Master Development Plan envisions extending R.A. Bridgeford Street into the Plan Area from 
the north, crossing property owned by the National Guard. Extension of R.A. Bridgeford Street 
through the National Guard property will require coordination with the National Guard and the 
County of San Joaquin to determine the best way to address issues associated with security and 
potential conflicts associated with automobile traffic and traffic control. 
 
If R.A. Bridgeford can not be extended through the National Guard Armory as described in this the 
master development plan, the project proponent, landowner, or successor-in-interest will consider the 
following options: 1) conduct an analysis to determine how much of the industrial area that can be 
developed based on the use of State Route 99 West Frontage Road as a primary access; 2) Amend the 
plan and conduct all necessary additional environmental analysis to approve an agreeable alternative. 
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Residential Streets 
Figures 3.3.5 and 3.3.6 shows typical residential streets. There will be three types of residential 
streets: collector streets, local streets, and private streets.  
 
 
Entry Collector Street 
The Master Development Plan proposes an ultimate right-of-way for its Entry Collector Street of 
88-feet (See Figure 3.3.5). The project’s Entry Collector Street is planned with one 20-foot travel way 
in each direction with a 14-foot planted center median. A 17-foot wide landscaped area is provided at 
the back of curb, including an 8-foot detached meandering sidewalk/Class I Bicycle Pathway. 
Screening for the Entry Collector Street surpasses City standards, which call for 15-feet from 
back-of-curb to soundwall. The land owner, developer and/or successor-in-interest of property 
abutting the Entry Collector have the responsibility to dedicate the ultimate right-of-way for the 
roadway and construct an interim roadway section, full half-section, or complete cross-section of the 
roadway based on requirements determined by the City Engineer. 
 
 
Neighborhood Collector Streets 
The Master Development Plan envisions Neighborhood Collector Streets to have three ultimate 
right-of-ways: 56-feet, 61-feet, and 66-feet (See Figure 3.3.5). The differences in the width of the 
right-of-way is attributed to whether or not adjacent residential units back-up to or front-on the 
roadway, which in the case of back-up lots, a masonry wall is used to separate the roadway from the 
residential use. All residential units fronting a neighborhood collector shall only be allowed with rear 
loaded access with no direct driveway access to the collector roadway. All three types of 
Neighborhood Collector Streets are planned with one 13-foot travel lane in each direction. When no 
masonry wall is used to separate residential uses from the roadway, a 15-foot wide landscaped area is 
provided at the back of curb, including an 8-foot detached meandering sidewalk/Class I Bicycle 
Pathway. A 20-foot wide landscaped area is provided at the back of curb, including an 8-foot 
detached meandering sidewalk/Class I Bicycle Pathway when a masonry wall is used on one or both 
sides of the road to separate residential uses from the roadway. Where appropriate in the Plan, the 
roadway right-of-way has been flared out to accommodate a 10-foot wide left turn lane as needed at 
intersections. The land owner, developer and/or successor-in-interest of property abutting the 
Neighborhood Collector Street have the responsibility to dedicate the ultimate right-of-way for the 
roadway and construct the complete cross-section of the roadway based on requirements determined 
by the City Engineer. 
 
 
Commercial Collector Street 
The Master Development Plan proposes an ultimate right-of-way for its Commercial Collector Street 
of 78-feet. The project’s Commercial Collector Street is planned with one 24-foot travel way in each 
direction. A 15-foot wide landscaped area is provided at the back of curb, including an 8-foot 
detached meandering sidewalk/Class I Bicycle Pathway, which is further enhanced by a privately 
constructed and maintained minimum 8-foot wide landscaped area as well as a 10 foot PUE. The lane 
owner, developer and/or successor-in-interest of property abutting the Commercial Collector have the 
responsibility to dedicate the ultimate right-of-way for the roadway and construct an interim roadway 
section, full half-section, or complete cross-section of the roadway based on requirements determined 
by the City Engineer. 
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Residential Streets  
 

Local Streets – Medium & Low Volume Traffic 
The Master Development Plan envisions local streets to have two ultimate right-of-ways: 57-feet and 
54-feet (See Figure 3.3.6). The differences in the width of the right-of-way is attributed to whether or 
not adjacent residential units back-up to or front-on the roadway, which in the case of back-up lots, a 
masonry wall is used to separate the roadway from the residential use. Residential Streets used within 
medium and low-volume traffic areas are planned with one 10-foot travel lane in each direction, 
including a 7-foot parking lane. When no masonry wall is used to separate residential uses from the 
roadway, a 10-foot wide landscaped area is provided at the back of curb. When a masonry wall is 
used to separate residential uses from the roadway, a 13-foot wide landscaped area is provided at the 
back of curb. The land owner, developer and/or successor-in-interest of property abutting the 
Residential Street have the responsibility to dedicate the ultimate right-of-way for the roadway and 
construct the complete cross-section of the roadway based on requirements determined by the City 
Engineer. 
 
 

Private Residential Street 
There are two options for private residential streets within the MDP. Both options have an ultimate 
width of 32-feet. The first option shows one 15-foot travel lane in each direction and no sidewalk. 
Concurrence from all potential utility providers to be located in the easement area is required and 
subject to the approval of the City Engineer. 

 
The second option for private residential streets would have an ultimate width of 32-feet and includes 
two travel lanes of 13-feet and a 5-foot sidewalk. CC&Rs would be required to restrict parking under 
this option. Concurrence from all potential utility providers to be located in the easement area is 
required and subject to the approval of the City Engineer. 
 
 
Pedestrian and Bicycle Circulation System 
 
 Creek/River Trails 
A 12-foot wide pedestrian/bike trail will be on the top of the levee. The trail will meander along 
French Camp Slough throughout the residential areas, will cross South Airport Way, and continue 
through the eastern neighborhood. Pedestrians and bicyclists will be directed to the nearest 
intersection for the safe crossing of Airport Way. The trails will terminate at the project boundary 
west of Airport Way and at the spur line of the Union Pacific Railroad east of Airport Way. Signage 
will indicate the end of the pedestrian/bike trail. Only a levee maintenance road will cross the railroad 
tracks and continue to State Route 99. 
 
 
 Bike Routes & Off-Street Paths 
Off-street trails will provide for bicycle and pedestrian circulation. Trails will be located within the 
greenbelts and parkways that link neighborhoods with the school sites, parks, and commercial areas. 
Bike routes will be designed so that they are usable year-round. Connections between the 
pedestrian/bikes trail will occur at all bridge locations and selected locations with access to some of 
the neighborhood parks. All of the pedestrian/bike pathways conform to the City of Stockton Street  
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Guidelines, the City of Stockton Standard Plans and Specifications, and the Bikeway Master Plan as 
part of the 2035 General Plan. Figure 3.3.7 illustrates the pedestrian and bicycle circulation plan. 
 
 
Public Transit 

The San Joaquin Regional Transit District (SJRTD) is the principal public transportation provider 
within San Joaquin and the City of Stockton. SJRTD currently provides a fixed-route bus service and 
a dial-a-ride response function for elderly or handicapped persons that cannot use the regularly 
scheduled vehicles. The Tidewater Crossing Master Development Plan Area will support the 
provision of transit service by incorporating bus turnouts and shelters along South Airport Way and 
East French Camp Road. The proposed locations for bus stop/turnouts will be coordinated with 
SJRTD.  
 
The Stockton Draft 2035 Transit system proposes major local/feeder bus service along East French 
Camp Road and South Airport Way. The Draft 2035 Transit System prepared by the City of Stockton 
shows a new transit hub near the Stockton Metropolitan Airport along South Airport Way. The 
project proponent, land owners, and/or successors-in-interest will be required to coordinate with 
SJRTD during the formulation of any large lot tentative maps to determine the best suited locations 
for bus turn-outs. 
 
 
Regional Flood Control System 
A regional flood control system has been designed to protect the proposed project uses from potential 
flooding hazards. As a result of the relationship of the project/applicant holdings to adjacent 
non-applicant parcels, the flood protection requirements were expanded to reduce flood hazards for 
an area larger than defined by the project site. Figure 3.3.8 illustrates the Flood Control Master Plan 
improvements and features proposed for the project. The following describes the operations of the 
flood control:  
 
(1)The flood control plan includes providing a 93± acre detention basin along French Camp Slough to 
store floodwater and eliminate the existing floodplain areas outside of the existing levees, as well as 
store increase runoff from the added impervious areas of the development. The detention basin will 
be a flow-by basin with a total storage volume of 1,700 ac-ft. The Tidewater Crossing Project’s flow-
by detention basin incorporates the use of a weir, which is designed and set at a specific elevation for 
the purpose of scalping flood flows and temporarily detaining them in the basin. The 25-foot deep 
flood control basin is regional detention associated with the French Camp Slough watershed, which is 
independent of the project local onsite drainage system. The regional watershed is associated with 
runoff generated offsite and upstream of the project. The regional basin does not have specific 
evacuation design criteria because of the size of the watershed it serves and the flood flows required 
to be detained. After a major storm event, the basin will be emptied via a pump station which will be 
sized to evacuate the entire basin in an appropriate number of days in conformance with an agreed 
upon standard which will be determined by the entity assigned to maintain the flood control basin. 
The City of Stockton Municipal Utilities Department’s Pump Station Design Standards and 
Guidelines will be used as a template for all elements of the flood control pump station and basin 
should it be agreed upon that the City maintain specific elements of the flood control system. A weir 
will be included; approximately 960 feet long, so flood flows will not spill into the basin until critical 
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levels are reached. Peak overflow, of approximately 1,000 cfs, will spill only 0.5-feet deep over the 
weir, or 0.5-feet  
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below the 100-year high water channel elevation, additionally providing assurance that excessive fish 
loss will not occur. Control gates, at a lower elevation than the weir, may be added for flexibility to 
basin diversion in case unexpected problems occur further downstream. The design features of the 
basin, 3 to 1 slopes and an annual maintenance to remove vegetation around the perimeter and 
bottom, will eliminate the basin as a source of habitat to migratory bird species. 
 
For proper operation of the basin overflow weir, grade control across the French Camp Slough 
channel is recommended as part of the project components. A hard surface at grade crossing the 
channel (approximately 6 to 8 feet wide) will maintain the grade and configuration of the channel 
over time. This hard surface can be comprised of concrete, a strip of rock or a less visible earthen 
filled interlocking matrix of concrete blocks. 
 
Two alternatives are being proposed in the Tidewater Crossing Flood Control Plan. The proposed 
alternatives vary only with respect to the location of the 1700 ac-ft flow-by detention basin. The 
location of the 1,000 foot weir, pump station and other proposed flood control improvements would 
not be impacted by the two alternatives, discussed below: 
 
Alternative 1 – Figure 3.3.9 illustrates a possible location for the detention basin. The basin size 
would not change and would be located along the north side of a portion of French Camp Slough as 
well as a portion of the North Fork of south Little Johns Creek. 
 
Alternative 2 –Figure 3.3.10 illustrates possible locations for a combination detention basin. A 
smaller basin would be located along the north side of a portion of French Camp Slough in the same 
location as in the preferred alternative in addition to a larger basin occupying the existing flood way 
between the North and South Forks of South Little Johns Creek. The two basins would be linked 
together by several large diameter pipes for the purpose of water level equalization. 
 
Both basins would be approximately 25 feet in depth and fit the same design criteria for the preferred 
alternative. With each alternative, a revised hydraulic modeling of the entire flood control 
improvements would be required to ensure no additional impact would occur. 
 
(2) An overflow channel for Weber Slough, to the detention basin, will be constructed to convey 
approximately 200 cfs. The channel will be 30 feet wide if earthen lined or as narrow as 15 feet wide 
if concrete lined with vertical walls.  
 
(3) The culvert on Weber Slough, at the Army National Guard driveway, will be upsized to convey 
flow, approximately 275 cfs, to meet the capacity of the existing downstream channel in Weber 
Slough.   
 
(4) In addition to the detention basin, three levee projects are required to achieve the flood control 
objectives. Using fill from the detention basin, existing levees will be raised and/or reconstructed to 
provide freeboard protection above the 100-year flood water surface profile, floodwalls may be 
needed where there is tight access. The height of the levees will range from three to five feet. On 
Lone Tree Creek, from Highway 99 to the confluence of south Little Johns Creek, new levees will be 
constructed. The new levees will range in height from four to seven feet, and some areas will likely 
require floodwalls to avoid filling under large oak trees. The above levee improvements will be tied 
into existing and proposed roadway crossings, including Highway 99, Union Pacific  
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Railroad Spur Line, Airport Way, and any other proposed bridges. The tie-ins will be transitioned 
from the levee to the structure with floodwalls or fill to match roadway grade.  
 
The primary purpose of the flood control basin is to detain flood waters during a 100-year flood 
event. However, when not being used for flood control the 93± acre basin has the potential to 
accommodate a variety of active and passive uses. Since the occurrence of Hurricane Katrina in 2005, 
federal, state and local standards and regulations in regard to flood plain management and flood 
control have been in a state of flux. It is highly likely that these regulations and standards will evolve 
during the construction of the flood control basin and may play a role in the determination of how the 
flood control basin can be utilized when not being used for detaining flood waters caused by a 100-
year flood event. While under private ownership, it is likely that the floor of the flood control basin 
will accommodate the farming of row crops or vineyards. It is foreseeable that the flood control basin 
could serve as a publicly owned and operated multi-use facility should local funds from the City, 
County or other sponsoring agency become available and future regulations and standards do not 
prohibit such use. Any use of the basin will be regulated through a flood control easement 
administered by a responsible maintenance entity. In the future, if the flood control basin is converted 
into a multi-use facility, additional environmental review will be required. 
 
The Federal Emergency Management Agency, FEMA, will be responsible to accredit the levees 
through the approval of a Conditional Letter of Map Revision, CLOMR. 
 
Stormwater Management System 
The Tidewater Crossing project will incorporate a variety of drainage facilities in addition to water 
quality treatment elements to create an urban stormwater system. The project stormwater facilities 
will operate independently of the “regional” flood protection proposed for the project. The 
stormwater system includes four subwatersheds each with an independent urban stormwater pump 
station, temporary stormwater storage for the entire 24-hour 100-year runoff volume, naturalized 
stormwater quality treatment features, and unique man-made ponds. The four subwatersheds, include 
appropriately sized infrastructure to accommodate treated and detained flow from adjacent future plan 
areas as part of the storm drainage master planning for the Update of the City of Stockton 2035 
General Plan. For further detailed analysis of the adjacent drainage areas, refer to the “Tidewater 
Crossing Interior Drainage Technical Assessment” submitted under separate cover as an Appendix to 
the MDP. The Stormwater Management System is illustrated in Figure 3.3.11. 

The man-made ponds will allow water quality treatment and reuse of dry-weather/nuisance flows 
typically encountered with urban development. The water quality treatment elements have been 
designed as active ecosystems and naturalized aesthetic features for the development, which provides 
a visual amenity for the community with the hidden benefits of providing a primary stormwater 
infrastructure element. The proposed unique naturalized stormwater quality features offer a 
combination of many unique advantages for infrastructure planning and other benefits that are not 
available in conventional stormwater quality facilities, including:  

1. Continuous year-round natural treatment process,  

2. Storm water conveyance and storage,  

3. Exceptional water quality,  

4. Flood protection, 
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5. Combined land use elements,  

6. Significantly reduced infrastructure costs,  

7. Dry weather flow treatment,  

8. Landscape and aesthetic treatment with natural water system,  

9. Increased surrounding land values,  

10. Natural ecosystem benefits,  

11. Recreational design feature, and  

12. Urban design element for communities.  
 
 
Potable Water 
Potable water supply for the Tidewater Crossing development will be provided by the City of 
Stockton. An existing 24-inch water main traverses the development. Connections to the existing City 
of Stockton water distribution system will be at French Camp Road, Dudley Road, and Airport Way, 
as shown on the Tidewater Crossing Conceptual Master Potable Water Plan (figure 4.10.1). The 
existing 24” water line will be located within City right-of-way. The distribution system for the 
Tidewater Crossing development incorporates the planned 24-inch and 12-inch water mains that 
traverse the project site, consistent with the existing General Plan and Water Master Plans prepared 
by West Yost Associates. All potable water main sizing as depicted in the MDP and any mains not 
currently shown that conform to the 2035 General Plan – Water Master Plans prepared by West Yost 
that differ from those as depicted in the Tidewater Crossing Development Water Distribution system 
Hydraulic Network Analysis will be subject to a reimbursement agreement with the City of Stockton 
Municipal Utilities Department. There will however be no reimbursement for over-sizing if such 
facilities are required to properly serve a project within the Master Development Plan area. All 
Reimbursements shall be in accordance with the Stockton Municipal code.  
 
Infrastructure phasing has been incorporated into the MDP to reflect the phasing of the project as 
depicted in the Tidewater Crossing Phasing Diagram. The build-out of the actual infrastructure will 
be subject to market demands and the physical necessity to provide services to the various 
neighborhoods under construction by the project proponent. 
 
 
3.3.1 Non-Potable Water 
The project applicant has prepared an Integrated Water Management Plan (IWMP), which addresses 
in detail the projected uses and management of all water for the development while emphasizing 
conservation, re-use and good management practices. The IWMP addresses (1) infrastructure, (2) 
project water demands, (3) groundwater management issues, (4) available water supply inventory, (5) 
plan alternatives and water delivery, and (6) non-potable water. The intent of the Plan is to adequately 
satisfy the City of Stockton requirements for the formulation of an effective plan for the management 
of the project water demands. In addition, an Engineer’s report will be developed to evaluate the 
maintenance and operation costs with the non-potable water. The IWMP will be submitted, reviewed 
and approved to the City’s Municipal Utilities Department for review and approval prior to the start 
of any related infrastructure design. The details regarding the quality of several potential sources of 
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make-up water and pumping locations for the non-potable water system are discussed within the 
Tidewater Crossing Water Source Use Analysis, which is submitted as an appendix to the MDP. 
 
 
Wastewater 
The wastewater facilities for the Tidewater Crossing project will be developed in accordance with the 
City of Stockton Wastewater Collection System Master Plans and the City of Stockton Standard 
Specifications. Wastewater generated from the Tidewater Crossing project would be conveyed via 
network of gravity flow and force main lines designed to serve portions of the development areas 
identified in the City's Sanitary Sewer Master Plan as Existing System 8 and FGS 13 (Future Grow 
System 13). In accordance with that plan, the medium density neighborhood known as Village C 
along with the high density and commercial areas will be served via connection to the existing 
system. As designed, this area would utilize a combination of 10” and 12” diameter pipes for sewer 
conveyance to serve the area. Flows from this area would be conveyed northward via an 8” force 
main line that would be located in Airport Way. The line will connect to the existing 18-inch line 
currently serving System 8. The connection to System 8 will be an interim solution. At the time that 
the French Camp Slough crossing and connection to the existing 66-inch line at Industrial Drive is 
complete, the temporary pump station will be abandoned and flows rerouted to the regional sewer-
pump station located on French Camp Road. 
 
Wastewater flows generated from the +/- 224 acre industrial park located on the eastern portion of the 
project will be conveyed westerly via a combination of 15” to 24” gravity lines, while the residential 
areas to the west will be served with a combination of 10”-30” diameter lines. All flows will connect 
to a regional lift station located at the western boundary of the project site. Flows emanating from the 
lift station will be conveyed to the north by two 24” force mains where they will dump into the city’s 
existing 66” wastewater line located at the intersection Industrial Avenue and McKinley Avenue. It 
should be noted that the pump station and sewer trunk lines have been sized to handle the entire FGS 
13 area and have been stubbed accordingly.  

 
 
Planning Concept 
Residential: The lot sizes and housing densities will generate a housing product that is affordable to 
individuals and families. The residential development program for Tidewater Crossing consists of 
nine (9) villages (A, B, D, F, G, H, I, J, and K) that will be low density residential units. Four (4) 
villages will be developed as medium density conventional residential units (C, E, N, and L) and one 
(1) village will be developed as High Density Residential (M). Table 3.3.A. indicates the densities for 
the residential portion of the project. 
 
The area dedicated for housing includes approximately 370 acres, with approximately 190 acres set 
aside for parks, sloughs, buffers and detention basins. As stated in Table 3.3.A, the residential density 
within any Village would range between 3.4 and 25.4 units/acre. The higher and lower density 
development has been intermixed throughout the project, permitting the entire range of development 
within the project similar proximity and equal enjoyment of the project amenities. Each village would 
represent individual neighborhoods, with a variety of architectural character. This project considers 
the maximum potential residential yield of 2,663 dwelling units and has been incorporated into the 
various technical analyses accordingly. 
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Commercial: The commercial development portion of Tidewater Crossing will be near the middle of 
the proposed project with easy access for all residents within Village M. Approximately 186,200 
square feet of floor space will be built on 16.6 acres (0.25 floor to area ratio). The City of Stockton=s 
maximum building density (floor to area ratio or FAR) is 0.40; the FAR for the Tidewater Crossing 
commercial center is below the City=s maximum. 
 
The commercial center will provide a variety of services for residents, such as bookstores, grocery 
stores, personal services, and financial institutions. Medical and dental offices may also be built 
within the commercial center. It is anticipated that these retail/commercial centers will provide about 
363 jobs for residents or 1.96 employees per 1,000 square feet of commercial space. A maximum 
allowable area of 186,200 square feet of commercial space was incorporated into the various 
technical analyses. 
 
Industrial: The Tidewater Crossing project area will have approximately 224 acres of light industrial 
and warehouse development. Approximately 5.3 million square feet of leasable space is proposed 
within this Plan. The plan proposes access into the Industrial Plan Area from the north via Stimson 
Street and an extension of R.A. Bridgeford Street from the Airport. Additionally, the industrial area 
can also be accessed from the east via a frontage road along the west side of State Route 99. While 
these access points are preferred, additional access alternatives have been presented in Section 6.4. 
The Stockton 2035 Draft General Plan proposes a future interchange along State Route 99 and 
intersecting with an east/west roadway associated with the industrial park. The time frame associated 
with the construction of the interchange is still to be determined. The northeast corner of the 
development will be ideal for large warehouses. Proximity to the Stockton Metropolitan Airport, 
State Route 99, and the Union Pacific Railroad will ensure that businesses are easily able to transfer 
and distribute goods stored in these sites. Assuming a FAR of 0.45, the industrial portion of 
Tidewater Crossing will generate approximately 4,240 jobs.  
 
 
Parks, Recreation, & Open Space:  

 
Pocket Parks 

Pocket parks will be placed in Planned Development neighborhoods throughout the Tidewater 
Crossing development. These parks will be publicly accessible, privately developed, and privately 
maintained. Pocket parks may include amenities such as pathways, ornamental lighting, play 
equipment, and picnic tables. 

 
 

Neighborhood Parks 
Neighborhood parks will provide a variety of recreational amenities within residential neighborhoods. 
The City of Stockton defines neighborhood parks as parks between five and fifteen acres with a 
service radius of ½ mile. Amenities within neighborhood parks will be coordinated to provide a 
mixture throughout Tidewater Crossing. Facilities may include (but are not limited to) tot lots, 
children’s play areas, sitting areas, and lawn areas. 
 
 
 Community Parks 
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Community parks within Stockton are generally medium sized (between 15 and 30 acres) and have a 
service radius greater than one mile. Community parks often include facilities for baseball, tennis, 
soccer, basketball, and children’s play, as well as space for picnics or multi-use lawn areas. The 
largest community park within Tidewater Crossing is located adjacent to the 19.4-acre school site, 
which will allow for joint-use of recreational facilities.  
 
 

Linear Park 
Linear open space will transect the length of French Camp Slough. The open space will include 
nature trails, and walkways, and open turf areas. The linear open space will buffer and separate 
residential areas while enhancing the community’s network of sidewalks. A 12-foot wide 
pedestrian/bike path will be located on top of the levees from the Union Pacific Railroad at the 
western boundary to the Union Pacific spur line east of Airport Way. 
 
 
Phasing 

Development phasing within the Tidewater Crossing Development Plan Area will occur in phases 
responding to market demand and other factors as determined by the owner, developer, and/or 
successor-in-interest. Subsequent project phasing would only occur when road improvements, 
wastewater collection, water supply, storm drainage, and other infrastructure improvements necessary 
to adequately serve the users of the subsequent project phases are either fully constructed and 
operational, or would be constructed concurrently as part of the development which they would serve.  
 
It is envisioned that the residential and commercial component of the Tidewater Crossing Plan Area 
will consist of five (5) phases likely to be implemented over a number of years in response to market 
forces and that the industrial component will consist of one phase. The market for industrial land is 
highly unpredictable, and is dependent on available supply of zoned land, geographic location, 
infrastructure availability, market forces and other economic factors. Because the industrial phase 
holds the potential to be developed at anytime, before, during or after any of the residential phases the 
industrial phase has been labeled 1B. All necessary infrastructure to properly serve the industrial 
phase or a portion thereof, as described in the MDP, will need to be in place commensurate with 
development of said phase. Accordingly, two scenarios have been provided within this plan. The first 
scenario addresses the provision of infrastructure should the industrial area develop in tandem with 
any phase of the residential land uses. Under this scenario, the industrial area will be served with 
infrastructure extended through the residential area. An alternate scenario addresses the provision of 
necessary infrastructure should the industrial plan area develop prior to any of the residential phases. 
Under the alternative scenario, the industrial area will utilize infrastructure available within South 
Airport Way. 
 
A key goal in identifying a phasing plan for the project is to take advantage of the economics of scale 
in completing major elements of the project infrastructure at one time. However, absolute compliance 
with this subsection of this Plan is not to be a condition of approval, or grounds for disapproval, of 
any tentative parcel map, tentative subdivision map, vesting tentative parcel map, vesting tentative 
subdivision map, design review approval, conditional use permit, lot line adjustment, lot split, or any 
other entitlement or approval granted for any of the lands subject to this Master Development Plan, so 
long as the infrastructure and public facilities needed to support the development contemplated by 
such action or approval will be completed prior to occupancy. 
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No construction of improvements shall be commenced nor shall any development be allowed that is 
dependent upon construction of public improvements unless and until the owner or subsequent 
developers, has provided assurance to the City of Stockton that the public improvements being 
constructed and/or required in connection with the proposed development would be constructed and 
completed in accordance with the standards set forth in this Master Development Plan and/or the 
Standard Specifications and Plans adopted by the City of Stockton. In the event of any conflict 
between the standards set forth in this Master Development Plan and the Standard Specifications and 
Plans adopted by the City of Stockton, the standards set forth in the Master Development Plan shall 
prevail. Such assurance of construction and completion may take the form of bonds or deposits (such 
as those required under the Subdivision Map Act) or the proceeds of assessment or other bonded 
indebtedness. 
 
 
3.4 REGULATORY REQUIREMENTS, PERMITS, AND APPROVALS 
City of Stockton  
The City of Stockton, as Lead Agency, will be responsible for the discretionary actions associated 
with the proposed project. 
 
Environmental Impact Report (#2-05). In accordance with CEQA, prior to taking action on the 
proposed GPA, prezoning, Development Agreement and Master Development Plan, the Stockton City 
Council must certify the Final Environmental Impact Report and adopt applicable CEQA Findings 
and the Mitigation Monitoring Program. In addition, the EIR will be necessary for LAFCO=s 
Annexation and Sphere of Influence approvals.  
 
 
Annexation (City File #A-05-1). The proposed project would involve the annexation of a total of 
approximately 894.45± acres into the City of Stockton, as shown on Figure 3.4.1. The annexation 
area includes portions of South Airport Way and East French Camp Road that are adjacent to the 
project site. The proposed annexation area is contiguous to the existing City boundary along a portion 
of the project’s north central boundary. With the exception of adjacent street rights-of-way, the 
annexation area consists entirely of lands owned or controlled by the applicant. 
 
 
Sphere of Influence (City File #SOI1-05). A portion of the proposed annexation extends beyond the 
existing Stockton Sphere of Influence (SOI) boundary (see Figure 3.4.2). Approval of the Project will 
therefore require approval of a SOI amendment. The entire Project lies within the Stockton Urban 
Service Area boundary and is identified in the City of Stockton 1990 General Plan Policy Document 
(as amended November 3, 1998) as lying within the “Future Growth Area” of the City.  
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As stated in that document: 
 
 “It is this area that the City intends to direct its future residential/commercial growth through 
 the year 2010 and beyond… The Urban Service Area is a subarea in which the City has 
 prepared a series of infrastructure studies on waste water collection and treatment, 
 transportation, water, storm water drainage and library facilities.”  
 
The document also shows the Project area to lie entirely within the Planning Area Boundaries for the 
City of Stockton. 
 
The Project and the proposed annexation are shown on the draft 2035 Preferred Alternative Land Use 
Diagram under review by the City of Stockton as lying within the Urban Service Area boundary of 
the City and the proposed Sphere of Influence boundary of the City. The proposed land uses of the 
Project are consistent with the land use designations identified in the draft Preferred Alternative. 
 
Pursuant to Government Code Section 56425(e), the following determinations are proposed for this 
SOI Amendment: 
 
• The present and planned land uses in the SOI Amendment area are consistent with the City of 
 Stockton General Plan, the proposed Draft and the Project’s Master Development Plan; 
• The City has planned for the present and probable needs for public services and facilities 
 within the SOI Amendment area and has formalized those plans through a Development 
 Agreement with the project proponent; 
• The present capacity of public facilities and adequacy of public services provided by the City 
 has been demonstrated through the preparation of the Project’s Master Development Plan and 
 a City Services Plan submitted to LAFCo; and 
• The SOI Amendment area is an integral part of the economic and social community of 
 Stockton and is not in conflict with any other such communities. 
 
General Plan Amendment (City File # _____). The proposed project requires the approval of a 
General Plan Amendment to the adopted 1990 General Plan Land Use Diagram and to the draft 2035 
General Plan Land Use Diagram, if the draft Plan is adopted prior to the approval of the Project. 
 
The proposed General Plan Amendment to the adopted 1990 General Plan is illustrated on 
Figure 3.4.3 and summarized in Table 3.4.A. 
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Table 3.4.A: Summary of Proposed Amendment City of Stockton General Plan (1990) 
 

General Plan Designation Proposed Designation Acres (approx.) 
Industrial Low/Medium Density Residential 47.2±
Agriculture Low/Medium Density Residential 370.4±
Agriculture High Density Residential 10.4±
Agriculture Commercial 16.6±
Agriculture Industrial 324.7±
Agriculture Open Space 67.9±
Railroad Right-of-ways N/A 8.0±
Public Road Right-of-ways N/A 63.9±
 Total 909.1±
 
 
If the draft 2035 General Plan is adopted prior to the Project, the Project will be required to amend the 
2035 General Plan Land Use Diagram. The proposed General Plan Amendment to the 2035 General 
Plan Land Use Diagram is illustrated Figure on 3.4.4 and summarized in Table 3.4.B. 
 
 
Table 3.4.B: Summary of Proposed Amendment City of Stockton General Plan (2035) 
 

General Plan Designation Proposed Designation Acres (approx.) 
Industrial Industrial 324.7±
Industrial Open Space 5.9±
Village Low Density Residential 323.5±
Village Medium Density Residential 94.1±
Village High Density Residential 10.4±
Village Commercial 16.6±
Open Space Open Space 62.0±
Railroads Right-of-ways N/A 8.0±
Public Road Right-of-ways N/A 63.9
 Total 909.1±
 
 
Prezoning (City File # Z-1-05).The project site is currently zoned within the unincorporated territory 
of San Joaquin County. The proposed project includes a request for City pre-zoning of the entire 
project site consistent with the proposed land use designations and existing policy requirements of the 
City of Stockton General Plan. The proposed pre-zoning is illustrated on Figure 3.4.5 and 
summarized in Table 3.4.C 
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Table 3.4.C: Summary of Pre-zoning 
 

City of Stockton Zone Classification Acres (approx.) 
RL (Residential, Low Density) 323.5± 
RM (Residential, Medium Density) 94.1± 
RH (Residential, High Density) 10.4 
CG (Commercial, General) 16.6± 
IL (Industrial, Limited) 324.7± 
OS (Open Space) 67.9± 
Railroad Right-of-ways 8.0± 
Public Right-of-ways 63.9± 

Total 909.1± 
 
 
Master Development Plan. The Master Development Plan (City File #MDP2-05) includes detailed 
information in the form of text and diagrams (see previous Figure 3.3.1). At a minimum, the Master 
Development Plan must provide information regarding proposed land uses, infrastructure, land use 
and development standards, implementation measures, relationship to the General Plan, and other 
information relevant to the specific proposal. The Master Development Plan requires a Planning 
Commission recommendation and City Council approval. The Master Development Plan (Appendix 
B) is hereby incorporated by reference. 
 
 
Development Agreement. A Development Agreement (City File #DA1-05) must be prepared ensuring 
that all subsequent landowners and tenants comply with the adopted Master Development Plan. The 
Development Agreement specifies terms and conditions for the development of the Tidewater 
Crossing project and will ensure that the applicant will develop project consistent with the Master 
Development Plan. In particular, the Development Agreement outlines both the applicant's and City's 
responsibilities for providing infrastructure, public facilities, phasing of development, etc. The 
Development Agreement requires a Planning Commission recommendation and City Council 
approval after a noticed hearing, and must be accompanied by the adoption of an ordinance. The 
Development Agreement (Appendix C) is hereby incorporated by reference.  
 
 
Site Plan Review. Site Plan Review is required to implement all or any portion of an adopted Master 
Development Plan, unless subject to another type of discretionary permit identified in the adopted 
Master Development Plan. Site plan review requires a recommendation of the Site Plan Review 
Committee and approval of the City's Community Development Director. 
 
 
Tentative Map. With approval of the applicant's request to amend the City's General Plan, prezone, 
adopt the Master Development Plan and approve the Development Agreement, a tentative map will 
be filed that is consistent with the Master Development Plan layout. Tentative maps require City 
Planning Commission approval. 
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Following public review of the environmental document, the City will consider the various 
applications that have been submitted by the applicant. Each action has been previously described, 
including the responsibilities of the various City decision makers. Table 3.4.D summarizes the 
proposed permits and approvals required by the City and other regulatory agencies. 
 
 
Airport Land Use Commission Consistency Finding. The Tidewater Crossing project is located within 
the “Area of Influence” of the Stockton Metropolitan Airport and is subject to review for its 
compatibility and consistency with the Stockton Metropolitan Airport Land Use Plan, a policy 
document adopted by the San Joaquin County Airport Land Use Commission (ALUC) pursuant to the 
State of California Aeronautics Act (Public Utilities Code, Section 21670 et seq.). The San Joaquin 
County ALUC has two specific duties: preparation and adoption of airport land use compatibility 
plans; and review of certain local agency land use actions and airport plans for consistency with the 
compatibility plan.  
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CHAPTER 4.0 ENVIRONMENTAL ANALYSIS 

INTRODUCTION 

Format for Environmental Analyses 
The purpose of this chapter is to present information on the various environmental topics that are 
relevant to the Tidewater Crossing project site and region. With this information, analyses of potential 
project impacts on the environment are provided, thus presenting the reader with information about 
the project and the potential effects of the project. 
 
Several of these environmental topics are technically oriented and have been examined by experts on 
those topics. Where applicable, technical analyses have been conducted and are provided in the 
appendices of this document. 
 
To effectively characterize the impacts of the proposed Tidewater Crossing project on the 
environment, the DEIR document adheres to the following sequence: 
 

• Existing Setting 

• Impact Significance Criteria 

• Impacts and Mitigation Measures 

• Level of Significance After Mitigation 
 
 
Under Existing Setting, those elements associated with the current site and area conditions have been 
documented. These conditions help to define constraints to the project, describe previous analyses 
and assumptions, and outline potential concerns and issue areas. 
 
After documenting the concerns and issues in Existing Setting, the impacts associated with 
implementing the project are addressed. This includes a format for the Impacts, Mitigation Measures, 
and Level of Significance that facilitates the reader's understanding of project effects. 
 
At the beginning of each impact section, Impact Significance Criteria are defined in accordance with 
general CEQA parameters, industry professional standards, and professional judgment. These criteria 
are evaluated against the project impacts to assess the level of significance prior to mitigation. Also 
included, where applicable, is a discussion of the potential effects that are not considered significant, 
followed by the potentially significant effects. 
 
A summary of each impact is included at the beginning of the impact discussion and has been 
included in the overall Summary Impact Table.  
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After identifying the potentially significant impacts, the EIR identifies mitigation, as needed and 
where available, to reduce the impacts to a level below significance. Mitigation for each potentially 
significant impact is presented separately, and conclusions regarding significance are reached prior to 
discussing other project impacts. At the end of each environmental topic is a summary conclusion of 
significance. 
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4.1 GEOPHYSICAL RESOURCES 
Kleinfelder, Inc. prepared a Geotechnical Services Report for the proposed project (Appendix D). The 
geotechnical report was used in preparation of this section. 
 
 
4.1.1 Existing Setting 

Landform  

Topographical features associated with the project site are illustrated on Figure 4.1.1. The site is 
generally described as level or flat consisting of agricultural fields. Very little topographical 
differences occur over the region. The project area is between 20 and 25 feet above mean sea level 
with water sources that include French Camp Slough, and North and South Forks of South Little 
Johns Creek, an intermittent unnamed stream, and irrigation ditches.  
 
 
Geological Conditions   

The site lies within the western part of the Great Valley Geomorphic Province of California. The 
Valley is about 400 miles long and averages about 50 miles wide, and comprises about 20,000 square 
miles. The Valley has been filled with a thick sequence of marine and non-marine sediments from the 
late Jurassic to Holocene. The uppermost strata of the Great Valley represents, for the most part, the 
alluvial, flood, and delta plains of two major rivers (Sacramento and San Joaquin Rivers) and their 
tributaries. 
 
The Valley deposits are derived from the Coast Ranges to the west and Sierra Nevada Mountains to 
the east. Granitic and metamorphic rocks outcrop along the eastern and southeastern flanks of the 
valley. Marine sedimentary rocks outcrop along most of the western, southwestern, southern, and 
southeastern flanks; and volcanic rocks and deposits outcrop along the northeastern flanks of the 
Valley. The Valley geomorphology includes dissected uplands, low alluvial plains and fans, river 
flood plains and channels, and overflow lands and lake bottoms. 
 
 
Regional Faulting 

Stockton is located in an area that is characterized by low to moderate seismic activity. According to 
the City’s General Plan Update program (in progress), the project site is not located within or 
adjacent to any Alquist-Priolo Zones. Additionally, the project site is not located within an area with 
faults that displace Valley alluvium. However, there are a number of active and potentially active 
faults located to the east and west of the project site. Table 4.1.A presents three significant regional 
faults in the project area and the magnitude of a maximum earthquake. 
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Table 4.1.A: Significant Regional Faults 
 

 
 

FAULT 

 
APPROXIMATE 

DISTANCE 

  FROM SITE 

     (MILES)      

 
MAGNITUDE OF 

MAXIMUM 

EARTHQUAKE* 

 
Great Valley 

 
20 mi west 

 
6.9 

 
Clayton-Marsh Creek - Greenville 

 
27 mi southwest 

 
6.9 

 
Vaca 

 
27 mi northwest 

 
6.7 

Source: Kleindelder, Inc., 2003b 
Notes: *Moment Magnitude: the estimation of an earthquake magnitude by using the seismic moment which is a measure of 
an earthquake size utilizing rock rigidity, amount of slip, and area of rupture. 
 
 
Soils Data 

Field investigations performed at and near the project site indicate that the site is underlain by firm to 
hard, dark-brown, moderately- to highly-plastic clay to depths ranging from about 3 to 5 feet below 
existing site grade. Exceptions included brown sandy and clayey silt or silty sand encountered to 
depths of about 12 to 5 feet found in the southern and western portions of the project site. The less 
clayey soils in the western portion of the project site are considered anomalies. However, the sandy 
silt soils located in the extreme southern end of the project are generally representative of the more 
sandy soils common south of the project site near the City of Manteca. This transition from clay to 
Veritas fine sandy loam is confirmed by the Soil Survey for San Joaquin County. These soils were 
underlain by interbedded layers of brown to light born, fine- to coarse-grained, medium-dense to 
dense clayey and/or silty sand, hard sandy clay, and/or silt to the maximum depths explored.  
 
Based on the Soil Survey of San Joaquin County, California, the soils mapped on the project site are 
shown in Figure 4.1.2 and defined as follows in Table 4.1.B (USDA-SCS, 1992): 
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Table 4.1.B: Soils on the Project Site 
 

Soil Series 
 

Location 
 

Soil Depth 
 
Drainage Class 

 
Permeability 

 
Texture 

 
Galt, Clay, 0-2 
percent slopes 

 
Basins and 
basin rims 

 
Moderately 
deep 

 
Moderately well-
drained 

 
Slow 

 
Clay, silty clay, 
cemented 

 
Hollenbeck 
Silty Clay, 0-2 
percent slopes 

 
Interfan basins 

 
Deep 

 
Moderately well-
drained 

 
Slow 

 
Silty clay, clay, silty 
clay loam, clay loam, 
cemented 

 
Honcut Sandy 
Loam, 0-2 
percent slopes 

 
Alluvial fans 

 
Very deep 

 
Well-drained 

 
Moderately 
rapid 

 
Sandy loam, coarse 
sandy loam 

 
Jacktone clay, 
0-2 percent 
slopes 

 
Basins 

 
Moderately 
deep 

 
Somewhat 
poorly drained 

 
 Slow 

 
Clay, clay loam, silty 
clay, indurated, loam, 
cemented 

 
Stockton Clay, 
0-2 percent 
slopes 

 
Basins 

 
Deep 

 
Somewhat 
poorly drained 

 
 Slow 

 
Clay, silty clay, clay 
loam, silty clay loam, 
cemented 

 
Veritas Fine, 
Sandy Loam, 
0-2 percent 
slopes 

 
Low fan 
terraces 

 
Deep 

 
Moderately well-
drained 

 
Moderately 
rapid 

 
Fine sandy loam, 
sandy loam, cemented 

 
 
Groundwater 

Groundwater depths range from 38 3/4 to 40 1/2 feet below existing site grade. Groundwater 
elevations and soil moisture conditions within the project area will vary depending on seasonal 
rainfall, irrigation practices, land use, and/or runoff conditions (Kleinfelder, 2006). 
 
 
4.1.2 Impact Significance Criteria 
Potential significant impacts associated with soils, geology, and seismicity have been evaluated using 
the following criteria: 
 
GEO-a  Increased erosion during construction activities and following completion of the 

proposed project; 

GEO-b  Potential constraints to development as a result of seismic hazards and soils and 
geologic conditions within the study area. 
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4.1.3 Impacts And Mitigation Measures 

Effects Determined to Be Less Than Significant 

Impact GEO-1: Development of the project site is not expected to expose persons or structures to 
unusual seismic-safety hazards or risks (Significance Criterion GEO-b). 

The project area is subject to seismic ground shaking from several fault zones located within a 40-
mile radius. The area is located 60 miles east of the Bay Area and lies within Seismic Risk Zone 3 as 
identified in the 1997 Uniform Building Code. Earthquakes in Seismic Risk Zone 3 pose a lesser risk 
than those experienced in Zone 4 (such as the San Francisco Bay area). The project site may be 
affected by regionally occurring earthquakes. Impacts resulting from a seismic event would generally 
be offset by routine implementation and enforcement of the Uniform Building code and other 
planning regulations.   
 
 
Potentially Significant Effects   

Impact GEO-2: Development of the project site would include substantial grading activities that 
could result in soil erosion (Significance Criterion GEO-a).  

Implementation of the proposed project would require grading for proposed roadways, infrastructure 
(including the proposed detention basin), superpads and lot pads. Exposed soils are considered 
erodible when subjected to concentrated surface flow. Within the site, increased erosion may occur on 
unprotected rough graded surfaces if they are exposed to rainfall and surface runoff. Sedimentation 
generated from erosion could ultimately be washed into the local drainages, including French Camp 
Slough. Levees extending along the banks of French Camp Slough will assist in preventing 
significant deposition of sediments into this resource. 
 
Mitigation Measure GEO-1a: The proposed project would involve extensive disturbance of the 
project site during its development. The project will be required to comply with the City’s Grading 
and Erosion Control Ordinance that would mitigate potential erosion impacts to less than significant. 
 
Mitigation Measure GEO-1b: Prior to construction, the applicant shall provide evidence to the 
Director of MUD that a Notice of Intent (NOI) has been filed with the Regional Water Quality 
Control Board (RWCQB) regarding compliance with National Pollutant Discharge Elimination 
System (NPDES) General Construction permit requirements.  
 
With the above mitigation measures the conditions included in Significance Criterion GEO-a 
will be avoided. 
 
 
Impact GEO-3: Implementation of the proposed project could expose people and structures to soil 
stability constraints (Significance Criterion GEO-b). 

The geotechnical study prepared for the project concludes that the site is suitable for development 
provided recommendations are incorporated into the project design. The primary consideration in 
designing the proposed project is the shrink-swell (expansion) characteristics of the near-surface clay 
and the potential for post-constructions heave or uplift of concrete slabs, foundations and pavements.  
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Mitigation Measure GEO-2: The June 2006 soils report prepared by Kleinfelder, inc. for the 
proposed project identifies engineering limitations of the site soils and recommends measures to 
ensure the planned improvements will not be damaged by these limitations. These limitations and 
recommendations must be followed during site development. 
 
With the mitigation measure incorporated, the conditions included in Significance Criterion 
GEO-b will be avoided. 
 
 
4.1.4 Level Of Significant After Mitigation 
The mitigation measures outlined above will reduce impacts associated with soils, geology, and 
seismicity to less than significant levels. Implementation of the site specific geotechnical guidance 
from the geotechnical study by the Public Works Department and Community Development 
Department prior to issuance of building permits should ensure that there will be no project impacts 
associated with soils and geology. Complying with the City’s Erosion Control Ordinance will ensure 
that erosion and sedimentation deposition will be minimized during and after construction. 
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4.2 AIR QUALITY 
An assessment of the project=s air quality emissions/contributions was prepared for this EIR. Air 
quality modeling data is provided in Appendix E. 
 
 
4.2.1 Existing Setting 
The project site is located within the County of San Joaquin, which is part of the San Joaquin Valley 
Air Basin (SJVAB) and is under the jurisdiction of the SJVAPCD. The air quality assessment for the 
proposed project includes estimating emissions associated with short-term construction and long-term 
operation of the proposed project.  
 
A number of air quality modeling tools are available to assess the air quality impacts of projects. In 
addition, certain air districts, such as the SJVAPCD, have created guidelines and requirements to 
conduct air quality analyses. The methodologies provided by the SJVAPCD in its Guide for 
Assessing and Mitigating Air Quality Impacts (GAMAQI, adopted August 20, 1998; revised January 
10, 2002) and the Caltrans Transportation Project-Level Carbon Monoxide Protocol (December 1997) 
were adhered to in the assessment of air quality impacts for the proposed project.  
 
 
Regional Air Quality 

Both the State of California (State) and the federal government have established health-based ambient 
air quality standards (AAQS) for seven air pollutants. As shown in Table 4.2.A, these pollutants 
include ozone (O3), CO, nitrogen dioxide (NO2), sulfur dioxide (SO2), coarse particulate matter with a 
diameter of 10 microns or less (PM10), fine particulate matter less than 2.5 microns in diameter 
(PM2.5), and lead. In addition, the State has set standards for sulfates, hydrogen sulfide, vinyl chloride, 
and visibility-reducing particles. These standards are designed to protect the health and welfare of the 
populace with a reasonable margin of safety. 
 
In addition to setting out primary and secondary AAQS, the State has established a set of episode 
criteria for O3, CO, NO2, SO2, suspended particulate matter (PM10 and PM2.5), and lead. These criteria 
refer to episode levels representing periods of short-term exposure to air pollutants that actually 
threaten public health. Health effects are progressively more severe as pollutant levels increase from 
Stage One to Stage Three. Table 4.2.B lists the health effects of these criteria pollutants and their 
potential sources. These health effects would not occur unless the standards are exceeded by a large 
margin or for a prolonged period of time. The State AAQS are more stringent than the federal AAQS. 
 
The California Clean Air Act (CCAA) provides the air districts, such as SJVAPCD, with the authority 
to manage transportation activities at indirect sources. Indirect sources of pollution are generated 
when minor sources collectively emit a substantial amount of pollution. Examples of this would be 
the motor vehicles at an intersection, a mall, and on highways. SJVAPCD also regulates stationary 
sources of pollution throughout its jurisdictional area. Direct emissions from motor vehicles are 
regulated by the California Air Resources Board (ARB). 
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Table 4.2.A: Ambient Air Quality Standards 
CALIFORNIA STANDARDS1 FEDERAL STANDARDS2 

POLLUTANT 
AVERAGING 

TIME CONCENTRATION3 METHOD4 PRIMARY2,5 SECONDARY2,6 METHOD7 
1-Hour 0.09 ppm (180 μg/m3) -- 

Ozone (O3) 8-Hour 

0.070 ppm 

(137 μg/m) 

Ultraviolet 

Photometry 

 
0.08 ppm (157 

μg/m3) 

Same as  

Primary Standard 
Ultraviolet 
Photometry 

24-Hour 50 μg/m3 150 μg/m3 Respirable 

Particulate 

Matter 

(PM10) 

Annual 

Arithmetic 

Mean 20 μg/m3* 
Gravimetric or Beta 

Attenuation* 50 μg/m3 

Same as  

Primary Standard 

Inertial  

Separation and 

Gravimetic  

Analysis 
24-Hour No Separate State Standard 65 μg/m3 Fine 

Particulate 

Matter 

(PM2.5) 

Annual 

Arithmetic 

Mean 12 μg/m3* 
Gravimetric or Beta 

Attenuation* 15 μg/m3 

Same as  

Primary Standard 

Inertial  

Separation and 

Gravimetic  

Analysis 
8-Hour 9.0 ppm (10 mg/m3) 9 ppm (10 mg/m3) 

1-Hour 20 ppm (23 mg/m3) 35 ppm (40 mg/m3) None 

Nondispersive 

Infrared Photometry  

(NDIR) 
Carbon 

Monoxide 

(CO) 
8-Hour 

(Lake Tahoe) 6 ppm (7 mg/m3) 

Nondispersive 

Infrared  

Photometry  

(NDIR) B -- -- 
Annual 

Arithmetic 

Mean B 
0.053 ppm (100 

μg/m3) 

Nitrogen 

Dioxide 

(NO2) 1-Hour 0.25 ppm (470 μg/m3) 

Gas Phase 

Chemiluminescence B 

Same as  

Primary Standard 

Gas Phase 

Chemiluminescence 
30-day 

average 1.5 μg/m3 B B 

Lead 
Calendar 

Quarter B Atomic Absorption 1.5 μg/m3 

Same as  

Primary Standard 

High Volume 

Sampler and  

Atomic Absorption 
Annual 

Arithmetic 

Mean B 
0.030 ppm (80 

μg/m3) B 

24-Hour 0.04 ppm (105 μg/m3) 
0.14 ppm (365 

μg/m3) B 
3-Hour B B 0.5 ppm (1300 μg/m3) 

Sulfur 

Dioxide 

(SO2) 1-Hour 0.25 ppm (655 μg/m3) 
Ultraviolet 

Fluorescence B B 

Spectrophotometry 
(Pararosaniline 

Method) 

Visibility 

Reducing 

Particles 8-Hour 

Extinction coefficient of 0.23 per kilometer - 
visibility of 10 miles or more (0.07B30 miles or 

more for Lake Tahoe) due to particles when 
relative humidity is less than 70 percent. Method: 
Beta Attenuation and Transmittance through Filter 

Tape. 

Sulfates 24-Hour 25 μg/m3 
Ion 

Chromatography* 
Hydrogen 

Sulfide 1-Hour 0.03 ppm (42 μg/m3) 
Ultraviolet 

Fluorescence 
Vinyl Cloride9 24-Hour 0.01 ppm (26 μg/m3) Gas Chromatography 

No 

 

Federal 

 

Standards 
 

Source: ARB, May 2005 

*This concentration was approved by the ARB on April 28, 2005, and is expected to become effective in early 2006. 

Footnotes: 
1 California standards for ozone; carbon monoxide (except Lake Tahoe); sulfur dioxide (1 and 24 hour); nitrogen 
dioxide; suspended particulate matter, PM10; and visibility reducing particles are values that are not to be exceeded. All 
others are not to be equaled or exceeded. California ambient air quality standards are listed in the Table of Standards in 
Section 70200 of Title 17 of the California Code of Regulations. 
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2 National standards (other than ozone, particulate matter, and those based on annual averages or annual arithmetic 
mean) are not to be exceeded more than once a year. The ozone standard is attained when the fourth highest eight-hour 
concentration in a year, averaged over three years, is equal to or less than the standard. For PM10, the 24-hour standard is 
attained when the expected number of days per calendar year with a 24-hour average concentration above 150 ?g/m3 is 
equal to or less than one. For PM2.5, the 24-hour standard is attained when 98 percent of the daily concentrations, averaged 
over three years, are equal to or less than the standard. Contact EPA for further clarification and current federal policies. 
3 Concentration expressed first in units in which it was promulgated. Equivalent units given in parentheses are based 
upon a reference temperature of 25C and a reference pressure of 760 torr. Most measurements of air quality are to be 
corrected to a reference temperature of 25C and a reference pressure of 760 torr; ppm in this table refers to ppm by volume, 
or micromoles of pollutant per mole of gas. 
4 Any equivalent procedure that can be shown to the satisfaction of the ARB to give equivalent results at or near the 
level of the air quality standard may be used. 
5 National Primary Standards: The levels of air quality necessary, with an adequate margin of safety to protect the public 
health. 
6 National Secondary Standards: The levels of air quality necessary to protect the public welfare from any known or 
anticipated adverse effects of a pollutant. 
7 Reference method as described by the EPA. An “equivalent method” of measurement may be used but must have a 
“consistent relationship to the reference method” and must be approved by the EPA. 
8 New federal eight-hour ozone and fine particulate matter standards were promulgated by EPA on July 18, 1997. 
Contact EPA for further clarification and current federal policies. 
9 The ARB has identified lead and vinyl chloride as ‘toxic air contaminants’ with no threshold level of exposure for 
adverse health effects determined. These actions allow for the implementation of control measures at levels below the 
ambient concentrations specified for these pollutants. 

 
 
Table 4.2.B: Health Effects Summary of the Major Criteria Air Pollutants 

 
POLLUTANTS 

 
SOURCES 

 
PRIMARY EFFECTS 

 
Ozone (O3) 

 
Atmospheric reaction of organic gases 
with nitrogen oxides in sunlight. 

 
Aggravation of respiratory and cardiovascular diseases. 

Irritation of eyes. 

Impairment of cardiopulmonary function. 

Plant leaf injury. 
 
Nitrogen Dioxide (NO2) 

 
Motor vehicle exhaust. 

High temperature stationary 
combustion. 

Atmospheric reactions. 

 
Aggravation of respiratory illness. 

Reduced visibility. 

Reduced plant growth. 

Formation of acid rain. 
 
Carbon Monoxide (CO) 

 
Incomplete combustion of fuels and 
other carbon containing substances, 
such as motor exhaust. 

Natural Events, such as decomposition 
of organic mater. 

 
Reduced tolerance for exercise. 

Impairment of mental function. 

Impairment of fetal development. 

Death at high levels of exposure. 

Aggravation of some heart diseases (angina). 
 
Suspended Particulate 
Mater (PM10 and PM2.5) 

 
Stationary combustion of solid fuels. 

Construction activities. 

Industrial processes. 

 
Reduced lung function. 

Aggravation of the effects of gaseous pollutants. 

Aggravation of respiratory and cardiorespiratory diseases. 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-13 

 
POLLUTANTS 

 
SOURCES 

 
PRIMARY EFFECTS 

Atmospheric chemical reactions. Increased cough and chest discomfort. 

Soiling. 

Reduced visibility. 
 
Sulfur Dioxide  

(SO2) 

 
Combustion of sulfur containing fossil 
fuels. 

Smelting of sulfur bearing metal ores. 

Industrial processes. 

 
Aggravation of respiratory diseases (asthma, emphysema). 

Reduced lung function. 

Irritation of eyes. 

Reduced visibility. 

Plant injury. 

Deterioration of metals, textiles, leather, finishes, coatings, 
etc. 

 
Lead (Pb) 

 
Contaminated soil (e.g., from leaded 
fuels and lead-based paints). 

 
Impairment of blood function and nerve construction. 

Behavioral and hearing problems in children. 
Source: CARB 2001 
 
 
Climate/Meteorology 

Air pollution is directly related to a region's topographic features. The SJVAB is defined by the Sierra 
Nevada mountains in the east (8,000-14,000 feet in elevation), the Coast Range in the west (averaging 
3,000 feet in elevation), and the Tehachapi Mountains in the south (6,000-8,000 feet in elevation). 
The valley is basically flat with a slight downward gradient to the northwest. The valley opens to the 
sea at the Carquinez Strait, where the Sacramento-San Joaquin Delta empties into San Francisco Bay. 
Thus, the San Joaquin Valley (SJV) could be considered a “bowl” open only to the north. 
 
Although marine air generally flows into the basin from the San Joaquin River delta, the region's 
topographic features restrict air movement through and out of the basin. The Coast Range hinders 
wind access into the SJV from the west, the Tehachapis prevent southerly passage of air, and the high 
Sierra Nevada range is a significant barrier to the east. These topographic features result in weak air 
flow, which becomes blocked vertically by high barometric pressure over the SJV. As a result, the 
SJVAB is susceptible to pollutant accumulation over time. Most of the surrounding mountains are 
above the normal height of summer inversion layers (1,500-3,000 feet).  
 
During the summer, wind speed and direction data indicate that wind usually originates at the north 
end of the SJV and flows in a south-southeasterly direction through the SJV, through Tehachapi Pass, 
and into the Southeast Desert Air Basin. During the winter, wind speed and direction data indicate 
that wind occasionally originates in the south end of the SJV and flows in a north-northwesterly 
direction. Also during the winter months, the SJV experiences light, variable winds of less than 10 
mph. Low wind speeds combined with low inversion layers in the winter create a climate conducive 
to high CO and PM10 concentrations. 
 
The climatological station monitoring temperature closest to the project site is the Stockton station. 
The monthly average temperature recorded at the Stockton station for the last 40 years ranges from 
45.6 degrees (F) in January to 77.3 degrees (F) in July. January is typically the coldest month in this 
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area. The Stockton monitoring station also records precipitation throughout the year. Average rainfall 
measured for the last 40 years varied from 2.85 inches in January to 0.73 inch or less between May 
and October, with an average annual total of 14.00 inches. Patterns in monthly and yearly rainfall 
totals are unpredictable due to fluctuations in the weather. 
 
 
Air Pollution Constituents and Attainment Status 

Table 4.2.C describes the six criteria air pollutants and their attainment status in the Basin based on 
ARB’s Area Designations (Activities and Maps) (http://www.arb.ca.gov/desig/desig.htm). ARB 
provided the Environmental Protection Agency (EPA) with California’s recommendations for 
eight-hour ozone area designations on July 15, 2003. The recommendations and supporting data were 
an update to a report submitted to the EPA in July 2000. On December 3, 2003, the EPA published its 
proposed designations. EPA's proposal differs from the State's recommendations primarily on the 
appropriate boundaries for several nonattainment areas. ARB responded to the EPA's proposal on 
February 4, 2004. EPA finalized the eight-hour ozone designations in April 2004. 
 
The EPA issued the final PM2.5 implementation rule in fall 2004 and issued the final designations on 
December 14, 2004. 
 
 
Table 4.2.C: Attainment Status in the San Joaquin Area 

 
Emissions 

 
State 

 
Federal 

 
Ozone: 1-hour 

 
Severe nonattainment 

 
No Federal Standard (Revoked 
June 2005) 

 
Ozone: 8-hour 

 
Not Established 

 
Serious Nonattainment 

 
PM10 

 
Nonattainment 

 
Serious Nonattainment 

 
PM2.5 

 
Nonattainment 

 
Nonattainment 

 
CO 

 
Attainment 

 
Attainment/Unclassified 

 
NO2 

 
Attainment 

 
Attainment/Unclassified 

 
SO2 

 
Attainment 

 
Unclassified 

 
All others 

 
Attainment/Unclassified 

 
Attainment/Unclassified 

Source: ARB, January 2006 
 
 

Ozone 

O3 (smog) is formed by photochemical reactions between NOX and reactive organic gases (ROG) 
rather than being directly emitted. O3 is a pungent, colorless gas typical of Southern California smog. 
Elevated O3 concentrations result in reduced lung function, particularly during vigorous physical 
activity. This health problem is particularly acute in sensitive receptors such as the sick, the elderly, 
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and young children. O3 levels peak during summer and early fall. The SJVAPCD requested an 
extreme (from severe) nonattainment designation for the federal one-hour ozone standard for the 
SJVAB. The EPA approved the redesignation of the federal ozone attainment status to extreme in 
April 2004. The approval of the redesignation reduces the emissions cap for major sources from 25 to 
10 tons per year. However, it will push the attainment date from 2005 to 2010, thereby avoiding any 
penalty fees associated with a nonconforming status. Effective June 15, 2005, the EPA revoked in full 
the federal 1-hour ozone ambient air quality standard, including associated designations and 
classifications, in all areas except 14 early action compact areas that do not include the SJVAB.  
 
 

Carbon Monoxide 

CO is formed by the incomplete combustion of fossil fuels, almost entirely from automobiles. It is a 
colorless, odorless gas that can cause dizziness, fatigue, and impairments to central nervous system 
functions. The San Joaquin area is designated as attainment/unclassified for federal CO standards and 
attainment for State CO standards. 
 
 

Nitrogen Oxides  

NO2, a reddish brown gas, and nitric oxide (NO), a colorless, odorless gas, are formed from fuel 
combustion under high temperature or pressure. These compounds are referred to as nitrogen oxides, 
or NOx. NOx is a primary component of the photochemical smog reaction. It also contributes to other 
pollution problems, including a high concentration of fine particulate matter, poor visibility, and acid 
deposition (i.e., acid rain). NO2 decreases lung function and may reduce resistance to infection. The 
entire Basin is designated as attainment/unclassified under federal standards and attainment under 
State standards. 
 
 

Sulfur Dioxide 

SO2 is a colorless, irritating gas formed primarily from incomplete combustion of fuels containing 
sulfur. Industrial facilities also contribute to gaseous SO2  levels. SO2 irritates the respiratory tract, 
can injure lung tissue when combined with fine particulate matter, and reduces visibility and the level 
of sunlight. The San Joaquin area is designated as unclassified for federal CO standards and 
attainment for State SO2 standards. 
 
 

Lead 

Lead is found in old paints and coatings, plumbing, and a variety of other materials. Once in the 
bloodstream, lead can cause damage to the brain, nervous system, and other body systems. Children 
are highly susceptible to the effects of lead. The entire Basin is in attainment for federal and State 
lead standards. 
 
 

Particulate Matter 

Particulate matter is the term used for a mixture of solid particles and liquid droplets found in the air. 
Coarse particles, PM10, derive from a variety of sources, including windblown dust and grinding 
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operations. Fuel combustion and resultant exhaust from power plants and diesel buses and trucks are 
primarily responsible for fine particle, PM2.5, levels. Fine particles can also be formed in the 
atmosphere through chemical reactions. PM10 can accumulate in the respiratory system and aggravate 
health problems such as asthma. The EPA's scientific review concluded that PM2.5 which penetrates 
deeply into the lungs, is more likely than PM10 to contribute to the health effects listed in a number of 
recently published community epidemiological studies at concentrations that extend well below those 
allowed by current PM10 standards. These health effects include premature death and increased 
hospital admissions and emergency room visits (primarily the elderly and individuals with 
cardiopulmonary disease); increased respiratory symptoms and disease (children and individuals with 
cardiopulmonary disease such as asthma); decreased lung functions (particularly in children and 
individuals with asthma); and alterations in lung tissue and structure and in respiratory tract defense 
mechanisms. The entire Basin is a nonattainment area for federal and State PM10 and PM2.5 standards. 
 
 

Climate Change/Global Warming 

Climate change refers to changes in the global or a regional climate over time. These fluctuations are 
driven by processes that manipulate the greenhouse effect. Greenhouse gases in our atmosphere, such 
as carbon dioxide, methane, and nitrous oxide, keep the Earth's average surface temperature close to a 
hospitable 60 degrees Fahrenheit. Processes that influence the amounts of greenhouse gases include 
those internal to the Earth, various external, natural forces and, more recently, human activities. 

Scientists have documented an overall warming trend since late 19th century, with the decade of the 
1990's being the warmest of the 20th century. As the average temperature of the Earth increases, 
weather patterns are affected, and physical changes will likely have an effect on California's public 
health, economy and ecology. In California, an area of considerable concern is the effect of climate 
change and the implications on the water supply, the majority of which is stored in the Sierras during 
the winter and spring as snow. Warmer winter temperatures could result in an increase of the amount 
of precipitation falling as rain and a reduced snow pack. Heavier rainfall could increase the risk of 
flooding. Another predicted outcome of climate change, a rise in sea level, is already occurring in 
California, with a 3 to 8 inch rise in the last century. Higher temperatures also cause an increase in 
harmful air emissions.  

Scientists have modeled potential near-term climate scenarios, concluding that a large degree of 
uncertainty remains regarding the long-term consequences. On a State level, contributions to climate 
changes can be integrated by reducing traffic congestion, criteria air pollutants, and emissions of 
green house gases from mobile sources. However, based on uncertain and inconclusive findings from 
scientific study, there is no significant environmental climate change impact related to the proposed 
project that can be predicted in light of the lack of evidence. City guidelines, compliance with local 
air quality districts, and specific mitigation measures will help address the uncertainty regarding 
climate change and ensure that the project’s proposed human activities do not significantly contribute 
to greenhouse gas concentrations. 
 
 

Local Air Quality 

The SJVAPCD, together with the ARB, maintains ambient air quality monitoring stations in the 
Basin. The air quality monitoring station closest to the site is the Stockton-Hazelton Station, and its 
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air quality trends are representative of the ambient air quality in the project area. The pollutants 
monitored are CO, O3, PM10, PM2.5, and NO2.  

The ambient air quality data in Tables 4.2.D and 4.2.E show that CO and NO2. levels are well below 
relevant State and federal standards. PM2.5 levels were consistently lower than standards. O3 and PM10 
levels occasionally exceeded State and federal standards during the last three years. Also shown in 
Table 4.2.E, SO2 levels are not monitored in the San Joaquin Basin. 
 
 
Table 4.2.D: Ambient Air Quality at Stockton-Hazelton Air Monitoring Station 
 

 
 

 
One-Hour Carbon 

Monoxide1 
 

One-Hour Ozone 

 
Coarse Suspended 
Particulate (PM10) 

 
Nitrogen Dioxide 

 
 

 
Max.  

1-Hour 
Conc. 
(ppm) 

 
Number of 
Days 
Exceeded 

 
Max.  

1-Hour 
Conc. 
(ppm) 

 
Number of 

Days 
Exceeded 

 
Max.  

24-Hour 
Conc. 

(Fg/m3) 

 
Number of 

Days 
Exceeded 

 
Max.  

Conc. 
(ppm) 

 
Number of 

Days 
Exceeded 

 
State Stds. 

 
> 20 ppm/ 1 hr 

 
> .09 ppm/1 hr 

 
> 50 Fg/m3, 24 hrs 

 
> .25 ppm/1 hr 

 
2005 

 
2.6 

 
0 

 
0.1 

 
3 

 
61 

 
2 

 
0.09 

 
0 

 
2004 

 
3.7 

 
0 

 
0.1 

 
1 

 
60 

 
3 

 
0.08 

 
0 

 
2003 

 
5.8 

 
0 

 
0.1 

 
3 

 
90 

 
3 

 
0.09 

 
0 

 
Maximum 

 
5.8 

 
 

 
0.1 

 
 

 
90 

 
 

 
0.09 

 
 

 
Federal Stds. 

 
> 35 ppm/1 hr 

 
> .12 ppm/1 hr 

 
> 150 Fg/m3, 24 hrs 

 
0.053 ppm,  

annual average 
 
2005 

 
2.6 

 
0 

 
0.1 

 
NA 

 
61 

 
0 

 
0.02 

 
0 

 
2004 

 
3.7 

 
0 

 
0.1 

 
NA 

 
60 

 
0 

 
0.02 

 
0 

 
2003 

 
5.8 

 
0 

 
0.1 

 
NA 

 
90 

 
0 

 
0.02 

 
0 

 
Maximum 

 
5.8 

 
 

 
0.1 

 
 

 
90 

 
 

 
0.02 

 
 

Source: ARB and EPA 2003-2005 
ppm = parts per million 
NA = not applicable 
Data taken from the EPA Web site; others taken from the ARB Web site. 
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Table 4.2.E: Ambient Air Quality at Stockton Hazelton Air Monitoring Station 
 

 
 

 
Eight-Hour Carbon 

Monoxide 
 

Eight-Hour Ozone 

 
Fine Suspended 

Particulate (PM2.5) 
 

Sulfur Dioxide 
 
 

 
Max.  

8-Hour 
Conc. 
(ppm) 

 
Number of 
Days 
Exceeded 

 
Max.  

8-Hour 
Conc. 
(ppm) 

 
Number of 

Days 
Exceeded 

 
Max.  

24-Hour 
Conc. 
(Fg/m) 

 
Number of 

Days 
Exceeded 

 
Max.  

Conc. 
(ppm) 

 
Number of 

Days 
Exceeded 

 
State Stds. 

 
> 9.0 ppm/8 hrs 

 
> .07 ppm/8 hrs 

 
No State Standard 

 
> .04 ppm/24 hrs 

 
2005 

 
2.7 

 
0 

 
0.09 

 
NA1 

 
44 

 
NA 

 
ND2 

 
ND 

 
2004 

 
2.5 

 
0 

 
0.08 

 
NA 

 
41 

 
NA 

 
ND 

 
ND 

 
2003 

 
3.1 

 
0 

 
0.09 

 
 

 
45 

 
NA 

 
ND 

 
ND 

 
Maximum 

 
3.1 

 
 

 
0.09 

 
 

 
45 

 
 

 
ND 

 
 

 
Federal Stds. 

 
> 9.0 ppm/8 hrs 

 
> .08 ppm/8 hrs 

 
> 65 Fg/m3, 24 hrs 

 
0.03 ppm,  

annual average 
 
2005 

 
2.7 

 
0 

 
0.09 

 
1 

 
44 

 
0 

 
ND 

 
ND 

 
2004 

 
2.5 

 
0 

 
0.08 

 
0 

 
41 

 
0 

 
ND 

 
ND 

 
2003 

 
3.1 

 
0 

 
0.09 

 
1 

 
45 

 
0 

 
ND 

 
ND 

 
Maximum 

 
3.1 

 
 

 
0.09 

 
 

 
45 

 
 

 
ND 

 
 

Source: ARB and EPA 2003-2005 
1 NA = Not applicable; no State standard. 
2  ND = No data. Monitored data for SO2 are not available.  
 
 
4.2.2 Regulatory Settings 

Federal Regulations/Standards 

Pursuant to the federal Clean Air Act (CAA) of 1970, the EPA established national ambient air 
quality standards (NAAQS) for six major pollutants, termed “criteria” pollutants. Criteria pollutants 
are defined as those pollutants for which the federal and State governments have established AAQS, 
or criteria, for outdoor concentrations in order to protect public health.  
 
Data collected at permanent monitoring stations are used by the EPA to classify regions as 
“attainment” or “nonattainment,” depending on whether the regions met the requirements stated in the 
primary NAAQS. Nonattainment areas have additional restrictions as required by the EPA.  
 
The San Joaquin Valley is a single air quality nonattainment area containing six metropolitan 
planning organizations (MPOs) and two rural transportation-planning agencies (TPAs) that conduct 
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transportation planning activities within the Valley. The EPA has designated the San Joaquin Council 
of Governments (SJCG) as the MPO responsible for ensuring the area's compliance with the CAA. 
 
The EPA established new national air quality standards for ground-level O3 and PM2.5 matter in 1997. 
On May 14, 1999, the Court of Appeals for the District of Columbia Circuit issued a decision ruling 
that the CAA, as applied in setting the new public health standards for O3 and particulate matter, was 
unconstitutional as an improper delegation of legislative authority to the EPA. On February 27, 2001, 
the U.S. Supreme Court upheld the way the government sets air quality standards under the CAA. 
The court unanimously rejected industry arguments that the EPA must consider financial cost as well 
as health benefits in writing standards. The justices also rejected arguments that the EPA took 
lawmaking power from Congress when it set tougher standards for O3 and particulate matter in 1997. 
Nevertheless, the court threw out the EPA’s policy for implementing new O3 rules, saying that the 
agency ignored a section of the law that restricts its authority to enforce such rules. 
 
In April 2003, the EPA was cleared by the White House Office of Management and Budget (OMB) to 
implement the eight-hour ground-level O3 standard. The EPA issued the proposed rule implementing 
the eight-hour O3 standard in April 2003. The EPA completed final eight-hour nonattainment status 
on April 15, 2004 and revoked the one-hour standard on June 15, 2005. 
 
The EPA issued the final PM2.5 implementation rule in fall 2004. The EPA issued final designations 
on December 14, 2004. 
 
 
State Regulations/Standards 

The State of California began to set California ambient air quality standards (CAAQS) in 1969 under 
the mandate of the Mulford-Carrell Act. The CAAQS are generally more stringent than the NAAQS. 
In addition to the six criteria pollutants covered by the NAAQS, there are CAAQS for sulfates, 
hydrogen sulfide, vinyl chloride, and visibility reducing particles. These standards are also listed in 
Table 4.2.A.  
 
Originally, there were no attainment deadlines for CAAQS. However, the CCAA of 1988 provided a 
time frame and a planning structure to promote their attainment. The CCAA required nonattainment 
areas in the State to prepare attainment plans and proposed to classify each such area on the basis of 
the submitted plan, as follows: moderate, if CAAQS attainment could not occur before December 31, 
1994; serious, if CAAQS attainment could not occur before December 31, 1997; and severe, if 
CAAQS attainment could not be conclusively demonstrated at all.  
 
The attainment plans require a minimum 5 percent annual reduction in the emissions of nonattainment 
pollutants unless all feasible measures have been implemented. The San Joaquin area of the SJVAB is 
currently classified as a nonattainment area for three criteria pollutants: ozone (O3), suspended coarse 
particulates (PM10), and suspended fine particulates (PM2.5).  
 
 
Regional Air Quality Planning Framework 

The 1976 Lewis Air Quality Management Act established the SJVAPCD and other air districts 
throughout the State. The federal CAA Amendments of 1977 required that each state adopt an 
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implementation plan outlining pollution control measures to attain the federal standards in 
nonattainment areas of the state.  
 
The ARB coordinates and oversees both State and federal air pollution control programs in 
California. It oversees activities of local air quality management agencies and is responsible for 
incorporating air quality management plans for local air basins into a State Implementation Plan (SIP) 
for EPA approval. The ARB maintains air quality monitoring stations throughout the State in 
conjunction with local air districts. Data collected at these stations are used by the ARB to classify air 
basins as  “attainment” or “nonattainment” with respect to each pollutant and to monitor progress in 
attaining air quality standards. The ARB has divided the State into 15 air basins. Significant authority 
for air quality control within them has been given to local air districts that regulate stationary source 
emissions and develop local nonattainment plans.  
 
The California Clean Air Act (CCAA) provides the SJVAPCD with the authority to manage 
transportation activities at indirect sources and regulate stationary source emissions. Indirect sources 
of pollution are generated when minor sources collectively emit a substantial amount of pollution. An 
example of this would be the motor vehicles at an intersection, a mall, and on highways. As a State 
agency, the ARB regulates motor vehicles and fuels for their emissions. 
 
 
Regional Air Quality Management Plan (AQMP) 

The SJVAPCD has adopted several attainment plans to achieve State and federal air quality standards 
to comply with CCAA and federal Clean Air Act Amendments (FCAAA) requirements. The 
SJVAPCD must continuously monitor its progress in implementing attainment plans and must 
periodically report to the ARB and the EPA. It must also periodically revise its attainment plans to 
reflect new conditions and requirements in accordance with schedules mandated by the CCAA and 
FCAAA. 
 
The CCAA requires districts to adopt air quality attainment plans and to review and revise their plans 
to address deficiencies in interim measures of progress once every three years. The SJVAPCD's 
AQMP was adopted in 1991 and was most recently updated in 2001. 
 
To meet FCAAA and CCAA requirements, the SJVAPCD has submitted numerous plans for attaining 
ozone, PM10, and CO standards. The ozone plan projected attainment of the federal ozone standard by 
1999, but did not achieve its goal. The SJVAPCD is in the process of preparing a draft ozone plan 
and has requested a redesignation of extreme nonattainment status for the federal one-hour ozone 
standard. The CO plan demonstrates that CO attainment has already been reached. The PM10 
attainment plan sets forth the approach the SJVAPCD will use to attain the NAAQS for PM10. The 
SJVAPCD Governing Board adopted a 2003 PM10 plan in June 2003 and forwarded it to the ARB. 
The ARB adopted the plan in June 2003 and forwarded it to the EPA. The EPA found the plan 
complete in August 2003 and finalized approval of the 2003 PM10 plan in April 2004. 
 
 
4.2.3 Impact Significance Criteria 
A project would normally be considered to have a significant effect on air quality if the project would 
conflict with or obstruct implementation of the applicable air quality plan; violate any air quality 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-21 

standards or contribute substantially to an existing or projected air quality violation; result in a 
cumulatively considerable net increase of any criteria pollutant for which the project region is 
nonattainment under an applicable federal or State ambient air quality standard (including releasing 
emissions which exceed quantitative thresholds for ozone precursors); expose sensitive receptors to 
substantial pollutant concentrations; or create objectionable odors affecting a substantial number of 
people (Guidelines for the implementation of the California Environmental Quality Act, Public 
Resources Code '15000-15387). 
 
In addition to the federal and State AAQS, as listed in Table 4.2.A, there are annual emissions 
thresholds for operation of a proposed project in the SJVAB. The San Joaquin area of the SJVAB is 
administered by the SJVAPCD, and guidelines and emissions thresholds established by the 
SJVAPCD in its Guide for Assessing and Mitigating Air Quality Impacts (SJVAPCD, adopted 
August 1998 and revised January 10, 2002) are used in this analysis. 
 
SJVAPCD also requires evaluation of cumulative air quality impacts. CEQA defines cumulative 
impacts as two or more individual effects which, when considered together, are considerable or which 
compound or increase other environmental impacts. Cumulative impacts can result from individually 
minor, but collectively significant, projects. An adequate cumulative impact analysis considers a 
project over time and in conjunction with other related past, present, and reasonably foreseeable 
future projects whose impacts might compound or interrelate with those of the project being assessed. 
 
 
Thresholds of Significance for Construction Emissions 

A project’s construction phase produces many types of emissions, but PM10 is the pollutant of 
greatest concern. Rather than provide a quantitative significance threshold for PM10, the SJVAPCD 
has determined that a project's impacts will be less than significant if the project complies with certain 
mitigation measures. Accordingly, the SJVAPCD has determined that compliance with Regulation 
VIII for all sites and implementation of all other control measures indicated in Tables 4.2.F and 4.2.G 
below (as appropriate, depending on the size and location of the project site) will constitute sufficient 
mitigation to reduce PM10 impacts to a level considered less than significant. 
 
The control measures listed in Table 4.2.F (Regulation VIII Control Measures) are required for all 
construction sites by regulation. Table 4.2.G lists additional measures that may be required due to 
sheer project size or proximity of the project to sensitive receptors. Table 4.2.G also lists additional 
control measures (Optional Measures) that may be implemented if further emissions reductions are 
deemed necessary by the Lead Agency. 
 
The SJVAPCD recognizes that the measures listed in Tables 4.2.F and 4.2.G focus on PM10 
emissions from fugitive dust sources. It indicates that Lead Agencies seeking to reduce emissions 
from construction equipment exhaust should also consider the mitigation measures listed in Table 
4.2.H. The SJVAPCD recognizes that these measures are difficult to implement due to poor 
availability of alternative fueled equipment and the challenge of monitoring these activities. 
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Table 4.2.F: Regulation VIII Control Measures for Construction Emissions of PM10 
REGULATION VIII CONTROL MEASURES. - THE FOLLOWING CONTROLS ARE REQUIRED TO BE IMPLEMENTED AT 

ALL CONSTRUCTION SITES (INCLUDES CHANGES EFFECTIVE MAY 15, 2002). 
C All disturbed areas, including storage piles, which are not being actively utilized for construction purposes, shall 

be effectively stabilized of dust emissions using water, chemical stabilizer/suppressant, covered with a tarp or 
other suitable cover or vegetative ground cover. 

C All on-site unpaved roads and off-site unpaved access roads shall be effectively stabilized of dust emissions 
using water or chemical stabilizer/suppressant. 

C All land clearing, grubbing, scraping, excavation, land leveling, grading, cut & fill, and demolition activities 
shall be effectively controlled of fugitive dust emissions utilizing application of water or by presoaking. 

C When materials are transported off-site, all material shall be covered, or effectively wetted to limit visible dust 
emissions, and at least six inches of freeboard space from the top of the container shall be maintained. 

C All operations shall limit or expeditiously remove the accumulation of mud or dirt from adjacent public streets at 
the end of each workday. (The use of dry brushes is expressly prohibited except where preceded or accompanied 
by sufficient wetting to limit the visible dust emissions.) (Use of blower devices is expressly forbidden.) 

C Following the addition of materials to, or the removal of materials from, the surface of outdoor storage piles, 
said piles shall be effectively stabilized of fugitive dust emissions utilizing sufficient water or chemical 
stabilizer/suppressant. 

C Within urban areas, trackouts shall be immediately removed when they extend 50 or more feet from the site, and 
at the end of each workday. 

C Any site with 150 or more vehicle trips per day shall prevent carryout and trackout. 
Source: SJVAPCD, 2002 
 
 
Table 4.2.G: Enhanced and Additional Control Measures for Construction Emissions of 
PM10 

ENHANCED CONTROL MEASURES - THE FOLLOWING MEASURES SHOULD BE IMPLEMENTED AT CONSTRUCTION 
SITES WHEN REQUIRED TO MITIGATE SIGNIFICANT PM10 IMPACTS (NOTE, THESE MEASURES ARE TO BE 

IMPLEMENTED IN ADDITION TO REGULATION VIII REQUIREMENTS): 
C Limit traffic speeds on unpaved roads to 15 mph; and  

C Install sandbags or other erosion control measures to prevent silt runoff to public roadways from sites with a 
slope greater than one percent. 

ADDITIONAL CONTROL MEASURES - THE FOLLOWING CONTROL MEASURES ARE STRONGLY ENCOURAGED AT 
CONSTRUCTION SITES THAT ARE LARGE IN AREA, LOCATED NEAR SENSITIVE RECEPTORS, OR WHICH FOR OTHER 

REASON WARRANT ADDITIONAL EMISSIONS REDUCTIONS: 
C Install wheel washers for all exiting trucks, or wash off all trucks and equipment leaving the site; 

C Install wind breaks at windward side(s) of construction areas; 

C Suspend excavation and grading activity when winds exceed 20 mph; and* 

C Limit area subject to excavation, grading, and other construction activity at any one time. 
Source: SJVAPCD, 2002 

Notes: *Regardless of windspeed, an owner/operator must comply with Regulation VIII=s 20 percent capacity limitation. 
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Table 4.2.H: Construction Equipment Mitigation Measures 
 

EMISSION SOURCE MITIGATION MEASURES 
Heavy duty equipment (scrapers, 
graders, trenchers, earth movers, 
etc.) 

C Use of alternative fueled equipment or catalyst equipped diesel 
construction equipment. 

C Minimize idling time (e.g., 10 minutes maximum) 

C Limit the hours of operation of heavy duty equipment and/or the amount 
of equipment in use 

C Replace fossil-fueled equipment with electrically driven equivalents 
(provided they are not run via a portable generator set) 

C Curtail construction during periods of high ambient pollutant 
concentrations; this may include ceasing of construction activity during 
the peak-hour of vehicular traffic on adjacent roadways 

C Implement activity management (e.g., rescheduling activities to reduce 
short-term impacts) 

Source: SJVAPCD 2002 
 
 
Thresholds for Operational Emissions 

The term “project operations” refers to the full range of activities that can or may generate pollutant 
emissions when the development is functioning in its intended use. Ozone precursor emissions from 
project operations should be compared to the following thresholds: 
 
Ozone Precursor Thresholds 

• 10 tons per year of ROG 

• 10 tons per year of NOX 
 
Projects with operation related emissions that exceed any of the above listed emissions thresholds are 
considered significant. 
 
 
Local Carbon Monoxide Concentrations Thresholds 

• California State one hour CO standard of 20.0 ppm 

• California State eight hour CO standard of 9.0 ppm 
 
Projects that would result in CO concentrations exceeding the above standards are considered 
significant. 
 
 
Odor Impacts Threshold 

Any project with the potential to frequently expose members of the public to objectionable odors will 
be deemed to have a significant impact. 
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Hazardous Air Pollutants (HAPs) 

The definition of substantial pollutant concentrations varies for pollutants without defined 
significance standards or air contaminants not covered by the standard criteria cited above. With 
regard to hazardous air pollutants, also known as toxic air contaminants (TAC), “substantial” is taken 
to mean that the individual cancer risk exceeds a threshold considered to be a prudent risk 
management level. If best-available control technology for toxics (T-BACT) has been applied, the 
individual cancer risk to the maximum exposed individual (MEI) must not exceed 10 in 1 million in 
order for an impact to be determined not to be significant. 
 
Airborne impacts are also derived from materials considered to be a nuisance for which there may not 
be associated standards. Odors or the deposition of large-diameter dust particles outside of the PM10 
size range would be included in this category. It is considered a significant impact for odors and 
large-diameter dust particles if the SJVAPCD nuisance (Rule 402) would be potentially violated. 
 
The following limits for maximum individual cancer risk (MICR), cancer burden, and noncancer 
acute and chronic hazard indices (HI) from project emissions of TACs have been established for the 
Basin: 

• MICR and Cancer Burden. MICR is the estimated probability of a potential MEI contracting 
cancer as a result of exposure to TACs over a period of 70 years for residential and 46 years 
for worker receptor locations. The MICR calculations include multipathway consideration, 
when applicable. Cancer Burden is the estimated increase in the occurrence of cancer cases in 
a population subject to a MICR of greater than or equal to one in one million (1.0 x 10-6) 
resulting from exposure to TACs. 

• The cumulative increase in MICR that is the sum of the calculated MICR values for all TACs 
emitted from the project will not result in any of the following: 

o An increased MICR greater than 10 in 1 million (1.0 x 10-5) at any receptor location 
(assumes the project will be constructed with T-BACT) 

o A cancer burden greater than 0.5 

• Chronic HI. This is the ratio of the estimated long-term level of exposure to a TAC for a 
potential MEI to its chronic reference exposure level. The chronic HI calculations include 
multipathway considerations, when applicable. 

o The cumulative increase in total chronic HI for any target organ system due to total 
emissions from the project will not exceed 1.0 at any receptor location. 

• Acute HI. This is the ratio of the estimated maximum one-hour concentration of a TAC for a 
potential MEI to its acute reference exposure level. 

o The cumulative increase in total acute HI for any target organ system due to total 
emissions from the project will not exceed 1.0 at any receptor location. 

o Accidental Release/Acutely Hazardous Air Emissions 
 
 
The determination of significance for potential impacts from accidental release of acutely hazardous 
air pollutants should be made in consultation with local administering agency of the Risk 
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Management Preventive Program. The County health department, Office of Emergency Services, or 
local fire department is usually the administering agency. 
 
 
Evaluating Cumulative Air Quality Impacts 

The SJVAPCD recommends the following procedures to evaluate potential cumulative air quality 
impacts: 
 

• Evaluate cumulative ozone impacts 

• Evaluate cumulative PM10 impacts 

• Evaluate cumulative CO impacts 

• Evaluate cumulative hazardous air pollutant (HAP) impacts 
 
 
 
4.2.4 Impacts And Mitigation Measures 

Effects Determined to Be Less Than Significant 

Impact AIR-1: The project is not expected to create objectionable odors. 

Construction of the proposed project may expose the surrounding sensitive receptors to airborne 
particulates and fugitive dust, as well as a small quantity of construction equipment pollutants (i.e., 
usually diesel-fueled vehicles and equipment). Temporary odor from diesel exhaust would be 
expected during construction, however, no long term odor impacts are anticipated that would effect 
adjacent sensitive receptors or onsite residential uses.  
 
A potential for odor impacts may be associated with the proposed industrial uses depending upon the 
ultimate use. The industrial uses are combined in one location and are sufficiently distant from 
sensitive receptors to create a long term odor impact. Therefore, no mitigation measures are proposed. 
 
 
Impact AIR-2: The project is not expected to create long-term air quality impacts with localized 
effects. 

Vehicular trips associated with the proposed project would contribute to congestion at intersections 
and along roadway segments in the project vicinity. Localized air quality effects would occur when 
emissions from vehicular traffic increase in local areas as a result of the proposed project. The 
primary mobile source pollutant of local concern is CO, which is a direct function of vehicle idling 
time and, thus, traffic flow conditions. CO transport is extremely limited; it disperses rapidly with 
distance from the source under normal meteorological conditions. However, under certain extreme 
meteorological conditions, CO concentrations proximate to a congested roadway or intersection may 
reach unhealthful levels affecting local sensitive receptors (residents, school children, the elderly, 
hospital patients, etc.). Typically, high CO concentrations are associated with roadways or 
intersections operating at unacceptable levels of service or with extremely high traffic volumes. In 
areas with high ambient background CO concentration, modeling is recommended to determine a 
project's effect on local CO levels.  
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An assessment of project-related impacts on localized ambient air quality requires that future ambient 
air quality levels be projected. Existing CO concentrations in the immediate project vicinity are not 
available. Per EPA guidelines, the highest of the second-highest CO concentrations measured within 
the past three years were used as the background levels (see Table 4.2.I). At the Stockton-Hazelton 
Monitoring Station, the background concentrations are 4.9 ppm for the one-hour period and 3.0 ppm 
for the eight-hour period.  
 
The highest CO concentrations would occur during peak traffic hours; hence, CO impacts calculated 
under peak traffic conditions represent a worst-case analysis. Based on the same traffic impact 
analysis used for the long-term regional analysis above, CO hot spot analyses were conducted for 
existing and cumulative conditions. The impact on local carbon monoxide levels was assessed with 
the ARB-approved CALINE4 air quality model, which allows microscale CO concentrations to be 
estimated along roadway corridors or near intersections. This model is designed to identify localized 
concentrations of carbon monoxide, often termed "hot spots." A brief discussion of input to the 
CALINE4 model follows. The analysis was performed for the worst-case wind angle and wind speed 
condition and is based upon the following assumptions: 

• Selected modeling locations represent the intersections closest to the project site, with the highest 
project-related vehicle turning movements and the worst level of service deterioration. 

• Twenty receptor locations with the possibility of extended outdoor exposure from 8 to 24 meters 
(approximately 26 to 79 feet) of the roadway centerline near intersections were modeled to 
determine CO concentrations. 

• The calculations assume a meteorological condition of almost no wind (0.5 m/second), a 
suburban topographical condition between the source and receptor, and a mixing height of 1,000 
m, representing a worst-case scenario for CO concentrations. 

• CO concentrations are calculated for the one-hour averaging period and then compared to the 
one-hour standards. CO eight-hour averages are extrapolated using a persistence factor of 0.7 to 
predict the eight-hour concentration. 

• Concentrations are given in parts per million (ppm) at each of the receptor locations. 

• The “at-grade” link option with speed adjusted based on average cruise speed and number of 
vehicles per lane per hour was used rather than the “intersection” link selection in the CALINE4 
model (Caltrans has suggested that the “intersection” link should not be used due to an 
inappropriate algorithm based on outdated vehicle distribution). Emissions factors from the 
EMFAC2002 model were used for the vehicle fleet. 

• The highest level of the second-highest one-hour and eight-hour CO concentrations monitored at 
the Stockton-Hazelton Monitoring Station in the past three years were used as background 
concentrations (4.9 ppm for the one-hour CO and 3.0 ppm for the eight-hour CO). The 
“background” concentrations are then added to the model results for future with and without the 
proposed project conditions. 

 
 
In order to determine the proposed project's impact on the local air quality, the CO levels were 
modeled at six intersections in the project area for the existing and future scenarios. These 
intersections are those that the project will have the most affect on traffic volumes. The CALINE4 
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model printouts are included in Appendix E. Table 4.2.I. lists the CO concentrations from existing 
(2006) traffic. None of the intersections currently have CO concentrations that exceed federal or State 
standards.  
 
Table 4.2.J compares the CO concentrations from 2006 traffic with all approved operational projects 
in the vicinity of this project with CO concentrations from additional traffic related to the proposed 
project. Table 4.2.K compares CO concentrations without and with the project in 2035. As shown in 
Tables 4.2.J and 4.2.K, none of the six intersections analyzed would exceed either the one-hour or the 
eight-hour CO concentration federal and State standards. Table 4.2.J shows that in 2006, the proposed 
project would contribute at most a 2.0 ppm increase to the one-hour and a 1.4 ppm increase to the 
eight-hour CO concentrations at these intersections. Table 4.2.K shows that in 2035, the proposed 
project would contribute at most a 0.2 ppm increase to the one-hour and a 0.2 ppm increase to the 
eight-hour CO concentrations at these intersections. The proposed project would not have a 
significant impact on local air quality for CO, and no mitigation measures would be required. 
 
 
Table 4.2.I: Existing (2006) CO Concentrations1  
 

Exceed State 
Standards? 

Intersection 

Receptor 
Distance to 

Road 
Centerline 
(Meters) 

Existing One-
Hour CO 

Concentration 
(ppm) 

Existing Eight- 
Hour CO 

Concentration 
(ppm) 1-HR 8-HR 

14 7 3.9 No No 
14 6.9 3.9 No No 
14 6.9 3.9 No No 

Airport Way/Sperry 
Road 

14 6.9 3.9 No No 
21 7 3.9 No No 
19 6.9 3.9 No No 
19 6.9 3.9 No No 

Quantas Lane/Arch 
Airport Road 

12 6.8 3.8 No No 
17 6.7 3.7 No No 
17 6.7 3.7 No No 
17 6.7 3.7 No No 

Airport 
Way/Performance 
Drive 

15 6.7 3.7 No No 
8 7 3.9 No No 
8 6.9 3.9 No No 
8 6.9 3.9 No No 

Ash Street/French 
Camp Road 

8 6.9 3.9 No No 
14 7.9 4.6 No No 
14 7.9 4.6 No No 
14 7.7 4.4 No No 

Airport Way/French 
Camp Road 

14 7.6 4.4 No No 
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Exceed State 
Standards? 

Intersection 

Receptor 
Distance to 

Road 
Centerline 
(Meters) 

Existing One-
Hour CO 

Concentration 
(ppm) 

Existing Eight- 
Hour CO 

Concentration 
(ppm) 1-HR 8-HR 

24 5.8 3.1 No No 
22 5.8 3.1 No No 
22 5.8 3.1 No No 

French Camp 
Road/Sperry Road 

22 5.8 3.1 No No 
Source: LSA Associates, Inc., February 2006 
1 Includes ambient one-hour concentration of 4.9 ppm and ambient eight-hour concentration of 3.0 ppm, measured at the 

Stockton-Hazelton air quality monitoring station. 
 
 
Table 4.2.J: 2006 Other Approved Projects Without and With Project CO Concentrations1 

 
Exceed State 
Standards?2 

Intersection 

Receptor 
Distance to 

Road 
Centerline 
(Meters) 

Project-
Related 
Increase 

1-hr/8-hr 
(ppm) 

Without/With 
Project One-

Hour CO 
Concentration 

(ppm) 

Without/With 
Project Eight-

Hour CO 
Concentratio

n (ppm) 1-HR 8-HR 
14/21 0.9/0.7 6.1/7.0 3.8/4.5 No No 
14/19 0.7/0.5 6.1/6.8 3.8/4.3 No No 
14/17 0.7/0.5 6.0/6.7 3.8/4.3 No No 

Airport Way/Sperry 
Road 

14/17 0.6/0.4 6.0/6.6 3.8/4.2 No No 
21/21 0.8/0.6 6.1/6.9 3.8/4.4 No No 
19/21 0.8/0.5 6.0/6.8 3.8/4.3 No No 
19/21 0.8/0.5 6.0/6.8 3.8/4.3 No No 

Quantas Lane/Arch 
Airport Road 

39069 0.8/0.6 5.9/6.7 3.7/4.3 No No 
17/17 0.7/0.5 5.8/6.5 3.6/4.1 No No 
17/17 0.6/0.5 5.8/6.4 3.6/4.1 No No 
17/17 0.6/0.5 5.8/6.4 3.6/4.1 No No 

Airport 
Way/Performance 
Drive 

15/15 0.6/0.5 5.8/6.4 3.6/4.1 No No 
38945 2.0/1.4 6.1/8.1 3.8/5.2 No No 
38942 1.5/1.0 6.0/7.5 3.8/4.8 No No 
38942 1.5/1.0 6.0/7.5 3.8/4.8 No No 

Ash Street/French 
Camp Road 

38942 1.4/1.0 6.0/7.4 3.8/4.8 No No 
14/14 1.8/1.2 7.0/8.8 4.5/5.7 No No 
14/14 1.5/1.0 7.0/8.5 4.5/5.5 No No 
14/14 1.5/1.1 6.8/8.3 4.3/5.4 No No 

Airport Way/French 
Camp Road 

14/14 1.5/1.0 6.7/8.2 4.3/5.3 No No 
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Exceed State 
Standards?2 

Intersection 

Receptor 
Distance to 

Road 
Centerline 
(Meters) 

Project-
Related 
Increase 

1-hr/8-hr 
(ppm) 

Without/With 
Project One-

Hour CO 
Concentration 

(ppm) 

Without/With 
Project Eight-

Hour CO 
Concentratio

n (ppm) 1-HR 8-HR 
24/24 0.0/0.0 4.9/4.9 3.0/3.0 No No 
24/24 0.0/0.0 4.9/4.9 3.0/3.0 No No 
22/22 0.0/0.0 4.9/4.9 3.0/3.0 No No 

French Camp 
Road/Sperry Road 

22/22 0.0/0.0 4.9/4.9 3.0/3.0 No No 
Source: LSA Associates, Inc., September 2006 
1 Includes ambient one-hour concentration of 4.9 ppm and ambient eight-hour concentration of 3.0 ppm, measured at the 

Stockton-Hazelton air quality monitoring station. 
2 The one-hour CO State standard is 20 ppm, and the eight-hour CO standard is 9 ppm. 
 
 
Table 4.2.K: 2035 Without and With Project CO Concentrations1 

 
Exceed State 
Standards?2 

Intersection 

Receptor 
Distance to 

Road 
Centerline 
(Meters) 

Project-
Related 
Increase 
1-hr/8-hr 

(ppm) 

Without/With 
Project One-

Hour CO 
Concentration 

(ppm) 

Without/With 
Project Eight-

Hour CO 
Concentratio

n (ppm) 1-HR 8-HR 
24/24 0.1/0.1 5.5/5.6 3.4/3.5 No No 
24/24 0.1/0.1 5.5/5.6 3.4/3.5 No No 
24/24 0.1/0.1 5.5/5.6 3.4/3.5 No No 

Airport Way/Sperry 
Road 

24/24 0.1/0.1 5.5/5.6 3.4/3.5 No No 
28/28 0.2/0.2 5.5/5.7 3.4/3.6 No No 
26/26 0.1/0.1 5.5/5.6 3.4/3.5 No No 
24/24 0.1/0.1 5.5/5.6 3.4/3.5 No No 

Quantas Lane/Arch 
Airport Road 

21/21 0.1/0.0 5.4/5.5 3.4/3.4 No No 
24/24 0.0/0.0 5.4/5.4 3.4/3.4 No No 
23/23 0.1/0.1 5.3/5.4 3.3/3.4 No No 
17/17 0.1/0.1 5.3/5.4 3.3/3.4 No No 

Airport 
Way/Performance 
Drive 

17/17 0.0/0.0 5.3/5.3 3.3/3.3 No No 
21/21 0.2/0.1 5.3/5.5 3.3/3.4 No No 
21/21 0.1/0.1 5.3/5.4 3.3/3.4 No No 
20/20 0.1/0.1 5.3/5.4 3.3/3.4 No No 

Ash Street/French 
Camp Road 

20/20 0.1/0.1 5.3/5.4 3.3/3.4 No No 
26/28 0.1/0.1 5.5/5.6 3.4/3.5 No No 
24/26 0.1/0.1 5.5/5.6 3.4/3.5 No No 
22/24 0.2/0.1 5.4/5.6 3.4/3.5 No No 

Airport Way/French 
Camp Road 

14/22 0.2/0.1 5.4/5.6 3.4/3.5 No No 
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Exceed State 
Standards?2 

Intersection 

Receptor 
Distance to 

Road 
Centerline 
(Meters) 

Project-
Related 
Increase 
1-hr/8-hr 

(ppm) 

Without/With 
Project One-

Hour CO 
Concentration 

(ppm) 

Without/With 
Project Eight-

Hour CO 
Concentratio

n (ppm) 1-HR 8-HR 
24/24 0.0/0.0 5.6/5.6 3.5/3.5 No No 
24/24 0.1/0.1 5.5/5.6 3.4/3.5 No No 
22/22 0.0/0.0 5.5/5.5 3.4/3.4 No No 

French Camp 
Road/Sperry Road 

22/22 0.0/0.0 5.5/5.5 3.4/3.4 No No 
Source: LSA Associates, Inc., September 2006 
1 Includes ambient one-hour concentration of 4.9 ppm and ambient eight-hour concentration of 3.0 ppm, measured at the 

Stockton-Hazelton air quality monitoring station. 
2 The one-hour CO State standard is 20 ppm, and the eight-hour CO standard is 9 ppm. 
 
 
Impact AIR-3: The project is not expected to create hazardous air pollutant emissions. 

Light industrial land uses are proposed within the project limits at a distance of approximately 600 
feet from the proposed residential developments. The operations expected to occur within these 
facility will not emit any HAPs in any significant quantity other than diesel exhaust. While there will 
be other toxic substances in use on site, compliance with State and federal handling regulations will 
bring emissions to below a level of significance. In addition to the proposed industrial facilities there 
is an existing Union Pacific Railroad track located adjacent to the proposed residential uses.  
 
As the proposed project is currently in the planning stage the types of facilities to be located within 
the industrial areas are unknown. Therefore, the diesel health risk assessment was based on a large 
industrial facility that would generate up to 5,300 diesel truck trips per day. There is little rail activity 
on the rail line in the vicinity of the industrial uses. UPRR was contacted to determine the rail 
frequency usage on the rail lines within the project. According to UPRR representative Jim Smith, the 
rail line usage fluctuates and actual usage is not an indicator of potential conditions. Therefore, UPRR 
indicated that the worst case usage frequency should be used to assess health risks. To evaluate the 
worst case conditions it is estimated that up to 84 trains would pass in a one-week period, an average 
of 12 trains per day.  
 
The ARB model, EMFAC2002, was used for emissions factors for trucks both idling and operating to 
determine the total emissions of diesel exhaust particulate from the project. Emissions factors in the 
EPA's Technical Highlights: Emission Factors for Locomotives (EPA420-F-97-051, December 1997) 
were used as a source of train engine emission rates. Refer to Appendix E for details of the analysis. 
 
Carcinogenic and Chronic Project-Related Emissions Impacts. There would be long-term 
operational emissions from the diesel-powered trucks delivering and removing supplies and materials 
from the project site and diesel emissions from rail activities on the Union Pacific Railroad track. The 
primary health risk from heavy-duty truck and train emissions is diesel particulate exhaust. The 
results of the analysis are shown in Table N. Even with the conservative modeling technique used 
(concentrating all truck exhaust to emit from the center of the project area), the nearest residences to 
the would be exposed to an unmitigated inhalation cancer risk of no more than 1.6 in 1 million, less 
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than the threshold of 10 in one million (see Table 4.2.L). The HI would be 0.002, less than the 
threshold of 1.0. No significant health risk would occur, and no mitigation is necessary. 
 
 
Table 4.2.L: Project-Related Health Risk Assessment Results 
 

 
 

 
Cancer Risk 

(number in 1 million) 

 
Chronic Hazard Index 

 
Nearest Residences 

 
1.6 

 
0.005 

 
Threshold 

 
10 

 
1 

Source: LSA Associates, Inc., February 2006 
 
 
Impact AIR-4: The project is not expected to create air pollutants that have short-term acute health 
effects.  

No activity related to the project will emit any toxic air pollutants that have short-term acute health 
effects. There will be no machinery within to emit any toxic air pollutants that have short-term acute 
health effects. Therefore, the potential for short-term acute exposure to project-related toxic emissions 
will be less than significant. 
 
In addition, the proposed project is not expected to result in any accidental release of acutely 
hazardous air emissions. Compliance with the City and SJVAPCD rules and regulations will ensure 
that no significant accidental release/acutely hazardous air emissions impacts will occur. No 
mitigation measures are recommended. 
 
 
Potentially Significant Impacts 
 
Impact AIR-5: The project has the potential to contribute to an increase in Atmospheric 
Greenhouse Gas Emissions 

The proposed project has the potential to contribute to an increase in Atmospheric Greenhouse Gas 
Emissions. However, no guidance is available to local agencies regarding the methodology for 
assessing the potential for global warming impacts on a project scale, and no standards have been 
established to assess the project’s contribution of greenhouse gases. Notwithstanding, this DEIR has 
concluded that the project contributes to environmental impacts associated with Land Use, Air 
Quality, Transportation and Public Infrastructure provision. Therefore, it is reasonable to conclude 
that the project could contribute on a cumulative basis to an increase in atmospheric greenhouse gas 
emissions such that the project-related impact would be potentially significant. 
 
While reliable modeling techniques have not been developed to assess a project’s contribution to 
global climate change, in February 2008, the Office of the California Attorney General published a 
guidance document providing information to local agencies in carrying out their duties under CEQA 
as they relate to global warming (Appendix L). Included in the guidance document are various 
measures that may reduce the global warming related impact of a project. As appropriate, the 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-32 

measures can be included as design features of a project, required as changes to a project, or imposed 
as mitigation (whether undertaken directly by the project proponent of funded by mitigation fees). 
 
To address the potential of the project to contribute to an increase in Atmospheric Greenhouse Gas 
Emissions, the project applicant(s) shall implement all mitigation measures described in this DEIR 
pertaining to Land Use, Air Quality, Transportation and Public Infrastructure/Services provision. By 
the implementation of those measures, the project-related impact can be reduced to less than 
significant. Additionally, the following recommended measures should be implemented by the project 
applicant(s) of all project phases, as appropriate and practical to each development phase, to further 
contribute to the reduction of greenhouse gas emissions and the effects of global warming at the 
project level: 
 
Recommended Measures to Reduce the Project’s Contribution to an Increase in Greenhouse 
Gases:  
 
Energy Efficiency 
 
• Design buildings to be energy efficient. Site buildings to take advantage of shade, prevailing 

winds, landscaping and sun screens to reduce energy use. 

• Install efficient lighting and lighting control systems. Use daylight as an integral part of lighting 
systems in buildings. 

• Install light colored “cool” roofs, cool pavements, and strategically placed shade trees. 

• Provide information on energy management services for large energy users. 

• Install energy efficient heating and cooling systems, appliances and equipment, and control 
systems. 

• Install light emitting diodes (LEDs) for traffic, street and other outdoor lighting. 

• Limit the hours of operation of outdoor lighting. 

• Water Conservation & Efficiency 

• Create water-efficient landscapes. 

• Install water-efficient irrigation systems and devices, such as soil moisture-based irrigation 
controls. 

• Use reclaimed water for landscape irrigation in new developments and on public property. Install 
the infrastructure to deliver and use reclaimed water. 

• Design buildings to be water-efficient. Install water-efficient fixtures and appliances. 

• Restrict watering methods (e.g., prohibit systems that apply water to non-vegetated surfaces) and 
control runoff. 

 
Solid Waste Measures 
 
• Reuse and recycle construction and demolition waste (including, but not limited to, soil, 

vegetation, concrete, lumber, metal, and cardboard). 
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• Provide interior and exterior storage areas for recyclables and green waste and adequate recycling 
containers located in public areas. 

• Provide education and publicity about reducing waste and available recycling services. 

 

Land Use Measures 

• Incorporate public transit into project design. 

• Preserve and create open space and parks. Preserve existing trees, and plant replacement trees at a 
set ratio. 

• Create travel routes that ensure that destinations may be reached conveniently by public 
transportation, bicycling or walking. 

 

Transportation & Motor Vehicles 

• Promote ride sharing programs e.g., by designating a certain percentage of parking spaces for ride 
sharing vehicles, designating adequate passenger loading and unloading and waiting areas for ride 
sharing vehicles, and providing a web site or message board for coordinating rides. 

• Provide the necessary facilities and infrastructure to encourage the use of low or zero-emission 
vehicles (e.g., electric vehicle charging facilities). 

• For commercial and industrial projects, provide adequate bicycle parking near building entrances 
to promote cyclist safety, security, and convenience. For large employers, provide facilities that 
encourage bicycle commuting, including, e.g., locked bicycle storage or covered or indoor 
bicycle parking. 

• Incorporate bicycle lanes and routes into street systems, new subdivisions and large 
developments. 

• Create bicycle lanes and walking paths directed to the location of schools, parks and other 
destination points. 

Construction of the proposed project could contribute to atmospheric greenhouse gas emissions 
resulting in a potentially significant impact. With the application of mitigation measures 
presented in Land Use, Air Quality, Transportation, and Public Services the impacts should be 
reduced to less than significant on global warming. In addition, implementation of the measures 
recommended by the California Attorney General will further reduce the project’s contribution 
to greenhouse gas emissions. 

 

Impact AIR-6: The project could create short-term fugitive dust and exhaust-related impacts. 

Air pollutant emissions associated with the project would occur over the short-term from construction 
activities, such as fugitive dust from site preparation and grading and emissions from equipment 
exhaust. The SJVAPCD's approach to CEQA analyses of PM10 impacts is to require implementation 
of effective and comprehensive control measures rather than detailed quantification of emissions. 
Because construction activities will incorporate all feasible mitigation measures, project-related 
construction emissions will be less than significant. Compliance with Regulation VIII and 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-34 

implementation of applicable control measures, indicated in Tables 4.2.F and 4.2.G, will reduce PM10 
impacts to a level considered less than significant. No additional measures are recommended. 
 
Mitigation Measure AIR-1a: The SJVAPCD Regulation VIII, Control Measures for Construction 
Emissions of PM10 (as shown in Tables 4.2.F, 4.2.G and 4.2.H), are required to be implemented at all 
construction sites. Compliance with the above Regulation VIII requirements would lessen the fugitive 
dust impact during construction to a level considered less than significant.  
 
Mitigation Measure AIR-1b: Architectural coatings and asphalt paving conducted on site shall 
adhere to rules and regulations stated in the SJVAPCD Rulebook. Compliance with Rule 4601, 
Architectural Coatings, and Rule 4641, Asphalt Paving, would lessen impacts from architectural 
coatings and asphalt paving to a level considered less than significant. 
 
The above mitigation measures will reduce construction impacts to the extent feasible and 
comply with SJVAPCD requirements for reducing construction equipment exhaust. However, 
the mitigation measures do not completely mitigate for the project=s air quality impacts. The 
remaining impacts, discussed below, would be adverse and unavoidable. 
 
 
Impact AIR-7: The project would create long-term exhaust related impacts. 

Long-term air emissions impacts are those associated with project-related stationary and mobile 
sources. The proposed project, consisting of mixed-use (residential, commercial, and industrial) uses, 
is only a newly added part of a larger overall area development. Because the larger overall 
development was approved, this analysis only shows the incremental increase. The stationary source 
emissions from this land use would come from its consumption of natural gas and electricity. The 
traffic study prepared for this project (Fehr & Peers, August 2006) predicted vehicular trips 
associated with the proposed project that would contribute to the congestion at intersections and along 
roadway segments in the project vicinity. As indicated in the traffic analysis, the proposed project 
would generate a total of 49,430 daily vehicular trips. Using the ARB model URBEMIS2002 (version 
8.7.0), emissions associated with project-related vehicular trips and stationary sources were calculated 
and are included in Table 4.2.M. As shown, the project's emissions would exceed the SJVAPCD 
annual emissions thresholds. Therefore, the proposed project's impact is significant, and mitigation 
measures are required. The URBEMIS2002 (version 8.7.0) model run is included in Appendix E. 
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Table 4.2.M: Tidewater Crossing Project Operational Emissions 
 

POLLUTANTS 
(TONS/YEAR) SOURCE 

ROC NOX 
Proposed Emissions   
Stationary sources: 79.03 8.94 
Vehicular traffic: 97.98 129.84 
Proposed Subtotal 177.02 138.78 
SJVAPCD Threshold 10 10 

Exceeds Threshold? Yes Yes 
Significant Impact? Yes Yes 

Source: LSA Associates, Inc., September 2006. 
 
 
Despite great progress in air quality improvement, approximately 146 million people nationwide 
lived in counties with pollution levels above the NAAQS in 2002. Out of the 230 nonattainment areas 
identified during the 1990 Clean Air Act Amendment designation process, 124 areas remain as 
nonattainment today. In these nonattainment areas, however, the severity of air pollution episodes has 
decreased.  
 
As shown in Table 4.2.B, long-term exposure to elevated levels of criteria pollutants could result in 
potential health effects. However, as stated in the Thresholds of Significance, emissions thresholds 
established by the air district are used to manage total regional emissions within an air basin based on 
the air basin attainment status for criteria pollutants. These emissions thresholds were established for 
individual projects that would contribute to regional emissions and pollutant concentrations that may 
affect or delay the projected attainment target year for certain criteria pollutants. This is a Master 
Development Plan project, much larger than an individual project, and has the potential to result in 
large emissions. 
 
Due to the conservative nature of the thresholds and the basin wide context of an individual project's 
emissions, there is no direct correlation of a single project to localized health effects. One individual 
project having emissions exceeding a threshold does not necessarily result in adverse health effects 
for residents in the project vicinity. This is especially true when the criteria pollutants exceeding 
thresholds are those with regional effects, such as ozone precursors like ROG and NOX. 
 
 
Project Operations Related Impacts 

The project would result in total (vehicular and stationary) daily emissions exceeding the annual 
emissions thresholds established by the SJVAPCD. No feasible mitigation measures would reduce the 
impacts to less than significant. However, the proposed project will be required to comply with Title 
24 of the California Code of Regulations established by the Energy Commission regarding energy 
conservation standards. The project applicant shall incorporate the following in building plans: 

1. Solar or low-emissions water heaters shall be used with combined space/water heater units.  
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2. Double-paned glass or window treatment for energy conservation shall be used in all exterior 
windows. 

3. Buildings shall be oriented north/south where feasible. 
 

 
Feasible mitigation measures do not exist that would reduce these impacts to less than 
significant levels. 
 
 
Impact AIR-8: The project is not consistent with Air Quality Attainment Plan. 

A consistency analysis determination plays an essential role in local agency project review by linking 
local planning and unique individual projects to the AQMP in the following ways. It fulfills the 
CEQA goal of fully informing local agency decision makers of the environmental costs of the project 
under consideration at a stage early enough to ensure that air quality concerns are fully addressed. It 
also provides the local agency with ongoing information, assuring local decision makers that they are 
making real contributions to clean air goals defined in the most current AQMP.  
 
An AQMP describes air pollution control strategies to be taken by counties or regions classified as 
nonattainment areas. Currently, the project region is in nonattainment for ozone, PM10, and PM2.5. 
The AQMP’s main purpose is to bring the area into compliance with the requirements of federal and 
State air quality standards. Implementation of the proposed project would contribute to the delay of 
the attainment in the region.  
 
The proposed project will require an amendment to be consistent with the City’s General Plan. In 
addition, the proposed project's long-term regional air quality emissions would exceed the 
SJVAPCD’s annual thresholds for NOX and ROG. Therefore, the proposed project would be 
inconsistent with the AQMP and would result in a significant long-term air quality impact. 
 
Feasible mitigation measures do not exist that would reduce these impacts to a less than 
significant level. 
 
 
Impact AIR-9: The project would contribute to cumulative air quality impacts.  

The traffic study included vehicular trips from all present and future projects in the project vicinity. 
Therefore, CO hot spot concentrations calculated at these intersections include the cumulative traffic 
effect. Based on Tables 4.2.J and 4.2.K, no significant cumulative CO impacts would occur. 
 
Construction of the project would contribute cumulatively to the local and regional air pollutants, 
together with other projects under construction. The project would result in significant operational air 
quality impacts. Thus, it is anticipated that these additional emissions would result in significant 
cumulative air quality impacts. 
 
Feasible mitigation measures do not exist that would reduce these impacts to a less than 
significant level. 
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4.2.5 Level Of Significance After Mitigation 
Compliance with SJVAPCD regulations will assist in reducing the cumulative project impacts on air 
quality although impacts cannot be completely mitigated to less than significant. Additionally, the 
project land use has not been planned under the existing General Plan and is, therefore, inconsistent 
with the AQAP. As discussed above, the project will have an air quality impact that is significant and 
unavoidable. 
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4.3 WATER RESOURCES 
A technical pre-design report on proposed flood control improvements was prepared by Domenichelli 
and Associates and is presented in Appendix L. This report was used in the evaluation of this section. 
 
 
4.3.1 Existing Setting 

Flood Control 

More than half of the project site is within the Federal Emergency Management Agency’s (FEMA) 
designated 100 year flood zone (See Figure 4.3.1). A Flood Insurance Study (FIS), dated 1980, was 
performed by the US Army Corps of Engineers (Army Corps) on behalf of FEMA to determine the 
flooding limits. To safely remove the proposed development from the 100 year floodplain, several 
flood control features must be incorporated into the project development. Descriptions of these 
improvements and the analyses to implement the improvements are provided in the impact section.  
 
French Camp Slough bisects the project site and is the main source of flooding. However, the streams 
of North and South Fork of South Little Johns Creek, Lone Tree Creek, and Weber Slough converge 
either just upstream or within the site to become French Camp Slough. The entire watershed 
encompasses approximately 360 square miles. 
 
Farmington Reservoir is the major control feature within the watershed and is operated by the Army 
Corps to provide flood protection in the lower watershed. Although it has provided significant flood 
protection over the years, much of the lower watershed, including the site, still lies within the 100 
year floodplain. This is primarily because of more than 140 square miles of uncontrolled watershed 
below Farmington Reservoir. 
 
 
Upper Watershed Off-site Conditions 

Approximately 212 square miles drain to the Farmington Flood Control Reservoir, a structure built in 
1951 to reduce flooding in the south Stockton area. Upstream of Farmington is Woodward Reservoir. 
Farmington reservoir functions to regulate flow in Little Johns Creek. According to the Water Control 
Manual for Farmington Dam, the releases are controlled such that the sum of diverted water from 
Duck Creek and the outflow from Farmington Reservoir does not exceed 2,000 cubic feet per second 
(cfs). Per the operations manual, the system was designed based on a maximum inflow to Farmington 
Reservoir of 16,000 cfs. 
 
Downstream of the inflow from the Duck Creek Diversion, Little Johns Creek bifurcates into the 
North Little Johns and South Little Johns Creeks, where the flow split historically. Recently the 
County has decided not to allow this flow split, and all flow continues in South Little Johns Creek. 
Farther downstream, South Little Johns Creek bifurcates into the North Fork and South Fork of South 
Little Johns Creek. The North & South Forks rejoin just west of Highway 99, where the channel 
becomes French Camp Slough. Lone Tree Creek joins the South Fork approximately 3,400 feet 
upstream of the confluence with the North Fork. 
 
Between Farmington Reservoir to the east and the project site, the peak flow of all streams is greatly 
attenuated because of restrictions caused by crossings such as at Mariposa Road and the Atchison, 
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Topeka & Santa Fe Railroad. FIRM maps depict water storage of approximately 13,300 acre feet 
(ac-ft) in the upper watershed east of Highway 99, which was confirmed when calibrating computer 
model flows at Highway 99 to those found in the FIS. The computer model calculated 15,070 ac ft 
required to attenuate flow to FIS levels. 
 
Temple Creek. The watershed area contributing to Temple Creek at the confluence with Lone Tree 
Creek is approximately 38.1 square miles and is 16.7 miles in length. The confluence with Lone Tree 
Creek is approximately 3.2 miles east of Highway 99. Watershed land uses are primarily agricultural 
with sparse residential. Few drainage improvements exist in the watershed resulting in some isolated 
areas where ponding occurs, and there is no positive drainage to the creek. These isolated areas were 
removed from the contributory area in the watershed model. 
 
Lone Tree Creek. The watershed area contributing to Lone Tree Creek at the confluence with South 
Little Johns Creek is approximately 85.3 square miles, of which 38.1 square miles is from Temple 
Creek. Lone Tree Creek is approximately 23.3 miles in length. Its confluence with the South Fork of 
South Little Johns Creek occurs approximately 4,800 feet downstream (west) of Highway 99. Land 
uses are primarily agricultural. In many cases the farmers berm the fields to retain irrigation water, 
which also functions to detain storm water runoff. Some dairies (which must retain storm water), and 
other agricultural and residential areas have little drainage improvements overall similar to the 
Temple Creek watershed, resulting in isolated areas which do not drain to the streams. 
 
After crossing Highway 99, Lone Tree Creek joins South Fork, South Little Johns Creek. The channel 
capacity between the highway and the stream confluence is less capacity than the channel capacity 
upstream of the highway. This creates a break out flow to the west towards and over the Tidewater 
Southern RR tracks. This breakout flow will pond east of the tracks and eventually flow west across 
the tracks onto the project site, before re-entering the system further to the west at the UPRR. 
 
 
Lower Watershed On-site Conditions 

Weber Slough. The watershed area contributing to Weber Slough at the confluence with French Camp 
Slough is approximately 7.7 square miles of agricultural, residential, commercial and industrial uses 
east of Highway 99 and the south portion of Stockton Metropolitan Airport, west of Highway 99. A 
new channel between the airport and Highway 99 was constructed sometime after the flood insurance 
rate map (FIRM) was prepared. 
 
The new channel has capacity for approximately 1,000 cfs, whereas the channel beginning near the 
Tidewater Crossing project boundary=s northeast corner has capacity for only 300 cfs. Floodwaters 
will break out of the smaller section and flood the project area to the south and east of the Union 
Pacific Railroad (UPRR) to a depth of one foot according to the FIRM map. By observation, it 
appears because of the realignment and improvement of Weber Slough, the flooding is less severe at 
the airport than is shown on the FIRM and consequently more severe at the project site. 
 
In addition to the inadequate channel capacity, the culvert at the Army National Guard driveway near 
Airport Way has capacity for only 60 cfs (two 30” concrete pipes). From this culvert downstream to 
the confluence with French Camp Slough, the channel and structures have capacity for approximately 
300cfs. 
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French Camp Slough. The source of French Camp Slough is the confluence of the North and South 
Fork of the South Little Johns Creek just east of the project boundary. The contributing drainage area 
at this point is approximately 350 square miles, which generates 4,385 cfs according to the model 
developed for the associated feasibility study. The spur line of the UPRR crosses French Camp 
Slough approximately 2,100 feet downstream of its source. The next crossing is Airport Way (2,300 
feet further downstream) followed by the confluence with Weber Slough and the crossing at Union 
Pacific Railroad (downstream project limits). Army Corps project levees exist along the banks, in 
some cases set back hundreds of feet from the top of the bank. According to discussions with the 
Army Corps, the levees were designed for a flow of 2,000 cfs with three feet of freeboard. 
  
According to the FEMA studies, French Camp Slough will overflow its banks during a 100 year 
storm event in many locations between its source and the downstream project limits at Union Pacific 
Railroad (UPRR). The peak flow of 3,970 cfs, published by FEMA at El Dorado Street a short 
distance downstream of UPRR, will be used as a target peak flow for the post development condition. 
 
 
Existing Hydrologic Results 

A hydrology study was conducted by Domenichelli and Associates for the proposed project to 
determine improvements necessary to develop the site. As part of this study analysis, a new 
hydrology model using the Army Corps HEC HMS (Hydrologic Engineering Centers Hydrologic 
Modeling System) program and detailed site topography surveys have been developed to update the 
flood flow and confirm the extent of flooding. 
 
Results of the new hydrology and site surveys showed the 100 year flood flows entering the site and 
the extent of flooding has slightly increased since the FIS study results. This was mainly because of 
slight changes in the upper watershed stream operations and some improvements to channel 
crossings. The main differences noted are the improvements to Weber Slough bringing more flow 
across Highway 99 and past the airport, and the elimination of flows entering the North Fork of Little 
Johns Creek at the historical bifurcation between the North and South forks. Both of these changes 
send more flow to the project site. Flood depths and limits have also slightly increased in some areas 
because of the higher flows and based on the new, more detailed topography. The added flooding is 
from more stored water from bank overtopping, rather than higher water surface profiles in the 
streams. 
 
An updated hydraulic model using the Army Corps HEC RAS program and detailed survey 
cross-sections shows the flood elevations within the French Camp Slough reach are actually lower 
(up to 1.5 feet) under existing conditions than those shown in the FIS results and on the FEMA Flood 
Insurance Rate Maps (FIRMs). A review of the FIS hydraulics revealed the channel data used to 
calculate the water surface profiles in the FIS were less precise (5-foot contour interval) maps and 
various other sources which would provide a less accurate water surface profile. The channel invert 
(bottom) profile in the FIS is several (over five feet in some locations) higher than the actual channel 
invert as measured in the recent detailed surveys. Channel incising could account for some of the 
discrepancy, but is not likely to be the sole reason for this large disparity. The new flood elevations in 
the current model are used as a basis for the project design. A listing of these new elevations at 
various points of interest can be found in the Tidewater Crossing Draft Hydrologic/Hydraulic 
Analysis and Pre-Design Report for Proposed Flood Control Improvements report (September 15, 
2006) prepared by Domenichelli & Associates. 
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Table 4.3.A contains results of the existing conditions study model along with values presented in the 
FEMA FIS for comparison. 
 
 
Table 4.3.A: Summary of 100-Year Peak Flows 
 

FEMA Flood Insurance 
Study Current Model (Existing 

Conditions) 

Flooding Source and Location 

Drainage 
Area 

 
(mi2) 

Peak Flow 

 
(cfs) 

Drainage 
Area 

 
(mi2) 

Peak Flow 

 
(cfs) 

French Camp Slough     
El Dorado Street 414.0 3970 344.3 4658 
Airport Way 394.8 3565 336.5 4038 
Source (Confluence of North and South 
Forks Little Johns Creek) 335.1 3855 335.4 3930 
     
South Fork South Little Johns Creek     
Terminus (French Camp Slough) 321.9 2900 327.4 2436 
Lone Tree Creek Confluence -- -- 327.4 2954 
Highway 99 234.1 2600 238.1 2454 
     
North Fork Little Johns Creek     
Terminus (French Camp Slough) 321.9 955 237.0 1505 
Highway 99 234.1 965 229.2 1505 
     
Lone Tree Creek     
Terminus (South Fork South Little Johns 
Creek) 87.8 690 89.3 523 
Overflow across UPRR    590 
Highway 99 86.0 955 87.5 1113 
     
Weber Slough     
Terminus (French Camp Slough) n/a n/a 7.8 8385 
Overflow to Industrial Area    202 
Highway 99 n/a n/a 5.5 410 

Source: FEMA, Stantec 2006 
 
 
Water Quality 
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Water Quality Analysis was completed by Pacific Advanced Civil Engineering, Inc. (see Master 
Development Plan appendices). A summary of findings is provided below. 
 
PACE sampled two onsite agricultural wells as well as French Camp Slough. The sites were sampled 
for the following: nitrogen, phosphorus, turbidity, calcium, magnesium, potassium, sodium, chloride, 
nitrate, sulfate, bicarbonate, carbonate, boron, iron, manganese, Cam 17 trace metals, mercury, and 
EPA drinking water trace organics. The results of sampling can be found in Table 4.3.B. 
 
Table 4.3.B: Summary of Water Quality Parameters 
 

 Groundwater (mg/L) Surface Water (mg/L) 

Constituents AG-1 
Results PQL MCL AG-2 

Results PQL MCL SW-1 
Results PQL MCL 

Calcium 76 1   83 1   13 1   
Magnesium 31 1   30 1   5 1   
Manganese ND 0.01 .052 ND 0.01 .052 0.02 0.01 .052 
Potassium 6 1   6 1   2 1   
Sodium 50 1   52 1   6 1   
Boron 0.5 0.1   0.4 0.1   ND 0.01   
Iron 0.06 0.05 .32 0.21 0.05 .32 0.89 0.05 .32 
Mercury ND 0.00002 .002 ND 0.00002 .002 ND 0.00002 .002 
Alkalinity (as CaCO3) 290 10   230 10   60 10   
   Bicarbonate 350 10   280 10   70 10   
   Carbonate ND 10   ND 10   ND 10   
   Hydroxide ND 10   ND 10   ND 10   
Chloride 41 1 2502 31 1 2502 3 1 2502 
Nitrate 59.6 0.4 44 5.9 0.4 44 5.5 0.4 44 
Total Nitrogen 13.5 0.5   2.3 0.5   1.2 0.5   
   Nitrate + Nitrate 
   as N 13.5 0.1 11  1.3 0.1  11 1.2 0.1 11  

Total Phosphorus 0.1 0.1   0.4 0.1   0.2 0.1   
Sulfate 56 2 2502 80 2 2502 6 2 2502 
Turbidity 0.3 0.2  ND 0.2  28.1 0.2  
          
ND - Non-Detect, PQL - Practical Quantization Limit, PQL adjusted for dilutions, concentrations, dry weight reporting, or limited samples. 
MCL - Maximum Contaminant Level, 2 - Secondary Standard      
Containers: (P) Plastic         

 
The federal Environmental Protection Agency (EPA) has adopted the National Pollutant Discharge 
Elimination System (NPDES) to manage urban runoff impacts. The NPDES system is administered in 
California by the State Water Resources Control Board (SWRCB). Stockton is within the jurisdiction 
of the Central Valley Regional Water Quality Control Board (RWQCB). The construction developers 
project larger than five acres are required to prepare a Stormwater Pollution Prevention Plan 
(SWPPP) and submit to the RWQCB a Notice of Intent (NOI) to comply with the NPDES permit. In 
addition, the City has developed a Storm Water Quality Control Criteria Plan (SWQCCP) applicable 
to the proposed project.  
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4.3.2 Impact Significance Criteria 
Potential significant impacts associated with hydrology and water quality impacts have been 
evaluated using the following criteria: 
 
FC-a Risk of 100-year flood event or greater to proposed project site; 
 
FC-b Increase in volume or rate of runoff leaving the site, causing substantial flooding or exposure 

of life and property to increased flooding hazards; 
 
WQ-a Long-term and irreversible erosion and sedimentation resulting from site development and 

occupation; and 
 
WQ-b Failure to meet applicable water quality criteria at any surface water discharge point or in 

groundwater. 
 
 
4.3.3 Impacts And Mitigation Measures 

Potentially Significant Effects 

Flood Control 

Impact FC-1: The proposed project will increase the amount of impermeable surfaces which will 
increase site runoff quantities.  

With the increase in site runoff due to the proposed project, a detention basin will be constructed to 
maintain existing flows and base flood elevations through and at the end of the project. Hydrology 
modeling and stream profiling were used to determine the flood control improvements needed for the 
proposed project. These improvements are as follows and are indicated in previous Figure 3.3.8: 

1. Construct a flow-by detention basin - Construct a flow by detention basin with storage 
volume of 1,700 ac-ft. A weir will be included, approximately 960 feet long, so flood flows 
will not spill overland, through and beyond the project limits, until critical levels are reached. 
Peak overflow, of approximately 1,000 cfs. After a major storm event, the basin will be 
emptied by a pump station which will be sized to empty the basin in an appropriate number of 
days and conform to an agreed upon standard which will be adequately determined with the 
appropriate maintenance entity prior to approval of the flood control design.  

2. Construct an overflow channel on Weber Slough - Construct a new overflow channel to the 
detention basin to convey approximately 200cfs. The channel will be approximately 30 feet 
wide if earthen lined or as narrow as 10 feet wide if concrete lined with vertical walls. 

3. Replace undersized culvert on Weber Slough - Install a new culvert at the Army National 
Guard driveway on Weber Slough to convey flow of approximately 275 cfs, to meet the 
capacity of the existing downstream channel. 

4. Levee upgrades - Fill from the detention basin will be used to raise or reconstruct existing 
levees, floodwalls may be needed where there is tight access. The height of the levees will 
range from three to five feet. On Lone Tree Creek, from Highway 99, east to the confluence 
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of south Little Johns Creek, new levees will be constructed. The new levees will range in 
height from four to seven feet, and some areas will likely require floodwalls to avoid filling 
under large oak trees. 

 
 
The hydrology model was modified to add the developed conditions with lost storage and higher 
runoff within the project limits to create a proposed condition model. Additional areas of existing 
storage outside of the development boundaries were also taken out of the floodplain where the 
development fill intercepts overland flows that would continue off-site. To provide effective 
detention storage to mitigate for the lost storage and added site runoff, the flow by detention basin 
was inserted into the model at a specified location, convenient for diverting flows, and fits in well 
with the proposed development plan. After iterative model runs, a basin of approximately 1700 ac ft 
in volume along French Camp Slough just west of the UPRR was required to bring the peak flows 
back to existing conditions below the 100-year flood level. 
  
Figure 4.3.1 displays the lands within and adjacent to the project protected from the 100-year flood 
event based upon the modeled results. Final design will be completed when pre-design level criteria 
and component layout plans are established and input has been received from the City and 
appropriate agencies. Figure 4.3.3 displays the conceptual storm water plan that will tie into the 
detention basin. 
 
The following mitigation measures and improvements will be implemented as described in the 
Hydrologic/Hydraulic Analysis and Pre-Design Report for Proposed Flood Control Improvements: 
 
Mitigation Measure FC-1a: Implementation of the stormwater and flood control plans will prevent 
flooding from occurring on-site. Additionally, the surrounding area north of French Camp Road will 
not be impacted as the proposed improvements will reinstate the previous flow conditions and will 
result in no net change.  
 
Mitigation Measure FC-1b: A request to revise the flood maps through FEMA’s Conditional Letter 
of Map Revision (CLOMR) will be required to certify the areas to be developed will no longer be 
within the 100-year floodplain. 
 
Mitigation Measure FC-1c: A FEMA Letter of Map Revision (LOMR) will be required prior to 
issuance of building permits. 
 
Mitigation Measure FC-1d: Preparation of a Storm Water Management Plan shall be prepared and 
submitted to the City of Stockton Municipal Utilities Department Director for review and approval.  
 
Mitigation Measure FC-1e: A Reclamation Board Encroachment Permit will be required under Title 
23 of the California Code of Regulations prior to modification of the levees and channels.  
 
The implementation of the above mitigation measures, including resolution of the 100-year 
floodplain issue, will eliminate the conditions noted in Significance Criterion FC-a and FC-b. 
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Water Quality 

Impact WQ-1: Project implementation could result in the potential degradation of water quality 
during project construction and operation. 

During construction, disturbance of soil and operation of construction equipment can lead to 
increased sediments and vehicle fluids in stormwater or surface runoff. Following development of the 
project site, pollutants from parking lot and roadway runoff could contain heavy metals and 
hydrocarbons from vehicle fluid. Chemicals used in landscaping maintenance would also impact 
water quality through stormwater runoff. The City has developed a Storm Water Quality Control 
Criteria Plan (SWQCCP) that is intended to establish uniform requirements for the selection and 
incorporation of storm water quality into the planning, design, construction and maintenance of flood 
management projects and new developments in a manner consistent with the Federal Clean Water Act 
(CWA) and the City's Storm Water Management Plan. All projects that require municipal approval 
for the division of land and construction of improvements are subject to the SWQCCP’s 
requirements. Accordingly, the proposed project incorporates a stormwater management system (see 
Figure 3.3.11) into the project to manage water quality issues. Implementation of the SWQCCP 
components and the following mitigation measures will ensure that the conditions outlined in 
Significance Criteria WQ-a and WQ-b will be avoided. 
 
Mitigation Measure WQ-1a: Prior to issuance of grading permits for the project site, the applicant 
shall submit evidence to the Director of the MUD indicating that a NOI and a copy of the developer's 
or contractor’s SWPPP have been filed with the RWQCB. 
 
Mitigation Measure WQ-1b: The project applicant will comply with the applicable water quality 
and storm drainage discharge requirements consistent with any waste discharge or water quality 
certification requirements authorized by the SWQCCP. A Water Quality Certification may also be 
required. 
 
Implementation of the above mitigation measures will reduce potential water degradation 
impacts to a less than significant level. 
 
 
4.3.4 Level Of Significance After Mitigation 
Potential impacts associated with flooding and water quality will be mitigated to less than significant 
levels with implementation of mitigation measures. 
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4.4 BIOLOGICAL RESOURCES 
A Biological Resources Evaluation was prepared for the proposed project by LSA Associates, Inc. 
The analysis was used in preparation of this section and is presented in Appendix F. 
 
 
4.4.1 Existing Setting 

Plant Communities and Associated Wildlife Habitats. In the following discussion, the names of 
plant communities follow the standard nomenclature used by Sawyer and Keeler-Wolf (1995), as 
appropriate. The names of the plant species are consistent with Hickman (1993).  
 
Plant communities and land uses occurring on the project site include agricultural, orchard, valley oak 
series (riparian and woodland), open water, ruderal, and developed areas. Plant communities are 
shown in Figure 4.4.1. Isolated native trees and groups of trees within agricultural areas and along 
French Camp Slough were mapped as plant communities based on tree species composition, canopy 
cover and location (i.e., valley oak woodland, valley oak riparian). Therefore, impacts to trees are 
considered on a plant community/habitat basis, rather than as impacts to individual trees. A 
breakdown of the approximate acreage of the plant communities and land uses on the project site is 
provided below in Table 4.4.A.  
 
 
Table 4.4.A: Acreage of Plant Communities on the Project Site 
 

Plant Community/Land Use Acreage on the Project Site 
Agricultural 720 
Orchard 100.4 
Valley Oak Series - Woodland 5.7 
Open Water  6.3 
Ruderal 25 
Developed 23.5 
Total 880.9* 

*Excludes railroad and major arterials 
 
 
Agricultural. The majority of the project site is comprised of agricultural land. Agricultural lands are 
dominated by cultivated row crops and associated weedy species. Also included in this category are 
minor irrigation ditches directly associated with production of row crops. Fallow fields are included 
in this community provided they are obviously part of an ongoing agricultural operation.  
 
 
Orchard. Orchards consist of stands of trees that are comprised of a single species. Understory 
vegetation is variable, consisting of ruderal species such as groundsel (Senecio vulgaris), 
Johnsongrass (Sorghum halepense), prickly lettuce (Lactuca serriola), and shepherd's purse (Capsella 
bursa-pastoris). Approximately 100.4 acres of almond (Prunus dulcis) orchard occurs on the project 
site.  
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Ruderal. Ruderal communities consist of plant species adapted to continuous disturbance, and are 
usually comprised of weedy species. Typical species occurring in ruderal areas that were observed on 
the project site include black mustard (Brassica nigra), milk thistle (Silybum marianum) common 
groundsel, prickly lettuce, bindweed (Convolvulus arvensis), ripgut grass (Bromus diandrus), and 
Johnsongrass.  
 
Open Water. An open water community on the project site occurs in French Camp Slough, and 
consists of the area within the defined channel. Vegetation in this habitat is sparse and includes 
patches of water primrose (Ludwigia peploides), and willow weed (Polygonum lapathifolium).  
 
Valley Oak Series. Broken patches of valley oak series occur along French Camp Slough, associated 
irrigation ditches, and in the agricultural land. This series is dominated by valley oak (Quercus 
lobata). The valley oak series along French Camp Slough and the irrigation ditches is characteristic of 
riparian habitat. Associated species in these areas include boxelder (Acer negundo var. californica), 
mugwort (Artemisia douglasiana), Oregon ash (Fraxinus latifolia), California rose (Rosa 
californica), narrow-leaf milkweed (Asclepias fasicularis), curly dock (Rumex crispus), and a variety 
of grasses. 
 
The valley oak series occurring in the agricultural land is characteristic of woodland habitat. 
Associated species in these areas include wild oats (Avena barbata), soft chess (Bromus hordeaceus), 
yellow star-thistle (Centaurea solstitialis), and milk thistle. 
 
Developed. Developed areas consist of artificial structures including paved roads, buildings, etc. 
Developed areas on the project site consist of several residences and associated structures (barns, 
garages, etc.). Vegetation growing near the residences also includes several large landscape trees, 
ornamental plants and invasive weedy species.  
 
Aquatic Resources. Aquatic resources located on the project site include irrigation canals and French 
Camp Slough. French Camp Slough is a narrow creek with steep banks, which flows in a northwest 
direction through the project site. French Camp Slough conveys water through the watershed to the 
San Joaquin River, provides water delivery to the surrounding agricultural fields, and collects 
irrigation discharge. Littlejohns Creek and Lone Tree Creek are tributaries to French Camp Slough. 
There are no sandy or muddy beaches, or ox-bows of slow moving water within the project area. 
 
 
Special Status Species 

Regulatory Background  

Special status plants and wildlife are those species that are 1) listed as rare, threatened, or endangered 
by USFWS or CDFG under State or federal endangered species acts, 2) are on formal lists as 
candidates for listing as threatened or endangered, 3) are on formal lists as species of concern, or 4) 
are otherwise recognized at the federal, State, or local level as sensitive. Refer to Appendix F for an 
explanation of these regulatory agency requirements.  
 
San Joaquin County Multi-Species Habitat Conservation and Open Space Plan. The San Joaquin 
County Multi-Species Habitat Conservation and Open Space Plan (SJMSCP), in accordance with 
ESA Section 10(a)(1)(B) and CESA Section 2081(b) Incidental Take Permits, provides compensation 
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for the conversion of open space to non-open space uses which affect the plant, fish, and wildlife 
species covered by the SJMSCP. The SJMSCP compensates for conversions of open space for the 
following activities: urban development, mining, expansion of existing urban boundaries, 
non-agricultural activities occurring outside of urban boundaries, levee maintenance undertaken by 
the San Joaquin Area Flood Control Agency, transportation projects, school expansions, non-federal 
flood control projects, new parks and trails, maintenance of existing facilities for non-federal 
irrigation district projects, utility installation, maintenance activities, managing preserves, and similar 
public agency projects. These activities will be undertaken by both public and private individuals and 
agencies throughout San Joaquin County and within the County's incorporated cities of Escalon, 
Lathrop, Lodi, Manteca, Ripon, Stockton, and Tracy. Public agencies including Caltrans (for 
transportation projects), and the San Joaquin Council of Governments (for transportation projects), 
also will undertake activities which will be covered by the SJMSCP. 
 
The SJMSCP is implemented by SJCOG, Inc. in coordination with the plan participants. 
 
Project applicants have four options to receive coverage under the SJMSCP, with approval by 
SJCOG, Inc.: 

1. Pay the appropriate fee as indicated in the SJMSCP.  

2. Dedicate habitat lands as conservation easement or fee title. 

3. Purchase mitigation bank credits from a mitigation bank approved by SJMSCP. 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value.  

 
Once the applicant selects from these options, additional interaction with SJCOG, Inc. will be 
required. This includes a biologist on-call with SJCOG, Inc. conducting a survey of the project site to 
confirm findings from prior biological surveys. The biologist will collect information relating to the 
project site such as habitat type and potential presence of covered species. This information will be 
used to formulate Incidental Take Minimization Measures for the project applicant consistent with the 
SJMSCP. Focused wildlife and plant surveys, including preconstruction surveys, are not conducted 
by the SJCOG, Inc. biologist, but are the responsibility of the project applicant (Steve Mayo, SJCOG, 
Inc., pers. comm). 
 
Potentially Occurring Special Status Species 

Special Status Plants 

No special status plant species were observed during focused surveys on June 22, 24, or August 16, 
2005. As a result, special status plant species are considered absent from the project site. 
 
The project site is not located within critical habitat for any special status plants. 
 

Special Status Wildlife 

A number of special status wildlife species occur or could potentially occur on the project site. 
Information on these species is summarized in Table 4.4.B, below. It should be noted that three 
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Swainson’s hawk nests were identified on the project site and are shown in Figure 4.4.2. An extensive 
discussion of each species is provided in Appendix F.
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Table 4.4.B: Special Status Wildlife Species Potentially Occurring On-Site 

Scientific Name  Common Name Status Habitat Requirements 

Habitat 
Present on 

Project 
Site 

(Y/N/U) 

Species 
Present on 

Project 
Site 

(Y/N/U) 

Rationale 

Mammals  

Various Bat species Varies 
(FSC 
and/or 
CSC) 

Bats utilize a variety of roost sites, including 
caves, tunnels, buildings, mines, bridges, 
crevices, under bark, and trees. Bats forage 
over water or fields where insects are abundant. 

Y U Potential roosting sites and 
foraging habitat present on the 
project site.  

Birds  
Agelaius tricolor Tricolored blackbird FSC, CSC Nests in freshwater marshes with tules or 

cattails, or in other dense vegetation such as 
thistle, blackberry thickets, etc. in close 
proximity to open water. Forages in a variety of 
habitats including pastures, agricultural fields, 
rice fields, and feedlots. 

Y U Suitable nesting and foraging 
habitat present on the project site. 

Asio flammeus Short-eared owl FSC, CSC Fresh and salt water swamp lands, low land 
meadows, irrigated alfalfa fields 

Y U Suitable nesting and foraging 
habitat present on the project site.  

Athene cunicularia Western burrowing 
owl 

FSC, CSC Burrow sites in open, dry annual or perennial 
grasslands, deserts, and scrublands 
characterized by low-growing vegetation. 
Subterranean nester, dependent upon 
burrowing mammals, most notably, California 
ground squirrel. 

Y U Suitable nesting and foraging 
habitat present on the project site.  

Branta canadensis 
leucopareia 

Aleutian Canada 
goose 

FD During migration and on wintering grounds, 
the geese are commonly found in marshes, 
harvested agriculture fields, and flood-irrigated 
and non-irrigated land. Forages on natural 
pasture or cultivated to grain; loafs on lakes, 
reservoirs and ponds. 

Y U Suitable winter foraging habitat 
present on the project site; 
however, no suitable nesting 
habitat occurs on the project site.  

Buteo regalis Ferruginous hawk FSC, CSC Winters in open grasslands, sagebrush flats, Y U Suitable winter foraging habitat 
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Scientific Name  Common Name Status Habitat Requirements 

Habitat 
Present on 

Project 
Site 

(Y/N/U) 

Species 
Present on 

Project 
Site 

(Y/N/U) 

Rationale 

desert scrub, low foothills, and fringes of 
pinyon-juniper habitats. Mostly eats 
lagomorphs, ground squirrels, and mice. 
Population trends may follow lagomorph 
population cycles. 

present on the project site; 
however, no suitable nesting 
habitat occurs on the project site 

Buteo swainsoni Swainson=s hawk ST Breeds in stands with few trees in juniper-sage 
flats, riparian areas and oak savannahs. 
Requires adjacent suitable foraging areas such 
as grasslands, or alfalfa or grain fields 
supporting rodent populations. 

Y Y Suitable nesting and foraging 
habitat present on the project site. 
Three pairs of Swainson's hawks 
were observed nesting on the 
project site during the 2005 
surveys.  

Charadrius montanus Mountain plover FPT, CSC Winters in short grasslands, freshly plowed 
fields, newly sprouting grain fields, and 
sometimes sod farms. Prefers short vegetation, 
bare ground and flat topography. Prefers grazed 
areas and areas with burrowing rodents. 

Y U Suitable winter foraging habitat 
present on the project site; 
however, no suitable breeding 
habitat occurs on the project site. 

Circus cyanus Northern harrier CSC Nests mostly in emergent wetlands or along 
rivers or lakes, but may nest in grasslands, 
grain fields, or on sagebrush flats several miles 
from water.  

Y U Suitable nesting and foraging 
habitat present on the project site.  

Elanus leucurus White-tailed kite FSC Nests on rolling foothills/valley margins with 
scattered oaks and river bottomlands or 
marshes next to deciduous woodlands. Found 
in open grasslands, meadows, or marshes for 
foraging close to isolated, dense-topped trees 
for nesting and perching. 

Y Y Suitable nesting and foraging 
habitat present on the project site. 
One white-tailed kite nest was 
identified on the project site during 
the 2005 surveys. 

Falco columbarius Merlin CSC Uncommon winter migrant from September to 
May. Frequents coastlines, open grasslands, 
savannahs, woodlands, lakes, wetlands, edges, 

Y U Suitable winter foraging habitat 
present on the project site; 
however, no suitable nesting 
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Scientific Name  Common Name Status Habitat Requirements 

Habitat 
Present on 

Project 
Site 

(Y/N/U) 

Species 
Present on 

Project 
Site 

(Y/N/U) 

Rationale 

and early successional stages. Ranges from 
annual grasslands to ponderosa pine and 
montane hardwood-conifer habitats. Nests in 
Alaska and Canada. 

habitat occurs on the project site. 

Falco mexicanus Prairie falcon CSC Nests on cliffs in dry, open terrain. Forages in 
open areas including grasslands, rangeland, 
savannahs, desert scrub, and some agricultural 
fields.  

Y U Suitable winter foraging habitat 
present on the project site; 
however, no suitable nesting 
habitat occurs on the project site. 

Lanius ludovicianus Loggerhead shrike FSC, CSC Nests in broken woodlands, savannah, 
pinyon-juniper, Joshua tree, and riparian 
woodlands, desert oases, scrub and washes. 
Prefers open country for hunting, with perches 
for scanning and fairly dense shrubs and brush 
for nesting. 

Y U Suitable nesting and foraging 
habitat present on the project site. 

Picoides nuttallii Nuttall=s woodpecker FSLC Oak forest and woodland, chaparral and 
riparian (especially willow-cottonwood) 
woodland. In the Sierra Nevada foothills, 
extensively uses interior live oak, blue oak and 
foothill pine outside the breeding season. 

Y U Suitable nesting and foraging 
habitat present on the project site. 

Reptiles  
Clemmys marmorata Western pond turtle CSC Occurs in permanent or nearly permanent water 

sources, ponds, marshes, rivers, streams and 
irrigation ditches with emergent vegetation and 
basking sites. Lays eggs in upland habitat 
consisting of sandy banks or grassy, open 
fields. 

Y U Suitable habitat present on the 
project site. 

Thamnophis gigas Giant garter snake FT, ST Streams and sloughs, usually with mud bottom. 
One of the most aquatic of garter snakes; 
usually in areas of freshwater marsh and 

Y U Suitable habitat present on the 
project site. 
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Scientific Name  Common Name Status Habitat Requirements 

Habitat 
Present on 

Project 
Site 

(Y/N/U) 

Species 
Present on 

Project 
Site 

(Y/N/U) 

Rationale 

low-gradient streams with emergent vegetation, 
also drainage canals, irrigation ditches, ponds, 
and small lakes. 
 

Fish  
Hypomesus transpacificus Delta smelt FT, ST Sacramento-San Joaquin delta. Seasonally in 

Suisun bay, Carquinez strait, and San Pablo 
bay. Seldom found at salinites greater than 10 
ppt. Most often in salinities less than 2 ppt. 

Y U Suitable habitat present on the 
project site. 

Lampetra ayresi River lamprey FSC, CSC Lower Sacramento River, San Joaquin River, 
and Russian River. May occur in coastal 
streams north of San Francisco Bay. Adults 
inhabit clean, gravelly riffles; ammocoetes 
require sandy backwaters or stream edges. 
Both stages require good water quality and 
temperatures less than 25E C (77E F).  

Y U Suitable habitat present on the 
project site. 

Lampetra hubbsi Kern brook lamprey FSC, CSC San Joaquin River system and Kern River. 
Adults require gravel-bottomed areas for 
spawning and ammocoetes need 
muddy-bottomed areas for burrowing and 
feeding. 

Y U Suitable habitat present on the 
project site. 

Lampetra tridentata Pacific lamprey FSC Upper drainages of the Sacramento-San 
Joaquin system. Spawning locations include, 
but are not limited to the following locations: 
below Friant Dam on the San Joaquin River; 
below Nimbus Dam and above Howe Avenue 
bridge crossing of the American River; and 
below Red Bluff dam on the Sacramento River.

Y U Suitable habitat present on the 
project site. 
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Scientific Name  Common Name Status Habitat Requirements 

Habitat 
Present on 

Project 
Site 

(Y/N/U) 

Species 
Present on 

Project 
Site 

(Y/N/U) 

Rationale 

Oncorhynchus mykiss Central Valley 
steelhead 

FT Populations occur and spawn in the 
Sacramento and San Joaquin rivers and their 
tributaries. 

Y U Suitable habitat present on the 
project site. 

Oncorhynchus tshawytscha Central Valley fall/late 
fall-run chinook 
salmon 

FSC, CSC Found mainly in the Sacramento River and its 
tributaries, and most spawning and rearing of 
juveniles takes place in the reach between Red 
Bluff and Redding (Keswick Dam). Adult 
numbers depend on pool depth and volume, 
amount of cover, and proximity to gravel. 

Y U Suitable habitat present on the 
project site. 

Pogonichthys 
macrolepidotus 

Sacramento splittail FSC, CSC Largely confined to the Delta, Suisun Bay, 
Suisun Marsh, Napa River, Petaluma River, 
and other parts of the Sacramento-San Joaquin 
estuary. Occurs in slow moving river sections 
and dead end sloughs. Requires flooded 
vegetation for spawning and foraging for 
young.  

Y U Suitable habitat present on the 
project site. 

Y = Yes / N= No / U = Unknown 
Listing Status       
Federal State 
FT = Threatened   ST = Threatened    
FE = Endangered   SE = Endangered    
FPT = Proposed Threatened SR = Rare 
FPE = Proposed Endangered  CSC = Species of Special Concern    
FC = Candidate      
FSC = Species of Concern      
FD = Delisted      
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Waters of the United States 

Regulatory Background 

Army Corps of Engineers Jurisdictional Waters. Under Section 404 of the Clean Water Act (CWA), 
the Army Corps of Engineers (Corps) regulates the discharge of dredged or fill material into waters of 
the U.S. Waters of the U.S. are those waters that have a connection to interstate commerce, either 
direct via a tributary system or indirect through a nexus identified in the Corps regulations. In 
non-tidal waters, the lateral limit of jurisdiction under Section 404 extends to the ordinary high water 
mark (OHWM) of a waterbody or, where adjacent wetlands are present, beyond the OHWM to the 
limit of the wetlands. In tidal waters, the lateral limit of jurisdiction extends to the high tidal line 
(HTL) or, where adjacent wetlands are present, beyond the HTL to the limit of the wetlands. 
 

Wetlands. Wetlands are defined as “those areas that are inundated or saturated by surface or 
ground water at a frequency and duration sufficient to support, and that under normal 
circumstances do support, a prevalence of vegetation typically adapted for a life in saturated 
soil conditions.”  

Nonwetland Waters. Nonwetland waters essentially include any body of water, not otherwise 
exempted, that displays an OHWM. 

 
Regional Water Quality Control Board. Under Section 401 of the CWA, the State Water Resources 
Control Board must certify all activities requiring a 404 permit. The Regional Water Quality Control 
Board (RWQCB) regulates these activities and issues water quality certification for those activities 
requiring a 404 permit. In addition, the RWQCB has authority to regulate the discharge of “waste” 
into waters of the State pursuant to the Porter-Cologne Water Quality Control Act (P-C). 
 
California Department of Fish and Game Jurisdiction. CDFG, through provisions of Sections 
1600-1616 of the State of California Code of Regulations, is empowered to issue agreements for any 
alteration of a river, stream, or lake where fish or wildlife resources may be substantially adversely 
affected. Streams (and rivers) are defined by the presence of a channel bed and banks, and the 
conveyance of at least ephemeral flows. CDFG regulates wetland areas only to the extent that those 
wetlands are part of a river, stream, or lake as defined by CDFG. CDFG generally includes, within the 
jurisdictional limits of streams and lakes, any riparian habitat present.  
 
 

Potential Jurisdictional Waters On Site 

A wetland delineation was prepared for the project site in March 2007 and submitted to the Corps of 
Engineers for verification in April 2007. A total of 22.71 acres of waters of the United States are 
present, including 4.78 acres of wetlands and 17.93 acres of non-wetland waters. However, aquatic 
resources (i.e., French Camp Slough) on the project site may be subject to U.S. Army Corps of 
Engineers, State or Regional Water Quality Control Board, and/or California Department of Fish and 
Game jurisdiction as waters of the United States or waters of the State. Fill of jurisdictional areas 
would require appropriate permits from the agencies named above. 
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4.4.2 Impact Significance Criteria 
Potential significant impacts associated with biological resources have been evaluated using the 
following criteria: 
 
BR-a Substantial interference with the movement of any resident or migratory fish or wildlife 

species; 

BR-b Substantially diminished habitat for fish, wildlife, or plants; 

BR-c Substantial effect on rare, endangered or special status species of animals or plants or the 
habitat of the species; and 

BR-d Conflict with adopted goals, policies, or regulations of relevant regulatory agencies. 
 
The significance criteria identified above are based on CEQA Guidelines, Section 15065. A number 
of other agencies have promulgated criteria and definitions relevant to the implementation of CEQA 
significance criteria, as described below. 
 
CEQA Section 15206 states that a project is of statewide, regional, or area wide significance if it has 
the potential to substantially affect sensitive wildlife habitats, including but not limited to riparian 
lands, wetlands, bays, estuaries, marshes, and habitats for rare and endangered species, as defined by 
Fish and Game Code Section 903. CEQA Section 15380 further provides that a plant or animal 
species may be treated as rare or endangered even if not on one of the official lists if, for example, it 
is likely to become endangered in the foreseeable future. 
 
Based on guidelines established by the USFWS and CDFG, a project could be considered to have a 
significant adverse impact on biological resources if it would result in substantial disruption to, or 
destruction of, any special-status species, its habitat, or breeding grounds. A project would also be 
considered to have a significant impact if it would result in a substantial loss of important plant or 
animal species; would cause a change in species composition, abundance, or diversity beyond that of 
normal variability; would result in the direct or indirect measurable degradation of sensitive habitats 
(e.g., wetlands, riparian corridors, vernal pools, oak woodlands); or would result in loss of a 
significant plant community. 
 
A project would normally have a significant impact on the environment if it would physically affect 
communities or species protected by adopted environmental plans and goals of the community(ies) 
where it is located. Any action that would conflict with these policies might be considered a 
significant impact. 
 
 
4.4.3 Impacts And Mitigation Measures 

Effects Considered to be Less than Significant Impacts  

Impact BR-1: The project will result in impacts to common resident plant and wildlife species, 
including associated habitats.  

Impacts to plant communities and associated wildlife will occur as a result of development of the 
project site, including the development/excavation of the detention basin. Both native and nonnative 
plant communities will be converted to development, and associated wildlife habitat occurring on the 
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site will be affected. Common plant communities affected will include agricultural land, orchard, and 
ruderal habitat. Common wildlife species using these areas, such as western fence lizard (Sceloporus 
occidentalis), gopher snake (Pituophis melanoleucus), western meadowlark (Sturnella neglecta), 
California vole (Microtus californicus), and California ground squirrel (Spermophilus beecheyi), 
could be killed outright or displaced to other adjacent habitats, ultimately leading to locally reduced 
wildlife populations. Impacts to wildlife may be greater if work begins in spring, when many species 
are breeding/nesting. The loss of habitat in this region will contribute to the regional cumulative loss 
of wildlife habitat. However, agricultural land, orchards, and ruderal habitat are locally and regionally 
abundant. In addition, common wildlife species associated with the project site are also locally and 
regionally abundant, and implementation of the proposed project is not expected to substantially 
reduce their populations. Therefore, the project is not expected to substantially affect common plant 
and wildlife species. The loss of habitat for common wildlife species is considered less than 
significant.  
 
 
Potentially Significant Effects  

The proposed project could result in potentially significant impacts to special-status wildlife species 
and wetlands/jurisdictional waters. The following discussion describes and evaluates significant 
impacts to these resources and proposes measures that would mitigate these impacts to less than 
significant levels. 
 
 
Impact BR-2: The project may result in impacts to valley oak woodland and valley oak riparian 
habitat, and may remove many native trees, including trees classified as heritage trees under the 
City of Stockton Heritage Tree Ordinance.  

The proposed project will involve extensive grading and disturbance of the project site as 
construction proceeds, and the development of proposed land uses may impact existing vegetation, 
including 290 native trees located throughout the project site (see Figure 4.4.3). Of these 290 native 
trees, 248 are classified as valley oaks (Quercus lobata), and 87 valley oaks are classified as heritage 
trees under the City of Stockton Heritage Tree Ordinance (City of Stockton Municipal Code, Section 
5-039). Impacts to other native tree species are described in Appendix F. Tree impacts are included as 
part of plant community impact acreage and conversion of open space, and thus are covered in 
accordance with the SJMSCP provisions (see mitigation that follows). In addition, mitigation in 
accordance with the City of Stockton Heritage Tree Ordinance may be required.  
 
Mitigation Measure BR-1a: Since impacts to native trees are included within plant community 
impact acreage, loss of trees will be mitigated through the SJMSCP as part of mitigation for open 
space conversion. The SJMSCP includes minimum criteria (i.e., preserve size, canopy cover, adjacent 
habitat, etc.) for establishing preserves based on the type of habitat preserved. The project shall 
implement the SJMSCP conservation strategy, which includes one or more of the following options 
to provide compensation pursuant to the SJMSCP.  
 

1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in-lieu dedications; or 
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3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the JPA 
with the concurrence of the Permitting Agencies' representatives on the TAC. 

 
Mitigation Measure BR-1b: Impacts to heritage oak trees shall be mitigated in accordance with the 
City of Stockton Heritage Tree Ordinance. Compliance with the Heritage Tree Ordinance requires the 
following: 
 

1. The applicant shall apply to the City Parks and Recreation Department for a permit and pay a 
fee to cover the cost of processing the application, including the cost of publication of the 
notice.  

2. The City Landscape Architect, or designee as determined by the Director of Parks and 
Recreation, shall review each application and any written or oral testimony and decide if a 
permit should be granted based on the following: 

a. The condition of the tree or trees with respect to disease, danger of falling, proximity to 
existing or proposed structures and interference with utility services.  

b. The necessity to remove the tree or trees in order to construct any proposed 
improvements, and the possibility of revising proposed tentative subdivision maps and 
improvement plans in order to save the trees. 

c. The topography of the land and the effect of the removal of the tree on erosion, soil 
retention and diversion or increased flow of surface waters. 

d. The number of similar trees existing in the vicinity. 

3. The applicant shall replace all trees removed on a one for one basis at the discretion of the 
City Landscape Architect. The size of the replacement tree shall be determined by the City 
Landscape Architect based on the size of the tree that is removed. If possible, the replacement 
tree or trees shall be planted on the same parcel as the trees that were removed. If that is not 
possible, the replacement tree or trees shall be planted in a City park or some other suitable 
location as determined by the City Landscape Architect. 

 
Implementation of Mitigation Measures BR-1a and BR-1b would prevent the conditions 
outlined in Significance Criteria BR-b, BR-c, and BR-d from occurring. 
 
 
Impact BR-3: Implementation of the project will result in the development of upland habitat areas 
suitable for use by several special status bird species, including tricolored blackbird, short-eared 
owl, western burrowing owl, Swainson=s hawk, white-tailed kite, northern harrier, loggerhead 
shrike, and Nuttall=s woodpecker.  

The proposed project would convert agricultural land, orchard, valley oak woodland, valley oak 
riparian, and ruderal habitat on the project site to residential and industrial uses. Several special status 
species, including the tricolored blackbird, short-eared owl, western burrowing owl, Swainson's 
hawk, white-tailed kite, northern harrier, loggerhead shrike, and Nuttall=s woodpecker, may nest 
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and/or forage on the project site. Development of the project site may remove foraging and nesting 
habitat for these species. The following mitigation measures will be required.  
 
Mitigation Measure BR-2a: The tricolored blackbird, short-eared owl, western burrowing owl, 
Swainson=s hawk, white-tailed kite, northern harrier, and loggerhead shrike are covered under the 
SJMSCP. Impacts to habitat for these species will be mitigated through adherence to the plan options. 
The project shall implement the SJMSCP conservation strategy, which includes one or more of the 
following options to provide compensation pursuant to the SJMSCP.  
 

1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in-lieu dedications; or 

3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the JPA 
with the concurrence of the Permitting Agencies' representatives on the TAC. 

 
Mitigation Measure BR-2b: All suitable nesting habitat for tricolored blackbird, short-eared owl, 
western burrowing owl, Swainson’s hawk, white-tailed kite, northern harrier, and loggerhead shrike 
on the project site shall be surveyed by a qualified biologist prior to initiating construction-related 
activities. Surveys will be conducted no more than 14 days prior to the start of work. If an active nest 
is discovered, the project applicant shall be responsible for implementing the applicable Incidental 
Take Minimization Measures outlined in the SJMSCP (see Appendix F). These Incidental Take 
Minimization Measures are consistent with the provisions of the Migratory Bird Treaty Act. 
 
Mitigation Measure BR-2c: The Nuttall’s woodpecker is not covered under the SJMSCP. All 
suitable nesting habitat for this species shall be surveyed by a qualified biologist prior to initiating 
construction-related activities. Surveys will be conducted no more that 14 days prior to the start of 
work. If this species is observed nesting in the project area prior to the start of project construction, 
the following mitigation measures shall be implemented to minimize potential impacts to this species: 

 
• A setback of 100 feet from nesting areas shall be established and maintained during the 

nesting season for the period encompassing nest building, and continuing until fledglings 
leave nests. This setback applies whenever construction or other ground-disturbing activities 
must begin during the nesting season in the presence of nests which are known to be 
occupied. Setbacks shall be marked by brightly colored temporary fencing.  

 
Implementation of Mitigation Measures BR-2a to BR-2c would prevent the conditions outlined 
in Significance Criteria BR-b through BR-d from occurring.  
 
 
Impact BR-4: Project implementation could affect several special status bat species that could 
occur on the project site.  

Focused surveys for bat species were not conducted. Many species of bats are known to occur in San 
Joaquin County, and potential roost sites (i.e., buildings, trees, etc.) exist on the project site. Project 
construction could result in direct impacts to bats, bat roosting habitat, and foraging habitat. Bat 
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species are covered in the SJMSCP, and Incidental Take Minimization Measures consistent with the 
SJMSCP are outlined in Appendix F. Mitigation measures are outlined below. 
 
Mitigation Measure BR-3a: Bat species are covered under the SJMSCP. Impacts to foraging habitat 
for bats will be mitigated through adherence to the plan options. The project shall implement the 
SJMSCP conservation strategy, which includes one or more of the following options to provide 
compensation pursuant to the SJMSCP:  
 

1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in-lieu dedications; or 

3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the JPA 
with the concurrence of the Permitting Agencies’ representatives on the TAC. 

 
 
Mitigation Measure BR-3b: All suitable habitat shall be surveyed by a qualified bat biologist prior 
to initiating construction-related activities. The surveys should determine if nursery or roost sites are 
present. If bats are roosting on the project site, the Incidental Take Minimization Measures consistent 
with the SJMSCP (see Appendix F) shall be implemented.  
 
Implementation of Mitigation Measures BR-3a and BR-3b would prevent the conditions 
outlined in Significance Criteria BR-b through BR-d from occurring.  
 
 
Impact BR-5: Implementation of the proposed project has the potential to impact habitat that is 
suitable for the impact western pond turtle.  

The reach of French Camp Slough on the project site may be used by pond turtles. Impacts to pond 
turtles may occur through alteration of adjacent upland areas where pond turtles nest. This species is 
covered under the SJMSCP, and Incidental Take Minimization Measures outlined in Appendix F may 
be required. Additional mitigation not included in the SJMSCP is outlined below. 
 
 
Mitigation Measure BR-4a: Impacts to habitat for western pond turtle shall be mitigated through 
adherence to the plan options. The project shall implement the SJMSCP conservation strategy, which 
includes one or more of the following options to provide compensation pursuant to the SJMSCP.  
 

1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in-lieu dedications; or 

3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the JPA 
with the concurrence of the Permitting Agencies' representatives on the TAC. 
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Mitigation Measure BR-4b: All suitable habitat shall be surveyed by a qualified biologist prior to 
initiating project construction activities. If nesting areas for pond turtles are identified on the project 
site, implementation of the SJMSCP Incidental Take and Minimization Measures outlined in 
Appendix F shall be required. 
 
Mitigation Measures BR-4a and BR-4b would prevent the conditions outlined in Significance 
Criteria BR-b through BR-d from occurring. 
 
 
Impact BR-6: The proposed project has the potential to impact habitat that is suitable for the giant 
garter snake.  

The banks of French Camp Slough on the project site are steep, the water levels fluctuate daily, and 
there is very little emergent vegetation in the slough. These factors limit the suitability of the project 
site for giant garter snakes and reduce the likelihood of their presence. The upland areas adjacent to 
French Camp Slough provide only marginal habitat for this species due to the high level of cultivation 
on the project site. Although the habitat on the project site is marginal for giant garter snake, impacts 
to this species could occur. The giant garter snake is covered under the SJMSCP with the exception of 
known occupied habitat. Per the SJMSCP (2000), known occupied habitat for giant garter snake 
includes the area west of I-5 on Terminous Tract, Shin Kee Tract, White Slough Wildlife Area, and 
Rio Blanco Tract. The project site is not within known occupied habitat for giant garter snake, but is 
within potential giant garter snake habitat as described in the SJMSCP (2000).  
 
Mitigation Measure BR-5a: The giant garter snake is covered under the SJMSCP. Impacts to habitat 
for this species will be mitigated through adherence to the plan options. The project shall implement 
the SJMSCP conservation strategy, which includes one or more of the following options to provide 
compensation pursuant to the SJMSCP:  
 

• Pay the appropriate fee as indicated in the SJMSCP; or 

• Dedicate, as conservation easements or fee title, or in-lieu dedications; or 

• Purchase approved mitigation bank credits; or 

• Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the JPA 
with the concurrence of the Permitting Agencies' representatives on the TAC. 

 
 
Mitigation Measure BR-5b: The Incidental Take Minimization Measures consistent with the 
SJMSCP shall be implemented to minimize impacts to this species (see Appendix F).  
 
Mitigation Measure BR-5c: Per the SJMSCP, provisions of the USFWS Standard Avoidance and 
Minimization Measures during Construction Activities in Giant Garter Snake Habitat shall be 
implemented (excluding programmatic mitigation ratios which are superseded by the SJMSCP's 
mitigation ratios). These provisions are outlined below: 
 

1. Survey of the project area shall be repeated if a lapse in grading or earthmoving activity of 
two weeks or greater has occurred. If a snake is encountered during construction, activities in 
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the vicinity shall cease until appropriate corrective measures have been completed or it has 
been determined that the snake shall not be harmed. Report any sightings and any incidental 
take to the Service immediately by telephone at (916) 414-6600. 

2. Following project completion, all areas temporarily disturbed during construction shall be 
restored following the “Guidelines for Restoration and/or Replacement of Giant Garter Snake 
Habitat” outlined below. 

a. The disturbed area shall be re-graded to its preexisting contour and ripped, if necessary, 
to  decompact the soil. 

b. The area shall be hydroseeded. Hydroseed mix shall contain at least 20-40 percent native 
grass seeds. Some acceptable native grasses include annual fescue (Vulpia spp.), 
California brome (Bromus carinatus), blue wildrye (Elymus glaucus), and needle grass 
(Nassella spp.). The seed mix shall also contain 2-10 percent native forb seeds, five 
percent rose clover (Trifolium hirtum), and five percent alfalfa (Medicago sativa). 
Approximately 40-68 percent of the mixture may be non-aggressive European annual 
grasses, such as wild oats (Avena sativa), wheat (Triticum sp.), and barley (Hordeum 
vulgare). Aggressive non-native grasses shall not be included in the seed mix. These 
grasses include perennial ryegrass (Lolium perenne), cheatgrass (Bromus tectorum), 
fescue (Festuca sp.), giant reed (Arundo donax), medusa-head (Taeniatherum 
caput-medusae), or Pampas grass (Cortaderia selloana). Endophyte-infected grasses 
shall not be included in the seed mix. 

In addition to the above measures, the following avoidance and minimization measures shall also be 
implemented. 

3. All grading and earthmoving activities shall be conducted during daylight hours. 

4. Measures consistent with the current Caltrans' Construction Site Best Management Practices 
(BMPs) Manual (including the Storm Water Pollution Prevention Plan [SWPPP] and Water 
Pollution Control Program [WPCP] Manuals 
[http://www.dot.ca.gov/hq/construc/stormwater/CSBMPM_303_Final.pdf]1) shall be 
implemented to minimize effects to giant garter snake (e.g., siltation, etc.) during 
construction. 

 

Mitigation Measures BR-5a to BR-5c would prevent the conditions outlined in Significance 
Criteria BR-b through BR-d from occurring. 
 
 
Impact BR-7: Implementation of the proposed project has the potential to impact habitat that is 
suitable for special status fish species including Delta smelt, river lamprey, Kern Brook lamprey, 
Pacific lamprey, Central Valley steelhead, fall run/late-fall run chinook salmon, and Sacramento 
splittail.  

                                                      
1The Caltrans Construction BMPs Manual is considered the industry standard for protection of water quality during 
construction activities and, as such, is also applicable to non-roadway projects. 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008 4-69 

The project will likely impact riparian vegetation along French Camp Slough, which may adversely 
affect habitat for Delta smelt, river lamprey, Kern Brook lamprey, Pacific lamprey, Central Valley 
steelhead, fall run/late-fall run chinook salmon, and Sacramento splittail through water quality 
impacts (i.e., erosion, siltation, etc.). Impacts to Delta smelt and Sacramento splittail are covered 
under the SJMSCP by the riparian habitat Incidental Take Minimization Measures. 
 
River lamprey, Kern Brook lamprey, Pacific lamprey, Central Valley steelhead, and fall/late-fall run 
chinook salmon are not covered under the SJMSCP. Accordingly, the following mitigation measures 
for these species are required to address project-related impacts.  
 
Mitigation Measure BR-6a: Delta smelt and Sacramento splittail are covered under the SJMSCP. 
Impacts to habitat for these species will be mitigated through adherence to the plan options. The 
project shall implement the SJMSCP conservation strategy, which includes one or more of the 
following options to provide compensation pursuant to the SJMSCP:  
 

1. Pay the appropriate fee as indicated in the SJMSCP; or 

2. Dedicate, as conservation easements or fee title, or in-lieu dedications; or 

3. Purchase approved mitigation bank credits; or 

4. Propose an alternative mitigation plan, consistent with the goals of the SJMSCP and 
equivalent in biological value to options A, B, and C, above, subject to approval by the JPA 
with the concurrence of the Permitting Agencies' representatives on the TAC. 

 
Mitigation Measure BR-6b: The Incidental Take Minimization Measures consistent with the 
SJMSCP shall be implemented to minimize impacts to covered fish species. Incidental Take 
Minimization Measures for Delta smelt and Sacramento splittail consistent with the SJMSCP are 
outlined in Appendix F. 
 
Mitigation Measure BR-6c: The following mitigation measures shall be implemented for Central 
Valley steelhead, Chinook salmon, Sacramento splittail, and lamprey species. 
 

1. A Water Pollution Control Plan (WPCP) shall be prepared by the contractor in accordance 
with typical provisions associated with a Regional General Permit for Construction 
Activities. The WPCP will contain a Spill Response Plan with instructions and procedures for 
reporting spills, the use and location of spill containment equipment, and the use and location 
of spill collection materials. 

2. Measures consistent with the current Caltrans' Construction Site Best Management Practices 
(BMPs) Manual (including the Storm Water Pollution Prevention Plan [SWPPP] and Water 
Pollution Control Program [WPCP] Manuals 
[http://www.dot.ca.gov/hq/construc/stormwater/CSBMPM_303_Final.pdf]) shall be 
implemented to minimize effects to giant garter snake (e.g., siltation, etc.) during 
construction. 

3. All grading and earthmoving activities shall be conducted during daylight hours.  
 
Mitigation Measures BR-6a to BR-6c would prevent the conditions outlined in Significance 
Criteria BR-a through BR-d from occurring.  
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Impact BR-8: Implementation of the proposed project has the potential to impact wetlands and/or 
other waters regulated by the ACOE, RWQCB, and/or CDFG.  

A wetland delineation was conducted on the project site in March 2007. Aquatic resources (i.e., 
French Camp Slough) on the project site may be subject to U.S. Army Corps of Engineers, State or 
Regional Water Quality Control Board, and/or California Department of Fish and Game jurisdiction 
as waters of the United States or waters of the State. Fill of jurisdictional areas would require 
appropriate permits from the agencies named above. 
  
 
4.4.4 Level Of Significance After Mitigation 
Potential impacts to biological resources from the proposed project will be mitigated to levels less 
than significant with implementation of the above mitigation measures. 
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4.5 NOISE  
4.5.1 Methodology Related To Noise Impact Assessment 
Evaluation of noise impacts associated with the proposed project includes the following: 
 

• Determine the short-term construction noise impacts on off-site noise-sensitive land uses 

• Determine the long-term traffic noise impacts on off-site noise-sensitive uses 

• Determine the long-term traffic, rail, and aircraft noise impacts on on-site uses 

• Determine the long-term stationary noise impacts on off-site noise-sensitive uses from on-site 
uses 

• Determine the required mitigation measures to reduce short-term and long-term noise impacts 
 
 
This noise impact analysis utilizes the City's noise standards, including the City's Noise Element and 
Municipal Code, as thresholds against which potential noise impacts are evaluated. 
 
 
Characteristics of Sound 

Sound is increasing in the environment and can affect quality of life. Noise is usually defined as 
unwanted sound. Noise consists of any sound that may produce physiological or psychological 
damage and/or interfere with communication, work, rest, recreation, and sleep. To the human ear, 
sound has two significant characteristics: pitch and loudness. Pitch is generally an annoyance, while 
loudness can affect the ability to hear. Pitch is the number of complete vibrations, or cycles per 
second, of a wave, resulting in the tone’s range from high to low. Loudness is the strength of a sound 
and describes a noisy or quiet environment; it is measured by the amplitude of the sound wave. 
Loudness is determined by the intensity of the sound waves, combined with the reception 
characteristics of the human ear. Sound intensity refers to how hard the sound wave strikes an object, 
which in turn produces the sound’s effect. This characteristic of sound can be precisely measured 
with instruments. The analysis of a project defines the noise environment of the project area in terms 
of sound intensity and its effect on adjacent sensitive land uses. 
 
 
Measurement of Sound 

Sound intensity is measured through the A-weighted (dBA) scale to correct for the relative frequency 
response of the human ear. That is, an A-weighted noise level de-emphasizes low and very high 
frequencies of sound similar to the human ear’s de-emphasis of these frequencies. Unlike linear units, 
such as inches or pounds, decibels (dB) are measured on a logarithmic scale representing points on a 
sharply rising curve. 
 
For example, 10 decibels are 10 times more intense than 1 decibel, 20 decibels are 100 times more 
intense, and 30 decibels are 1,000 times more intense. Thirty decibels represent 1,000 times more 
acoustic energy than 1 decibel. The decibel scale increases as the square of the change, representing 
the sound pressure energy. A sound as soft as human breathing is about 10 times greater than 0 
decibels. The decibel system of measuring sound gives a rough connection between the physical 
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intensity of sound and its perceived loudness to the human ear. A 10-decibel increase in sound level is 
perceived by the human ear as only a doubling of the loudness of the sound. Ambient sounds 
generally range from 30 dBA (very quiet) to 100 dBA (very loud).  
 
Sound levels are generated from a source, and their decibel level decreases as the distance from that 
source increases. Sound dissipates exponentially with distance from the noise source. For a single 
point source, sound levels decrease approximately six decibels for each doubling of distance from the 
source. This drop-off rate is appropriate for noise generated by stationary equipment. If noise is 
produced by a line source, such as highway traffic or railroad operations, the sound decreases three 
decibels for each doubling of distance in a hard site environment. Line source noise, when produced 
within a relatively flat environment with absorptive vegetation, decreases four and one-half decibels 
for each doubling of distance. 
 
There are many ways to rate noise for various time periods, but an appropriate rating of ambient noise 
affecting humans also accounts for the annoyance effects of sound. Equivalent continuous sound level 
(Leq) is the total sound energy of time-varying noise over a sample period. However, the predominant 
rating scales for human communities in the State of California are the Leq and community noise 
equivalent level (CNEL) or the day-night average level (Ldn) based on A-weighted decibels (dBA). 
CNEL is the time-varying noise over a 24-hour period, with a 5 dBA weighting factor applied to the 
hourly Leq for noises occurring from 7:00 p.m. to 10:00 p.m. (defined as relaxation hours) and 10 
dBA weighting factor applied to noise occurring from 10:00 p.m. to 7:00 a.m. (defined as sleeping 
hours). Ldn is similar to the CNEL scale but without the adjustment for events occurring during the 
evening hours. CNEL and Ldn are within 1 dBA of each other and are normally exchangeable. The 
noise adjustments are added to the noise events occurring during the more sensitive hours. Other 
noise rating scales of importance when assessing the annoyance factor include the maximum noise 
level (Lmax), which is the highest exponential time-averaged sound level that occurs during a stated 
time period. The noise environments discussed in this analysis are specified in terms of maximum 
levels denoted by Lmax for short-term noise impacts. Lmax reflects peak operating conditions and 
addresses the annoyance aspects of intermittent noise. 
 
Another noise scale often used together with the Lmax in noise ordinances for enforcement purposes is 
noise standards in terms of percentile noise levels. For example, the L10 noise level represents the 
noise level exceeded 10 percent of the time during a stated period. The L50 noise level represents the 
median noise level. Half the time the noise level exceeds this level, and half the time it is less than 
this level. The L90 noise level represents the noise level exceeded 90 percent of the time and is 
considered the background noise level during a monitoring period. For a relatively constant noise 
source, the Leq and L50 are approximately the same. 
 
Noise impacts can be described in three categories. The first is audible impacts, referring to increases 
in noise levels noticeable to humans. Audible increases in noise levels generally refer to a change of 3 
dB or greater, since this level has been found to be barely perceptible in exterior environments. The 
second category, potentially audible, refers to a change in the noise level between 1 and 3 dB. This 
range of noise levels has been found to be noticeable only in laboratory environments. The last 
category is changes in noise level of less than 1 dB, which are inaudible to the human ear. Only 
audible changes in existing ambient or background noise levels are considered potentially significant. 
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Psychological and Physiological Effects of Noise 

Physical damage to human hearing begins at prolonged exposure to noise levels higher than 85 dBA. 
Exposure to high noise levels affects the entire system, with prolonged noise exposure in excess of 75 
dBA increasing body tensions and thereby affecting blood pressure and functions of the heart and the 
nervous system. In comparison, extended periods of noise exposure above 90 dBA would result in 
permanent cell damage. When the noise level reaches 120 dBA, a tickling sensation occurs in the 
human ear even with short-term exposure. This level of noise is called the threshold of feeling. As the 
sound reaches 140 dBA, the tickling sensation is replaced by the feeling of pain in the ear. This is 
called the threshold of pain. A sound level of 160 to 165 dBA will result in dizziness and loss of 
equilibrium. 
 
The ambient or background noise problem is widespread and generally more concentrated in urban 
areas than in outlying, less developed areas.  
 
Table 4.5.A lists definitions of acoustical terms; Table 4.5.B shows common sound levels and their 
noise sources; and Table 4.5.C shows land use compatibility for exterior community noise, as 
recommended by the California Department of Health, Office of Noise Control. 
 
 
Table 4.5.A: Definitions of Acoustical Terms 
 
 TERM  DEFINITIONS 
Decibel, dB A unit of level that denotes the ratio between two quantities that are proportional to power; 

the number of decibels is 10 times the logarithm (to the base 10) of this ratio.  
Frequency, Hz Of a function periodic in time, the number of times that the quantity repeats itself in one 

second (i.e., number of cycles per second). 
A-Weighted Sound Level, 
dBA 

The sound level obtained by use of A-weighting. The A-weighting filter de-emphasizes the 
very low and very high frequency components of the sound in a manner similar to the 
frequency response of the human ear and correlates well with subjective reactions to noise. 
All sound levels in this report are A-weighted, unless reported otherwise. 

L01, L10, L50, L90 The fast A-weighted noise levels that are equaled or exceeded by a fluctuating sound level 
1 percent, 10 percent, 50 percent, and 90 percent of a stated time period. 

Equivalent Continuous 
Noise Level, Leq  

The level of a steady sound that, in a stated time period and at a stated location, has the 
same A-weighted sound energy as the time varying sound. 

Community Noise 
Equivalent Level, CNEL 

The 24-hour A-weighted average sound level from midnight to midnight, obtained after the 
addition of 5 dBA to sound levels occurring in the evening from 7:00 p.m. to 10:00 p.m. 
and after the addition of 10 dBA to sound levels occurring in the night between 10:00 p.m. 
and 7:00 a.m. 

Day/Night Noise Level, Ldn  The 24-hour A-weighted average sound level from midnight to midnight, obtained after the 
addition of 10 dBA to sound levels occurring in the night between 10:00 p.m. and 7:00 a.m.

Lmax, Lmin The maximum and minimum A-weighted sound levels measured on a sound level meter, 
during a designated time interval, using fast time averaging. 

Ambient Noise Level The all encompassing noise associated with a given environment at a specified time, 
usually a composite of sound from many sources at many directions, near and far; no 
particular sound is dominant. 

Intrusive The noise that intrudes over and above the existing ambient noise at a given location. The 
relative intrusiveness of a sound depends upon its amplitude, duration, frequency, and time 
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 TERM  DEFINITIONS 
of occurrence and tonal or informational content as well as the prevailing ambient noise 
level. 

Source: Handbook of Acoustical Measurements and Noise Control, 1991 
 
 
Table 4.5.B: Common Sound Levels and Noise Sources 
 

 NOISE SOURCE A-WEIGHTED SOUND 
LEVEL IN DECIBELS 

NOISE  
ENVIRONMENTS 

SUBJECTIVE 
EVALUATIONS 

Near Jet Engine 140 Deafening 128 times as loud 
Civil Defense Siren 130 Threshold of Pain 64 times as loud 
Hard Rock Band 120 Threshold of  

Feeling 
32 times as loud 

Accelerating Motorcycle at a Few Feet Away 110 Very Loud 16 times as loud 
Pile Driver; Noisy Urban Street/Heavy City 
Traffic 

100 Very Loud 8 times as loud 

Ambulance Siren; Food Blender 95 Very Loud  
Garbage Disposal 90 Very Loud 4 times as loud 
Freight Cars; Living Room  
Music 

85 Loud  

Pneumatic Drill; Vacuum Cleaner 80 Loud 2 times as loud 
Busy Restaurant 75 Moderately Loud  
Near Freeway Auto Traffic 70 Moderately Loud  
Average Office 60 Quiet One-half as loud 
Suburban Street 55 Quiet  
Light Traffic; Soft Radio  
Music in Apartment 

50 Quiet One-quarter as loud 

Large Transformer 45 Quiet  
Average Residence without Stereo Playing 40 Faint One-eighth as loud 
Soft Whisper 30 Faint  
Rustling Leaves 20 Very Faint  
Human Breathing 10 Very Faint Threshold of  

Hearing 
  0  Very Faint  

Source: Compiled by LSA Associates, Inc., 2002 
 
 
Table 4.5.C: Land Use Compatibility for Exterior Community Noise 
 

NOISE RANGE (LDN OR CNEL), DB 
LAND USE CATEGORY 

I II III IV 
Passively used open spaces 50 50B55 55B70 70+ 
Auditoriums, concert halls, amphitheaters 45B50 50B65 65B70 70+ 
Residential: low-density single-family, duplex, mobile 
homes 

50B55 55B70 70B75 75+ 

Residential: multifamily 50B60 60B70 70B75 75+ 
Transient lodging: motels, hotels 50B60 60B70 70B80 80+ 
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NOISE RANGE (LDN OR CNEL), DB 
LAND USE CATEGORY 

I II III IV 
Schools, libraries, churches, hospitals, nursing homes 50B60 60B70 70B80 80+ 
Actively used open spaces: playgrounds, neighborhood 
parks 

50B67 C 67B73 73+ 

Golf courses, riding stables, water recreation, 
cemeteries 

50B70 C 70B80 80+ 

Office buildings, business commercial and professional 50B67 67B75 75+ C 

Industrial, manufacturing, utilities, agriculture 50B70 70B75 75+ C 

Source: Office of Noise Control, California Department of Health 1976 
Notes: Noise Range ICNormally Acceptable: Specified land use is satisfactory, based upon the assumption that any buildings involved are 
of normal conventional construction, without any special noise insulation requirements. 
Noise Range IICConditionally Acceptable: New construction or development should be undertaken only after a detailed analysis of the 
noise reduction requirements is made and needed noise insulation features are included in the design. Conventional construction, but with 
closed windows and fresh air supply systems or air conditioning, will normally suffice. 
Noise Range IIICNormally Unacceptable: New construction or development should generally be discouraged. If new construction or 
development does proceed, a detailed analysis of the noise reduction requirements must be made and needed noise insulation features 
included in the design. 
Noise Range IVCClearly Unacceptable: New construction or development should generally not be undertaken. 
 
 
Fundamentals of Groundborne Vibration 

Vibration refers to groundborne noise and perceptible motion. Groundborne vibration is almost 
exclusively a concern inside buildings and is rarely perceived as a problem outdoors, where the 
motion may be discernable, but without the effects associated with the shaking of a building there is 
less adverse reaction. Vibration energy propagates from a source through intervening soil and rock 
layers to the foundations of nearby buildings. The vibration then propagates from the foundation 
throughout the remainder of the structure. Building vibration may be perceived by the occupants as 
motion of building surfaces, rattling of items on shelves or hanging on walls, or as a low-frequency 
rumbling noise. The rumbling noise is caused by the vibrating walls, floors, and ceilings radiating 
sound waves. Building damage is not a factor for normal projects, with the occasional exception of 
blasting and pile driving during construction. Annoyance from vibration often occurs when the 
vibration exceeds the threshold of perception by up to 10 decibels. This is an order of magnitude 
below the damage threshold for normal buildings. 
 
Typical sources of groundborne vibration are construction activities (e.g., blasting, pile driving, and 
operating heavy-duty earthmoving equipment), steel-wheeled trains, and occasional traffic on rough 
roads. Problems with groundborne vibration and noise from these sources are usually localized to 
within about 100 feet of the vibration source, although there are examples of groundborne vibration 
causing interference out to distances greater than 200 feet, as described in the Federal Transit 
Administration (FTA) Transit Noise and Vibration Impact Assessment (FTA, April 1995). When 
roadways are smooth, vibration from traffic, even heavy trucks, is rarely perceptible. It is assumed for 
this project that the roadway surface will be smooth enough that groundborne vibration from street 
traffic will not exceed the impact criteria; however, construction of the proposed project could result 
in groundborne vibration that could be perceptible and annoying. Groundborne noise is not likely to 
be a problem because noise arriving via the normal airborne path usually will be greater than 
groundborne noise. 
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Groundborne vibration has the potential to disturb people as well as to damage buildings. Although it 
is rare for traffic-induced groundborne vibration to cause even cosmetic building damage, it is not 
uncommon for construction processes such as blasting and pile driving to cause vibration of sufficient 
amplitude to damage nearby buildings (FTA 1995). Groundborne vibration is usually measured in 
terms of vibration velocity, either the root-mean-square (rms) velocity or peak particle velocity 
(PPV). The rms velocity is best for characterizing human response to building vibration, and PPV is 
used to characterize potential for damage. Decibel notation acts to compress the range of numbers 
required to describe vibration. Vibration velocity level in decibels is defined as:  
 

Lv = 20 log10 [V/Vref] 
 
Where “Lv” is the velocity in decibels (VdB), “V” is the rms velocity amplitude, and “Vref” is the 
reference velocity amplitude, or 1 x 10-6 inches/second used in the United States.  
 
Factors that influence groundborne vibration and noise include the following: 
 

• Vibration Source: vehicle suspension, wheel types and condition, track/roadway surface, 
track support system, speed, transit structure, and depth of vibration source 

• Vibration Path: soil type, rock layers, soil layering, depth to water table, and frost depth 

• Vibration Receiver: foundation type, building construction, and acoustical absorption 
 
 
Among the factors listed above, there are significant differences in the vibration characteristics when 
the source is underground compared to at ground surface. In addition, soil conditions are known to 
have a strong influence on the levels of groundborne vibration. Among the most important factors are 
the stiffness and internal damping of the soil and the depth to bedrock. Vibration propagation is more 
efficient in stiff clay soils than in loose sandy soils, and shallow rock seems to concentrate the 
vibration energy close to the surface and can result in groundborne vibration problems at a great 
distance from the track. Factors such as layering of the soil and depth to water table can have 
significant effects on the propagation of groundborne vibration. Soft, loose, sandy soils tend to 
attenuate more vibration energy than hard, rocky materials. Vibration propagation through 
groundwater is more efficient than through sandy soils. 
 
 
4.5.2 Existing Setting 
An assessment of the project=s noise impacts was prepared for this EIR and is provided in Appendix 
G. 
 
 
Existing Sensitive Land Uses in the Project Area 

Sensitive receptors include residences, schools, hospitals, and similar uses that are sensitive to noise. 
Existing sensitive land uses within the project area include single-family residences along South 
Airport Way and East French Camp Road. These sensitive land uses may potentially be affected by 
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the noise generated during construction on the project site. Other land uses within the project area 
include industrial, commercial, and open space. 
 
Overview of the Existing Noise Environment 

The primary existing noise sources in the project area are transportation facilities. Traffic on Airport 
Way, Performance Drive, CE Dixon Street, French Camp Road, and other local streets is the 
dominant source contributing to the ambient noise levels in the project vicinity. Noise from motor 
vehicles is generated by engine vibrations, the interaction between the tires and the road, and the 
exhaust system. Other noise sources within the project area include the Union Pacific rail line located 
to the south of the project site and the Stockton Metropolitan Airport to the North. Noise levels on 
and in the vicinity of the project site will change as a result of the proposed project. Potential noise 
impacts associated with the project include road noise due to increases in vehicular traffic and 
construction noise.  
 
 
Existing Traffic Noise. The Federal Highway Administration (FHWA) Highway Traffic Noise 
Prediction. Model (FHWA RD-77-108) was used to evaluate traffic-related noise conditions in the 
vicinity of the project site. This model requires various parameters, including traffic volumes, vehicle 
mix, vehicle speed, and roadway geometry, to compute typical equivalent noise levels during 
daytime, evening, and nighttime hours. The existing average daily traffic (ADT) volumes in the area 
were taken from the Traffic Impact Analysis prepared for this project (Fehr & Peers Transportation 
Consultants, August 2006). The resultant noise levels are weighted and summed over 24-hour periods 
to determine the CNEL (community noise equivalent level) values. Table 4.5.D provides the existing 
(2006) traffic noise levels adjacent to roadway segments in the project vicinity. These noise levels 
represent worst-case scenarios, which assume that no shielding is provided between the traffic and the 
location where the noise contours are drawn. The specific assumptions used in developing these noise 
levels and the model printouts are provided in Appendix G.  
 
This noise assessment follows the City of Stockton noise standards, which include the City's Noise 
Element and Municipal Code Noise Control Ordinance. This study discusses the current noise 
environment, evaluates short-term construction noise, assesses long-term noise effects from project 
related traffic noise, and identifies mitigation measures and their effectiveness.  
 
 
Table 4.5.D: Existing (2006) Baseline Traffic Noise Levels 
 

Roadway Segment ADT 
Centerline to 

70 CNEL 
(feet) 

Centerline to 
65 CNEL 

(feet) 

Centerline to 
60 CNEL 

(feet) 

CNEL (dBA) 
50 Feet from 
Outermost 

Lane 
Airport Way 
North of Sperry Road 8100 <501 67 140 64.9 
Airport Way - North of Sperry 
Road 8,100 <50 67 140 64.9 
Airport Way - Sperry Road to 
Performance Drive 9,100 <50 72 151 65.4 
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Roadway Segment ADT 
Centerline to 

70 CNEL 
(feet) 

Centerline to 
65 CNEL 

(feet) 

Centerline to 
60 CNEL 

(feet) 

CNEL (dBA) 
50 Feet from 
Outermost 

Lane 
Airport Way - Performance 
Drive to French Camp Road 10,100 <50 77 162 65.9 
Airport Way - South of French 
Camp Road 6,900 <50 58 125 65.3 
French Camp Road - West of El 
Dorado Street 8,800 <50 69 147 66.3 
French Camp Road - El Dorado 
Street to Ash Street 7,300 <50 61 130 65.5 
French Camp Road - Ash Street 
to Airport Way 9,600 <50 73 156 66.7 
French Camp Road - East of 
Airport Way 11,100 <50 80 172 67.3 
Ash Street - East of French 
Camp Road 600 <50 <50 <50 52.0 
Ash Street - West of French 
Camp Road 3,900 <50 <50 57 60.1 
Sperry Road - McKinley 
Avenue to Performance Drive 5,300 <50 <50 105 64.1 
Sperry Road - Performance 
Drive to Airport Way 5,200 <50 <50 106 62.7 
Arch-Airport Road - Airport 
Way to Quantas lane 7,900 <50 66 138 64.8 
Arch-Airport Road - East of 
Quantas Lane 11,000 <50 79 171 67.3 
Performance Drive - West of 
Airport Way 1,700 <50 <50 <50 58.6 
CE Dixon Street - East of 
Airport Way 1,500 <50 <50 <50 57.6 

*Traffic noise within 50 feet of the roadway centerline requires site-specific analysis. 
Source: LSA Associates Inc., April 2007 
 
 
The Table shows that the traffic noise is generally moderate along existing street segments in the 
project vicinity. None of the roadways in the project vicinity currently generate noise levels in excess 
of 70 dBA CNEL. Along Performance Drive and Dixon Street, the 70, 65, and 60 dBA CNEL impact 
zone is confine within the roadway right-of-way. Along French Camp Road south of Airport Way, 
the 65 and 60 dBA CNEL impact zones extend up to 66 and 141 feet, respectively.  
 
 
Existing Rail Operations. The project area contains a functioning rail line that produces noise and 
groundborne vibration. Currently, there are three existing rail lines within the project vicinity. The 
Union Pacific rail lines run through the proposed project site and on the west side of the proposed 
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project site. The third existing rail line is the Southern Pacific, which is located approximately 1,600 
feet on the west side of the proposed project site. 
 
Existing Airport Operations. The Tidewater Crossing project is located within the “Area of 
Influence” of the Stockton Metropolitan Airport and is subject to review for its compatibility and 
consistency with the Stockton Metropolitan Airport Land Use Plan, a policy document adopted by the 
San Joaquin County Airport Land Use Commission pursuant to the State of California Aeronautics 
Act (Public Utilities Code, Section 21670 et seq.). Additionally, the proposed Tidewater Crossing 
project is required to comply with the City of Stockton’s General Plan policies regarding airport noise 
and land use compatibility. 
 
 
4.5.3 Impact Significance Criteria 
A project will normally have a significant noise-related effect on the environment if it will 
substantially increase the ambient noise levels for adjoining areas or conflict with adopted 
environmental plans and goals of the community in which it is located. The applicable noise 
standards governing the project site are the criteria in the FTA's groundborne vibration and noise 
criteria and the City's Noise Element of the General Plan and the Municipal Code. 
 
 
FTA’s Groundborne Vibration and Noise Criteria 

The FTA has compiled groundborne vibration and noise criteria for predicting community annoyance 
for transit operations from available national and international standards. These levels are based on 
the maximum levels for a single event. The criteria are primarily for passenger train operations, but 
they can be applied to freight trains. However, the differences between a passenger train and a freight 
train must be considered. A typical passenger train event will last approximately 10 seconds, whereas 
a 5,000-foot-long freight train traveling at 30 mph can take approximately 2 minutes to pass. Table 
4.5.CC shows the FTA’s groundborne vibration and noise impact criteria. Table 4.5.C also shows that 
the frequent and infrequent event criteria are based on a community response equivalent. Typically, a 
frequent event at lower levels would evoke the same response as an infrequent event at higher levels. 
Since the City does not have vibration standards for residential and commercial land uses, the 
vibration criteria established by the FTA were used to evaluate potential vibration impacts on 
adjacent land uses.  
 
 
City of Stockton Noise Standards 

Noise Element of the General Plan 

Applicable policies and standards governing environmental noise in the City of Stockton are set forth 
in the Noise Element of the General Plan. The goals of the Noise Element, compiled under the 
mandate of Section 65302(f) of the California Government Code and guidelines prepared by the 
California Department of Health Services (DHS), are to ensure that all areas of the City are free from 
excessive noise and that appropriate maximum levels are adopted for residential, commercial, and 
industrial areas; to reduce new noise sources to the maximum extent possible; to reduce, to the 
maximum extent possible, the impact of noise within the City; and to ensure that land uses are 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008 4-80 

compatible with the related noise characteristics of those uses. Table 4.5.E summarizes the City=s 
noise standards. 
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Table 4.5.E: Groundborne Vibration and Noise Impact Criteria 

Land Use Category 
Groundborne Vibration 
Impact Levels (VdB re 1 

micro inch/sec)       

Groundborne Noise Impact 
Levels (dB re 20 micro 

Pascals) 
 Frequent1 

Events 
Infrequent2 

Events 
Frequent1 

Events 
Infrequent2 

Events 
Category 1: Buildings where low ambient 
vibration is essential for interior operations. 65VdB3 65VdB3 N/A4 N/A4 
Category 2: Residences and buildings where 
people normally sleep. 72VdB 80VdB 35 dBA 43 dBA 
Category 3: Institutional land uses with primarily 
daytime use. 75 VdB 83VdB 40 dBA 48 dBA 

Source: Federal Transit Administration 1995. 
 
 
Table 4.5.F: Exterior Noise Level Standards for Locally Regulated Noise Sources 

Noise Level Descriptor Daytime  
(7:00 a.m. - 10:00 p.m.) 

Nighttime  
(10:00 p.m. - 7:00 a.m.) 

Hourly Leq,, Lmax, dBA 55 45 
Maximum level, Lmax, dBA 75 65 

Source: City of Stockton, November 1998 
 
 
Table 4.5.G: Land Use Compatibility for Community Noise Environments 

LAND USE CATEGORY NORMALLY  
ACCEPTABLE 1 

CONDITIONALLY 
 ACCEPTABLE 2  

NORMALLY 
UNACCEPTABLE 3  

CLEARLY  
UNACCEPTABLE 4 

Residential 50 - 60 60 - 70 70 - 75 75 - 85 
Transient Lodging - Motels, Hotels 50 - 60 60 - 70 70 - 80 80 - 85 
Schools, Libraries, Churches, 
Hospitals, Nursing Homes 

50 - 60 60 - 70 70 - 80 80 - 85 

Auditoriums, Concert Halls, 
Amphitheatres, Sport Arenas 

N/A 50 - 75 N/A 75 - 85 

Playgrounds, Neighborhood Parks 50 - 70 N/A 70 - 75 75 - 85 
Golf courses, Riding Stables, 
Water Recreation, Cemeteries 

50 - 75 N/A 75 - 80 80 - 85 

Office Buildings, Business 
Commercial and Professional 

50 - 67.5 67.5 - 75 75 - 85 N/A 

Industrial, Manufacturing Utilities, 
Agriculture 

50 - 70 70 - 80 80 - 85 N/A 

Source: City of Stockton, 1996 
Notes: 1 Normally Acceptable - Specified land use is satisfactory, based upon the assumption that any buildings involved are of normal 
conventional construction, without any special noise insulation requirements. 
2  Conditionally Acceptable - New construction of development should be undertaken only after a detailed analysis of the noise reduction 
requirements is made and needed noise insulation features included in the design. Conventional construction, but with closed windows and 
fresh air supply systems of air conditioning will normally suffice. 
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3  Normally Unacceptable - New construction or development should generally be discouraged. If new construction or development does 
proceed, a detailed analysis of the noise reduction requirements must be made and the needed noise insulation features included in the 
design. 
4  Clearly Unacceptable - New construction or development should generally not be undertaken. 
 
 
Municipal Code 

Section 16-340.030 of the City’s Municipal Code limits construction hours and loading and 
unloading activities across residential property lines. 
 
The following acts are a violation of this Division and are therefore prohibited. 
 

A. Construction Noise. Operating or causing the operation of tools or equipment on private 
property used in alteration, construction, demolition, drilling, or repair work between the 
hours of 10:00 p.m. and 7:00 a.m. so that the sound creates a noise disturbance across a 
residential property line, except for emergency work of public service utilities, is prohibited. 

B. Loading and Unloading Operations. Loading, unloading, opening, closing, or other 
handling of boxes, crates, containers, building materials, garbage cans, or similar objects on 
private property between the hours of 10:00 p.m. and 7:00 a.m. in a manner to cause a noise 
disturbance is prohibited. 

C. Sweepers and Associated Equipment. Operating or allowing the operation of sweepers or 
associated sweeping equipment (e.g., blowers) on private property between the hours of 
10:00 p.m. and 7:00 a.m. the following day in or adjacent to a residential zoning district is 
prohibited. 

 
 
NOI-a The General Plan of the City of Stockton considers that new residential development shall not 
be allowed where the ambient noise level due to locally regulated noise sources (i.e., all noise sources 
other than roadway, railroad, and aircraft noise) will exceed the noise level standards as set forth in 
Table 4.5.F. Each of the noise level standards specified in Table 4.5.F shall be reduced by five dBA 
for simple tone noises, noises consisting of primarily speech or music, or for recurring impulsive 
noises. 
 
NOI-b The compatibility of proposed projects with existing and future noise levels due to traffic on 
public roadways, railroad line operations, and aircraft in flight shall be evaluated by comparison to 
Table 4.5.G. 
 
NOI-c New development of residential land uses will not be permitted in areas exposed to existing or 
projected exterior noise levels exceeding 60 dBA Ldn/CNEL or the standards of Table 4.5.G unless 
the project design includes effective mitigation measures to reduce noise to the following levels: 
 

1. For noise due to traffic on public roadways, railroad line operations, and aircraft in flight: 60 
dBA Ldn/CNEL or less in outdoor activity areas, and 45 dBA Ldn/CNEL or less in indoor 
areas. Where it is not possible to reduce exterior noise to 60 dBA Ldn/CNEL or less by 
incorporating a practical application of the best available noise-reduction technology, an 
exterior noise level of up to 65 dBA Ldn/CNEL will be allowed. Under no circumstances will 
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interior noise levels be permitted to exceed 45 dBA Ldn/CNEL with the windows and doors 
closed. 

2. For noise from sources other than roadways, railroads, and aircraft, comply with the 
performance standards contained in Table 4.5.F. 

 
NOI-d Noise produced by commercial uses shall not exceed 75 dBA Ldn/CNEL at the nearest 
property line. 
 
NOI-e Noise produced by industrial uses shall not exceed 80 dBA Ldn/CNEL at the nearest property 
line. 
 
NOI-f The Office of Noise Control under the California Health and Safety Code has promulgated a 
45 dBA CNEL standard for interior noise levels of multifamily residential units. The City also 
enforces building sound transmission and indoor fresh air ventilation requirements specified in 
Chapter 35 of the Uniform Building Code. 
 
 
4.5.4 Impacts And Mitigation Measures 
Implementation of the proposed project would result in short-term construction and long-term traffic 
noise impacts. The following focuses on the increase in noise associated with the proposed project, 
traffic in the project area, train noise and vibration, and airport noise. 
 
 
Potentially Significant Impacts and Mitigation Measures 

Impact NOI-1: Construction related activities may negatively impact surrounding receptors. 

Short-term noise impacts would be associated with excavation, grading, and erecting of buildings on 
site during construction of the proposed project. Construction-related short-term noise levels would 
be higher than existing ambient noise levels currently in the project area but would no longer occur 
once construction of the project is completed. 
 
Two types of short-term noise impacts could occur during the construction of the proposed project. 
The first type involves construction crew commutes and the transport of construction equipment and 
materials to the site for the proposed project that would incrementally increase noise levels on access 
roads leading to the site. As shown in Table 4.5.H, there will be a relatively high single-event noise 
exposure potential at a maximum level of 87 dBA Lmax with trucks passing at 50 feet. However, the 
projected construction traffic will be small when compared to the existing traffic volumes on French 
Camp Road, Performance Drive, CE Dixon Street, and associated long-term noise-level changes will 
not be perceptible. Therefore, short-term construction related worker commutes and equipment 
transport noise impacts would not be substantial. 
 
The second type of short-term noise impact is related to noise generated during excavation, grading, 
and construction on the project site. Construction is performed in discrete steps, each of which has its 
own mix of equipment and, consequently, its own noise characteristics. These various sequential 
phases would change the character of the noise generated on site. Therefore, the noise levels vary as 
construction progresses. Despite the variety in the type and size of construction equipment, 
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similarities in the dominant noise sources and patterns of operation allow construction-related noise 
ranges to be categorized by work phase. Table 4.5.H lists maximum noise levels recommended for 
noise impact assessments for typical construction equipment, based on a distance of 50 feet between 
the equipment and a noise receptor. Typical maximum noise levels range up to 91 dBA Lmax at 50 
feet during the noisiest construction phases. The site preparation phase, which includes excavation 
and grading of the site, tends to generate the highest noise levels because earthmoving machinery is 
the noisiest construction equipment. Earthmoving equipment includes excavating machinery such as 
backfillers, bulldozers, draglines, and front loaders. Earthmoving and compacting equipment includes 
compactors, scrapers, and graders. Typical operating cycles for these types of construction equipment 
may involve one or two minutes of full-power operation followed by three or four minutes at 
lower-power settings.  
 
Construction of the proposed project is expected to require the use of earthmovers, bulldozers, water 
trucks, and pickup trucks. This equipment would be used on the project site. Based on Table 4.5.H, 
the maximum noise level generated by each scraper on the proposed project site is assumed to be 87 
dBA Lmax at 50 feet from the earthmover. Each bulldozer would also generate 85 dBA Lmax at 50 
feet. The maximum noise level generated by water trucks and pickup trucks is approximately 86 dBA 
Lmax at 50 feet from these vehicles. Each doubling of a sound source with equal strength increases 
the noise level by 3 dBA. Assuming that each piece of construction equipment operates at some 
distance from the other equipment, the worst-case combined noise level at each individual residence 
during this phase of construction would be 91 dBA Lmax at a distance of 50 feet from the active 
construction area. The closest existing residence in the vicinity of the project area is located 
approximately 50 feet from the project construction area. There are no intervening structures between 
the existing residence and the project site. The closest residences may be subject to short-term noise 
reaching 91 dBA Lmax, generated by construction activities near the project boundary. Compliance 
with the hours specified in the City’s Municipal Code regarding construction activities will result in a 
less than significant noise impact on adjacent residences. 
 
 
Table 4.5.H: Typical Maximum Construction Equipment Noise Levels (Lmax) 

Type of Equipment 
Range of Maximum Sound 
Level Measured at 50 Feet 

(dBA) 

Suggested Maximum 
Sound Level for Analysis at 

50 Feet (dBA) 
Pile drivers (12,000 to 18,000 ft-lb/blow)   81-96 93 
Rock drills 83-99 96 
Jackhammers 75-85 82 
Pneumatic tools 78-88 85 
Pumps 74-84 80 
Scrapers 83-91 87 
Haul trucks 83-94 88 
Cranes 79-86 82 
Portable generators 71-87 80 
Rollers 75-82 80 
Dozers 77-90 85 
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Type of Equipment 
Range of Maximum Sound 
Level Measured at 50 Feet 

(dBA) 

Suggested Maximum 
Sound Level for Analysis at 

50 Feet (dBA) 
Tractors 77-82 80 
Front-end loaders 77-90 86 
Hydraulic backhoes 81-90 86 
Hydraulic excavators 81-90 86 
Graders 79-89 86 
Air compressors 76-89 86 
Trucks 81-87 86 

Source: Bolt, Beranek, & Newman. Noise Control for Buildings and Manufacturing Plants 1987. 
 
 
The following mitigation measures shall be implemented accordingly and will prevent a significant 
impact regarding construction noise. 
 
Mitigation Measure NOI-1: Construction will be limited to the hours of 7:00 a.m. to 10:00 p.m. on 
weekdays and weekends in accordance with the City’s Municipal Code.  
 
The following measures can be implemented to reduce potential construction noise impacts on nearby 
sensitive receptors: 
 

• During all site excavation and grading, the project contractors shall equip all construction 
equipment, fixed or mobile, with properly operating and maintained mufflers consistent with 
manufacturers’ standards. 

• The project contractor shall place all stationary construction equipment so that emitted noise 
is directed away from sensitive receptors nearest to the project site. 

• The construction contractor shall locate equipment staging in areas that will create the 
greatest practical distance between construction-related noise sources and noise-sensitive 
receptors nearest to the project site during all project construction. 

• Construction contractors shall provide the Building Division a name and phone number of a 
contact person in the event that noise levels become disruptive. The name and phone number 
shall also be posted on site, informing the public who to contact. Adjacent residents within 
100 feet of the property shall also be notified prior to construction activities and given the 
contact information. The Building Division shall monitor compliance. 

 
Implementation of Mitigation Measures in NOI-1 will ensure that noise impacts related to 
construction activities will not be significant (Impact Significance Criteria NOI-f). 
 
 
Impact NOI-2 Implementation of the proposed project will increase noise levels on the project site 
and in populated off-site areas. 

Traffic Noise Impact 
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The projected future traffic volumes (Fehr & Peers, August 2006) for roadway segments in the 
project vicinity were used in the traffic noise impact analysis. 
 
The FHWA Highway Traffic Noise Prediction Model (FHWA RD-77-108) was used to evaluate 
future traffic-related noise conditions in the vicinity of the project site. Tables 4.5.J and 4.5.KK show 
the Existing (2006) with and without project traffic noise levels. Tables 4.5.L and 4.5.M shows the 
Cumulative (2035) with and without project traffic noise levels adjacent to roadway segments in the 
project vicinity. These noise levels represent the worst-case scenario, which assumes that no shielding 
is provided between the traffic and the location where the noise contours are drawn. The specific 
assumptions used in developing these noise levels and the model printouts are provided in 
Appendix G.  
 
Table 4.5.K shows that the 2006 with project traffic noise levels would have noise increases of up to 
3.3 dBA along Airport Way between Performance Drive and French Camp Road, 4.2 dBA along 
French Camp Road between Ash Street and Airport Way, 3.8 dBA along Ash Street west of French 
Camp Road, and 4.9 dBA along CE-Dixon Street east of Airport Way. A noise level increase of 3 
dBA or more is perceptible to the human ear and would be considered significant.  
 
 

Off-site Traffic Noise Impacts  

Pursuant to the project=s Significance Criteria, a project will have a significant noise-related impact if 
it will substantially increase the noise levels for the adjoining areas. A 3 dBA increase in ambient 
noise levels is the audible increase considered barely perceptible in exterior environments; thus a 
substantial increase is normally defined as an increase in ambient noise levels of greater than 3 dBA. 
No roadway segments under any of the with project scenarios, as shown in Tables 4.5.K, 4.5.M, and 
4.5.O, are predicted to experience a substantial increase in traffic noise levels greater than 3 dBA due 
to implementation of the proposed project compared to traffic noise levels without the project. Thus 
increased traffic noise levels for off-site sensitive receptors due to implementation of the proposed 
project would result in a less-than-significant impact. 
 
 

On-site Traffic Noise Impact 

The proposed project includes single family and multi family residences, parks, and a school. With 
the exception of the proposed school these sensitive land uses are to be located adjacent to the 
roadways listed in Tables 4.5.J to 4.5.N. As shown in Table 4.5.O, the 2035 with project traffic noise 
levels would continue to be moderately high along French Camp Road and Airport Way within the 
project area. 
 
Traffic noise levels along French Camp Road could reach up to 72 dBA CNEL under the 2035 with 
project conditions. Based on the EPA=s Protective Noise Levels (EPA 550/9-79-100, November 
1978), with a combination of walls, doors, and windows, standard construction for northern 
California residential buildings would provide more than 25 dBA in exterior to interior noise 
reduction with windows closed and 15 dBA or more with windows open. With windows open, homes 
exposed to exterior noise levels in excess of 60 dBA CNEL would not meet the interior noise level 
standards (i.e., 72 dBA - 15 dBA = 57 dBA). Therefore, a form of mechanical ventilation such as air 
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conditioning systems would be required for all residences in the following areas within the project 
site to ensure that windows can remain closed for a prolonged period of time: 
 

• All residences located within approximately 500 feet of French Camp Road; and 

• All residences located within approximately 400 feet of Airport Way. 
 
Second floor rooms directly facing French Camp Road and Airport Way would be exposed to traffic 
noise levels up to 72 dBA CNEL would not meet the interior noise standards (i.e., 72 dBA - 25 dBA 
= 47 dBA). Therefore, in addition to mechanical ventilation, windows, doors, and wall assemblies 
with a minimum STC-30 rating would be required for all upper floor rooms in the facades of 
residential units that are within 150 feet of and directly exposed to French Camp Road or that are 
within 100 feet of and directly exposed to Airport Way. 
 
In addition, as shown in Table 4.5.O, sound barriers with a minimum height of 10 feet would be 
required along the project property line bordering Airport Way, and with a minimum height of 12 feet 
along the project property line bordering Airport Way, to provide adequate noise attenuation for on-
site noise sensitive land uses within 50 feet of the centerline of the outermost travel lane of these 
roadway segments. This would reduce traffic noise levels at first floor outdoor activity areas to below 
60 dBA CNEL, thus meeting the City=s acceptable standard for residential land uses. 
 
 
Table 4.5.I: Predicted Traffic Noise Levels at the First Row of Outdoor Activity Areas with 
Varying Barrier Heights 

Barrier Location Traffic Noise Level 
Without Barrier, dBA 

CNEL 

Barrier Height Traffic Noise Level 
With Barrier 

Airport Way 
Along property line 
North of French Camp 
Road 

71.6 6' 
8' 

10' 
12' 

63.11 
61.6 
59.7 
58.0 

French Camp Road 
Along property line 
between Ash Street and 
Airport Way 

71.8 6' 
8' 

10' 
12' 

67.1 
63.1 
60.8 
58.9 

Along property line East 
of Airport Way 

72.0 6' 
8' 

10' 
12' 

67.2 
63.2 
61.0 
59.0 

1 Traffic noise levels reductions are only at first floor receivers. 
Source: LSA Associates, March 13, 2007 
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Second floor balconies or decks directly exposed to these portions of French Camp Road and Airport 
Way would be exposed to traffic-related noise levels of up to 72.0 dBA CNEL. These levels would 
exceed the maximum allowable noise exposure standard from transportation related noise sources of 
65 dBA Ldn/CNEL for residential outdoor activity areas.1 To reduce the exterior noise level for these 
residential outdoor activity areas to acceptable levels, an 6-foot-high sound barrier on these balconies 
or decks shall be constructed so as to provide 5 dBA or more in noise reduction when the direct line 
of sigh to the traffic is blocked. The sound barrier can be of wood, brick, concrete, Plexiglass, or a 
combination of these and must be constructed without gaps (including at the bottom); it must be of at 
least 1 inch thickness and have equivalent mass to that of solid wood fencing boards. 
 
The traffic volumes along the roadways within the interior of the proposed project site would not 
result in long-term traffic noise levels exceeding the City’s exterior or interior noise standards. 
Therefore, no mitigation measures would be required.  
 
Mitigation Measure NOI-2a: the following mitigation measures shall be required to reduce the on-
site traffic noise impacts.  
 
• A form of mechanical ventilation such as air conditioning systems shall be required for all 

residences in the following areas within the project site to ensure that windows can remain closed 
for a prolonged period of time:  

o all residences located within approximately 500 feet of French Camp Road; and  

o all residences located within approximately 400 feet of Airport Way. 

• All second floor residential exterior facades that are within 150 feet of and directly exposed to 
French Camp Road or that are within 100 feet of and directly exposed to Airport Way shall be 
constructed to guarantee a minimum STC-30 rating (including windows, doors, and walls). 
Quality control must be exercised in construction to ensure all air-gaps and penetrations of the 
building shell are controlled and sealed. 

• A sound barrier with a minimum height of 10 feet is required along the project property line 
bordering Airport Way to provide noise attenuation for noise sensitive land uses within the 
proposed project site. 

• A sound barrier with a minimum height of 12 feet is required along the project property line 
bordering French Camp Road to provide noise attenuation for noise sensitive land uses within the 
proposed project site. 

• A sound barrier of a minimum 6 feet in height shall be constructed on all second floor balconies 
or decks for residential buildings within the project that are directly exposed to and within 150 
feet of French Camp Road or that are directly exposed to and within 100 feet of Airport Way. The 
sound barrier can be of wood, brick, concrete, Plexiglass, or a combination of these and must be 
constructed without gaps (including at the bottom); it must be of at least 1 inch thickness and 
have equivalent mass to that of solid wood fencing boards. 

 
 

                                                      
1Stockton, City of, 2004. Stockton Municipal code, Chapter 16, Development Code, Table 3.7. August 
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Table 4.5.J: Existing Plus Approved Projects Traffic Noise Levels 
Roadway Segment ADT Center-

line to 70 
CNEL 
(feet) 

Center-
line to 65 

CNEL 
(feet) 

Center-
line to 60 

CNEL 
(feet) 

CNEL (dBA) 
50 feet from 
Centerline of 
Outermost 

Lane 
Airport Way - North of Sperry Road 14,700 <50 98 208 67.5 
Airport Way - Sperry Road to 
Performance Drive 

16,100 <50 104 220 67.9 

Airport Way - Performance Drive to 
French Camp Road 

15,600 <50 101 216 67.7 

Airport Way - South of French Camp 
Road 

12,200 <50 85 183 67.7 

French Camp Road - West of El Dorado 
Street 

12,800 <50 88 189 68.0 

French Camp Road - El Dorado Street to 
Ash Street 

11,800 <50 83 179 67.6 

French Camp Road - Ash Street to Airport 
Way 

17,800 51 109 235 69.4 

French Camp Road - East of Airport Way 17,800 51 109 235 69.4 
Ash Street - East of French Camp Road 1,300 <50 <50 <50 55.3 
Ash Street - West of French Camp Road 9,600 <50 <50 103 64.0 
Sperry Road - McKinley Avenue to 
Performance Drive 

9,300 <50 71 153 66.6 

Sperry Road - Performance Drive to 
Airport Way 

7,900 <50 67 138 64.6 

Arch-Airport Road - Airport Way to 
Quantas Lane 

12,900 <50 90 190 66.9 

Arch-Airport Road - East of Quantas Lane 16,600 <50 104 225 69.1 
Performance Drive - West of Airport Way 3,200 <50 <50 76 61.4 
CE Dixon Street - East of Airport Way 3,200 <50 <50 77 60.9 

*Traffic noise within 50 feet of the roadway centerline requires site-specific analysis 
Source: LSA Associates Inc., April 2007 
 
 
Table 4.5.K: Existing Plus Approved Projects Plus Project Traffic Noise Levels 

Roadway Segment ADT Center-
line to 

70 
CNEL 
(feet) 

Center-
line to 

65 
CNEL 
(feet) 

Center-
line to 

60 
CNEL 
(feet) 

CNEL 
(dBA) 50 
feet from 

Centerline 
of 

Outermost 
Lane 

Increase 
from 

Baseline 
Conditions 

Airport Way - North of Sperry Road 18,400 55 113 241 68.5 1.0 
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Roadway Segment ADT Center-
line to 

70 
CNEL 
(feet) 

Center-
line to 

65 
CNEL 
(feet) 

Center-
line to 

60 
CNEL 
(feet) 

CNEL 
(dBA) 50 
feet from 

Centerline 
of 

Outermost 
Lane 

Increase 
from 

Baseline 
Conditions 

Airport Way - Sperry Road to 
Performance Drive 

26,700 69 144 308 70.1 2.2 

Airport Way - Performance Drive to 
French Camp Road 

28,600 72 151 323 70.4 2.7 

Airport Way - South of French Camp 
Road 

16,000 <50 102 219 68.9 1.2 

French Camp Road - West of El Dorado 
Street 

19,700 55 117 252 69.8 1.8 

French Camp Road - El Dorado Street to 
Ash Street 

17,400 <50 108 232 69.3 1.7 

French Camp Road - Ash Street to 
Airport Way 

30,000 72 155 333 71.7 2.3 

French Camp Road - East of Airport 
Way 

25,100 64 137 296 70.9 1.5 

Ash Street - East of French Camp Road 1,300 <50 <50 <50 55.3 0.0 
Ash Street - West of French Camp Road 
 

19,100 
 

<50 76 163 67.0 3.0 

Sperry Road - McKinley Avenue to 
Performance Drive 

15,000 <50 98 210 68.6 2.0 

Sperry Road - Performance Drive to 
Airport Way 

13,700 <50 94 198 67.0 2.4 

Arch-Airport Road - Airport Way to 
Quantas Lane 

22,100 61 127 272 69.3 2.4 

Arch-Airport Road - East of Quantas 
Lane 

23,600 61 132 284 70.6 1.5 

Performance Drive - West of Airport 
Way 

4,600 <50 <50 96 62.9 1.5 

CE Dixon Street - East of Airport Way 3,200 <50 <50 77 60.9 0.0 
*Traffic noise within 50 feet of the roadway centerline requires site-specific analysis. 
Source: LSA Associates Inc., April 2007 
 
 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008 4-91 

Table 4.5.L: Future (2025) Traffic Noise Levels 
Roadway Segment ADT Center-

line to 70 
CNEL 
(feet) 

Center-
line to 65 

CNEL 
(feet) 

Center-
line to 60 

CNEL 
(feet) 

CNEL (dBA) 
50 feet from 
Centerline of 
Outermost 

Lane 
Airport Way - North of Sperry Road 24,800 66 137 293 69.8 
Airport Way - Sperry Road to 
Performance Drive 

24,500 65 136 291 69.7 

Airport Way - Performance Drive to 
French Camp Road 

19,100 56 116 247 68.6 

Airport Way - South of French Camp 
Road 

18,000 54 111 237 68.4 

French Camp Road - West of El Dorado 
Street 

14,100 <50 94 201 68.4 

French Camp Road - El Dorado Street to 
Ash Street 

14,900 <50 97 209 68.6 

French Camp Road - Ash Street to Airport 
Way 

16,500 <50 104 224 69.1 

French Camp Road - East of Airport Way 18,400 52 112 240 69.5 
Ash Street - East of French Camp Road 2,500 <50 <50 <50 58.2 
Ash Street - West of French Camp Road 7,900 <50 <50 91 63.2 
Sperry Road - McKinley Avenue to 
Performance Drive 

8,900 <50 69 148 66.4 

Sperry Road - Performance Drive to 
Airport Way 

48,700 125 257 548 72.4 

Arch-Airport Road - Airport Way to 
Quantas Lane 

50,300 128 263 560 72.5 

Arch-Airport Road - East of Quantas Lane 51,100 129 265 566 72.6 
Performance Drive - West of Airport Way 8,700 <50 70 147 65.2 
CE Dixon Street - East of Airport Way 12,600 <50 88 187 66.8 
*Traffic noise within 50 feet of the roadway centerline requires site-specific analysis. 
Source: LSA Associates Inc., April 2007 
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Table 4.5.M: Future (2025) Plus Project Traffic Noise Levels 
Roadway Segment ADT Center-

line to 
70 

CNEL 
(feet) 

Center-
line to 

65 
CNEL 
(feet) 

Center-
line to 

60 
CNEL 
(feet) 

CNEL 
(dBA) 50 
feet from 

Centerline 
of 

Outermost 
Lane 

Increase 
from 

Baseline 
Conditions 

Airport Way - North of Sperry Road 28,100 71 149 319 70.3 0.5 
Airport Way - Sperry Road to 
Performance Drive 

31,100 76 159 341 70.7 1.0 

Airport Way - Performance Drive to 
French Camp Road 

32,300 77 163 350 70.9 2.3 

Airport Way - South of French Camp 
Road 

7,200 70 146 312 70.2 1.8 

French Camp Road - West of El Dorado 
Street 

15,700 <50 101 216 68.8 0.4 

French Camp Road - El Dorado Street to 
Ash Street 

17,000 <50 106 228 69.2 0.6 

French Camp Road - Ash Street to 
Airport Way 

23,700 62 132 285 70.6 1.5 

French Camp Road - East of Airport 
Way 

24,900 64 137 294 70.8 1.3 

Ash Street - East of French Camp Road 2,500 <50 <50 <50 58.2 0.0 
Ash Street - West of French Camp Road 12,300 <50 57 122 65.1 1.9 
Sperry Road - McKinley Avenue to 
Performance Drive 

9,800 <50 74 158 66.8 0.4 

Sperry Road - Performance Drive to 
Airport Way 

54,000 133 275 587 72.8 0.4 

Arch-Airport Road - Airport Way to 
Quantas Lane 

56,600 137 284 606 73.0 0.5 

Arch-Airport Road - East of Quantas 
Lane 

59,200 141 292 624 73.2 0.6 

Performance Drive - West of Airport 
Way 

8,700 <50 70 147 65.2 0.0 

CE Dixon Street - East of Airport Way 12,600 <50 88 187 66.8 0.0 
*Traffic noise within 50 feet of the roadway centerline requires site-specific analysis. 
Source: LSA Associates Inc., April 2007 
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Table 4.5.N: Future (2035) Traffic Noise Levels 
Roadway Segment ADT Center-

line to 70 
CNEL 
(feet) 

Center-
line to 65 

CNEL 
(feet) 

Center-
line to 60 

CNEL 
(feet) 

CNEL (dBA) 
50 feet from 
Centerline of 
Outermost 

Lane 
Airport Way - North of Sperry Road 32,400 81 165 351 70.1 
Airport Way - Sperry Road to 
Performance Drive 

37,300 88 181 385 70.7 

Airport Way - Performance Drive to 
French Camp Road 

24,100 64 135 288 69.6 

Airport Way - South of French Camp 
Road 

31,600 76 161 345 70.8 

French Camp Road - West of El Dorado 
Street 

17,300 73 134 278 67.9 

French Camp Road - El Dorado Street to 
Ash Street 

25,600 88 171 359 69.6 

French Camp Road - Ash Street to Airport 
Way 

31,100 97 193 408 70.4 

French Camp Road - East of Airport Way 37,200 107 216 459 71.2 
Ash Street - East of French Camp Road 4,200 <50 <50 91 62.0 
Ash Street - West of French Camp Road 18,500 55 113 242 68.5 
Sperry Road - McKinley Avenue to 
Performance Drive 

52,000 130 269 573 72.7 

Sperry Road - Performance Drive to 
Airport Way 

50,300 128 263 560 72.5 

Arch-Airport Road - Airport Way to 
Quantas Lane 

50,000 127 262 558 72.5 

Arch-Airport Road - East of Quantas Lane 45,000 119 244 520 72.0 
Performance Drive - West of Airport Way 11,900 <50 85 180 66.6 
CE Dixon Street - East of Airport Way 20,900 59 123 262 69.0 
*Traffic noise within 50 feet of the roadway centerline requires site-specific analysis. 
Source: LSA Associates Inc., April 2007 
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Table 4.5.O: Future (2035) Plus Project Traffic Noise Levels 
Roadway Segment ADT Center-

line to 
70 

CNEL 
(feet) 

Center-
line to 

65 
CNEL 
(feet) 

Center-
line to 

60 
CNEL 
(feet) 

CNEL 
(dBA) 50 
feet from 

Centerline 
of 

Outermost 
Lane 

Increase 
from 

Baseline 
Conditions 

Airport Way - North of Sperry Road 37,300 88 181 385 70.7 0.6 
Airport Way - Sperry Road to 
Performance Drive 

44,100 97 202 430 71.4 0.7 

Airport Way - Performance Drive to 
French Camp Road 

37,900 86 181 389 71.6 2.0 

Airport Way - South of French Camp 
Road 

37,200 85 179 384 71.5 0.7 

French Camp Road - West of El Dorado 
Street 

19,000 76 142 295 68.3 0.4 

French Camp Road - El Dorado Street to 
Ash Street 

28,000 92 180 380 70.0 0.4 

French Camp Road - Ash Street to 
Airport Way 

42,900 116 237 504 71.8 1.4 

French Camp Road - East of Airport 
Way 

44,300 118 242 515 72.0 0.8 

Ash Street - East of French Camp Road 4,200 <50 <50 91 62.0 0.0 
Ash Street - West of French Camp Road 29,300 73 153 328 70.5 2.0 
Sperry Road - McKinley Avenue to 
Performance Drive 

56,200 136 282 603 73.0 0.3 

Sperry Road - Performance Drive to 
Airport Way 

54,500 134 277 591 72.9 0.4 

Arch-Airport Road - Airport Way to 
Quantas Lane 

57,300 138 286 611 73.1 0.6 

Arch-Airport Road - East of Quantas 
Lane 

51,600 129 267 570 72.6 0.6 

Performance Drive - West of Airport 
Way 

12,800 <50 89 189 66.9 0.3 

CE Dixon Street - East of Airport Way 24,100 64 135 288 69.6 0.6 
*Traffic noise within 50 feet of the roadway centerline requires site-specific analysis. 
Source: LSA Associates Inc., April 2007 
 
 

Train Noise Impact 

Two Union Pacific Railroad lines run through the project area and one Southern Pacific Railroad line 
is located approximately 1,600 feet west of the project site. The centerlines of the Union Pacific 
Railroad tracks are approximately 100 feet from the proposed residential land use areas. The volume 
of train activity along these railroad tracks is unknown. Therefore, the potential train noise impact 
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was estimated using the Federal Transit Administration’s (FTA) Transit Noise Impact Assessment 
(April 1995). At a distance of 100 feet, the FTA estimates that a railroad line generates a noise level 
of 65 dBA Ldn. This noise level exceeds the 60 dBA Ldn (or CNEL) standard established by the City. 
Therefore mitigation measures are required. At a distance of 1,600 feet the rail noise from the 
Southern Pacific Railroad would be below 45 dBA Ldn. Therefore, no mitigation measures would be 
required.  
 
Based on the 100 foot distance to the 65 dBA Ldn contour, residences within 316 feet of a railroad 
centerline will be exposed to noise levels exceeding 60 dBA Ldn. Residential homes with outdoor 
active use areas exposed to the train noise levels of 60 to 65 dBA Ldn would require a freestanding 
sound wall or sound wall and berm combination with an effective height of six feet above the railroad 
grade. This six foot sound wall or sound wall/berm combination would provide 5 dBA or more in 
noise reduction. 
 
Residential units within 631 feet of the railroad centerline would be exposed to train noise levels 
exceeding 57 dBA Ldn. With windows or doors open, interior noise levels at these residences would 
exceed 45 dBA Ldn (i.e., 57 dBA - 12 dBA = 45 dBA). Therefore, air-conditioning systems, a form of 
mechanical ventilation, would be required to ensure that windows can remain closed for a prolonged 
period of time. 
 
Mitigation Measure NOI-2b: The following mitigation measures shall be required to reduce the 
on-site train noise impacts: 
 

• A six-foot-high sound wall or sound wall/berm combination shall be constructed to protect 
sensitive exterior land uses (residential and commercial) located within 316 feet of the 
railroad right-of-way. 

• Mechanical ventilation shall be required for all residences located within 631 feet of the 
railroad right-of-way. 

 
Implementation of the above mitigation measures will mitigate noise impacts for vehicular and 
train traffic (Impact Significance Criteria NOI-a, NOI-b, NOI-c and NOI-f). 
 
 

Airport Noise Impact 

Prior to analyzing the Project’s compatibility and consistency with the applicable City General Plan 
policies and the Airport Land Use Plan, it is important to become familiar with airport characteristics 
and airport operations, including the airport noise environment and aircraft operations and traffic 
patterns. 
 
 
Airport Noise & Land Use Compatibility Planning 
In its 1976 Aviation Noise Abatement Policy (ANAP), the Federal Aviation Administration (FAA) 
identified a range of measures with the potential to reduce aircraft noise exposure within communities 
surrounding major U.S. airports. The ANAP document responded to widespread concern among 
public agencies, citizen groups and airport users that a cohesive federal policy to guide the direction 
of aircraft noise abatement planning did not exist. 
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The ANAP document accomplished several major national noise abatement objectives: 
 

• It acknowledged FAA’s duty to provide leadership in the national effort to reduce aircraft 
noise, 

• It clearly responded to noise abatement alternatives suggested by the U.S. Environmental 
Protection Agency (EPA) as mandated by Congress, 

• It distinguished between noise abatement alternatives which could be implemented by airport 
proprietors at their sole discretion and those whose implementation was preempted by 
Federal laws, and; 

• It identified the important roles of state and local agencies and political jurisdictions in the 
noise abatement process. 

 
 
The ANAP document was an important precursor to the formulation of the Aviation Safety and Noise 
Abatement Act of 1979 (ASNA). ASNA established the official Federal posture on rules 
recommended by the EPA and set forth specific FAA responsibilities in the development of aviation 
noise and land use compatibility programs. The foundation of such a program is the identification, 
analysis, coordination and implementation of a range of airport noise abatement options originally 
articulated in the 1976 ANAP document. FAR Part 150 became the FAA's vehicle for carrying-out 
these responsibilities in 1981. 
 
FAR Part 150 is based on Title I of ASNA which adopted, in modified form, recommendations made 
by the Environmental Protection Agency (EPA) for airport noise compatibility planning. Included in 
the regulation is the establishment of a single system for determining the exposure of individuals to 
airport noise and a single system for measuring airport (and background) noise. The regulation also 
prescribes a standardized airport noise compatibility program, which includes (1) the development 
and submission to the FAA of noise exposure maps and noise compatibility programs by airport 
sponsors; (2) standard noise methodologies and units for use in assessing airport noise; (3) the 
identification of land uses that are normally compatible (or noncompatible) with various levels of 
airport noise; and (4) the procedure and criteria for FAA evaluation, and approval or disapproval of 
noise compatibility programs by the FAA Administrator. 
 
An airport noise and land use compatibility planning program developed under FAR Part 150 is 
strictly voluntary on the part of an airport sponsor and includes land use planning and implementation 
programs designed to meet the stated goals of ASNA in (1) reducing existing noncompatible land 
uses around airports, and of (2) preventing the introduction of additional noncompatible uses through 
the cooperative efforts of the airport sponsor and local and regional planning agencies. FAA approval 
of an airport noise compatibility program under FAR Part 150 does not constitute a commitment of 
Federal funds for project implementation. However, an Airport sponsor with an approved FAR Part 
150 noise compatibility program is eligible to make application to the FAA for noise abatement 
project funding.  
 
The development of plans or programs by an airport sponsor under ASNA do not in any way interfere 
with the established prerogatives of State and local governments concerning the regulation and 
control of land use and responsibilities for any other related noise compatibility actions. 
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In addition, the approval or disapproval of any programs or proposals submitted to the FAA under 
FAR Part 150 does not constitute a Federal determination that the recommended use of land covered 
by the program is acceptable or unacceptable under Federal, State or local law. The responsibility for 
such determination remains with local authorities. 
 
 
FAR Part 150 Airport Noise Compatibility Program - Stockton Metropolitan Airport 
As owner and operator of the Stockton Metropolitan Airport, the County of San Joaquin has long 
recognized the importance of an aircraft noise abatement program in balancing community concerns 
with aviation needs. In response to these concerns, the County developed a comprehensive program 
to mitigate adverse noise effects from existing and future aircraft operations at the Airport. This noise 
control program represents the end product of a lengthy effort to improve the airport's relationship 
with the surrounding community while continuing to serve aviation needs. 
 
The development of the FAR Part 150 Airport Noise Compatibility Program for Stockton 
Metropolitan Airport was carried-out in concert with a productive public involvement program. With 
the approval and adoption of the Program, the County prepared a blueprint to protect the Airport from 
future encroachment, and the Airport environs communities can use the blueprint to address future 
aircraft noise impacts. 
 
 
Land Uses Normally Compatible with Various Noise Levels 
FAR Part 150 contains a table which identifies those land uses that are “normally compatible” and 
“noncompatible” with various levels of aircraft noise exposure. It is the only such table published in 
the U.S. Code of Federal Regulations (CFR). This table is set forth as Table 4.5.P.  
 
 
Table 4.5.P: FAR 150 Land Use Compatibility Designations 

Yearly Day-Night Average Sound Level (Ldn) in Decibels** 
Land Use Class: Below 

65 
65-70 70-75 75-80 80-85 Over 85 

Residential       
Residential, other than mobile homes and transient 
lodgings  

Y N(a) N(a) N N N 

Mobile home parks Y N N N N N 
Transient lodgings Y N(a) N(a) N(a) N N 
Public Use       
Schools Y N(a) N(a) N N N 
Hospitals, and nursing homes Y 25 30 N N N 
Churches, auditoriums, and concert halls Y 25 30 N N N 
Government services Y Y 25 30 N N 
Transportation Y Y Y(b) Y(c) Y(d) Y(d) 
Parking Y Y Y(b) Y(c) Y(d) N 
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Yearly Day-Night Average Sound Level (Ldn) in Decibels** 
Land Use Class: Below 

65 
65-70 70-75 75-80 80-85 Over 85 

Commercial Use       
Offices, business and professional Y Y 25 30 N N 
Wholesale and retail-building materials, hardware 
and farm equipment 

Y Y Y(b) Y(c) Y(d) N 

Retail trade-general Y Y 25 30 N N 
Utilities Y Y Y(b) Y(c) Y(d) N 
Communication Y Y 25 30 N N 
Manufacturing and Production       
Manufacturing, general Y Y Y(b) Y(c) Y(d) N 
Photographic and optical Y Y 25 30 N N 
Agriculture (except livestock) and forestry Y Y(f) Y(g) Y(h) Y(h) Y(h) 
Livestock farming and breeding Y Y(f) Y(g) N N N 
Mining and fishing, resource production extraction Y Y Y Y Y Y 
Recreation       
Outdoor sports arenas and spectator sports Y Y(e) Y(e) N N N 
Outdoor music shells, amphitheaters Y N N N N N 
Nature exhibits and zoos Y Y N N N N 
Amusements, parks, resorts and camps Y Y Y N N N 
Golf courses, riding stables and water recreation Y Y 25 30 N N 

*The designations contained in this table are based upon above referenced source, and in neither case represent Federal 
determination that any use of land covered by the Part 150 program is acceptable or unacceptable under Federal, State, or 
local law. The responsibility for determining the acceptable and permissible land uses remains with local authorities. FAA 
determinations under Part 150 are not intended to substitute federally determined land uses for those determined to be 
appropriate by local authorities in response to locally determined needs and values in achieving noise compatible land use. 
**Letters in parenthesis are numbers refer to notes and noise level reductions (NLR) respectively. 
 
Key to Table:  
Y - Yes, land use and related structures compatible without restriction. 
N - No, land use and related structures are not compatible, and should be prohibited. 
NLR - Noise Level Reduction (outdoor to indoor) to be achieved through incorporation of noise attenuation into the design 
and construction of the structure. 
25,30, or 30 - Land uses and related structures generally considered compatible; measures to achieve NLR of 25, 30, or 35 
must be incorporated into design and construction of structures. 
(a) - Where the community determines that residential uses must be allowed, measures to achieve outdoor to indoor Noise 
Level Reduction (NLR) of at least 25 dB and 30 dB should be incorporated into building codes and be considered in 
individual approvals. Normal construction can be expected to provide a NLR of 20 dB, thus, the reduction requirements are 
often stated as 5, 10, or 15 dB over standard construction and normally assume mechanical ventilation and closed windows 
year-round. However, the use of NLR criteria will not eliminate outdoor noise problems. 
(b) - Measures to achieve NLR of 25 must be incorporated into the design and construction of portions of these buildings 
where the public is received, office areas, noise sensitive areas, or where the normal noise level is low. 
(c) - Measures to achieve NLR of 30 must be incorporated into the design and construction of portions of these buildings 
where the public is received, office areas, noise sensitive areas, or where the normal noise level is low. 
(d) - Measures to achieve NLR of 35 must be incorporated into the design and construction of portions of these buildings 
where the public is received, office areas, noise sensitive areas, or where the normal noise level is low. 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008 4-99 

(e) - Land use compatible provided special sound reinforcement systems are installed. 
(f) - Residential buildings require an NLR of 25. 
(g) - Residential buildings require an NLR of 30. 
(h) - Residential buildings not permitted. 
 
 
As presented in Table 4.5.P, the levels of cumulative noise exposure (expressed in Community Noise 
Equivalent Level--CNEL) correspond to the noise contours required by FAA to be shown on the FAR 
Part 150 Aircraft Noise Exposure Maps. By comparing the measured or predicted yearly CNEL level 
at a given location on the Noise Exposure Map with the values set forth in Table 4.5.P, the 
compatibility of a particular land use may be determined. In using this table the following factors 
should be considered: 
 

1. CNEL noise contours indicate the degrees of acceptable and unacceptable noise exposure for 
the various land uses identified in Table 4.5.P. The contours indicate the general trend in 
relative noise levels. Vegetation, land contours, and the position of buildings or walls may 
often affect the perception of noise by the observers at any specific site. 

2. CNEL levels may vary somewhat above or below the computed levels for a particular 
location depending upon variations in local topography and vegetation (shielding), or as a 
result of variations in individual aircraft operations. 

3. Although all land uses may be considered as normally compatible with CNEL noise levels 
less than 65dB, local needs and values may dictate further delineation based on specific local 
requirements or determinations as well as lower than average ambient noise levels. 

4. Other local noise sources may often contribute as much as or more than aircraft to the total 
noise exposure at a specific location. 

5. Compatibility designations in Table 4.5.P generally refer to the major use of the site. If other 
uses with greater sensitivity to noise are permitted at a site, the compatibility determination is 
based upon the use which is most adversely affected by noise. 

6. Designations contained in Table 4.5.P do not constitute a Federal determination that any use 
of land covered by the program is acceptable or unacceptable under Federal, state, or local 
law. The responsibility for determining acceptability and permissibility of existing or 
proposed land uses remains with local authorities. 

7. Although FAR Part 150 defines the compatibility or non-compatibility of various land uses 
for the purposes of Federal aid eligibility or sanctions under ASNA, the FAA recognizes that 
adjustments or modifications of the land use categories may be desirable after consideration 
of specific local conditions. 
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Other Noise and Land Use Compatibility Guidelines 
Other relevant federal, State and local land use compatibility guidelines should also be considered in the 
FAR Part 150 planning process, including: 
 
FAA Integrated Noise Model. To better understand the effects of airport noise on surrounding land 
uses, the FAA’s integrated noise model was consulted to represent levels of noise in relation to 
distance from the airport. Table 4.5.Q shows permitted and prohibited land uses within these noise 
contours and zones. 
 
 
Table 4.5.Q: Land Use within Airport Contours 

Contours Permitted Uses Prohibited Uses Other Uses 
65 dB CNEL C Dumps, landfills and 

waterways are 
permitted only if 
thorough evaluation 
indicates that they will 
not present a bird 
hazard to aircraft. 

C Playgrounds and 
athletic fields are 
permitted only if they 
are not to be used for 
noise-sensitive 
activities. 

C All residential uses 

C Schools (other than 
flying schools) 

C Churches 

C Theaters 

C Auditoriums 

 

C Most other land uses 
are permitted, if 
soundproofing is used 
where needed to 
reduce interior levels 
of exterior noise to no 
more than 45dBs.  

C The standards 
regarding visual 
distractions to pilots, 
non-reflective 
materials and 
transmissions which 
are applicable to other 
zones property apply 
also to these areas. 

 
60 - 65 dB CNEL C Residential uses are 

permitted if insulated 
to reduce interior noise 
to a level no higher 
than 45 dB and if an 
aviation easement is 
recorded in favor of 
the Airport Operator. 

C Dumps, landfills and 
waterways are 
permitted only if 
thorough evaluation 
indicates that they will 
not present a bird 
hazard to aircraft. 

C Playground and 
athletic fields are 
permitted if they are to 
be used for non-noise 

C Schools (other than 
flying schools) 

C Churches 

C Theaters 

C Auditoriums 

 

C Most other land uses 
are permitted, if 
soundproofing is used 
where needed to 
reduce interior noise 
levels of exterior noise 
to no more than 45 
dBs. 

C The standards 
regarding 
non-reflective 
materials, 
transmissions, and 
visual distractions to 
pilots which apply to 
other zones apply also 
to these areas. 
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Contours Permitted Uses Prohibited Uses Other Uses 
sensitive activities. 

 
Horizontal and Conical 
Surfaces 

C Few restrictions are 
necessary in these 
areas. 

C Proposed 
communications 
towers and other very 
tall structures should 
be evaluated to ensure 
that they will not be 
aircraft hazards. 

C Proposed dumps, 
landfills and 
waterways should be 
evaluated to ensure 
that they will not 
present a bird hazard to 
aircraft. 

C No special 
construction standards 
are required 

C Proposed schools that 
are to be located within 
a 2 mile radius of an 
airport must undergo a 
review by Caltrans 
Division of 
Aeronautics and the 
Department of 
Education. 

C The standards 
regarding 
non-reflective 
materials, 
transmissions, and 
visual distractions to 
pilots which apply to 
other zones apply also 
to these areas. 

Source: San Joaquin County Council of Governments Airport Land Use Plan, 1993. 
 
 
Federal Interagency Criteria. In June 1980 the Federal Interagency Committee on Urban Noise 
published Guidelines for Considering Noise in Land Use Planning and Control. This Committee is 
comprised of representatives from the Departments of Defense, Transportation and Housing and 
Urban Development, the Veterans’ Administration and the Environmental Protection Agency, the five 
Federal agencies most involved in noise, land use, or environmental policy. Without overriding any 
agency's existing policies or regulations, the Guidelines provided a foundation for an integrated 
Federal system of noise/land use policy. As a consequence, FAA, DOD and HUD policy and 
regulations relative to airport noise and housing are quite compatible. 
 
The Interagency document also contains a summary of the many techniques that local governments can 
use to reduce the effect of noise on surrounding land uses. These techniques range from simply increasing 
public awareness of noise levels, to developing land use codes and zoning policies, to the drastic but 
effective measure of public purchase of severely exposed land. 
 
 
U.S. Department of Housing and Urban Development (HUD) Guidelines. HUD has developed land 
use compatibility guidelines that “recommend” compatible land uses based on an 
acceptable/nonacceptable noise level format. The format varies with the extent of airport noise (measured 
in CNEL) to which the land uses are exposed. For example, noise levels not exceeding CNEL 65dB are 
normally acceptable for residential development under the HUD guidelines. Levels above CNEL 65dB, 
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but not exceeding CNEL 75, require special approvals prior to the start of any construction. Such 
approvals are contingent upon the attenuation of noise either at its source, or through noise insulation or 
other construction techniques. 
 
 
California Airport Noise Standards. According to the State Airport Noise Standards, the level of 
noise acceptable to a “reasonable” person residing in the vicinity of an airport is CNEL 65dB. This 
criterion was chosen for persons residing in urban residential areas where houses are of typical 
California construction and may have windows partially open. The CNEL 65dB level was selected 
with reference to speech, sleep, and community reaction. The stated purpose of these standards is to 
provide a basis for resolving existing noise problems in communities surrounding civil airports 
(military aircraft operations are excluded from the regulations) and to prevent the development of 
new noise problems. All existing and future airports in California are subject to the regulations. 
 
 
California Noise Insulation Standards. State “Noise Insulation Standards, which are required to be 
adopted as part of local building codes, apply to residential structures located in noise-critical areas 
(defined as CNEL 60dB or greater), such as those near airports. Once the standards are adopted, new 
residential structures must be designed to prevent the intrusion of exterior noise so that, with all 
exterior doors and windows closed, the noise level attributable to exterior sources does not exceed a 
level of CNEL 45dB in any habitable room. Proper design to achieve this goal can include, but is not 
limited to, orientation of the structure; setbacks; shielding; and sound insulation of the building itself. 
The State Noise Insulation Standards specify minimum insulation requirement in terms of Impact 
Insulation Class (IIC) and Sound Transmission Class (STC) for wall and floor-ceiling assemblies.” 
 
 
Local Noise Standards. Community noise standards vary from agency to agency in the Stockton 
Metropolitan Airport environs. At least five separate agencies influence or control land use decisions 
in the Airport environs. These include San Joaquin County, the San Joaquin County Council of 
Governments (as the Airport Land Use Commission--ALUC), and the Cities of Stockton, Manteca 
and Lathrop. 
 
The Noise Element of the San Joaquin County General Plan recommends noise standards for 
residential and other noise sensitive land uses. The intent of these recommended standards is to 
“establish guidelines and methods for reducing noise to acceptable levels throughout the County.” 
The standards include (1) a criterion exterior noise level of CNEL (Ldn) 65dB or less for new 
residential development, and (2) a noise level of CNEL (Ldn) 60dB or less for schools, group care 
facilities and hospitals. Avigation easements and soundproofing are recommended for any new 
residential development within the CNEL 65dB noise contour. 
 
The San Joaquin County Airport Land Use Commission does not permit residential uses, schools 
(other than flying schools), churches, theaters, or auditoriums within the CNEL 65dB and above noise 
contours. Playgrounds and athletic fields are permitted only if they are not to be used for noise 
sensitive activities. The Airport Land Use Plan does permit new residential uses within the CNEL 
60-65dB noise contours if they are insulated to reduce interior noise levels to CNEL 45dB or less 
(CNEL 35dB in sleeping areas). Schools, churches, theaters, and auditoriums are not permitted. 
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The Cities of Stockton, Manteca and Lathrop do not permit new residential land uses in areas exposed 
to cumulative noise levels exceeding CNEL 60dB unless the project is designed to reduce interior 
noise levels to CNEL 45dB or less. 
 
 
Stockton Metropolitan Airport Noise Environment 

Noise Exposure Map 

The 1988-89 Noise Exposure Map (Figure 4.5.1) was submitted to the FAA’s Western-Pacific 
Regional Office for review and approval in November 1990, and was subsequently approved by the 
FAA on May 10, 1991. The report contained all technical input and expressed assumptions 
concerning the development of the Noise Exposure Maps, and the locations of various noise sensitive 
point receptors such as schools, hospitals, churches, and other public facilities, are also shown on the 
map. 
 
Noise exposure contours for the period 1988-89 reflected aircraft operational conditions averaged 
over the course of approximately 16 months. The noise exposure contours are representative of 
airport operations in 1991. Data used in the preparation of the noise exposure contours were verified 
as being consistent with actual operational data for the years 1990 and 1991. In particular, aircraft 
activity (including key military training operations), aircraft fleet composition, time of day of 
operations, runway and flight track geometry/use and aircraft operating procedures for the published 
NEM existing conditions analyses effectively represent present-day (1991) conditions to a tolerance 
of within ten percent (i.e., an agreement of better than  0.4dB CNEL). 
 
Figure 4.5.2, “Noise Exposure Map: 1994-95 Conditions” is the currently adopted noise exposure 
map representing aircraft noise exposure conditions at Stockton Metropolitan Airport. The map was 
developed and prepared in accordance with FAR Part 150 and was coordinated through consultations 
with public agencies and other interested parties having all or a part of their jurisdictions within the 
CNEL 65dB and above noise exposure contours as depicted on the map. 
 
The CNEL 65dB, 70dB and 75dB contours are the FAR Part 150 criterion levels for the analysis of 
current and future noise exposure conditions. However, to incorporate local noise compatibility 
standards, four specific ranges of noise exposure were used in this study: (1) CNEL 60-65dB, (2) 
CNEL 65-70dB, (3) CNEL 70-75dB, and (4) CNEL 76dB and above. These ranges were selected on 
the basis of prevailing FAA guidelines combined with the policies of San Joaquin County, the ALUC, 
and local communities. 
 
 
Forecast Noise Exposure Conditions - FAR Part 150 Report 
Aviation activity forecasts were prepared as part of the Noise Exposure Map report. These forecasts 
were based on predicted demand for air carrier, general aviation and military services at the Airport 
through the Year 2005 and formed the basis for predicting community noise levels that could be 
associated with future aircraft operations (see Table 4.5.O). 
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Two forecast scenarios were developed for all future noise impact analyses (1994-1995 and 2005). 
The 1994-1995 forecast conditions Noise Exposure Map reflects the requirement for a five-year 
projection as stated in FAR Part 150. The 2005 conditions map (not originally published in the Noise 
Exposure Map report) represents a forecast of long-term potential community noise exposure.  
 
Figure 4.5.2 represents the five-year noise exposure map (1994-95 conditions) for the Airport. Figure 
4.5.4, “Noise Exposure Map 2005 Forecast Conditions” was also based on the ALP update forecast 
assumptions, and the average day operations set forth in Table 4.5.R. 
 
 
Table 4.5.R: Average Day Aircraft Operations at Stockton Metropolitan Airport 
(Actual/Forecast) 

Actuala Forecasts 
Aircraft Type 

1988-89 1990 1995 2000 2005 2015c 
Air Carrierb       
B-727 3 0 0 0 0 0 
B-737-200 0.3 0.5 0.5 0 0 0 
B-737-300 0 0.5 2 4 10 137 
MD-80 2.8 1 2 4 6 0 
BAe-146 5 6 6 12 16 0 
Otherd 0 0 0.5 1 6 0 
Subtotal 11.1 8 11 21 38 137 
       
Commuter Air Carrier       
Hvy. Twin-engine TP (EMB-
120, ATR-42) 

6 8 14 18 24 8.22 

Twin-engine Turboprop 
(Bandierante, Metroliner) 

8.6 12 18 23 26 8.22 

Subtotal 14.6 20 32 41 50 16.44 
       
General Aviation       
Light TJ (Lear 24/25) 0.6 0.6 0.2 0 0 0 
Light Quite TF (C-500) 1.4 3 5 8.3 12 4.57 
Light TF (Lear 35A) 1 3 4 6 7 4.57 
Medium/Heavy TF (G-II/III) 3.4 5 5.7 6 7 4.57 
Twin-engine Turbo Prop 0 0 0 -- -- 13.7 
Twin-engine Prop (Baron) 43.1 57.5 73 89 110 82.19 
Single-engine Prop 215.1 224 240.9 246.9 247.6 340 
Subtotal 264.6 293.1 328.8 356.2 383.6 449.6 
       
Military Aviation       
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Actuala Forecasts 
Aircraft Type 

1988-89 1990 1995 2000 2005 2015c 
C5A 4 5 6 6 7 3.84 
C-141B 2 2 2.5 3 3 0 
KC-10 0 -- 0 -- -- 3.84 
KC-135A 2 2 1 0 0 0 
KC-135R 3 4 6 8 10 0 
T-37/38/43 0.5 0.5 0.5 0.5 0.5 0 
Otherf 0.2 0.5 1 1 1.5 0 
Subtotal 11.7 14 17 18.5 22 7.68 
       
Cargo       
DC-10 0 -- 0 -- 0 8 
       
Total Daily Operationsg 302 335.1 388.8 436.7 493.6 618.72 
Total Annual Operationsh 117223 129312 148912 166396 187164 225833 

Source: Stockton Metropolitan Airport Master Plan Report, 1997 and FAR Part 150 Airport Noise Compatibility Program 
aBased on Airport and FAA records 
bIncludes air carrier aircraft types conducting flight training, testing and certification operations. 
cReinard W. Brandley, Consulting Airport Engineer, November 6, 1996 
dIncludes future, quiet-technology aircraft such as the MD-90 class propfan and miscellaneous unlisted aircraft involved in 
flight training. 
eTypical recent schedule. 
fIncludes miscellaneous transport, tactical and trainer aircraft observed periodically. 
gHelicopter operations excluded from totals. 
hIncludes helicopters. 
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Forecast Noise Exposure Conditions - 1997 Airport Master Plan Report 
Increased aircraft operations at the Stockton Metropolitan Airport in future years may result in 
increased ambient noise levels within the proximity of the airport. During the circulation of the 
Notice of Preparation, the San Joaquin Council of Governments (and other groups and agencies) 
expressed concern over air freight expansion at the airport and subsequent increases in night time 
noise levels. Table 4.5.R illustrates forecasted airport operations. 
 
Table 4.5.R shows that the actual total annual airport operations in 1987-88 were 110,267, and the 
forecasted total annual airport operations in 1995 and 2015 were 141,912 and 225,833 respectively. 
In 2005, the Stockton Metropolitan Airport reported total annual airport operations at 90,000, 
suggesting 2015 operations will not be as high as originally forecasted. In addition, the 1997 Stockton 
Metropolitan Airport Master Plan Report forecasts a decrease in military operations. The Master Plan 
shows an average daily military aircraft operation count of 11.8 in 1987-88. In the same report, 
Reinard W. Brandly, Consulting Airport Engineer, forecasted only 7.68 daily military operations for 
the year 2015. This decrease in military operations at the airport will resulted in a significant decrease 
in noise levels within the adopted 60-70 dB CNEL noise contours.  
 
Even with the maximum forecasted 2015 increase in airline operations, the overall noise exposure 
levels are reduced due to decreases in military operations.  
 
Additionally, advances in technology and new airport noise regulations will further reduce future 
noise exposure. The FAA has established guidelines to phase out older, noisier aircraft by designating 
aircraft as Stage 1, Stage 2, or Stage 3. Stage 1 aircraft had to be retired or refitted with hush kits or 
quieter engines by January 1, 1988. The Airport Noise and Capacity Act of 1990 implemented phased 
elimination of Stage 2 aircraft after December 31, 1999. Successive phase-outs of Stage 1 and Stage 2 
aircraft have reduced noise levels around airports significantly, and the most severe aircraft noise is 
now limited to within or very near the airport boundaries. The FAA’s 2000 Aviation Noise 
Abatement Policy also states that future GPS technologies will be used to mitigate noise by keeping 
aircraft tightly within their designated noise corridors. Further airport noise reduction will occur with 
advances in noise abatement technology, more stringent noise standards, and the development of 
quieter planes. 
 
The Stockton Metropolitan Airport is located adjacent to the proposed industrial land uses. Based on 
the CNEL Contours for the 1994-95 Operations (source) small portions of the proposed project 
industrial land uses would be exposed to noise levels exceeding 70 dBA CNEL. Disclosures will be 
required for future project residents in light of airport related noise. A Deed of Avigation and hazard 
Easement from the Airport Land Use Commission will also be required.  
 
Land uses surrounding the Stockton Metropolitan Airport, including only a small portion of the 
industrial park near State Route Highway 99, will be exposed to airport noise. No sensitive land uses, 
such as the parks, school, or residential uses will be exposed to noise levels exceeding the City’s 60 
dBA CNEL exterior standard. Furthermore, advances in noise abatement technology and standards 
will most likely reduce noise impacts to less than significant levels despite a potential for increases in 
airport operations.  
 
 
Forecast Noise Exposure Conditions – BridgeNet International Aircraft Noise Analysis 
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In an effort to update forecasted aircraft noise levels, a study was prepared by BridgeNet International 
(BridgeNet), an acoustical consulting firm specializing in the preparation of noise analyzes for 
airports and residential and commercial developments (Appendix G).  
 
The analysis included a review of the impact of all aircraft types, including the operation of National 
Guard Chinook Helicopters, on the noise environment in and around the Tidewater Crossing project site. 
 
BridgeNet’s analysis of the noise environment around the project site was determined through a noise 
measurement survey and noise modeling assessment. The noise environment at the Tidewater Crossing 
project site was analyzed through the use of noise measurement surveys of aircraft events and ambient 
noise levels, collection of aircraft operational data and the incorporation of this information into an airport 
noise computer model.  
 
Noise Measurement Survey 
 
A noise measurement survey was conducted at several locations both within the airport proper and around 
the Tidewater Crossing project site. Noise measurements were conducted at a total of nine (9) sites over 
several days between July 14 and July 22, 2006. The noise monitors were used to collect data and 
establish a database of noise levels for various types of aircraft that fly 24 hours a day, and to estimate the 
overall average noise level at the site. During the daytime hours of the survey, a log of aircraft events, 
including arrivals and departures, was generated on-site by a member of BridgeNet’s staff. Following the 
completion of on-site survey the collected information was correlated to specific aircraft events taken 
from filtered radar data and comparison to the on-site event log prepared during the noise measurement 
survey.  
 
According to BridgeNet’s survey, most of the aircraft events that were monitored were single and twin 
engine general aviation aircraft conducting touch-and-go operations. The noise from these aircraft was 
not loud enough to be recorded at many of the noise monitoring stations located away from the airport. 
Additionally, most of the time, the single engine aircraft did not generate enough noise to be positively 
identified as an aircraft event. The events that were most identifiable were the commercial, military and 
corporate jet aircraft events. However, most of these aircraft did not fly directly over most of the noise 
monitoring equipment so only sideline noise from the events was measured. 
 
The noise measurements and visual observations did include both civilian and military helicopter 
operations. According to BridgeNet, the small number of operations, when compared to all aircraft 
operations, results in a minimal impact on the overall noise exposure of the airport. BridgeNet’s on-site 
event log revealed that the flight tracks used by non-military helicopters was observed to be either along, 
or parallel to flight tracks associated with Runway 11R/29L (aka the shorter runway). BridgeNet reports 
that the flight track for the National Guard Chinook Helicopters was generally from the west side of the 
airport, departing across the airport property to the east and arriving to the airport from the east. 
BridgeNet’s conclusion from the noise measurement data and field observations is that most of the impact 
associated with Chinook Helicopters is on airport property heading away from the project site, and the 
operations have a minimal impact on the noise exposure contours on the west side of the airport and a 
negligible impact on the project site. 
 
Existing & Future Noise Impacts 
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BridgeNet’s analysis included the preparation a set of noise contours for aircraft operations at the 
Stockton Metropolitan Airport depicting existing (2006) operations and future year (2035) operations. 
Each set of noise contours was to be compared to the proposed land uses associated with Tidewater 
Crossing to determine if any proposed land uses were incompatible with noise levels resulting from the 
operation of all aircraft types. 
 
 Aircraft Activity Levels – Existing (2005) and Future (2035) 

 
BridgeNet utilized aircraft activity level information based upon 2005 operational conditions provided by 
the airports air traffic control staff at Stockton Metropolitan Airport.  
 
The total operations in 2005 were approximately 82,432. For the purpose of modeling, it was assumed 
that an additional twenty percent (20%) of operations occurred during the hours that the control tower is 
closed, which provides for an adjusted total of 98,059 annual operations or approximately 269 operations 
per day. The upward adjustment was based on interviews conducted with the Airport Manager, Air 
Traffic Manager, the FBO General Manager and the Air National Guard Facility Commander. Of the total 
269 average daily operations, approximately ninety-one (91) percent were associated with aircraft in the 
general aviation category. Of the remaining percentage, six (6) percent were associated with helicopter 
operations, with three (3) percent assigned to the operation of military helicopters. The remaining daily 
operations were associated with aircraft in the air carrier and air taxi category.  
 
BridgeNet utilized the same operational levels for the future year (2035) analysis as was used by the 
City’s in the preparation of the airport noise analysis prepared for the 2035 General Plan. According to 
the operational information, airport officials expect there to be approximately 132,860 annual operations 
during the year 2035, which is approximately 364 average daily operations. Of the total 364 average daily 
operations, approximately eighty-one (81) percent were associated with aircraft in the general aviation 
category. Of the remaining percentage, 5.4% percent were associated with helicopter operations, with 
2.7% assigned to the operation of military helicopters. The remaining daily operations were associated 
with aircraft in the air carrier and air taxi category.  
 
 Time of Day 

 
In the either the Community Noise Equivalent Level (CNEL) or the Day-Night Level (DNL) metric, 
any operations that occur after 10 p.m. and before 7 a.m. the next morning are considered more 
intrusive and are weighted by 10 dBA. One nighttime operation equals 10 daytime operations for the 
purpose of calculations. Therefore, the number of nighttime operations is very critical in determining 
the overall noise environment around the airport. Stockton Metropolitan Airport does have a control 
tower which is open from 7:00 a.m. to 9:00 p.m. No records exist depicting typical nighttime 
operations. Therefore, for the purpose of their analysis BridgeNet estimated the type and number of 
operations that occur during the nighttime hours.  
 
During the noise measurement field survey, it was observed that all of the existing commercial 
operations occurred during the daytime hours. Therefore, for noise modeling purposes it was 
estimated that all of the air carrier operations were conducted during the daytime hours, and twenty 
percent (20%) of all remaining operations were conducted during the nighttime hours.  
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 Modeling Results 
 
All of the aforementioned assumptions for all types of aircraft operations together with other aircraft data 
and flight parameters were entered into an Integrated Noise Model (INM) to calculate the total aircraft 
noise exposure around the airport. The model results were depicted by a set of noise contours for both 
existing and future year operations. 
 
The existing annual 2005 CNEL noise contours for Stockton Metropolitan Airport are presented in 
Figure 4.5.3. The Figure illustrates the 55, 60, 65, 70 and 75 CNEL noise contours relative to the airport. 
The results of the modeling show the entire Tidewater Crossing project site is located outside of the 
existing  55 dB CNEL airport noise contour.  
 
The future (2035) annual CNEL noise contours for Stockton Metropolitan Airport are presented in 
Figure 4.5.5. The Figure illustrates the 55, 60, 65, 70 and 75 CNEL noise contours relative to the airport. 
BridgeNet’s modeling reveals that the future noise contours are approximately 1.1 dB louder throughout 
the project site as compared to the existing noise contours. This increase is an insignificant level of noise 
however it does increase the amount of noise at the project site. 
 
 
Chinook (CH-47) Helicopter Operations 

A request pursuant to the Freedom of Information Act (5 U.S.C. 552) was made on July 17, 2007 in 
an effort to obtain operational characteristics of the California Air National Guard’s Chinook (CH-47) 
Helicopter Fleet stationed at the Stockton Metropolitan Airport. The following information was 
requested: 

• Aircraft departure/arrival procedures 

• Operations by time of day (day/evening/night time operations) 

• Flight tracks 

• Frequency of use for established flight tracks 

• Abatement procedures (if any) 

• Hover frequency and schedule 

 
The following information has been provided by the California National Guard in response to the 
above referenced request. 
 
CH-47 flight log data was provided for the months of April, May and June of 2007. By regulation, 90 
days of flight log data is maintained on aircraft operations by the National Guard. The three months 
of log data issued provided the most current data available at the time of the request. The number of 
flights experienced for the various months was 63 in April, 100 in May, and 37 in June with 
approximately 90% of flights occurring between the hours of 7:00 a.m. and 8:00 p.m. Flights depart 
daily which range from a minimum of 1 to as many as 15 flights per day. The flight logs contain time 
of departure and arrival along with respective destination. Use of specific flight vectors for the 
aircrafts operations was not provided. Vector use is determined by the Stockton Metropolitan Air 
Traffic Control Tower at the time of departure and arrival. Flight vectors can be found on Figure 
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4.6.8. Flight frequency and operation times vary dependent upon service and flight time requirements 
for pilots to  
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maintain their proficiency. There are currently no noise abatement procedures in place at the Stockton 
Metropolitan Airport for CH-47 operations. CH-47 aircraft conducting test flights may hover at the 
helipad for extended periods of time and all CH-47 aircraft conduct hover checks prior to flight. 
 
 
Airport Noise Conclusion 

Airport Noise 

Residents will be exposed to no more than acceptable decibel (dB) Community Noise Equivalent 
(CNEL) noise levels because all proposed residential uses would occur within acceptable noise 
contours. California state regulations establish 65 dB CNEL as the “maximum normally acceptable 
for residential and certain other land uses”. A CNEL of 60 dB is considered “normally acceptable 
noise exposure for residential areas” and “suitable for new development around airports”. CNEL 
under 60 dB (55 dB CNEL or less) “seldom significantly interferes with residential land use 
activities@ and is considered “suitable for airports in quite, rural locations” and “in urban areas, 
aircraft contribution to this noise level may be less than that of other noise sources”. 
 
For areas between 60 and 65 dB CNEL contours, noise is less critical than in areas of greater airport 
impact, and “residential uses are permitted if insulated to reduce interior noise to a level no higher 
than 45 dB and if an avigation easement is recorded in favor of the Airport Operator.” 
 
It is concluded that: 
 

1. The project is located approximately 3/4 of one mile beyond (outside of) the 65 dB CNEL 
noise contour line. 

2. The project is also located over 2 of one mile beyond (outside of) the 60 dB CNEL noise 
contour line. 

3. The project is effectively located within or beyond (outside of) the 55 dB CNEL noise 
contour line where average community reaction to noise is no more than “moderate to slight” 
and “noise is considered no more important that various other environmental factors.” 

4. Because the project is located entirely beyond (outside of) the 60 dB CNEL contour line, the 
project site will result in no more than “normally acceptable noise exposure for residential 
uses,” and thereby is located in an area which is fully Asuitable for new development around 
most airports.@ 

 
Land uses proposed for the project are permitted according to the 1993 Airport Land Use Plan, and 
are not anticipated to present significant issues with regard to noise. 
 
 

Overflight 

Overflight impacts concern noise-related impacts outside of typical noise contours which are 
measured in terms of annoyance, and to a lesser extend concern safety issues. Effective means by 
which to address overflight issues is through buyer awareness measures such as deed notices, 
avigation easements, and interior noise attenuation measures such as insulation to reduce interior 
noise levels to no higher than 45 dB, if they are required. 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008 4-117 

 
While the project is beyond (outside of) even the 60 dB CNEL contour, the imposition of conditions 
of approval requiring buyer awareness and other measures will ensure that the project is consistent 
with the 1993 ALUP and 2002 Caltrans requirements concerning noise and overflight in regards to 
anticipated future airport operations. 
 
It is also concluded that: 
 

1. The project location and the imposition of conditions of approval requiring buyer awareness 
and other measures negate overflight concerns. 

 
 

Stationary Noise Impact 

Potential long-term noise impacts would be associated with stationary sources within the proposed 
commercial and industrial land uses. These activities are potential point sources of noise that could 
affect on-site and off-site noise-sensitive receptors such as residences. On-site noise-producing 
activities include traffic, doors slamming, vehicle engine start-ups, truck loading and unloading 
activities, HVAC equipment, and people conversing in a parking lot.  
 
As noise spreads from a source it loses energy; so the farther the noise receiver is from the noise 
source, the lower the perceived noise level would be. Geometric spreading causes the sound level to 
attenuate, or be reduced, resulting in a 6 dBA reduction in the noise level for each doubling of 
distance from a single-point source of noise, such as a car door slam, to the noise-sensitive receptor of 
concern. Although individual activities may generate relatively high and intermittent noise, when 
added to the typically lower ambient noise and averaged over a longer period of time, the cumulative 
noise level would be much lower and would be considered a less than significant impact. 
 
 
Truck Delivery Loading/Unloading Noise. During loading and unloading activities, noise would be 
generated by the trucks’ diesel engines, exhaust systems, and brakes during low-speed gear shifting; 
braking activities; backing up toward the docks; dropping down the dock ramps; and while 
maneuvering away from the docks. These peak-event noise sources are measured as a single event 
from a point source.  
 
Based on similar projects and LSA’s experience with the analysis of periodic truck loading and 
unloading activities, peak noise levels from the proposed on-site truck loading and unloading 
activities would range up to 75 dBA Lmax when measured at 50 feet from the point source. Therefore, 
sensitive land uses located within 160 feet of the loading and unloading activities would be 
potentially exposed to noise levels exceeding the City's 65 dBA Lmax nighttime noise threshold. 
Mitigation measures such as constructing a 10 foot barrier adjacent the loading/unloading area or 
limiting deliveries to the hours of 7:00 a.m. and 10:00 p.m. shall be required.  
 
 
Parking Lot Noise. Proposed parking facilities are located throughout the proposed development. 
Noise associated with parking lot activities include on-site vehicular traffic, car door slamming, car 
alarm, vehicle engine start-up, tire squealing, and people conversing. 
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Representative parking activities, such as employees or customers conversing and slamming doors, 
would generate approximately 60 dBA Lmax at 50 feet. This level of noise is much lower than that of 
the truck delivery and loading/unloading activities. Parking lot noise is not anticipated to be a 
significant noise issue with respect to residences within or adjacent to the project site.  
 
 
HVAC Equipment Noise. HVAC equipment is typically located on the building rooftop. HVAC 
equipment generates a sound pressure level (SPL) of up to 95 dBA at one foot. The roof edge creates 
a natural noise barrier that reduces noise levels from these rooftop HVAC units by 8 dBA or more. It 
is assumed that HVAC equipment would operate continuously through the day, evening, and night. 
The closest residence to the HVAC equipment is approximately 100 feet and would experience a 
noise level of 55 dBA Lmax. This noise level would not exceed the City’s nighttime maximum noise 
level of 65 dBA Lmax. Therefore, noise generated from HVAC equipment associated with commercial 
uses would not have a significant noise impact. No mitigation measures are required.  
 
Mitigation Measure NOI-2c: If there are sensitive land uses within 200 feet of a proposed 
loading/unloading area one of the following measures shall be implemented: 

• A sound barrier shall be constructed adjacent to the loading/unloading area. Wall height shall be 
determined based on specific sensitive land use and an acoustical analysis for the new 
development must be submitted to identify the wall height prior to the submittal of any building 
permit, or 

• Loading/unloading activities shall be restricted to the hours of 7:00 a.m. and 10:00 p.m. daily. 
 
 
With implementation of the identified mitigation measures, potential short-term and long-term 
noise impacts would be reduced to below a level of significance (Impact Significance Criteria 
NOI-b, NOI-d, and NOI-e). 
 
 
Impact NOI-3: Implementation of the proposed project will subject the residential uses to 
unacceptable vibration levels due to the proximity of the railroad. 

Based on FTA’s Transit Noise Impact Assessment (April 1995) homes within 200 feet of railroad 
tracks would potentially be exposed to vibration impacts. Therefore, a site specific vibration analysis 
shall be required prior to the construction of any sensitive land uses within 200 feet of the Union 
Pacific Railroad Tracks.  
 
Mitigation Measure NOI-3: A site specific vibration impact analysis shall be required prior to the 
construction of any sensitive structures within 200 feet of a railroad right-of-way.  
 
Implementation of the above mitigation measures will reduce potential railroad vibration 
impacts to a less than significant level (Impact Significance Criteria NOI-b). 
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4.5.5 Level Of Significance After Mitigation 
There would be no significant noise impacts from short-term construction or long-term operation of 
the project site after implementation of mitigation measures. A site specific vibration assessment shall 
be required as indicated to prevent significant impacts associated with railroad vibration.  
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4.6 LAND USE 
4.6.1 Existing Setting 

Existing Land Use 

The project site consists primarily of agricultural fields. Drainage (French Camp Slough, South Fork 
Little John=s Creek) and irrigation ditches transect the project site. These ditches provide aquatic 
habitat and riparian vegetation. The project site is surrounded by a variety of land uses. To the north 
of the project is the Stockton Metropolitan Airport. To the south and east are agricultural and rural 
residential. The historic community of French Camp is located west of the project site.  
 
 

General Plan 

The project site is currently within the jurisdiction of San Joaquin County and outside of the City’s 
Corporate limits. A portion of the site is within the current City’s Sphere of Influence; however an 
amendment will be needed for a portion of the project site. Accordingly, the site (or portions thereof) 
is governed by General Plan land use designations established for both San Joaquin County and the 
City of Stockton. A component of the project is to annex the project site within the City’s boundaries. 
Subsequent to the annexation, the project site will be under the jurisdiction of the City and guided by 
the City’s General Plan. Figure 4.6.1 illustrates the existing County General Plan land use 
designations on the project site. Table 4.6.A.presents the acreage for existing County General Plan 
designations.  
 
 
Table 4.6.A: Existing San Joaquin County General Plan Designations 
 

GENERAL PLAN ACRES 
Low Density Residential 80.73 

Industrial 3.36 
Agriculture 776.44 

Total 860.53 

 
 
As noted in Table 4.6.A, the existing County General Plan designation for the majority of the project 
site is General Agriculture (A/G, 776.44 acres). This designation applies to areas suitable for 
agriculture outside areas planned for urban development where the soils are capable of producing a 
wide variety of crops and/or supporting grazing; parcel sizes are generally large enough to support 
commercial agricultural activities. The General Plan designates a portion of the project site as Limited 
Industrial (I/L, 3.36). This designation provides for a range of industrial activities, including 
production, assembly, warehousing and distribution. Typical uses are light impact manufacturing, 
warehousing, wholesaling, corporation yards, and distribution. Low Density Residential (R/L) 
accounts for 80.73 acres of the site. The R/L designation is appropriate for single family 
neighborhoods. The typical housing type is detached, single family dwelling units. 
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Although the project site is outside of the Stockton Corporate Boundaries, the site is within the City’s 
General Plan study area. The City of Stockton 1990 General Plan has land use designations that are 
similar to the San Joaquin County General Plan designations (refer to Figure 4.6.3). Table 4.6.B 
presents the Existing City General Plan designations. 
 
 
Table 4.6.B: Existing City Of Stockton General Plan Designations 
 

 
General Plan 

 
Acres 

Agriculture 855.6 
Industrial 53.5 

Total 909.1 

 
 
The City of Stockton is in the process of updating the comprehensive General Plan program, and has 
prepared a draft land use plan for the General Plan study area. The General Plan Update has a horizon 
year of 2035, and introduces a variety of land use concepts that differ from the 1990 General Plan 
land use concepts. For the Tidewater Crossing project site, the 2035 General Plan designates a portion 
of the site as Village (Village L), and does not specify particular land use designations. The exception 
is for the French Camp Slough which is designated as Open Space/Agriculture. Figure 4.6.4 presents 
the land use plan for the 2035 General Plan Update. Since the City has not adopted the 2035 General 
Plan, it technically has no official status in the City, but does merit consideration for general planning 
purposes. Accordingly, the 1990 General Plan retains the official land use designations for the project 
site until the 2035 General Plan is adopted. 
 
 
Existing Zoning 

The existing zoning districts for the project site are shown on Figure 4.6.2 and listed in Table 4.6.C. 
The project area has San Joaquin County zoned as AU-20, AG-40, and IL. AU (Agriculture-Urban 
Reserve) is intended to retain in agriculture those areas planned for future urban development. AG 
(General Agriculture) zoning preserves agricultural lands for the continuation of commercial 
agriculture enterprises. IL (Limited Industrial) is intended to provide for light impact manufacturing. 
 
 
Table 4.6.C: Existing County Zoning Designations 

 
COUNTY ZONING 

 
ACRES 

 
AG-40 

 
776.44 

 
AU-20 

 
80.73 

 
IL 

 
3.36 

 
Total 

 
861.2* 

*Excludes: Railroad corridor and roadways 
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Surrounding General Plan Land Use 

The City of Stockton (1990) Adopted General Plan designates the lands to the north of the project site 
as Industrial and institutional. Lands to the west, east, and south are designated as General 
Agriculture.  
 
 

Agricultural Lands 

The proposed project consists primarily of agricultural lands and has been and continues to be 
agriculturally productive. The California Department of Conservation, Division of Land Resource 
Protection, Farmland Mapping and Monitoring Program use categories for types of land to assist in 
determining impacts with respect to conversion of agricultural lands. These categories are indicated 
below: 
 
 
Prime Farmland. Farmland with the best combination of physical and chemical features able to 
sustain long term agricultural production. This land has the soil quality, growing season, and moisture 
supply needed to produce sustained high yields. Land must have been used for irrigated agricultural 
production at some time during the four years prior to the mapping date. 
 
 
Farmland of Statewide Importance. Farmland similar to Prime Farmland but with minor 
shortcomings, such as greater slopes or less ability to store soil moisture. Land must have been used 
for irrigated agricultural production at some time during the four years prior to the mapping date. 
 
 
Farmland of Local Importance. Land of importance to the local agricultural economy as determined 
by each county’s board of supervisors and a local advisory committee. 
 
 
Unique Farmland. Farmland of lesser quality soils used for the production of the state=s leading 
agricultural crops. This land is usually irrigated, but may include non-irrigated orchards or vineyards 
as found in some climatic zones in California. Land must have been cropped at some time during the 
four years prior to the mapping date. 
 
 
Urban and Built-up Land: Land occupied by structures with a building density of at least 1 unit to 1.5 
acres, or approximately 6 structures to a 10-acre parcel. This land is used for residential, industrial, 
commercial, construction, institutional, public administration, railroad and other transportation yards, 
cemeteries, airports, golf courses, sanitary landfills, sewage treatment, water control structures, and 
other developed purposes. 
 
 
Other Land: Land not included in any other mapping category. Common examples include low 
density rural developments; brush, timber, wetland, and riparian areas not suitable for livestock 
grazing; confined livestock, poultry or aquaculture facilities; strip mines, borrow pits; and water 
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bodies smaller than forty acres. Vacant and nonagricultural land surrounded on all sides by urban 
development greater than 40 acres is mapped as Other Land. 
 
The following land designations associated with the Farmland Mapping and Monitoring Program are 
found on the project site and are indicated on Figure 4.6.5:  
 

• Urban and built up land   5.7 acres 

• Farmland of Local Importance  5.3 acres 

• Prime Farmland    344.5 acres 

• Farmland of Statewide Importance 519.8 acres 

• Unique Farmland   4.3 acres 

• Other Land    0.002 acres 
 
 

Stockton Metropolitan Airport 

The project site is located within the Stockton’s Airport area of influence and is subject to review 
from the Airport Land Use Commission (ALUC) under the State Aeronautics Act (California Public 
Utilities Code, Section 21670 et seq.) which establishes statewide requirements for the conduct of 
airport land use compatibility planning. Airport Land Use Commissions have two specific duties: 
Preparation and adoption of airport land use compatibility plans; and review of certain local agency 
land use actions and airport plans for consistency with the compatibility plan.  
 
To guide the ALUCs the California Department of Transportation Division of Aeronautics has 
created the California Airport Land Use Planning Handbook. Its purpose is to support and amplify 
the article of the State Aeronautics Act. The Handbook provides compatibility planning guidance to 
ALUCs, their staff and consultants, the counties and cities having jurisdiction over airport area land 
uses, and airport proprietors. 
 
The Handbook is not regulatory in nature and does not take precedence over locally adopted 
compatibility plans. Legislation passed in 1994 requires that, when preparing an environmental 
impact report for any project situated within an airport influence area as defined in an ALUC 
compatibility plan (or, if a compatibility plan has not been adopted, within two nautical miles of a 
public-use airport), lead agencies shall utilize the Handbook as a technical resource with respect to 
airport noise and safety compatibility issues. 
 
Certain types of land use actions must be submitted to the ALUC for review prior to final approval by 
the local jurisdictions. These actions include adoption or amendment of a general plan, specific plan, 
zoning ordinance, building regulations, or other land use ordinance or regulation which affects land 
within an airport area of influence as defined by the ALUC. The impetus for referral of a general plan 
or specific plan to the ALUC may come from either of two situations: 
 

• A proposal initiated by the local jurisdiction to adopt or amend an affected plan (e.g., land 
development project); or 
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• The requirements for the local jurisdiction's plans to be reviewed for consistency with an 
ALUC’s newly adopted or amended compatibility plan. 
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Land use compatibility policies adopted by ALUCs and the general plans and zoning ordinances 
adopted by local agencies can only go so far to ensure that privately owned property is used in a 
manner which is compatible with airport activities. In locations which are particularly critical to the 
airport, such as runway protection zones and other areas exposed to high noise levels or requiring 
significant limitations on the heights of objects, airport proprietors should consider acquisition of fee 
title or avigation easements. 
 
 
FAR Part 150 Land Use Compatibility Standards 
Noise and land use compatibility guidelines are important planning tools which provide general 
indications as to whether particular land uses are appropriate in areas of certain measured (or 
calculated) noise exposure levels. The FAA has elected to use guidelines based on the following 
criteria as the basis for FAR Part 150 Airport Noise Compatibility Planning: 
 

1. Federal Interagency Committee on Urban Noise: “Guidelines for Considering Noise in Land 
Use Planning and Control,” and 

2. American National Standards Institute (ANSI) Publication, “Sound Level Descriptions for 
Determination of Compatible Land Use,” (ANSI Report S3.23-1980). 

 
 
These guidelines were developed in cooperation with the Environmental Protection Agency (EPA) as 
directed by ASNA, and are the criteria to be used in the preparation of Airport Noise Exposure Maps 
and Airport Noise Compatibility Programs submitted under FAR Part 150. 
 
All Federal grants issued after Fiscal Year 1986 for noise compatibility planning or development at 
airports must be in accordance with FAR Part 150. The FAR Part 150 noise and land use 
compatibility guidelines represent a refinement of Federal and International noise and land use 
compatibility criteria and are compatible with criteria used by other Federal agencies. 
 
 
Aircraft Operations and Traffic Patterns 

The Federal Aviation Administration (FAA) operates the control tower at the Stockton Metropolitan 
Airport. Their jurisdiction extends from a 5-mile radius measured from the airport center, and up to a 
2,500-foot elevation. 
 
Two parallel runways are located on the airport, and are referred to as 29R/11L (long runway) and 
29L/11R (short runway). In general, the long runway is utilized by larger and/or noisier aircraft, 
including small jets (Lear jets), large corporate jets (Gulf Streams, Hawkers), large turbo-prop 
aircraft, air passenger planes, cargo planes and military transport planes. The larger aircraft utilize an 
approach established at an elevation of 1,500-feet AGL (Above Ground Level). Small aircraft 
generally consisting of single engine and twin engine propeller airplanes utilize the short runway, and 
utilize an approach established at an elevation of 1,000-feet AGL. Helicopters (large military, and 
small business and law enforcement helicopters) also utilize airport facilities. The approach elevation 
for helicopter flights is 500 feet AGL. 
 
Use of the airport by aircraft occurs in two ways. First, aircraft will fly a pattern used for practice 
landing and takeoff training (aka “touch-and-goes”). This activity requires the aircraft to depart the 
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runway, gain elevation, and enter into a traffic pattern shaped like an oval (aka “racetrack”). The 
racetrack is comprised of an imaginary elevated track consisting of four parts: (1) downwind, (2) 
base, (3) upwind, and (4) crosswind (refer to Figure 4.6.6). This imaginary racetrack allows the pilots 
to fly multiple takeoff and landing exercises in a circular pattern.  
 
Wind conditions dictate the direction for aircraft approach and departure. Approximately 80 percent 
of the operations utilize the “normal” pattern wherein the wind direction is from northwest to 
southeast. For the remaining 20 percent, the wind direction is from southeast to northwest. Generally, 
aircraft take-off and land into the wind, resulting in landings from southeast to northwest during 
normal pattern conditions, and from northwest to southeast during reverse pattern conditions. It 
should be noted that flight patterns may vary both horizontally and vertically. For example, a general 
aviation aircraft descending to 29L could most likely vary its downwind track by nearly a mile and be 
lower than 1,000 feet turning to base leg. 
 
Figure 4.6.7 (Air Carrier and Business Jet Flight Tracks Diagram) illustrates the flight tracks utilized 
by the larger aircraft approaching and departing the airport. The diagram also indicates the 
“racetrack” pattern that is recommended for “touch-and-go” traffic. The larger aircraft utilize the long 
runway. The normal pattern requires the aircraft to fly in a clockwise direction departing the large 
runway in a northwest direction (upwind), turn to the northeast direction (crosswind) turn to the 
southeast (downwind), turn to the southwest (base) and turn to the northwest in the final descent 
(upwind) for landing. With these operations, the larger, noisier aircraft fly over the industrial and 
undeveloped lands to the north adjacent to Arch-Sperry Road and east of the long runway. 
 
Figure 4.6.8 (General Aviation, Commuter & Army Helicopter Flight Tracks) illustrates the flight 
tracks utilized by the smaller aircraft practicing touch-and-goes utilizing the short runway. Smaller 
aircraft take off in a counterclockwise direction in a northwest (upwind) direction, turn to the 
southwest (crosswind), turn to the southeast (downwind), turn to the northeast (base), and turn to the 
northwest in the final descent (upwind) for landing. This pattern for the smaller, quieter aircraft 
requires flight over the industrial lands and airport uses to the west and southwest of the short 
runway. During the downwind and base flight directions, the aircraft fly over the extreme northeast 
portion of the Tidewater Crossing project site boundary (generally following the former Tidewater 
Southern Railroad right-of-way), and over the portion of the project site planned for industrial uses. 
 
For the reverse pattern (20 percent) wind conditions, the aircraft depart the runways from the 
direction opposite of the normal pattern. Large aircraft fly the racetrack in a counterclockwise 
direction using the long runway, and smaller aircraft fly in a clockwise direction using the short 
runway. 
 
During normal wind conditions (i.e., northwest to southeast), incoming large aircraft approach the 
airport in the downwind direction at an approach elevation of at least 1,500 feet. These aircraft come 
from the west and northwest over lands planned for residential uses, then align the aircraft for landing 
upwind on the long runway. If no other aircraft traffic is present in the vicinity, the large aircraft will 
also approach the long runway from the southwest. 
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Cargo aircraft (A300, B747, Military C-5) also utilize the airport facilities, using the long runway 
(29R/11L). They fly the same pattern as all other large aircraft, although ultimately park in separate 
facilities to the north of the long runway. When departing, the cargo aircraft prefer to fly in the 
reverse pattern (in a southeasterly direction), unless the wind conditions are unfavorable. In general, 
cargo aircraft operate around 7:30-8:00 a.m., unless fog conditions set in. The cargo aircraft business 
currently operating at the airport will be terminating its operations in the near term, due largely to the 
lack of a modern all weather Category 3 (CAT 3) computerized airport landing system, and also due 
to the consolidated operations of United Parcel Service (UPS) at Mather Airport in Sacramento.  
 
During the winter season mid-November to March, early morning fog conditions upset the airport 
traffic patterns causing diversion of aircraft to other airports. While fog generally dissipates by 12:00 
pm, aircraft schedules are generally disrupted to a point where airport operations are reduced 
throughout the entire day, which has had an adverse effect on the airport cargo businesses. Cargo 
aircraft businesses have chosen to locate at airports possessing the more reliable CAT 3 Instrument 
Landing System (ILS), similar to the system in place at the Sacramento International Airport. The ILS 
facilitates aircraft landing through computer guidance allowing landing in dense fog conditions. Since 
the FAA and Stockton Metropolitan Airport has not invested in this guidance system, the potential for 
a long-term cargo operation remains uncertain.  
 
Helicopter aircraft takeoff and land in five different locations. All five locations are west or south of 
the short runway. Of the five locations, only the location utilized by the National Guard is of concern 
to the project site due to the proximity to the site, and from the use of Chinook helicopters (twin 
rotors). The Chinook helicopters are among the noisiest helicopters in service.  
 
The National Guard has a practice helicopter pad and taxiway located within the restricted National 
Guard lease-hold property, adjacent to the planned industrial uses on the project site. National Guard 
practice operations involve engine testing and training and require their pilots to hover the helicopters 
above the pad for fifteen to twenty minutes, then flying into the long runway racetrack. Maneuvers 
also involve hovering over the pad, then departing to the south or southeast (over the project site 
planned industrial uses) when seeking a destination. Figure 4.6.8 illustrates the pattern associated 
with the flight tracks of Army Helicopters. Generally, the flight tracks avoid the residential portion of 
the Tidewater Crossing project. 
 
In an attempt to better understand the operational characteristics of the Chinook (CH-47) Helicopter 
Fleet stationed at the Stockton Metropolitan Airport, a request pursuant to the Freedom of 
Information Act (5 U.S.C. 552) was sent to the California Air National Guard in  July 2007. The 
following information was requested: 

• Aircraft departure/arrival procedures 

• Operations by time of day (day/evening/night time operations) 

• Flight tracks 

• Frequency of use for established flight tracks 

• Abatement procedures (if any) 

• Hover frequency and schedule 
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The following information was provided by the California National Guard in response to the above 
referenced request. 
 
CH-47 flight log data was provided for the months of April, May and June of 2007. By regulation, 90 
days of flight log data is maintained on aircraft operations by the National Guard. The three months 
of log data issued provided the most current data available at the time of the request. The number of 
flights experienced for the various months was 63 in April, 100 in May and 37 in June with 
approximately 90% of flights occurring between the hours of 7 a.m. to 8 p.m. Flights depart daily 
which range from a minimum of 1 to as many as 15 flights per day. The flight logs contain time of 
departure and arrival along with respective destination. Use of specific flight vectors for the aircrafts 
operations was not provided. Vector use is determined by the Stockton Metropolitan Air Traffic 
Control Tower at the time of departure and arrival. 
 
Flight frequency and operation times vary dependent upon service and flight time requirements for 
pilots to maintain their proficiency. 
 
There are currently no noise abatement procedures in place at the Stockton Metropolitan Airport for 
CH-47 operations. CH-47 aircraft conducting test flights may hover at the helipad for extended 
periods of time and all CH-47 aircraft conduct hover checks prior to flight.  
 
Non-military helicopters generally follow roadway alignments when approaching/departing the 
airport. These helicopters are considerably quieter than the Chinook helicopters. 
 
Surrounding the airport are two land uses that effectively serve as noise abatement. These are the 
County hospital facility to the west of the airport, and the California Youth Authority to the east of 
the airport. Aircraft are prohibited from flying directly over these facilities. The location of the two 
facilities act to keep aircraft in turning movements away from the airport than might otherwise occur. 
The County hospital also receives helicopter flights for emergency transport purposes, generally 
unrelated to the airport operations. 
 
The airport experiences peak operations on weekdays between 10:00 am and 2:00 pm, although peak 
operations will also occur on Friday afternoon, between 2:00 pm and 6:00 pm. The FAA operates the 
control tower on a daily basis from 7:00 am to 9:00 pm. After the FAA closes the control tower, all 
aircraft must utilize the long runway which remains lighted requiring the use of the racetrack pattern 
over the industrial uses northeast of the long runway, 29R/11L. 
 
According to the 1997 Stockton Metropolitan Airport Master Plan Report, approximately 60 percent 
of the airport activity is due to small aircraft (single-engine aircraft) flights. A considerable portion of 
those flights are due to commercial flight training exercises involving simulated landings, takeoffs 
and instrument approaches. These training exercises use small aircraft to simulate various aircraft 
operating conditions utilizing the long runway and racetrack for practice. 
 
During peak flight operations, some aircraft will be held in a holding pattern until given clearance by 
the control tower to land. The holding pattern occurs in the mid-field area of the airport over the 
industrial uses adjacent to Arch-Sperry Road (large aircraft) or over the airport aircraft parking area 
(small aircraft). 
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The Stockton Metropolitan Airport currently has two development projects underway; the Air Cargo 
Center and the Airport East Business Park. The Air Cargo Center will provide runway access to 
cargo, manufacturing, and corporate clients and will initially consist of a multi-tenant air cargo 
building adjacent to the new air cargo ramp. The Stockton Metropolitan Airport states that space for 
additional facilities in the future will be available. The Airport East Business Park is a 550 acre 
master-planned development that will integrate manufacturing, research and development, office, and 
air cargo facilities. These projects and facilities are planned primarily to the north and east of the 
existing airport. No future expansion south of the airport is planned at this time. 
 
 
4.6.2 Impact Significance Criteria 
Potentially significant impacts associated with land use have been evaluated using the following 
criteria: 
 
LU-a Type and extent of conversion from agricultural to suburban uses; 
 
LU-b Change in land use represents a substantial change from the character of the previous use; 
 
LU-c Compatibility with surrounding land uses (current and planned); 
 
LU-d Consistency with City General Plan and regional land use plans and policies; and 
 
LU-e Cause potential boundaries concerns which create islands, strips or corridors within an 

agency providing public services: and 
 
LU-f Compatibility with Airport Land Use Plan. 
 
 
4.6.3 Impacts And Mitigation Measures 

Effects Considered to be Less Than Significant Impacts 
 
Impact LU-1: The proposed project uses are inconsistent with the City General Plan and regional 
land use policies.  

City of Stockton 1990 General Plan. The Tidewater Crossing project is located just outside the limits 
of Stockton's city boundaries within the jurisdiction of San Joaquin County. The project site is 
partially within the City of Stockton Sphere of Influence and is included within City of Stockton=s 
1990 General Plan study area. While the project site is technically subject to the jurisdiction of San 
Joaquin County General Plan and zoning regulations, the project includes an application for 
annexation into the City of Stockton, a Sphere of Influence boundary amendment (for a portion) and 
City prezoning of the project site. Therefore, the City=s General Plan provides guidance for land use 
planning efforts.  
 
Although the City=s 1990 General Plan land use designations for the site are predominantly 
agriculture, and the project proposes predominantly residential and industrial uses, the project is 
considered to be consistent with the current General Plan as it is included in the Urban Service 
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Boundary and within the planning area boundary of the General Plan. Although the current General 
Plan designations do not indicate this area as a growth area, it is included in the plan area as a 
reasonable likely future expansion and is included in the General Plan update efforts. The current 
adopted General Plan designations for the project site are illustrated in previous Figure 4.6.3 and 
detailed in Table 4.6.D. A comparison of the proposed project with the applicable goals and policies 
is provided in Table 4.6.F.  
 
 
Table 4.6.D: Existing City Of Stockton 1990 General Plan vs. Project Land Uses 
 
General Plan 

 
Acres 

 
Proposed Project 

 
Acres 

Agriculture 855.6   
Industrial 53.5 Industrial 224.3 
  Residential 369.8 
  Commercial 16.6 
  Pump/Lift/PG&E 

Substation 
5.8 

  Basins/Lakes 16.0 
  Weber Slough 

Diversion 
2.3 

  Parks/Open Space 35.3 
  Sloughs/Easements 62.0 
  Flood Control 93.1 
  Elementary School 19.4 
  Railroad Corridor 8 
  Public Roads 56.5 
Total 909.1  909.1 
 
 
To the extent that the City’s 1990 General Plan remains the guiding land use document, the proposed 
project is included in the Urban Service Boundary and Plan Area for the current General Plan, and as 
such, is a logical expansion of the City’s growth areas. The proposed project is not within the areas 
designated as future growth areas in the 1990 General Plan, although most of those future growth 
areas have now been developed. As a result, the conditions presented in Significance Criteria LU-d 
would not occur.  
 
 
City of Stockton 2035 General Plan Update. The City of Stockton is in the process of updating the 
comprehensive General Plan document, including the land use diagram. For the project site, the 2035 
General Plan Update indicates a designation of Village (Village L) and is intended to provide a 
mechanism to provide comprehensive planning for selected sites within the City planning area. With 
a designation of Village, land use is determined by the applicant to achieve development objectives 
for the site. A Master Development Plan (MDP) is prepared to provide guidance on development 
concepts, design guidelines, infrastructure planning, project processing, etc., to ensure that 
comprehensive planning is achieved. The Village designation attempts to provide concepts that mix 
housing and commercial/retail uses within close proximity. The proposed project would comply with 
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this designation as it combines residential, commercial, and industrial uses. A General Plan 
Amendment has been requested to designate specific land uses within the project area. Although the 
designation of “Village” will be changed, the proposed land uses will remain consistent with the 2035 
General Plan Update upon City adoption. As a result, the conditions outlined in Significance Criteria 
LU-d would not occur. However since the 2035 General Plan Update process has not been 
completed, this finding is pending its adoption. 
 
 
Annexation. The applicant has requested annexation of the project site into the City of Stockton’s 
jurisdiction. The site is currently under the jurisdiction of San Joaquin County, but is within the City 
of Stockton’s Urban Service Area boundaries, and partially within the City’s Sphere of Influence. 
Annexation must be requested by the City of Stockton, and then is forwarded to the San Joaquin 
County Local Agency Formation Commission (LAFCO) for the final decision. LAFCO examines a 
number of criteria prior to making their decision to re-organize the project boundaries into the City’s 
jurisdiction. One of the criteria involves boundaries which create islands, strips or corridors within an 
agency providing public services. For the proposed project, the amount of land contiguous to the 
existing City of Stockton boundary will be reviewed in accordance with these criteria to assess the 
potential service issues that might occur. With the annexation as proposed, the project connection 
with the City occurs along an 800 linear foot corridor in the north central portion of the plan area. 
Extending public services from the adjacent airport and developments should not pose significant 
issues with regard to the development of the project site, not withstanding the narrow project 
connection with the City post-annexation.  
 
 
Sphere of Influence Amendment. A portion of the proposed annexation extends beyond the existing 
Stockton Sphere of Influence (SOI) boundary. Approval of the Project will therefore require approval 
of a SOI amendment. The entire Project lies within the Stockton Urban Service Area boundary and is 
identified in the City of Stockton 1990 General Plan Policy Document as lying within the “Future 
Growth Area” of the City.  
 
As stated in the 1990 General Plan Policy Document: 
 
 “It is this area that the City intends to direct its future residential/commercial growth through the 
 year 2010 and beyond… The Urban Service Area is a subarea in which the City has prepared a 
 series of infrastructure studies on waste water collection and treatment, transportation, water, 
storm  water drainage and library facilities.”  
 
The document also shows the Project area to lie entirely within the Planning Area Boundaries for the 
City of Stockton. 
 
The Project and the proposed annexation are shown on the proposed draft 2035 General Plan as lying 
within the Urban Service Area boundary of the City and the proposed Sphere of Influence boundary 
of the City.  
 
The applicant has requested that the entire project area be included in the City of Stockton’s Sphere 
of Influence. An amendment to the Sphere of Influence must be requested by the City of Stockton, 
and is then forwarded to the San Joaquin County LAFCO for the final decision. When approving 
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amendments to a Sphere of Influence, LAFCO considers various factors, including: availability of 
organized community services and water supplies, consistency with the City General Plan, effect on 
physical and economic integrity of agricultural lands, and social, economic, and other effects on 
adjacent areas. Since the project area is already partially within the Sphere of Influence, amending the 
SOI to include the entire project area represents both logical and orderly planning. 
 
Table 4.6.E represents the factors that LAFCO must consider in reviewing annexation and Sphere of 
Influence Amendment proposals, and the proposed project’s consistency with these factors. 
 
 
Table 4.6.E: LAFCO Review Factors1 
Annexation 
Review Factors: Population, population density, land area and use, per capita assessed valuation, topography, 
natural boundaries, drainage basins, proximity to populated areas, and the likelihood of significant growth 
during the next ten years. 
Project Consistency: The City of Stockton continues to experience population growth and the associated need 
for additional housing. The Tidewater Crossing project offers a range of densities, including low, medium, and 
high density residential. The project site is located immediately south of the City’s boundary and is currently 
used for agricultural uses. However, the City’s General Plan Update designates the land for Village and 
industrial uses, consistent with the proposed project. Site development will significantly increase the assessed 
valuation of the site when compared with the value assigned to agricultural uses. The topography of the area is 
typical of the San Joaquin Valley and Delta region with elevations around sea level or slightly above. This area 
is characterized by flat, featureless landforms notwithstanding the hydrological feature associated with French 
Camp Slough. The applicant is proposing to construct major flood control improvements to the project site, 
including the construction of a regional detention basin and levee enhancements. Non-applicant properties in the 
project vicinity will benefit by the flood control improvements. Significant growth is expected in Stockton and 
City boundaries will need to be increased. The project site represents logical expansion of City limits to the 
south. 
Review Factors: Need for organized community services, present cost and adequacy of government services 
and controls, probable future needs, probable effect of the annexation and of alternative courses of action on 
the cost and adequacy of services and controls in the area and vicinity. 
Project Consistency: Under current conditions, the tax base created by primarily agricultural uses is 
insufficient to generate revenues needed to finance typical urban services as provided by the City of Stockton. 
The Tidewater Crossing project has planned community services such as parkland, schools, and open space. 
These community services will be organized within the development as recommended by the City. City services 
such as police protection and fire protection will be available to the project site. Payment of mitigation fees and 
the increase in tax base from urban development will generate a greater revenue stream on the project site to 
allow these services to occur. Future need of the proposed project is expected due to the increasing population 
and associated need for housing within the City of Stockton. Adjacent properties may be induced to annex and 
grow due to the availability of these new services in the area. Accordingly additional growth would also 
generate a higher tax base to pay for improved levels of community services. 
Review Factors: The effect of the proposed annexation and of alternative actions on adjacent areas, on mutual 
social and economic interests and on the local government structure of the county. 
Project Consistency: Adjacent non-applicant properties would be expected to annex to the City of Stockton 
due to the potential increase in value of land. If annexed, the increase property value and higher tax base would 
be required to provide a higher level of community service that would be provided by the City. While some loss 
in revenue would be expected by the re-organization of agency responsibilities, the short fall to the County 
should be offset by revenue neutrality. 

                                                      
1 Assumes the City’s General Plan Update program is in place. 
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Review Factors: Conformity of the proposal and its effects with LAFCO policies on providing planned, orderly, 
efficient patterns of urban development and with state policies and priorities in conversion of open-space lands 
to other uses. 
Project Consistency: The proposed project is located immediately south of the City’s current boundary. The 
annexation of the project site is a logical expansion of the City of Stockton, including the commercial 
opportunities created by the adjacent airport uses and planned industrial uses. The City of Stockton has 
previously acknowledged that the project site is a future growth area in light of the urban services boundary, and 
Sphere of Influence covering a portion of the site, as well as the designation of the site as Village in the General 
Plan Update program. The project will convert agricultural lands to other uses; however, population growth in 
the City has lead to the need for additional housing. 
Review Factors: Effect of the proposal on maintaining the physical and economic integrity of lands in an 
agricultural preserve in open-space use. 
Project Consistency: Although the project site is currently in agricultural production, the land is not part of an 
agricultural preserve or used for open-space purposes. The City 1990 General Plan designates a portion of the 
site for urban development and the 2035 General Plan Update program designates the entire site as Village in 
recognition of the future urbanization of the site. Therefore the project will not degrade the physical or 
economic integrity of lands in an agricultural preserve in open-space use. 
Review Factors: Clarity of the boundaries of the territory, the nonconformance of proposed boundaries with 
lines of assessment or ownership, the creation of islands or corridors of unincorporated territory and other 
similar matters affecting the proposed boundaries. 
Project Consistency: The project boundaries are clearly defined along lines of assessment/ownership. No 
islands of unincorporated territory would be created due to annexation of the project site. Additionally, the 
project site shares a common boundary along the current City boundary line in the northwest portion of the 
project site. 
Review Factors: Consistency with appropriate city or county general or specific plans. 
Project Consistency: Portions of the project site designated for urban development in the 1990 General Plan 
and the entire site is  identified in the 2035 City of Stockton General Plan Update as Village and Industrial, 
consistent with proposed project uses associated with the proposed Tidewater Crossing project. 
Review Factors: The sphere of influence of any agency which may be applicable to the proposal being 
reviewed. 
Project Consistency: The City of Stockton represents the most logical agency for extending the Sphere of 
Influence in light of a portion of the site already included in the City’s Sphere. The City of Manteca may also be 
considered appropriate for providing future services, although is not currently contiguous with any project 
boundary. Likewise, the site is not included in an existing City of Manteca growth/boundary extension program. 
Review Factors: The comments of any affected agency. 
Project Consistency: Despite the placement of future residential uses well outside of the airport hazard zones, 
the County of San Joaquin has expressed a concern for site development due to the proximity of residential uses 
to the existing airport. 
Sphere of Influence 
Review Factors: The present and planned uses in the area, including agricultural and open-space lands. 
Project Consistency: Present uses of the project site are agricultural. The 1990 General Plan designates a 
portion of the site for urban uses, while retaining other acreages in agricultural uses. However, the 2035 City of 
Stockton General Plan Update identifies the project for site Village and Industrial uses, consistent with land uses 
proposed for the project. 
Review Factors: The present and probable need for public facilities and services in the area. 
Project Consistency: The entire Project lies within the Stockton Urban Service Area boundary and is identified 
in the City of Stockton 1990 General Plan Policy Document as lying within the “Future Growth Area” of the 
City. As stated in the 1990 General Plan Policy Document: 
 
“It is this area that the City intends to direct its future residential/commercial growth through the year 2010 and 
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beyond… The Urban Service Area is a subarea in which the City has prepared a series of infrastructure studies 
on waste water collection and treatment, transportation, water, storm water drainage and library facilities.”  
 
The document also shows the Project area to lie entirely within the Planning Area Boundaries for the City of 
Stockton. The Project and the proposed annexation are shown on the proposed draft 2035 General Plan as lying 
within the Urban Service Area boundary of the City and the proposed Sphere of Influence boundary of the City. 
The City has planned for the present and probable needs for public services and facilities within the SOI 
Amendment area and has formalized those plans through the 1990 General Plan and the proposed 2035 General 
Plan and through a Development Agreement with the project proponent  
Review Factors: The present capacity of public facilities and the adequacy of public services which the agency 
provides or is authorized to provide. 
Project Consistency: City agencies currently do not have the capacity to provide public services to the project 
site. However, as provided in the project MDP and accompanying City Services Plan, project master plans for 
public infrastructure will ensure that the City will ultimately have the capacity to serve the project. Mitigation 
fees, financing programs, and an enhanced tax base are expected to generate sufficient revenues to finance the 
development of infrastructure and long-term maintenance. The SOI amendment area is an integral part of the 
economic and social community of Stockton and is not in conflict with any other such communities 
Review Factors: The existence of any social or economic communities of interest in the area if the Commission 
determines that they are relevant to the agency. 
Project Consistency: There are currently residences in the area surrounding the project site. These houses may 
be isolated due to the extensions of roadways etc. The MDP has been designed to accommodate these 
residences in the event that future roadway modifications are determined as a desirable feature for consideration. 
However, this DEIR considers all possible impacts to surrounding land uses and implementation of appropriate 
mitigation measures will reduce these impacts. 
 
Therefore, the conditions expressed in Impact Significance Criterion LU-e should not occur. 
 
The relationship of the proposed project to the City’s goals and policies for the General Plan Update 
is indicated in Table 4.6.G on the following pages. 
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Table 4.6.F: Goals and Policies (1990 Adopted General Plan) 

GOALS AND 
POLICIES 

PAGE 
NUMBER GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 

General 
Objectives 

I-13 Objective 1: Develop a balanced and complete 
community in terms of land use distribution and 
densities, housing types, and economic development 
opportunities. 

Consistent. The proposed project provides a well 
developed community that integrates low to high density 
single family residential, park and open space, as well as 
commercial and industrial developments that will provide 
a nearby job base. 

General 
Objectives 

I-13 Objective 4: Promote the development of a 
sufficient quantity and variety of decent, safe, and 
sanitary housing units to meet the needs of all 
residents. 

Consistent. The proposed project will provide a 
maximum of 2,492 low to high density residential units. 
These will include single family residential, apartments, 
and townhomes. 

General 
Objectives 

I-13 Objective 5: Establish a balanced transportation and 
circulation system which provides for the efficient 
movement of people and goods while minimizing 
the impacts on adjacent land uses.  

Consistent. A fundamental objective of the Tidewater 
Crossing Project is to provide and orderly hierarchy of 
roadways to meet the transportation demands generated 
by the project. In addition, the proximity of commercial 
and industrial developments provide employment 
opportunities and the efficient movement of people and 
goods between developments will be facilitated. 

General 
Objectives 

I-13 Objective 11: Promote development which by its 
location and design reduces the need for 
nonrenewable energy resources and the associated 
release of air pollutants. 

Consistent. The proximity of commercial and industrial 
centers increase the efficiency and movement of people 
and goods within the development. 

Land Use - 
Urban Growth 
and Overall 
Development 

III-1 Goal 1, Policy 3: Future urban development 
adjacent to the City should occur within the City. 
This requires that vacant unincorporated properties 
shall annex to the City prior to provision of any City 
services. 

Consistent. The project lies within the City=s Urban 
Service Boundary, but not within City limits. The project 
will include an application for annexation. The project 
boundaries are adjacent to previously urbanized lands. 

Land Use - 
Urban Growth 
and Overall 

III-1 Goal 1, Policy 4: Considering the large amount of 
undeveloped land beyond the existing City Limits 
yet within the Urban Service Area, it is the City=s 

Consistent. The project lies within the City=s Urban 
Service Boundary. 
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GOALS AND 
POLICIES 

PAGE 
NUMBER GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 

Development intention not to accept or process applications for 
General Plan Amendments for land outside the 
Urban Service Area boundaries until completion of 
the authorized Special Planning Area Study. 

Land Use - 
Urban Growth 
and Overall 
Development 

III-3 Goal 4, Policy 1: The wasteful and inefficient 
sprawl of urban uses into agricultural lands 
surrounding the urban area should be avoided by 
regulating the location of urban uses through the 
Urban Growth and Overall Development policies to 
minimize the consumption of agricultural land and 
other open areas containing valuable natural 
resources or scenic beauty. 

Consistent. The project site is included within the current 
Urban Service Boundary and General Plan Area. 

Land Use - 
Urban Growth 
and Overall 
Development 

III-4 Goal 4, Policy 2: Urban growth shall be 
geographically limited by such environmental 
hazards as flood vulnerability and unstable soil 
characteristics. 

Consistent. Portions of the project are located within the 
100-year flood area. As part of the development, 
improvements will be implemented in French Camp 
Slough and the open space areas to remove occupied 
portions from the flood plain. Mitigation measures will be 
implemented to reduce flooding impacts within the 
proposed project. 

Land Use - 
Urban Growth 
and Overall 
Development 

III-4 Goal 4. Policy 3: Urban growth, particularly 
sensitive developments (i.e., homes, schools, 
hospitals) should avoid locating in areas which are 
subject to adverse environmental or noise impacts. 

Consistent. Although the proposed project is located near 
the Stockton Municipal Airport, the residential uses are 
located outside of the 60 dBA CNEL noise contour. 
Mitigation measures for noise related impacts associated 
with the airport will be implemented. 

Land Use - 
Urban Growth 
and Overall 
Development 

III-4 Goal 4, Policy 4: Environmentally sensitive areas, 
such as the Delta, oak groves, and areas of 
archaeological/historic value, should be preserved 
for the benefit of present and future generations. 

Consistent. Archeological sites were identified within the 
project area. Mitigation measures to prevent significant 
impacts are presented in Section 4.13, Cultural 
Resources. Oak trees scattered throughout the site will be 
preserved where feasible. 
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GOALS AND 
POLICIES 

PAGE 
NUMBER GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 

Land Use - 
Urban Growth 
and Overall 
Development 

III-4 Goal 4, Policy 5: Storm water quality measures 
shall be undertaken to enhance to the maximum 
extent practicable the quality of the water in the 
sloughs, creeks, and rivers in this area. 

Consistent. The applicant will be required to comply 
with conditions set forth in all applicable permits which 
may include: NPDES General Construction Permit, 
Waste Discharge Permit, Streambed Alteration 
Agreement, and/or Section 404 permit. The proposed 
storm drainage system must also be approved by the 
City=s Municipal Utilities Department. 

Land Use - 
Urban Growth 
and Overall 
Development 

III-4 Goal 4, Policy 6: Encourage the use of energy 
efficient transportation systems and building designs 
along with other measures to reduce air pollution 
and to conserve energy resources in the process of 
urban development. 

Consistent. Building designs proposed in the project will 
be required to conform to State energy conservation 
standards and Title 24 regulations. Mitigation proposed in 
Section 4.2, Air Quality, will help reduce air emissions. 

Land Use - City 
Concept and 
Design 

III-4 Goal 1, Policy 1: Encourage the development of 
identifiable boundaries for the City to maintain a 
sense of community identity. The City should also 
consider the development of some type of Agateway@ 
treatment at major entrances into the City. 

Consistent. The proposed project lies within the City=s 
Urban Service Boundary. The Master Development Plan 
for the proposed project provides landscaping and entry 
treatments into the residential development that are 
aesthetically pleasing and will promote a positive image 
for the City. 

Land Use - City 
Concept and 
Design 

III-5 Goal 1, Policy 3: Residential subdivisions shall be 
designed to provide for internal circulation within 
neighborhoods and to prevent through traffic from 
traversing neighborhoods. 
 

Consistent. Connector roadway facilities are proposed 
for the Tidewater Crossing project. These roadway 
connections are designed to convey traffic on major 
collector roads, thus avoiding residential neighborhood 
impacts. 

Land Use - City 
Concept and 
Design 

III-5 Goal 1, Policy 4: Promote aesthetically pleasing and 
environmentally sound urban development by 
providing for design flexibility through the use of 
development controls such as planned unit 
developments. 

Consistent. All of the design concepts and guidelines 
included in the Master Development Plan are intended to 
promote aesthetically pleasing and environmentally sound 
planning development concepts. 

Land Use - City 
Concept and 

III-5 Goal 2, Policy 1: Varied residential densities, 
housing types, and styles should be equitably and 

Consistent. The project proposes a range of densities that 
provide low to high density units. The proposed project 
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GOALS AND 
POLICIES 

PAGE 
NUMBER GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 

Design appropriately distributed throughout the community 
and integrated with public facilities and commercial 
services. 

will provide conventional single family residential units, 
apartment units, as well as townhomes. 

Land Use - 
Residential 
Land Use 

III-6 Goal 2, Policy 1: The neighborhood shall be utilized 
as the basic planning unit for maintaining and 
preserving existing residential areas and in the 
planning of new ones. Key features of the 
neighborhood unit include a centrally located 
meeting place (i.e., school, park), access to arterials 
only through collector streets with an internally 
directed local street system, and services located at 
the periphery of the neighborhood (i.e., commercial, 
offices, institutional). 

Consistent. The neighborhood design incorporates the 
concept for a basic planning unit by looping the primary 
collector roadway around the neighborhood, without 
providing through vehicle travel. This design enhances 
neighborhood unity and minimizes the vehicular activity. 
The community as a whole will be centered around public 
parks, natural open space areas, and recreation areas.  
 
A hierarchical system of local roadways promotes access 
to the primary collector roadway through smaller 
collector and local streets with internally directed local 
street system (courts, cul-de-sacs, etc.).  

Land Use - 
Residential 
Land Use 

III-6 Goal 2, Policy 3: Residential development shall 
provide open space in either private yards or 
common areas to partially meet the residents’= 
recreational needs. 
 

Consistent. A variety of open space types will be 
included within the development. Several neighborhood 
parks, community parks, and open space areas are 
proposed for the project for a total of 35.3 acres of 
parkland and open space. 

Land Use - 
Residential 
Land Use 

III-6 Goal 2, Policy 6: Residential neighborhoods shall 
be protected from the excessive encroachment of 
incompatible activities and land uses (i.e., traffic, 
noise) and environmental hazards (i.e., flood, soil 
instability) which may have negative impacts on the 
living environment. 
 

Consistent. The proposed residential uses will be 
protected from traffic and noise on SR-99 by open land 
and the intervening industrial development that is planned 
as part of the Tidewater Crossing project. The residential 
areas of the project are located at least 3000 feet from the 
airport, further buffering noise impacts. Onsite soils will 
be analyzed in a geotechnical report, and the project area 
will be improved to remove it from the 100-year flood 
plain. 

Land Use - III-7 Goal 1, Policy 3: The compatible integration of Consistent. The proximity of the proposed Tidewater 
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Commercial 
Land Use 

commercial and new residential uses shall be 
encouraged. Existing residential areas shall be 
buffered from new commercial uses through the 
provisions of the zoning code. 
 

Crossing industrial development and commercial business 
center will provide employment and commercial 
opportunities for the Tidewater Crossing residents. The 
Union Pacific Railroad tracks and open space areas will 
provide a barrier between the uses. 

Housing - 
Adequate Sites 

III-13 Goal 1, Policy 1: The General Plan shall designate 
sufficient vacant land for residential purposes to 
accommodate anticipated population growth. 

Consistent. Implementation of the proposed project will 
require a General Plan Amendment. The project is 
proposed to fulfill the future demand for housing. As 
such, the proposed project is consistent with the intent of 
this policy. 

Housing - 
Adequate Sites 

III-13 Goal 1, Policy 2: New residential uses shall be 
located close to main transportation routes to ensure 
convenient access to employment centers, schools, 
shopping, and recreational facilities. 
 

Consistent. The Tidewater Crossing project includes 
residential units, schools, parks, commercial centers, as 
well as industrial development all within the project=s 909 
acres. Therefore residents will have convenient access to 
all of these facilities as well as I-5 and Highway 99. 

Housing - 
Adequate Sites 

III-13 Goal 1, Policy 3: Sites designated for new 
residential development on the General Plan shall be 
adequately served by public utilities, minimally 
impacted by noise and blighting conditions, and be 
compatible with surrounding land uses. 

Consistent. The proposed project residential uses within 
the Tidewater Crossing project will be adequately served 
by public utilities. Utility planning has already been 
initiated. The Master Development Plan describes how 
those utilities will be provided to the project site. 
Residential uses will not be exposed to significant 
sources of noise or blighted conditions. While traffic 
noise may affect residential uses, those uses will be 
adequately mitigated with noise attenuation in order to 
meet City exterior and interior noise standards. 
Residential uses will be located outside of the 60 dBA 
CNEL noise contour for the airport. 

Housing - 
Affordability 

III-13 Goal 1, Policy 1: Designate adequate high-density 
areas on the General Plan to provide for the 
development of apartments, planned unit residential 

Consistent. The Tidewater Crossing development will 
provide approximately 11 acres of high-density housing 
units consisting of apartments and townhomes. 
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developments, and other forms of high-density 
housing. 

Housing - 
Governmental 
Constraints 

III-14 Goal 1, Policy 2: Continue to plan for the timely 
and adequate expansion and/or improvement of 
public facilities and infrastructure to coincide with 
housing development and improvements. 

Consistent. The proposed project intends to extend water 
and sewer infrastructure from the adjacent developments 
and city boundaries. The Master Development Plan 
describes the phasing of infrastructure to ensure that the 
development and infrastructure coincide in the 
appropriate time frame. The City=s Master Sewer, Water, 
and Storm Water Drainage Plans are being amended to 
include the proposed project. 

Housing - 
Preserving 
Housing and 
Neighborhoods 

III-14 Goal 1, Policy 4: Provide and maintain community 
facilities in all community areas. 

Consistent. The project will provide 35.3 acres of 
parkland and open space. 

Housing - 
Adequate Sites 

III-16 Implementation Program 1: Continue to monitor 
the supply of land in various zoning categories (R-1, 
R-2, R-3, and C-R) to prevent shortages from 
developing which may increase housing costs. 

Consistent. The Tidewater Crossing development 
includes low to high density residential units. This 
includes single family residential units, apartments, and 
townhomes. 

Housing - 
Affordability 

III-16 Implementation Program 3: Maintain at least 900 
acres of undeveloped land designated for 
Low/Medium Density Residential uses on the 
General Plan to assure an adequate supply of such 
land. 

Consistent. By developing approximately 352 acres of 
low/medium density residential units, the applicant will 
be providing residential uses thus assisting in providing 
an adequate supply of low/medium density residential 
land. The project does not reduce the acreage of 
low/medium residential uses in the City. 

Housing 
Affordability  

III-16 Implementation Program 4: Maintain at least 300 
acres of undeveloped land designated for High-
Density Residential Uses on the General Plan to 
assure an adequate supply of such land. 

Consistent. The project includes approximately 11 acres 
of high-density units such as apartments and townhomes. 
The project does not reduce the acreage of high density 
residential uses in the City. 

Transportation - III-20 Goal 1, Policy 2: The street system shall provide at Consistent. The project will be accessible from Highway 
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Streets and 
Highways 

least two (2) independent access routes for all major 
developed areas. 

99 via East French Camp Road and Dixon Road. The 
project will also be accessible via South Airport Way. 

Transportation - 
Streets and 
Highways 

III-20 Goal 1, Policy 3: Significant trip generating land 
uses should be served by roadways adequate to 
provide vehicular access with a minimum of delay. 

Consistent. The project roadways are designed to 
accommodate expected vehicular trips.  

Transportation - 
Streets and 
Highways 

III-21 Goal 1, Policy 8: Seek to improve freeway 
interchanges along both Route 99 and Interstate 5 to 
current design standards as required by the traffic 
demands of new development. 

Consistent. Feasible mitigation is available to offset all 
project-related traffic impacts, however, feasible 
mitigation does not exist to offset all cumulative impacts. 

Transportation - 
Streets and 
Highways 

III-21 Goal 1, Policy 9: For traffic operating conditions 
use ALevel-of-Service@ (LOS) of AD@ or better on a 
p.m. peak hour basis as the planning objective for 
the evaluation of new development, mitigation 
measures, impact fees, and public works capital 
improvement programs. 

Consistent. Feasible mitigation is available to offset all 
project-related traffic impacts, however, feasible 
mitigation does not exist to offset all cumulative impacts. 

Transportation - 
Streets and 
Highways 

III-21 Goal 2, Policy 1: Inter-neighborhood traffic 
movement should occur on arterial and collector 
streets and is discouraged on neighborhood streets. 

Consistent. One of the objectives included in the overall 
Tidewater Crossing planned community is to create a 
system of street hierarchy that discourages traffic through 
neighborhood streets. 

Transportation - 
Streets and 
Highways 

III-21 Goal 2, Policy 2: Neighborhood streets shall be 
designed to discourage through traffic and excessive 
speeds. 

Consistent. Neighborhood streets will be designed with 
13-foot wide travel lanes, a 20-foot wide landscaped area 
at the back of curb, and a 8-foot pedestrian walk on either 
side of the road. Pedestrian walkways will be detached 
from the roadway by 7-foot planting strips to ensure 
safety. 

Transportation - 
Streets and 
Highways 

III-21 Goal 2, Policy 3: Off-street parking shall be 
required for all land uses in order to reduce 
congestion, improve overall operation and land use 
compatibility. 

Consistent. Off-street parking will be included in all non-
residential uses. The Master Development Plan includes 
standards, design guidelines, and concepts to ensure that 
off-street parking will adequately accommodate the 
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parking demand generated by the proposed residential 
and nonresidential land uses. 

Transportation - 
Streets and 
Highways 

III-22 Goal 3, Policy 1: Streets and highways shall be 
constructed to accommodate the expected traffic 
flow from existing and planned development, both 
local and regional. 

Consistent. Feasible mitigation is available to offset all 
project-related traffic impacts, however, feasible 
mitigation does not exist to offset all cumulative impacts. 

Transportation - 
Public 
Transportation 

III-23 Goal 1, Policy 2: Large new developments along 
arterial and major collector streets shall provide 
transit-related public improvements (i.e., bus 
pullouts, bus shelters) to encourage bus use. 

Consistent. The Master Development Plan includes 
provisions for bus parking areas, turnouts, and shelters. 
The design and location of these facilities will be 
approved by the Community Development Director and 
Transit Authority. 

Public Services 
and Facilities - 
Public Facilities 

III-29 Goal 1, Policy 2: Capital improvements and facility 
needs generated by new development shall be 
financed by new development. The existing 
community should not be burdened by increased 
taxes and fees or by lowered service levels to 
accommodate the needs created by new 
development. Exceptions to this policy may be 
considered in an effort to encourage affordable 
housing. 

Consistent. The project applicant will comply with all 
conditions of approval and pay all required City fees as a 
condition of the Tentative Map. A Homeowner=s 
Association will also provide fees for maintenance of 
some parks, landscaping, etc. 

Public Services 
and Facilities - 
Public Facilities 

III-30 Goal 2, Policy 1: Elementary schools should be 
located within residential neighborhoods with an 
ideal service radius of approximately 2 mile. 
Elementary schools should be located where 
students need not cross major arterial or collector 
streets. 

Consistent. The proposed Tidewater Crossing 
development includes 11.6 acres for an elementary school 
which is located within the development and serves a 2 
mile radius. 

Public Services 
and Facilities - 
Public Facilities 

III-31 Goal 2, Policy 7: Residential developers should 
coordinate with the school district to insure the 
adequate provision of schools. 

Consistent. The MUSD has indicated that the elementary 
school planned as part of the Tidewater Crossing project 
will adequately serve the project. Existing middle and 
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high schools will adequately serve the proposed project. 

Public Services 
and Facilities - 
Public Facilities 

III-31 Goal 3, Policy 2: Schools and other public facilities 
shall be encouraged to provide sufficient off-street 
parking on-site for both normal use and for special 
events. 

Consistent. Off-street parking will be included in all non-
residential uses. The Master Development Plan includes 
standards, design guidelines, and concepts to ensure that 
off-street parking will adequately accommodate the 
parking demand generated by the proposed land uses. 

Public Services 
and Facilities - 
Water Facilities 

III-32 Goal 1, Policy 4: The use of Best Management 
Practices for the reduction of pollutants in urban 
runoff shall be encouraged within the storm drainage 
system in order to reduce the amount of pollutants 
entering the surface waters. 

Consistent. The applicant will be required to comply 
with all conditions set forth in the NPDES General 
Construction Permit and Waste Discharge Permit, and 
any City regulations regarding treatment of storm water 
runoff. Prior to the commencement of construction 
activities, the contractor will provide proof of a SWPPP. 

Public Services 
and Facilities - 
Water Facilities 

III-32 Goal 1, Policy 7: Encourage and support water 
conservation measures by all City water users. 

Consistent. Landscaping irrigation will be designed with 
the most current water conservation policies and available 
equipment.  

Public Facilities 
and Services - 
Parks and Rec  

III-33 Goal 1, Policy 1: The City shall ensure that park 
and recreation facilities are provided at a level that 
meets the City=s park and recreation standards, as 
shown in the following table. 
 
Type of Park Acres/1,000 pop.  Acres/Park  
Service Radius 
 
Neighborhood Park  1.00  5 - 10 
Community Park  2.00  10 - 30 
Regional Park  7.00  30+     region wide 
Golf Courses  1 course/40,000 130 - 180 
 

Consistent. The proposed project includes 35.3 acres of 
parkland and open space.  

Public Facilities 
and Services - 

III-33 Goal 1, Policy 2: The City shall ensure that 
community centers are provided at a level that meets 

Consistent. Private and public recreational areas are 
included in the proposed project. In light of the fact that 
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Parks and Rec  the following standards. 
 
Community Center Standards 
City-owned community centers 1 center / 50,000 
population 
Combined City-owned, school district,    1 center / 
30,000 population and housing authority  
Combined City-owned, school district, 2 
square foot per resident and housing authority 
Minimum to preferred size per center 10,000 
to 15,000 square feet for multipurpose centers 
Service radius 1-1/2 miles 

some of these facility will be privately owned/operated, 
the recreation areas will not meet all of the community 
center needs of the residents, when compared to a facility 
that would be publicly owned and operated. However, the 
proposed elementary school could serve as a community 
center as this facility will be open to the general public. 
The actual size of the facility will be determined when 
school plans are complete. The City=s General Plan 
includes provisions to include all schools as meeting the 
requirement for community centers. Therefore, the 
elementary school will act as a community center, 
fulfilling the 1 center per 30,000 population standard. 

Public Facilities 
and Services - 
Parks and Rec  

III-33 Goal 1, Policy 3: The City shall require that new 
parks be located and designed in such a way as to 
facilitate their security and policing. 
 

Consistent. The public park sites proposed in Tidewater 
Crossing have been sited along the interior collector 
roadways to facilitate visibility and security. All park 
sites will be reviewed by the City Parks and Recreation 
Director for compliance with security and policing 
concerns.  

Public Facilities 
and Services - 
Parks and Rec  

III-33 Goal 1, Policy 4: Whenever possible, the City shall 
develop neighborhood parks in conjunction with 
elementary schools that are centrally located within 
the neighborhood and where park patrons need not 
cross major arterial or collector streets. 

Consistent. The Tidewater Crossing development 
includes 35.3 acres of parkland and open space. Park 
patrons will not need to cross major arterials to access the 
parks or recreation areas. 

Public Facilities 
and Services - 
Parks and Rec 

III-33 Goal 1, Policy 5: Community and City-wide parks 
shall be located with access to arterial or collector 
streets and shall have public streets around the 
balance of the park except where it is adjacent to 
another public facility. 
 

Consistent. The proposed public parks in Tidewater 
Crossing will be bounded on at least two sides by small 
neighborhood streets or collector streets. 

Public Facilities III-33 Goal 1, Policy 6: Continue to provide for the Consistent. The project applicant has provided bike lanes 
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and Services - 
Parks and Rec 

development of linear parkways and recreational 
bikeways where the opportunity exists (i.e., 
Calaveras River path, EBMUD right-of-way). 

on major streets within the proposed development.  

Public Facilities 
and Services - 
Parks and Rec 

III-33 Goal 1, Policy 7: Continue to cooperate with the 
County and the various school districts to provide a 
wide variety of recreational opportunities for 
Stockton residents and visitors. 

Consistent. The project applicant has integrated park and 
recreational facilities into the Tidewater Crossing Master 
Development Plan. These facilities will be available to 
residents and visitors to the community. The proposed 
elementary school will also serve the public as a 
community center. 

Public Facilities 
and Services - 
Parks and Rec 

III-33 Goal 1, Policy 8: The City shall encourage the 
development of private open space and recreational 
facilities in larger residential developments in order 
to meet a portion of the open space and recreation 
needs generated by the residents of those 
developments. 

Consistent. The project applicant has integrated 35.3 
acres of parkland and open space.  

Public Facilities 
and Services - 
Fire Safety 

III-36 Goal 1, Policy 4: New development shall provide 
adequate access for emergency vehicles, particularly 
firefighting equipment, as well as provide 
evacuation routes. 

Consistent. Mitigation is proposed in Section 4.7, Traffic 
and Circulation, to ensure that the entire development has 
adequate emergency access. Additionally, the City of 
Stockton=s Fire Department should review and approve 
the project plan. 

Public Facilities 
and Services - 
Police 
Protection 

III-36a Goal 1, Policy 1: Seek to promote the inclusion of 
security features in all structures. 

Consistent. The City of Stockton=s Fire Department shall 
review and approve the project plan. The applicant will 
implement all applicable city, State, and Uniform 
Building and Fire Codes relating to security features in 
structures. 

Public Facilities 
and Services - 
Police 
Protection 

III-36a Goal 1, Policy 2: Defensible space design 
techniques shall be considered in the review of new 
developments in order to enhance crime prevention. 

Consistent. The Master Development Plan includes 
features to facilitate the concept of defensible space (e.g. 
lighting, and landscaping requirements). The applicant 
will consult with the City of Stockton=s Police 
Department regarding any additional measures that are 
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feasible for the proposed project. 

Natural and 
Cultural - 
Conservation 

III-37 Goal 1, Policy 1: Existing agricultural soils capable 
of producing a wide variety of valuable crops shall 
be retained in agricultural use until the time that 
such soils are needed for logical urban expansion. 

Consistent. The project is within the Urban Service 
Boundary and Plan Area as indicated in the current 
General Plan and is considered as a logical expansion in 
relation to the City=s growth. 

Natural and 
Cultural - 
Conservation 

III-37 Goal 1, Policy 2: Support firm policies and 
ordinance by San Joaquin County to protect 
productive agricultural land. 

Inconsistent. The project will convert approximately 855 
acres of prime agricultural soils to urban uses. 

Natural and 
Cultural - 
Conservation 

III-38 Goal 3, Policy 1: Consider the cumulative air 
quality impacts from development and use land use 
regulations to reduce air pollution. 

Consistent. Generation of fugitive dust and pollutant 
emissions during construction may result in substantial 
short-term increases in air pollutants. However, 
mitigation measures will be implemented to lessen or 
avoid any long-term impacts. A mix of housing and 
employment generating uses should reduce vehicle miles 
traveled and improve regional air quality. 

Natural and 
Cultural - 
Conservation 

III-38 Goal 4, Policy 2: Land use decisions shall consider 
the proximity of industrial and commercial uses to 
major residential areas in order to reduce 
commuting. 

Consistent. The Tidewater Crossing project consists of 
residential, commercial, and industrial uses. This will 
provide future residents with convenient, nearby access to 
sources of employment and commercial uses. 

Natural and 
Cultural - 
Conservation 

III-39 Goal 5, Policy 2: Review proposed development for 
both local and regional air quality impacts. 

Consistent. Section 4.3, Air Quality, assesses the local 
and regional air quality impacts of the proposed project. 

Natural and 
Cultural - 
Conservation 

III-39 Goal 5, Policy 3: Assist project applicants in 
understanding and meeting the air quality mitigation 
requirements established by the San Joaquin County 
Air Pollution Control District. 

Consistent. Measures are proposed in Section 4.3, Air 
Quality, to mitigate impacts of the proposed project. The 
General Plan will be amended as part of the proposed 
project. If approved, the amendment will be included in 
the next revision of the regional AQAP. 

Natural and III-39 Goal 1, Policy 2: Urban development adjacent to Consistent. The applicant will ensure that the design of 
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Cultural - Open 
Space 

the Delta and related waterways should give special 
consideration to the natural hazards in this area (i.e., 
flooding, soil subsidence, peat fires) and shall be 
required to provide access to and along this resource 
consistent with public safety and the preservation of 
sensitive biological areas. 

the proposed project meets all city, State, and federal 
regulations regarding minimization of flooding hazards. 
Measures recommended in Section 4.1, Geophysical 
Resources, should be implemented. Portions of the 
project site will be removed from the 100-year flood zone 
and a Flood Plain Letter of Map Revision will be required 
from FEMA. 

Natural and 
Cultural - Open 
Space 

III-40 Goal 1, Policy 6: Continue to recognize and 
preserve Stockton=s historical and cultural resources. 

Consistent. Mitigation has been provided to avoid 
potential cultural resource impacts. 

Natural and 
Cultural - Open 
Space 

III-40 Goal 2, Policy 1: Residential developments shall be 
encouraged to provide private open space areas. 

Consistent. The project applicant has integrated 35.3 
acres of parkland and open space.  

Natural and 
Cultural - Open 
Space 

III-40 Goal 2, Policy 1: Major arterials shall be provided 
with landscaped median strips in order to enhance 
these street systems as aesthetic open space 
corridors. 

Consistent. The Master Development Plan provides for a 
14-foot landscaped median for all arterial roadways. 

Natural and 
Cultural 

III-41 Implementation Programs 2: Prepare and adopt a 
City right-to-farm ordinance to protect the viable 
farm area immediately adjacent to the City from 
complaints due to normal agricultural operations. 

Consistent. The City has adopted a right to farm 
ordinance that protects adjacent farm lands from existing 
and planned residential land use conflicts. 

Natural and 
Cultural 

III-41 Implementation Programs 3: Encourage San 
Joaquin County to maintain large lot zoning 
(minimum parcel size - 40 acres) within the 
agricultural lands adjacent to Stockton=s Urban 
Service Area.  

Consistent. The lands adjacent to the proposed project 
site annexation are zoned with a minimum parcel size of 
40 acres. 

Noise III-48 Goal 2, Policy 2: The compatibility of proposed 
projects with existing and future noise levels due to 
traffic on public roadways, railroad line operations, 

Consistent. Section 4.5, Noise, assesses the noise 
impacts of the proposed project. 
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and aircraft in flight shall be evaluated by 
comparison to Figure 1 of the Stockton General Plan 
Policy Document (May 20, 1996). 

Noise III-49 Goal 2, Policy 3: New development of residential 
land uses will not be permitted in areas exposed to 
existing or projected exterior noise levels exceeding 
60 dB Ldn/CNEL or the standards in Policy 1 above 
unless the project design includes effective 
mitigation measures to reduce noise to the following 
levels: 
 

a. For noise due to traffic on public roadways, 
railroad line operations, and aircraft in flight: 
60 dB Ldn/CNEL or less in outdoor activity 
areas, and 45 dB Ldn/CNEL or less in indoor 
areas. Where it is not possible to reduce 
exterior noise to 60 dB Ldn/CNEL or less by 
incorporating a practical application of the 
best available noise-reduction technology, an 
exterior noise level of up to 65 dB Ldn/CNEL 
will be allowed. Under no circumstances will 
interior noise levels be permitted to exceed 45 
dB Ldn/CNEL with the windows and doors 
closed. 

Consistent. Section 4.5, Noise, assesses the noise 
impacts of the proposed project. The residential uses and 
elementary school will be located outside of the 60 dBA 
CNEL noise contour. Mitigation measures are provided to 
comply with this policy. 
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Table 4.6.G: Goals and Policies (Proposed 2035 General Plan Update) 
 

GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
Community 
Development 

Concept 2: Neighborhood Planning and Design System 
The Stockton General Plan 2035 policies encourage infill development and 
orderly expansion of the city. The community discussed the desire to approach 
planning of the city in district (existing developed areas) or village (new 
development areas) increments. Many of the planning concepts and policies in 
the General Plan will use these geographic areas to provide focused solutions 
for the specific planning needs of these areas. 

Consistent. The project lies within the City’s Urban 
Service Boundary, and partially within Village “L”. It 
is therefore part of the City’s planned orderly 
expansion of development. 

Community 
Development 

Concept 3: Designing for Transit 
All development in Stockton’s future will be designed to support transit and 
pedestrian modes of travel. Density and design will dictate the success of a 
mixed-mode solution. 

Consistent. The Tidewater Crossing project includes 
residential units, a school, parks, commercial centers, 
as well as industrial development all within the 
project’s 909 acres. Transit use will be encouraged by 
the proximity of these facilities. 

Community 
Development 

Concept 5: Community Design 
The design and livability of public and common spaces and places are an 
important part of the overall approach to city building. The Stockton General 
Plan 2035 promotes integration of new investment in the community, not 
unconnected suburban subdivisions. Public places are to become social and 
economic centers of community life. 

Consistent. The proposed project includes residential 
units, a school, parks, commercial centers, as well as 
industrial development within the project=s 909 acres. 
This mixture of uses creates a feeling of community 
rather than an unconnected suburban subdivision. 
The locations of these services promote a sense of 
community and connection. 

Housing Housing - Guiding Principles 
Principle 1: Ensure the adequate provision of housing for all economic 
segments of the community with special attention to encouraging affordable 
housing. 

Consistent. The project consists of low to high 
density residential units including apartments and 
townhomes with varying price ranges. 

Housing Principle 2: Promote the development of a range of housing types. Consistent. The project consists of low to high 
density residential units including apartments and 
townhomes. 

Economic 
Development  

Economic Development - Guiding Principles 
Much of Stockton’s economy is tied to population growth and has not yet 
evolved to attract and maintain a cluster of industries utilizing a highly skilled 
employee pool. A General Plan goal is to attract and grow higher-paying jobs 
that demand these skills. Planning of large industrial areas needs to be balanced 
with mixed-use business districts conducive to attracting and retaining 

Consistent. The project proposes a commercial area, 
and an extensive industrial/business park. 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
emerging industries. 

Economic 
Development  

Principle 5: Designate sufficient quantities of land to accommodate the needs 
of projected job growth. 

Consistent. The proposed project includes industrial 
and commercial development in addition to 
residential units. The project designates a portion of 
the project for industrial and commercial to 
accommodate associated job growth. 
 

Community Design Principle 5: Establish high standards for quality design. Consistent. All of the design concepts and guidelines 
included in the Master Development Plan are 
intended to promote aesthetically pleasing and 
environmentally sound planning development 
concepts. 

Villages and Districts Concept 2: A mix of housing and supporting uses will be found in every 
district and village. Denser housing would be located along transit routes and 
adjacent to commercial areas. Uses would be mixed and organized around 
public streets and spaces. Housing, employment, civic facilities, and 
commercial services would become part of mixed use districts and village 
centers. Institutional uses, such as churches and schools, would be located in 
residential areas providing an opportunity for joint use for park spaces and 
provide neighborhood social and physical focal points. 

Consistent. The proposed project provides a well 
developed community that integrates low to high 
density single family residential, park and open 
space, a school, as well as commercial and industrial 
developments that will provide a nearby job base. 

Villages and Districts Concept 3: An underlying organization feature of the villages and districts is a 
scale and pattern that is conducive to walking and using transit. This includes 
block patterns, walking routes and edges, social orientation of buildings, and 
streetscapes that provide for pedestrian comfort and interest. 

Consistent. The Tidewater Crossing project includes 
residential units, a school, parks, commercial centers, 
as well as industrial development all within the 
project=s 909 acres. Pedestrian traffic and transit use 
are encouraged by the proximity of these facilities. 

Villages and Districts Concept 4: Stockton has a variety of parks and waterways that transverse the 
city. Future parkways and civic corridors would add other citywide 
organizational features that will connect villages and districts and their 
neighborhoods together. Each village would contribute to making these 
connections. 

Consistent. The proposed project includes 3.5.3 
acres of parkland and open space. Lineal parkways 
are incorporated into the project to provide 
connections to neighborhoods. 

Villages and Districts Concept 5: Each district and village would provide commercial and 
institutional services that support the local population. This would include a 
grocery store, shops, restaurants, elementary schools, post office, and 
neighborhood parks. Some villages may also include uses that support larger 

Consistent. The project will integrate residential 
uses, parks and open space, an elementary school, 
commercial centers and industrial development. 
These uses will support the project’s future residents 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
areas of the city such as shopping centers, high schools, libraries, and regional 
or community parks. 

in an easily accessible manner. 

Villages - Guiding 
Principles 

Principle 1: Make Stockton a more diverse, connected, and pedestrian/bicycle-
friendly community by using the village as the basic planning element for 
expansion areas. 

Consistent. The proposed project is partially located 
in Village “L”. Pedestrian traffic is encouraged by the 
proximity of commercial centers and bike lanes will 
be provided on major streets within the proposed 
development. 

Villages Principle 2: Pursue more land-efficient forms of development by investing in 
transit solutions that support compact and walkable villages. 

Consistent. Pedestrian traffic will be encouraged 
within the development by the proximity of 
commercial centers, schools, parks, and employment 
sources. 

Villages Principle 4: Provide services to maximize sustainability and thereby reduce 
external trips and reliance on the automobile. 

Consistent. Pedestrian traffic and transit use will be 
encouraged within the development by the proximity 
of commercial centers, schools, parks, and 
employment sources. 

Interconnected 
Infrastructure 
 

Concept 5: Water 
The long-term picture for water includes three features. First, securing a 
reliable supply coupled with an urban conservation program (maximizing the 
use of reclaimed water) is keys to sustaining economic and housing objectives. 
Second, the distribution system will impact the development phasing and 
sequencing. Third, water quality as it pertains to run-off and drainage will have 
a long-term impact on groundwater. 

Consistent. The City prepared a Water Supply 
Assessment (WSA) for the project to comply with 
State statute. The WSA concludes that there is 
sufficient water supply and potential infrastructure to 
serve the project. 

Interconnected 
Infrastructure 

Concept 6: Drainage 
San Joaquin County and the City of Stockton are located at the confluence of 
creeks and rivers at the edge of the Delta. Expansion of the community will 
require Abest practices@ engineering solutions at a village and project level for 
drainage designs that protect water quality. 

Consistent. Storm water will be retained onsite to 
mimic pre-development runoff conditions. 
Additionally, a NPDES permit will be required to 
develop the site. Best Management Practices will be 
implemented to prevent degradation of nearby 
waterways. 

Interconnected 
Infrastructure 

Concept 7: Recreation and Waterways 
Parks are an integral part of the community-wide and local design framework. 
Parks provide a social and recreational focus for villages and districts. These 
open spaces are connected via streets and waterways. Waterways are intended 
to be an integral part of the open space system. They overlay the 
neighborhoods, villages, and districts with a natural system that includes 

Consistent. The open parks and lineal pattern 
provides for pedestrian access and also provides 
detention basins. 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
walking and biking trails. 

Transportation and 
Circulation - Guiding 
Principles 

Principle 1: Provide a land use and transit plan that promotes choices in travel 
modes. 

Consistent. Pedestrian traffic, bicycles, and transit 
use will be encouraged within the development by the 
proximity of commercial centers, schools, parks, and 
employment sources. 

Transportation and 
Circulation 

Principle 2: Emphasize pedestrian and bicyclist accessibility and comfort in 
the planning of ALL villages and districts. 

Consistent. Pedestrian traffic, bicycles, and transit 
use will be encouraged within the development by the 
proximity of commercial centers, schools, parks, and 
employment sources. 

Transportation and 
Circulation 

Principle 6: Emphasize neighborhood traffic management concepts in the 
planning of all district and villages. 

Consistent. Traffic management will be implemented 
by the use of neighborhood streets, major arterials, 
and design elements from the Master Development 
Plan. 

Public Facilities - 
Guiding Principles 

Principle 1: Distribute new facilities and services to serve Stockton’s residents, 
and institutional and private sector partners. 

Consistent. New facilities in Tidewater include the 
school, public parks, and open spaces as well as 
industrial facilities and a commercial unit. These 
facilities will provide services and job opportunities 
to the existing Stockton residents and to future 
Tidewater residents. 

Public Facilities Principle 3: Plan schools as joint use “centers of the community” that include 
community and neighborhood parks, recreational facilities and libraries. 

Consistent. The proposed project includes 11.6 acres 
for use as an elementary school with a nearby park. 
These facilities will be open to the public for use as 
community centers. 

Public Facilities Principle 4: Have high expectations for the design and quality of community 
facilities as visible and accessible places. 

Consistent. All of the design concepts and guidelines 
included in the Master Development Plan are 
intended to promote aesthetically pleasing and 
environmentally sound planning development 
concepts. 

Recreation and 
Waterways - Guiding 
Principles 

Principle 3: Use waterways as recreational and visual amenities for villages 
and districts. 

Consistent. The proximity of French Camp Slough 
will provide recreational and visual amenities to the 
proposed residential development. Measures will be 
implemented to protect French Camp Slough from 
degradation, and preserve it for passive recreation. 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
Recreation and 
Waterways 

Principle 7: Encourage the provision of landscaped arterials. Consistent. The project Master Development Plan 
provides transportation guidelines, including a 14 
foot landscaped median for all arterial streets. 

Community 
Services/Resources 

Concept 1: Noise 
As Stockton develops its villages and districts, the city will need to ensure that 
sensitive land uses (e.g. residential) are properly sited in order to avoid major 
noise generators, such as railroads, roadways, the Stockton Municipal Airport, 
and industrialized portions of the city. Furthermore, proposed noise-generating 
land uses will be properly sited in industrially-designated areas and shielded 
from other surrounding land uses. 

Consistent. The proposed project is within the 
acceptable CNEL as indicated in the San Joaquin 
Airport Land Use Noise Compatibility Plan. In 
addition, the industrial uses within the proposed 
project are buffered from the residential portion by 
the existing French Camp Slough and open space 
areas.  

Community 
Services/Resources 

Concept 2: Air Quality 
The air quality in Stockton and its surrounding region will continue to be 
directly affected by the balance between jobs and housing and the 
implementation of a transit-oriented design standard. Transit service will need 
to be readily available to serve the existing community and developing areas. 
The transit will also need to connect these areas to each other and to the 
employment centers in the community. 

Consistent. The Tidewater Crossing project includes 
residential units, a school, parks, commercial centers, 
as well as industrial development all within the 
project=s 909 acres. Pedestrian traffic and transit use 
are encouraged by the proximity of these facilities. 
Mitigation proposed in Section 4.2, Air Quality, will 
help reduce air emissions. 

Community 
Services/Resources 

Concept 3: Health and Safety 
As part of the city’s future, the provision of a responsive public health and 
safety system is critical. Police and fire services in the community will be 
expanded to serve the growing community. These services will be planned to 
cover all areas of the community with an equal level of service. 

Consistent. The applicant will be required to pay 
development fees to assist in providing adequate 
police and fire protection services. 

Community 
Services/Resources 

Concept 5: Natural and Cultural Resources 
As Stockton develops its villages and districts, the city will need to ensure that 
development occurs in a manner in which impacts to natural and cultural 
resources are avoided or minimized through proper site planning and design 
techniques. Development will be avoided in naturally and cultural sensitive 
areas wherever possible. 

Consistent. The areas surrounding French Camp 
Slough will be protected as open space. Any impacts 
to this area will require mitigation as identified 
through regulatory permitting, if necessary. 
Additionally, the NPDES permit will require Best 
Management Practices to protect water quality within 
French Camp Slough and downstream waterways. 

Natural and Cultural 
Resources - Guiding 
Principles 

Principle 1: Design and plan new development to reduce impacts to natural 
and cultural resources. 

Consistent. The project will implement mitigation 
measures as outlined in the Cultural Resource section 
to avoid significant impacts. In addition, Biological 
Resources will be mitigated in conjunction with the 
SJMSCP. 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
Natural and Cultural 
Resources 

Principle 2: Continually identify significant cultural resources to ensure their 
preservation and maintain the heritage of Stockton. 

Consistent. The site has been surveyed for cultural 
resources. A Cultural Resources Study is available 
for review at the City of Stockton Community 
Development Department. Mitigation proposed in 
Section 4.13, Cultural Resources, will help reduce 
impacts to cultural resources. 

Natural and Cultural 
Resources 

Principle 3: Promote compact development to reduce land requirements. Inconsistent. The proposed project is not developed 
as a compact development due to its low and medium 
residential designations. However, portions of the 
project will be developed as high density residential 
and are consistent with compact development 
patterns. 

Natural and Cultural 
Resources 

Principle 4: Support the continued preservation of productive agricultural land. Inconsistent. The project requires the conversion of 
productive agricultural land. 

Land Use B Goals & 
Policies 

Goal 1: 
To ensure that Stockton’s future growth will proceed in an orderly planned 
manner, thereby preventing urban sprawl and the wasteful use of land and 
promoting the efficient and equitable provision of public services.  

Consistent. The project lies within the City’s Urban 
Service Boundary, and partially within Village “L”. It 
is therefore part of the City’s planned orderly 
expansion of development. 

Land Use Goal 1, Policy 5: Future Urban Development.  
Future urban development within the Planning Area should occur under the 
jurisdiction of the City. To this end, the City shall require that the vacant 
unincorporated properties be annexed to the City prior to the provision of any 
City services or that a conditional service agreement be executed agreeing to 
annex when deemed appropriate by the City. 

Consistent. The project includes annexation into the 
City of Stockton’s jurisdiction. 

Land Use Goal 1, Policy 6: Building Intensity and Population Density.  
The City shall regulate the levels of building intensity and population density 
according to the standards and General Plan land use designations set out in 
Section 3.1 of the Land Use Element and the City=s Development Code. 

Consistent. To regulate building intensity and 
population density, the project will be developed in 
accordance with the City’s Land Use Element and 
Development Code. 

Land Use Goal 1, Policy 7: Land Use Conflicts.  
The City shall continue to apply the regulations and procedures of the 
Development Code and shall use the environmental process to prevent or 
mitigate land use conflicts. 

Inconsistent. The proximity of the adjacent 
agricultural uses presents a land use conflict with the 
proposed development due to the potential for 
conflict with agricultural. 

Land Use Goal 1, Policy 11: Safe Development.  Consistent. Although the project is in proximity to 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
The City shall limit urban growth in areas with hazardous nuisance conditions 
such as noise, flooding or unstable soils. 

the Stockton Metropolitan Airport it is outside of the 
60 dBA CNEL noise contour. Portions of the project 
site are subject to flooding; however development of 
the project site will include raising flood-prone areas 
out of the 100-year flood plain. Onsite soils are 
considered suitable for project development. 

Land Use Goal 1, Policy 12: Commuting Distances.  
The City shall strive to minimize the commuting distances between residential 
concentrations and employment centers. 

Consistent. The proposed project includes residential 
uses as well as commercial centers and industrial 
development. This nearby job source for Tidewater 
Crossing residents will promote pedestrian traffic and 
transit use. 
 

Land Use Goal 2:  
To promote the permanent protection of agricultural lands outside the Urban 
Service Area on the north and east and to discourage the premature conversion 
of agricultural lands within the Urban Service Area. 

Consistent. The project site is located within the 
City’s Urban Service Area to the south. 

Land Use Goal 2, Policy 1: Agriculture Land Preservation.  
The City shall limit the wasteful and inefficient sprawl of urban uses into 
agriculture land. 

Inconsistent. The project will convert agricultural 
lands; however, the proposed General Plan designates 
the project site as village district L. The project site is 
included in the City=s Urban Service Boundary. 

Land Use Goal 2, Policy 3: Land Conversion within the Urban Service Area.  
The City shall discourage the premature conversion of agricultural land to 
urban uses within the Urban Service Area. 

Consistent. Although the project will convert 352 
acres of Prime Farmland and 520 acres of Farmland 
of Statewide importance the project is located within 
the Urban Service Boundary and has been included as 
a part of the eventual buildout of the City. 

Land Use Goal 3:  
To promote a variety of housing types and densities throughout the City to 
satisfy the housing needs of various age and socio-economic groups. 

Consistent. Single and multi-family dwellings are 
proposed. 

Land Use Goal 3, Policy 1: Single Family/Multifamily Balance 
The City shall strive to maintain a ratio of 70 percent single family and 30 
percent multifamily residential uses. 

Consistent. The project proposes to construct single 
and multi-family dwellings in an attempt to reach the 
City’s goals. 

Land Use Goal 3, Policy 4: Residential Open Space.  
The City shall provide for open space in residential development in either 

Consistent. The project will provide open space 
along French Camp Slough, onsite parks, and private 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
private yards or common areas to partially meet the residents’ recreational 
needs. 

yards. 

Land Use Goal 3, Policy 9: Conflicting Uses.  
The City shall locate new residential developments in areas that do not conflict 
with existing and planned industrial or commercial big box land uses. 

Consistent. The residential portion of the project is 
separated from the industrial portion by the slough 
and railroad tracks and is not directly affected by 
these adjacent land uses. 

Land Use Goal 4:  
To encourage commercial facilities at locations that provide convenient service 
where their economic viability can be sustained. 

Consistent. The proposed project will include 
commercial centers in close proximity to residential 
uses. 

Land Use Goal 4, Policy 2: Enterprise Zone.  
The City shall maximize development opportunities within the City/County 
locally-designated Enterprise Zone. 

Consistent. The project will be partially developed 
within the Enterprise Zone.  

Land Use Goal 4, Policy 3: Commercial-Residential Integration/Compatibility.  
The City shall encourage the compatible integration of commercial and new 
residential uses. Existing residential areas shall be integrated with new 
commercial uses through the provisions of the Development Code as 
applicable. 

Consistent. The project integrates residential, 
commercial, recreational, and industrial uses. 

Land Use Goal 4, Policy 4: Commercial Area Access.  
The City shall require commercial areas to provide frontage roads and/or access 
controls to reduce traffic congestion. 

Consistent. Feasible mitigation is available to offset 
all project-related traffic impacts, however, feasible 
mitigation does not exist to offset all cumulative 
impacts. 
 

Land Use Goal 4, Policy 5: Commercial Area Aesthetics.  
The City shall require that new commercial development incorporate 
landscaping and good design to create an aesthetically pleasing environment in 
accordance with Citywide Design Guidelines.  

Consistent. All of the design concepts and guidelines 
included in the Master Development Plan are 
intended to promote aesthetically pleasing and 
environmentally sound planning development 
concepts. 

Land Use Goal 5:  
To encourage, facilitate, and assist the location of the new industry, and the 
expansion of existing industry in the City of Stockton. 

Consistent. A component of the project includes the 
development of industrial areas adjacent to the 
Stockton Metropolitan Airport.  

Land Use Goal 5, Policy 1: Available Services.  
The City shall encourage industrial activities to locate where municipal services 
are available including adequate sanitary, storm drainage, and water facilities as 

Consistent. The project site is located within the 
City=s Urban Services Boundary. Municipal services 
will be extended to the project site. The City’s Water, 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
well as easy access to multiple modes of transportation. Sewer, and Storm Water Master Plans will be 

updated to ensure that adequate capacity is available. 
The project site is accessible from Interstate 5, State 
Route 99, French Camp Road, and the airport. 

Land Use Goal 5, Policy 4: Adjacent Uses and Access.  
The City shall discourage industrial development in locations where access 
conflicts with neighboring land uses. 

Consistent. The industrial portion of the project is 
adjacent to the airport and provides compatible uses 
that will compliment the airport expansion. 

Land Use Goal 5, Policy 5: Compatible Land Use. 
The City shall ensure an adequate separation between sensitive land uses 
(residential, educational, healthcare) and industrial land uses to minimize land 
use incompatibility associated with noise, odors, and air pollutant emissions 
from industrial uses. 

Consistent. Residential and Industrial land uses will 
be buffered by the slough, open spaces, and UPRR 
tacks. 

Land Use Goal 5, Policy 6: Development Design.  
The City shall require that industrial development incorporate landscaping and 
good design to create an aesthetically pleasing environment in accordance with 
Citywide Design Guidelines. 

Consistent. The industrial component will be 
developed in accordance with the Citywide Design 
Guidelines to ensure an aesthetically pleasing 
development. 

Land Use Goal 5, Policy 7: Adjacent Major Transit Uses.  
The City shall guide industrial uses near the Stockton Metropolitan Airport and 
the Port of Stockton by the policies of the Airport Land Use Commission and 
the Port of Stockton Development Plan. 

Consistent. The project proposes industrial 
development adjacent to the southern border of the 
Stockton Metropolitan Airport. 

Housing Element B 
Goals & Policies 

Goal 1: 
Ensure the adequate provision of sites for housing of all types, recognizing the 
importance of a jobs-to-housing ratio that encourages living and working in our 
community. 

Consistent. The project will develop single and 
multi-family dwellings. The proximity of the 
industrial component may provide jobs for the 
surrounding communities. 

Housing Element Goal 1, Policy 3: Transit Oriented Development.  
The City shall encourage new residential uses near main transportation routes 
to encourage convenient access to employment centers, schools, shopping, and 
recreational facilities.  

Consistent. The project site is accessible from 
Interstate 5, State Route 99 and French Camp Road, 
providing access to services, businesses, and 
recreation. 

Housing Element Goal 1, Policy 4: Public Services Availability.  
The City shall insure that sites designated for new residential development are 
adequately served by public utilities, are minimally impacted by noise and 
blighting conditions, and are compatible with surrounding land uses. 

Consistent. Hazardous airport zones do not encroach 
into the sites residential uses. 

Housing Element Goal 2: Consistent. The project will provide single and 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
Ensure the adequate provision of housing for all economic segments of the 
community with special attention to encouraging affordable housing. 

multi-family housing at varying price ranges. 

Housing Element Goal 3:  
Address, and where feasible, remove governmental constraints to the 
development, improvement, and maintenance of the housing stock, and 
encourage higher density development. 

Consistent. The proposed project will consist of low 
to high density residential uses including single 
family residential, apartments, and townhomes. 

Housing Element Goal 5:  
Promote housing opportunities for all residents and support the elimination of 
discrimination in housing.  

Consistent. The proposed project will consist of low 
to high density residential uses including single 
family residential, apartments, and townhomes. 

Housing Element Goal 5, Policy 3: Housing Size and Affordability.  
The City shall encourage the provision of housing units to meet the needs of 
families of all sizes affordable to all income levels. 

Consistent. The proposed project will consist of low 
to high density residential uses including single 
family residential, apartments, and townhomes 
offered at various prices. 

Housing Element Goal 6:  
Promote energy conservation in Stockton’s housing developments. 

Consistent. Residential uses will be constructed with 
the newest energy conservation policies and available 
equipment. 

Economic 
Development B Goals 
& Policies 

Goal 1:  
To maintain a thriving business community, providing a sound tax base for the 
city, jobs for the local workforce, and commercial shopping opportunities for 
residents and visitors alike. 

Consistent. The project integrates residential, 
commercial, recreational, and industrial uses. 
Commercial shopping areas will be convenient for 
residents and visitors alike. 

Economic 
Development 

Goal 2:  
To expand job opportunities in the community, providing a full range of quality 
career choices, serving entry level as well as highly trained workers. 

Consistent. The Tidewater Crossing commercial, 
industrial, and school developments will provide 
varied job sources for the City’s residents. 

Economic 
Development 

Goal 3, Policy 12: Regional Commercial Centers.  
The City shall provide for large scale regional retail development. The City 
shall designate sites in the following locations... b. Sites for a discount center 
(power center) in the Southwest area of the city in the vicinity of I-5 and 
French Camp Road to address the shopping needs of the southern and western 
parts of the city and to draw from the adjacent areas.  

Consistent. The proposed project is located to the 
south of the City, near French Camp Road, and will 
include commercial development. 

Economic 
Development 

Goal 4, Policy 7: Industrial Parks. 
The City shall provide appropriate designation of sites for industrial 
development to meet projected demand and allow adequate sites for a 
competitive environment, protecting existing and expanded industrial parks, 

Consistent. The proposed project is located adjacent 
to the Stockton Metropolitan Airport, and will 
include a sizeable industrial park. 
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including Arch-Sperry Industrial Area, Stockton Metropolitan Airport, Arch-
Austin Industrial Area, Duck Creek Industrial Area, as well as smaller 
industrial parks such as Triangle Industrial Park and Grupe Business Park.  

Community Design B 
Goals & Policies 

Goal 1, Policy 4: Transition to Rural Landscapes.  
Development at the edges of the community shall make a distinctive transition 
between rural, natural, and developed areas. Transitions shall not diminish the 
visual quality of open space. Sound walls and utilitarian edges of developments 
shall not be allowed as an interface between development and rural landscapes. 

Consistent. The proposed project is adjacent to 
agricultural land to the west, south, and east. Open 
space between the project and agricultural land will 
help transition between developed and rural areas. 
Further, low density and ranch estate residential areas 
are used on the periphery of the project to aid in 
transition. 

Community Design Goal 4:  
To create new districts and neighborhoods with a sense of place. 

Consistent. An objective of the project is to provide 
sound urban development. All of the design concepts 
and guidelines are intended to promote aesthetically 
pleasing development concepts. The project also 
provides for parks and other neighborhood gathering 
areas. 

Community Design Goal 4, Policy 3: District Gateways.  
The City shall require that districts and villages include a deliberate gateway 
and entrance design that is inviting, attracting and complementary to the overall 
design of the district or village. 

Consistent. The Master Development plan for the 
proposed project provides landscaping and entry 
treatments into the residential development that are 
aesthetically pleasing and will promote a positive 
image for the City. 

Community Design Goal 6, Policy 2: Streetscape.  
The City shall require that every roadway project include sidewalks and 
planting strips sized for canopy trees. 

Consistent. The Master Development plan for the 
proposed project will provide landscaping treatments 
for all residential roadways. 

Transportation and 
Circulation B Goals & 
Policies 

Goal 2, Policy 3: Dual Access.  
The City shall require at least two (2) independent access routes for all major 
development areas. 

Consistent. The project will be accessible from 
Highway 99 via East French Camp Road and Dixon 
Road. The project will also be accessible via South 
Airport Way. 

Transportation and 
Circulation 

Goal 2, Policy 4: Multiple Transportation Modes.  
The City shall require that significant trip-generating land uses be served by 
roadways adequate to provide efficient access by multiple transportation modes 
with a minimum of delay. 

Consistent. Feasible mitigation is available to offset 
all project-related traffic impacts, however, feasible 
mitigation does not exist to offset all cumulative 
impacts. 

Transportation and Goal 2, Policy 6: Efficient Traffic Flow.  Consistent. Feasible mitigation is available to offset 
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Circulation The City shall ensure that highways and arterial street within its jurisdiction 

provide for the flow of traffic with a minimum of delay. Therefore, the 
following should be undertaken: 
a. Minimize the number of intersections along arterials. 
b. Reduce curb cuts along arterials through the use of common access 
easements, backup lots, and other design measures. 
c. Provide grade separation at all major railroad crossing with arterials. 
d. Extend arterials over waterways, railroads, and through undeveloped areas to 
provide for the continuous flow of through traffic and appropriate area access. 
e. Consider alternative designs for high capacity multi-modal corridors. 

all project-related traffic impacts, however, feasible 
mitigation does not exist to offset all cumulative 
impacts. 

Transportation and 
Circulation 

Goal 2, Policy 10: Interneighborhood Traffic 
Consistent with the goals of the City of Stockton Neighborhood Traffic 
Management Programs, the City shall encourage inter-neighborhood traffic 
movement on arterial and collector streets and discourage such traffic from 
using neighborhood streets. 
 

Consistent. A fundamental objective of the 
Tidewater Crossing project is to provide an orderly 
hierarchy of roadways to meet the transportation 
demands generated by the project. The project will 
also provide for neighborhood streets and arterial 
collector streets. 

Transportation and 
Circulation 

Goal 2, Policy 11: Neighborhood Street Design 
The City shall ensure that neighborhood streets are designed to discourage 
through traffic and excessive speeds. 

Consistent. The Master Development Plan includes 
two 13-foot wide travel lanes and a 5-foot pedestrian 
walk detached from the roadway by a 7-foot planting 
strip to ensure pedestrian safety. These measures will 
discourage through traffic and excessive speeds. 

Transportation and 
Circulation 

Goal 2, Policy 13: Roadway Dedications 
The City shall require major public street and highway right-of-way 
dedications, highway interchanges and improvements (i.e., arterial and 
collector streets and related bridges or railroad crossings) at the initial stage of 
development. 

Consistent. A fundamental objective of the 
Tidewater Crossing project is to provide an orderly 
hierarchy of roadways to meet the transportation 
demands generated by the project.  

Transportation and 
Circulation 

Goal 2, Policy 21: Parking Supply 
The City shall require a sufficient supply of off-street parking for all land uses 
in order to reduce congestion, improve overall operation and ensure land use 
compatibility. 

Consistent. Off-street parking will be included in all 
non-residential uses. The Master Development Plan 
includes standards, design guidelines, and concepts to 
ensure that off-street parking will adequately 
accommodate the parking demand generated by the 
proposed nonresidential land uses. 

Transportation and 
Circulation 

Goal 3, Policy 2: Transit-Related Public Improvements 
The City shall ensure that larger new developments along arterial and major 

Consistent. The Master Development Plan includes 
provisions for bus parking areas, turnouts, and 
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collector streets provide transit-related public improvements (e.g., bus pullouts, 
bus shelters) to encourage transit use. 

shelters. The design and location of these facilities 
will be approved by the Community Development 
Director and Transit Authority. 

Transportation and 
Circulation 

Goal 4, Policy 1: Pedestrian Facilities 
The City shall encourage pedestrian travel as a viable mode of movement 
throughout the city by providing safe and convenient pedestrian facilities, 
particularly in commercial areas and residential neighborhoods. Installation of 
crosswalks and other pedestrian safety measures shall be governed by the City 
of Stockton Pedestrian Safety and Crosswalk Installation Guide. 

Consistent. Pedestrian facilities will be incorporated 
into Tidewater Crossing to promote access to 
residential portions, industrial, parklands, school, and 
the commercial center within the project. 

Transportation and 
Circulation 

Goal 4, Policy 13: Street Projects 
At the time of new street construction, pavement overlays, or seal coat projects, 
the City shall, where feasible, implement all bikeways within the project limits 
as detailed in the adopted master plan. 

Consistent. The project applicant has provided bike 
lanes on major streets within the proposed 
development. 

Transportation and 
Circulation 

Goal 5, Policy 1: Grade Separations 
The City shall work to provide grade separations at all railroad crossings on 
arterial streets, both to ensure public safety and minimize traffic delay. 

Consistent. The project applicant shall contribute its 
fair share to planned grade separated railroad 
crossings as required. 

Transportation and 
Circulation 

Goal 5, Policy 2: Rail Facilities and New Development 
The City shall ensure that new noise-sensitive activities not be developed 
adjacent to railroad rights-of-way or yards. 

Consistent. Although rail lines extend adjacent to 
residential uses, the frequency of use, combined with 
buffer setbacks, should mitigate railroad noise 
impacts. 

Transportation and 
Circulation 

Goal 6, Policy 2: Avigation Easement 
In an effort to protect the operations of the airport, the city shall require that all 
new development within the airport Area of Influence Boundary grant an 
avigation easement on behalf of the airport and shall implement procedures 
concerning notice and disclosure of airport impacts (including over flights and 
noise). 

Consistent. The project applicant will be required to 
obtain a deed of aviation and will implement required 
development restrictions and guidelines. 

Transportation and 
Circulation 

Goal 6, Policy 3: Airport Related Land Uses 
The City shall ensure that commercial and industrial development requiring air 
service be encouraged to develop in the airport vicinity. 

Consistent. The industrial portion of the project will 
be developed adjacent to the airport. 

Transportation and 
Circulation 

Goal 6, Policy 4: Runway Approach Surfaces 
The City shall ensure that land uses that involve the concentration of people 
and/or hazardous materials not be developed within the runway approach 
surfaces of the airport. 

Consistent. No portion of the project site is being 
developed within the runway approaches. 
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Transportation and 
Circulation 

Goal 6, Policy 5: Consistency with Airport Land Use Commission Policies 
The City shall ensure that all development within two miles of the Airport be 
consistent with the policies developed by the San Joaquin County Airport Land 
Uses Commission (except where pursuant to Public Utilities Code Sections 
21676 and 21676.5). 

Consistent. The project will comply with all 
applicable airport land use commission policies. 

Public Facilities and 
Services - Goals & 
Policies 

Goal 1, Policy 4: Development Impacts to Existing Infrastructure 
The City shall ensure that proposed developments do not create substantial 
adverse impacts on existing infrastructure and that the necessary infrastructure 
will be in place to support the development. 

Consistent. The proposed project site is located 
within the City’s Urban Service Boundary. All 
infrastructure and utilities will be extended from 
adjacent developments. 

Public Facilities and 
Services 

Goal 1, Policy 5: Funding for Public Facilities 
The City shall continue to utilize developer fees, the City’s public facilities 
fees, and other various methods (i.e., grant funding and assessment districts) to 
finance public facilities (e.g. sewer, streets, water parks and recreation, police 
and fire, library, general government). 

Consistent. The project applicant will pay all 
required City fees as a condition of the Tentative 
Map. Financing mechanisms will be implemented to 
pay for public services. 

Public Facilities and 
Services 

Goal 2:  
To ensure adequate, reliable, and safe water supplies to all existing and future 
City of Stockton development, even through drought periods. 

Consistent. The project site is located within the 
City’s Urban Service Boundary. Municipal services 
will be extended to the project site. The City=s water, 
sewer, and storm water Master Plans will be updated 
to ensure that adequate capacity is available. 
Developer fees will be provided to pay for upgrades 
associated with its fair share. 

Public Facilities and 
Services 

Goal 2, Policy 1: Water Conservation 
The City shall continue to implement water conservation programs that show 
promise of saving significant amounts of water at reasonable cost. 

Consistent. Landscaping irrigation and other sources 
of major water use will be designed with the most 
current water conservation policies and available 
equipment. 

Public Facilities and 
Services 

Goal 2, Policy 7: Water Supply for New Development 
The City shall ensure that water supply capacity and infrastructure are in place 
prior to approval of new development. 

Consistent. The project site is located within the 
City=s Urban Service Boundary. Municipal services 
will be extended to the project site. The City=s water, 
sewer, and storm water Master Plans will be updated 
to ensure that adequate capacity is available. 

Public Facilities and 
Services 

Goal 3:  
To ensure adequate wastewater collection and treatment, and safe disposal of 
waste. 

Consistent. The project will tie into the City=s 
sanitary sewer system. The proposed project is not 
expected to create exceedances of the City=s RWQCB 
wastewater discharge requirements. 
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Public Facilities and 
Services 

Goal 3, Policy 1: Sanitary Sewer Service Area 
All urban development shall be served by a collection system to avoid possible 
contamination of groundwater by septic systems. 

Consistent. The project will tie into the City=s 
sanitary sewer system. The proposed project is not 
expected to create exceedances of the City=s RWQCB 
wastewater discharge requirements. 

Public Facilities and 
Services 

Goal 4:  
To manage stormwater in a manner that is safe and environmentally sensitive to 
protect people and property and to maintain the quality of receiving waters. 

Consistent. The applicant will be required to comply 
with all conditions set forth in the NPDES General 
Construction Permit and Waste Discharge Permit, 
and any City regulations regarding treatment of storm 
water runoff. Prior to the commencement of 
construction activities, the contractor will provide 
proof of a SWPPP. 

Public Facilities and 
Services 

Goal 4, Policy 1: Creek and Slough Capacity 
The City shall require detention storage with measured release to ensure that 
the capacity of downstream creeks and sloughs will not be exceeded. To this 
end; 
-Outflow to creeks and sloughs shall be monitored and controlled to avoid 
exceeding downstream channel capacities; 
-Storage facilities shall be coordinated and managed to prevent problems 
caused by timing of storage outflows. 

Consistent. A regional flood control solution is 
proposed for the project that includes detention and 
raising pad elevations to eliminate the 100-year flood 
zone. The areas surrounding French Camp Slough 
will be protected as open space. Any impacts to this 
area will require mitigation as identified through 
regulatory permitting, if necessary. Additionally, the 
NPDES permit will require Best Management 
Practices to protect water quality within French Camp 
Slough and downstream waterways. 

Public Facilities and 
Services 

Goal 4, Policy 2: Watershed Drainage Plan 
The City shall require the preparation of watershed drainage plans for proposed 
development within the urban service boundary. These plans shall define 
needed drainage improvements and estimate construction costs for these 
improvements. 

Consistent. The applicant will prepare a storm water 
master plan to identify a strategy for managing site 
runoff. 

Public Facilities and 
Services 

Goal 4, Policy 5: Public Facilities Fees 
The City shall develop a Stormwater Management Utility fee that will 
financially support the stormwater system operation, the Stormwater 
Management Plan and maintenance and management program activities. 

Consistent. The applicant will be required to pay 
development fees to assist in providing adequate 
stormwater system operation. 

Public Facilities and 
Services 

Goal 5:  
To ensure the safe and efficient disposal or recycling of solid waste. 

Consistent. It is not expected that the proposed 
project will exceed capacities of County landfills. 
The City of Stockton requires that 50% of waste must 
be recycled or otherwise diverted from landfills. 
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Tidewater Crossing will comply with existing solid 
waste regulations. 

Public Facilities and 
Services 

Goal 5, Policy 1: Solid Waste Reduction 
The City shall promote the maximum use of solid waste reduction, recycling, 
and composting of wastes and strive to reduce commercial and industrial waste 
on an annual basis. 

Consistent. The City of Stockton has implemented a 
new solid waste system that requires 50% of solid 
waste be diverted from landfills by curb-side 
recycling and yard waste pickup. Tidewater Crossing 
will comply with existing solid waste regulations. 

Public Facilities and 
Services 

Goal 5, Policy 7: Development Requirements 
The City shall ensure that all new development has appropriate provisions for 
solid waste storage, handling and collection pickup. 

Consistent. The City of Stockton provides domestic 
solid waste collection to all areas within the city 
limits. The City=s current and future provision for 
refuse collection will be made available to Tidewater 
Crossing once the site is annexed. 

Public Facilities and 
Services 

Goal 7:  
To provide protection to the public through effective law enforcement and the 
incorporation of crime prevention features into new development. 

Consistent. The applicant will be required to pay 
development fees to assist in providing adequate 
police protection services. 

Public Facilities and 
Services 

Goal 7, Policy 5: Design Features for Crime Prevention and Reduction 
The City shall continue to promote the use of building and site design features 
as a means for crime prevention and reduction. 

Consistent. The Master Development Plan includes 
features to facilitate the concept of defensible space 
(e.g. lighting, and landscaping requirements). The 
applicant will consult with the City of Stockton=s 
Police Department regarding any additional measures 
that are feasible for the proposed project. 

Public Facilities and 
Services 

Goal 8:  
To provide protection to the public through effective fire protection services 
and the incorporation of fire safety features in new development. 

Consistent. The applicant will be required to pay 
development fees to assist in providing adequate fire 
protection services. The City of Stockton=s Fire 
Department should review and approve the project 
plan. The applicant will implement all applicable 
City, State, and Uniform Building and Fire Codes 
relating to security features in structures. 

Public Facilities and 
Services 

Goal 8, Policy 6: Adequate Emergency Access and Routes 
The City shall require that new development provide adequate access for 
emergency vehicles, particularly firefighting equipment, as well as provide 
evacuation routes. 

Consistent. Section 4.7, Traffic and Circulation 
provides information to ensure that the entire 
development has adequate emergency access. 
Additionally, the City of Stockton’s Fire Department 
shall review and approve the project plan. 
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Public Facilities and 
Services 

Goal 9:  
To ensure that adequate school facilities are available to meet the needs of City 
residents. 

Consistent. The MUSD has indicated that the 
elementary school planned as part of the Tidewater 
Crossing project will adequately serve the project. 
Existing middle and high schools will adequately 
serve the proposed project. 

Public Facilities and 
Services 

Goal 10, Policy 1: 
The City shall require that all new residential areas, industrial areas, and 
business parks be wired for new information technologies. 

Consistent. Telephone service/fiber optics and cable 
television will be provided by SBC Pacific Bell and 
ComCast Cable Services. 

Public Facilities and 
Services 

Goal 11, Policy 1: Library Standards. 
The City shall continue to expand library services to meet the educational and 
informational needs of all City residents. The City shall strive to maintain the 
following standards: 
a. 0.75 square feet of library space per person (750 sf per 1,000 persons) with 5 
reader=s seats per 1,000 persons. 
b. 4.15 books per 1,000 persons. 
c. a minimum of 2,000 audio and video recordings per branch library. 
d. a minimum of 10 titles of magazine and newspaper subscriptions per 1,000 
persons. 

Consistent. Developer impact fees will be used to 
pay the fair share requirements for library services. 

Recreation and 
Waterways B Goals & 
Policies 

Goal 1:  
Provide a full range of recreational facilities and services where they are 
accessible to the public and are compatible with the area in which they are 
located. 

Consistent. A variety of recreational facilities will be 
included within the development. Several 
neighborhood parks, community parks, and open 
space areas are proposed for the project for a total of 
35.3 acres of parkland and open space. 

Recreation and 
Waterways 

Goal 2, Policy 5: Stormwater Detention Basins for Recreational Uses 
The City shall require, wherever feasible, that stormwater detention basins be 
designed for recreational uses. 

Consistent. The detention basins within the project 
site provide areas of open space that also provide for 
recreational uses. 

Recreation and 
Waterways 

Goal 2, Policy 6: Developer Credit for Stormwater Drainage Basins 
At the discretion of the Director of the City Parks and Recreation Department 
or his/her designated representative, the City may provide credit (parkland 
acreage or fee reimbursement) to developers for stormwater detention basins 
used as part of recreational areas or part public parks. Credit shall be based 
upon the percentage of land usability as determined by the Director of the City 
Parks and Recreation Department or his/her designated representative. The 
conditions that shall be applied are as follows: 

Consistent. The proposed project includes a large 
detention basin (93.1 acres, 25 feet deep) along 
French Camp Slough. The basin will be a flow-by 
basin with a total storage volume of 1,700 ac-ft. This 
basin will not be used as part of recreational areas or 
part of a public part, and therefore will not be used 
toward required parkland. 
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C At least 75 percent of parkland acreage dedication shall be 100 percent 

useable, 

C Up to 25 percent of parkland acreage dedicated may be partially 
useable, 

C Usable parkland will not be credited. 
Usable parkland shall be as defined by the Director of the City Parks and 
Recreation Department or his/her designated representative. 

Recreation and 
Waterways 

Goal 2, Policy 7: Design of Community Parks 
The City shall design community parks to meet the recreational needs of large 
sections of the community, such as a Village area. These parks should allow for 
larger group activities and recreational activities not suited for neighborhood 
parks. Park land directly adjacent to private property shall be separated from 
such property by a 6 foot high (minimum) masonry wall located on the private 
property. 

Consistent. A variety of recreational facilities will be 
included within the development. Several 
neighborhood parks, community parks, and open 
space areas are proposed for the project for a total of 
35.3 acres of parkland and open space. 

Recreation and 
Waterways 

Goal 3, Policy 1: Community Center Standards 
The City shall ensure that community centers are provided at a level that meets 
the following standards; 
-City-owned community centers - 1 center/50,000 population. 
-Combined City-owned, school districts  -  1 center/30,000 population 
-Combined City-owned, school districts  -  2 square foot per resident 
-Minimum to preferred size per center - 15,000 to 35,000 square feet for multi- 
purpose centers. 
-Service radius - 1 2mile. 

Consistent. Private and public recreational areas are 
included in the proposed project. In light of the fact 
that some of these facilities will be privately 
owned/operated, the recreation areas will not meet all 
of the community center needs of the residents, when 
compared to a facility that would be publicly owned 
and operated. However, the proposed elementary 
school could serve as a community center as this 
facility will be open to the general public. The actual 
size of the facility will be determined when school 
plans are complete. The City=s General Plan includes 
provisions to include all schools as meeting the 
requirement for community centers. Therefore, the 
elementary school will act as a community center, 
fulfilling the 1 center per 30,000 population standard. 

Recreation and 
Waterways 

Goal 3, Policy 3: Development of Bikeways and Trails 
The City shall develop linear parkways, recreational bikeways, and trails within 
villages that connect with community and neighborhood parks located inside 
the villages as well as outside the villages into other existing neighborhoods. 

Consistent. The project applicant has provided bike 
lanes on major streets within the proposed 
development. 
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Recreation and 
Waterways 

Goal 3, Policy 5: Acquisition of Open Space 
The City should encourage developers to allocate privately developable and 
publicly accessible open space. However, the open space allocated will not be 
credited towards recreation standards identified in Policy RW-2.1. 

Consistent. A variety of open space types will be 
included within the development. Several 
neighborhood parks, community parks, and open 
space areas are proposed for the project for a total of 
35.3 acres of parkland and open space. 

Recreation and 
Waterways 

Goal 3, Policy 6: Development of Utility Easements for Open Space 
The City shall encourage developers to develop utility easement property into 
usable public open space areas. Such land within utility easements shall not be 
credited toward parkland acreage requirements nor are eligible for parkland fee 
reimbursement. 

Consistent. An existing easement owned by the state 
extends along French Camp Slough. 

Recreation and 
Waterways 

Goal 5:  
To preserve and enhance waterways for their recreational and open space. 

Consistent. The areas surrounding French Camp 
Slough will be protected and preserved as open space 

Health and Safety B 
Goals & Policies 

Goal 2, Policy 1: Sensitive Receptors 
The City shall prohibit the development of new commercial, industrial, or other 
noise-generating land uses adjacent to existing residential uses, and other 
sensitive noise receptors such as schools, health care facilities, libraries, and 
churches if noise levels are to exceed 60 dBA CNEL (decibels on A-weighted 
scale Community Noise Equivalent Level) measured at the property line of the 
noise sensitive land use. 

Consistent. Residential uses are located outside of 
the 60 dBA CNEL noise contour generated by the 
adjacent airport. 

Health and Safety Goal 2, Policy 3: Protect Residential Areas 
The City shall ensure that exterior noise levels for existing and future dwellings 
in residential areas do not exceed exterior noise levels of 60 dBA CNEL and 
interior noise levels of 45 dBA CNEL. 

Consistent. A noise analysis has been prepared for 
the project. All sensitive receptors meet the City=s 
exterior and interior noise requirements (with 
mitigation). 

Health and Safety Goal 2, Policy 6: Mitigating Highway Noise 
The City will work with Caltrans to mitigate noise impacts on sensitive 
receptors near Interstate 5, State Route 99, and other key state roadways. 

Consistent. Section 4.5, Noise, assesses the noise 
impacts of the proposed project. Sensitive noise 
receptors are distant from state highways. 

Health and Safety Goal 2, Policy 9: Development Surrounding Airport 
The City shall require that development around the Stockton Metropolitan 
Airport be consistent with the noise standards contained in the approved 
Airport Land Use Plan. 

Consistent. Residential uses are located outside of 
the 60 dBA CNEL noise contour generated by the 
adjacent airport. 

Health and Safety Goal 2, Policy 12: Limiting Construction Activities 
The City shall limit construction activities to the hours of 7am to 7pm, Monday 
through Saturday. No construction shall occur on Sundays or national holidays 

Consistent. Construction activities for the proposed 
project will be limited to the days and hours approved 
by the City. 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
without a written permit from the City. 

Health and Safety Goal 2, Policy 13: Sound Attenuation Features 
The City shall require sound attenuation features such as walls, berming, heavy 
landscaping, and between commercial, industrial, and residential uses to reduce 
noise and vibration impacts. 

Consistent. Section 4.5, Noise, assesses the noise 
impacts of the proposed project. Mitigation has been 
recommended accordingly. 

Health and Safety Goal 2, Policy 19: Commercial Uses 
The City shall ensure that noise produce by commercial uses shall not exceed 
75 dB Ldn/CNEL at the nearest property line. 

Consistent. Section 4.5, Noise, assesses the noise 
impacts of the proposed project. 

Health and Safety Goal 2, Policy 20: Industrial Uses 
The City shall require that noise produced by industrial uses not exceed 80 dB 
Ldn/CNEL at the nearest property line 

Consistent. Section 4.5, Noise, assesses the noise 
impacts of the proposed project. 

Health and Safety Goal 3, Policy 1: Seismic Safety of Structures and Public Facilities 
The City shall require that new structures intended for human occupancy, 
public facilities (i.e. treatment plants and pumping stations, major 
communication lines, evacuation routes, etc.) and emergency/disaster facilities 
(i.e., police and fire stations, etc.) are designed and constructed to minimize 
risk to the safety of people due to ground shaking. 

Consistent. Prior to approval of the building plans 
for site development, a seismicity report will be 
completed by an engineering geologist or equivalent 
professional regarding possible damage from seismic 
shaking and liquefaction. 

Health and Safety Goal 3, Policy 2: Development in Areas Subject to Geologic Hazards. 
The City shall discourage incompatible land uses from being located in areas 
subject to geologic or seismic hazards (e.g., expansive, liquefaction, etc.). 

Consistent. The site is not subject to strong seismic 
groundshaking or hazards, nor is the project located 
on a geologic unit or soil that is considered unstable 
or would become unstable due to implementing the 
project. 

Health and Safety Goal 3, Policy 3: Uniform Building Code 
The City shall continue to require that alterations to existing buildings and all 
new buildings be built according to the seismic requirements of the Uniform 
Building Code. 

Consistent. All structures associated with the project 
will be built according to the seismic requirements of 
the Uniform Building Code. 

Health and Safety Goal 4:  
To improve air quality and to minimize the adverse effects of air pollution on 
human health and the economy. 

Consistent. Section 4.3, Air Quality, assesses the 
local and regional air quality impacts of the proposed 
project. 

Health and Safety Goal 4, Policy 1: Cooperation with Local and Regional Agencies 
The City shall cooperate with other local and regional and State agencies in 
developing and implementing air quality plans to achieve State and Federal 
Ambient Air Quality Standards. 

Consistent. Section 4.3, Air Quality, assesses the 
local and regional air quality impacts of the proposed 
project. 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
Health and Safety Goal 4, Policy 7: Air Quality Mitigation 

The City shall require projects to comply with the City=s adopted air quality 
impact assessment and mitigation process. 

Consistent. Section 4.3, Air Quality, assesses the 
local and regional air quality impacts of the proposed 
project. 

Health and Safety Goal 4, Policy 9: Dust Suppression Measures 
The City shall require contractors to implement dust suppression measures 
during excavation, grading, and site preparation activities. Techniques may 
include, but are not limited to the following: 
a. Site watering or application of dust suppressants, 
b. Phasing or extension of grading operations, 
c. Covering of stockpiles, 
d. Suspension of grading activities during high wind periods (typically winds 
greater than 25 miles per hours), and 
e. Revegetation of graded areas. 

Consistent. Section 4.3, Air Quality, assess the 
impacts of dust during construction. Mitigation 
measures in this section include dust suppression 
measures. 

Health and Safety Goal 5:  
To protect City residents and property from the risks involved in the transport, 
distribution, use, and storage of hazardous materials. 

Consistent. Section 4.14, Hazardous 
Materials/Wastes, assesses and provides mitigation 
measures for potential hazardous waste impacts.  

Health and Safety Goal 5, Policy 2: Transporting Hazardous Materials: The City shall strive to 
ensure that hazardous materials are used, transported, and disposed within the 
city in a safe manner and in compliance with local, state, and federal safety 
standards. 

Consistent. Section 4.14, Hazardous 
Materials/Wastes, assesses and provides mitigation 
measures for potential hazardous waste impacts.  

Health and Safety Goal 6, Policy 1: New Urban Development 
The City shall approve new urban development only when the developer shows 
it to be protected from a 100-year flood. 

Consistent. Portions of the project site lie within the 
100-year flood plain. Construction of Tidewater 
Crossing will include detaining peak flows and 
raising these areas out of the flood plain and ensuring 
safety for residents. 

Health and Safety Goal 6, Policy 7: Roadway System 
Roadway systems for areas protected from flooding by levees shall be designed 
to provide multiple escape routes for residents in the event of a levee failure. 

Consistent. The project will implement the City=s 
policies with regard to the number of escape routes 
necessary in the event of a levee failure. 

Health and Safety Goal 7, Policy 5: Enforce Minimum Road Widths and Clearances 
The City shall continue to enforce minimum road widths and clearances around 
structures to promote fire and safety protection and access. 

Consistent. The project will implement the City=s 
policies with regard to minimum road widths and 
clearances around structures for fire and safety 
protection and access. 

Youth and Education B Goal 3, Policy 5: Educational and Child Care Facilities Consistent. The MUSD has indicated that the 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
Goals & Policies The City shall consider the need for educational facilities and childcare created 

by new residential and commercial development projects. 
elementary school planned as part of the Tidewater 
Crossing project will adequately serve the project. 
Existing middle and high schools will adequately 
serve the proposed project. 

Natural and Cultural 
Resources B Goals & 
Policies 

Goal 1, Policy 1: Protect Natural Resources 
The City shall strive to protect natural resource areas, fish and wildlife habitat, 
scenic areas, open space areas, agricultural lands, parks, and other 
cultural/historic resources (including Oak trees) from encroachment or 
destruction by incompatible development. 

Consistent. Section 4.4, Biological Resources, 
provides mitigation measures to reduce impacts to 
natural resource areas and fish and wildlife habitats. 

Natural and Cultural 
Resources 

Goal 1, Policy 2: Establish Buffer Areas 
The City shall encourage the use of open space or recreational buffers between 
incompatible land uses. 

Consistent. The proposed project includes 35.3 acres 
of parklands and open space to help buffer between 
land uses. 

Natural and Cultural 
Resources 

Goal 1, Policy 3: Preserve Open Space 
The City shall promote contiguous and compact development to preserve open 
space land. 

Consistent. The project boundaries are contiguous 
with the City=s boundaries in the northwest portion of 
the site. The concepts contained within the MDP 
promote a compact village design consistent with the 
village designation of the General Plan update. 

Natural and Cultural 
Resources 

Goal 1, Policy 5: Recreational Areas 
The City will reserve, preserve, and promote areas particularly suited for open 
space/recreational uses. Appropriate public access to these resources shall also 
be preserved, enhanced, and restored. 

Consistent. The proposed project includes a total of 
35.3 acres of parkland and open space. The project 
incorporates linear parks to connect the natural 
resources and project components. 

Natural and Cultural 
Resources 

Goal 2:  
To preserve and protect sensitive habitats and species in the Planning Area and 
the Sacramento-San Joaquin Delta. 

Consistent. Section 4.4, Biological Resources, 
provides mitigation measures to reduce impacts to 
natural resource areas and sensitive habitats. 

Natural and Cultural 
Resources 

Goal 2, Policy 6: New Development in Sensitive Areas 
The City shall require careful planning of new development in areas that are 
known to have particular value for biological resources to maintain sensitive 
vegetation and wildlife habitat. 

Consistent. Section 4.4, Biological Resources, 
provides mitigation measures to reduce impacts to 
natural resource areas and sensitive habitats. 

Natural and Cultural 
Resources 

Goal 2, Policy 12: Requirements for Biological Studies 
On sites that have potential to contain critical or sensitive habitats or special-
species or are within 100 feet of such areas, the City shall require the project 
applicant to have the site surveyed by a qualified biologist. A report on the 
findings of this survey shall be submitted to the City as part of the application 

Consistent. Section 4.4, Biological Resources, 
provides mitigation measures to reduce impacts to 
natural resource areas and sensitive habitats. 
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GOALS AND POLICIES GOAL AND POLICY NUMBER CONSISTENCY STATEMENT 
process. 

Natural and Cultural 
Resources 

Goal 3:  
To encourage the identification, protection, and enhancement of the city=s 
archaeological, historical, and paleontological resources for their cultural 
values. 

Consistent. A cultural study was conducted and the 
results and mitigation measures are included in 
section 4.13. 

Natural and Cultural 
Resources 

Goal 3, Policy 5: Archaeological Resources 
The City shall support efforts to protect and preserve archaeological resources. 
Prior to project approval, the City shall require the project applicant to have a 
qualified archeologist conduct the following activities: (1) conduct a record 
search at the Central California Information Center located at California State 
University Stanislaus and other appropriate historical repositories, (2) conduct 
field surveys where appropriate, and (3) prepare technical reports, where 
appropriate, meeting California Office of Historic Preservation standards 
(Archeological Resource Management Reports). 

Consistent. Section 4.13, Cultural Resources, 
provides information about cultural resources at the 
project site, and mitigation measures to reduce 
impacts to cultural and paleontological resources. 

Natural and Cultural 
Resources 

Goal 3, Policy 6: Discovery of Archaeological Resources 
In the event that archaeological resources are discovered during site excavation, 
grading, or construction, work on the project site will be suspended until the 
significance of the features can be determined by a qualified archaeologist. The 
City will require that a qualified archeologist make recommendations for 
measures necessary to protect a site or to undertake data recovery, excavation, 
analysis, and curation of archaeological materials. 

Consistent. Section 4.13, Cultural Resources, 
provides information about cultural resources at the 
project site, and mitigation measures necessary if 
resources are discovered. 

Natural and Cultural 
Resources 

Goal 4, Policy 2: Right to Farm Ordinance 
The City will continually review its right to farm ordinance to insure its 
compatibility with the County=s ordinance and promote the protection of 
farming operations through disclosure to all prospective buyers. 

Consistent. The City has adopted a right to farm 
ordinance that protects adjacent farm lands from 
existing and planned residential land use conflicts. 

Natural and Cultural 
Resources 

Goal 5, Policy 1: Soil Conservation for Agriculture 
The City shall encourage the conservation of agricultural soils to provide a base 
for agricultural productivity and the city=s economy. 

Inconsistent. The project will convert 352 acres of 
Prime Farmland and 520 acres of Farmland of 
Statewide importance to urban uses. 

Natural and Cultural 
Resources 

Goal 5, Policy 3: Soil Erosion 
The City shall encourage the implementation of measures to minimize soil 
erosion from wind and water related to the construction of new development. 

Consistent. Section 4.1, Geophysical Resources, 
assess the impacts of soil erosion during construction. 
Mitigation measures are provided in this section to 
reduce impacts on soil. 
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Potentially Significant Impacts 

Impact LU-2: Implementation of the proposed project could potentially result in incompatibility 
with surrounding land uses. 

Land use compatibility within the project’s proposed land uses and existing surrounding land uses are 
reviewed in the following sections. Figure 3.3.1 presents the overall Master Development Plan for the 
project. All areas within the Master Development Plan Area will be developed with residential, 
commercial, industrial or associated uses. 
 
There are three land uses surrounding the project site: rural/ low density residential (west/southwest), 
agriculture (south and east), and Industrial (north). 
 
The rural/agrarian density residential and productive agricultural land uses to the south and east are 
partially separated from the project uses by French Camp Road and the Union Pacific Railroad. As a 
result of this blended agricultural/rural residential interface and the physical barrier afforded by 
French Camp Road and the rail line, conflict between the proposed project uses and agricultural uses 
is not expected. 
 
Some of the residential uses proposed in Villages H, I, J, K, J, E, F, A and B back onto existing 
productive agricultural uses. Land use conflict between these interfaces is expected due to the 
differences in activities between residential and agricultural uses from ongoing agricultural 
production. A “Right to Farm Ordinance” has been adopted by the City of Stockton. This ordinance 
provides that on-going farming operations are not considered a nuisance, however, it does not 
eliminate the actual potential for land use conflicts. 
 
Industrial uses (which include the Stockton Metropolitan Airport) to the north are not expected to 
conflict with the proposed project. Airport and the associated industrial uses match up well with the 
industrial uses proposed on the project site. Industrial uses proposed on the project site are intended to 
integrate with the industrial uses within the airport area, and specialized services afforded by the 
proximity of the airport. No land use conflicts are envisioned between the industrial uses proposed on 
the project site with those adjacent uses on the airport. In addition, the project industrial uses are 
buffered from the residential uses by the open space area and the planned 93.1 acre detention basin on 
the industrial portion along the railroad tracks.  
 
Table 4.6.H presents a summary of the land use compatibility for parcels surrounding the project site. 
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Table 4.6.H: Primary Land Use Compatibility 
PROPOSED PROJECT  EXISTING ADJACENT LAND USE 

LAND USE DIRECTION LAND USE 
COMPATIBILITY 

Residential (Neighborhood 
I/H) 

East Agricultural Incompatible1 

Residential (Neighborhood J, 
K, N, E and F) 

Central Rural/Agrarian Density 
Residential 

Incompatible 

Industrial North Industrial/Airport Compatible 
Residential (Neighborhood 

C) 
North Industrial Compatible2 

Residential (Neighborhood 
A and B) 

West Agricultural Incompatible 

Residential (Neighborhood I, 
K) 

South Agricultural Compatible3 

1 Village G and H are separated by the Union Pacific Rail Road line 
2 Separated by the Union Pacific Rail Road line 
3 Separated by rural residential uses and French Camp Road 
 
 
Mitigation Measure LU-1: To reduce agricultural/residential land use incompatibilities, the 
following shall be required: 
 

• The Applicant/Developer(s) shall inform and notify prospective buyers in writing, prior to 
purchase, about existing and on-going agricultural activities in the immediate area in the form 
of a disclosure statement. The notifications shall disclose that the Stockton area is an 
agricultural area subject to ground and aerial applications of chemical and early morning or 
nighttime farm operations which may create noise, dust, et cetera. Each disclosure statement 
shall be acknowledged with the signature of each prospective owner. 

• As a condition of tentative map approval, the perimeter of the project site affected by the 
potential conflicts in land use noted above shall be appropriately buffered by fences and/or 
walls to minimize conflicts between project residents, non-residential uses, and adjacent 
agricultural uses. 

 
 
Implementation of the proposed project may result in land use incompatibilities. The above 
mitigation measures will minimize the conflict and reduce to less-than-significant levels. It 
should be noted that the adjacent rural/agrarian density residential and agricultural uses 
(north of French Camp Road) would be expected to convert to urban uses due to the growth 
inducing implications associated with the project. Upon their conversion, the potential land use 
incompatibilities will likely be resolved irrespective of the above measures (Impacted 
Significance Criteria LU-c). 
 
 
Impact LU-3: Elements of the proposed project may present incompatibilities with the Stockton 
Metropolitan Airport uses and operations. 
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Consistency with City of Stockton General Plan Policy 

Policy applicable to the subject matter of land use is found in two locations in the adopted 1990 City 
of Stockton General Plan, including the Transportation Element - Air and Water Transportation 
Section and the Noise Element. 
 
 
Transportation Element Policy 

There are five policies in the Air and Water Transportation Section of the adopted City of Stockton's 
General Plan Transportation Element that address airports and their impact on residential land use. 
There are two policies within the City of Stockton’s General Plan Noise Element that address the 
subject of noise and its impact on land use within the vicinity of an airport. Table 4.6.I provides the 
policy reference from the General Plan, the policy language and a statement describing how the 
proposed project will address consistency with the policy. 
 
 
Table 4.6.I: Consistency with Adopted Transportation Element and Noise Element Policies 

Policy General Plan Policy Consistency Statement 
Air and Water 
Transportation  
Goal 1, Policy 2 

In an effort to protect the operations of the airport, 
all new development within the Airport Area of 
Influence Boundary shall grant an avigation 
easement on behalf of the airport and shall 
implement procedures concerning notice and 
disclosure of airport impacts (including overflights 
and noise). 

Consistent. The project applicant will 
grant an avigation easement on behalf of 
the airport. Additionally, all future 
residents of Tidewater Crossing will be 
adequately informed of all possible 
airport impacts. 

Air and Water 
Transportation 
Goal 2, Policy 2 

New residential and noise sensitive land uses 
should not be developed within the runway 
approach surface as defined by the Airport 
Overlay Zone. 

Consistent. No residential uses are 
proposed for development within the 
Airport approach surfaces. Industrial uses 
will be developed in areas closest to the 
Stockton Metropolitan Airport, but will 
remain outside of the runway approach 
surface.  

Air and Water 
Transportation 
Goal 2, Policy 3 

Land uses that involve the concentration of people 
and/or hazardous materials shall not be developed 
within the runway approach surfaces of the airport. 

Consistent. Residential uses will not be 
developed within the runway approach 
surfaces of the airport. Further, no 
concentration of hazardous materials is 
expected within the proposed project. 

Air and Water 
Transportation 
Goal 2, Policy 4 

All development within the Airport Overlay Zone 
shall be consistent with the policies developed by 
the San Joaquin County Airport Land Use 
Commission (except where pursuant to Public 
Utilities Code Sections 21676 and 21676.5). 

Consistent. The proposed project is 
consistent with the policies developed by 
the San Joaquin County Airport Land Use 
Commission. 

Air and Water 
Transportation 
Goal 2, Policy 5 

For new development proposed within the 
horizontal surface boundary of the Stockton 
Metropolitan Airport, any storm water detention 
basin shall be designed to discharge as rapidly as 
possible to minimize the attraction of birds in the 
vicinity of the airport. Detention basins shall be 

Consistent. The onsite stormwater 
detention basin has been designed to 
rapidly discharge following the peak 
storm conditions so as to minimize the 
attraction of birds in the vicinity of the 
airport. 
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Policy General Plan Policy Consistency Statement 
designed to drain within 24 hours under normal 
conditions and within 48 hours during peak 
storms. 

Noise Element 
Goal 2, Policy 2 

New development of residential land uses will not 
be permitted in areas exposed to existing or 
projects exterior noise levels exceeding CNEL 60 
db unless the project design includes effective 
mitigation measures to reduce noise to the 
following levels: 
For noise due to traffic on public roadways, 
railroad line operations and aircraft in flight: 
CNEL 60 db or less in outdoor activity areas, and 
CNEL 45 db or less in indoor areas. Where it is 
not possible to reduce exterior noise to CNEL 60 
db or less by incorporating a practical application 
of the best available noise-reduction technology, 
an exterior noise level of up to CNEL 65 db will 
be allowed, under no circumstances will interior 
noise levels be permitted to exceed CNEL 45 db 
with the windows and doors closed. 

Consistent. The proposed project will not 
exceed noise levels for residential land 
uses. Analysis and mitigation measures 
regarding noise are discussed in detail in 
Section 4.5. 

Noise Element 
Goal 2, Policy 3 

Before approving proposed development of new 
residential land uses in areas exposed to existing 
or projected exterior noise levels exceeding 60 db 
CNEL, and acoustical analysis shall be required. 
The acoustical analysis shall be required in the 
environmental review process so that noise 
mitigation can be included in project design. 

Consistent. A Noise Impact Analysis and 
an Aircraft Noise Analysis have been 
completed for the proposed project. 
These studies are located in Appendix G. 

Source: City of Stockton General Plan 
 
 
Additionally, land use within the vicinity of an airport is regulated by an Airport Land Use Plan. In 
San Joaquin County, the administrators of the Airport Land Use Plan for Stockton Metropolitan 
Airport is the San Joaquin County Airport Land Use Commission; an entity of the San Joaquin 
Council of Governments. 
 
 
Stockton Metropolitan Airport Area of Influence 

The Airport Land Use Plan prepared for the San Joaquin County airports includes an Area of 
Influence for the Stockton Metropolitan Airport, which is divided into nine zones (Figure 4.6.9). Each 
zone is subject to certain permitted uses and restrictions. In each zone, different land use standards 
apply. Table 4.6.J lists the restrictions that apply to the Airport Land Use Plan, and Table 4.6.K. lists 
the restrictions that apply to all the zones. 
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Table 4.6.J: Consistency with Airport Land Use Plan1 Restrictions (All Subareas) 
Airport Land Use Plan Restriction Consistency Statement 

New residential land use within each airport’s area of 
influence must have an avigation easement recorded in 
favor of the airport. 

Consistent. The project applicant will grant an avigation 
easement on behalf of the airport. 

Occupied structures must be soundproofed to reduce 
interior noise to CNEL 45 db. Reflective materials are 
not permitted to be used in structures and signs. 

Consistent. Noise mitigation measures will be 
implemented for all occupied structures with interior 
noise levels higher than CNEL 45 db to reduce noise to 
acceptable levels. 

All proposed acquisitions of property within a 2-mile 
radius of an airport runway for the purpose of 
constructing a school requires review and approval of 
the proposal by the State Department of Transportation, 
Division of Aeronautics. 

Consistent. The Manteca Unified School District has 
submitted project plans to the State Department of 
Transportation, Division of Aeronautics for review and 
approval. Both school sites have received approval. 

No transmissions which would interfere with aircraft 
communications or navigation are permitted. Power lines 
must be undergrounded if necessary to prevent hazard to 
aircraft. 

Consistent. All project uses will include conditions, 
covenants, and restrictions which prohibit equipment 
capable of interfering with aircraft communications or 
navigation. Likewise, no power line utilities will be 
allowed that may interfere with aircraft communications 
or create hazards within the proposed project. 

New residential uses, schools, churches, theaters and 
auditoriums are not permitted with the 65 db CNEL and 
above noise contours. Playgrounds and athletic fields are 
permitted only if they are not to be used for noise 
sensitive activities.  

Consistent. A noise analyses has been conducted for the 
proposed project. This analyses concludes that there are 
no sensitive land uses that may be exposed to noise 
levels of 65 db CNEL or higher. 

New residential uses are permitted within the CNEL 
60-65 db noise contours if they are insulated to reduce 
interior noise levels to CNEL 45 db or less (CNEL 35 db 
in sleeping areas). 

Consistent. A noise analyses has been conducted for the 
proposed project. Mitigation measures will be 
implemented for all residential uses that may be exposed 
to interior noise levels exceeding CNEL 45 db. 

Source: San Joaquin County Council of Governments Airport Land Use Plan 

1 As amended in 1993. 
 
 
Table 4.6.K: Consistency with the Restrictions of the Horizontal and Conical Subareas 

Airport Land Use Plan Restriction Consistency Statement 
Proposed communications towers and other very tall 
structures should be evaluated to ensure that they will 
not be aircraft hazards. 

No communication towers are proposed as a component 
of the project. 

Proposed dumps, landfills and waterways should be 
evaluated to ensure that they will not present a bird 
hazard to aircraft. 

No dumps and/or land fills are proposed as a component 
of the project. A 93.1 acre detention basin will be 
designed with 3 to 1 slopes and annual maintenance to 
remove vegetation around the perimeter and bottom, 
eliminating the basin as a source of habitat to migratory 
bird species. 

Proposed schools that are to be located within a 2 mile 
radius of an airport must undergo a review by Caltrans 
Division of Aeronautics and the Department of 

The proposed project contains two elementary school 
sites which are located within the airport influence areas 
and within two miles of the airport. The school site is 
subject to review and approval under the California 
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Airport Land Use Plan Restriction Consistency Statement 
Education. Department of Education Code Section 17215. The 

governing board of the school district provides written 
notice to the California Department of Transportation, 
Aeronautics Program, Office of Airports for review and 
recommendations.  
 
The Manteca Unified School District has coordinated 
with the State to determine an appropriate school site 
location relative to the airport (see letter of approval in 
appendix A).  

The standards regarding non-reflective materials, 
transmissions, and visual distractions to pilots which 
apply to other zones apply also to these areas. 

The project will be required to address the proposed 
restriction through conditions of approval and CEQA 
mitigation measures. 

 
 
As illustrated in Figure 4.6.9, the proposed Tidewater Crossing Project is located in the Horizontal 
and Conical zones. Due to the distance of uses in these zones from the airport runways, few 
restrictions are necessary and no special construction standards are required. Table 4.6.L. lists the 
restrictions that are applicable within the Horizontal and Conical zones and describes how the project 
is consistent with the land use plan restrictions. 
 
In summary, the proposed Tidewater Crossing project is consistent with the Stockton Metropolitan 
Airport Land Use Plan. Consistency with the Plan is based on the following points: 
 
• The project will be required to implement Airport Land Use Commission mandates which require 

new development within the project area to grant an avigation easement on behalf of the airport 
and to disclose airport impacts to future residents. 

• New residential and noise sensitive land uses are not proposed within the airport runway 
approach zone, nor are land uses that involve concentrations of people or hazardous materials. 

• Residential land uses are not planned within areas exposed to noise levels exceeding CNEL 65 
db. 

• The Manteca Unified School District has received approval of the State Department of 
Transportation, Division of Aeronautics for the acquisition of property within a 2-mile radius of 
the airport runway for the purpose of school construction (see Appendix A for letter of approval).  

 
 
Other Airport Issues & Land Use Compatibility 

During the circulation of the Notice of Preparation a few responders discussed issues associated with 
airport safety and the potential of curfews and access restrictions due to the presence of residential 
land uses within proximity to the airport. A few responders even questioned whether the 
establishment of residential communities within the proximity of an airport could result in its closure. 
Those issues and others are addressed within this subsection. 
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Airport Safety  

According to the Airport Land Use Planning Handbook, there is a degree of safety concern beyond 
the typical boundaries of an airport and its runway protection zones. This is more of a concern with 
general aviation than for major airline facilities, due to the fact that these airports control less land 
beyond the runway ends and have higher rates of aircraft accidents. Also, land use compatibility 
planning at most general aviation airports is not dominated by the extensive noise exposure areas 
common to airline (and military) airports. 
 
Aircraft operations emergencies can broadly be divided into two groups: (a) situations in which the 
pilot’s control of the aircraft directly creates the emergency; and (b) situations in which some other 
condition causes an emergency to which the pilot must react. Among airport-vicinity, general aviation 
airplane accidents in the first of these groups, the most common is pilot failure to maintain sufficient 
airspeed. This usually results in a stall, and potentially a spin and uncontrolled descent. In the second 
group, common accident factors include adverse wind and weather conditions and loss of power 
(complete or partial engine failure for either mechanical reasons or due to lack of fuel). 
 
 
Table 4.6.L: Accident Characteristics (Proportions) 

Accidents Involving: All Accidents Arrival Accidents 
Departure 
Accidents 

Total Database 873 100.0% 445 100.0% 428 100.0% 
Runway Length        
 Less than 4,000 ft. 344 39.4% 153 34.4% 191 44.6% 
 4,000 ft. to 5,999 ft. 281 32.2% 150 33.7% 131 30.6% 
 6,000 ft. or more 248 28.4% 142 31.9% 106 24.8% 
 Unknown 0 0.0% 0 0.0% 0 0.0% 
Approach Type        
 Visual Approaches   343 77.1%   
 Nonprecision Approaches   27 6.1%   
 Precision Approaches   70 15.7%   
 Unknown   5 1.1%   
Time        
 Dawn 10 1.1% 7 1.6% 3 0.7% 
 Day 603 69.1% 262 58.9% 341 79.7% 
 Dusk 37 4.2% 29 6.5% 8 1.9% 
 Night 222 25.4% 147 33.0% 75 17.5% 
 Unknown 1 0.1% 0 0.0% 1 0.2% 
Weather 
Conditions 

       

 VFR 688 78.8% 328 73.7% 360 84.1% 
 IFR 182 20.8% 117 26.3% 65 15.2% 
 Unknown 3 0.3% 0 0.0% 3 0.7% 
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Accidents Involving: All Accidents Arrival Accidents 
Departure 
Accidents 

Aircraft Type        
 Single-Engine Propeller 636 72.9% 305 68.5% 331 77.3% 
 Twin-Engine Propeller 235 26.9% 140 31.5% 95 22.2% 
 Business Jet 2 0.2% 0 0.0% 2 0.5% 
Pilot Control        
 Some 164 18.8% 71 16.0% 93 21.7% 
 None 665 76.2% 357 80.2% 308 72.0% 
 Unknown 44 5.0% 17 3.8% 27 6.3% 
In-Flight 
Collision with 
Object 

       

 Yes 280 32.1% 148 33.3% 132 30.8% 
 No 593 67.9% 297 66.7% 296 69.2% 
Aircraft 
Damage 

       

 Destroyed 568 65.1% 260 58.4% 308 72.0% 
 Substantial 303 34.7% 185 41.6% 118 27.6% 
 Unknown 2 0.2% 0 0.0% 2 0.5% 
Consequences        
 Onboard Fatalities 463 53.0% 212 47.6% 251 58.6% 
 Ground Fatalities 6 0.7% 2 0.4% 4 0.9% 
 Onboard Serious Injury 228 26.1% 104 23.4% 124 29.0% 
 Ground Serious Injury 6 0.7% 2 0.4% 4 0.9% 
Traffic Pattern 
Direction 

       

 Left 684 78.4% 353 79.3% 331 77.3% 
 Right 117 13.4% 59 13.3% 95 13.6% 
 Unknown 72 8.2% 33 7.4% 2 9.1% 
Note: Numbers in each category may not add to 100% because of mathematical rounding or missing data in some records. 
Source: California Airport Land Use Planning Handbook (January, 2002). 
 
 
In the time that a pilot may have available in which to choose an off-airport emergency landing site, 
there is no certainty that the best site can be spotted, especially at night or under Instrument Flight 
Rules (IFR) weather conditions, or that a suitable location can be reached. A large, flat, open area is 
preferable; but, if one cannot be found, a small open space or a street or parking lot are often the next 
best options. Pilots will make an effort to avoid people, buildings, large trees, and other such objects 
if possible. Smaller objects, such as ditches and wires, may not be obvious until it is too late to avoid 
them. 
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As with airplanes, airspeed and altitude are also critical determinants of whether a pilot can maintain 
control of a helicopter in the event of an emergency involving an engine failure. Although helicopters 
cannot glide as far as airplanes can, it does not necessarily mean that a crash is eminent if an engine 
should fail while in flight due to helicopters ability to descend more steeply than airplanes and the 
area needed for an emergency off-airport landing can be much smaller.  
 
Also many of the newer, moderate-size helicopters have twin engines driving the main rotor. The 
procedure used for emergency helicopter landings following an engine failure is known as 
autorotation. Autorotation involves disengaging the main rotor from the engine drive system, thus 
enabling the blades to rotate freely. Air traveling upward through the blades causes them to continue 
rotating and producing lift to slow the descent. Also, the rotation of the main rotor drives the tail rotor 
to allow directional control to be maintained. 
 
The data reveals that over two-thirds of both general aviation (68%) aircraft accidents take place on 
an airport. Another 3% of general aviation are enroute accidents (more than 5 miles from an airport). 
This leaves 29% of general aviation accidents which can be classified as airport-vicinity accidents, 
potentially including some enroute accidents which happened to take place within 5 miles of an 
airport. 
 
In order to obtain accident location data for general aviation aircraft, basic new research was 
conducted for the 2002 edition of the January 1993 Handbook. Data was obtained from direct contact 
with individual airports and NTSB Factual Reports. The research was conducted by the Institute of 
Transportation Studies at the University of California, Berkeley. For the 2002 edition of the 
Handbook, this database was expanded.  
 
The information included for the research is as follows: 
 

• Encompasses all 50 states (although several have no accidents represented); 

• Covers a time period from 1983 into 1992; 

• Contains data only on accidents, not incidents; 

• Contains a total of 873 aircraft accident records (445 arrivals and 428 departures); and 

• Includes all types of general aviation airplanes, but not airline aircraft, helicopters, or other 
aircraft types (ultralights, blimps, etc.), or military aircraft. 

 
 
Table 4.6.L presents a numeric summary of the percentages of various categories of accidents 
represented in the database used. 
 
Accident Location Data. According the Airport Land Use Handbook, for each accident which the 
National Transportation Safety Board investigates, a Factual Report (NTSB Form 6120.4) is 
completed which includes information such as distance from airport center and direction from airport. 
Although this information is helpful, it lacks the details and precision needed for making 
determinations on land use compatibility planning. 
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A compilation of the NTSB accident proximity data for the years 1990 through 2000 for general 
aviation accidents is shown in Figure 4.6.10. The total number of accidents in the database is split 
almost equally between arrivals and departures. In addition, the NTSB data indicated that general 
aviation landing accidents occur about twice as often as takeoff accidents.  
 
The Caltrans 2002 Handbook indicates that the longer the runway, the greater the spread of departure 
and arrival accidents. However, these accident locations tend to be clustered around the end or 
beginning of the runway and extend approximately 500 to 520 feet. For general aviation aircraft, the 
median swath length for accidents is only 100 feet or approximately .02 of a mile. In addition, 
accidents in which the aircraft was under some pilot control typically have longer swath lengths (144 
feet on average) than those where the aircraft was out of control (an average of 89 feet). 
 
Factual records for helicopter accidents have not been compiled in any published source. However, 
reports prepared for the Federal Aviation Administration between 1977 and 1986 indicated that some 
37% of helicopter accidents took place on or within 1 mile of a landing site whether it is at an airport, 
a heliport, or other location.  
 
Among all types of helicopter mishaps (accidents plus incidents), 60% involved obstruction strikes, 
38% at the landing site and 22% within 1 mile. The 22% indicated occurred due to wire strikes that 
were unmarked.  
 
Other variables that contribute to accidents include weather conditions, time of day and single sided 
traffic patterns.  
 
According to the 2002 Caltrans California Airport Land Use Planning Handbook, when an aircraft 
accident occurs off the airport, the accidents tend to be more severe than those occurring on or near a 
runway. Table 4.6.M indicates that the aircraft is destroyed in 65% of off-airport accidents. 
Moreover, fatal injuries occur about half of the time, 48% for arrival accidents and 59% for departure 
accidents. By comparison, NTSB data indicates that for all accident locations, the rates for destroyed 
aircraft and fatal injuries have been only 25% and 20%, respectively. In commercial aviation 
accidents, the rates are slightly lower: in 17% of accidents the aircraft is destroyed and in 16% a 
fatality occurs. 
 
These figures are relative to the total number of accidents as successful off-airport landings may have 
been documented as “incidents” rather than “accidents” and hence may not be included in accident 
data. No information is available regarding how often aircraft make an emergency landing on or off 
of an airport without incurring substantial damage or resulting in serious or fatal injuries.  
 
The percentage involving severe consequences is much less when all mishaps (incidents as well as 
accidents) are taken into account. Darkness and poor weather both adversely affect the severity of 
accidents. According to NTSB data, about 29% of dawn/daylight/dusk accidents involving general 
aviation aircraft result in serious or fatal injuries, compared to nearly 45% of the night accidents. 
Likewise, general aviation IFR accidents have serious or fatal results about half (47%) of the time, 
whereas only a quarter (26%) of Visual Flight Rules (VFR) accidents have such severe consequences. 
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The most current data for accidents involving collisions with objects is between 1982-1989. This data 
was gathered by NTSB and included all types of aircrafts (helicopters, hot air balloons, etc.), included 
accidents during all phases of the aircraft operations (taxiing, approaches, departures and en route), 
did not identify whether the objects were on or off the airport, did not make a distinction on whether 
the objects listed were the cause versus merely being involved in the accident, and the data did not 
reflect the severity of the accident. Hence, no conclusions can be made regarding accidents of this 
type.  
 
The data involving collisions with objects indicates that the during the 8-year period (1982-1989), the 
annual average was only 8.1 for residences and 9.9 per year for other buildings. These numbers 
represent 0.3% and 0.4% of total accidents, respectively. An earlier study by the Aircraft Owners and 
Pilots Association (AOPA-1985) for the years 1964-1982 showed a higher average number of 
collisions with residences and other buildings, but at the time more accidents occurred in that time 
period annually compared to more recent data. The percentage of annual accidents involving 
residences and buildings thus averages only about 0.65% in both data sets. 
 
 
Land Use and Safety. Land use safety compatibility guidance from the Federal Aviation 
Administration (FAA) is limited to the immediate vicinity of the runway, the runway protection zones 
at each end of the runway, and the protection of navigable airspace. FAA can only provide these 
requirements to property controlled by the airport proprietor.  
 
The FAA establishes safety criteria upon the runway surface and the areas immediately adjoining it. 
In addition, California state laws and regulations provide additional guidance through the Aeronautics 
Act and gives the State Department of Transportation and local governments the authority to protect 
the airspace. The State Education Code (Section 17215) requires that, before acquiring title to 
property for a new school site situated within two miles of an airport runway, a school district must 
notify the Department of Education, which in turn, has to notify the Department of Transportation. 
The Department of Transportation investigates the site and prepares a written report to favor or 
disapprove the location of the school site. This investigation has been completed and letters of 
approval from the Department of Transportation can be seen in Appendix A. 
 
Local land use decisions in the vicinities of airports are the jurisdiction of the local agencies involved 
and include input and guidance from ALUCs. Determining land use around airports often requires 
defining safety compatibility policies, which may or may not be documented. Reviewing aircraft 
accidents with regard to the types of airport and aircraft may provide information to help decision 
makers, but often there are many variables that preclude making a definitive conclusion. 
 
The Caltrans Handbook suggests using qualitative and quantitative analysis to determine a risk 
assessment regarding aircraft accidents in relation to surrounding land uses. Determining the 
probability of an aircraft accident happening in the vicinity of a proposed project may be difficult in 
light of the rarity of the events, lack of detailed historical information and the variables associated 
with that event. However, information in the Caltrans Handbook with regard to accident data is 
contained in this EIR. The discussion in the following subsection refers to airport safety and the 
proposed project. However, the discussion stops short of making a determination of how likely an 
event will occur due to the prohibitive nature of the subject matter. However, the information 
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provided can be used by the public to make recommendations or conclusions regarding the suitability 
of the Tidewater Crossing project.  
 
Caltrans states in their Handbook that even if better data were available it would be difficult to 
determine appropriate responses to risk levels and that most studies focus on evaluating actions which 
can be taken to reduce the frequency with which accidents occur. With land uses around airports, 
reducing the frequency is not the objective, but minimizing the consequences of accidents is. 
 
 
Stockton Metropolitan Airport Safety & the Proposed Project. As stated in the above section 
regarding land use and safety with regard to airports, the following three factors should be considered 
when analyzing the safety aspects of locating the proposed project near the Stockton Metropolitan 
Airport, including: 
 

• Frequency of Occurrence  

• Potential Consequences 

• Spatial Distribution 
 
 
Frequency of Occurrence. The frequency of occurrence for general aviation accidents near 
Tidewater Crossing has been obtained from Stockton Metropolitan Airport. From 2000 to 2005, 
approximately 90,000 flights per year (average) were recorded at Stockton Metropolitan Airport. 
During this time, one (1) accident occurred each year in 2000, 2001, 2002, and 2005 respectively. 
Two occurred in 2003 and non occurred in 2004. Three of these accidents occurred within the airport 
property, and the remaining three occurred five miles or more from the airport. None of these 
accidents resulted in fatalities, but two of them resulted in injuries to the occupants.  
 
 
Potential Consequences. The data indicates that out of the 90,000 flights per year, Stockton 
Metropolitan Airport has approximately one (1) accident per year. The percentage of accidents that 
occur out of the total yearly flights is .0000111 percent per year. If an accident does occur, the 
majority of statistics researched indicate that these accidents will occur within the airport land. 
However, according to the Stockton Metropolitan Airport data, fifty percent of the accidents occurred 
outside of the airport boundaries, and of these accidents, only one occurred within a five mile radius.  
 
If the number of flights increases as projected, the probability of an accident occurring increases 
accordingly although drawing a conclusion as to whether accidents will occur more frequently would 
be based upon conjecture. There may or may not be an increase in accidents. In the previous five 
years, no accidents occurred in 2004, indicating that there is a possibility that no accidents would 
occur in any given year and even a smaller chance that they would occur within Tidewater Crossing.  
 
Accidents that occur within the airport receive immediate emergency response due to the emergency 
fire and rescue facilities located on the airport property. However, there is a chance that the accident 
could occur a half of a mile or further from the runway centerline. This chance is less than the percent 
given for all accidents that could occur.  
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Given the nature of the current land use, if an accident were to occur, the potential consequences 
would be less around the airport due to the rural nature of the land. The potential consequences for an 
accident occurring within the proposed Tidewater Crossing project would be considerably more. 
Consequences could include loss of life and damage to objects on the ground. Open space is a part of 
the proposed project and may be used by a pilot in emergency situations, but the extent to which this 
would prevent an accident is unknown.  
 
 
Spatial Distribution. According to discussion with FAA Air Traffic Controller on 1/30/06, and as 
indicated above, over the last five years aircraft accidents have occurred infrequently in the airport 
vicinity and the remainder have occurred within the airport property. Although, the occurrence of the 
accidents outside of the airport property has been infrequent. Detailed spatial information on these 
accidents is not available, but using data from the Caltrans Handbook with regard to general aviation 
spatial data on accidents, most accidents occur near the runways. Of the general aviation accident 
records that Caltrans obtained (873), 445 were arrival accidents and 428 were departure accidents.  
 
Of the arrival accidents, 80% of the accidents occurred less than a mile from the runway centerline 
(Figure 4.6.11 and Figure 4.6.12). However, the remaining distribution of accidents (20 %) extended 
beyond the immediate area and occurred within two miles of the runway centerline. The data shows 
that the highest level of risk occurs immediately beyond the runway ends. It is noted in the Handbook 
that while the spatial distribution of aircraft accidents is predictable close to the ends of runways, it is 
less so at greater distances and is especially true for general aviation airports due to flight pattern 
distribution.  
 
The contours are divided into five equal groups of 20% each. The contours encompass the most 
highly concentrated 20%, 40%, 60%, and 80% of the data points. The remaining 20% occur beyond 
the outermost contour, including some points beyond the limits of the diagrams. The contours are 
irregular in shape due to the data point distribution. In the arrival Figures, the zero/zero point on the 
axes is the landing end of the runway. In the departure Figures, the zero/zero point on the axes is the 
takeoff end of the runway.  
 
Although the distribution contours give an indication of geographic patterns of aircraft accident risks 
near airports, the handbook indicates that they are not a basis for defining safety compatibility 
policies due to their irregular shape and lack of precision due to absence of data.  
 
It is obvious from the contours that although there are runway protection zones as indicated in Airport 
Land Use Plans, that accidents do occur outside of these zones, albeit less often. A detailed analysis 
of aircraft accident location patterns provides the best basis for determining optimum safety zone 
shapes and sizes. If accident data is missing, the airport zones provided in an Airport Land Use Plan 
should provide development parameters.  
 
According to the Caltrans Airport Land Use Compatibility Handbook (2002), very little information 
is available to base safety compatibility guidelines for heliports. There is guidance contained in an 
FAA Heliport Design Advisory Circular (AC 150/5390-2A), updated in 1994. With regard to 
heliports, concerns about design with respect to touchdown and liftoff pad obstructions for approach 
and departure paths are documented and protection zones extending 280 feet from the edge of the 
final approach and takeoff area are indicated. 
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As indicated above the San Joaquin County Airport Land Use Plan designates zones approximately 
two miles outside of the airport runway as indicated in Figure 4.6.6. These zones designate areas and 
allowable uses and are based upon policies adopted by San Joaquin County for land use decisions.  
 
 
Curfews & Access Restrictions 

There is a federal process a public agency airport sponsor must follow to impose restrictions on an 
airport due to noise concerns. For an airport to impose access restrictions, it must complete a FAR 
Part 161 study, Notice and Approval of Airport Noise and Access Restrictions. Before a Part 161 
study can begin, the airport sponsor must first exhaust all other methods of noise mitigation. 
 
The first step to mitigate noise at an airport and recommend measures to reduce noise is to conduct an 
FAR Part 150 study, Noise Control and Compatibility Planning for Airports. A Part 150 study is a 
common study conducted at airports; if an airport conducts a Part 150 study, it is eligible for federal 
funds to mitigate noise. 
 
A FAR Part 150 study’s focus is comprised of two parts; the Noise Compatibility Plan (NCP) and the 
Noise Exposure Map (NEM). The NCP details each of the recommendations by the airport for noise 
mitigation. Example mitigation measures could be to change a flight path, conduct a pilot awareness 
program or install a permanent noise monitoring system. The NEM is a map that shows the 65 CNEL 
noise contour. The 65 CNEL are lines of equal noise, similar to topographic contours, which depict 
the noise levels near an airport. The 65 CNEL noise contour is the base for noise impacts on land 
uses. The NCP is approved by the FAA and the NEM is accepted by the FAA. The planning horizon 
for a Part 150 study is five years from the date of submittal. 
 
If a mitigation measure in the NCP involves recommending access restrictions (including curfews), 
these access restrictions need to be reviewed in an FAR Part 161 study, Notice and Approval of 
Airport Noise and Access Restrictions. A Part 161 study is the only method in which an airport can 
impose access restrictions. In the United States, one airport has completed the Part 161 study; Naples 
Municipal Airport (NAA) in Naples, Florida. The Part 161 study at NAA focused on restrictions to 
Stage 2 aircraft; restricting Stage 3 aircraft is a more difficult process and has not been part of a Part 
161 study as of March 2006. The study in Naples began in 1999, was completed in 2001 and was 
implemented in 2002 at a cost of over $5 million to the airport. The Part 161 process involved two 
federal lawsuits (NBAA v. NAA, Ricard v. NAA) and one state lawsuit (Continental Aviation 
Services v. NAA). 
 
FAR Part 161 was created after the adoption of the Airport Noise and Capacity Act of 1990, or 
ANCA. ANCA stated all commercial aircraft must be Stage 3 and all aircraft over 75,000 lbs must be 
Stage 3 compliant by December 31, 2000. In the United States there are three stages of aircraft, stages 
one, two and three. The stages of aircraft are a FAA-established classification system used to 
determine the noise level of an aircraft based on weight, number of engines and, occasionally, its 
passenger capacity. Stage 1 aircraft no longer fly in the United States. Stage 2 aircraft are permitted if 
they are less than 75,000 lbs; if over 75,000 lbs, the aircraft must be retrofitted to meet Stage 3 
standards. All commercial aircraft must be Stage 3 compliant.  
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In exchange for stricter noise controls on aircraft, airports were no longer able to impose curfews or 
other access restrictions without conducting a Part 161 study. Any airport that had a mandatory 
curfew in effect before November 5, 1990 were grandfathered and were able to keep the existing 
restrictions. Any changes to those restrictions elicits a Part 161 study. 
 
 
Airport Closures 

Closing an airport owned by a public agency sponsor must follow applicable federal and state 
regulations. The regulations do not define why an airport is closing; the regulations outline the 
process an airport most follow to close a facility. Stockton Metropolitan Airport is part of the national 
plan of integrated airport systems, thus the following code applies. USC Title 49, subtitle VII, Part A, 
subpart iv, Chapter 463, 46319 states the following regarding airport closures in the United States: 
 
(a) Prohibition - A public agency (as defined in section 47102) may not permanently close an airport 
listed in the national plan of integrated airport systems under section 47103 without providing written 
notice to the Administrator of the Federal Aviation Administration at least 30 days before the date of 
the closure.  
 
(b) Publication of Notice - The Administrator shall publish each notice received under subsection (a) 
in the Federal Register.  
 
(c) Civil Penalty - A public agency violating subsection (a) shall be liable for a civil penalty of 
$10,000 for each day that the airport remains closed without having given the notice required by this 
section.  
 
Airports that are owned by a government agency typically accept federal and state grants for the 
maintenance and operation of the facility. Receiving grant money requires an airport to abide by grant 
assurances outlined in the grant documents for that airport. There are general grant assurances that 
apply to all grants and specific assurances to each grant the airport receives. Federal grants are issued 
with a 20-year time period. When an airport accepts the grant, it agrees to the provisions in the grant, 
including operating in the condition it was in when the grant was issued for 20 years. If the airport 
ceases operation before the 20 year grant has expired, it must repay those funds or relocate aircraft 
and tenants to another airport of equal or greater value in the immediate area. 
 
State grant funds must be repaid to the state on an amortized basis. 
 
 
Conclusion 

Based upon information obtained from Caltrans California Airport Land Use Planning Handbook 
(2002), discussion with Airport personnel, FAA and reviewing Airport Plans, the industrial and 
residential portion of the proposed Tidewater Crossing complies with allowable land uses as indicated 
in the San Joaquin Airport Land Use Plan.  
 
Whether or not the proposed project introduces unacceptable risks for safety regarding aircraft 
accidents is somewhat subjective. The plans and policies contained in the Airport Land Use Plan 
indicate that there are acceptable land uses within two miles of the airport and includes residential 
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development. Therefore, in light of the available data and research it is concluded that the proposed 
projects can be developed without an unacceptable risk to future residents for the following reasons: 
 
 
Safety   

Approximately 85% of the project is located more than one (1) mile west of the SMA extended 
runway centerline. The remaining approximately 15% of the project is located approximately 4,800 
feet west of the extended runway centerline. The proposed project is located within the Airport Land 
Use Zone 2 (the Horizontal Zone) for the SMA for landing/departing aircraft as shown in 1993 
Stockton Metropolitan Airport Land Use Plan (1993 ALUP), Figure 4.6.9. Pursuant to the 1993 
ALUP, the Horizontal Zone is located far enough away from airport operations and runway approach 
surfaces the “few restrictions are necessary in these area: and “no special constructions standards are 
required” for all land uses, including residential land uses which are the most sensitive land uses in 
regards to noise and safety. 
 
The 2002 California Airport Land Use Planning Handbook, prepared by the Cal Trans Division of 
Aeronautics (2002 CTHB), refers to the area identified as the Horizontal Zone within the 1993 
ALUP, as the “Traffic Pattern Zone”. According to Cal Trans, within the TPZ risk factors and runway 
proximity in this location pose a “generally low likelihood of accident occurrence at most airports.” 
As a result, the 2002 CTHB specifies that it is fully compatible with SMA operations to “allow 
residential uses” in the location of the project. 
 
The safety risk for all land uses, including proposed residential land uses, for airports with runways of 
6,000 feet or more in length within the TPZ (the SMA falls within this category with its 8,650-foot 
runway), is so low as to be considered negligible (not measurable) by Caltrans. 
 
As a result, Caltrans recommends “no limit” upon the maximum allowable residential density within 
the TPZ for the full range of residential land uses from low density rural farmland up to and including 
high density urban heavily developed areas. 
 
Risk concern is limited to schools, hospitals, and very high intensity land uses in the TPZ. The project 
is planned to be developed principally for proposed residential land uses. 
 
 
Airspace Protection 

Proposed land uses on the project site are compatible with SMA operations by protecting airspace and 
avoiding the creation of hazards to air navigation within the TPZ (Horizontal Zone) which 
commences as “a horizontal plane 150 feet above established airport elevations.” Residential 
dwellings within the project will not exceed 40-feet in elevation, in conformance with both the 1993 
ALUP and 2002 Caltrans criteria. 
 
It is concluded that: 
 

• The project will not intrude into protected airspace because residential dwellings will be less 
than 40 feet in elevation. 
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The following mitigation measures must be implemented to avoid land use conflicts with Tidewater 
Crossing and the Airport Land Use Plan. Implementation of these measures would reduce impacts to 
less than significant levels and Significance Criteria LU-f would not occur. 
 
Mitigation Measure LU-2a: 

• Non-reflective building materials must be used in the construction of all buildings in the 
project area. 

• Transmission towers within the Conical and Horizontal zones that interfere with aircraft 
communications or navigation are strictly prohibited. 

• All project development shall abide by land use guidelines in the adopted Airport Land Use 
Plan. 

• Proposed schools that are to be located within a two mile radius of an airport must undergo a 
review by Caltrans Division of Aeronautics and the Department of Education. 

 
 
Mitigation Measure LU-2b: Additional measures that apply to all zones and areas within an airport 
area of influence include the following: 

• The ODS shall record a Deed of Avigation and Hazard Easement. This easement shall grant 
San Joaquin County a perpetual, assignable easement permitted overflight of the property by 
aircraft, together with any inherent noise or other emissions, which are inherent in the 
operation of aircraft. This easement shall be recorded as a deed restriction flowing in 
perpetuity to all successor property owners. 

 
Implementation of the proposed project may result in airport land use incompatibilities. The 
above mitigation measures will minimize the conflict and reduce to less-than-significant levels. 
 
 
Impact LU-4: Implementation of the proposed project will lead to the conversion of agricultural 
lands.  

In 2002, San Joaquin County reported a total of 775,114 acres of agricultural land, 626,404 acres of 
which was categorized as important farmland such as Prime Farmland and Farmland of Local 
importance. Conversion of the project=s approximately 909.1 acres of important farmland represents a 
small loss for the County. The following table summarizes the proposed project impacts to San 
Joaquin County agricultural lands.  
 
Table 4.6.M: Farmland Conversion 

Land Use Category 
Acres in Proposed 

Project 
Total Acres in San 

Joaquin County 
% of Total Land 

Conversion 
Prime Farmland 351.95 415,527 0.08% 
Farmland of Statewide 
Importance 

519.98 92,521 0.56% 

Farmland of Local 
Importance 

1.94 56,507 0.003% 
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Land Use Category 
Acres in Proposed 

Project 
Total Acres in San 

Joaquin County 
% of Total Land 

Conversion 
Unique Farmland 4.3 61,849 0.007% 
Urban and Built-up Land 5.68 N/A N/A 
Other Land 0.002 N/A N/A 

Source: Farmland Mapping and Monitoring Program, 2000-2002 Land Use Conversion Study 
 
The Tidewater Crossing site is categorized as Prime Farmland and Farmland of Statewide Importance 
and is zoned within the County as AG-40. The soils mapped on the site are also prime soils and the 
site is actively farmed with row crops. Implementation of the project will convert this agricultural 
land to urban uses. This conversion runs contrary to policies set by the City and County General 
Plans to protect agricultural lands. Soils comprising the site are all considered prime agricultural soils 
which would be irretrievably lost through project development.  
 
In addition, a portion of the project site is within the current City=s Sphere of Influence and will be 
annexed into the City following project approval. Therefore, the project presents a logical expansion 
of urban uses associated with the City of Stockton. 
 
Despite the rational behind the conversion of the project area from agricultural to urban uses, the 
conversion would still create an adverse and unavoidable impact to San Joaquin County agricultural 
lands. Although the project site makes up less than one percent of the county farmland, conversion of 
the land will contribute cumulatively to the loss of important farmland in San Joaquin County. 
Between 2000 and 2002 approximately 5,771 acres of important farmland in San Joaquin County was 
converted to urban uses. Therefore, the conditions outlined in Significance Criteria LU-a would 
occur.  
 
Mitigation Measure LU-3: The applicant, owners, developers, or successors in interest shall comply 
with the City of Stockton’s Agricultural Land Mitigation Program. The applicable mitigation fee is 
$9,600 per acre of land within the project site designated as Prime Farmland, Farmland of Statewide 
Importance, and Unique Farmland (approximately 871 acres). 
 
The proposed project will result in the conversion of agricultural lands. This represents an 
adverse effect on land use. The mitigation measure above does not completely offset this impact. 
 
 
Impact LU-5: Implementation of the proposed project will substantially alter the character of the 
previous land use. 

The applicant is proposing a change in existing land use from predominantly agricultural uses to 
predominantly residential and industrial uses for the project area. Implementation of the proposed 
project actions and adherence to the concepts outlined in the Master Development Plan will cause a 
substantial change from the current land uses that have not been contemplated in the County’s 
General Plan, or the City’s current plan. It should be noted that the project site is within the Urban 
Services Boundary and, thus, the City has contemplated this change in the future. Nevertheless, the 
change from agricultural/rural conditions to highly urbanized conditions will lead to a substantial 
alteration of the previous land use. This is considered a significant impact as the conditions outlined 
in Significance Criteria LU-b would occur.  
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The City’s 2035 General Plan Update program does contemplate the project site for development 
with a designation of Village L. While the 2035 General Plan Update has not been adopted, the 
concepts and direction for future land use in the City will change, and will ultimately affect the 
project site. At such time as the 2035 General Plan Update is adopted, the applicant’s plans to 
develop the site in accordance with the Master Development Plan will be consistent with the long-
range General Plan concepts. While this finding does not change the impact (i.e., substantially alter 
the character of the previous land use), the change from agricultural/rural conditions to highly 
urbanized conditions appears to be contemplated by the City in the current General Plan update. 
 
Project implementation will result in a substantial change to the current land use and would be 
considered a significant and unavoidable impact. 
 
 
4.6.4 Level Of Significance After Mitigation 
Implementation of the proposed Tidewater Crossing project is consistent with the majority of the 
City’s policies that are relevant to the project (both currently adopted and proposed policies). The 
conversion to urban uses will represent an irretrievable loss of prime agricultural lands and soils, as 
well as a substantial change in land use from the uses designated in the City’s adopted General Plan. 
These impacts are significant and unavoidable. 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008 4-203 

4.7 TRANSPORTATION AND CIRCULATION 
 
This section of the EIR describes the transportation and circulation conditions in the area surrounding 
the project site, and identifies transportation impacts associated with development of the project. The 
analysis focuses on potential impacts to off-site intersections and freeway segments, as well as 
internal site circulation. Significant impacts are identified for each facility type and mitigation 
measures are recommended to address these impacts. All technical analyses related to this section are 
included in the Appendix. This section was prepared by Fehr & Peers in consultation with the City of 
Stockton Public Works Department, San Joaquin County, the Manteca Unified School District, 
Caltrans, and other potentially impacted agencies.  
 
 
4.7.1 Setting 
 
As described in Chapter 3.0, Project Description, the project site is located in Stockton, California, 
north of E. French Camp Road, between Interstate 5 (I-5) and State Route 99 (SR-99). The project 
site is bounded by the Union Pacific Railroad (UPRR) to the west, SR-99 to the east, the Stockton 
Metropolitan Airport to the north, and E. French Camp Road to the south. The project consists of the 
development of approximately 2,663 residential units, 186,000 square feet of commercial space, 
529,300 square feet of light industrial space, 4,763,000 square feet of warehousing, and an 
elementary school. This section describes the existing transportation infrastructure including the road 
system, transit facilities, bicycle facilities, and pedestrian facilities. The study intersections are 
identified, as are the analysis scenarios. The methods used to evaluate intersection and freeway 
segment operations are discussed, followed by their existing operational characteristics. The site 
vicinity is illustrated on Figure 4.7.1 and the conceptual project site plan is shown on Figure 4.7.2.  
 
 
Site Access 

The project site is trisected by S. Airport Way and the Union Pacific Railroad (UPRR), as shown on 
Figure 4.7.1. Primary site access to the residential and commercial sections on either side of S. 
Airport Way are provided from E. French Camp Road and S. Airport Way. Access to the industrial 
area of the project would be provided by C.E. Dixon Street, Stimson Street, and an extension of R.A. 
Bridgeford Street. An additional connection would be provided through the use of the existing State 
Route 99 West Frontage Road which connects to Quantas Lane and Arch Airport Road. The 
extension of R.A. Bridgeford Street through the National Guard vehicle storage site remains the 
primary alignment for access into the Airport property.  
 
 
Roadway System 

Regional access to the project site is provided by I-5 at the E. French Camp Road and Mathews Road 
interchanges and by SR-99 at the Arch Airport Road and E. French Camp Road interchanges.  
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Interstate 5 (I-5) is a major north-south freeway that traverses the western United States, originating 
in southern California and continuing north toward Sacramento and beyond. I-5 runs through the 
western portion of the City of Stockton, west of the project site. Three mixed-flow lanes are provided 
in each direction on I-5 in the vicinity of the project site. Daily volumes on I-5 in the vicinity of the 
project site are typically 110,000 vehicles. Manthey Road serves as a frontage road west of I-5 south 
of Carolyn Weston Boulevard. 
 
State Route 99 (SR-99) is a north-south freeway that traverses the central valley of California. It 
originates south of Bakersfield, branching off of I-5 and continues north to Sacramento, where it 
reconnects with I-5. SR-99 runs through the eastern portion of the City of Stockton, east of the project 
site. Two mixed-flow lanes are provided in each direction on SR-99 in the vicinity of the project site. 
Daily volumes on SR-99 in the vicinity of the project site are typically 70,000 vehicles. North of 
E. French Camp Road, there are frontage roads on both sides of SR-99. 
 
E. French Camp Road is a two-lane, east-west roadway that extends from west of I-5 to east of SR-99 
and forms the southern boundary of the project site. Left-turn pockets are provided at major 
intersections. There are no bicycle facilities and limited pedestrian facilities provided on this roadway 
in the study area.  
 
Sperry Road/Arch-Airport Road is an east-west roadway north of the project site that extends from 
McKinley Avenue to SR-99, where it becomes Arch Road. West of S. Airport Way this roadway is 
called Sperry Road. At McKinley Avenue, Sperry Road is a two-lane roadway with a 45 mile-per-
hour speed limit and limited pedestrian facilities. As it approaches S. Airport Way, Sperry Road 
widens to a four-lane roadway with left-turn pockets at major intersections. East of S. Airport Way, 
Sperry Road becomes Arch-Airport Road, and maintains the four-lane roadway geometry. There are 
no pedestrian or bicycle facilities on Sperry Road/Arch-Airport Road in the project study area.  
 
S. Airport Way is a two-way, north-south roadway that traverses the project site. It is a four-lane 
facility with right and left-turn bays and median dividers at most intersections. There are limited 
pedestrian facilities on this roadway and no bicycle facilities.  
 
El Dorado Street is a four-lane roadway, west of the project site with medians and left-turn bays at 
major intersections. El Dorado Street terminates south of Mathews Road leading vehicular traffic 
directly on and off of I-5. Limited pedestrian and bicycle facilities exist on this roadway in the study 
area.  
 
McKinley Avenue is a two-lane, north-south roadway in the study area located northwest of the 
project site. McKinley Avenue extends from the intersection with Clayton Road and El Dorado Street 
south to E. French Camp Road. No pedestrian or bicycle facilities exist on this roadway in the study 
area.  
 
Roth Road is a two-lane east-west collector roadway located south of the project. Roth Road connects 
Manthey Road with S. Airport Way. An interchange with I-5 is provided at Roth Road. 
 
For this study, impacts on study roadways were determined by measuring the effect project traffic 
would have on traffic operations at key intersections during the morning (7:00 to 9:00 a.m.) and 
evening (4:00 to 6:00 p.m.) peak periods. The following locations were selected for evaluation in 
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consultation with City of Stockton Public Works staff and San Joaquin County Public Works staff. 
The study intersection locations are illustrated on Figure 4.7.1 and include: 

1. E. Charter Way/S. Airport Way 
2. S. Airport Way/Ralph Avenue 
3. McKinley Avenue/El Dorado Street 

– Clayton Avenue 
4. Carpenter Road/B Street 
5. Carpenter Road/Pock Lane 
6. McKinley Avenue/Industrial Drive 
7. Industrial Drive/S. Airport Way 
8. McKinley Avenue/Sperry Road 
9. Sperry Road/Performance Drive 
10. Arch-Airport Road/S. Airport Way 
11. Arch-Airport Road/B Street 
12. Arch-Airport Road/Pock Lane 
13. Arch-Airport Road/Giannecchini 

Lane 
14. Arch-Airport Road/Qantas Lane  
15. Arch-Airport Road/SR-99 Single 

Point Urban Interchange (SPUI) 
16. Arch Road/East Frontage Road 
17. S. Airport Way/C.E. Dixon-

Performance Drive 
18. Mathews Road/I-5 Southbound 

Ramps 
19. Mathews Road/I-5 Northbound 

Ramps 
20. Mathews Road-Ash Street/El 

Dorado Street 
21. E. French Camp Road/I-5 

Southbound Ramps 

22. E. French Camp Road/I-5 Northbound 
Ramps 

23. E. French Camp Road/El Dorado Street 
24. E. French Camp Road/McKinley 

Avenue 
25. E. French Camp Road/Ash Street 
26. E. French Camp Road/S. Airport Way 
27. E. French Camp Road/SR-99 

Southbound Ramps 
28. E. French Camp Road/SR-99 

Northbound Ramps 
29.  Stimson Street/S. Airport Way 
30. C.E. Dixon Street/SR-99 Southbound 

Ramps (2035 scenarios) 
31. C.E. Dixon Street/SR-99 Northbound 

Ramps (2035 scenarios) 
32. E. French Camp Road/Sperry Road 

Extension (2025 and 2035 scenarios) 
33. Roth Road/I-5 Southbound Ramps 
34. Roth Road/I-5 Northbound Ramps 
35. Roth Road/S. Airport Way 
36. Collector C/S. Airport Way (with 

Project scenarios only) 
37. Collector A/S. Airport Way (with 

Project scenarios only) 
38. E. French Camp Road/Collector E (with 

Project scenarios only) 
39. E. French Camp Road/Entry A (with 

Project scenarios only) 
 
The existing intersection lane configurations are shown on Figure 4.7.3. 

Operations were also evaluated on the freeway mainline segments in the study area including: 

1. I-5 north of E. French Camp Road 
2. I-5 between E. French Camp Road and Mathews Road 
3. I-5 between Mathews Road and El Dorado Street 
4. I-5 between El Dorado Street and Roth Road 
5. I-5 south of Roth Road  
6.  SR-99 north of Arch-Airport Road 
7.  SR-99 between Arch-Airport Road and Dixon Street (future) interchange 
8.  SR-99 between Dixon Street (future) interchange and E. French Camp Road 
9.  SR-99 south of E. French Camp Road 
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Bicycle, Pedestrian, and Transit Facilities 

Bicycle and pedestrian facilities can be classified into several general types, including: 

• Class I Paths – These facilities are located off-street and can serve both bicyclists and pedestrians. 
Recreational trails can be considered Class I facilities. Class I paths are typically 8 to 10 feet wide 
excluding shoulders and are generally paved. 

• Class II Bicycle Lanes – These facilities provide a dedicated area for bicyclists within the paved 
street width through the use of striping and appropriate signage. These facilities are typically 4 to 
6 feet wide.  

• Class III Bicycle Routes – These facilities are found along streets that do not provide sufficient 
width for dedicated bicycle lanes. The street is then designated as a bicycle route through the use 
of signage informing drivers to expect bicyclists. 

• Sidewalks – The exclusive realm of pedestrians, sidewalks provide pedestrian access and 
circulation. Sidewalks can vary in width from 5 to 20 feet; wider sidewalks are typically found in 
heavily urbanized and downtown areas.  

 
 
There are further distinctions made in the City of Stockton Municipal Code regarding bicycle 
facilities. A Bicycle Path is a shared bicycle and pedestrian facility parallel to a public street or 
roadway, a minimum of 75 feet away from the public street/roadway. Additionally, the City of 
Stockton permits bicyclists to share the sidewalk with pedestrians.  
 
Within the study area, limited pedestrian facilities are provided along S. Airport Way, E. Charter 
Way, Ralph Avenue, Industrial Drive, Sperry Road, and Performance Drive. Crosswalks are provided 
at intersections of these roadways where sidewalks exist. Most signalized intersections are equipped 
with pedestrian signal heads and call buttons.  
 
There are no existing Class I Paths in the study area; however, Class II bicycle lanes exist on El 
Dorado Street throughout the entire study area, and on Carolyn Weston Boulevard, west of the study 
area. 
 
The San Joaquin Regional Transit District (SJRTD) provides transit service within the City of 
Stockton. Currently, Route 26 travels between Lathrop and Manteca and passes near the project site 
to the east and north on West Frontage Road and Arch Road. Route 26 operates with about 90-minute 
headways between 5:45 a.m. and 10:45 p.m. No weekend service is provided for this route. The 2035 
General Plan proposes a transit hub at the Airport and a major local/feeder service route along S. 
Airport Way and on E. French Camp Road east of S. Airport Way.  
 
 

Level Of Service Criteria 
 
To measure and describe the operational status of the local roadway network, transportation engineers 
and planners commonly use a grading system called level of service (LOS). Level of service is a 
description of an intersection’s operation ranging from LOS A (indicating free-flow traffic conditions 
with little or no delay), to LOS F (representing oversaturated conditions where traffic flows exceed 
design capacity, resulting in long queues and delays). 
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The analysis methods presented in the Transportation Research Board’s 2000 Highway Capacity 
Manual (HCM) were used to calculate LOS for signalized and unsignalized intersections, and 
freeway mainline segments. In Stockton, acceptable operations are defined as LOS D or better1. 
 
 
Signalized Intersection Analysis 

Signalized intersection traffic operations and the resulting levels of service were determined using the 
2000 HCM method. This operations analysis method uses various intersection characteristics (such as 
traffic volumes, lane geometry, and signal phasing) to estimate the average control delay per vehicle. 
Control delay is the portion of the total delay attributed to signal operations and includes deceleration 
and acceleration, stopping, and moving up in the queue. The level of service for a signalized 
intersection is based on the average control delay per vehicle, measured in seconds. The relationship 
between delay and LOS for signalized intersections is shown in Table 4.7.1. Operations of the 
closely-spaced signalized interchange ramp terminal intersections were evaluated using the Synchro 
6.0 or CORSIM2 software programs; all other intersection operations were analyzed using the 
TRAFFIX 7.7 traffic analysis software program, as required by the City of Stockton Transportation 
Analysis Guidelines (July 2003). The TRAFFIX software evaluates isolated intersections and does not 
account for the interaction between closely spaced intersections. Therefore, the signalized freeway 
interchange ramp terminal intersections were evaluated using Synchro 6.0 and CORSIM to better 
account for the interrelationship of closely spaced signal operations. 
 
 
Unsignalized Intersection Analysis 

For unsignalized intersections, the 2000 HCM method was used with operations defined by the 
average control delay per vehicle, measured in seconds. This delay incorporates delay associated with 
deceleration and acceleration, stopping, and moving up in the queue. For side-street stop-controlled 
intersections, the delay is typically calculated for only the minor approaches and left-turn movement 
from the major street, as well as average intersection delay. For all-way stop-controlled intersections, 
delay is represented as an average for the total intersection. Table 4.7.2 presents the LOS definitions 
for unsignalized intersections. For this study, the TRAFFIX 7.7 traffic analysis tool was used. 
 
 
Freeway Mainline Analysis 

For the freeway mainline segments, LOS was calculated using the 2000 HCM method. This method 
takes into consideration peak hour traffic volumes, free-flow speeds, percentage of heavy vehicles, 
and number of travel lanes. These factors are used to determine the vehicle density, measured in 
passenger cars per mile per lane. Table 4.7.3 summarizes the relationship between vehicle density and 
LOS for mainline freeway segments. 
 
 
Table 4.7.1: Level of Service (LOS) Criteria for Signalized Intersections 

                                                      
1 City of Stockton General Plan – Circulation Element - Streets and Highways Goal 1.9. 
2 CORSIM was used to analyze the French Camp Road interchange intersections to ensure consistency with the traffic 

analyses prepared for the French Camp Road interchange project. 
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Level of 
Service 

Average 
Control Delay 

Per Vehicle 
(in Seconds) Description 

A < 10.0 Operations with very low delay occurring with favorable progression and/or 
short cycle length. 

B > 10.0 to 20.0 Operations with low delay occurring with good progression and/or short cycle 
lengths. 

C > 20.0 to 35.0 Operations with average delays resulting from fair progression and/or longer 
cycle lengths. Individual cycle failures begin to appear. 

D > 35.0 to 55.0 

Operations with longer delays due to a combination of unfavorable 
progression, long cycle lengths, or high V/C ratios. Many vehicles stop and 
individual cycle failures are noticeable. This is considered to be the limit of 
acceptable delay in the City of Stockton. 

E > 55.0 to 80.0 Operations with high delay values indicating poor progression, long cycle 
lengths, and high V/C ratios. Individual cycle failures are frequent occurrences. 

F > 80.0 Operation with delays unacceptable to most drivers occurring due to over 
saturation, poor progression, or very long cycle lengths. 

Source: Highway Capacity Manual (Transportation Research Board 2000). 
 
 
Table 4.7.2: Level of Service (LOS) Criteria for Unsignalized Intersections 

Level of Service 

Average Control Delay per 
Vehicle 

 (in seconds) Description 

A 0 – 10 Little or no delay 
B > 10 – 15 Minor delays 
C >15 – 25 Average delays 
D > 25 – 35 Moderate delays 
E > 35 – 50 Lengthy delays 
F > 50 Excessive delays/gridlock 

Source: Highway Capacity Manual (Transportation Research Board 2000). 
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Table 4.7.3: Level of Service (LOS) Criteria for Freeway Mainline 

Level 
of 

Service Description 
Density Range 

(pc/mi/ln) 

A Free-flow operations in which vehicles are relatively unimpeded in their ability to 
maneuver within the traffic stream. Effects of incidents are easily absorbed.  

0 to 11 

B Relative free-flow operations in which vehicle maneuvers within the traffic stream 
are slightly restricted. Effects of minor incidents are easily absorbed.  

> 11 to 18 

C Travel is still at relative free-flow speeds, but freedom to maneuver within the 
traffic stream is noticeably restricted. Minor incidents may be absorbed, but local 
deterioration in service will be substantial. Queues begin to form behind 
significant blockages. 

> 18 to 26 

D Speeds begin to decline slightly and flows and densities begin to increase more 
quickly. Freedom to maneuver is noticeably limited. Minor incidents can be 
expected to create queuing as the traffic stream has little space to absorb 
disruptions. 

> 26 to 35 

E Operation at capacity. Vehicles are closely spaced with little room to maneuver. 
Any disruption in the traffic stream can establish a disruption wave that 
propagates throughout the upstream traffic flow. Any incident can be expected to 
produce a serious disruption in traffic flow and extensive queuing. 

> 35 to 45 

F Breakdown in vehicle flow. > 45 
Note: PC/MI/LN = passenger cars per mile per lane. 
Source: Highway Capacity Manual (Transportation Research Board 2000). 
 
 
Existing Traffic Volumes 

Weekday morning (7:00 to 9:00 a.m.) and evening (4:00 to 6:00 p.m.) peak period intersection 
turning movement counts were collected at the study intersections in December 2004, and April, 
May, July, and November 2005. For each intersection count period, the hour with the highest traffic 
volume was identified as the peak hour. Existing AM and PM peak hour turning movement volumes 
are shown on Figure 4.7.4. Traffic count sheets are provided in the appendix.  
 
The peak hour factors and heavy vehicle factors used in the analysis are also summarized in the 
Appendix for each intersection. Trucks behave differently than passenger vehicles as they take longer 
to accelerate, decelerate, and negotiate turns. Therefore, they also affect intersection operations. For 
the intersections where heavy vehicle counts were available, the existing truck percentages were used. 
Where counts were not available, counts at adjacent intersections were used to estimate heavy vehicle 
percentages, which are typically 9 to 13 percent throughout the study area. 
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In addition to truck percentages, peak hour factors1 were used to account for the variation in traffic 
volumes during the peak hour. Existing peak hour factors were used at all intersections for the 
existing and near-term analyses. Where the existing peak hour factor was less than 0.92, a peak hour 
factor of 0.92 was used for the 2025 and 2035 Cumulative analyses.  
 
 
Existing Intersection Levels of Service 

The existing levels of service at the study intersections are summarized in Table 4.7.4. As shown, the 
average intersection service level is within an acceptable range (LOS D or better) for all intersections 
except at the E. French Camp Road/Northbound I-5 Ramps intersection, which operates at an overall 
LOS E during the PM peak hour. Detailed LOS calculations are provided in the Appendix. 
 
 
Table 4.7.4: Existing Peak Hour Intersection Operations 

 Intersection Control Peak Hour Delay LOS 

1. E. Charter Way/S. Airport Way Signal AM 
PM 

32 
36 

C 
D 

2. S. Airport Way/Ralph Avenue Signal AM 
PM 

21 
19 

C 
B 

3. McKinley Avenue/El Dorado Street/Clayton 
Avenue Signal AM 

PM 
24 
25 

C 
C 

4. Carpenter Road/B Street SSSC AM 
PM 

5 (10) 
4 (11) 

A (A) 
A (B) 

5. Carpenter Road/Pock Lane AWSC AM 
PM 

8 
8 

A 
A 

6. McKinley Avenue/“Old” Sperry Road SSSC AM 
PM 

5 (11)  
6 (12) 

A (B) 
A (B) 

7. Industrial Drive/S. Airport Way Signal AM 
PM 

22 
21 

C 
C 

8. McKinley Avenue/Industrial Drive SSSC AM 
PM 

8 (13) 
6 (12) 

A (B) 
A (B) 

9. Sperry Road/Performance Drive Signal AM 
PM 

16 
17 

B 
B 

10. Arch-Airport Road/S. Airport Way Signal AM 
PM 

30 
30 

C 
C 

11. Arch-Airport Road/B Street SSSC AM 
PM 

2 (17) 
2 (14) 

A (C) 
A (B) 

12. Arch-Airport Road/Pock Lane SSSC AM 
PM 

3 (14) 
3 (18) 

A (B) 
A (C) 

13. Arch-Airport Road/Giannecchini Lane SSSC AM 
PM 

2 (14) 
3 (14) 

A (B) 
A (B) 

14. Arch-Airport Road/Qantas Lane Signal AM 
PM 

13 
13 

B 
B 

                                                      
1 The relationship between the peak 15-minute flow rate and the full hourly volume is given by the peak-hour factor (PHF) 

as shown in the following equation: PHF=Hourly volume/(4* volume during the peak 15 minutes of flow). The analysis 
of level of service is based on peak rates of flow occurring within the peak hour because substantial short-term 
fluctuations typically occur during an hour. 
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 Intersection Control Peak Hour Delay LOS 

15. Arch-Airport Road/SR-99 SPUI AM 
PM 

19 
17 

B 
B 

16. Arch Road/East Frontage Road Signal AM 
PM 

32 
32 

C 
C 

17. S. Airport Way/C.E. Dixon-Performance Drive Signal AM 
PM 

19 
20 

B 
B 

18. Mathews Road/I-5 Southbound Ramps SSSC AM 
PM 

7 (14) 
3 (11) 

A (B) 
A (B) 

19. Mathews Road/I-5 Northbound Ramps SSSC AM 
PM 

5 (16) 
7 (44)  

A (C) 
A (E) 

20. Mathews Road-Ash Street/El Dorado Street AWSC AM 
PM 

11 
11 

B 
B 

21. E. French Camp Road/I-5 Southbound Ramps SSSC AM 
PM 

7 (17) 
6 (21) 

A (C) 
A (C) 

22. E. French Camp Road/I-5 Northbound Ramps SSSC AM 
PM 

7 (31) 
46 (>50) 

A (D) 
E (F) 

23. E. French Camp Road/El Dorado Street Signal AM 
PM 

17 
21 

B 
C 

24. E. French Camp Road/McKinley Avenue SSSC AM 
PM 

5 (24) 
5 (28) 

A (C) 
A (D) 

25. E. French Camp Road/Ash Street AWSC AM 
PM 

14 
15 

B 
B 

26. E. French Camp Road/S. Airport Way Signal AM 
PM 

31 
32 

C 
C 

27. E. French Camp Road/SR-99 Southbound Ramps SSSC AM 
PM 

3 (16) 
6 (27) 

A (C) 
A (D) 

28. E. French Camp Road/SR-99 Northbound Ramps SSSC AM 
PM 

6 (19) 
4 (16) 

A (C) 
A (C) 

29. Stimson Street/S. Airport Way SSSC AM 
PM 

1 (19) 
2 (21) 

A (C) 
A (C) 

33. Roth Road/ I-5 Southbound Ramps SSSC AM 
PM 

8 (12) 
7 (13) 

A (B) 
A (B) 

34 Roth Road/I-5 Northbound Ramps SSSC AM 
PM 

2 (11) 
2 (11) 

A (B) 
A (B) 

35. Roth Road/S. Airport Way AWSC AM 
PM 

10 
12 

A 
B 

Notes: 
Signal = Signalized intersection 
AWSC = All-way stop-controlled intersection 
SSSC = Side street stop-controlled intersection  
SPUI = Single Point Urban Interchange 
Delay for average intersection delay (worst movement )at SSSC intersections. 
Source: Fehr & Peers, 2008. 
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Queuing  

Vehicle queues were evaluated at the study intersections as part of the intersection analysis. Queuing 
worksheets are provided in the appendix. The results show that vehicle queues in the study area are 
typically maintained within the available storage space. However, at some of the side-street stop 
controlled intersections, such as the I-5 Ramps at E. French Camp Road, vehicle queues can exceed 
10 vehicles.  
 
 
Accident Analysis 

Accident data was reviewed for the intersections and at-grade railroad crossings in the study area. 
 
 
Intersections 

Accident data at the existing study intersections was obtained from the City of Stockton for the period 
from January 5, 2002 to December 1, 2006. A summary by intersection is provided in the Appendix. 
A total of 284 incidents were reported during this time period. Of the 284 incidents, 97 (34%) were 
due to driving at an unsafe speed, 49 (17%) were related to violation traffic signals or posted signs, 25 
(6%) were due to a violation of a vehicle’s right-of-way by another vehicle, 23 (8 %) were due to 
driving under the influence of a controlled substance and the cause of 41 (15%) incidents was 
unknown. The major incident types include 100 (35%) incidents involving one vehicle rear-ending 
another, 85 incidents (30%) resulting from one vehicle broad-siding another, 38 (13%) incidents 
involved a vehicle hitting a fixed object, and 34 (12%) incidents involved one vehicle side-swiping 
another vehicle. A total of 192 injuries and 3 fatalities were reported for this period.  
 
Of the 29 intersections in the study area, a disproportionate number of incidents occurred at the 
intersection of E. Charter Way and S. Airport Way. A total of 138 incidents (49% of the total) were 
reported at this intersection between January 2002 and December 2006. A majority, 84 of the 138 
incidents at this intersection, involved one vehicle rear-ending another. Of the rear end incidents, 
almost half occurred in the eastbound direction with the majority impacting vehicles driving too fast, 
or driving too close. Vehicles may be driving too fast due to the railroad undercrossing that could 
potentially limit the ability of drivers to see vehicles stopped ahead. Installation of additional warning 
signs and flashing lights could make drivers more aware of the potential for stopped vehicles. A full 
safety analysis would identify a range of potential improvements. 
 
The intersection with the second-highest number of incidents is Industrial Drive at S. Airport Way. 
Twenty-nine incidents were recorded, the majority of which were due to one vehicle broad-siding 
another. Of the broadside accidents, most occurred with vehicles traveling in the east/west direction, 
where permitted signal phasing is provided. Modifying the traffic signals to provide protected 
eastbound and westbound left-turn movements could reduce the number of broadside incidents at this 
location. However, a full safety analysis should be conducted at this location prior to any signal 
modifications.  
 
The highest number of injuries per incident occurred at E. French Camp Road and El Dorado Street, 
with 6 injuries occurring in two incidents. This number, however, may not be statistically significant 
due to the low number of incidents at this intersection. No intersection had a large number of 
incidents involving fatalities.  
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Railroad Crossings 

In the immediate study area, there are ten at-grade railroad crossings: 
 

1. McKinley Avenue, north of Industrial Avenue 
2. Sperry Road, east of McKinley Avenue 
3. Sperry Road, west of Performance Drive 
4. S. Airport Way, south of Stimson Street 
5. Ash Street, west of McKinley Avenue 
6. E. French Camp Road, east of Harlan Road 
7. E. French Camp Road, east of Priest Road 
8. E. French Camp Road, east of Loduca Road 
9. Roth Road, west of McKinley Avenue 
10. Roth Road, west of the San Joaquin District Canal 
 

Accident data at the above crossings was obtained from the Department of Transportation, Federal 
Railroad Administration. In the study area, the most recent accident occurred at the McKinley 
Avenue crossing, were a truck-trailer apparently drove around the gate and was struck by a train. One 
person was injured.  
 
The accident experience at each crossing is discussed below, with a general description of the 
crossing, including the number of lanes, the range of train speeds over the crossing, and the typical 
number of trains per day.  
 
 
McKinley Avenue, north of Industrial Avenue – The McKinley Avenue crossing of the Union 
Pacific (UP) railroad tracks is a two-lane at-grade crossing. There are typically 34 trains per day, 
including Altamont Commuter Express (ACE) trains and freight trains. The ACE trains are typically 
6 cars in length, while the freight trains can be up to 100 cars in length. The typical train speed is 5 to 
40 miles per hour (mph). Gate arms, pavement markings, and warning bells are provided. In 2004, an 
ACE train struck a vehicle stalled on the tracks. No injuries or fatalities were reported. In January 
2007, a tractor-trailer truck apparently drove around the gate arm and was struck by a train. One 
injury was reported.  
 
 
Sperry Road, east of McKinley Avenue – The Sperry Road crossing of the UP railroad tracks is a 
two-lane at-grade crossing. There are typically 13 trains per day with speeds of 25 to 40 miles per 
hour (mph). Gate arms, pavement markings, and warning bells are provided at the crossing. In 1989, a 
freight train struck a truck stopped on the crossing. No injuries or fatalities were reported.  
 
 
Sperry Road, west of Performance Drive – The Sperry Road crossing of the UP railroad tracks is a 
two-lane at-grade crossing. There are typically 2 trains per day with speeds of 20 to 35 mph. Gate 
arms, pavement markings, and warning bells are provided at the crossing. Prior to 1980, four 
incidents were reported, which resulted in 4 injuries and 1 death. In 1981, improvements were made 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008 4-220 

to the crossing to install the current gate arms, pavement crossings and warning bells. There have not 
been any reported incidents since 1980. 
 
 
S. Airport Way, south of Stimson Street – This crossing is a four-lane at-grade crossing. There are no 
gate arms, although there are warning bells and pavement markings. The maximum speed allowed 
over this crossing is 5 mph. Currently, this crossing is not in use and no incidents have been reported.  
 
 
Ash Street, west of McKinley Avenue – The Ash Street crossing of the UP railroad tracks is a two-
lane at-grade crossing. There are typically 20 trains per day with train speeds of 5 to 50 mph. Gate 
arms, pavement markings, train signals and warning bells are provided at the crossing. In 1994, a fatal 
accident occurred at this crossing when a car was struck by a train traveling at approximately 40 mph. 
 
 
E. French Camp Road, east of Harlan Road – The E. French Camp Road crossing of the UP 
railroad tracks is a two-lane at-grade crossing. There are typically 18 trains per day with train speeds 
of 40 to 50 mph. Gate arms, pavement markings, train signals and warning bells are provided at the 
crossing. Fatal accidents occurred in 1978 and 1991 and non-fatal accidents occurred in 1996 and 
1997. In the two fatal accidents, the train was traveling faster than 30 mph. In the two non-fatal 
accidents, the train was traveling approximately 10 mph. 
 
 
E. French Camp Road, east of Priest Road – This railroad crossing is a two-lane at-grade crossing. 
There are typically 13 trains per day at this crossing with train speeds of 30 to 50 mph. Gate arms, 
pavement markings, train signals and warning bells are provided at the crossing. An injury accident 
occurred in 1982, and a non-injury accident occurred in 1992. 
 
 
E. French Camp Road, east of Loduca Road – This crossing is a two-lane at-grade crossing. There 
are typically 2 trains per day at this crossing with train speeds of 20 to 35 mph. Gate arms, pavement 
markings, train signals and warning bells are provided at the crossing. A fatal accident occurred at 
this crossing in 1993 when a car traveling at 55 mph drove through the gate and was struck a freight 
train.  
 
 
Roth Road, west of McKinley Avenue – This crossing is a two-lane at-grade crossing. There are 
typically 18 trains per day at this crossing, including commuter trains. The typical train speed is 40 to 
50 mph. Gate arms, pavement markings, train signals and warning bells are provided. One incident 
occurred at this crossing in 2001, with no injuries. In 2006 a fatal accident occurred when a car 
traveling at 72 mph drove through the gate and struck a commuter train.  
 
 
Roth Road, west of the San Joaquin District Canal – This crossing is a two-lane at-grade crossing. 
There are typically 13 trains per day with train speed of 30 to 50 mph. Gate arms, pavement 
markings, train signals and warning bells are provided at the crossing. Four incidents occurred at this 
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crossing in 2001, resulting in two injuries and no fatalities. Prior incidents occurred in 1976 and 1979, 
resulting in one injury.  
 
 
Signal Warrants 

To assess the need for signalization of stop-controlled intersections, the Manual of Uniform Traffic 
Control (MUTCD) (Federal Highway Administration 2000), presents eight signal warrants. The Peak 
Hour Volume Warrant and the Peak Hour Delay Warrant is used in this study as a supplemental 
analysis tool to assess operations at unsignalized intersections.1 The results of the traffic signal 
warrant analysis are shown in Table 4.7.5. Detailed signal warrant calculations are provided in the 
Appendix.  
 
 
Table 4.7.5: Existing Peak Hour Signal Warrant Analysis 

Intersection 
Peak Hour 

Warrant Met? 

4. Carpenter Road/B Street Not Met 
5. Carpenter Road/Pock Lane Not Met 
6. McKinley Avenue/Industrial Drive Not Met 
8. McKinley Avenue/“Old” Sperry Road Net Met 
11. Arch-Airport Road/B Street Net Met 
12. Arch-Airport Road/Pock Lane Net Met 
13. Arch-Airport Road/Giannecchini Lane Net Met 
18. Mathews Road/I-5 Southbound Ramps Not Met 
19. Mathews Road/I-5 Northbound Ramps Not Met 
20. Mathews Road-Ash Street/El Dorado Street Not Met 
21. E. French Camp Road/I-5 Southbound Ramp Met 
22. E. French Camp Road/I-5 Northbound Ramps Met 
24. E. French Camp Road/McKinley Avenue Not Met 
25. E. French Camp Road/Ash Street Not Met 
27. E. French Camp Road/SR-99 Southbound Ramps Not Met 
28. E. French Camp Road/SR-99 Northbound Ramps Not Met 
29. Stimson Street/S. Airport Way Not Met 

                                                      
1 Unsignalized intersection warrant analysis is intended to examine the general correlation between existing conditions and 

the need to install new traffic signals. Existing peak-hour volumes are compared against a subset of the standard traffic 
signal warrants recommended in the MUTCD and associated State guidelines. This analysis should not serve as the only 
basis for deciding whether and when to install a signal. To reach such a decision, the full set of warrants should be 
investigated based on field-measured traffic data and a thorough study of traffic and roadway conditions by an 
experienced engineer. Furthermore, the decision to install a signal should not be based solely on the warrants because the 
installation of signals can lead to certain types of collisions. The responsible state or local agency should undertake regular 
monitoring of actual traffic conditions and accident data and conduct a timely re-evaluation of the full set of warrants in 
order to prioritize and program intersections for signalization. 
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Intersection 
Peak Hour 

Warrant Met? 

33. Roth Road/ I-5 Southbound Ramps Not Met 
34 Roth Road/I-5 Northbound Ramps Not Met 
35. Roth Road/S. Airport Way Not Met 

Source: Manual of Uniform Traffic Control, (Federal Highway Administration 2000). 
 
 
As shown in Table 4.7.5, two of the unsignalized study intersections currently satisfy the Peak Hour 
Volume or Peak Hour Delay Warrant: I-5 Southbound Ramps/E. French Camp Road and I-5 
Northbound Ramps/E. French Camp Road. These locations are included in the E. French Camp Road 
interchange project, which was recently approved by Caltrans. The E. French Camp Road interchange 
project includes reconstruction of the interchange, relocation of Manthey Road, and signalization of 
the following intersections: Manthey Road/E. French Camp Road, I-5 Southbound Ramps/E. French 
Camp Road, I-5 Northbound Ramps/E. French Camp Road. This project has been submitted to the 
Federal Highway Administration (FHWA) for review and approval. It is anticipated that construction 
will begin within the next 18 months. An interim safety improvement to signalize the E. French Camp 
Road/I-5 northbound and southbound ramp intersections is planned to start construction in 2007. 
 
 
Freeway Segment Analysis 

The I-5 freeway mainline segments from north of E. French Camp Road to south of Roth Road and 
SR-99 from north of Arch-Airport Road to south of E. French Camp Road were analyzed based on 
the peak hour volumes shown in Table 4.7.6 and the LOS criteria shown in Table 4.7.3. The analysis 
results indicate that in the study area both I-5 and SR-99 operate at LOS D or better during both peak 
hours. Detailed calculations are provided in the Appendix.  
 
 
Table 4.7.6: Existing Peak Hour Freeway Analysis 

AM Peak Hour PM Peak Hour 

Segment Direction of Travel Volume Density LOS Volume Density LOS

I-5 North of E. French Camp Road Northbound 2,790 15 B 4,500 25 C 
I-5 North of E. French Camp Road Southbound 4,500 25 C 3,520 19 C 
I-5 South of E. French Camp Road Northbound 2,810 14 B 4,070 22 C 
I-5 South of E. French Camp Road Southbound 4,130 23 C 3,340 18 C 
I-5 South of Mathews Road Northbound 2,550 14 B 3,630 20 C 
I-5 South of Mathews Road Southbound 3,780 19 C 3,270 18 B 
I-5 North of  Roth Road Northbound 2,690 15 B 3,830 21 C 
I-5 North of Roth Road Southbound 3,890 20 C 3,380 18 C 
I-5 South of Roth Road Northbound 2,650 14 B 3,750 20 C 
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AM Peak Hour PM Peak Hour 

Segment Direction of Travel Volume Density LOS Volume Density LOS

I-5 South of Roth Road Southbound 3,820 19 C 3,340 18 C 
SR-99 North of Arch-Airport Road Northbound 3,020 25 C 2,970 24 C 
SR-99 North of Arch-Airport Road Southbound 2,670 22 C 3,120 26 C 
SR-99 North of E. French Camp Road Northbound 3,080 26 C 2,750 22 C 
SR-99 North of E. French Camp Road Southbound 2,270 18 C 3,180 27 D 
SR-99 South of E. French Camp Road Northbound 3,190 27 D 2,790 23 C 
SR-99 South of E. French Camp Road Southbound 2,300 19 C 3,250 27 D 

Notes: Traffic volumes from Caltrans. 
Density measured in passenger cars per mile per lane. 
Mainline segment level of service based on vehicle density, according to the Highway Capacity Manual (Transportation 
Research Board 2000). 
Source: Fehr & Peers, 2008.  
 
 
Regulatory Setting 

The City of Stockton General Plan Policy Document (adopted January 22, 1990) was used to provide 
evaluation criteria for determining project impacts. Key statements from Section 3, Transportation, 
which were used for reference in this study, are summarized below. 

• Streets and Highways Goal 1.2 - The street system shall provide at least two (2) independent 
access routes for all major developed areas. 

• Streets and Highways Goal 1.3 - Significant trip generating land uses should be served by 
roadways adequate to provide vehicular access with a minimum of delay. 

• Streets and Highways Goal 1.6 - Traffic signals on arterial streets shall be synchronized to the 
extent possible to facilitate the flow of traffic and to minimize stops or delays. 

• Streets and Highways Goal 1.8 - Seek to improve freeway interchanges along both Route 99 and 
Interstate 5 to current design standards as required by the traffic demands of new development. 

• Streets and Highways Goal 1.9 - For traffic operating conditions use “Level-of-Service” (LOS) of 
“D” or better on a peak hour basis as the planning objective for the evaluation of new 
development, mitigation measures, impact fees and public works capital improvement programs. 

• Streets and Highways Goal 2.3 – Off-street parking shall be required for all land uses in order to 
reduce congestion, improve overall operation and land use compatibility. 

• Streets and Highways Goal 4.2 – Specific Plans for future roadways on the fringe of the City 
shall be prepared in coordination with the County and/or Caltrans. 

• Public Transportation Goal 1.2 – Larger new developments along arterial and major collector 
streets shall provide transit-related public improvements (i.e., bus pullouts, bus shelters) to 
encourage bus use. 
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• Public Transportation Goal 1.5 – Strongly encourage that new development projects incorporate 
transit- related design features as outlined below. 

o A through roadway should connect adjacent developments so as to permit transit circulation 
between developments. 

o In major employment/commercial areas, parking should be prohibited on collector and 
arterial streets to provide access to bus stops in these areas. 

o Shielded openings in subdivisions sound walls should be provided to facilitate more direct 
pedestrian access to transit stops. 

o In major employment/commercial areas, the Transit District should be encouraged to post 
route and schedule information. 

o Commercial and industrial developments should have easy access to major arterials and 
transit stops. 

o Park and ride sites should be strategically located to maximize utilization. 

o Park and ride lots should be designed to accommodate not only motorists but also other users 
of public transit and van or carpooling. 

• Non-Motorized Transportation Goal 1.1 – Pedestrian travel shall be encouraged as a viable mode 
of movement throughout the City by providing safe and convenient pedestrian facilities, 
particularly in commercial areas and residential neighborhoods. 

• Non-Motorized Transportation Goal 1.2 – Within large retail and office centers, provisions shall 
be made for convenient and safe pedestrian movement through the large parking areas which 
surround these commercial centers. 

• Non-Motorized Transportation Goal 1.3 – Recreational bikeways shall be developed and 
maintained on separate rights-of-way (i.e., Calaveras River path, East Bay Municipal Utility 
District easement paths). 

• Non-Motorized Transportation Goal 1.4 – Right-of-way requirements for bike usage shall be 
considered in the planning of new arterial and collector streets and in street improvement 
projects. 

• Non-Motorized Transportation Goal 1.5 – Safe and secure bicycle parking facilities should be 
provided at major activity centers such as public facilities, employment sites and shopping and 
office centers. 

 
 
Caltrans endeavors to maintain a target LOS at the transition between LOS C and LOS D on State 
Highway facilities1, however, Caltrans recognizes that achieving LOS C/LOS D may not always be 
feasible. Consistent with the City of Stockton Streets and Highways Goal 1.9, a standard of LOS D or 
better on a peak hour basis was used as the planning objective for the evaluation potential freeway 
impacts of this development.  
 
The City is currently updating its LOS policies, which could change affect LOS threshold on several 
roadways. Based on the 2035 Draft Stockton General Plan Update, the City would require that LOS D 
                                                      
1 Guide for the Preparation of Traffic Studies, Caltrans, December 2002. 
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or better be maintained for both daily and peak hour conditions. However, exceptions are proposed 
for E. French Camp Road from Manthey Road to Val Dervin Parkway because of physical constraints 
that limit the improvements that can be constructed. For the segment of E. French Camp Road 
between Manthey Road and I-5, LOS E would be accepted. For the segment of E. French Camp Road 
between I-5 and Val Dervin Parkway, LOS F would be accepted.  
 
 
4.7.2 Transportation And Circulation Analysis 

Analysis Scenarios 

The impact analysis has been conducted for the following conditions: 

• Existing Plus Approved Projects (EPAP) – EPAP forecast conditions consider existing traffic 
plus trips from approved near-term future developments. 

• Existing Plus Approved Projects (EPAP) With Project – EPAP forecast conditions plus project-
related traffic. 

• Future 2025 Without Project – Future (Year 2025) forecast conditions, based on the 1990 
General Plan, taking into account future development in the City of Stockton and the 
surrounding jurisdictions in addition to planned roadway improvements. 

• Future 2025 With Project – Future (Year 2025) forecasted conditions plus project-related traffic. 

• Future 2035 Without Project – Future (Year 2035) forecast conditions, based on the Stockton 
2035 General Plan Update and Infrastructure Master Plans Project (City of Stockton, 2005) 
taking into account future development in the City of Stockton and the surrounding jurisdictions 
in addition to planned roadway improvements. The City is preparing the Stockton 2035 General 
Plan Update and Infrastructure Master Plans Project to update the existing City of Stockton 
1990 General Plan. The 2035 General Plan Update EIR was completed in 2006, although it has 
not yet been certified. The 2035 General Plan Update has not been approved. Therefore, the 
2035 analyses are for informational purposes only. 

• Future 2035 With Project – Future (Year 2035) forecasted conditions plus project-related traffic. 

• Future 2035 Without Project (With E. French Camp Road Bypass) – Future (Year 2035) (With 
E. French Camp Road Bypass) forecast conditions are based on the same future development and 
roadway improvements assumptions as the Future 2035 analysis. This scenario provides an 
alternative analysis assuming a four-lane bypass to E. French Camp Road from El Dorado Street 
to E. French Camp Road west of S. Airport Way. 

• Future 2035 With Project (With E. French Camp Road Bypass) – Future (Year 2035) (With E. 
French Camp Road Bypass) forecasted conditions plus project-related traffic. 

 
 
The 1990 General Plan build-out includes about 160,000 residential units and about 170 million 
square feet of non-residential uses. The 2035 General Plan Update build-out includes about 210,000 
residential units and 200 million square feet of non-residential uses.  
 
 
Project Traffic 
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This section describes the procedure used to develop project traffic estimates, including project trip 
generation, distribution, and assignment characteristics. The results are used to evaluate potential 
impacts the project would have on the surrounding roadway network. 
 
 
Project Trip Generation 

Project trip generation refers to the process for estimating the amount of vehicular traffic a project 
would add to the surrounding roadway system. First, estimates of the total amount of traffic entering 
and exiting the project driveways are calculated for an average weekday. Separate estimates are 
created for the peak one-hour periods during the morning and evening commute periods when traffic 
volumes on the surrounding streets are highest.  
 
The effects of the project on the surrounding roadway system are based on the number of trips that 
the project will add to those roads. As a result, trips that are expected to remain within the project site 
(“internal trips”) are excluded as those trips will not affect the regional roadway system. These trips 
are considered in the site plan analysis.  
 
The estimation of trip generation therefore involves two procedures: calculation of the total number 
of trips, and estimation of the proportion of those trips that will remain internal to the project site. 
Due to the site layout, some internal trips, such as those from the residential areas to the industrial 
portion of the project, would use the local street network and are accounted for in this analysis. 
Trip generation estimates for the residential, commercial, and industrial uses of the project were 
developed by using equations and average rates contained in the Institute of Transportation Engineers 
(ITE), Trip Generation, (7th Edition). Daily and AM trip generation estimates for the elementary 
school were based average rates and equations contained in the ITE, Trip Generation, (7th Edition), 
and PM trip generate estimates for the elementary school were based on estimates provided by the 
San Diego Associate of Governments (SANDAG) (2002). 
 
 
Trip Internalization 

Given the substantial amount of residential, school, commercial, and industrial development proposed 
on the project site, it is likely that some trips would occur between project land uses, such as a person 
residing in the residential portion of the site working or patronizing the industrial or commercial 
portions of the site. Based on the conceptual roadway layout, internal trips between the residential 
and school uses were deducted from the external trip estimates. Trips between the industrial and 
residential or commercial uses were considered as added trips to the external roadway network as 
there are no internal roadways linking these uses. Internal trips between the residential uses on the 
Westside of S. Airport Way were assigned to the commercial development on the eastside of S. 
Airport Way to ensure that the project access roadways are sized appropriately. Trips generated by 
the residential portion of the project destined to the industrial portion of the project were subtracted 
from the trip generation estimates for the industrial uses, as those trips would be accounted for in the 
assignment of residential trips.  
 
Based on a discussion with a representative of the Manteca Unified School District, typical K-8 
schools draw from the surrounding neighborhood unless there is an unbalanced enrollment. For the 
purpose of this study, 80 percent of the AM peak hour school-related trips and 90 percent of the PM 
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peak hour school-related trips were considered internal project trips. Similar internalization 
characteristics have been found in a study by the US Department of Transportation (USDOT) in the 
Travel Demand Improvement Program (Model Validation and Reasonableness Checking Manual, 
Chapter 3.0, Trip Generation). The external project trip generation was reduced accordingly. 
 
Estimates for the interaction between the project uses within the project site were based on data 
provided by ITE in the Trip Generation Handbook as well as select zone analyses from the City of 
Stockton Travel Demand Model.  
 
Table 4.7.7 summarizes the trip generation for the Tidewater Crossing Master Plan based on 2,394 
single family residential units, 269 multi family residential units, one elementary school1, 186,200 
square feet of commercial shopping center, 529,300 square feet of light industrial, and 4,763,300 
square feet of warehouse. 
 
 
Table 4.7.7: Tidewater Crossing Trip Generation 

AM Peak PM Peak 

Land Use 
Daily 
Trips In Out Total In Out Total 

Residential       
Single Family Residential (2,394 units)a 19,310 422 1,264 1,686 1,177 692 1,869
Multi Family Residential (269 units)b 1,490 20 95 115 91 45 136
Home-Based-School Internalization Reduction -1,220 -159 -199 -358 -54 -43 -97

Residential Sub-Total 19,580 283 1,160 1,443 1,214 694 1,908
Elementary School (1,050 students)c 1,360 221 177 398 54 68 122
Home-Based-School Internalization Reduction -1,220 -199 -159 -358 -43 -54 -97

Elementary School Sub-Total 140 22 18 40 11 14 25
Shopping Center (186,200 square feet)d 10,180 139 89 228 453 491 944
Home-Based-Commercial Internalization 
Reduction -1,930 -9 -16 -25 -75 -123 -198
Industrial-based-Commercial Internalization 
Reduction -1,730 -13 -8 -21 -41 -44 -85

Commercial Sub-Total 6,520 117 65 182 337 324 661
Light Industrial (529,300 square feet)e 3,690 472 65 537 72 523 595
Warehouse (4,763,300 square feet)f 17,880 1,059 233 1,292 346 1,036 1,382
Industrial-based-Residential Internalization 
Reduction -1,880 -106 -27 -133 -64 -110 -174

Industrial Sub-Total 19,690 1,425 271 1,696 354 1,449 1,803
Net New Trips 45,930 1,847 1,514 3,361 1,916 2,481 4,397

Notes: 

                                                      
1 Based on information from the Manteca Unified School District a typical K-8 school has 1,050 students and 67 total staff. 
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(a) Trip generation determined from fitted curve equations presented for Single Family Residential (Land Use 210) in 
the ITE Trip Generation (7th Edition), as presented below. 

 Daily Equation:  Ln (T) = 0.92Ln (X) + 2.71 
 AM Equation:  T = 0.70 (X) + 9.43 (inbound = 25 percent, outbound = 75 percent) 
 PM Equation:  Ln (T) = 0.90 Ln (X) + 0.53 (inbound = 63 percent, outbound =37 percent) 
 Where T = Trip ends, Ln = Natural Log, and X = number of dwelling units.  
(b) Trip generation determined from fitted curve equations presented for Multi Family Residential (Land Use 230) in 

the ITE Trip Generation (7th Edition), as presented below. 
 Daily Equation:  Ln (T) = 0.85 Ln (X) + 2.55 
 AM Equation:  Ln (T) = 0.80 Ln (X) + 0.26 (inbound = 17 percent, outbound = 83 percent) 
 PM Equation:  Ln (T) = 0.82 Ln (X) + 0.32 (inbound = 67 percent, outbound = 33 percent) 
 Where T = Trip ends, Ln = Natural Log, and X = number of dwelling units.  
(c) Trip generation for Elementary School based on trip generation rates presented for Elementary School (Land Use 

520) in the ITE Trip Generation (7th Edition) and SANDAG 2002, as presented below.  
 Daily Rate:  T = 1.29 X 
 AM Equation:  Ln (T) = 1.11 Ln (X) – 1.73 (inbound = 55 percent, outbound = 45 percent) 
 PM Rate:  T = 0.09 (Daily trips) 
 Where T = Trip ends, Ln = Natural Log, and X = number of students.  
(d) Trip generation determined from fitted curve equations presented for Shopping Center (Land Use 820) in the ITE Trip 

Generation (7th Edition), as presented below. 
 Daily Equation:  Ln (T) = 0.65 Ln (X) + 5.83  
 AM Equation:  T = 1.03 (X) (inbound = 61 percent, outbound = 39 percent) 
 PM Equation:  Ln (T) = 0.66 Ln (X) + 3.40 (inbound = 48 percent, outbound = 52 percent) 
 Where T = Trip ends, Ln = Natural Log, and X = building size in 1,000 square feet.  
(e) Trip generation determined from fitted curve equations presented for Light Industrial (Land Use 110) in the ITE Trip 

Generation (7th Edition), as presented below. 
 Daily Rate:  T = 6.97 X 
 AM Equation:  T = 1.18 X – 89.28 (inbound = 88 percent, outbound = 12 percent) 
 PM Equation:  T = 1.43 X – 163.42 (inbound = 12 percent, outbound = 88 percent) 
 Where T = Trip ends, and X = building size in 1,000 square feet.  
(f) Trip generation determined from fitted curve equations presented for Warehouse (Land Use 150) in the ITE Trip 

Generation (7th Edition), as presented below. 
 Daily Equation:  T = 3.68 X + 350.27  
 AM Equation:  Ln (T) = 0.71 Ln(X) + 1.15 (inbound = 82 percent, outbound = 18 percent) 
 PM Equation:   Ln (T) = 0.79 Ln(X) + 0.54 (inbound = 25 percent, outbound = 75 percent) 
 Where T = Trip ends, Ln = Natural Log, and X = building size in 1,000 square feet.  
 
Source: ITE, Fehr & Peers, 2008. 
 
 
As shown on Table 4.7.7, it is anticipated that traffic volumes at the project entrances would be 
approximately 45,930 on a daily basis including 3,361 during the AM peak hour (1,847 inbound and 
1,514 outbound) and 4,397 during the PM peak hour (1,916 inbound and 2,481 outbound). This trip 
generation estimate includes the reduction due to internalization. It should be noted that no pass-by 
trip reductions, to account for vehicles already on the roadway system stopping by as an interim stop 
on an already planned trip, were taken for the commercial portion of the project.  
 
 
Trip Distribution 

The 1990 General Plan and proposed Stockton 2035 General Plan traffic models were used as a 
preliminary means to determine general trip distribution patterns for the Tidewater Crossing Master 
Plan. Existing traffic patterns and the locations of complementary land uses were used to refine the 
trip distribution percentages. Trip distribution percentages are presented in Tables 4.7-8 and 4.7-9 and 
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Figures 4.7-5, 4.7-6, and 4.7-7 for the EPAP, Future (Year 2025), and Future (Year 2035) conditions, 
respectively. Separate trip distribution percentages were developed for the EPAP, Future (Year 2025), 
and Future (Year 2035) analyses to reflect planned roadway network improvements and nearby 
developments that are assumed to be in place by 2025 and 2035. 
 
 
Table 4.7.8: Tidewater Crossing Trip Existing Plus Approved Project Distribution 
Percentages 

EPAP Destination 
Residential Commercial Industrial 

North on I-5 9% 15% 14% 
North on El Dorado 1% 1% 2% 
North on S. Airport Way 9% 7% 3% 
North on SR-99 4% 6% 9% 
West on SR 4 2% 6% 5% 
East on SR 4 2% 2% 1% 
West on E. French Camp Road 4% 8% 3% 
East on Arch Road 3% 2% 10% 
West on Mathews Road 3% 2% 1% 
South on I-5 14% 12% 12% 
South on S. Airport Way 9% 13% 5% 
South on SR-99 7% 8% 11% 
East on E. French Camp Road 2% 2% 2% 
Between S. Airport Way and B Street, North of 
Industrial Way 3% 0% 4% 

Between S. Airport Way and B Street, South of 
Industrial Way 3% 2% 4% 

Between SR-99 and Pock Lane, North of Arch-
Airport Road 3% 3% 2% 

Residential-based trips 3% 2% 4% 
Commercial-based trips 10% 0% 8% 
Industrial-based trips 9% 9% 0% 
Total 100% 100% 100% 

Source: Fehr & Peers, 2008. 
 
 
Table 4.7.9: Tidewater Crossing Future (Year 2025 and year 2035) Trip Distribution 
Percentages 

Future (Year 2025and Year 2035) Destination 
Residential Commercial Industrial 

North on I-5 9% 8% 8% 
North on El Dorado 1% 1% 4% 
North on S. Airport Way 1% 4% 4% 
North on SR-99 4% 4% 20% 
West on SR 4 1% 2% 4% 
East on SR 4 4% 6% 5% 
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Future (Year 2025and Year 2035) Destination 
Residential Commercial Industrial 

West on E. French Camp Road 2% 1% 5% 
East on Carpenter Road 1% 3% 1% 
East on Arch Road 2% 1% 3% 
West on Mathews Road 8% 6% 4% 
South on I-5 17% 9% 11% 
South on S. Airport Way 11% 25% 7% 
South on SR-99 7% 7% 6% 
East on E. French Camp Road 4% 4% 3% 
Between S. Airport Way and B 
Street, North of Industrial Way 2% 4% 3% 

Between S. Airport Way and B 
Street, South of Industrial Way 1% 4% 1% 

Between SR-99 and Pock Lane, 
North of Arch-Airport Road 2% 0% 4% 

Residential-based trips 2% 4% 1% 
Commercial-based trips 4% 0% 6% 
Industrial-based trips 17% 7% 0% 
Total 100% 100% 100% 
Source: Fehr & Peers, 2008. 
 
 
Trips generated by the project were assigned to the roadway system based on the directions of 
approach and departure shown in Tables 4.7-8 and 4.7-9. AM and PM peak hour project trip 
assignments are shown on Figure 4.7.8 for the EPAP analysis and on Figure 4.7.9 for the Future 
(Year 2025), and Figure 4.7.10 for the Future (Year 2035) analysis. Although the trip distribution 
percentages are the same for the Future 2025 and 2035 years, additional roadway connections 
proposed for 2035 provide alternative access routes to the site and affect the travel routes that project 
trips are expected to take. 
 
For the Future (Year 2035) conditions, two project trip assignments are shown. Shown on  
Figure 4.7.10 is the assignment based on the roadway network assumed in the 2035 General Plan 
Update. On Figure 4.7.11, the peak hour project trip assignment is based on the addition of the 
E. French Camp Road Bypass, which would extend from El Dorado Street to E. French Camp Road 
west of S. Airport Way. This four-lane roadway provides a connection to I-5 that bypasses the Town 
of French Camp and a portion of E. French Camp Road.  
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Existing Plus Approved Projects Traffic Conditions 

This section discusses EPAP traffic conditions both without and with the project. The analysis 
considers near-term land use development. No roadway improvements over the existing condition 
were assumed for the EPAP Without and With Project scenarios. The EPAP lane configurations and 
traffic control are the same as Existing and were shown on Figure 4.7.3. 
 
 
Existing Plus Approved Projects Without Project Traffic 

This scenario includes existing traffic volumes, traffic from the build-out of parcels that could be 
further developed without future entitlements from the City, and traffic from those developments that 
are approved and/or under construction within the study area. Therefore, these conditions represent 
the traffic levels that could occur in the next several years.  
 
Traffic volumes for Existing Plus Approved Projects conditions were estimated using the City of 
Stockton’s traffic model. The input assumptions and model results were approved by City of Stockton 
staff. Traffic forecasts from the model were adjusted using the delta method, which considers the 
difference between the base year and future year model. Figure 4.7.12 shows the resulting traffic 
volumes, which form the basis of the EPAP Without Project analysis.  
 
 
Existing Plus Approved Projects with Project Traffic 

The peak hour project traffic volumes were added to the EPAP Without Project volumes to determine 
future traffic volumes with the project. EPAP With Project peak hour traffic volumes are shown on 
Figure 4.7.13.  
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Analysis of Existing Plus Approved Projects Conditions 

Intersection Analysis 

The EPAP conditions analysis results are shown in Table 4.7.10. The results indicate that the 
following study intersections are projected to operate at overall deficient service levels in the near-
term without project condition (i.e., LOS E or F) during one or both peak hours.  

• Arch Road/East Frontage Road 
• Mathews Road/I-5 Northbound Ramps 
• Mathews Road-Ash Street/El Dorado 

Street 
• E. French Camp Road/I-5 Southbound 

Ramps 
• E. French Camp Road/I-5 Northbound 

Ramps 
• E. French Camp Road/McKinley Avenue 

• E. French Camp Road/Ash Street 
• French Camp/S. Airport Way 
• E. French Camp Road/SR-99 

Southbound Ramps 
• Roth Road/I-5 Southbound Ramps 
• Roth Road/I-5 Northbound Ramps 
• Roth Road/S. Airport Way 

 
All other intersections would operate at overall acceptable service levels prior to the addition of 
project traffic.  
 
The addition of project traffic is anticipated to significantly impact the following intersections by 
degrading the overall intersection operation from an acceptable to an unacceptable level, increasing 
average delay by more than five seconds at an intersection projected to operate at deficient service 
levels prior to the addition of project traffic, or by contributing to the need for signalization at an 
unsignalized intersection that operates at an overall deficient level:  
 

• McKinley Avenue/Sperry Road 
• Arch-Airport Road/S. Airport Way 
• Arch-Airport Road/Pock Lane 
• Arch-Airport Road/Giannecchini Lane 
• Mathews Road/I-5 Southbound Ramps 
• Mathews Road/I-5 Northbound Ramps 
• Mathews Road-Ash Street/El Dorado 

Street 
• E. French Camp Road/I-5 Southbound 

Ramps 
• E. French Camp Road/I-5 Northbound 

Ramps 
• E. French Camp Road/McKinley Avenue 
• E. French Camp Road/Ash Street 
• E. French Camp Road/S. Airport Way 
• E. French Camp Road/SR-99 

Southbound Ramps  
• E. French Camp Road/SR-99 

Northbound Ramps  

• Stimson Street/S. Airport Way 
• Roth Road/I-5 Southbound Ramps 
• Roth Road/I-5 Northbound Ramps 
• Roth Road/S. Airport Way 
• E. French Camp Road/Collector E
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The Arch Road/East Frontage Road intersection is projected to operate at a deficient level of service 
during the PM peak hour prior to the addition of project traffic: the project would not increase the 
delay at that intersection by more than five seconds. Based on the City of Stockton significance 
criteria, the project impact is considered less than significant at that locations and no mitigation is 
required.  
 
Mitigation measures to address the project’s significant impacts are presented in Section 4.7.4. 
Detailed service level calculations are presented in the Appendix.  
 
 
Table 4.7.10: Existing Plus Approved projects (EPAP) Peak Hour Intersection Operations 

EPAP Without Project EPAP With Project 
Intersection Control 

Peak 
Hour Delay LOS Delay LOS 

1. E. Charter Way/S. Airport 
Way Signal AM 

PM 
32 
40 

C 
D 

32 
43 

C 
D 

2. S. Airport Way/Ralph 
Avenue Signal AM 

PM 
25 
46 

C 
C 

26 
49 

C 
D 

3. 
McKinley Avenue/El 
Dorado Street/Clayton 
Avenue 

Signal AM 
PM 

28 
30 

C 
C 

29 
32 

C 
C 

4. Carpenter Road/B Street SSSC AM 
PM 

6 (11) 
6 (13) 

A (B) 
A (B) 

6 (11) 
7 (13) 

A (B) 
A (B) 

5. Carpenter Road/Pock Lane AWSC AM 
PM 

8 
9 

A 
A 

9 
9 

A 
A 

6. McKinley Avenue/Industrial 
Drive SSSC AM 

PM 
10 (20) 
12 (26) 

A (C) 
B (D) 

11 (23) 
14 (32) 

B (C) 
B (D) 

7. Industrial Drive/S. Airport 
Way Signal AM 

PM 
24 
24 

C 
C 

24 
24 

C 
C 

8. McKinley Avenue/Sperry 
Road SSSC AM 

PM 
16 (31) 
20 (41) 

C (D) 
C (E) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

9. Sperry Road/Performance 
Drive Signal AM 

PM 
15 
16 

B 
B 

16 
16 

B 
B 

10. Arch-Airport Road/S. 
Airport Way Signal AM 

PM 
33 
36 

C 
D 

64 
77 

E 
E 

11. Arch-Airport Road/B Street SSSC AM 
PM 

4 (34) 
3 (29) 

A (D) 
A (D) 

11 (>50) 
13 (>50) 

B (F) 
B (F) 

12. Arch-Airport Road/Pock 
Lane SSSC AM 

PM 
7 (31) 
7 (45) 

A (D) 
A (E) 

29 (>50) 
>50 (>50) 

D (F) 
F (F) 

13. Arch-Airport 
Road/Giannecchini Lane SSSC AM 

PM 
2 (19) 
4 (29) 

A (C) 
A (D) 

2 (29) 
21 (>50) 

A (D) 
C (F) 

14. Arch-Airport Road/Qantas 
Lane Signal AM 

PM 
17 
15 

B 
B 

20 
24 

B 
C 

15. Arch-Airport Road/SR-99 SPUI AM 21 C 21 C 
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EPAP Without Project EPAP With Project 
Intersection Control 

Peak 
Hour Delay LOS Delay LOS 
PM 15 B 15 B 

16. Arch Road/East Frontage 
Road Signal AM 

PM 
39 
173 

D 
F 

39 
173 

D 
F 

17. S. Airport Way/C.E. Dixon-
Performance Drive Signal AM 

PM 
22 
27 

C 
C 

27 
28 

C 
C 

18. Mathews Road /I-5 
Southbound Ramps SSSC AM 

PM 
12 (28) 
6 (25) 

B (D) 
A (C) 

>50 (>50) 
>50 (>50 

F (F) 
F (F) 

19. Mathews Road /I-5 
Northbound Ramps SSSC AM 

PM 
27 (>50) 

>50 (>50) 
D (F) 
F (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

20. Mathews Road-Ash Street/El 
Dorado Street AWSC AM 

PM 
>50 
>50 

F 
F 

>50 
>50 

F 
F 

21. E. French Camp Road /I-5 
Southbound Ramps SSSC AM 

PM 
22 (>50) 
41 (>50) 

C (F) 
E (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

22. E. French Camp Road /I-5 
Northbound Ramps SSSC AM 

PM 
23 (>50) 

>50 (>50) 
C (F) 
F (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

23. E. French Camp Road /El 
Dorado Street Signal AM 

PM 
22 
26 

C 
C 

29 
41 

C 
D 

24. E. French Camp Road 
/McKinley Avenue SSSC AM 

PM 
>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

25. E. French Camp Road/Ash 
Street AWSC AM 

PM 
>50 
>50 

F 
F 

>50 
>50 

F 
F 

26. E. French Camp Road/S. 
Airport Way Signal AM 

PM 
50 
62 

D 
E 

>80 
>80 

E 
F 

27. E. French Camp Road/SR-99 
Southbound Ramps SSSC AM 

PM 
>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

28. E. French Camp Road/SR-99 
Northbound Ramps SSSC AM 

PM 
28 (>50) 
9 (>50) 

D (F) 
A (F) 

50 (>50) 
24 (>50) 

E (F) 
C (F) 

29. Stimson Street/S. Airport 
Way SSSC AM 

PM 
2 (42) 

7 (>50) 
A (E) 
A (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

33. Roth Road/ I-5 Southbound 
Ramps SSSC AM 

PM 
>50 (>50) 
39 (>50) 

F (F) 
E (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

34 Roth Road/I-5 Northbound 
Ramps SSSC AM 

PM 
2 (12) 

>50 (>50) 
A (B) 
F (F) 

3 (12) 
>50 (>50) 

A (B) 
F (F) 

35. Roth Road/S. Airport Way AWSC AM 
PM 

18 
36 

C 
E 

48 
>50 

E 
F 

36. S. Airport Way/Collector C Signal AM 
PM 

N/A 
N/A 

N/A 
N/A 

25 
38 

C 
D 

37. S. Airport Way/Collector A Signal AM 
PM 

N/A 
N/A 

N/A 
N/A 

27 
30 

C 
C 

38. E. French Camp 
Road/Collector E SSSC AM 

PM 
N/A 
N/A 

N/A 
N/A 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 
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EPAP Without Project EPAP With Project 
Intersection Control 

Peak 
Hour Delay LOS Delay LOS 

39. E. French Camp Road/Entry 
A Signal AM 

PM 
N/A 
N/A 

N/A 
N/A 

18 
23 

B 
C 

Notes: 
Signal = signalized intersection 
SSSC = side street stop-controlled intersection 
AWSC = all-way stop-controlled intersection 
SPUI = Single Point Urban Interchange 
Average intersection delay(Worst movement delay) 
Bold = deficient level of service 
Bold Italics = potentially significant impact 
 
 
Queuing 

Queuing was also reviewed at the study intersections. As traffic volumes increase, vehicle queues are 
expected to increase. Excessive vehicle queues can be especially problematic at closely spaced 
intersections, such as interchanges and their adjacent intersections, and on high speed roadways 
where a left-turn queue could spill back through a travel lane and impact through traffic.  
 
At the unsignalized interchange intersections, vehicle queues would exceed the available storage 
space potentially resulting in vehicle queue spillback to the freeway mainline prior to the addition of 
project traffic: the addition of project traffic would exacerbate vehicle queuing at these locations. The 
addition of project traffic would also significantly increase vehicle queuing at the Arch-Airport 
Road/S. Airport Way, Arch-Airport Road/Qantas Lane, E. French Camp Road/S. Airport Way and 
Stimson Street/S. Airport Way intersections. Mitigation measures that reduce the effects of vehicle 
queue spill back are presented in Section 4.7.4.  
 
 
Signal Warrants 

The Peak Hour Volume and Peak Hour Delay warrant of the MUTCD is used in this study as a 
supplemental analysis tool to assess operations at the unsignalized intersections and to access the 
need for signalization.1 The results of the traffic signal warrant analysis are shown in Table 4.7.11. 
Detailed signal warrant worksheets are presented in the Appendix.  
 
As shown in Table 4.7.11, seventeen study intersections would satisfy the peak hour volume and/or 
peak hour delay signal warrant in the EPAP Without Project condition. The addition of project traffic 
would result in one additional intersection satisfying the peak hour volume and/or peak hour delay 
signal warrant criteria. 
 
 

                                                      
1 See footnote 3. 
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Table 4.7.11: Existing Plus Approved Projects (EPAP) Condition Peak Hour Signal 
Warrant Analysis 

Peak Hour Warrant Met?   
 

Intersection 
 

Existing 
EPAP Without 

Project 
EPAP 

With Project 
4. Carpenter Road/B Street Not Met Not Met Not Met 

5. Carpenter Road/Pock Lane Not Met Not Met Not Met 

6. McKinley Avenue/Industrial Drive Not Met Met Met 

8. McKinley Avenue/“Old” Sperry Road Net Met Met Met 

11. Arch-Airport Road/B Street Net Met Met Met 

12. Arch-Airport Road/Pock Lane Net Met Met Met 

13. Arch-Airport Road/Giannecchini Lane Net Met Met Met 

18. Mathews Road/I-5 Southbound Ramps Not Met Met Met 

19. Mathews Road/I-5 Northbound Ramps Not Met Met Met 

20. Mathews Road-Ash Street/El Dorado Street Not Met Met Met 

21. E. French Camp Road/I-5 Southbound Ramps Met Met Met 

22. E. French Camp Road/I-5 Northbound Ramps Met Met Met 

24. E. French Camp Road/McKinley Avenue Not Met Met Met 

25. E. French Camp Road/Ash Street Not Met Met Met 

27. E. French Camp Road/SR-99 Southbound 
Ramps Not Met Met Met 

28. E. French Camp Road/SR-99 Northbound 
Ramps Not Met Met Met 

29. Stimson Street/S. Airport Way Not Met Not Met Met 

33. Roth Road/ I-5 Southbound Ramps Not Met Met Met 

34 Roth Road/I-5 Northbound Ramps Not Met Met Met 

35. Roth Road/S. Airport Way Not Met Met Met 
Source: Manual of Uniform Traffic Control (Federal Highway Administration 2000). 
 
 
Freeway Analysis 

The I-5 freeway mainline segments from north of E. French Camp Road to south of Mathews Road, 
and on SR-99 from north of Arch-Airport Road to south of E. French Camp Road were analyzed 
based on the peak hour volumes shown in Table 4.7.12 and the LOS criteria shown above in Table 
4.7.3. The analysis results indicate that in the study area, I-5 would operate at LOS D or better during 
both peak hours during the EPAP Without and With Project scenarios. In the near-term, State Route 
99 is expected to degrade to LOS E and F conditions through the study area. The addition of project 
traffic would not result in deficient operations for any of the freeway segments, although it would 
increase traffic by more than 5 percent on two segments projected to operate deficiently prior to the 
addition of project traffic: northbound SR-99 north of Arch-Airport Road and southbound SR-99 
south of E. French Camp Road. 
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Detailed service level calculations are presented in the Appendix.  
 
 
Table 4.7.12: Existing Plus Approved Project Peak Hour Freeway Analysis 

Without Project With Project 

Segment 

Direction of  

Travel 

Peak 

Hour Volume Density LOS Volume Density LOS 
Percent 
Increase 

I-5 North of E. French 
Camp Road Northbound AM 

PM 
2,950 
4,830 

16 
27 

B 
D 

3,170 
5,300 

17 
31 

B 
D 

7.5 
9.7 

I-5 North of E. French 
Camp Road Southbound AM 

PM 
4,640 
3,790 

26 
21 

C 
C 

5,000 
4,100 

28 
22 

D 
C 

7.8 
8.2 

I-5 South of E. French 
Camp Road Northbound AM 

PM 
2,680 
4,460 

15 
25 

B 
C 

2,830 
4,730 

16 
26 

B 
D 

5.6 
6.1 

I-5 South of E. French 
Camp Road Southbound AM 

PM 
4,370 
3,440 

24 
19 

C 
C 

4,540 
3,630 

25 
20 

C 
C 

3.9 
5.5 

I-5 South of Mathews 
Road Northbound AM 

PM 
2,620 
4,210 

14 
23 

B 
C 

2,710 
4,350 

15 
24 

B 
C 

3.4 
3.3 

I-5 South of Mathews 
Road Southbound AM 

PM 
4,100 
3,380 

22 
18 

C 
B 

4,220 
3,530 

23 
19 

C 
C 

2.9 
4.4 

I-5 North of  Roth Road Northbound AM 
PM 

2,770 
4,440 

15 
24 

B 
C 

2,870 
4,600 

16 
26 

B 
C 

3.6 
3.6 

I-5 North of Roth Road Southbound AM 
PM 

4,310 
3,530 

24 
19 

C 
C 

4,440 
3,690 

24 
20 

C 
C 

3.0 
4.5 

I-5 South of Roth Road Northbound AM 
PM 

2,660 
5,340 

14 
31 

B 
D 

2,910 
5,630 

16 
35 

B 
D 

9.4 
5.4 

I-5 South of Roth Road Southbound AM 
PM 

4,960 
3,400 

28 
18 

D 
C 

5,190 
3,750 

30 
20 

D 
C 

4.6 
10.3 

SR-99 North of Arch-
Airport Road Northbound AM 

PM 
3,820 
4,060 

35 
40 

E 
E 

3,970 
4,280 

38 
>45 

E 
F 

3.9 
5.4 

SR-99 North of Arch-
Airport Road Southbound AM 

PM 
3,820 
3,920 

35 
37 

E 
E 

3,990 
4,070 

39 
41 

E 
E 

4.5 
3.8 

SR-99 North of E. 
French Camp Road Northbound AM 

PM 
3,870 
3,740 

36 
34 

E 
D 

4,040 
3,800 

40 
35 

E 
D 

4.4 
1.6 

SR-99 North of E. 
French Camp Road Southbound AM 

PM 
3,190 
4,070 

27 
41 

D 
E 

3,220 
4,220 

27 
44 

D 
E 

1.0 
3.7 

SR-99 South of E. 
French Camp Road Northbound AM 

PM 
4,090 
3,890 

41 
37 

E 
E 

4,290 
4,050 

>45 
40 

F 
E 

4.9 
4.1 

SR-99 South of E. 
French Camp Road Southbound AM 

PM 
3,370 
4,290 

29 
>45 

D 
F 

3,490 
4,540 

30 
>45 

D 
F 

3.6 
5.8 

Notes: Traffic volumes from Caltrans. 
Density measured in passenger cars per mile per lane. 
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Mainline segment level of service based on vehicle density, according to the Highway Capacity Manual (Transportation 
Research Board 2000). 
Source: Fehr & Peers, 2008.  
 
 
FUTURE (YEAR 2025) ANALYSIS 
This section discusses the methods used to develop the Future (Year 2025) traffic forecasts with and 
without the project, based on the existing 1990 General Plan. 
 
The Future (Year 2025) scenario from the 1990 General Plan included total population of 
approximately 430,000 (160,000 residential units).  
 
 
Planned Transportation Improvements 

Several major roadway improvements in the study area are described in Table 4.7.13. The Sperry 
Road extension between El Dorado Street and E. French Camp Road is a major local roadway 
improvement included as part of the future roadway network as shown on Figure 4.7.14. The 2025 
lane configurations at the study intersections are shown on Figure 4.7.15 and includes a new 
intersection at E. French Camp Road/Sperry Road. Reconstruction of the I-5/E. French Camp Road 
interchange was assumed, as this project is funded and construction is anticipated to begin in 2010. 
Additional improvements are planned at the Arch Road interchange. However, as these improvements 
are not funded, they were not assumed to be constructed by 2025 scenario. No other interchange 
improvements were assumed in the analysis of 2025 conditions. Installation of traffic signals at all 
unsignalized intersections on roads with planned major roadway improvements were assumed for the 
Future (Year 2025) analysis. These network improvements were used in developing the Future (Year 
2025) traffic forecasts.  
 
It should be noted that with the planned widening of Airport Road through the study area, a grade 
separated crossing of the Union Pacific Railroad, south of Stimson Street may be constructed. 
Construction of a grade separated crossing may require the closure or relocation of the Stimson Street 
intersection due to changes in grade. For the purposes of this analysis, it was assumed that the 
Stimson Street intersection would be removed and all traffic routed to the S. Airport Way/C.E. 
Dixon-Performance Drive intersection.  
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Table 4.7.13: Planned Roadway Improvements for the Future (Year 2025) Scenario 
Location Lane Configuration 

I-5 Eight lanes north of E. French Camp Road  
Six lanes south of E. French Camp Road 

I-5/E. French Camp Road 
Interchange 

Construction of an L-9 Interchange including loop on-ramps in the southeast 
and northwest quadrants. In conjunction with this improvement, Manthey Road 
would be realigned to the west and Val Dervin Parkway to the east across from 
the Sperry Road/E. French Camp Road intersection. 

E. French Camp Road Six lanes west of the I-5 interchange 
Two lanes east of the I-5 interchange 

SR-99 Six lanes between Mariposa Road and Arch Road (no change from existing). 

El Dorado Street Six lanes north of E. Charter Way. 
Four lanes south of E. Charter Way. 

E. Charter Way Four lanes between I-5 and Mariposa Road (no change from existing). 

Pock Lane Two lanes between Mariposa Road and Arch-Airport Road (no change from 
existing). 

B Street Two lanes between E. Charter Way and Arch-Airport Road (no change from 
existing). 

S. Airport Way Varies between four and six lanes between E. Charter Way and E. French Camp 
Road. 

Sperry Road/Arch-Airport 
Road Eight lanes between E. French Camp Road and SR-99. 

Industrial Way Four lanes between McKinley Avenue and SR-99. 

Mathews Road Two lanes between I-5 and El Dorado Street (no change from existing). 

Source: City of Stockton 1990 General Plan, Capital Improvement Program 2005-2010 and City-wide Traffic Model for the 
1990 General Plan. 
 
 
Intersection Forecasts  

Future 2025 intersection traffic forecasts were developed using the 1990 General Plan traffic model, 
which reflects the build-out scenario envisioned in the 1990 General Plan. The forecasting method is 
consistent with the method used in the Revised Final Traffic Analysis Report for the Sperry Road 
Extension Project Report/Environmental Document, Fehr & Peers, July 2005. The Future 2025 
Without Project forecasts are shown on Figure 4.7.16. 
 
The peak hour project traffic volumes from Figure 4.7.9 were added to the Future (Year 2025) 
Without Project volumes to determine future traffic volumes with the project. Future (Year 2025) 
With Project peak hour traffic volumes are shown on Figure 4.7.17. 
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Analysis of Future (Year 2025) Conditions 

Intersection Analysis 

The Future (Year 2025) Without Project condition intersection analysis results are shown in 
Table 4.7.14. The results indicate that the following study intersections are projected to operate at 
unacceptable service levels prior to the addition of project traffic: 

• McKinley Avenue/El Dorado 
Street/Clayton Avenue 

• McKinley Avenue/Industrial Drive 
• Arch-Airport Road/S. Airport Way 
• Arch-Airport Road/B Street 
• Arch-Airport Road/Pock Lane 
• Arch-Airport Road/Qantas Lane 
• Arch-Airport Road/SR-99 
• Mathews Road/I-5 Northbound Ramps 

• E. French Camp Road/S. Airport Way 
• E. French Camp Road/SR-99 Southbound 

Ramps 
• E. French Camp Road/SR-99 Northbound 

Ramps 
• Sperry Road/E. French Camp Road 
• Roth Road/I-5 Southbound Ramps  
• Roth Road/I-5 Northbound Ramps 
• Roth Road/S. Airport Way 

The addition of project traffic would potentially impact the following intersections by either 
increasing delay by more than 5-seconds at intersections projected to operate unacceptably without 
the project, or causing deficient intersection operations:  

• McKinley Avenue/El Dorado 
Street/Clayton Avenue 

• McKinley Avenue/Industrial Drive  
• Sperry Road/Performance Drive 
• Arch-Airport Road/S. Airport Way 
• Arch-Airport Road/B Street 
• Arch-Airport Road/Pock Lane 
• Arch-Airport Road/Qantas Lane 
• Arch-Airport Road/SR-99 
• S. Airport Way/C.E. Dixon-

Performance Drive 
• Mathews Road/I-5 Southbound Ramps 
• Mathews Road/I-5 Northbound Ramps 
• E. French Camp Road/S. Airport Way 
• E. French Camp Road/SR-99 

Southbound Ramps 
• E. French Camp Road/SR-99 

Northbound Ramps 
• Sperry Road/E. French Camp Road 
• Roth Road/I-5 Southbound Ramps  
• Roth Road/I-5 Northbound Ramps 

• Roth Road/S. Airport Way 
• E. French Camp Road/Collector E 
• E. French Camp Road/Entry A 
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Mitigation measures to address the project’s significant impacts are presented in Section 4.7.4.  
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Table 4.7.14: Future (Year 2025) Peak Hour Intersection Operations 
Future (Year 2025) 

Without Project 
Future (Year 2025)  

With Project  
Intersection Control Peak 

Hour 
Delay LOS Delay LOS 

1. E. Charter Way/S. 
Airport Way Signal AM 

PM 
34 
45 

C 
D 

35 
47 

C 
D 

2. S. Airport Way/Ralph 
Avenue Signal AM 

PM 
15 
34 

B 
C 

15 
36 

B 
D 

3. 
McKinley Avenue/El 
Dorado Street/Clayton 
Avenue 

Signal AM 
PM 

46 
59 

D 
E 

50 
71 

D 
E 

4. Carpenter Road/B Street SSSC AM 
PM 

8 (14) 
18 (41) 

A (B) 
C (E) 

8 (14) 
18 (41) 

A (B) 
C (E) 

5. Carpenter Road/Pock 
Lane AWSC AM 

PM 
10 
12 

A 
B 

11 
13 

B 
B 

6. McKinley 
Avenue/Industrial Drive SSSC AM 

PM 
41 (>50) 

>50 (>50) 
E (F) 
F (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

7. Industrial Drive/S. 
Airport Way Signal AM 

PM 
34 
32 

C 
C 

36 
33 

D 
C 

8. McKinley Avenue/“Old” 
Sperry Road Signal AM 

PM 
23 
24 

C 
C 

23 
25 

C 
C 

9. Sperry 
Road/Performance Drive Signal AM 

PM 
29 
51 

C 
D 

33 
68 

C 
E 

10. Arch-Airport Road/S. 
Airport Way Signal AM 

PM 
> 80 
79 

F 
E 

> 80 
> 80 

F 
F 

11. Arch-Airport Road/B 
Street Signal AM 

PM 
43 

> 80 
D 
F 

58 
> 80 

E 
F 

12. Arch-Airport Road/Pock 
Lane Signal AM 

PM 
56 

> 80 
E 
F 

> 80 
> 80 

F 
F 

13. Arch-Airport 
Road/Giannecchini Lane Signal AM 

PM 
14 
32 

B 
C 

14 
48 

B 
D 

14. Arch-Airport 
Road/Qantas Lane Signal AM 

PM 
43 
66 

D 
E 

> 80 
> 80 

F 
F 

15. Arch-Airport Road/SR-
99 SPUI AM 

PM 
56 
61 

E 
E 

59 
> 80 

E 
F 

16. Arch Road/East Frontage 
Road Signal AM 

PM 
44 
52 

D 
D 

44 
54 

D 
D 

17. 
S. Airport Way/C.E. 
Dixon-Performance 
Drive 

Signal AM 
PM 

43 
51 

D 
D 

> 80 
> 80 

F 
F 

18. Mathews Road/I-5 
Southbound Ramps SSSC AM 

PM 
24 (42) 
3 (16) 

C (E) 
A (C) 

>50 (>50) 
9 (44) 

F (F) 
A (E) 

19. Mathews Road/I-5 
Northbound Ramps SSSC AM 

PM 
19 (>50) 

>50 (>50) 
C (F) 
F  (F) 

42 (>50) 
>50 (>50) 

E (F) 
F (F) 

20. Mathews Road-Ash 
Street/El Dorado Street Signal AM 

PM 
28 
30 

C 
C 

29 
32 

C 
C 

21. E. French Camp Road/I-
5 Southbound Ramps Signal AM 

PM 
22 
28 

C 
C 

22 
29 

C 
C 
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Future (Year 2025) 
Without Project 

Future (Year 2025)  
With Project  

Intersection Control Peak 
Hour 

Delay LOS Delay LOS 

22. E. French Camp Road/I-
5 Northbound Ramps Signal AM 

PM 
10 
13 

A 
B 

15 
14 

B 
B 

23. E. French Camp Road/El 
Dorado Street Signal AM 

PM 
35 
28 

C 
C 

38 
34 

D 
C 

24. E. French Camp 
Road/McKinley Avenue Signal AM 

PM 
32 
42 

C 
D 

41 
52 

D 
D 

25. E. French Camp 
Road/Ash Street Signal AM 

PM 
37 
31 

D 
C 

46 
40 

D 
D 

26. E. French Camp Road/S. 
Airport Way Signal AM 

PM 
> 80 
68 

F 
E 

>80 
>80 

F 
F 

27. 
E. French Camp 
Road/SR-99 Southbound 
Ramps 

SSSC AM 
PM 

> 50 (>50) 
>50 (>50) 

F (F) 
F (F) 

> 50 (>50) 
>50 (>50) 

F (F) 
F (F) 

28. 
E. French Camp 
Road/SR-99 Northbound 
Ramps 

SSSC AM 
PM 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

32. Sperry Road/E. French 
Camp Road Signal AM 

PM 
21 
60 

C 
E 

22 
>80 

C 
F 

33. Roth Road/ I-5 
Southbound Ramps SSSC AM 

PM 
>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

34. Roth Road/I-5 
Northbound Ramps SSSC AM 

PM 
4 (28) 

>50 (>50) 
A (D) 
F (F) 

6 (34) 
>50 (>50) 

A (D) 
F (F) 

35. Roth Road/S. Airport 
Way AWSC AM 

PM 
>50 
>50 

F 
F 

>50 
>50 

F 
F 

36. S. Airport Way/Collector 
C AWSC AM 

PM 
N/A 
N/A 

N/A 
N/A 

21 
40 

C 
D 

37. S. Airport Way/Collector 
A Signal AM 

PM 
N/A 
N/A 

N/A 
N/A 

23 
36 

C 
D 

38. E. French Camp 
Road/Collector E SSSC AM 

PM 
N/A 
N/A 

N/A 
N/A 

>50 (>50) 
>50 (>50) 

F (F) 
F (F) 

39. E. French Camp 
Road/Entry A Signal AM 

PM 
N/A 
N/A 

N/A 
N/A 

72 
30 

E 
C 

Notes: 
SSSC = side street stop-controlled intersection 
AWSC = all-way stop-controlled intersection 
SPUI = Single Point Urban Interchange 
Average intersection delay(Worst movement delay) 
Bold = deficient level of service 
Bold Italics = potentially significant impact 
 
Source: Fehr & Peers, 2008.  
 
 
Should Stimson Street be closed to accommodate a grade-separated railroad crossing on S. Airport 
Way, the S. Airport Way/C.E. Dixon-Performance Drive intersection would operate unacceptably 
with the addition of project traffic. Improvements that would provide acceptable operations at this 
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S. Airport Way/C.E. Dixon-Performance Drive intersection with the closure of Stimson Street are 
provided in Section 4.7.4. 
 
 
Queuing 

Queuing was also reviewed at the study intersections. At the unsignalized interchange intersections, 
vehicle queues will exceed the available storage space potentially resulting in vehicle queue spillback 
to the freeway mainline. The addition of project traffic would significantly increase vehicle queuing 
at the Arch-Airport Road/B Street, Arch-Airport Road/Pock Lane, Arch-Airport Road/S. Airport 
Way, Arch-Airport Road/Qantas Lane, Arch-Airport/SR-99 interchange, S. Airport Way/C.E. Dixon-
Performance Drive, and E. French Camp Road/S. Airport Way intersections. Mitigation measures that 
reduce the effects of vehicle queue spillback are presented in Section 4.7.4.  
 
 
Signal Warrants 

The Peak Hour Volume and Peak Hour Delay warrants of the MUTCD was used in this study as a 
supplemental analysis tool to assess operations at the unsignalized intersections and to access the 
need for signalization.1 The results of the traffic signal warrant analysis are shown in Table 4.7.15. 
Detailed signal warrant worksheets are presented in the Appendix.  
 
As shown in Table 4.7.15, all unsignalized study intersections would satisfy either the peak hour 
volume or delay signal warrants in the Future (Year 2025) With Project scenario except for the 
Carpenter Road/B Street and Carpenter Road/Pock Lane intersections. 
 
 
Table 4.7.15: Future (Year 2025) Condition Peak Hour Signal Warrant Analysis 

Peak Hour Volume and/or Delay Warrant Met?   
 

Intersection 
Future (Year 2025) 

Without Project 
Future (Year 2025) 

With Project 
4. Carpenter Road/B Street Not Met Not Met 

5. Carpenter Road/Pock Lane Not Met Not Met 

6. McKinley Avenue/Industrial Drive Met Met 

18. Mathews Road/I-5 Southbound Ramps Met Met 

19. Mathews Road/I-5 Northbound Ramps Met Met 

27. E. French Camp Road/SR-99 Southbound 
Ramps Met Met 

28. E. French Camp Road/SR-99 Northbound 
Ramps Met Met 

33. Roth Road/ I-5 Southbound Ramps Met Met 

34. Roth Road/I-5 Northbound Ramps Met Met 

35. Roth Road/S. Airport Way Met Met 

                                                      
1 See footnote 3. 
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Source: Manual of Uniform Traffic Control (Federal Highway Administration 2000). 
 
 
Freeway Analysis 

The I-5 freeway mainline segments from north of E. French Camp Road to south of Mathews Road 
and SR-99 from north of Arch-Airport Road to south of E. French Camp Road were analyzed based 
on the peak hour volumes shown in Table 4.7.16 and the LOS criteria shown in Table 4.7.3. The 
Future (Year 2025) analysis assumes that I-5 is widened to eight lanes north and south of E. French 
Camp Road by 2025, and that SR-99 is widened to six lanes. The analysis results indicate that all 
sections in the study area on I-5 and SR-99 would operate at LOS D or better during both peak hours 
with or without project traffic in the Future (Year 2025) scenarios. Detailed service level calculations 
are presented in the Appendix.  
 
 
Table 4.7.16: Future (Year 2025) Peak Hour Freeway Analysis 

Without Project With Project 

Segment 
Direction of 

Travel 
Peak 
Hour 

Volume Density LOS Volume Density LOS 
Percent 
Increase 

I-5 North of E. French 
Camp Road Northbound AM 

PM 
4,010 
6,340 

16 
25 

B 
C 

4,180 
6,670 

16 
27 

B 
D 

4.2 
5.2 

I-5 North of E. French 
Camp Road Southbound AM 

PM 
6,110 
4,520 

24 
17 

C 
B 

6,350 
4,760 

25 
18 

C 
C 

3.9 
5.3 

I-5 South of E. French 
Camp Road Northbound AM 

PM 
3,310 
3,610 

17 
19 

B 
C 

3,460 
3,730 

18 
19 

B 
C 

4.5 
3.3 

I-5 South of E. French 
Camp Road Southbound AM 

PM 
4,540 
3,710 

24 
19 

C 
C 

4,600 
3,900 

24 
20 

C 
C 

1.3 
5.1 

I-5 South of Mathews 
Road Northbound AM 

PM 
3,200 
2,830 

17 
15 

B 
B 

3,310 
2950 

17 
15 

B 
B 

3.4 
4.2 

I-5 South of Mathews 
Road Southbound AM 

PM 
3,770 
3,610 

19 
19 

C 
C 

3,840 
3,760 

20 
19 

C 
C 

1.9 
4.2 

I-5 North of  Roth Road Northbound AM 
PM 

3,370 
3,060 

17 
16 

B 
B 

3,480 
3,180 

18 
16 

B 
B 

3.3 
3.9 

I-5 North of Roth Road Southbound AM 
PM 

3,990 
3,780 

21 
19 

C 
C 

4,070 
3,940 

21 
20 

C 
C 

2.0 
4.2 

I-5 South of Roth Road Northbound AM 
PM 

2,710 
3,780 

14 
19 

B 
C 

2,940 
4,120 

15 
21 

B 
C 

8.5 
9.0 

I-5 South of Roth Road Southbound AM 
PM 

4,470 
3,430 

23 
18 

C 
B 

4,740 
3,790 

25 
20 

C 
C 

6.0 
10.5 

SR-99 North of Arch-
Airport Road Northbound AM 

PM 
4,590 
5,050 

24 
27 

C 
D 

4,780 
5,520 

25 
30 

C 
D 

4.1 
9.3 

SR-99 North of Arch-
Airport Road Southbound AM 

PM 
4,600 
5,060 

24 
27 

C 
D 

5,000 
5,310 

26 
29 

D 
D 

8.7 
4.9 

SR-99 North of E. French 
Camp Road Northbound AM 

PM 
4,660 
4,750 

24 
25 

C 
C 

4,840 
4,840 

25 
25 

C 
C 

3.9 
1.9 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-267 

Without Project With Project 

Segment 
Direction of 

Travel 
Peak 
Hour 

Volume Density LOS Volume Density LOS 
Percent 
Increase 

SR-99 North of E. French 
Camp Road Southbound AM 

PM 
4,110 
4,960 

21 
26 

C 
D 

4,160 
5,170 

21 
28 

C 
D 

1.2 
4.2 

SR-99 South of E. French 
Camp Road Northbound AM 

PM 
4,690 
4,840 

24 
25 

C 
C 

4,830 
4,980 

25 
26 

C 
D 

3.0 
2.9 

SR-99 South of E. French 
Camp Road Southbound AM 

PM 
4,290 
5,080 

22 
27 

C 
D 

4,400 
5,270 

23 
28 

C 
D 

2.6 
3.7 

Notes: Traffic volumes from Caltrans. 
Density measured in passenger cars per mile per lane. 
Mainline segment level of service based on vehicle density, according to the Highway Capacity Manual (Transportation 
Research Board 2000). 
Source: Fehr & Peers, 2008.  
 
 
FUTURE (YEAR 2035) ANALYSIS 
This section discusses the methods used to develop the Future (Year 2035) traffic forecasts with and 
without the project, based on the 2035 General Plan Update. As the 2035 General Plan Update has 
not yet been approved, this analysis is provided for informational purposes only.  
 
The 2035 General Plan Update envisions population growth in Stockton beyond that included in the 
1990 General Plan. The General Plan Update projects a 2035 citywide population of over 600,000 
(210,000 residential units). By comparison, the 2025 scenario from the 1990 General Plan included 
total population of approximately 430,000 (160,000 residential units). In the 2035 General Plan 
Update, substantial new development activity is anticipated in the areas west of I-5 and south of E. 
French Camp Road, as well as the areas east of I-5 and south of Sperry Road. The additional growth 
in these areas will contribute higher traffic volumes to study area roadways than was projected in the 
2025 scenario based on the 1990 General Plan. In addition, the 2035 General Plan Update accounts 
for continued growth outside of Stockton to the year 2035. This analysis considers planned 
development currently outside the City of Stockton, such as the Mariposa Lakes and Sanctuary 
developments.  
 
 
Planned Transportation Improvements 

Several major roadway improvements in the study area are being considered as part of the 2035 
General Plan Update and are described in Table 4.7.17. The roadway improvements are based on the 
November 2005 Draft 2035 Roadway System map. This map has not been approved by the City of 
Stockton, but it was available at the time of this analysis. Once the final 2035 roadway improvements 
are finalized, supplemental analysis can be completed to determine if any additional impacts are 
caused or severity lessened by the addition of project traffic. The future 2035 roadway network is 
shown on Figure 4.7.18 and the future 2035 lane configurations at the study intersections are shown 
on Figure 4.7.19. Included on these figures are two proposed roadways – the extension of Sperry 
Road between El Dorado Street and E. French Camp Road, and an interchange on SR-99 at Dixon 
Road. Three additional study intersections are analyzed under the Future (Year 2035) scenario. 
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Installation of traffic signals at all unsignalized intersections, except for the Carpenter Road/B Street 
and Carpenter Road/Pock Lane intersections was assumed. These improvements were used in 
developing the Future (Year 2035) traffic forecasts.  
 
It should be noted that with the planned widening of Airport Road through the study area, a grade 
separated crossing of the Union Pacific Railroad, south of Stimson Street may be constructed. 
Construction of a grade separated crossing may require the closure or relocation of the Stimson Street 
intersection due to changes in grade. For the purposes of this analysis, it was assumed that the 
Stimson Street intersection would be closed and all traffic routed to the S. Airport Way/C.E. Dixon-
Performance Drive intersection.  
 
 
Table 4.7.17: Planned Roadway Improvements for the Future (Year 2035) Scenario 

Location Lane Configuration 

I-5 Ten lanes between E. French Camp Road and Mathews Road 

I-5/E. French Camp Road 
Interchange 

Construction of an L-9 Interchange including loop on-ramps in the southeast 
and northwest quadrants. In conjunction with this improvement, Manthey Road 
would be realigned to the west and Val Dervin Parkway to the east across from 
the Sperry Road/E. French Camp Road intersection. 

I-5/Mathews Road 
Interchange 

Construction of a diamond interchange with a seven-lane cross-section 
(including turn lanes) under the freeway, and northbound and southbound free 
right-turn lanes. 

E. French Camp Road Eight lanes between I-5 and SR-99. 

SR-99/E. French Camp Road 
Interchange  

Construction of a diamond interchange with a eight-lane cross-section 
(including turn lanes) under the freeway. 

SR-99 Eight lanes between Mariposa Road and Arch Road. 

Dixon Street/SR-99 
Interchange 

Construction of a diamond interchange at the location of the existing frontage 
road hook-ramps. 

El Dorado Street Nine lanes north of the proposed Sperry Road extension. 
Six lanes south of the proposed Sperry Road extension. 

E. Charter Way Six lanes between I-5 and Mariposa Road.  

Pock Lane Four lanes between Mariposa Road and Arch-Airport Road. 

B Street Four lanes between E. Charter Way and Arch-Airport Road. 

S. Airport Way Six to eight lanes between E. Charter Way and E. French Camp Road. 

Sperry Road/Arch-Airport 
Road Eight lanes between E. French Camp Road and SR-99. 

Industrial Way Four lanes between McKinley Avenue and SR-99. 

Mathews Road Eight lanes between I-5 and El Dorado Street. 

Source: Citywide Traffic Model for the 2035 General Plan Update, conversations with City staff. 
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Intersection Forecasts  

Future (Year 2035) intersection traffic forecasts were developed using the 2035 General Plan Update 
traffic model as of December 2005. Traffic forecasts from the model were adjusted using the delta 
method. In addition, these forecasts were compared to the Existing Plus Approved Without Project 
volumes to ensure appropriate travel patterns and growth. The Future (Year 2035) Without Project 
forecasts are shown on Figure 4.7.20. 
 
The peak hour project traffic volumes from Figure 4.7.10 were added to the Future (Year 2035) 
Without Project volumes to determine future traffic volumes with the project. Future (Year 2035) 
With Project peak hour traffic volumes are shown on Figure 4.7.21. 
 
Analysis of Future (Year 2035) Conditions 

Intersection Analysis 

The Future (Year 2035) Without Project condition analysis results are shown in Table 4.7.18. The 
results indicate that most study intersections would operate within acceptable LOS ranges (i.e., 
LOS D or better). The following study intersections are expected to operate at unacceptable levels of 
service prior to the addition of project traffic.  

• E. Charter Way/S. Airport Way  
• S. Airport Way/Ralph Avenue 
• Arch-Airport Road/S. Airport Way 
• Arch-Airport Road/B Street 
• Arch-Airport Road/Pock Lane 
• Mathews Road /I-5 Southbound Ramps 
• Mathews Road /I-5 Northbound Ramps 

 
The addition of project traffic is expected to potentially impact the following intersections by either 
increasing delay by more than 5 seconds or degrading intersection operations to unacceptable levels 
of service:  

• E. Charter Way/S. Airport Way  
• S. Airport Way/Ralph Avenue 
• Arch-Airport Road/S. Airport Way 
• Arch-Airport Road/B Street 
• Arch-Airport Road/Pock Lane 
• Arch-Airport Road/Qantas Lane 
• S. Airport Way/C.E. Dixon-Performance Drive 
• Mathews Road /I-5 Northbound Ramps  
• E. French Camp Road/S. Airport Way  

Mitigation measures to address the project’s significant impacts are presented in Section 4.7.4.  
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Table 4.7.18: Future (Year 2035) Peak Hour Intersection Operations 
Future (Year 2035) 

Without Project 
Future (Year 2035)  

With Project  
Intersection Control Peak 

Hour 
Delay LOS Delay LOS 

1. E. Charter Way/S. 
Airport Way Signal AM 

PM 
69 

>80 
E 
F 

74 
>80 

E 
F 

2. S. Airport Way/Ralph 
Avenue Signal AM 

PM 
26 
80 

C 
E 

28 
> 80 

C 
F 

3. 
McKinley Avenue/El 
Dorado Street/Clayton 
Avenue 

Signal AM 
PM 

33 
44 

C 
D 

34 
46 

C 
D 

4. Carpenter Road/B 
Street AWCS AM 

PM 
11 
16 

B 
C 

11 
16 

B 
C 

5. Carpenter Road/Pock 
Lane AWCS AM 

PM 
11 
13 

B 
B 

12 
14 

B 
B 

6. McKinley 
Avenue/Industrial Drive Signal AM 

PM 
30 
34 

C 
C 

31 
37 

C 
D 

7. Industrial Drive/S. 
Airport Way Signal AM 

PM 
29 
51 

C 
D 

29 
53 

C 
D 

8. 
McKinley 
Avenue/“Old” Sperry 
Road 

Signal AM 
PM 

24 
27 

C 
C 

25 
28 

C 
C 

9. 
Sperry 
Road/Performance 
Drive 

Signal AM 
PM 

34 
35 

C 
C 

36 
36 

D 
D 

10. Arch-Airport Road/S. 
Airport Way Signal AM 

PM 
64 
45 

E 
D 

>80 
60 

F 
E 

11. Arch-Airport Road/B 
Street Signal AM 

PM 
60 
58 

E 
E 

66 
75 

E 
E 

12. Arch-Airport 
Road/Pock Lane Signal AM 

PM 
>80 
>80 

F 
F 

>80 
>80 

F 
F 

13. 
Arch-Airport 
Road/Giannecchini 
Lane 

Signal AM 
PM 

16 
21 

B 
C 

16 
22 

B 
C 

14. Arch-Airport 
Road/Qantas Lane Signal AM 

PM 
32 
42 

C 
D 

41 
68 

D 
E 

15. Arch-Airport Road/SR-
99 SPUI AM 

PM 
40 
36 

D 
D 

41 
42 

D 
D 

16. Arch Road/East 
Frontage Road Signal AM 

PM 
45 
50 

D 
D 

46 
50 

D 
D 

17. 
S. Airport Way/C.E. 
Dixon-Performance 
Drive 

Signal AM 
PM 

43 
> 80 

D 
F 

> 80 
> 80 

F 
F 

18. Mathews Road /I-5 
Southbound Ramps Signal AM 

PM 
14 

>80 
B 
F 

17 
>80 

B 
F 
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19. Mathews Road /I-5 
Northbound Ramps Signal AM 

PM 
56 
11 

E 
B 

73 
14 

E 
B 

20. Mathews Road-Ash 
Street/El Dorado Street Signal AM 

PM 
27 
45 

C 
D 

28 
53 

C 
D 

21. E. French Camp Road 
/I-5 Southbound Ramps Signal AM 

PM 
24 
31 

C 
C 

24 
34 

C 
C 

22. E. French Camp Road 
/I-5 Northbound Ramps Signal AM 

PM 
25 
22 

C 
C 

27 
26 

C 
C 

23. E. French Camp 
Road/El Dorado Street Signal AM 

PM 
25 
40 

C 
D 

25 
43 

C 
D 

24. E. French Camp 
Road/McKinley Avenue Signal AM 

PM 
32 
44 

C 
D 

32 
48 

C 
D 

25. E. French Camp Road 
/Ash Street Signal AM 

PM 
46 
40 

D 
D 

49 
48 

D 
D 

26. E. French Camp 
Road/S. Airport Way Signal AM 

PM 
44 
46 

D 
D 

51 
67 

D 
E 

27. 
E. French Camp 
Road/SR-99 
Southbound Ramps 

Signal AM 
PM 

22 
16 

C 
B 

23 
17 

C 
B 

28. 
E. French Camp 
Road/SR-99 
Northbound Ramps 

Signal AM 
PM 

27 
17 

C 
B 

29 
20 

C 
B 

30. SR-99 Southbound 
Ramps/Dixon Street Signal AM 

PM 
23 
18 

C 
B 

17 
18 

B 
B 

31. SR-99 Northbound 
Ramps/Dixon Street Signal AM 

PM 
21 
21 

C 
C 

17 
23 

B 
C 

32. Sperry Road/E. French 
Camp Road Signal AM 

PM 
34 
37 

C 
D 

34 
42 

C 
D 

33. Roth Road/ I-5 
Southbound Ramps Signal AM 

PM 
22 
26 

C 
C 

22 
28 

C 
C 

34. Roth Road/I-5 
Northbound Ramps Signal AM 

PM 
15 
22 

B 
C 

18 
29 

B 
C 

35. Roth Road/S. Airport 
Way Signal AM 

PM 
18 
19 

B 
B 

23 
21 

C 
C 

36. S. Airport 
Way/Collector C Signal AM 

PM 
N/A 
N/A 

N/A 
N/A 

17 
27 

B 
C 

37. S. Airport 
Way/Collector A Signal AM 

PM 
N/A 
N/A 

N/A 
N/A 

24 
29 

C 
C 

38. E. French Camp 
Road/Collector E SSSC AM 

PM 
N/A 
N/A 

N/A 
N/A 

7 (>50) 
2 (>50) 

A (F) 
A (F) 

39. E. French Camp 
Road/Entry A Signal AM 

PM 
N/A 
N/A 

N/A 
N/A 

20 
12 

B 
B 

Notes: 
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Signal = signalized intersection 
SPUI = Single Point Urban Interchange 
Bold = deficient level of service 
Bold Italics = potentially significant impact 
 
Source: Fehr & Peers, 2008.  
 
 
Should Stimson Street be closed to accommodate a grade-separated railroad crossing on S. Airport 
Way, the S. Airport Way/C.E. Dixon-Performance Drive intersection would operate unacceptably 
prior to the addition of Project traffic, with the addition of project traffic worsening deficient 
operations. Improvements that would provide acceptable operations at this S. Airport Way/C.E. 
Dixon-Performance Drive intersection with the closure of Stimson Street in 2035 are provided in 
Section 4.7.4. 
 
 
Queuing 

Queuing was also reviewed at the study intersections. Queuing problems are generally expected to 
occur at the locations projected to operate at unacceptable service levels, such as S. Airport Way/E. 
Charter Way, S. Airport Way/Ralph Avenue, intersections on Arch-Airport Road, at S. Airport Way, 
B Street, Pock Lane, and Qantas Lane. The addition of project traffic would also increase vehicle 
queues at the S. Airport Way/C.E. Dixon-Performance Drive, Mathews Road /I-5 Northbound 
Ramps, and E. French Camp Road/S. Airport Way intersections.  
 
Mitigation measures that reduce the effects of vehicle queue spill back are presented in Section 4.7.4.  
 
 
Freeway Analysis 

The I-5 freeway mainline segments from north of E. French Camp Road to south of Mathews Road 
and SR-99 from north of Arch-Airport Road to south of E. French Camp Road, including the new 
interchange at Dixon Street, were analyzed based on the peak hour volumes shown in Table 4.7.19 
and the LOS criteria shown in Table 4.7.3. The Future (Year 2035) analysis assumes that I-5 is 
widened to ten lanes north and south of E. French Camp Road by 2035 and that SR-99 is widened to 
eight lanes in the study area by 2035. The analysis results indicate that all sections in the study area 
on I-5 and SR-99 would operate at LOS D or better during both peak hours without project traffic in 
the Future (Year 2035) scenarios. The addition of project traffic would worsen southbound I-5, south 
of Roth Road to LOS E during the AM peak hour.  
 
Detailed service level calculations are presented in the Appendix.  
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Table 4.7.19: Future (Year 2035) Peak Hour Freeway Analysis 

Without Project With Project 

Segment 
Direction of  

Travel 
Peak 
Hour Volume Density LOS Volume Density LOS 

Percent 
Increase 

I-5 North of E. French Camp 
Road Northbound AM 

PM 
8,540 
9,400 

27 
32 

D 
D 

8,700 
9,690 

28 
33 

D 
D 

1.9 
3.1 

I-5 North of E. French Camp 
Road Southbound AM 

PM 
9,330 
9,690 

31 
33 

D 
D 

9,550 
9,890 

33 
35 

D 
D 

2.4 
2.1 

I-5 South of E. French Camp 
Road Northbound AM 

PM 
7,570 
8,560 

24 
28 

C 
D 

7,690 
8,700 

24 
28 

C 
D 

1.6 
1.6 

I-5 South of E. French Camp 
Road Southbound AM 

PM 
9,420 
8,360 

32 
27 

D 
D 

9,510 
8,490 

32 
27 

D 
D 

1.0 
1.6 

I-5 South of Mathews Road Northbound AM 
PM 

7,390 
8,440 

23 
27 

C 
D 

7,440 
8,490 

23 
27 

C 
D 

0.7 
0.6 

I-5 South of Mathews Road Southbound AM 
PM 

9,300 
6,960 

31 
22 

D 
C 

9,340 
7,010 

31 
22 

D 
C 

0.4 
0.7 

I-5 North of  Roth Road Northbound AM 
PM 

7,730 
8,760 

24 
28 

C 
D 

7,780 
8,830 

24 
29 

C 
D 

0.6 
0.8 

I-5 North of Roth Road Southbound AM 
PM 

9,630 
7,380 

33 
23 

D 
C 

9,680 
7,440 

33 
23 

D 
C 

0.5 
0.8 

I-5 South of Roth Road Northbound AM 
PM 

7,290 
8,990 

23 
30 

C 
D 

7,500 
9,280 

23 
31 

C 
D 

2.9 
3.2 

I-5 South of Roth Road Southbound AM 
PM 

9,910 
6,650 

35 
21 

D 
C 

10,140 
6,950 

36 
22 

E 
C 

2.3 
4.5 

SR-99 North of Arch-Airport 
Road Northbound AM 

PM 
4,900 
6,980 

19 
28 

C 
D 

5,070 
7,400 

20 
31 

C 
D 

3.5 
6.0 

SR-99 North of Arch-Airport 
Road Southbound AM 

PM 
6,790 
6,030 

27 
23 

D 
C 

7,170 
6,260 

29 
24 

D 
C 

5.6 
3.8 

SR-99 North of Dixon Street Northbound AM 
PM 

5,120 
6,420 

20 
25 

C 
C 

5,200 
6,500 

20 
26 

C 
C 

1.6 
1.2 

SR-99 North of Dixon Street Southbound AM 
PM 

5,660 
5,850 

22 
23 

C 
C 

5,720 
5,960 

22 
23 

C 
C 

1.1 
1.9 

SR-99 North of E. French 
Camp Road Northbound AM 

PM 
5,450 
5,760 

21 
22 

C 
C 

5,650 
5,840 

22 
23 

C 
C 

3.7 
1.4 

SR-99 North of E. French 
Camp Road Southbound AM 

PM 
5,030 
5,850 

19 
23 

C 
C 

5,080 
6,070 

20 
24 

C 
C 

1.0 
3.8 

SR-99 South of E. French 
Camp Road Northbound AM 

PM 
6,130 
5,410 

24 
21 

C 
C 

6,290 
5,560 

25 
21 

C 
C 

2.6 
2.8 

SR-99 South of E. French 
Camp Road Southbound AM 

PM 
5,090 
6,380 

20 
25 

C 
C 

5,210 
6,590 

20 
26 

C 
C 

2.4 
3.3 

Notes: Traffic volumes from Caltrans. 
Density measured in passenger cars per mile per lane. 
Mainline segment level of service based on vehicle density, according to the Highway Capacity Manual (Transportation 
Research Board 2000). 
Source: Fehr & Peers, 2008.  
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FUTURE (YEAR 2035) (WITH FRENCH CAMP BYPASS) ANALYSIS 
This section discusses the methods used to develop the Future (Year 2035) traffic forecasts with and 
without the project, based on the 2035 General Plan Update, assuming an additional new road 
referred to as the E. French Camp Road Bypass. This roadway is not included in the 2035 General 
Plan Update, but was analyzed as a project alternative. The intent was to develop a project alternative 
that would reduce the impacts on E. French Camp Road and within the Town of French Camp. This 
analysis is based on the same assumptions, planned roadway improvements, and forecasts as 
presented in the previous section, unless otherwise noted. The roadway network is shown in Figure 
4.7.22, and the lane configurations are shown on Figure 4.7.23. 
 
Intersection Forecasts  

Future (Year 2035) (With E. French Camp Road Bypass) intersection traffic forecasts were developed 
using the 2035 General Plan Update traffic model as of December 2005. Traffic forecasts from the 
model were adjusted using the delta method. Traffic was rerouted from E. French Camp Road to the 
E. French Camp Road Bypass accordingly. As a result, E. French Camp Road was assumed to be a 
four-lane road between El Dorado Street and west of S. Airport Way, rather than the eight-lane road 
included in the 2035 General Plan Update traffic model. The Future (Year 2035) (With E. French 
Camp Road Bypass) Without Project forecasts are shown on Figure 4.7.24. 
 
The peak hour project traffic volumes from Figure 4.7.11 were added to the Future (Year 2035) (With 
E. French Camp Road Bypass) Without Project volumes to determine future traffic volumes with the 
project. Future (Year 2035) (With E. French Camp Road Bypass) With Project peak hour traffic 
volumes are shown on Figure 4.7.25.  
 
Only intersections 18 through 26 and 38 were included in the analysis with the French Camp Bypass, 
as these are the only intersections that could potentially experience traffic shifts with the potential 
bypass. 
 
Analysis of Future (Year 2035) (With French Camp Bypass) Conditions 

Intersection Analysis 

For those intersections that are affected by the E. French Camp Road Bypass, the Future (Year 2035) 
(With E. French Camp Road Bypass) Without Project condition analysis results are shown in 
Table 4.7.20. The results indicate that the following two intersections would operate at a deficient 
service level:  
 
The addition of project traffic would increase delay by more than 5-seconds at the following 
intersection: 

• I-5 Southbound Ramps/Mathews Road 
• I-5 Northbound Ramps/Mathews Road  
• I-5 Northbound Ramps/Mathews Road 

Mitigation measures to address the project’s significant impacts are presented in Section 4.7.4. 
Detailed service level calculations are presented in the Appendix. 
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Table 4.7.20: Future (Year 2035) (with French Camp bypass) Peak Hour Intersection 
Operations 

Future (Year 2035) 
Without Project 

Future (Year 2035)  
With Project  

Intersection Control Peak 
Hour 

Delay LOS Delay LOS 

18. Mathews Road /I-5 
Southbound Ramps Signal AM 

PM 
18 
85 

B 
F 

22 
86 

C 
F 

19. Mathews Road /I-5 
Northbound Ramps Signal AM 

PM 
71 
13 

E 
B 

81 
14 

F 
B 

20. 
Mathews Road/El 
Dorado Street/E. French 
Camp Road Bypass 

Signal AM 
PM 

25 
39 

C 
D 

26 
42 

C 
D 

21. E. French Camp Road 
/I-5 Southbound Ramps Signal AM 

PM 
24 
31 

C 
C 

25 
32 

C 
C 

22. E. French Camp Road 
/I-5 Northbound Ramps Signal AM 

PM 
22 
21 

C 
C 

24 
25 

C 
C 

23. E. French Camp Road 
/El Dorado Street Signal AM 

PM 
29 
35 

C 
C 

29 
37 

C 
D 

24. E. French Camp Road 
/McKinley Avenue Signal AM 

PM 
35 
45 

C 
D 

35 
51 

C 
D 

25. E. French Camp Road 
/Ash Street Signal AM 

PM 
46 
39 

D 
D 

53 
39 

D 
D 

32. Sperry Road/E. French 
Camp Road Signal AM 

PM 
31 
36 

C 
D 

31 
38 

C 
D 

38. E. French Camp 
Road/Collector E SSSC AM 

PM 
N/A 
N/A 

N/A 
N/A 

32 (>50) 
1 (30) 

D (F) 
A (C) 

Notes: 
Signal = signalized intersection 
Bold = deficient level of service 
Bold Italics = potentially significant impact 
Source: Fehr & Peers, 2008.  
 
 
Freeway Analysis 

The I-5 freeway mainline segments from north of E. French Camp Road to south of Roth were 
analyzed based on the peak hour volumes shown in Table 4.7.21 and the LOS criteria shown in 
Table 4.7.3. The Future (Year 2035) (With E. French Camp Road Bypass) analysis assumes that I-5 
widens to ten lanes north and south of E. French Camp Road by 2035. The analysis results indicate 
that all sections in the study area on I-5 would operate at LOS D or better during both peak hours 
with or without project traffic in the Future (Year 2035) (With E. French Camp Road Bypass) 
scenarios. The addition of project traffic would worsen southbound I-5, south of Roth Road to LOS E 
during the AM peak hour. The analysis results of all segments on SR-99 would not change from those 
presented in the previous section.  
 
Detailed service level calculations are presented in the Appendix.  
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Table 4.7.21: Future (Year 2035) (with E. French Camp Road Bypass) Peak Hour Freeway 
Analysis 

Without Project With Project 

Segment Direction of 
Travel 

Peak  
Hour Volume Density LOS Volume Density LOS 

Percent 
Increase 

I-5 North of E. 
French Camp Road Northbound AM 

PM 
8,540 
9,400 

27 
32 

D 
D 

8,700 
9,690 

28 
33 

D 
D 

1.9 
3.1 

I-5 North of E. 
French Camp Road Southbound AM 

PM 
9,330 
9,690 

31 
33 

D 
D 

9,550 
9,890 

33 
35 

D 
D 

2.4 
2.1 

I-5 South of E. 
French Camp Road Northbound AM 

PM 
7,680 
8,460 

24 
27 

C 
D 

7,800 
8,590 

25 
28 

C 
D 

1.6 
1.5 

I-5 South of E. 
French Camp Road Southbound AM 

PM 
9,360 
8,520 

31 
27 

D 
D 

9,450 
8,660 

32 
28 

D 
D 

1.0 
1.6 

I-5 South of Mathews 
Road Northbound AM 

PM 
7,380 
8,450 

23 
27 

C 
D 

7,440 
8,490 

23 
27 

C 
D 

0.8 
0.5 

I-5 South of Mathews 
Road Southbound AM 

PM 
9,340 
6,950 

31 
22 

D 
C 

9,380 
7,020 

32 
22 

D 
C 

0.4 
1.0 

I-5 North of  Roth 
Road Northbound AM 

PM 
7,720 
8,770 

24 
28 

C 
D 

7,780 
8,830 

24 
29 

C 
D 

0.8 
0.7 

I-5 North of Roth 
Road Southbound AM 

PM 
9,670 
7,370 

33 
23 

D 
C 

9,720 
7,450 

34 
23 

D 
C 

0.5 
1.1 

I-5 South of Roth 
Road Northbound AM 

PM 
7,280 
9,000 

23 
30 

C 
D 

7,500 
9,280 

23 
31 

C 
D 

3.0 
3.1 

I-5 South of Roth 
Road Southbound AM 

PM 
9,950 
6,640 

35 
21 

D 
C 

10,180 
6,960 

37 
22 

E 
C 

2.3 
4.8 

Notes: Traffic volumes from Caltrans. 
Density measured in passenger cars per mile per lane. 
Mainline segment level of service based on vehicle density, according to the Highway Capacity Manual (Transportation 
Research Board 2000). 
Source: Fehr & Peers, 2008.  
 
 
4.7.3 Site Plan Review 
 
This section provides a review of site access, circulation, and parking, as well as information on how 
to incorporate traffic calming elements and provide for alternative mode circulation. The review is 
based on the Tidewater Crossing Lot Layout Exhibit R (Stantec, July 17, 2007), which includes 
detailed site layout diagrams for the residential Villages. Site plan recommendations are summarized 
on Figure 4.7.26 at the end of this section. 
 
Projected internal intersection volumes were considered in conjunction with the City of Stockton’s 
Traffic Calming Guidelines and Street Design Guidelines, November 2003, to identify appropriate 
design and traffic control for key roadways and intersections within the project site. Items specifically 
considered in this review include: roadway design (travel lane width and parking lanes), intersection 
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traffic controls, pedestrian/vehicle conflict areas, and alternative mode access (pedestrians, bicycles 
and transit).  
 
 
SITE ACCESS 

Vehicle Access 

Residential and Commercial Site Access Locations. Access to the residential portion of the site is 
proposed via two locations on E. French Camp Road and two locations on S. Airport Way. Access to 
the commercial portion of the site would also be provided from S. Airport Way. Due to the high 
traffic volumes generated by the project that would use these four access points, and recognizing that 
the 2035 General Plan shows E. French Camp Road ultimately as an eight-lane arterial and S. Airport 
Way as a six-lane arterial along the project frontage, these access locations are proposed to be 
signalized or restricted to right-in/right-out operation. The Spacing Between The Access Points And 
The Adjacent Arterial Intersections Is At Least 1,300 Feet In All Cases, Which Is Appropriate And 
Acceptable.  
 
 

Industrial Access  

Access to the industrial area would be provided at the intersection of South Airport Way/C.E. Dixon 
Street and South Airport Way/Stimson Street. R. A. Bridgeford Street is proposed to be extended 
through the Airport and National Guard vehicle maintenance facility and into the industrial park. An 
additional connection will be provided through the use of the existing State Route 99 West Frontage 
Road which connects to Quantas Lane and Arch Airport Road. The Stockton 2035 General Plan 
proposes a future interchange along State Route 99 intersecting with an east/west roadway associated 
with the industrial park.  
 
Intersection improvements are necessary at the C.E. Dixon Street and Stimson Street intersections 
with Airport Way to accommodate project traffic. The extension of R.A. Bridgeford Street through 
the National Guard vehicle maintenance facility remains the preferred alignment for access into the 
Airport property. If R.A. Bridgeford cannot be extended through the National Guard vehicle 
maintenance facility as proposed in the Master Development Plan, the project proponent, landowner 
or successor-in-interest would be required to secure another means of access and conduct the 
appropriate technical and environmental analysis to address potential significant project impacts to 
streets and intersections not fully considered in this Environmental Impact Report. An exhibit 
depicting the proposed alignment can be found on Figure 4.7.27. 
 
When S. Airport Way is widened to its ultimate width, a grade-separated crossing of the Union 
Pacific Railroad may be constructed. Should a grade separated crossing be constructed, it would 
require the closure or relocation of the Stimson Street intersection, potentially requiring additional 
improvements at the S. Airport Way/C.E. Dixon-Performance Drive. The analysis of 2025 and 2035 
conditions considers the closure of Stimson Street and additional traffic flows associated with the 
closure through the C.E. Dixon-Performance Drive intersection.  
 
 
On-site Circulation  
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Roadway Design Elements  

The proposed roadway design elements were reviewed to ensure the provision of appropriate lane 
widths, parking lanes and block lengths. As detailed in the Street Design Guidelines, City of Stockton 
street standards include: 

• Collectors 

a. Block length 800 to 1,000 feet 
b. Cross-section of 56-feet for back-up residential collectors (26-foot travel-way with 15-foot 

planter strips on each side which include an eight-foot minimum detached sidewalk/bikeway) 
c. Cross-section of 78-feet for non-residential collectors (a 48-foot travel-way with on-street 

parking and 15-foot planter strips which include eight-foot minimum detached 
sidewalk/bikeway) 

• Local Streets 

a. Maximum block length of 600 feet 
b. Cross-section of 54 to 57-feet for residential streets (34-foot travel-way with on-street 

parking, and four-foot minimum sidewalks and six-foot planter strips on both sides of the 
street) 

c. Additionally, as detailed in the Traffic Calming Guidelines, to minimize driver’s propensity 
to speed, 8-foot travel lanes are permitted on low volume residential streets. 

 
 
Residential collector roadways in Tidewater Crossing are planned to provide an 8-foot mixed-use 
path, 7-foot landscaped buffer, and 13-foot travel lane on both sides of the street within a 56 foot 
right-of way. Typical residential streets within Tidewater Crossing are planned to include a 4-foot 
sidewalk, 6-foot planting strip, 7-foot parking lane and a 10-foot travel lane in each direction within 
in a 54-foot right-of-way. The street types proposed within the project per the site plan are compliant 
with the Street Deign Guidelines, except around the park and school site, where block lengths exceed 
600 feet.  
 
 
Daily Traffic Volumes 

Daily traffic volumes for roadway segments within the project site were projected based on the 
expected trip generation and distribution, roadway layout, and access controls at the entry 
intersections and are shown on Figure 4.7.28. (Collector E was assumed to be restricted to right/in-
right-out operation due to the railroad crossing.)  
 
The number of travel lanes required to provide acceptable daily operations (Level of Service D or 
better) on the roadways providing site access and circulation was determined based on daily volume 
thresholds presented in the General Plan Update. Each of the major roadways is described below in 
further detail.  
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C.E. Dixon Street 

C.E. Dixon Street is a four-lane collector roadway that would provide access to the industrial portions 
of the project site via R.A Bridgeford Street. High traffic volumes are projected at the C.E. Dixon 
Street/R.A. Bridgeford Street intersection, which is currently at a 90 degree angle. Improvements at 
this intersection to facilitate the turning movements of STAA trucks may be necessary and should be 
determined through a comprehensive design study of the roadways proposed to serve the industrial 
portions of the project.  
 
 

R.A. Bridgeford  

R.A. Bridgeford Street is a four-lane collector roadway that connects C.E. Dixon Street to Stimson 
Street (a two-lane roadway) where it terminates. Current project plans call for extending R.A. 
Bridgeford Road southeast from its current terminus connecting to the West Frontage Road at State 
Route 99. The potential alignment through the National Guard is shown on Figure 4.7.27. Future 
portions of this roadway should be designed to arterial standards and provide a four-lane cross 
section. New intersections on this facility should be designed to accommodate STAA trucks.  
 
 

West Frontage Road  

West Frontage Road is a two-lane roadway that extends south from Qantas Lane (at Arch Road) to a 
Southbound SR-99 ramp on/off. A new interchange is planned on SR-99 at the R.A. Bridgeford 
extension. Improvements would be needed on this roadway to accommodate STAA trucks.  
 
 

Stimson Street 

This roadway connects S. Airport Way to R.A. Bridgeford Street and would operate acceptably with 
one travel lane per direction, provided signage directs vehicles to C.E. Dixon Street and the use of 
Stimson Street is discouraged. This roadway may need to be improved to accommodate STAA trucks. 
The proposed alignment of R.A. Bridgeford Street, as depicted on Figure 4.7.27 has been designed to 
discourage use of Stimson Street.  
 
The City of Stockton’s long-range plans suggest the need for a grade separation along South Airport 
Way just south of Stimson Street. As a result of the planned grade separation there would be a need to 
relocate and potentially close the connection of Stimson Street at South Airport Way in the future. 
The analysis of 2025 and 2035 conditions reflects the closure of Stimson Street and all traffic routed 
through the C.E. Dixon Street.  
 
 

S. Airport Way 

S. Airport Way connects Sperry Road/Arch Road to E. French Camp Road and bisects the project 
site. Traffic forecasts show that this roadway would operate acceptably with a six-lane cross section 
from north of E. French Camp Road to Performance Drive/C.E. Dixon Street. North of Performance 
Drive, eight travel lanes would be necessary. An 8-foot multiuse pedestrian/class I bike path is 
planned on each side of this roadway, which conforms to the City of Stockton’s Bikeway Master 
plans as depicted in the Update of the 2035 General Plan. The 2035 General Plan proposes a transit 
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hub at the Airport and a major local/feeder service route along S. Airport Way and on E. French 
Camp Road east of S. Airport Way. The ultimate S. Airport Way cross-section should consider the 
need for bus turnout and other transit amenities.  
 
The established City standard right-of-way for South Airport Way is 120-feet. The Master 
Development Plan proposes an ultimate right-of-way for South Airport Way of 132-feet. South 
Airport Way is planned as a major arterial with three travel lanes in each direction with a 16-foot 
planted center median. A 20-foot wide landscaped area is provided at the back of curb, including an 
8-foot detached meandering sidewalk/Class I Bicycle Pathway. The land owner, developer and/or 
successor-in-interest of property abutting South Airport Way have the responsibility to dedicate the 
right-of-way for the roadway and construct an interim roadway section, full half-section, or complete 
cross-section of the roadway based on requirements determined by the City.  
 
 

East French Camp Road 

E. French Camp Road forms the southern boundary of the project site and is a designated arterial 
roadway. Future plans call for an eight-lane cross section on this roadway. An 8-foot multiuse 
pedestrian/class 1 bike path is planned on each side of this roadway, which conforms to the City of 
Stockton’s Bikeway Master plans as depicted in the Update of the 2035 General Plan. The ultimate E. 
French Camp Road cross-section should consider the need for bus turnout and other transit amenities.  
 
 
Collector B 

Collector B would provide primary access to residential Village C, the commercial site, and the multi-
family residential units. A traffic signal is recommended at the S. Airport Way/Collector B 
intersection. Signal warrants would be satisfied with development of the proposed project, and 
alternative traffic control, such as roundabouts, would not provide acceptable operations.  
 
On the west side of S. Airport Way, this roadway would serve Neighborhood C, which may be a 
gated neighborhood. Based on the traffic forecasts, Collector B should provide one travel lane per 
direction, designed to residential collector standards through Collector E. West of Collector E, this 
street can be designed to local residential standards.  
 
East of S. Airport Way, Collector B should provide two travel lanes per direction along the 
commercial frontage. The two travel lanes per direction are needed to accommodate the commercial 
center traffic and the dual southbound left-turn lanes recommended at the Collector B/S. Airport Way 
intersection. A pedestrian crossing should be provided across Collector B connecting the multi-family 
residential units to the commercial center. Further review of those site plans should be conducted 
when they are developed.  
 
 
Collector A 

Collector A is proposed to provide access to the eastern residential villages. A traffic signal is 
recommended at the S. Airport Way/Collector A intersection. Signal warrants would be satisfied with 
development of the proposed project, and alternative traffic control, such as roundabouts, would not 
provide acceptable operations. Daily traffic volumes on Collector A, just east of Airport Boulevard 
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are projected to be approximately 4,000 to 5,000 vehicles per day. These volumes are expected to 
decrease as vehicles turn into individual neighborhoods. Front-on housing should not be permitted 
along Collector A. Collector A continues as Local A east of Collector B.  
 
 
Local A 

Daily traffic volumes on Local A, east of Collector B, are projected to be approximately 1,000 to 
1,500 vehicles, decreasing to the east, permitting front-on housing. A potential connection to the 
parcels southeast of the project site is shown on the site plan. Signs should be posted identifying a 
future roadway extension to alert future residents of the Tidewater Crossing that additional roadway 
connections have been planned. When development plans for those parcels are proposed, further 
evaluation of the traffic projections on Local A and Local C should be considered taking into account 
the level of development and primary access to those parcels.  
 
Local A also forms the northern boundary of the proposed park. To facilitate pedestrian access to the 
park and adjacent school, high visibility crosswalks should be considered to connect Villages G and 
H with the proposed park pursuant to City street guidelines in effect at the time of improvement plan 
preparation. No parking should be permitted within 100 feet of the roundabout. The block lengths on 
Local A exceed 600 feet.  
 
 
Local B  

Local B connects Entry A at E. French Camp Road to Collectors A and B. Daily traffic volumes are 
projected to be approximately 3,000 vehicles per day along some segments of this roadway. As the 
school and park sites are planned, the provision of Class I bicycle facilities along the school and park 
frontage should be considered to provide a continuous bicycle network throughout the eastern portion 
of the site, connecting to planned bicycle facilities on S. Airport Way and E. French Camp Road. 
Alternatively, the roadway could be a posted Class III bicycle route to maintain the on-street parking. 
No parking should be permitted within 100 feet of the roundabout intersections at Entry A and Local 
A.  
 
 
Local C  

Local C connects Entry A from E. French Camp Road to Local A. Daily volumes on this roadway are 
projected to range from approximately 2,700 vehicles east of Entry A to 1,200 south of Local A. 
Similar to Local B bicycle facilities should be considered in the school and park plans to provide a 
continuous bicycle network throughout the eastern portion of the site. Alternatively, the roadway 
could be a posted Class III bicycle route to maintain the on-street parking. No parking should be 
permitted within 100 feet of the roundabout intersections at Entry A.  
 
 
Local D  

Local D provides access from S. Airport Way to Collector E and primary access to Villages D and E. 
Traffic volumes on this roadway are projected to be approximately 6,000 vehicles per day west of S. 
Airport Way, decreasing to approximately 3,100 vehicles per day east of Collector E. Front-on 
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housing should not be permitted on Local D, and the roadway should be designed to residential 
collector standards. A future connection to the adjacent property to the southwest is shown on the site 
plan. Signs should be posted identifying a future roadway extension at this location to alert future 
residents about planned roadways.  
 
 
Collector E 

Collector E provides access from E. French Camp Road to Villages A and B. Right-in/right-out 
restrictions are recommended at the Collector E/E. French Camp Road intersections resulting in fairly 
low traffic volumes on Collector E along the Village A frontage. However, as traffic from within 
Village A and Village B filter to Collector E and Local D to access S. Airport Way at a signalized 
intersection, traffic volumes generally exceed the thresholds for permitting front-on housing 
(approximately 1,600 vehicles per day). Therefore, this street meets the criteria for a collector street.  
 
 
Future Roadway Connections  

The provision of additional connections from E. French Camp Road to Local D and Collector E, as 
conceptually illustrated on Figure 4.7.29, could potentially reduce the amount of traffic on Local D 
and Collector E. The resulting daily traffic volumes on the internal streets on the western residential 
area with these potential connections are also illustrated on Figure 4.7.29. The volumes on Local D 
north of Village E would permit the provision of front-on housing. The new roadway connections 
would need to be constructed to residential collector roadway standards. Additionally, construction of 
these additional roadways, in conjunction with additional development to the south and north of 
Villages A and B, could result in the roadway located between Village A and Village B meeting 
collector roadway thresholds.  
 
 
Intersection Traffic Controls 

Intersection control types were reviewed for installation at Tidewater Crossing: traffic signals, 
roundabouts, and traffic circles. The primary function of traffic signals is to allocate right-of-way, 
while roundabouts and traffic circles can be used as traffic calming devices.  
 
The City of Stockton Street Design Guidelines provides the following standards: 

• Traffic circles are recommended at intersections of two local streets where the ultimate combined 
volume will exceed 1,000 vehicles or the unimpeded distance on any of the approaches not 
subject to stop control exceeds 600 feet.  

• Traffic circles are recommended where a residential collector intersects a local street and the 
ultimate combined volume will exceed 1,000 vehicles daily or the unimpeded distance in any of 
the approaches not subject to stop control exceeds 600 feet.  

• Roundabouts are recommended where two collector streets intersect and the ultimate combined 
entering traffic volume will exceed 2,000 vehicles daily.  

• Traffic signals may be preferred over roundabouts at the discretion of the Public Works Director. 
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The Master Plan indicates that the design for all intersections will comply with standards provided in 
the City of Stockton Traffic Calming Guideline. Final design for roundabouts and traffic circles 
should also consider the recommendations in the Federal Highway Administration’s Roundabouts: 
An Informational Guide.  
 
Based on the results of the on-site and off-site intersection analysis, traffic signals are recommended 
for installation at three locations within the residential/commercial site, as shown on Figure 4.7.26.  

S. Airport Way/Collector B  

S. Airport Way/Collector A 

E. French Camp Road/Entry A 

Installation of roundabouts is proposed for two locations: 

Entry A/Local C/Local B 

Collector A/Local A/Collector B/Local B 

Traffic volumes and conflicts through these intersections warrant the need for intersection traffic 
control. The roundabouts would be designed to accommodate one lane of entering traffic for each 
street. These intersections would operate at acceptable service levels with roundabout installation.  
 
Should Local D be connected to a new roadway connecting to E. French Camp Road, a roundabout 
should also be considered for the resulting intersection: 

• Local D/East/West Roadway  

Installation of roundabouts is recommended at this location based on the projected daily traffic 
volumes. However, it should be noted that this intersection would operate acceptably with side-street 
stop-control.  
 
Traffic circles should be considered at: 

• Local C/Local A 

• Local D/Collector E 

• Collector E/East/West Roadway 

Installation of traffic circles is recommended at these locations based on the projected daily traffic 
volumes. However, it should be noted that these intersections would operate acceptably during peak 
hours with side-street stop-control.  
 
 
School Site Circulation 

Detailed circulation and layout for the school site(s) are not illustrated on the current site plan. Prior 
to approval a school site plan should be provided for review to ensure adequate access, parking, 
circulation, and drop-off areas.  
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Residential Set-Back from Union Pacific Railroad (UPRR) 

State guidelines indicate that no main building with a residential occupancy should be located within 
50 feet of the right-of-way of any railroad line. The site plan indicates that all residential units are at 
least 50-feet from the UPRR right-of-way. 
 
 
Pedestrian/Vehicle Conflicts 

Areas where vehicles and pedestrian flows are likely to converge, such as near the parks in Villages 
“A”, “C”, “D”, “E”, “L” and proposed school site were reviewed. Incorporation of pedestrian 
crossings at roadway intersections allocates right-of-way between vehicles and pedestrians. 
Pedestrian treatments should be provided in the vicinity of the various parks, schools, and other 
recreational areas. Crosswalks should also be incorporated into roundabout and traffic signal 
controlled intersection designs.  
 
 
Parking  

While the site plan does not entail detailed parking plans for the proposed project, in general indicates 
adequate space to provide needed parking.  
 
Parking space requirements are outlined in the Stockton Municipal Code – Chapter 16 Development 
Code (August 2004). Table 4.7.22 shows the parking requirements for the proposed project based on 
the April 17, 2005 site plan and the Municipal Code. Bicycle parking will also be provided 
throughout the site, as required by the Municipal Code.  
 
 
Table 4.7.22: Required Residential, Commercial, and School Parking 

Land Use. Size Code Parking Requirement1 
Parking 
Supply 

Single Family Detached2 1,895 dwelling units 2 spaces per unit 
(both enclosed in a garage) 3,790 

Multi-Family3 245 dwelling units 

1.5 spaces per unit (1 covered per 
unit) 
 
0.25 guest spaces per unit 

368 
 
 
62 

Shopping Center4 194,000 square-feet 1 space/250 square feet 776 

Elementary School5 1,586 square-feet 2 spaces/classroom 140 

Total Parking Supply4 5,136 

Notes: 
1 Based on Stockton Municipal Code – Chapter 16 Development Code, August 2004.  
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Land Use. Size Code Parking Requirement1 
Parking 
Supply 

2 Based on single family code requirement.  
3 Based on Multi-Family code requirement. 
4 Shopping is proposed throughout the development; therefore, parking was based on neighborhood commercial rather than 
shopping center. Shopping center use would require over 2,000 spaces.  
5 Based on Elementary school code requirement. Assumed two schools with 1,050 students each, and 30 students per classroom, 
which yields 70 classrooms. 
Source: Fehr & Peers, 2008 
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4.7.4 Impacts And Mitigation Measures 
 
Significance Criteria 

According to CEQA guidelines, a traffic increase from a project is considered a significant impact if 
the associated change to the transportation system either: 

• Conflicts with adopted environmental plans and goals of the community where it is located; or 

• Causes an increase in traffic that is substantial in relation to the existing traffic load and capacity 
of the street system. (This will be evaluated based on criteria presented in the City of Stockton 
Transportation Impact Analysis Guidelines [July 30, 2003]). 

 
 
Conditions without and with the project have been compared to identify significant impacts according 
to the following criteria: 

• If a signalized intersection is projected to operate acceptably (i.e., LOS D or better with a with an 
average control delay of equal to or less than 55.0 seconds per vehicle) without the project and 
the project is expected to cause the facility to operate at an unacceptable LOS (LOS E or worse 
with an average control delay greater than 55.00 seconds per vehicle), the impact is considered 
significant. 

• If an unsignalized intersection is projected to operate acceptably (i.e., LOS D or better with an 
average control delay equal to or less than 35.0 seconds per vehicle) without the project and the 
project is expected to cause the facility to operate at an unacceptable LOS (LOS E or worse with 
an average control delay greater than 35.0 seconds per vehicle), the impact is considered 
significant. 

• If a facility is projected to operate unacceptably (i.e., LOS E or worse) without the project, and 
the project is expected to increase the average control delay by more than 5 seconds, the impact is 
considered significant. 

• If a facility is projected to operate at an unacceptable LOS E without the project and the project is 
expected to cause the facility to operate at an unacceptable LOS F, but the average control delay 
does not increase by more than 5 seconds, City staff would determine whether the project has a 
significant impact. 

• If a freeway segment is projected to operate acceptably (i.e., LOS D or better) without project and 
the project is expected to cause the facility to operate at an unacceptable service level (i.e., LOS E 
or worse), the impact is considered significant. 

• If a freeway segment is projected to operate unacceptably (i.e., LOS E or worse) without project 
and the project is expected to increase traffic volumes on the facility by more than 5 percent, the 
impact is considered significant. 

• Failure to comply with the City of Stockton General Plan Policy Document, as listed previously, 
would result in a significant impact. 
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Caltrans endeavors to maintain a target LOS at the transition between LOS C and LOS D on State 
Highway facilities1, however, Caltrans recognizes that achieving LOS C/LOS D may not always be 
feasible. Consistent with the City of Stockton Streets and Highways Goal 1.9, a standard of LOS D or 
better on a peak hour basis was used as the planning objective for the evaluation potential freeway 
impacts of this development.  
 
Although the 2035 General Plan Update provides level of service D exceptions for some 
intersections on E. French Camp Road (Manthey Road to Val Dervin Parkway), the 1990 General 
Plan criteria was used to evaluate impacts in the 2035 condition, as the 2035 General Plan Update 
has not been approved.  
 
 
Existing Plus Approved Projects (EPAP) Conditions 

The following describes the impacts and mitigation measures for the proposed project under the 
Existing Plus Approved Projects With Project condition. The owners, developers and/or successors-
in-interest (ODS) are required to pay Public Facilities Fees for street improvements based on the 
project size and land use. The recommended mitigation measure for each intersection is summarized 
on Figure 4.7.30, provided at the end of this section. Conceptual drawings of the following mitigation 
measures shown on aerials are provided in the Appendix. These graphics are an attempt to visually 
represent the intent of the listed mitigation measures. The actual improvement configuration may vary 
and will be based upon detailed engineering analysis and design. 
 
 
Impact 4.7.1. The addition of project traffic would result in deficient service levels at the McKinley 
Avenue/Sperry Road intersection (Intersection 8) in the EPAP With Project condition. This impact 
is considered significant. 

McKinley Avenue/Sperry Road. The addition of project traffic would result in overall LOS F 
conditions during the AM and PM peak hours. Peak hour traffic signal warrants would be satisfied 
prior to the addition of project traffic. 
 
Mitigation Measure 4.7.1. The owners, developers and/or successors-in-interest (ODS) shall 
contribute their fair share to the Sperry Road extension project. The City of Stockton plans to extend 
Sperry Road from McKinley Avenue to from E. French Camp Road. The intersection of Sperry 
Road/McKinley Avenue intersection would be eliminated as Sperry Road and McKinley Avenue 
would be grade separated.  
 
Should construction of the planned Sperry Road extension be scheduled for completion subsequent to 
project completion, the ODS shall install a traffic signal; modify the northbound approach to provide 
a 250-foot northbound right-turn pocket, and modify the southbound approach to provide a 
southbound left-turn pocket with approximately 250 feet of vehicle storage.  
 
Significance after Mitigation 
 

                                                      
1 Guide for the Preparation of Traffic Studies, Caltrans, December 2002. 
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With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23.  
 
 
Impact 4.7.2. The addition of project traffic would result in deficient service levels at the Arch-
Airport Road/S. Airport Way intersection (Intersection 10) in the EPAP With Project condition. 
This impact is considered significant. 

Arch-Airport Road/S. Airport Way. The addition of project traffic would result in LOS E 
conditions during both the AM and PM peak hour. Additionally, excessive vehicle queues (50th 
percentile queue of more than 500 feet) are anticipated for the westbound left-turn movement during 
the PM peak hour.  
 
Mitigation Measure 4.7.2. The ODS shall modify the intersection to provide a northbound right-turn 
only lane and a second westbound left-turn lane with at least 300 feet of vehicle storage in each lane.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23.  
 
 
Impact 4.7.3. The addition of project traffic would result in deficient service levels at the Arch-
Airport Road/Pock Lane intersection (Intersection in the EPAP With Project condition. This 
impact is considered significant. 

Arch-Airport Road/Pock Lane. The addition of project traffic would result in overall LOS F 
conditions during the PM peak hour. Peak hour volume traffic signal warrants would be satisfied 
prior to the addition of project traffic. 
 
Mitigation Measure 4.7.3. The ODS shall install a traffic signal at the Arch-Airport Road/ Pock 
Lane intersection.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. 
 
 
Impact 4.7.4. The addition of project traffic would result in deficient operations at the I-5 
Southbound Ramps/Mathews Road interchange (Intersection 18) in the EPAP With Project 
condition. This impact is considered significant. 

I-5 Southbound Ramps/Mathews Road. The addition of project traffic would result in overall 
LOS F conditions during the AM and PM peak hours. Peak hour volume traffic signal warrants would 
be satisfied prior to the addition of project traffic. 
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Mitigation Measure 4.7.4. The ODS shall install a traffic signal at the I-5 Southbound 
Ramps/Mathews Road intersection. The traffic signal shall be interconnected and coordinated with 
the required traffic signal for the northbound ramp intersection (see Mitigation Measure 4.7.5) to 
minimize vehicle queue spillback in the interchange area. 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, as this intersection is under the jurisdiction 
of Caltrans, implementation of the above mitigation measure cannot be assured by the City of 
Stockton and the impact could remain significant and unavoidable. If Caltrans cooperates in 
allowing the improvements to be constructed, the impact would be reduced to a less-than-
significant level. 
 
 
Impact 4.7.5. The addition of project traffic would worsen deficient service levels at the I-5 
Northbound Ramps/Mathews Road interchange (Intersection 19) in the EPAP With Project 
condition. This impact is considered significant. 

I-5 Northbound Ramps/Mathews Road. The addition of project traffic would worsen overall LOS 
F conditions during the PM peak hour and result in LOS F conditions during the AM peak hour. Peak 
hour volume traffic signal warrants would be satisfied prior to the addition of project traffic. 
 
Mitigation Measure 4.7.5. The ODS shall contribute its fair share towards the construction of a 
westbound right-turn only lane and the signalization of the I-5 Northbound Ramps/ Mathews Road 
intersection. The traffic signal shall be interconnected and coordinated with the required traffic signal 
for the southbound ramp intersection (see Mitigation Measure 4.7.4) to minimize vehicle queue 
spillback in the interchange area. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of these improvements 
cannot be assured even with a fair-share contribution, as this intersection is under the 
jurisdiction of Caltrans, not the City of Stockton and the impact could remain significant and 
unavoidable. If Caltrans cooperates in allowing the improvements to be constructed, the impact 
would be reduced to a less-than-significant level.  
 
 
Impact 4.7.6. The addition of project traffic would worsen deficient service levels at the Mathews 
Road-Ash Street/El Dorado Street intersection (Intersection 20) in the EPAP With Project 
condition. This impact is considered significant. 

Mathews Road-Ash Street/El Dorado Street. The addition of project traffic would worsen LOS F 
conditions during the AM and PM peak hours. Peak hour volume traffic signal warrants would be 
satisfied prior to the addition of project traffic. 
 
Mitigation Measure 4.7.6. The ODS shall contribute its fair share towards improvements at the 
Mathews Road-Ash Street/El Dorado Street intersection that would result in acceptable service levels 
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which include: traffic signal installation and modifications to the westbound and eastbound 
approaches to provide exclusive left-turn lanes, and shared through-right-turn lanes. The eastbound 
left-turn pocket should provide 300 feet of vehicle storage, while the westbound left-turn pocket 
should provide at least 200 feet of vehicle storage. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of these improvements 
cannot be assured even with a fair-share contribution, as the intersection is under the 
jurisdiction of San Joaquin County not the City of Stockton. Therefore, this impact would 
remain significant and unavoidable. If San Joaquin County cooperates in allowing the 
improvements to be constructed, the impact would be reduced to a less-than-significant level. 
 
 
Impact 4.7.7. The addition of project traffic would worsen overall deficient conditions at the I-5 
Southbound Ramps/E. French Camp Road interchange (Intersection 21) in the EPAP With 
Project condition. This impact is considered significant. 

I-5 Southbound Ramps/E. French Camp Road. The addition of project traffic would worsen 
overall deficient operations during the PM peak hour and result in overall LOS F conditions during 
the AM peak hour. Peak hour volume traffic signal warrants would be satisfied prior to the addition 
of project traffic. 
 
Mitigation Measure 4.7.7. Caltrans has recently installed traffic signals at this location. With 
signalization, this intersection is projected to operate acceptably through the near-term with project 
scenario, as shown in Table 4.7.23. Therefore, no additional mitigation is necessary. It should be 
noted that the ODS shall pay their fair share towards the ultimate interchange improvement project 
thorough the payment of traffic impact fees.  
 
Significance after Mitigation 
 
With the recent signalization of the intersection, this impact has been reduced to a less than 
significant level, as shown in Table 4.7.23.  
 
 
Impact 4.7.8. The addition of project traffic would worsen deficient service levels at the I-5 
Northbound Ramps/E. French Camp Road interchange (Intersection 22) in the EPAP With 
Project condition. This impact is considered significant. 

I-5 Northbound Ramps/E. French Camp Road. The addition of project traffic would worsen 
overall deficient operations during the PM peak hour and result in overall LOS F conditions during 
the AM peak hour. Peak hour volume traffic signal warrants would be satisfied prior to the addition 
of project traffic. 
 
Mitigation Measure 4.7.8. Caltrans has recently installed traffic signals at this location. With 
signalization, this intersection is projected to operate acceptably through the near-term with project 
scenario, as shown in Table 4.7.23. Therefore, no additional mitigation is necessary. It should be 
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noted that the ODS shall pay their fair share towards the ultimate interchange improvement project 
thorough the payment of traffic impact fees.  
 
Significance after Mitigation 
 
With the recent signalization of the intersection, this impact has been reduced to a less than 
significant level, as shown in Table 4.7.23.  
 
 
Impact 4.7.9. The addition of project traffic would worsen deficient service levels at the McKinley 
Avenue/E. French Camp Road intersection (Intersection 24) in the EPAP With Project condition. 
This impact is considered significant. 

McKinley Avenue/E. French Camp Road. The addition of project traffic would worsen LOS F 
conditions during the AM and PM peak hours. 
 
Mitigation Measure 4.7.9. The ODS shall contribute its fair share towards improvements at the 
McKinley Avenue/E. French Camp Road intersection that would result in acceptable service levels. 
Improvements include traffic signal installation; providing exclusive left-turn lanes on all approaches 
in addition to a westbound right-turn only lane. The eastbound and southbound left-turn lanes should 
provide approximately 300 feet of vehicle storage. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of this improvement 
cannot be assured even with a fair-share contribution, as the intersection is under the 
jurisdiction of San Joaquin County, not the City of Stockton. Therefore, this impact would 
remain significant and unavoidable. If San Joaquin County cooperates in allowing the 
improvements to be constructed, the impact would be reduced to a less-than-significant level.  
 
 
Impact 4.7.10. The addition of project traffic would worsen deficient service levels at the Ash 
Street/E. French Camp Road intersection (Intersection 25) in the EPAP With Project condition. 
This impact is considered significant. 

Ash Street/E. French Camp Road. The addition of project traffic would worsen LOS F conditions 
during the AM and PM peak hours. Peak hour volume traffic signal warrants would be satisfied prior 
to the addition of project traffic. 
 
Mitigation Measure 4.7.10. The ODS shall contribute its fair share towards improvements at the Ash 
Street/E. French Camp Road intersection that would result in acceptable service levels. These 
improvements include: 

• Install a traffic signal  

• Modify the westbound approach to provide dual 315 foot left-turn lanes, and a 
through-right shared lane and lane and widen Ash Street to provide two receiving 
lanes 
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• Modify the eastbound approach to provide a 50 foot left-turn lane, a though lane, and 
a 150 foot right-turn only lane 

• Modify the northbound approach to provide a 330-foot left turn pocket, a through 
lane and a 330-foot right-turn only lane 

• Modify the southbound approach to provide a 50 foot left-turn lane and a through-
right shared lane 

 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of these improvements 
cannot be assured even with a fair-share contribution, as the intersection is under the 
jurisdiction of San Joaquin County, not the City of Stockton. Therefore, this impact would 
remain significant and unavoidable. If San Joaquin County cooperates in allowing the 
improvements to be constructed, the impact would be reduced to a less-than-significant level.  
 
Should the provision of the dual westbound left-turn lanes and associated receiving lanes be 
infeasible due to right-of-way constraints, the intersection would operate at LOS E during the AM 
peak hour and LOS D during the PM peak hour. Excessive vehicle queues for the westbound left-turn 
(over 500 feet) would be experienced during the AM peak hour. 
 
 
Impact 4.7.11. The addition of project traffic would worsen deficient operations at the E. French 
Camp Road/S. Airport Way intersection (Intersection 26) in the EPAP With Project condition. This 
impact is considered significant. 

E. French Camp Road/S. Airport Way. The addition of project traffic would worsen deficient 
operations during the PM peak hour and result in LOS F conditions during the AM peak hour. 
 
Mitigation Measure 4.7.11. The ODS shall contribute its fair share to improvements at the E. French 
Camp Road/S. Airport Way intersection including: 

Northbound: left-turn lane, two through lanes, and a right-turn only lane 

Southbound: dual left-turn lanes, two through lanes, and a right-turn only lane 

Eastbound: dual left-turn lanes, a through lane, and a through-right shared lane  

Westbound: dual left-turn lanes, two through lanes, and a right-turn only lane  

Each left-turn lane should be designed to provide at least 300 feet of vehicle storage. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. Full implementation of these improvements cannot 
be assured even with a fair-share contribution, as the intersection is under the jurisdiction of 
San Joaquin County, not the City of Stockton. Therefore, this impact would remain significant 
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and unavoidable. If San Joaquin County cooperates in allowing the improvements to be 
constructed, the impact would be reduced to a less-than-significant level.  
 
 
Impact 4.7.12. The addition of project traffic would worsen deficient overall service levels at the E. 
French Camp Road/SR-99 Southbound Ramps interchange (Intersection 27) in the EPAP With 
Project condition. This impact is considered significant. 

E. French Camp Road/SR-99 Southbound Ramps. The addition of project traffic would worsen 
LOS F conditions during the AM and PM peak hours. Peak hour volume traffic signal warrants would 
be satisfied prior to the addition of project traffic. 
 
Mitigation Measure 4.7.12. The ODS shall contribute its fair share towards interchange 
improvements at the E. French Camp Road/SR-99 Southbound Ramps intersection. These 
improvements include traffic signal installation, provision of a second eastbound left-turn lane and 
the associated receiving lanes, and provision of a second westbound through lane. The traffic signal 
shall in interconnected and coordinated with the required traffic signal for the northbound ramp 
intersection (see Mitigation Measure 4.7.13) to minimize vehicle queue spillback in the interchange 
area.  
 
Significance after Mitigation 

With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of this improvement 
cannot be assured even with a fair-share contribution, as the intersection is in San Joaquin 
County and under the jurisdiction of Caltrans, not the City of Stockton. Therefore, this impact 
would remain significant and unavoidable. If San Joaquin County and Caltrans cooperate in 
allowing the improvements to be constructed, the impact would be reduced to a less-than-
significant level.  
 
 
Impact 4.7.13. The addition of project traffic would result in deficient service levels at the E. 
French Camp Road/SR-99 Northbound Ramps interchange (Intersection 28) in the EPAP With 
Project condition. This impact is considered significant. 

E. French Camp Road/SR-99 Northbound Ramps. The addition of project traffic would result in 
overall LOS F conditions during the AM peak hour. Peak hour volume traffic signal warrants would 
be satisfied prior to the addition of project traffic. 
 
Mitigation Measure 4.7.13. The ODS shall install a traffic signal at this intersection. The traffic 
signal shall be interconnected and coordinated with the required traffic signal for the southbound 
ramp intersection (see Mitigation Measure 4.7.12) to minimize vehicle queue spillback in the 
interchange area. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of these improvements 
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cannot be assured, as the intersection is in San Joaquin County and under the jurisdiction of 
Caltrans, not the City of Stockton. Therefore, this impact would remain significant and 
unavoidable. If San Joaquin County and Caltrans cooperate in allowing the improvements to be 
constructed, the impact would be reduced to a less-than-significant level.  
 
 
Impact 4.7.14. The addition of project traffic would result in deficient service levels at the Stimson 
Street/S. Airport Way intersection (Intersection 29) in the EPAP With Project condition. This 
impact is considered significant. 

Stimson Street/S. Airport Way. The addition of project traffic would result in LOS F conditions 
during the AM and PM peak hours. Peak hour volume traffic signal warrants would be satisfied with 
the addition of project traffic. 
 
Mitigation Measure 4.7.14. The ODS shall implement improvements at the Stimson Street/S. 
Airport Way intersection that will result in acceptable service levels. Improvements include: traffic 
signal installation; modify the westbound approach to provide two exclusive left-turn lanes, and a 
through-right shared lane; modify the southbound approach to provide two left-turn lanes; (250 feet 
of storage each), modify the east leg of the intersection to provide two receiving lanes for at least 500 
feet with the appropriate taper; and modify the eastbound approach to provide a left-turn lane and a 
through-right shared lane.  
 
It should be noted that this intersection is in close proximity to an at-grade railroad crossing. While 
this crossing is infrequently used, increased train activity could affect intersection operations. When 
S. Airport Way is widened to its ultimate width, a grade separated crossing is proposed which may 
require closure of the Stimson Street intersection. 
 
Additionally, should the proposed extension of R.A. Bridgeford Street require the closure of Stimson 
Street east of the National Guard entry, additional improvements would be required at the S. Airport 
Way/C.E. Dixon-Performance Drive intersection, including:  

• Northbound: left-turn lane (300 feet of storage), two through lanes, right-turn only lane 
(400 feet) 

• Southbound: dual left-turn lanes (400 feet of storage), two through lanes, right-turn 
only lane  

• Eastbound: dual left-turn lanes, one through lane, right-turn only lane  

• Westbound: dual left-turn lanes (400 feet of storage), one through lane, free right-turn 
or two right-turn only lanes (400 feet of storage)  

 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23.  
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Impact 4.7.15. The addition of project traffic would worsen deficient service levels at the Roth 
Road/I-5 Southbound Ramp intersection (Intersection 33) in the EPAP With Project condition. 
This impact is considered significant. 

Roth Road/I-5 Southbound Ramp. The addition of project traffic would worsen overall deficient 
conditions during the AM and PM peak hours. Peak hour volume traffic signal warrants would be 
satisfied prior to the addition of project traffic. 
 
Mitigation Measure 4.7.15. The ODS shall contribute its fair share towards improvements at the 
Roth Road/I-5 Southbound Ramp intersection that would result in acceptable service levels. Potential 
improvements include the construction of a second westbound left-turn lane with the appropriate 
receiving lanes and traffic signal installation. The traffic signals shall be interconnected and 
coordinated with the required traffic signal for the northbound ramp intersection (see Mitigation 
Measure 4.7.16) to minimize vehicle queue spillback in the interchange area. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of this improvement 
cannot be assured even with a fair-share contribution, as the intersection is in San Joaquin 
County and under the jurisdiction of Caltrans, not the City of Stockton. Therefore, this impact 
would remain significant and unavoidable. If San Joaquin County and Caltrans cooperate in 
allowing the improvements to be constructed, the impact would be reduced to a less-than-
significant level.  
 
 
Impact 4.7.16. The addition of project traffic would worsen deficient service levels at the Roth 
Road/I-5 Northbound Ramp intersection (Intersection 34) in the EPAP With Project condition. 
This impact is considered significant. 

Roth Road/I-5 Northbound Ramp. The addition of project traffic would worsen overall deficient 
conditions during the PM peak hour. Peak hour volume traffic signal warrants would be satisfied 
prior to the addition of project traffic. 
 
Mitigation Measure 4.7.16. The ODS shall contribute its fair share towards traffic signal installation 
at the Roth Road/I-5 Northbound Ramp. The traffic signal shall in interconnected and coordinated 
with the required traffic signal for the southbound ramp intersection (see Mitigation Measure 4.7.15) 
to minimize vehicle queue spillback in the interchange area. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of this improvement 
cannot be assured even with a fair-share contribution, as the intersection is in San Joaquin 
County and under the jurisdiction of Caltrans, not the City of Stockton. Therefore, this impact 
would remain significant and unavoidable. If San Joaquin County and Caltrans cooperate in 
allowing the improvements to be constructed, the impact would be reduced to a less-than-
significant level. 
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Impact 4.7.17. The addition of project traffic would worsen deficient service levels at the Roth 
Road/S. Airport Way intersection (Intersection 35) in the EPAP With Project condition. This 
impact is considered significant. 

Roth Road/S. Airport Way. The addition of project traffic would worsen overall deficient 
conditions during the PM peak hour. Peak hour volume traffic signal warrants would be satisfied 
prior to the addition of project traffic. 
 
Mitigation Measure 4.7.17. The ODS shall contribute its fair share towards traffic signal installation 
at the Roth Road/S. Airport Way intersection.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of these improvements 
cannot be assured even with a fair-share contribution, as the intersection is under the 
jurisdiction of San Joaquin County, not the City of Stockton. Therefore, this impact would 
remain significant and unavoidable. If San Joaquin County cooperates in allowing the 
improvements to be constructed, the impact would be reduced to a less-than-significant level.  
 
 
Impact 4.7.18. With construction of the proposed project as currently planned, the intersection of 
Collector E with E. French Camp Road (Intersection 38) is projected to operate at an overall 
unacceptable service level as a side-street stop controlled intersection.  

E. French Camp Road/Collector E. This intersection would operate at an overall LOS F with the 
development of the project and full access, side street stop control. Peak hour volume traffic signal 
warrants would be satisfied with the addition of project traffic. 
 
Mitigation Measure 4.7.18. Several measures were considered to mitigate this impact. The first 
measure considered was to signalize the intersection. However, signalization could create operational 
difficulties with the intersection’s close spacing to an at-grade railroad crossing, as eastbound vehicle 
queues could potentially spillback through the railroad crossing. Should a grade separate crossing be 
provided, insufficient sight distance from the crossing to the intersection may be provided. Therefore, 
it is recommended that this intersection be restricted to right-in/right-out, with two through lanes 
constructed in each direction on E. French Camp Road along the project frontage.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23.  
 
 
Impact 4.7.19. With development of the proposed project, additional traffic will be added to 2 at-
grade railroad crossings in the immediate study area: S. Airport Way, south of Stimson Street and 
E. French Camp Road, east of Priest Road. This impact is considered significant. 
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Increased traffic across at-grade crossings increases the opportunities for vehicle/train conflicts, and 
addition traffic increases potential vehicle queues at the crossings, especially when long freight trains 
(some over 100 cars) are traveling though the area.  
 
Mitigation Measure 4.7.19. The ODS shall contribute its fair share to planned grade separated 
railroad crossings on S. Airport Way, south of Stimson Street and E. French Camp Road, east of 
Priest Road. Additionally, the design of the two project accesses located in close proximity (Collector 
E and Collector C) shall be designed such that the provision of a grade separated crossing at some 
time in the future is not precluded.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less- than-
significant level. However, full implementation of these grade separated crossings cannot be 
assured by the City of Stockton as these improvements are not fully funded. Therefore, this 
impact would remain significant and unavoidable.  
 
 
Table 4.7.23: Existing Plus Approved Plus Mitigation Peak Hour Intersection Operations 

EPAP Without 
Project 

EPAP With 
Project 

EPAP With 
Project Plus 
Mitigation 

Intersection Control 
Peak 
Hour Delay LOS Delay LOS Delay LOS 

8. McKinley 
Avenue/Sperry Road SSSC AM 

PM 
16 (31) 
20 (41) 

C (D) 
C (E) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

43 
55 

D 
D 

10. Arch-Airport Road/S. 
Airport Way Signal AM 

PM 
33 
36 

C 
D 

64 
77 

E 
E 

39 
41 

D 
D 

12. Arch-Airport 
Road/Pock Lane SSSC AM 

PM 
7 (31) 
7 (45) 

A (D) 
A (E) 

29 
(>50) 
>50 

(>50) 

D (F) 
F (F) 

17 
16 

B 
B 

18. Mathews Road /I-5 
Southbound Ramps SSSC AM 

PM 
12 (28) 
6 (25) 

B (D) 
A (C) 

>50 
(>50) 
>50 
(>50 

F (F) 
F (F) 

25 
23 

C 
C 

19. Mathews Road /I-5 
Northbound Ramps SSSC AM 

PM 

27 (>50) 
>50 

(>50) 

D (F) 
F (F) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

19 
26 

B 
C 

20. 
Mathews Road-Ash 
Street/El Dorado 
Street 

AWSC AM 
PM 

>50 
>50 

F 
F 

>50 
>50 

F 
F 

33 
42 

C 
D 

21. E. French Camp Road 
/I-5 Southbound SSSC AM 

PM 
22 (>50) 
41 (>50) 

C (F) 
E (F) 

>50 
(>50) 

F (F) 
F (F) 

24 
21 

C 
C 
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EPAP Without 
Project 

EPAP With 
Project 

EPAP With 
Project Plus 
Mitigation 

Intersection Control 
Peak 
Hour Delay LOS Delay LOS Delay LOS 

Ramps >50 
(>50) 

22. 
E. French Camp Road 
/I-5 Northbound 
Ramps 

SSSC AM 
PM 

23 (>50) 
>50 

(>50) 

C (F) 
F (F) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

13 
24 

B 
C 

24. E. French Camp Road 
/McKinley Avenue SSSC AM 

PM 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

53 
47 

D 
D 

25. E. French Camp 
Road/Ash Street AWSC AM 

PM 
>50 
>50 

F 
F 

>50 
>50 

F 
F 

53 
54 

D 
D 

26. E. French Camp 
Road/S. Airport Way Signal AM 

PM 
50 
62 

D 
E 

>80 
>80 

E 
F 

43 
49 

D 
D 

27. 
E. French Camp 
Road/SR-99 
Southbound Ramps 

SSSC AM 
PM 

>50 ( 
>50) 
>50 

(>50) 

F (F) 
F (F) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

36 
33 

D 
C 

28. 
E. French Camp 
Road/SR-99 
Northbound Ramps 

SSSC AM 
PM 

28 (>50) 
9 (>50) 

D (F) 
A (F) 

50 
(>50) 

24 
(>50) 

E (F) 
C (F) 

26 
25 

C 
C 

29. Stimson Street/S. 
Airport Way SSSC AM 

PM 
2 (42) 

7 (>50) 
A (E) 
A (F) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

40 
44 

D 
D 

33. Roth Road/ I-5 
Southbound Ramps SSSC AM 

PM 

>50 ( 
>50) 

39 (>50) 

F (F) 
E (F) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

11 
19 

B 
B 

34. Roth Road/I-5 
Northbound Ramps SSSC AM 

PM 

2 (12) 
>50 

(>50) 

A (B) 
F (F) 

3 (12) 
>50 

(>50) 

A (B) 
F (F) 

24 
27 

C 
C 

35. Roth Road/Airport 
Road AWCS AM 

PM 
18 
36 

C 
E 

48 
>50 

E 
F 

27 
31 

C 
C 

38. E. French Camp 
Road/Collector E SSSC AM 

PM 
N/A 
N/A 

N/A 
N/A 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

1 (14) 
0 (16) 

A (B) 
A (C) 

Notes: 
Worst movement delay (Average intersection delay) 
N/A = Not Applicable, this driveway only exists with the proposed project 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-314 

Bold = significant impact 
 
Source: Fehr & Peers, 2008.  
 
 
The project’s contribution to impacted intersections in the EPAP condition is shown in Table 4.7.24.  
 
 
Table 4.7.24: Project Traffic Contribution to Impacted Intersections Under Existing Plus 
Approved Project Conditions 

TRAFFIC CONTRIBUTION 1 

FACILITY 
EXISTING OTHER FUTURE 

DEVELOPMENT 

TIDEWATER 
CROSSING  

MASTER PLAN 
8. McKinley Avenue/Sperry Road 600 (37 percent) 950 (58 percent) 87 (5 percent) 

10. Arch-Airport Road/S. Airport Way 1,488 (38 percent) 1,092 (28 percent) 1,325 (34 percent) 

12. Arch-Airport Road/Pock Lane 938 (41 percent) 592 (26 percent) 770 (33 percent) 

18. Mathews Road /I-5 Southbound 
Ramps 941 (45 percent) 859 (41 percent) 306 (15 percent) 

19. Mathews Road /I-5 Northbound 
Ramps 888 (35 percent) 1,062 (41 percent) 611 (24 percent) 

20. Mathews Road-Ash Street/El 
Dorado Street 871 (36 percent) 879 (37 percent) 650 (27 percent) 

21. E. French Camp Road /I-5 
Southbound Ramps 1,453 (61 percent) 587 (25 percent) 325 (14 percent) 

22. E. French Camp Road /I-5 
Northbound Ramps 1,566 (59 percent) 574 (22 percent) 525 (20 percent) 

24. E. French Camp Road /McKinley 
Avenue 1,012 (44 percent) 648 (28 percent) 661 (28 percent) 

25. E. French Camp Road/Ash Street 986 (34 percent) 1,004 (34 percent) 953 (32 percent) 

26. E. French Camp Road/S. Airport 
Way 1,874 (38 percent) 1,296 (26 percent) 1,764 (36 percent) 

27. E. French Camp Road/SR-99 
Southbound Ramps 895 (41 percent) 835 (38 percent) 444 (20 percent) 

28. E. French Camp Road/SR-99 
Northbound Ramps 657 (43 percent) 613 (40 percent) 250 (16 percent) 

29. Stimson Street/S. Airport Way 938 (27 percent) 602 (17 percent) 1,955 (56 percent) 

33. Roth Road/ I-5 Southbound Ramps 449 (25 percent) 1,140 (64 percent) 185 (10 percent) 

34. Roth Road/I-5 Northbound Ramps 779 (22 percent) 2,460 (69 percent) 318 (9 percent) 
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TRAFFIC CONTRIBUTION 1 

FACILITY 
EXISTING OTHER FUTURE 

DEVELOPMENT 

TIDEWATER 
CROSSING  

MASTER PLAN 
35. Roth Road/Airport Road 922 (29 percent) 1,650 (52 percent) 610 (19 percent) 

Notes: N/A = Not Applicable, intersection only existing under future conditions. XX (YY) = Traffic Volume (Percent of 
Total) 
1 Percentage is based on the projected PM peak hour project traffic volume divided by the total traffic volume at the 
intersection or on the facility. The PM peak hour contribution is reflected as directed by the City of Stockton Transportation 
Impact Analysis Guidelines (July 30, 2003). 
 
Source: Fehr & Peers, 2008.  
 
 
Impact 4.7.20. The addition of project traffic would increase traffic by more than 5 percent on two 
freeway segments projected to operate at unacceptable levels prior to the addition of project traffic 
in the EPAP condition.  

Northbound State Route 99. North of Arch-Airport Road is projected to operate at an unacceptable 
LOS E during the PM peak hour and southbound SR-99, south of E. French Camp Road is projected 
to operate at an unacceptable LOS F prior to the addition of project traffic. Project traffic would 
increase traffic volumes on these two segments by more than 5 percent, which is considered 
significant.  
 
Mitigation Measure 4.7.20. The ODS shall contribute its fair share towards planned freeway 
widening to provide three travel lanes per direction on SR-99 in the study area through payment of 
the public facilities fee.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown on Table 4.7.25.  
 
 
Table 4.7.25: Existing Plus Approved Plus Mitigation Peak Hour Freeway Analysis 

Without Project With Project 

With Project 
With 

Mitigation 

Segment 
Direction  
of Travel 

Peak 
Hour Volume Density LOS Volume Density LOS 

Percent
Increase Density LOS 

SR-99 North of Arch-
Airport Road Northbound AM 

PM 
3,820 
4,060 

35 
40 

E 
E 

3,970 
4,280 

38 
>45 

E 
F 

3.9 
5.4 

21 
23 

C 
C 

SR-99 South of E. 
French Camp Road Southbound AM 

PM 
3,370 
4,290 

29 
>45 

D 
F 

3,490 
4,540 

30 
>45 

D 
F 

3.6 
5.8 

19 
25 

C 
C 

Notes: Traffic volumes from Caltrans. 
Density measured in passenger cars per mile per lane. 
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Mainline segment level of service based on vehicle density, according to the Highway Capacity Manual (Transportation 
Research Board 2000). 
Source: Fehr & Peers, 2008.  
 
 
FUTURE (YEAR 2025) CONDITIONS 
The following describes the impacts and mitigation measures for the proposed project under the 
Future (Year 2025) With Project condition. The ODS is required to pay Public Facilities Fees for 
street improvements based on the project size and land use. The recommended mitigation measure for 
each intersection is summarized on Figure 4.7.30, provided at the end of this section.  
 
 
Impact 4.7.21. The addition of project traffic would worsen deficient LOS E conditions during the 
PM peak hour at the McKinley Avenue/El Dorado Street-Clayton intersection (Intersection 3) in 
the Future (Year 2025) With Project condition. As the average delay is expected to increase by 
more than 5 seconds, this is considered significant. 

McKinley Avenue/El Dorado Street/Clayton Avenue. The addition of project traffic would 
increase average delay by 12 seconds. As this intersection is projected to operate at LOS E prior to 
the addition of project traffic, this is considered significant. Additionally, the southbound left-turn 
queue is expected to exceed 500 feet during the PM peak hour the addition of project traffic would 
increase the vehicle queue by approximately 2 vehicles (50 feet).  
 
Mitigation Measure 4.7.21. The ODS shall contribute its fair share to improvements at the 
intersection that would result in acceptable operations, including modifications to the westbound and 
eastbound approaches to provide a left–turn lane and a shared through-right turn lane in both 
directions. The eastbound left-turn pocket should provide 50 feet of storage and the westbound left-
turn pocket should provide 150 feet of storage. Implementation of this measure would also decrease 
the southbound left-turn queue by approximately 3 vehicles (75 feet), a 25 foot decrease over without 
project condition, as the side-street improvements would allow for more green-time to be allocated to 
the southbound left-turn movement.  
 
Significance after Mitigation 

With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Should these 
improvements be added to the fee program and constructed, the impact would be reduced to a 
less-than-significant level.  
 
 
Impact 4.7.22. The addition of project traffic would worsen overall deficient service levels during 
the AM and PM peak hours at the McKinley Drive/Industrial Drive intersection (Intersection 6) in 
the Future (Year 2025) With Project condition. This impact is considered significant. 
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McKinley Drive/Industrial Drive. The addition of project traffic would worsen overall deficient 
operations during both the AM and PM peak hours. Peak hour volume traffic signal warrants would 
be satisfied prior to the addition of project traffic. 
 
Mitigation Measure 4.7.22. The ODS shall contribute its fair share for the installation of a traffic 
signal at the McKinley Drive/Industrial Drive intersection.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Should these 
improvements be added to the fee program and constructed, the impact would be reduced to a 
less-than-significant level.  
 
 
Impact 4.7.23. The addition of project traffic would result in LOS E conditions during the PM peak 
hour at the Sperry Road/Performance Drive intersection (Intersection 9) in the Future (Year 2025) 
With Project condition. This is considered significant. 

Sperry Road/Performance Drive. The addition of project traffic would result in LOS E conditions 
during the PM peak hour.  
 
Mitigation Measure 4.7.23. Improvements that would result in acceptable operations at this 
intersection include modifying the northbound approach to provide two left-turn lanes, a left-through 
shared lane and a right-turn only lane. However, provision of additional capacity on parallel routes, 
such as construction of a new interchange at C.E. Dixon Street would also mitigate this impact, as the 
intersection is projected to operate at acceptable service levels in the 2035 condition with the addition 
of project traffic. In lieu of constructing an additional left-turn lane, the ODS shall make a fair share 
contribution to the new C.E. Dixon Street interchange.  
 
Significance after Mitigation 
 
The impact would remain significant until a new interchange is constructed at C.E. Dixon 
Street. With cooperation of San Joaquin County and Caltrans to allow the C.E. Dixon Street 
interchange to be constructed, the impact would be reduced to a less-than-significant level.  
 
 
Impact 4.7.24. The addition of project traffic would worsen deficient service levels at the Arch-
Airport Road/S. Airport Way intersection (Intersection 10) the Future (Year 2025) With Project 
condition. This is considered significant. 

Arch-Airport Road/S. Airport Way. The addition of project traffic would worsen overall LOS E 
conditions to LOS F conditions during the AM and PM peak hours.  
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Mitigation Measure 4.7.24. The ODS shall contribute their fair share to improvements that would 
result in acceptable service levels. The following lane configuration would provide acceptable LOS 
operations for vehicles: 

Northbound: dual 350-foot left-turn lanes, four through lanes, free right-turn lane 

Southbound: triple 300-foot left-turn lanes, four through lanes, free right-turn lane 

Eastbound: dual 250-foot left-turn lanes, five through lanes, 250-foot right-turn only lane 

Westbound: dual 250 foot-left-turn lanes, five through lanes, 250-foot right-turn only lane 

 
It should be noted five through lanes in the both the eastbound and westbound directions would not 
be needed to ensure acceptable operations with the project in 2035 due to the construction of 
alternative travel routes. In lieu of constructing the fifth through lanes in the eastbound and 
westbound directions, the ODS can make a fair share contribution to the new C.E. Dixon Street 
interchange. As both Arch-Airport Road and S. Airport Way are planned to be eight lane arterials, 
provision of a triple left-turn at this location would not violate the City’s policy against triple left-turn 
lanes. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Additionally, this lane 
configuration would require more right-of-way than is currently planned for and construction 
may not be feasible. Should these improvements be added to the fee program and constructed, 
the impact would be reduced to a less-than-significant level.  
 
 
Impact 4.7.25. The addition of project traffic would worsen LOS F conditions during the PM peak 
hour, increasing average delay by more than 20 seconds, and result in LOS E operations during 
the AM peak hour at the Arch-Airport Road/B Street intersection (Intersection 11) in the Future 
(Year 2025) With Project condition. This is considered significant. 

Arch-Airport Road/B Street. The addition of project traffic would worsen LOS F conditions during 
the PM peak hour and result in LOS E conditions during the AM peak hour. 
 
Mitigation Measure 4.7.25. The ODS shall contribute its fair share towards the provision of dual 
eastbound 300-foot left-turn lanes, a fifth westbound through lane, and a 200-foot westbound right-
turn only lane. The fifth westbound through lane would not be required in 2035 to mitigate the 
Cumulative project impact.  
 
In lieu of constructing the fifth through lanes in the westbound direction, the ODS shall make a fair 
share contribution to the new C.E. Dixon Street interchange.  
 
Significance after Mitigation 
 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-319 

With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Additionally, this lane 
configuration would require more right-of-way than is currently planned for and construction 
may not be feasible. Should these improvements be added to the fee program and constructed, 
the impact would be reduced to a less-than-significant level.  
 
 
Impact 4.7.26. The addition of project traffic would worsen LOS F conditions during the PM peak 
hour, increasing average delay by more than 20 seconds, and result in LOS E operations during 
the AM peal hour at the Arch-Airport Road/Pock Road intersection (Intersection 12) in the Future 
(Year 2025) With Project condition. This is considered significant. 

Arch-Airport Road/Pock Road. The addition of project traffic would worsen LOS F conditions 
during the PM peak hour and result in LOS E conditions during the AM peak hour. 
 
Mitigation Measure 4.7.26. The ODS shall contribute its fair share towards the provision of a 
westbound right-turn only lane, and northbound and southbound free right-turn lanes. In addition, the 
ODS shall contribute towards the provision of additional capacity on parallel routes, such as 
construction of a new interchange at C.E. Dixon Street.  
 
Significance after Mitigation 
 
With only implementation of the intersection improvement, the intersection would operate at 
LOS D during the AM peak hour and LOS E during the PM peak hour (it should be noted that 
over the entire peak hour, the intersection would operate at LOS D – LOS E conditions would 
be experienced for the peak 15-minutes), as shown in Table 4.7.26. In 2035, with the above 
improvement in place and provision of a parallel capacity, the intersection is projected to 
operate acceptably.  
 
With cooperation of San Joaquin County and Caltrans to allow the C.E. Dixon Street 
interchange to be constructed, the impact would be reduced to a less-than-significant level.  
 
 
Impact 4.7.27. The addition of project traffic would worsen deficient conditions in the PM peak 
hour and result in LOS F conditions during the AM peak hour at the Arch-Airport Road/Qantas 
Lane intersection (Intersection 14) in the Future (Year 2025) With Project condition. This is 
considered significant. 

Arch-Airport Road/Qantas Lane. The addition of project traffic would worsen LOS D conditions to 
LOS F during the AM peak hour and worsen LOS E to LOS F conditions during the PM peak hour. 
 
Mitigation Measure 4.7.27. The ODS shall contribute its fair share towards improvements at the 
intersection, including modifications to the eastbound approach to provide a dual left-turn lanes, five 
through lanes, and a free right turn lane; modifications to the northbound approach to provide triple 
left-turn lanes, one though lane, and a free right-turn only lane; and modify to the westbound 
approach to provide triple left-turn lanes, five through lanes, and a right-turn only lane.  
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Other measures such as providing alternative routes to the uses served by southbound Qantas Lane 
would reduce demand at this intersection thus reducing the ultimate lane configuration. Alternative 
routes include construction of a new interchange on SR-99, connecting to S. Airport Way via a new 
roadway. In lieu of constructing the fifth through lanes in the eastbound and westbound directions, 
the third westbound left-turn lane, and converting the northbound through lane to a left-turn lane, the 
ODS can make a fair share contribution to the new C.E. Dixon Street interchange. The remaining 
improvement (second eastbound left-turn) would still be needed to ensure acceptable operations in 
2035 (see Mitigation Measure 4.7.46). 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Should these 
improvements be added to the fee program and constructed, the impact would be reduced to a 
less-than-significant level.  
 
 
Impact 4.7.28. The addition of project traffic would worsen deficient service levels at the Arch-
Airport Road/SR-99 interchange (Intersection 15) in the Future (Year 2025) With Project 
condition. This impact is considered significant. 

Arch-Airport Road/SR-99. The addition of project traffic would worsen projected LOS E conditions 
during the PM peak hour to LOS F.  
 
Mitigation Measure 4.7.28. The ODS shall contribute its fair share towards the following 
interchange improvements: modify the northbound approach to provide a free right-turn lane and 
provide a third westbound through lane.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, as this intersection is under the jurisdiction 
of Caltrans and the improvement may not be feasible, given that it may require widening under 
the freeway overcrossing, implementation of the above mitigation measure cannot be assured 
and the impact would remain significant and unavoidable.  
 
 
Impact 4.7.29. The addition of project traffic would result in deficient service levels at the S. 
Airport Way/C.E. Dixon-Performance Drive intersection (Intersection 17) in the Future (Year 
2025) With Project condition during the AM and PM peak hours. This impact is considered 
significant. 

S. Airport Way/C.E. Dixon-Performance Drive. The addition of project traffic would result in LOS 
F conditions in the AM and PM peak hours.  
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Mitigation Measure 4.7.29. The ODS shall contribute their fair share to the construction of the 
following intersection configuration:   

• Northbound: dual left-turn lanes (500 feet of storage each), three through lanes, right-
turn only lane (800 feet of storage) 

• Southbound: dual left-turn lanes (300 feet of storage each), two through lanes, and a 
through-right shared lane 

• Eastbound: dual left-turn lanes, one through lane, through-right shared lane 

• Westbound: dual left-turn lanes, one through lane, free right turn lane (or dual right-
turn lanes) 

Significance after Mitigation 
 
Implementation of this measure would reduce the project’s impact to a less-than-significant 
level, as shown in Table 4.7.26.  
 
 
Impact 4.7.30. The addition of project traffic would result in deficient service levels at the I-5 
Southbound Ramps/Mathews Road interchange (Intersection 18) in the Future (Year 2025) With 
Project condition. This is considered significant.  

I-5 Southbound Ramps/Mathews Road. The addition of project traffic would result in LOS F 
conditions during the AM peak hour. Peak hour volume traffic signal warrants would be satisfied 
prior to the addition of project traffic. 
 
Mitigation Measure 4.7.30. Implement Mitigation Measure 4.7.4. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, full implementation of this improvement 
cannot be assured because this intersection is under the jurisdiction of Caltrans. Therefore, the 
impact would remain significant and unavoidable. . If Caltrans cooperates in allowing the 
improvements to be constructed, the impact would be reduced to a less-than-significant level. 
 
 
Impact 4.7.31. The addition of project traffic would result in an overall deficient LOS E during the 
AM peak hour and worsen LOS F operations during the PM peak hour at the I-5 Northbound 
Ramps/Mathews Road interchange (Intersection 19) in the Future (Year 2025) With Project 
condition. This is considered significant. 

I-5 Northbound Ramps/Mathews Road. The addition of project traffic would worsen overall LOS 
F conditions during the PM peak hour and result in overall LOS E conditions during the AM peak 
hour. Peak hour volume traffic signal warrants would be satisfied prior to the addition of project 
traffic. 
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Mitigation Measure 4.7.31. Implement Mitigation Measure 4.7.5. In addition, the ODS shall 
contribute its fair share towards additional improvements: convert the second eastbound through lane 
to an eastbound left-turn lane and modify the on-ramp to provide two receiving lanes. These 
improvements can be implemented within the existing freeway under-crossing.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees because this intersection 
is under the jurisdiction of Caltrans, not the City of Stockton. Therefore, the impact would 
remain significant and unavoidable. If Caltrans cooperates in allowing the improvements to be 
constructed, the impact would be reduced to a less-than-significant level. 
 
 
Impact 4.7.32. The addition of project traffic would worsen deficient service levels during the AM 
and PM peak hours at the E. French Camp Road/S. Airport Way intersection (Intersection 26) in 
the Future (Year 2025) With Project condition. This is considered significant. 

E. French Camp Road/S. Airport Way. The addition of project traffic would worsen deficient 
operations at the intersection during both peak hours.  
 
Mitigation Measure 4.7.32. Implement Mitigation Measure 4.7.11. The ODS shall contribute its fair 
share to additional modifications at the intersection that would result in acceptable service levels: dual 
left-turn lanes on the northbound approach and a right-turn only lane on the eastbound approach. All 
left-turn lanes should provide 300 feet of vehicle storage.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, this intersection is currently in San 
Joaquin County and implementation of this mitigation cannot be assured by the City of 
Stockton. Therefore, this impact would remain significant and unavoidable. If San Joaquin 
County cooperates in allowing the improvements to be constructed, the impact would be 
reduced to a less-than-significant level. 
 
 
Impact 4.7.33. The addition of project traffic would worsen deficient service levels at the SR-99 
Southbound Ramps/E. French Camp Road intersection (Intersection 27) in the Future (Year 2025) 
With Project condition. This is considered significant. 

SR-99 Southbound Ramps/E. French Camp Road. The addition of project traffic would worsen 
LOS F conditions during the AM and PM peak hours. Peak hour volume traffic signal warrants would 
be satisfied prior to the addition of project traffic. 
 
Mitigation Measure 4.7.33. Implement Mitigation Measure 4.7.12. The ODS shall contribute its fair 
share towards additional interchange improvements that would result in acceptable service levels: 
modify the southbound approach to provide a left-turn lane and a shared left-through-right lane.  
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Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as this intersection is 
under the jurisdiction of Caltrans, not the City of Stockton. Therefore, the may remain 
significant and unavoidable. If Caltrans cooperates in allowing the improvements to be 
constructed, the impact would be reduced to a less-than-significant level. 
 
 
Impact 4.7.34. The addition of project traffic would worsen deficient service levels at the SR-99 
Northbound Ramps/E. French Camp Road intersection (Intersection 28) in the Future (Year 2025) 
With Project condition. This is considered significant. 

SR-99 Northbound Ramps/E. French Camp Road. The addition of project traffic would worsen 
LOS F conditions during the AM and PM peak hours. Peak hour volume traffic signal warrants would 
be satisfied prior to the addition of project traffic. 
 
Mitigation Measure 4.7.34. Implement Mitigation Measure 4.7.13. The ODS shall also contribute 
its fair share to additional improvements at this intersection that would result in acceptable service 
levels: construct a second westbound through lane.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as this intersection is 
under the jurisdiction of Caltrans, not the City of Stockton. Therefore, the may remain 
significant and unavoidable. If Caltrans cooperates in allowing the improvements to be 
constructed, the impact would be reduced to a less-than-significant level. 
 
 
Impact 4.7.35. The addition of project traffic would result in deficient service levels at the Sperry 
Road/E. French Camp Road intersection (Intersection 32) in the Future (Year 2025) With Project 
condition. This impact is considered significant. 

E. French Camp Road/Sperry Road. The addition of project traffic would worsen projected LOS E 
conditions to LOS F during the PM peak hour. 
 
Mitigation Measure 4.7.35. No scenario specific mitigation measure has been identified for this 
intersection. Since the 2035 analysis indicates that this intersection will operate at an acceptable level, 
acceleration of 2035 network improvements in the E. French Camp Road and Sperry Road corridors 
appears to be a feasible mitigation strategy. This impact would remain significant and unavoidable.  
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Impact 4.7.36. The addition of project traffic would worsen deficient service levels at the Roth 
Road/I-5 Southbound Ramp intersection (Intersection 33) in the Future (Year 2025) With Project 
condition. This impact is considered significant. 

Roth Road/I-5 Southbound Ramp. The addition of project traffic would worsen overall deficient 
conditions during the AM and PM peak hours. Peak hour volume traffic signal warrants would be 
satisfied prior to the addition of project traffic. 
 
Mitigation Measure 4.7.36. Implement Mitigation Measure 4.7.15. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as this intersection is 
under the jurisdiction of Caltrans, not the City of Stockton. Therefore, the may remain 
significant and unavoidable. If Caltrans cooperates in allowing the improvements to be 
constructed, the impact would be reduced to a less-than-significant level. 
 
 
Impact 4.7.37. The addition of project traffic would worsen deficient service levels at the Roth 
Road/I-5 Northbound Ramp intersection (Intersection 34) in the Future (Year 2025) With Project 
condition. This impact is considered significant. 

Roth Road/I-5 Northbound Ramp. The addition of project traffic would worsen overall deficient 
conditions during the PM peak hour. Peak hour volume traffic signal warrants would be satisfied 
prior to the addition of project traffic. 
 
Mitigation Measure 4.7.37. Implement Mitigation Measure 4.7.16. Additionally, the ODS shall 
contribute its fair share towards additional improvements that would result in acceptable operations in 
the 2025 scenario: modify the northbound approach to provide a left-through-right shared lane and a 
right-turn only lane. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26. However, full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as this intersection is 
under the jurisdiction of Caltrans, not the City of Stockton. Therefore, the may remain 
significant and unavoidable. If Caltrans cooperates in allowing the improvements to be 
constructed, the impact would be reduced to a less-than-significant level. 
 
 
Impact 4.7.38. The addition of project traffic would worsen deficient service levels at the Roth 
Road/S. Airport Way intersection (Intersection 35) in the 2025 With Project condition. This impact 
is considered significant. 
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Roth Road/S. Airport Way. The addition of project traffic would worsen overall deficient 
conditions during the AM and PM peak hours. 
 
Mitigation Measure 4.7.38. Implement Mitigation Measure 4.7.17. Additionally, the ODS shall 
contribute its fair share towards construction of two northbound and southbound through lanes, dual 
northbound left-turn lanes (300-feet of vehicle storage), dual eastbound left-turn lane (375-feet of 
storage), and eastbound (375-feet of vehicle storage) and southbound (250-feet of storage) right-turn 
only lanes.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.23. However, full implementation of this improvement 
cannot be assured by the City of Stockton as this intersection is currently in San Joaquin 
County. Therefore, this impact would remain significant and unavoidable. If San Joaquin 
County cooperates in allowing the improvements to be constructed, the impact would be 
reduced to a less-than-significant level. 
 
 
Impact 4.7.39. With construction of the proposed project as currently planned, the intersection of 
Collector E with E. French Camp Road (Intersection 38) is projected to operate at an overall 
unacceptable service level as a side-street stop controlled intersection.  

E. French Camp Road/Collector E. This intersection would operate at an overall LOS F with the 
development of the project and full access, side street stop control. Peak hour volume traffic signal 
warrants would be satisfied with the addition of project traffic. 
 
Mitigation Measure 4.7.39. Implement Mitigation Measure 4.7-18. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26.  
 
 
Impact 4.7.40. With construction of the proposed project as currently planned, the intersection of 
Local A with E. French Camp Road (Intersection 39) is projected to operate at an overall 
unacceptable service level during the AM peak hour.  

E. French Camp Road/Entry A. This intersection would operate at an overall LOS E with the 
development of the project, with only one travel lane in each direction on E. French Camp Road and 
signalization. Peak hour volume traffic signal warrants would be satisfied with the addition of project 
traffic. 
 
Mitigation Measure 4.7.40. The ODS shall pay their fair share to provide two travel lanes in each 
direction on E. French Camp Road from 500 feet east of the project entry to 500 west of Collector E. 
An eastbound left-turn pocket with 300 feet of vehicle storage and a westbound right-turn pocket with 
200 feet of vehicle storage should be provided on E. French Camp Road at Entry A. 
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Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.26.  
 
 
Table 4.7.26: Future (year 2025) Plus Mitigation Peak Hour Intersection Operations 

Future (Year 
2025) Without 

Project 

Future (Year 
2025) With 

Project 

Future (Year 
2025) With 
Project Plus 
Mitigation 

Intersection Control 
Peak 
Hour Delay LOS Delay LOS Delay LOS 

3. 
McKinley Avenue/El 
Dorado Street/Clayton 
Avenue 

Signal AM 
PM 

46 
59 

D 
E 

50 
71 

D 
E 

39 
55 

D 
D 

6. 
McKinley 
Avenue/Industrial 
Drive 

SSSC AM 
PM 

41 (>50) 
>50 

(>50) 

E (F) 
F (F) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

32 
34 

C 
C 

9. 
Sperry 
Road/Performance 
Drive 

Signal AM 
PM 

29 
51 

C 
D 

33 
68 

C 
E 

33 
48 

C 
D 

10. Arch-Airport Road/S. 
Airport Way Signal AM 

PM 
95 
79 

F 
E 

139 
121 

F 
F 

51 
53 

D 
D 

11. Arch-Airport Road/B 
Street Signal AM 

PM 
43 

120 
D 
F 

58 
146 

E 
F 

51 
45 

D 
D 

12. Arch-Airport 
Road/Pock Lane Signal AM 

PM 
56 

158 
E 
F 

83 
214 

F 
F 

39 
58 

D 
E* 

14. Arch-Airport 
Road/Qantas Lane Signal AM 

PM 
43 
66 

D 
E 

103 
117 

F 
F 

51 
39 

D 
D 

15. Arch-Airport 
Road/SR-99 SPUI AM 

PM 
56 
61 

E 
E 

59 
120 

E 
F 

45 
40 

D 
D 

17. 
S. Airport Way/C.E. 
Dixon-Performance 
Drive 

Signal AM 
PM 

43 
51 

D 
D 

> 80 
> 80 

F 
F 

47 
21 

D 
C 

18. Mathews Road/I-5 
Southbound Ramps SSSC AM 

PM 
24 (42) 
3 (16) 

C (E) 
A (D) 

>50 
(>50) 
9 (44) 

F (F) 
A (E) 

20 
19 

B 
B 

19. Mathews Road/I-5 
Northbound Ramps SSSC AM 

PM 

19 (>50) 
>50 

(>50) 

C (F) 
F  (F) 

42 
(>50) 
>50 

(>50) 

E (F) 
F (F) 

14 
18 

B 
B 

26. E. French Camp 
Road/S. Airport Way Signal AM 

PM 
> 80 
68 

F 
E 

>80 
>80 

F 
F 

50 
54 

D 
D 
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Future (Year 
2025) Without 

Project 

Future (Year 
2025) With 

Project 

Future (Year 
2025) With 
Project Plus 
Mitigation 

Intersection Control 
Peak 
Hour Delay LOS Delay LOS Delay LOS 

27. 
E. French Camp 
Road/SR-99 
Southbound Ramps 

SSSC AM 
PM 

> 50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

> 50 (>50)
>50 (>50)

F (F) 
F (F) 

27 
42 

C 
D 

28. 
E. French Camp 
Road/SR-99 
Northbound Ramps 

SSSC AM 
PM 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

40 
36 

D 
D 

33. Roth Road/ I-5 
Southbound Ramps SSSC AM 

PM 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

19 
21 

B 
C 

34. Roth Road/I-5 
Northbound Ramps SSSC AM 

PM 

4 (28) 
>50 

(>50) 

A (D) 
F (F) 

6 (34) 
>50 

(>50) 

A (D) 
F (F) 

34 
31 

C 
C 

35. Roth Road/S. Airport 
Way AWSC AM 

PM 
>50 
>50 

F 
F 

>50 
>50 

F 
F 

23 
44 

C 
D 

38. E. French Camp 
Road/Collector E SSSC AM 

PM 
N/A 
N/A 

N/A 
N/A 

>50 
(>50) 
>50 

(>50) 

F (F) 
F (F) 

1 (18) 
1 (14) 

A (C) 
A (B) 

39. E. French Camp 
Road/Entry A Signal AM 

PM 
N/A 
N/A 

N/A 
N/A 

72 
30 

E 
C 

21 
15 

C 
B 

Notes: 
* intersection would operate at LOS D over the entire peak hour – LOS E conditions would be experienced for the peak 15-
minutes.  
Worst movement delay (Average intersection delay) 
N/A = Not Applicable, this driveway only exists with the proposed project 
Bold = significant impact 
 
Source: Fehr & Peers, 2008.  
 
 
The project’s contribution to impacted intersections in the 2025 condition is shown in Table 4.7.27. 
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Table 4.7.27: Project Traffic Contribution to Impacted Intersections Under 2025 
Conditions 

TRAFFIC CONTRIBUTION 1 

FACILITY 
EXISTING OTHER FUTURE 

DEVELOPMENT 

TIDEWATER 
CROSSING  

MASTER PLAN 

3. McKinley Avenue/El Dorado 
Street/Clayton Avenue 982 (40 percent) 1,368 (56 percent) 98 (4 percent) 

6. McKinley Avenue/Industrial Drive 592 (30 percent) 1,318 (66 percent) 75 (4 percent) 

9. Sperry Road/Performance Drive 644 (10 percent) 5,206 (82 percent) 528 (8 percent) 

10. Arch-Airport Road/S. Airport Way 1,488 (17 percent) 5,972 (70 percent) 1,063 (12 percent) 

11. Arch-Airport Road/B Street 872 (14 percent) 4,858 (76 percent) 623 (10 percent) 

12. Arch-Airport Road/Pock Lane 938 (14 percent) 5,182 (76 percent) 681 (10 percent) 

14. Arch-Airport Road/Qantas Lane 870 (15 percent) 4,440 (76 percent) 570 (10 percent) 

15. Arch-Airport Road/SR-99 1,338 (18 percent) 4,822 (65 percent) 1,266 (17 percent) 

17. S. Airport Way/C.E. Dixon-
Performance Drive 1,019 (21 percent) 2,351 (48 percent) 1,527 (31 percent) 

18. Mathews Road/I-5 Southbound 
Ramps 941 (50 percent) 574 (31 percent) 361 (19 percent) 

19. Mathews Road/I-5 Northbound 
Ramps 888 (44 percent) 696 (34 percent) 441 (22 percent) 

21. E. French Camp Road/I-5 
Southbound Ramps 1,453 (22 percent) 4,753 (73 percent) 346 (5 percent) 

22. E. French Camp Road/I-5 
Northbound Ramps 1,566 (19 percent) 6,059 (74 percent) 600 (7 percent) 

26. E. French Camp Road/S. Airport 
Way 1,874 (35 percent) 1,726 (32 percent) 1,799 (33 percent) 

27. E. French Camp Road/SR-99 
Southbound Ramps 895 (32 percent) 1,405 (51 percent) 455 (17 percent) 

28. E. French Camp Road/SR-99 
Northbound Ramps 657 (27 percent) 1,443 (60 percent) 317 (13 percent) 

29. Stimson Street/S. Airport Way 938 (29 percent) 792 (24 percent) 1,527 (47 percent) 

32. Sperry Road/E. French Camp Road (0 percent) 6,530 (92 percent) 600 (8 percent) 

33. Roth Road/ I-5 Southbound Ramps 449 (25 percent) 1,140 (64 percent) 198 (11 percent) 

34. Roth Road/I-5 Northbound Ramps 779 (21 percent) 2,460 (67 percent) 415 (11 percent) 
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TRAFFIC CONTRIBUTION 1 

FACILITY 
EXISTING OTHER FUTURE 

DEVELOPMENT 

TIDEWATER 
CROSSING  

MASTER PLAN 
35. Roth Road/S. Airport Way 922 (26 percent) 1,650 (47 percent) 919 (26 percent) 

38. E. French Camp Road/Collector E 593 (24 percent) 1,057 (42 percent) 873 (35 percent) 

39. E. French Camp Road/Entry A 1,105 (42 percent) 735 (28 percent) 799 (30 percent) 

Notes: N/A = Not Applicable, intersection only existing under future conditions. XX (YY) = Traffic Volume (Percent of 
Total) 
1 Percentage is based on the projected PM peak hour project traffic volume divided by the total traffic volume at the 
intersection or on the facility. The PM peak hour contribution is reflected as directed by the City of Stockton Transportation 
Impact Analysis Guidelines (July 30, 2003). 
 
Source: Fehr & Peers, 2008.  
 
 
FUTURE (YEAR 2035) WITH PROJECT CONDITIONS 
The following describes the impacts and mitigation measures for the proposed project under the 
Future (Year 2035) With Project condition. The ODS is required to pay Public Facilities Fees for 
street improvements based on the project size and land use. The recommended mitigation measure for 
each intersection is summarized on Figure 4.7.30, provided at the end of this section.  
 
 
Impact 4.7.41. The addition of project traffic would worsen deficient conditions during the AM and 
PM peak hours at the E. Charter Way/S. Airport Way intersection (Intersection 1) in the Future 
(Year 2035) With Project condition. As the average delay is expected to increase by more than 5 
seconds during both peak hours, this is considered significant. 

E. Charter Way/S. Airport Way. The addition of project traffic would increase average delay by 
more than 5 seconds during the AM and PM peak hours. As this intersection is projected to operate 
unacceptable service levels prior to the addition of project traffic, this is considered significant.  
 
Mitigation Measure 4.7.41. The ODS shall contribute its fair share to improvements at the 
intersection that would result in acceptable operations: modify the westbound approach to provide a 
right-turn only lane, modify the northbound approach to provide a third through lane, and modify the 
southbound approach to provide a second left-turn lane and a fourth through lane. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.28. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Should these 
improvements be added to the fee program and constructed, the impact would be reduced to a 
less-than-significant level.  
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Impact 4.7.42. The addition of project traffic would worsen deficient service levels during the PM 
peak hour at the S. Airport Way/Ralph Avenue intersection in the Future (Year 2035) With Project 
condition. This impact is considered significant. 

S. Airport Way/Ralph Avenue. The addition of project traffic would worsen overall deficient 
operations during the PM peak hour by increasing delay by more than 5 seconds.  
 
Mitigation Measure 4.7.42. The ODS shall contribute its fair share towards the construction of a 
second southbound left-turn lane and the associated receiving lanes. Both left-turn lanes should 
provide at least 250 feet of vehicle storage to minimize the potential for vehicle queue spillback. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.28. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Should these 
improvements be added to the fee program and constructed, the impact would be reduced to a 
less-than-significant level.  
 
 
Impact 4.7.43. The addition of project traffic would worsen deficient service levels at the Arch-
Airport Road/S. Airport Way intersection (Intersection 10) the Future (Year 2035) With Project 
condition. This is considered significant. 

Arch-Airport Road/S. Airport Way. The addition of project traffic would worsen overall LOS E 
conditions to LOS F conditions during the AM peak hour and worsen LOS D to LOS E conditions 
during the PM peak hour.  
 
Mitigation Measure 4.7.43. The ODS shall contribute their fair share towards intersection 
improvements that would result in acceptable service levels for vehicles:  

Northbound: dual 450 foot left-turn lanes, four through lanes, free right-turn lane 

Southbound: triple 370 foot left-turn lanes, four through lanes, free right-turn lane 

Eastbound: dual 250 foot left-turn lanes, four through lanes, right-turn only lane 

Westbound: triple 250 foot left-turn lanes, four through lanes, free right-turn lane 

As this is an intersection of two eight lane arterials, provision of triple left-turn lanes would not 
violate the City’s policy against left-turn lanes.  
 
As the intersection is projected to operate deficiently in the AM peak hour prior to the addition of 
project traffic, a reduced project alternative would not mitigate the projects AM peak hour impacts at 
this location. A volume reduction of approximately 40 percent for the southbound and westbound 
left-turn movements would eliminate the need for the triple southbound and westbound left-turn 
pockets with implementation of the other intersection improvements.  
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It should also be noted that the PM peak hour intersection analysis was conducted assuming a peak 
hour factor of 0.92 for the PM peak hour. Using a peak hour factor of 1.00 would result in LOS D 
conditions for the 2035 With Project Condition for the PM peak hour and no intersection 
improvements above those assumed for the base 2035 analysis would be needed.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.28. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Additionally, this lane 
configuration would require more right-of-way than is currently planned for and construction 
may not be feasible. Should these improvements be added to the fee program and constructed, 
the impact would be reduced to a less-than-significant level.  
 
 
Impact 4.7.44. The addition of project traffic would worsen LOS E conditions during the AM and 
PM peak hours, increasing average delay by more than 5 seconds at the Arch-Airport Road/B 
Street intersection (Intersection 11) in the Future (Year 2035) With Project condition. This is 
considered significant. 

Arch-Airport Road/B Street. The addition of project traffic would worsen LOS E conditions during 
the AM and PM peak hours, increasing delay by more than 5 seconds. 
 
Mitigation Measure 4.7.44. The ODS shall contribute its fair share towards construction of a second 
eastbound left-turn lane and westbound right-turn only lane. A fair-share contribution to these 
improvements was provided under Mitigation Measure 4.7.25. Therefore, no additional contribution 
beyond that identified for Mitigation Measure 4.7.25 is required.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.28. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Should these 
improvements be added to the fee program and constructed, the impact would be reduced to a 
less-than-significant level.  
 
 
Impact 4.7.45. The addition of project traffic would worsen LOS F conditions during the AM and 
PM peak hours, increasing average delay by more than 5 seconds at the Arch-Airport Road/Pock 
Road intersection (Intersection 12) in the Future (Year 2035) With Project condition. This is 
considered significant. 

Arch-Airport Road/Pock Road. The addition of project traffic would worsen LOS F conditions 
during the AM and PM peak hours. 
 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-332 

Mitigation Measure 4.7.45. Implement Mitigation Measure 4.7.26. No additional mitigation is 
required.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.28. However, as full implementation of this improvement 
cannot be assured even with the payment of the Public Facilities Fees as the fee program is not 
yet fully funded, this impact would remain significant and unavoidable. Should these 
improvements be added to the fee program and constructed, the impact would be reduced to a 
less-than-significant level.  
 
 
Impact 4.7.46. The addition of project traffic would result in LOS E conditions during the PM peak 
hour at the Arch-Airport Road/Qantas Lane intersection (Intersection 14) in the Future (Year 
2035) With Project condition. This is considered significant. 

Arch-Airport Road/Qantas Lane. The addition of project traffic would worsen LOS D conditions to 
LOS E during the PM peak hour.  
 
Mitigation Measure 4.7.46. The ODS shall contribute its fair share to the construction of a second 
eastbound left-turn lane. Fair share contributions to these improvements were made for the 2025 
condition for Mitigation Measure 4.7.27. Therefore, no additional contribution beyond that identified 
for Mitigation Measure 4.7.27 is required.   
 
Significance after Mitigation 
 
Implementation of this measure would reduce the project’s impact to a less-than significant 
level, as shown in Table 4.7.28.  
 
 
Impact 4.7.47. The addition of project traffic would result in deficient service levels at the S. 
Airport Way/C.E. Dixon-Performance Drive intersection (Intersection 17) in the Future (Year 
2035) With Project condition during the AM peak hour and worsen LOS F conditions during the 
PM peak hour. This impact is considered significant. 

S. Airport Way/C.E. Dixon-Performance Drive. The addition of project traffic would result in LOS 
F conditions in the AM peak hour and worsen LOS F conditions during the PM peak hour.  
 
Mitigation Measure 4.7.47. Implement Mitigation Measure 4.7.29. No additional mitigation is 
required.  
 
Significance after Mitigation 
 
Implementation of this measure would reduce the project’s impact to a less-than significant 
level, as shown in Table 4.7.28.  
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Impact 4.7.48. The addition of project traffic would worsen overall deficient LOS E operations 
during the AM peak hour at the I-5 Northbound Ramps/Mathews Road interchange (Intersection 
19) in the Future (Year 2035) With Project condition. This is considered significant. 

I-5 Northbound Ramps/Mathews Road. The addition of project traffic would worsen in overall 
LOS E conditions during the PM peak hour, increasing average delay by more than 5-seconds. 
 
Mitigation Measure 4.7.48. The ODS shall contribute its fair share to the ultimate interchange 
improvements that would result in acceptable service levels at this interchange: 
 

Northbound: Dual left-turn lanes, free right-turn lane 

Eastbound: Dual left-turn lanes, two through lanes 

Westbound: Three through lanes, right-turn only lane 

Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.28. However, as this intersection is under the jurisdiction 
of Caltrans, implementation of the above mitigation measure cannot be assured by the City of 
Stockton and the impact would remain significant and unavoidable. If Caltrans cooperates in 
allowing the improvements to be constructed, the impact would be reduced to a less-than-
significant level. 
 
 
Impact 4.7.49. The addition of project traffic would result in deficient service levels during the PM 
peak hour at the E. French Camp Road/S. Airport Way intersection (Intersection 26) in the Future 
(Year 2035) With Project condition. This is considered significant. 

E. French Camp Road/S. Airport Way. The addition of project traffic would result in deficient 
operations at the intersection during the PM peak hour.  
 
Mitigation Measure 4.7.49. The ODS shall contribute their fair share to the construction of a third 
westbound left-turn lane.  
 
It should be noted that the westbound left-turn pocket is projected to operate unacceptably prior to the 
addition of project traffic, and the project is projected increase the volume by approximately 10 
percent. Additionally, the intersection analysis was conducted assuming a peak hour factor of 0.92 for 
the PM peak hour. Using a peak hour factor of 1.00 would result in LOS D conditions for the 2035 
With Project Condition and no intersection improvements above those assumed for the base 2035 
analysis would be needed. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.28. However, this intersection is currently in San 
Joaquin County and implementation of this mitigation cannot be assured by the City of 
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Stockton. Additionally, sufficient right-of-way may not be available. Therefore, this impact 
would remain significant and unavoidable. If San Joaquin County cooperates in allowing the 
improvements to be constructed or accepts LOS E operations for the peak 15-minutes in 2035, 
the impact would be reduced to a less-than-significant level. 
 
 
Impact 4.7.50. With construction of the proposed project as currently planned, the side-street 
movement at the Collector E/E. French Camp Road intersection (intersection 38) is projected to 
operate at an unacceptable service level.  

E. French Camp Road/Collector E. Although this intersection would operate at an overall 
acceptable service level, the side-street movement would experience excessive delay. Additionally, an 
at-grade railroad crossing is located in close proximity to this roadway which could impede the 
operations of this access roadway.  
 
Mitigation Measure 4.7.50. Several measures were considered to mitigate this impact. The first 
measure considered was to signalize the intersection. However, signalization could create operational 
difficulties with the intersections close spacing to an at-grade railroad crossing, as eastbound vehicle 
queues could potentially spillback through the railroad crossing. Should a grade separate crossing be 
provided, insufficient sight distance from the crossing to the intersection may be provided, which 
could be problematic if vehicles are queued at the intersection. Therefore, it is recommended that this 
intersection be restricted to right-in/right-out, with four through lanes in each direction on E. French 
Camp Road along the project frontage. 
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.28.  
 
 
Table 4.7.28: Future (Year 2035) Plus Mitigation Peak Hour Intersection Operations 

Future (Year 2035) Future (Year 2035) Plus 
Project 

Future (Year 2035) 
Plus Project Plus 

Mitigation Intersection Peak 
Hour 

Delay LOS Delay LOS Delay LOS 

1. E. Charter Way/S. 
Airport Way 

AM 
PM 

69 
>80 

E 
F 

74 
>80 

E 
F 

48 
54 

D 
D 

2. S. Airport 
Way/Ralph Avenue 

AM 
PM 

26 
80 

C 
E 

22 
> 80 

C 
F 

19 
46 

B 
D 

10. 
Arch-Airport 
Road/S. Airport 
Way 

AM 
PM 

64 
45 

E 
D 

>80 
60 

F 
E 

54 
54 

D 
D 

11. Arch-Airport 
Road/B Street 

AM 
PM 

60 
58 

E 
E 

66 
75 

E 
E 

48 
44 

D 
D 

12. Arch-Airport AM >80 F >80 F 37 C 
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Future (Year 2035) Future (Year 2035) Plus 
Project 

Future (Year 2035) 
Plus Project Plus 

Mitigation Intersection Peak 
Hour 

Delay LOS Delay LOS Delay LOS 
Road/Pock Lane PM >80 F >80 F 55 D 

14. Arch-Airport 
Road/Qantas Lane 

AM 
PM 

32 
42 

D 
D 

41 
68 

D 
E 

38 
54 

D 
D 

17. 
S. Airport Way/C.E. 
Dixon-Performance 
Drive 

AM 
PM 

43 
> 80 

D 
F 

> 80 
> 80 

F 
F 

29 
54 

C 
D 

19. Mathews Road /I-5 
Northbound Ramps 

AM 
PM 

56 
9 

E 
A 

73 
13 

E 
B 

46 
12 

D 
B 

26. 
E. French Camp 
Road/S. Airport 
Way 

AM 
PM 

44 
46 

D 
D 

i 
67 

D 
E 

51 
54 

D 
D 

38. E. French Camp 
Road/Entry E 

AM 
PM 

N/A 
N/A 

N/A 
N/A 

7 (>50) 
2 (>50) 

A (F) 
A (F) 

0 (16) 
0 (12) 

A (C) 
A (B) 

Notes: 
Bold = significant impact 
Source: Fehr & Peers, 2008.  
 
 
The project’s contribution to impacted intersections in the 2035 condition is shown in Table 4.7.29. 
 
 
Table 4.7.29: Project Traffic Contribution to Impacted Intersections and Freeway 
Segments Under 2035 Conditions 

TRAFFIC CONTRIBUTION 1 

FACILITY 
EXISTING OTHER FUTURE 

DEVELOPMENT 

TIDEWATER 
CROSSING  MASTER 

PLAN 
1. E. Charter Way/S. Airport Way 3,760 (50 percent) 3,480 (47 percent) 207 (3 percent) 

2. S. Airport Way/Ralph Avenue 1,337 (26 percent) 3,663 (70 percent) 207 (4 percent) 

10. Arch-Airport Road/S. Airport Way 1,488 (16 percent) 6,832 (73 percent) 1,046 (11 percent) 

11. Arch-Airport Road/B Street 872 (13 percent) 5,288 (78 percent) 586 (9 percent) 

12. Arch-Airport Road/Pock Lane 938 (13 percent) 5,822 (79 percent) 655 (9 percent) 

14. Arch-Airport Road/Qantas Lane 1,338 (18 percent) 4,852 (67 percent) 1,060 (15 percent) 

17. S. Airport Way/C.E. Dixon-
Performance Drive 1,019 (16 percent) 3,831 (59 percent) 1,613 (25 percent) 
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TRAFFIC CONTRIBUTION 1 

FACILITY 
EXISTING OTHER FUTURE 

DEVELOPMENT 

TIDEWATER 
CROSSING  MASTER 

PLAN 

19. Mathews Road /I-5 Northbound 
Ramps 888 (18 percent) 3,410 (71 percent) 518 (11 percent) 

26. E. French Camp Road/S. Airport Way 1,874 (23 percent) 4,326 (54 percent) 1,826 (23 percent) 

38. E. French Camp Road/Collector E 1,105 (28 percent) 2,005 (52 percent) 774 (20 percent) 

Notes: N/A = Not Applicable, intersection only existing under future conditions. XX (YY) = Traffic Volume (Percent of 
Total) 
1 Percentage is based on the projected PM peak hour project traffic volume divided by the total traffic volume at the 
intersection or on the facility. The PM peak hour contribution is reflected as directed by the City of Stockton Transportation 
Impact Analysis Guidelines (July 30, 2003). 
Source: Fehr & Peers, 2008.  
 
 
Impact 4.7.51. The addition of project traffic would result in deficient operations on one freeway 
segment.  

Southbound I-5. south of Roth Road is projected to operate at LOS D in 2035 prior to the addition of 
project traffic. The addition of project traffic would result in LOS E conditions. As the project would 
result in deficient operations, this is considered significant.  
 
Mitigation Measure 4.7.51. This segment of I-5 was assumed to be widened to 5 lanes in 2035. 
Additional widening may not feasible at this location.  
 
Significance after Mitigation 
 
As no improvements have been identified that would result in acceptable service levels, this 
impact would remain significant and unavoidable.  
 
 
FUTURE (YEAR 2035 WITH FRENCH CAMP BYPASS) WITH PROJECT 
CONDITIONS 
The following describes the impacts and mitigation measures for the proposed project under the 
Future (Year 2035) With Project condition. The ODS is required to pay Public Facilities Fees for 
street improvements based on the project size and land use. 
 
 
Impact 4.7.52. The addition of project traffic would result in overall deficient LOS E during the 
AM peak hour at the I-5 Northbound Ramps/Mathews Road interchange in the Future (Year 
2035) With Project condition. This is considered significant. 

I-5 Northbound Ramps/Mathews Road. The addition of project traffic would result in overall LOS 
E conditions during the PM peak hour. 
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Mitigation Measure 4.7.52. Implement Mitigation Measure 4.7.48.  
 
Significance after Mitigation 
 
With implementation of this mitigation measure, this impact would be reduced to a less than 
significant level, as shown in Table 4.7.30. However, as this intersection is under the jurisdiction 
of Caltrans, implementation of the above mitigation measure cannot be assured and the impact 
would remain significant and unavoidable. If Caltrans cooperates in allowing the improvements 
to move forward, the impact would be reduced to a less-than-significant level. 
 
 
Table 4.7.30: Future (Year 2035) (with Bypass) Plus Mitigation Peak Hour 
Intersection Operations 

Notes: 
Bold = significant impact 
Source: Fehr & Peers, 2008.  
 
 
Impact 4.7.53. The addition of project traffic would result in deficient operations on one freeway 
segment.  

Southbound I-5, south of Roth Road is projected to operate at LOS D in 2035 prior to the addition of 
project traffic. The addition of project traffic would result in LOS E conditions. As the project would 
result in deficient operations, this is considered significant.  
 
Mitigation Measure 4.7.53. This segment of I-5 was assumed to be widened to 5 lanes in 2035. 
Additional widening may not feasible at this location.  
 
Significance after Mitigation 
 
As no improvements have been identified that would result in acceptable service levels, this 
impact would remain significant and unavoidable.  
 
 

Future (Year 2035) Future (Year 2035) 
Plus Project 

Future (Year 2035) 
Plus Project Plus 

Mitigation Intersection Peak 
Hour 

Delay LOS Delay LOS Delay LOS 

19. Mathews Road /I-5 
Northbound Ramps 

AM 
PM 

71 
13 

E 
B 

81 
14 

F 
B 

49 
13 

D 
B 
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4.8 HOUSING/POPULATION/SOCIOECONOMICS 
The following sections utilize data from the U.S. Census (Census), the San Joaquin Council of 
Governments (SJCOG), California Department of Finance (DOF), and the City of Stockton General 
Plan 2003 Housing Element. 
 
 
4.8.1 Existing Setting 

Population 

Stockton is the largest city in San Joaquin County. Located in the northern San Joaquin Valley, San 
Joaquin County is located immediately east of the San Francisco Bay Area counties of Alameda and 
Contra Costa. The City of Stockton and San Joaquin County have experienced substantial population 
growth driven by new immigrants to the United States and by Bay Area commuters seeking lower 
housing prices in San Joaquin County.1 Incorporated in 1850, Stockton has experienced increased 
population growth in the last 50 years, as shown in Table 4.8.A. The most rapid population growth 
occurred between 1980 and 1990, with an average population increase of 4 percent per year during 
this decade. The recent Stockton General Plan Housing Element (2003) determined that Stockton 
grew from 210,943 in 1990 to 261,253 in 2003, a 23.4 percent increase during the time period 1990 
to 2003. The average annual growth rate for this time period was approximately 2 percent per year. 
San Joaquin County grew at a slightly faster rate of 27.6 percent for the time period 1990 to 2003.2 
 
In 2003, Stockton had 85,988 households, a 18.6 percent increase from 1990, while the average 
household size increased from 3.00 in 1990 to 3.11 in 2003.3 Stockton=s average household size is 
slightly higher than those for the state and County, which were 2.93 and 3.08 in 2003, respectively. 
 
Table 4.8.A: Historic Population Trend for Stockton (1860-2000) 
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Source: San Joaquin Council of Governments 

                                                      
1 City of Stockton, 2004. General Plan 2003 Housing Element. Adopted September 14, 2004. 

 2 Ibid. 
3 Ibid. 
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The majority of Stockton’s population has shifted from the southern areas of the city to the 
north side of town. From 1960 to 1990, northern Stockton has experienced the largest 
increase in percentage of the city’s population, while the downtown and areas south of the 

Calaveras River have seen a constant decrease in the percent of city’s population they contain.1 The 
southern sub areas of Stockton and the downtown have historically had the highest percentages of 
minority populations (Hispanic, Asian, and black). 
 
SJCOG projects that the population in Stockton will grow 25 percent during the time period between 
2000 and 2010, approximately 2.5 percent per year. After 2010, the population growth rate is 
projected to be slightly at 2.0 percent per year until 2015, 1.9 percent per year until 2020 and 1.7 
percent per year until 2025, as shown in Table 4.8.B. Population growth in Stockton is expected to 
increase at a rate slightly higher than the rest of San Joaquin County until 2020. 
 
The project site lies in the southern portion of the existing urbanized area and is currently open 
agricultural land. There is no residential population on the project site. 
 
 
Table 4.8.B: Projected Population Growth (Year 2000-2025) 

Area 2000 2005 2010 2015 2020 2025 
Stockton* 247,400 279,216 311,033 342,849 374,631 406,482 
San Joaquin County 566,600 633,348 700,095 766,843 821,851 900,338 

Source: San Joaquin Council of Governments (SJCOG) 
*SJCOG population data is different than U.S. Census data due to slight differences in geographic coverage 
 
 
Table 4.8.C: Housing Stock by Type and Vacancy for Stockton, Year 2000 

 City of Stockton 
 Number Percent 

Total Housing Units 82,125 100% 
Occupied Units 78,522 95.6% 
Vacant Units 3,603 4.4% 
Occupied Units Housing Type 78,522 100% 
Single Family   
  Detached 47,696 60.7% 
  Attached 6,288 8.0% 
Multifamily   
  2 to 4 units 7,838 10.0% 
  5 plus units 15,483 19.7% 
Mobile Homes 1,163 1.5% 

                                                      
1 City of Stockton, 1990. General Plan General Plan, Background Report. Adopted January 22, 1990. 
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 City of Stockton 
 Number Percent 
Boats, RVs, Vans 54 0.1% 

 
 
Housing 

In 2000, the City of Stockton contained 82,125 housing units. The City of Stockton reported an 
average household size of 3.11 in 2003. Occupancy rates in existing housing units within Stockton 
were at 95.6 percent with vacancy rates of 4.4 percent. The majority of occupied housing units in 
Stockton were detached single family homes (60.7 percent) and 29.7 percent of the occupied housing 
stock consisted of multifamily units, as shown in Table 4.8.C. Attached single family homes 
constituted 8.0 percent of the occupied housing stock, followed by mobile homes (1.5 percent) and 
boats, RVs and vans (0.1 percent). 
The median home value for an owner occupied house in Stockton was $119,500 in 2000, according to 
the Census. Although home price sales have increased dramatically in Stockton, the median price of 
homes sold in Stockton is still below the median price of housing in the state. In 2001, the average 
annual home sales price in Stockton was $172,274, and increased to $200,401 in 2002 and $267,311 
in 2003. This represents a 55.2 percent increase in home sales prices from 2001 to 2003. 
 
 
Employment 

In 2000, the Census reported there were 89,165 people in the employed civilian workforce and that 
the median household income was $35,453 within the City of Stockton. SJCOG expects employment 
in Stockton to grow at a rate similar to the rest of San Joaquin County, as shown in Table 4.8.D. 
 
 
Table 4.8.D: Projected Employment Growth (2000-2025) 

Year City of Stockton  San Joaquin 
County  

 Projected 
Jobs 

Average Annual 
Increase (%) 

Projected 
Jobs 

Average Annual 
Increase (%) 

2000 88,133 NA 201,671 NA 
2005 95,291 1.6 % 218,051 1.6% 
2010 102,449 1.5% 234,430 1.5% 
2015 109,607 1.4% 250,810 1.4% 
2020 116,765 1.3% 267,189 1.3% 
2025 123,923 1.2% 283,569 1.2% 

Source: SJCOG  
*SJCOG population data is different than U.S. Census data due to slight differences in geographic coverage 
 
Within the Stockton-Lodi Metropolitan Statistical Area, the most significant decline has been in the 
manufacturing sector, in which the percentage of total employment dropped from over 14 percent in 
1990 to 12 percent in 2000 and 10 percent in 2002. The construction, professional and business, 
transportation, retail, and education sectors have seen increases in the percentage of total employment 
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in the time period between 1990 and 2003. In the City of Stockton, education, health and social 
services are the largest employment sectors, followed by retail trade and manufacturing. 
As of July 2003, Stockton’s unemployment rate was 12 percent, slightly higher than San Joaquin 
County=s unemployment rate of 10.2 percent and much higher than the State of California’s 
unemployment rate of 6.6 percent. San Joaquin County is one of California’s leading counties for 
farm products and Stockton’s relatively high unemployment rate can be attributed to seasonal 
variations in agriculturally oriented employment. As of 1999, 24 percent of Stockton=s residents lived 
at or below the poverty level. 
 
 
Jobs/Housing Balance 

In 2001, the job to household ratio was 1.07, reflecting slightly more jobs than housing in the City of 
Stockton. This is expected to become more balanced as households increase by 17.6% by the year 
2008, while jobs increase at a slightly lower rate, 11.2 percent for the same time period. It is expected 
that the jobs to household ratio will be at 1.01 by 2008, reflecting a balance between jobs and housing 
within Stockton. 
 
 
Existing Policies and Regulations 

The following General Plan policies relate to population and housing. 
 
Policy H-1.1: The City shall insure that sites designated for new residential development are 
adequately served by public utilities, are minimally impacted by noise and blighting conditions, and 
are compatible with surrounding land uses. 
 
Policy H-2.2: The City shall work with private and non-profit entities to provide housing to low- and 
moderate- income households.  
 
Policy H-3.2: The City shall plan for the expansion and/or improvement of public facilities and 
infrastructure to coincide with housing development and improvements. 
 
Policy H-5.3: The City shall encourage the provision of housing units to meet the needs of families of 
all sizes affordable to all income levels. 
 
Policy H-5.4: The City shall promote housing that meets the needs of the disabled and senior 
segments of the population. 
 
Policy H-6.2: The City shall promote green building concepts and processes. 
 
 
4.8.2 Significance Criteria. 
The project would have a significant impact on the environment related to population, employment 
and housing if it would:  
 
HPS-a Result in substantial population growth; 
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HPS-b Substantially conflict with housing/population projections and policies in the General Plan;  
 
HPS-c Conflict with Stockton's affordable housing policies and objectives; 
 
HPS-d Conflict with Stockton's job/housing balance policies and objectives: 
 
HPS-e Negatively affect the existing supply of housing or create a demand for additional housing; 
 and,  
 
HPS-f Divide or disrupt the physical arrangement of an established community. 
 
 
4.8.3 Impacts and Mitigation Measures 

Effects Considered To Be Less-than-Significant 

Impact HPS-1: Development of the project site is not expected to conflict with housing/population 
projections and policies in the General Plan (Significance Criterion HPS-b). 

The Stockton General Plan 2003 Housing Element projects an increase of 14,625 households in the 
time period from 2001 to 2008. The proposed project would increase housing units in Stockton by 
"2,663, which would constitute approximately 17 percent of the total projected household growth in 
Stockton during the time period from 2001 to 2008. Since the proposed project would be within the 
City of Stockton=s projected household growth, the proposed project would not substantially conflict 
with the housing/population projections and policies in the General Plan.  
 
 
Impact HPS-2: Development of the project site is not expected to conflict with Stockton=s 
affordable housing policies and objectives (Significance Criterion HPS-c).  

The project site currently contains scattered rural housing units. The proposed project would increase 
housing units in Stockton by "2,663 units. The proposed project provides a variety of housing 
densities and would not directly conflict with Stockton=s affordable housing policies and objectives. 
The proposed project does not include specific provisions for affordable housing units, but should 
indirectly improve housing affordability in Stockton by increasing the supply of housing available 
and providing high density housing. 
 
 
Impact HPS-3: Development of the project site is not expected to conflict with Stockton=s 
job/housing balance policies and objectives (Significance Criterion HPS-d).   

The project site currently has scattered rural housing units and is used for agricultural purposes. The 
proposed project would increase the housing units in Stockton by "2,663 units, this should enhance 
the jobs while also promoting jobs in the extensive industrial/business park and neighborhood 
commercial uses. 
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Impact HPS-4: Development of the project site is not expected to negatively affect the existing 
supply of housing or create a demand for additional housing (Significance Criterion HPS-e).   

The project site currently has scattered rural housing units. The proposed project would provide new 
housing units in response to accumulating demand. The proposed project would not negatively affect 
the existing supply of housing or create demand for additional housing, instead the proposed project 
would positively impact the supply of housing in Stockton. 
 
 
Impact HPS-5: Development of the project site is not expected to divide or disrupt the physical 
arrangement of an established community (Significance Criterion HPS-f).  

The proposed project site is currently open agricultural land on the southern edge of urbanized areas 
of Stockton. The site is bordered on the north by the Stockton Metropolitan Airport and is bordered 
by agricultural uses to the east and south. Low density residential units border the project to the west. 
The proposed project would involve the development of residential units on open agricultural land 
adjacent to existing residential areas and the City's planned expansion. The proposed project would 
not divide or disrupt the physical arrangement of an established community.  
 
 
Impact HPS-6: Development of the project site is not expected to result in substantial population 
growth (Significance Criterion HPS-a).  

The proposed project would add approximately 7,576 individuals to the City of Stockton population. 
Based on a 2003 population of 261,253, the proposed project would increase the City=s population to 
268,829. This constitutes an approximate 3 percent increase in the City=s population. However, the 
City of Stockton has designated an Urban Growth Area that coincides with the City's Urban Service 
Boundary. The project area lies within the Urban Service Boundary, and therefore is part of planned 
growth for the City of Stockton in the future. The current General Plan update designates this area as 
Industrial and Village in anticipation of future growth and the project is in compliance with these 
policies. 
 
 
4.8.4 Level Of Significance After Mitigation 
The proposed project is consistent with the City of Stockton's housing, population and 
socioeconomics policies for both the 1990 General Plan and the current General Plan update process. 
In light of the proposed project inclusion within the Urban Growth Area and Urban Service 
Boundary, the City has anticipated the site for growth in order to meet future housing forecasts. No 
mitigation is required.  
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4.9 PUBLIC SERVICES 
The following subsections briefly describe the existing public services within the City relating to the 
proposed project.  
 
 
4.9.1 Existing Setting 

City Neighborhood and Community Parks  
The nearest neighborhood and community parks to project site are the Weston, Van Buskirk, Long and 
Shropshire parks. The City of Stockton defines neighborhood parks as smaller (5 to 10 acres) local parks 
and community parks as medium sized parks (10 to 30 acres) which serve larger areas. All of these parks 
are located north of the project site. The closest neighborhood park to the project site is Long Park, which 
is approximately 2 miles northwest of the boundary of the project site. The closest Community Park to the 
project site is Van Buskirk Park, approximately 2 2 miles northwest of the project site. 
 
The City of Stockton has adopted standards for the amount of parks needed per 1,000 residents, as shown 
in Table 4.9.A. Based on the criteria established by the City of Stockton, it is possible to determine the 
current demand for park services for the entire City of Stockton in accordance with the parkland standard. 
According to the Stockton General Plan Housing Element (2003), the city=s population in 2003 was 
261,253, which translates into a demand for 783.8 acres of neighborhood and community parks. When 
compared with the existing amount of parkland (563.5 acres), there is currently an overall deficiency of 
220.4 acres of neighborhood and community parks in Stockton. 
 
 
Table 4.9.A: City of Stockton Park Standards  

Type of Park 
 

Acres/1,000 Residents 
 

Acres/Park 
 

Service Radius 
Neighborhood Park 2 5 to 10 2 mile 
Community Park 3 10 to 30 1 mile to citywide 
Regional Park  3 30+ Region-wide 

Source: City of Stockton General Plan, adopted 1990 and amended 1996 
 
 
Regional Parks 

The closest regional park to the project site is Oak Grove Regional Park, located north of the City of 
Stockton. The Micke Grove Regional Park is also located north of the City of Stockton, adjacent to 
Highway 99. However, the draft land use diagram for the new General Plan indicates that there is a 
potential for a Regional Park located on the west side of Interstate 5 bordered by the San Joaquin River 
and Five Mile Slough. Based on the parkland standard of 7.00 acres per 1,000 residents, there is currently 
a deficit of 1,320 acres of regional parkland for the City of Stockton, as shown in Table 4.9.B. 
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Table 4.9.B: Regional Park Facilities and Regional Park Standard Comparison 
Park Acreage 

Micke Grove 258 

Oak Grove 180 

Regional Sports Center 70 

Total Acreage 508 

Needed Acreage per Parkland Standard 1828 

Regional Park Shortfall 1320 

Source: San Joaquin County, Parks and Recreation Department, 2003 
 
 
Community Centers 

Five community centers operate within the City of Stockton: McKinley, Seifert, Sierra Vista, Stribley and 
Van Buskirk. The City of Stockton General Plan has established standards for community centers, as 
shown in Table 4.9.C. The Seifert Community Center is owned by the Stockton Unified School District 
and the Sierra Vista Community Center is owned by the Sierra Vista Housing Authority and is currently 
staffed in partnership with the Stockton Boys and Girls Club. The City would currently require four more 
community centers to meet the one center per 30,000 residents General Plan standard. However, the 
City’s General Plan provides policies to consider schools as community centers, thereby alleviating the 
deficiency in community centers.  
 
 
Table 4.9.C: Community Center Standards 

City-owned community centers One center/50,000 population 

Combined City-owned, school district, and housing authority One center/20,000 population 

Combined City-owned, school district, and housing authority 2 square foot per resident 

Minimum to preferred size per center 10,000 to 15,000 square feet for multi-
purpose centers. 

Service Radius 12 miles 

Source: City of Stockton General Plan, adopted 1990 and amended 1996 
 
 
Bikeways 

In May 1995, the City adopted the Bikeways Facilities Master Plan (Bikeway Plan). The Bikeway Plan 
was amended in January, 1999. The Bikeway Plan defines a classification system for bikeways, describes 
a proposed bikeway system, recommends policies for promoting bicycling and maintaining the City’s 
bikeways and presents a set of short-term (three-to five-year) implementation projects. Existing bikeways 
in the project area run along French Camp Slough and El Dorado Street. The City has planned future 
bikeways along Arch Airport Road and Airport Way. 
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The following Stockton Municipal Code Chapter 16-355.060 relate to recreation. General Plan policies 
relating to park and recreation resources are presented in section 4.6, Land Use. 
 
 
Park Land Dedications and Fees  
 

1. Maintenance entity for dedicated park land:  
 

a. Prior to recordation of a Final Map, except where a final map is recorded for the purpose 
of resale and not intended for development, the developer shall provide a mechanism or 
system to insure that the subdivision permanently pays its proportionate share of costs 
associated with the maintenance of any park site within the service area of the 
subdivision or serving the subdivision. The mechanism for doing so may be by 
annexation into the City’s Consolidated Landscape Maintenance District or by the 
formation of a new zone of the City=s Consolidated Landscape Maintenance District to 
ensure that properties are assessed for the maintenance costs. 

b. The owner, developer, or successor-in-interest shall be responsible for maintenance of the 
park site until such time as the zone of the Stockton Consolidated Maintenance District, 
through which the park shall be maintained, generates sufficient revenue to assume such 
responsibility. 

 
 
Solid Waste/Landfill 

The City of Stockton Public Works Department is responsible for the planning and administration of 
the solid waste management plans for the City. In the City, a majority of solid waste disposal is by 
means of landfill supplemented by material recovery.  
 
As mandated by law, the City complies with the requirements outlined in the California Solid Waste 
Reuse and Recycling Access Act (PRC 42900 through 42911). 
 
The Forward, North County, and Foothill Landfills are the City of Stockton’s main landfills. The 
Forward Landfill receives 85% of the City’s waste and is owned and operated by Allied Waste North 
America. The remaining 15% is sent to the North County and Foothill Landfills which are County 
owned facilities (Miller, 2003). The Forward Landfill is a Class I, II, and III facility that accepts 
municipal, construction, agricultural, and industrial wastes, including asbestos, contaminated soils, 
and biosolids (CIWMB, 2003). 
 
Disposal of commercial waste is handled in the competitive market and will be disposed of at the 
discretion of the collection companies.  
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Fire Protection Services 

The City of Stockton Fire Department is responsible for fire protection services, water rescues, 
technical rescues (e.g., building collapse rescues), and response to hazardous materials spills within 
the City. It also provides emergency medical services, although American Medical Response, a 
private company, provides transport services. The current firefighting staff size of the Fire 
Department is 287 (City of Stockton, 2005), and the standard structure fire response time is 3-4 
minutes. 
 
 
Police Protection Services 

The City of Stockton Police Department provides protection to the community. The Police 
Department has centralized offices at 22 East Market Street in the downtown area of the City. There 
are approximately 407 sworn officers and 212 additional staff working for the Police Department. 
The Police Department has a master plan that estimates future staffing needs to lower crime rates and 
meet response time standards.  
 
The proposed project would likely fall under the Police Department=s Park District geographical 
borders, generally to the north of French Camp Road, south of Waterloo Road, east of I-5, and east to 
the city limits. There are currently seven districts comprising the Police Department. 
 
 
Schools 

The project site is located within the Manteca Unified School District (MUSD). The MUSD is 
responsible for providing public education to area residents at the elementary, middle, and high 
school levels. In light of the largely undeveloped condition associated with the project site, there are 
few students being generated by the project site.  
 
Current enrollments are presented in Table 4.9.D.  
 
 
Table 4.9.D: Current Enrollments 

SCHOOL CURRENT ENROLLMENT TOTAL CAPACITY 

French Camp Elementary School (K-8) 670 1000 

East Union High School 1403 2000 

Source: Manteca Unified School District, 2005 
 
 
Library 

The Stockton-San Joaquin Public Library Department is operated by Stockton as a City department 
but is funded jointly by the City and County. The library system serves the entire County with the 
exception of the City of Lodi, which has its own system. 
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The library closest to the project site is the Maya Angelou Southeast Branch Library at 2324 Pock 
Lane, located approximately 5.0 miles north of the project site. The Cesar Chavez Central Library at 
605 N. El Dorado Street, is located approximately 6 miles north of the project area. A Weston 
Ranch/Southwest Branch Library occupying 7,000 square feet was constructed along French Camp 
Road in 2006. 
 
The annual library attendance for 2002, was approximately 21,000 people. Library collections totaled 
approximately 20,000 as of 2002, however, current totals are probably higher and also include 
collection access on the internet.  
 
 
Vector Control 

The proposed project is located immediately adjacent to lands managed for agriculture and 
environmental purposes. These uses are capable of harboring and producing mosquitoes, which can 
migrate to the proposed development site. Although the San Joaquin County Mosquito and Vector 
District performs routine abatement services to these lands, the District cannot assure control to 
acceptable levels. 
 
 
4.9.2 Impact Significance Criteria 

Potentially significant impacts associated with public services have been evaluated using the 
following criteria: 
 
 
Parks and Recreation 

PR-a Increase the use of neighborhood and regional parks or other recreational facilities such that 
substantial physical deterioration of the facility would occur or be accelerated. 

 
PR-b Include recreational facilities or require the construction or expansion of recreational facilities 

that might have an adverse physical effect on the environment. 
 
PR-c Create a shortage of neighborhood parks facilities for new residents, by failing to meet the 

City of Stockton standard of 2 acres/1,000 residents for neighborhood parks and 3 
acres/1,000 residents for community parks. 

 
PR-d Conflict with General Plan policies regarding park locations, security and safe access. 
 
 
Community Center 

CC-a Satisfy the City's Community Center facility requirements of one center per 30,000 residents 
(combined city-owned, school district, and housing authority); 
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Police Protection 

PP-a Increase the demand for law enforcement services and interfere with the Police Department's 
ability to deter crime; 

 
 
Schools 

SCH-a Substantially increase the public school population beyond existing or planned school 
capacity; 

 
 
Fire Protection 

FP-a Substantially interfere with the ability of the fire department(s) to provide adequate service to 
the City and the project; 

 
FP-b Inability of the fire department to provide an adequate response time to emergency calls 

would be compromised; 
 
 
Library Services 

LIB-a Meet City's requirements for library services for urban conditions; 
 
 
Solid Waste 

SW-a Increase in solid waste sufficient to exceed landfill capacity or substantially shorten the life of 
the landfill; and 

 
SW-b Overburden the solid waste collection agency beyond their ability to service the project. 
 
 
Vector Control 

VC-1 Expose project residents to health risks due to transmission of vector-related viruses. 
 
 
4.9.3 Impacts And Mitigation Measures 

Effects Considered to be Less Than Significant 
 
Community Center 

Impact CC-1: The project should provide adequate community center facilities. 

Public and private recreation areas will satisfy some of the community center needs of the project's 
residents. The private areas will not provide the same level of services should the center be publicly 
owned and operated. However, the project's proposed elementary school would be open to the general 
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public and would offset this deficiency. Therefore, the conditions included in Significance Criterion 
CC-a are not expected to occur. 
 
 
Parks and Recreation 

Impact PR-1: Development of the project site is not expected to impact recreational facilities such 
that substantial physical deterioration of the facility would occur or be accelerated. 

The proposed project includes a total of 35.3 acres of parkland and open space that will be dedicated. 
This includes lineal open space, community and neighborhood parks, waterway (sloughs) and 
floodway easements (see Figure 4.9.1). These areas offer some open space value since they will be 
privately developed with trails and other types of recreational amenities. The inclusion of these types 
of recreational spaces within the proposed project would reduce the need for future residents to utilize 
the surrounding public parks and recreational facilities and therefore the impacts to existing parks and 
recreational facilities would be less-than-significant. Therefore, the conditions included in 
Significance Criterion PR-a are not expected to occur. 
 
 
Impact PR-2: Development of the project site will require the construction or expansion of 
recreational facilities and is not expected to have a significant physical effect on the environment. 

The proposed project includes recreational facilities in the development plan. Potentially adverse 
effects on the environment from the construction of the recreational facilities as a part of the overall 
proposed project are identified in this EIR, and mitigations are provided accordingly. Individually, 
the park and recreation features should not have an impact on the environment. The open space 
corridor preserved along French Camp Slough could benefit the environment in the long term. 
Therefore, the conditions included in Significance Criterion PR-b are expected to be less than 
significant. 
 
 
Impact PR-3: Development of the project site is not expected to conflict with General Plan policies 
regarding park locations, security and safe access. 

The parks/open spaces would be located within residential neighborhoods and surrounded by 
residential lots on both sides, which would allow for surveillance of the park by surrounding 
residents. The park/open space design includes public streets around and near the park, facilitating 
policing and surveillance. The proposed project would not conflict with General Plan policies 
regarding park locations, security and safe access. Therefore, the conditions included in Significance 
Criterion PR-d are expected to be insignificant. 
 
 
Solid Waste/Landfill 

Impact SW-1: Implementation of the Tidewater Crossing project could generate significant 
volumes of solid waste, but is not expected to significantly impact landfill capacity. 

During project construction, minor quantities of materials will be generated for disposal at the area 
landfills. Unlike many development projects that generate significant quantities of waste are 
generated during site preparation, construction at the project site will not have this effect. With the 
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exception of minor farming facilities that may be present (irrigation facilities, diversion equipment), 
the site has few  
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improvements. As the building and development process occurs, wastes will be generated as typical 
of construction activities. These materials will be removed by commercial haulers and disposed at 
local landfills. As discussed below, the long term outlook for landfill capacity is favorable. 
Construction wastes that are generated on a one time basis should not adversely accelerate depletion 
of landfill capacity. 
 
Consultation with the City’s Solid Waste Manager provided the following solid waste generation 
rates and estimates. Table 4.9.E presents the daily solid waste generation estimates. 
 
 
Table 4.9.E: Daily Solid Waste Generation (pounds per day) 

Land Use Proposed 
Units/acre 

Total 
People Daily Generation Factor Proposed Waste 

Proposed Tidewater Crossing Development 

Residential 2663 8282 11.5 lbs./person/day 95,243 lbs.

Commercial 16.6 ac  131.1 lbs/ac 2,176 lbs.

Industrial 224.3 ac  131.1 lbs/ac 29,406 lbs.

Total:    126,825 lbs.

Source: Miller 2003 
 
 
The application of these rates to the population projected for the proposed Tidewater Crossing project 
results in an estimated volume of 126,825 pounds per day or 63 tons per day for the project. 
Assuming a 50% diversion rate, the total landfill capacity required for the proposed project would be 
11,498 tons per year. 
 
The City is guaranteed landfill capacity for residential and commercial until June 2019. This service 
is provided under the terms of the City’s exclusive residential and commercial collection contracts 
with Waste Management and Allied Waste. These companies would be contractually obligated to 
provide landfill space for the proposed project. The conditions presented in Significance Criterion 
SW-a will not occur. 
 
 
Impact SW-2: The proposed project is not expected to overburden the solid waste collection agency 
beyond their ability to service the project. 

Solid waste service is a competitive business that benefits from an increase in service. As a result of 
the competition generated by market demand, collection service companies adjust to specific demand 
requirements. While the collection companies may require additional staff, equipment, etc., to 
manage the increase in project demand, the effects are not expected to overburden these services. 
Consequently, the conditions presented in Significance Criterion SW-b will not occur. 
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Vector Control 

Impact VC-1. Locating the project development adjacent to sources of mosquito populations is not 
expected to result in significant health risks to residents. 

The County Mosquito and Vector Control District monitors mosquito populations throughout the 
project area, and provides vector control services to reduce health risks to area residents. Based on 
their records, the mosquito populations may periodically be at levels that could present a public health 
problem. Even with aggressive mosquito control operations, mosquito populations may remain higher 
that considered appropriate or acceptable for the project uses. 
 
The project site will continue to rely on vector control services provided by the District. Like similar 
developments in the vicinity, fees collected from property taxes and/or other sources will be used to 
control mosquito populations. These services should provide adequate services to prevent conditions 
outlined in Significance Criterion VC-1 from occurring. 
 
 
Potentially Significant Effects 
Parks and Recreation 
 
Impact PR-4: Development of the project site is expected to meet the park facilities requirements 
for new residents. 

The proposed project includes approximately 2,347 planned residential units. According to the City 
of Stockton, the average household size was 3.11 people in 2003. Based on the average household 
size for the City of Stockton, the proposed project would contain approximately 7,307 residents. 
 
 
PD Parks and Open Space Assessment 

Four neighborhoods within Tidewater Crossing qualify as Planned Developments (PDs) and will be 
required to provide additional open space. The Tidewater Crossing Master Development Plan 
complies with the policy put forth by the City of Stockton in June 2007. The policy states that three 
acres of common open space are required for every 1,000 population within the specific 
neighborhood. Within the new policy, open space shall be provided within or contiguous to the 
neighborhood containing the compact lots and front yard landscaping will not count toward the 
requirements. The project will provide a total of 7 acres of open space in neighborhoods C, E, L, and 
N. 
 
 
 Neighborhood Parks. 

The proposed project, with approximately 7,307 residents, would require approximately 14.6 acres of 
neighborhood park space, based on the City of Stockton park standards. The proposed project 
includes approximately 35.3 acres of parkland, including neighborhood and community parks, as well 
as useable open space that qualifies toward park space. 
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 Community Parks. 

The proposed project, with approximately 7,307 residents, would require approximately 21.9 acres of 
community park space, based on the proposed General Plan standards. The project includes 35.3 acres 
of community and neighborhood parks as well as other types of open space consistent with the Parks 
and Recreation Department Parkland Dedication Working Guidelines. 
 
The City of Stockton Municipal Code contains provisions regulating the dedication of parks and the 
provision of financing for the maintenance of dedicated parkland. The policy specifies that the City 
will not develop a park unless a maintenance funding mechanism is in place. The primary mechanism 
is the City Consolidated Landscape Management District. Parks will be developed only when 
property owners approve an assessment for park maintenance fees and sufficient funds have been 
accumulated within an area's development fee zone for such improvements. The policy, as it relates to 
maintenance, is applicable to parks, recreation areas, and open space in the proposed project. The 
following mitigation measures would reduce any impacts related to Significance Criterion PR-d 
and PR-e to less-than-significant levels. 
 
Mitigation Measure PR-1a: Prior to recordation of a Final Map, except where a Final Map is 
recorded for purposes of resale and not intended for development, the owner, developer and/or 
successor-in-interest (ODS) shall form a new zone of the Stockton Consolidated Landscape 
Maintenance District 96-2, and approve an assessment providing for the subdivision’s proportionate 
share of the costs to maintain public parks within the service area for this subdivision or serving this 
subdivision. 
 
Mitigation Measure PR-1b: Prior to the recordation of a Final Map, except where a Final Map is 
recorded for purposes of resale and not intended for development, the ODS shall establish a 
maintenance entity acceptable to the City of Stockton Community Development Director, the Parks 
and Recreation Director and the Public Works Director to provide funding for the maintenance of 
improvements including, but not limited to, common areas landscaping, landscaping in the right-of-
way, sound walls and/or back-up walls constructed for the special benefit of this subdivision. 
 
Payment of in-lieu fees or Public Facility Fees together with providing 34.3 acres of park and 
open space will accommodate the park dedication requirements of the Tidewater Crossing 
project. Implementation of the above measures should reduce the local park-related impacts to 
less-than-significant. 
 
 
Fire 

Impact FP-1: Project implementation will increase the demand for fire protection services which 
could affect the level of service protection and response times. 

The proposed project would add approximately 7,750 persons to the South Stockton area. This would 
require a subsequent increase in fire fighting personnel to provide adequate fire protection services. 
The project is located in the French Camp/McKinley Fire Protection District and the Montezuma Fire 
Protection District. According to the City of Stockton's Deputy Fire Chief, Carl Eck, the closest 
existing fire station is Company #3, located at 1116 East First Street. Staffing consists of 4 
firefighters on an engine, 5 firefighters on a truck, 1 emergency medical technician and 1 paramedic 
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on an ambulance. As indicated in the previous existing setting discussion, response time is generally 
3-4 minutes within the City of Stockton. The estimated response time for Tidewater Crossing would 
be approximately 6-7 minutes with a secondary response by Company #2 located at 110 West Sonora 
Street.  
 
If the department decides to purchase land to build a new fire station pursuant to City policies, the 
project proponent will make available a one acre site within the commercial area that is acceptable to 
the City of Stockton Fire Department. Construction could occur during the second or third phase of 
development. 
 
Although new developments tend to generate fewer fire-related calls due to the use of new materials 
and construction techniques in accordance with current codes, the response time for this proposed 
project is more than other areas within the City. Therefore, mitigation is offered below to offset 
impacts to fire protection services. 
 
Mitigation Measure FP-1a: Prior to issuance of building permits, the project applicant shall pay the 
applicable fees as indicated by the City of Stockton's Public Facilities Fee Program. 
 
Mitigation Measure FP-1b: The owner, developer or success-in-interest will submit subdivision 
improvement plans to the City and the City shall consult with the Fire Department regarding 
adequacy of project plans relating to the safety of structure, safety devices, and emergency vehicle 
access. 
 
Implementation of the above mitigation measures will reduce fire protection impacts to less 
than significant levels. 
 
 
Police 

Impact PP-1: The proposed Tidewater Crossing project will increase the demand for law 
enforcement services. 

The proposed project would add 7,750 persons to the South Stockton area. This would require a 
subsequent increase in law enforcement officers to provide adequate police protection services. 
Mitigation is provided to offset this impact. 
 
Mitigation Measure PP-1a: Prior to issuance of building permits, the project applicant shall pay the 
applicable fees as indicated by the City of Stockton's Public Facilities Fee Program. 
 
Mitigation Measure PP-1b: The owner, developer or success-in-interest will submit subdivision 
improvement plans to the City and the City shall consult with the Police Department regarding 
adequacy of project plans relating to the safety of structure, safety devices, and emergency vehicle 
access. 
 
Mitigation Measure PP-1c: A licensed, uniformed security guard must be present in construction 
areas during the evening hours on weekdays (Monday through Friday), and 24 hours per day on 
weekends and holidays, when the developer is not on site. Construction areas must be well lighted 
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throughout the night, every night, so as to clearly illuminate the majority of the lots and the entire 
street within project areas. 
 
Mitigation Measure PP-1d: During construction of residential sites the areas must be fenced and 
inaccessible to the public after hours, and on weekends and holidays until residents begin occupying 
the new homes. The fences should be well maintained as needed during the project. Appliances, such 
as stoves, microwaves, refrigerators, etc., should not be installed until the day a new owner completes 
the final walkthrough of the residence. If installed earlier, the residence must remain securely locked 
after hours and on weekends/holidays. Cabinetry and other valuable items should be kept offsite prior 
to installation. Once installed, the residence must be securely locked. 
 
Mitigation Measure PP-1e: Parking lots should be well lighted to promote visitor safety once 
construction is complete. Low growth vegetation should be employed around building exteriors and 
parking areas to facilitate maximum visibility. 
 
Implementation of the above mitigation measures will reduce police-related/security impacts to 
less than significant levels. 
 
 
Schools 

Impact SCH-1: Project implementation will generate additional students and could affect the 
capacity of existing schools. An elementary school site (19.4 acres) is proposed on the site plan to 
serve the additional student demand. 

The MUSD relies on student generation rates to estimate the potential students from proposed 
developments. Table 4.9.F presents MUSD generation rates. 
 
 
Table 4.9.F: MUSD Generation Rates 

Grade Level Single Family Multi-Family 

K-6 0.429 0.099 

Middle School 0.111 0.026 

High School 0.199 0.046 

Total 0.739 0.171 

Source: MUSD 2003 
 
 
Based on the maximum allowable single family units per the Master Development Plan and 
generation rates, Table 4.9.G reflects an estimate of the project student generation. 
 
 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-371 

Table 4.9.G: Estimated Student Generation from Tidewater Crossing 
GRADE LEVEL SINGLE FAMILY MULTI-FAMILY 

K-6 893 26 

Middle School 231 7 

High School 415 12 

Total: 1,539 45 
Source: Randall Planning & Design 7. 2007 
 
 
A new elementary school facility will be constructed as part of the project to serve the majority of 
new elementary aged children within the project site and surrounding neighborhoods. The Manteca 
Unified School District has given preliminary approval for the proposed school site. Due to the 
proximity of the Stockton Metropolitan Airport, approval from Caltrans Department of Aeronautics is 
required. The Department of Aeronautics has approved the proposed school site (see Appendix A for 
letters of approval).  
 
Students generated by the proposed project at middle and high school levels will be accommodated 
by the French Camp Elementary School (K-8) and East Union High School, as they currently have 
existing capacity. The proposed project may include the relocation of French Camp Elementary 
School within project boundaries. If this occurs, subsequent environmental approval will be required. 
According to the MUSD, once the population of unhoused K-8 students reaches 500 (or 
approximately 780 housing units) generated by new development, the construction of a new school 
would be required. The following mitigation measure would ensure that significant impacts will not 
occur. 
 
With mitigation, the conditions outlined in Significance Criterion SCH-a would not occur. 
 
Mitigation Measure SCH-1a: Prior to issuance of building permits, the project applicant shall pay 
fees (as applicable) to comply with State-mandated impact fees.  
 
Project implementation will not have a significant impact on MUSD school services. 
 
 
Library 

Impact LIB-1: Implementation of the proposed project will increase the demand for library 
services. 

The proposed project would result in a higher demand for library services. Currently, the City is 
planning to construct a branch library to service the northeastern portion of the City, as well as a 
branch in Weston Ranch, 2 miles north of the project site. It is expected that the additional population 
generated as part of the proposed project may result in the conditions outlined in Significance 
Criterion LIB-a. 
 
Mitigation Measure LIB-1: Prior to issuance of building permits, the project applicant shall pay the 
applicable fees provided in the City of Stockton's Public Facilities Fee Program. 
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Implementation of the previous mitigation measure will create a less than significant impact on 
library services. 
 
 
4.9.4 Level Of Significance After Mitigation 

Implementation of the above mitigation measures will reduce the impacts to public services to less 
than significant levels.  
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4.10 PUBLIC WATER SUPPLY  
The City of Stockton Municipal Utilities District (COSMUD) has prepared a Water Supply 
Assessment in conjunction with the proposed project. The Water Supply Assessment is the basis for 
this section of the EIR and is provided in Appendix I. 
 
 
4.10.1 Existing Setting 

Like many northern California communities, the City of Stockton Metropolitan Area (COSMA) is 
experiencing substantial population growth and increasing water demands. At the same time, 
regulatory pressures, increased water usage in neighboring areas, and saline instruction affecting 
groundwater supplies are straining the City’s already limited water supplies. As a result, the City of 
Stockton and its three urban water retailers have focused attention on the availability of existing 
surface water supplies from Stockton East Water District (SEWD) and the need to manage 
groundwater resources at a sustainable yield. The City of Stockton's objective is to achieve a long-
term reliable water supply. 
 
Beyond its cooperative participation in SEWD supplies, a product of the COS’s effort in obtaining 
future long term reliable water supplies is a water right application to the State Water Resources 
Control Board (SWRCB) on January 6, 1996, that requested an increasing amount of surface water 
from approximately 20,000 acre-feet per year (AF/year) initially, up to 125,900 AF/year in 2050. To 
divert and deliver this surface water supply, the COS is pursuing the Delta Water Supply Project 
(DWSP) which will achieve the following three objectives: 
 

• Managing groundwater resources for environmental benefit and to provide a long-term 
sustainable yield, 

• Satisfying future demands by conjunctively using groundwater and surface water, and 

• Providing the COSMA with the flexibility to control how and from what sources water 
demands are met. 

 
 
In April 2003, Stockton’s City Council approved the DWSP Feasibility Report and directed the 
COSMUD staff to complete the necessary environmental studies to comply with CEQA and NEPA. 
The CEQA environmental study for the DWSP was certified on November 8, 2005 by the Stockton 
City Council. The SWRCB issued the Phase 1 water rights permit on December 20, 2005 in the 
amount of 33,600 AF/year. 
 
Once the construction of the Phase 1 DWSP is completed, the urban water retailers will continue to 
rely upon existing surface water supplies through SEWD and existing groundwater supplies that 
underlie the COSMA service area. The reliability of water supply resources for the COSMA will be 
secure for some time while plans and agreements are secured for optimum use of water supplies for 
the long term build-out of the City of Stockton General Plan. 
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Water Supply 

Since 1978, SEWD has been treating and supplying treated surface water up to 45 million gallons per 
day (mgd) to the region's urban areas through its three urban contractors (water retailers): City of 
Stockton Municipal Utilities District, Cal-Water, and San Joaquin County. The historical water 
demands from 1994 to 2004 from each of the urban contractors are illustrated in Table 4.10.A. Both 
local groundwater from portions of the regional aquifer underlying each purveyor and surface water 
from SEWD satisfy the urban contractor water demands during this period of time. SEWD is 
currently pursuing phased efficiency enhancements to their surface water treatment plan (WTP) to 
increase capacity by 15 mgd for a rated WTP capacity of 60 mgd by 2009. SEWD’s recent 
enhancements have increased capacity in their WTP from 45 mgd to 50 mgd. 
 
COSMA water purchases from the SEWD are limited to the water treatment plant=s current design 
capacity (50 mgd); of this amount, an average demand of 37 mgd (42,000 af/year) is considered the 
reliable supply. The SEWD has implemented capacity enhancements. Per the 2003 Delta Water 
Supply Feasibility report, SEWD could increase the plant to 60 mgd (67,000 af/year). COSMA 
should continue to secure new water supplies to meet water demands during critical years and unmet 
water demands expected to develop between now and 2050. 
 
 
Table 4.10.A: Existing SEWD Water Sources and Critical Year Availability  

Projected “Critical Year” Annual Availability 
(acre-feet per year) 

Water Source 

Annual Contract 
Amount  

Thousand Acre Feet 
(TAF) 2000 2010 2020 

Reclamation - New 
Hogan Water Supplies, 
Calaveras County Water 
District and SEWD 

Total Yield 84.1 TAF1 
SEWD Entitled to M&I 

or Ag 40.171 TAF 

20,000 12,000 12,000 

CACWD Appropriative 
Water Rights 

Unused CACWD 
Rights2(Currently at 

Approximately M&I 24 
TAF initially to 10 TAF 

at build-out) 

20,000 10,000 10,000 

Reclamation - New 
Melones Interim Water 
Contract and Section 215 
"Spill" Water 

75 Not Available in Dry Years 

SSJID Transfer - 
Stanislaus River 

15 4,000 4,000 4,000 

OID Transfer - Stanisluas 
River 

15 4,000 4,000 4,000 

Future Appropriative 
Water Rights on the 
Calaveras River 

Not Yet Determined Not Available in Dry Years 

 (Firm M&I 104.1 TAF to 48,000 30,000 30,000 
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Projected “Critical Year” Annual Availability 
(acre-feet per year) 

Water Source 

Annual Contract 
Amount  

Thousand Acre Feet 
(TAF) 2000 2010 2020 

Total 94 TAF at build-out) 
(Approximate Max 

Future M&I 180 TAF) 

Notes: 
1 SEWD has a right to 56.5 percent of the yield, and CACWD has rights to the remaining 43.5 percent. CACWD currently 
uses approximately 3,500 ac-ft of its allocation, and use of their appropriative water rights is 13,000 ac ft. 
2 Based on an agreement between CACWD and SEWD, SEWD currently has use of the unused portion of CACWD's 
appropriative water rights that currently yields approximately 24 TAF. 
 
 
The urban water retailers also exercise their rights as overlying groundwater appropriators to extract 
groundwater from the groundwater basin underlying COSMA for delivery to its customers. 
Groundwater is used in addition to surface water supplies described above to meet water demands. 
 
Groundwater use within the broader San Joaquin County region has resulted in a decline of 
groundwater elevations over the period from 1947 to 2004. In the late 1970’s, SEWD began to 
provide supplemental supplies of surface water to the Stockton urban water retailers. The use of 
surface water in the COSMA resulted in an increase in groundwater elevations. Increases in the 
elevation continued until the drought of the late 1980’s and early 1990’s. The recent stabilization and 
improvement in groundwater elevations is the result of wet hydrology, active recharge projects, and 
increased surface water deliveries in areas historically served by groundwater. 
 
Over the period from 1947 to present, saline water has migrated east-northeast and rendered 
groundwater unusable in some areas. The sustainable yield of the groundwater basin is based on 
changes in the rate of movement of the salinity front. Over the years, there have been various 
estimates of the sustainable long-term yield from the groundwater aquifer. The February 1992 
Supplemental Report for Water Supply prepared for the City of Stockton indicates that a range of 
0.75 to 1.00 AF/ac/year on a long term basis is sustainable. 
 
The current existing water demand for the City of Stockton Metropolitan Area (COSMA) is 68,810 
acre-feet per year. This is expected to increase to 85,330 acre-feet per year by 2015. Table 4.10.B 
outlines the estimated future water demand based on the approved General Plan.  
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Table 4.10.B: Future Water Demand Based on Approved General Plan 

General Plan Land Use 
Designation 

Unit Demand Factor 
(acre-feet per acre per 

year) 
General Plan Area 

(acres) 

Municipal Water 
Demands at Year 2015 

(acre-feet per year) 

Low-Medium Density 
Residential 

1.5 31,222 47,872 

High-Density Residential 3 1,368 4,104 

Administrative 
Professional 

1.5 841 1,266 

Commercial 1.5 3,776 5,749 

Performance 
Industrial/Industrial 

1.5 9,582 14,020 

Institutional  1.5 6,648 10,235 

Park and Recreational 2 1,042 2,084 

Agricultural/Open Space - 27,585 - 

Total - 82,064 85,330 
Source: MUD, 2006 
 
 
Water Distribution System 

COSMA is divided into four separate water storage and distribution systems: North Stockton, Central 
Stockton, WPA, and South Stockton. The North Stockton, South Stockton, and WPA systems are run 
and operated by COSMUD and SJCMDs. The Central Stockton system is run and operated by 
CWSC. 
 
The project site lies within the South Stockton Storage and Distribution System. The South Stockton 
water system, on average, pumps approximately 4 MGD from groundwater wells and receives treated 
surface water from SEWD via the South Stockton Aqueduct. There are six groundwater wells with 
pump design flows ranging from 900 to 2,500 gpm. The entire system is one pressure zone with the 
lowest elevation (5 feet above mean sea level) on the western side of the system and the highest 
elevation (30 feet above mean sea level) on the eastern side of the system. Additionally, there is one 3 
MG tank located near the Weston Ranch Subdivision. The distribution system consists of 12- and 
16-inch diameter pipelines within Air Park Development and a 24-inch diameter pipeline along 
Airport Way that shall be maintained in public right-of-way.  
 
 
Regulatory Background 

The California Water Code requires that land use lead agencies and public water purveyors plan for 
adequate water supplies to meet existing and future demands. California Water Code Sections 10910-
10915 dictate the following: 1) to identify the responsible public water purveyor for a proposed 
development project, and 2) to request from the responsible purveyor, a “Water Supply Assessment”. 
This assessment is required to demonstrate that the public water purveyor can adequately supply the 
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proposed project and existing and planned future water demand. The California Water Code specifies 
the information to be addressed in the Water Supply Assessment. 
 
 
4.10.2 Impact Significance Criteria 

WSA-a Demonstrate that available water supply can meet the proposed project demand; and 
 
WSA-b Provision for water system modifications sufficient to meet proposed project demand. 
 
 
4.10.3 Impacts And Mitigation Measures 
 
Potable Water 

Potable water supply for the Tidewater Crossing development will be provided by the City of 
Stockton. An existing 24-inch water main traverses the development. Connections to the existing City 
of Stockton water distribution system will be at French Camp Road, Dudley Road, and Airport Way, 
as shown on the Tidewater Crossing Conceptual Master Water Plan.   
 
Potable water demands for the Tidewater Crossing development are calculated based on the 
preliminary land uses and land use areas provided by Randall Planning & Design, Inc., using the 
projected water demand values, peaking factors, and fire flow requirements presented in the Draft 
City of Stockton South Stockton Water Master Plan Update, November 2004. The calculated potable 
water demand values for only the land uses requiring potable water supply are presented in Table 
4.10.C and include all potable water demands. The estimated total maximum day and peak hour 
demands for the Tidewater Crossing development are 3.21 million gallons per day (MGD) and 5.79 
MGD, respectively. 
 
 
Table 4.10.C: Tidewater Crossing Estimated Potable Water Demands 

Water Demand 

Site 
Index Land Use Acres 

Water Duty 
AF/AC 

Average 
Day MGD 

Maximum 
Day MGD 

Peak Hour 
MGD 

 

A Low Density 
Residential 48.4 2.8 0.12 0.25 0.44 

B Low Density 
Residential 34.2 2.8 0.09 0.19 0.33 

C Low Density 
Residential 47.2 2.8 0.12 0.25 0.44 

D Low Density 
Residential 

35.5 2.8 0.09 0.19 0.33 

E Low Density 
Residential 

15.3 2.8 0.04 0.08 0.14 
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Water Demand 

Site 
Index Land Use Acres 

Water Duty 
AF/AC 

Average 
Day MGD 

Maximum 
Day MGD 

Peak Hour 
MGD 

 

F Low Density 
Residential 

21.9 2.8 0.05 0.11 0.19 

G Low Density 
Residential 

34.0 
2.8 0.08 0.17 0.30 

H Low Density 
Residential 

29.7 
2.8 0.07 0.15 0.26 

I Low Density 
Residential 

24.1 
2.8 0.06 0.13 0.23 

J Low Density 
Residential 

22.5 
2.8 0.06 0.13 0.23 

K Low Density 
Residential 

15.0 
2.8 0.04 0.08 0.14 

L Low Density 
Residential 

14.6 
2.8 0.04 0.08 0.14 

M Low Density 
Residential 

10.4 
3.8 0.04 0.08 0.14 

N Low Density 
Residential 

17.0 
2.8 0.04 0.08 0.14 

 School A 19.4 2.0 0.03 0.06 0.11 

 Retail/Commercial 16.6 1.5 0.02 0.04 0.09 

 Industrial 224.3 1.5 0.30 0.60 1.20 

 Parks/Open Space 34.3 3.0 0.09 0.19 0.33 

 Ex. Railroad ROW 8.0 2.8 0.02 0.04 0.07 

 Public Roads ROW 56.5 2.8 0.14 0.29 0.51 

 P.G.&E. Substation 5.8 2.8 0.01 0.02 0.04 

 Basins/Lakes/Slough 0.00 0.00 0.00 0.00 0.00 

Totals  909.1  1.55 3.21 5.79 

Source: City of Stockton, 2007 
 
 
Since the Water Supply Assessment was completed for the proposed project, changes have been made 
to the land use plan. These changes have reduced the project’s demand for potable water from 1.55 
MGD to 1.47 MGD. Table 4.10.D illustrates the new water demand for Tidewater Crossing. 
 
 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-379 

Table 4.10.D: Revised Project Water Demand 

Land Use Acreage 
Unit Water Demand 

Factor 
Estimated Water 

Demand 
High Density Residential 10.4 3.00 31.20 
Medium Density Residential 94.1 1.50 141.15 
Low Density Residential 265.3 1.50 397.95 
Commercial 16.6 1.50 24.90 
Industrial/Flood Control 324.7 1.50 487.05 
Elementary School 19.4 1.50 29.10 
Parks/Basins/Buffers RR 178.6 2.00 357.20 
Total 909.1  1,468.55 
 
 
Non-Potable Water. 

The project applicant has prepared an Integrated Water Management Plan (IWMP) which appears as 
an appendix to the MDP, and addresses in detail the elements of the non-potable water system for the 
project. The purpose of the Plan is to address the projected uses and management of all water for the 
development while emphasizing conservation, re-use, and good management practices. The IWMP 
addresses: 
 

• Infrastructure 

• Project water demands 

• Groundwater management issues 

• Available water supply inventory 

• Plan alternatives and water delivery 

• Water conservation plan, and 

• Non-potable water 
 
 
Non-potable water supply from on-site sources include the following: 
 
Precipitation – Precipitation for the project area is estimated at 12.48 inches per year. The amount of 
direct precipitation estimated to enter the lake system is approximately 7 AF/yr. Precipitation is 
considered “diffuse surface water” or “stormwater” under California law. The project is entitled to 
collect and use this water without regard to downstream users and without seeking a permit or license.  
 
Nuisance Flows – Currently, the estimate of nuisance flow on the development is 54 AF annually. 
This quantity may vary, specifically downwards, based upon the sophistication of landscape irrigation 
practices, and climatic conditions at the site. As most of the nuisance water will accumulate during 
water supply-critical months (i.e. summer), efforts will be undertaken to capture and cycle this 
nuisance water through the on-site lakes, with the ultimate objective being the re-use of this water for 
non-residential irrigation. As this water is abandoned by the landowner after it is used for irrigation, 
the future non-potable water assessment district will not need legal documentation to use it. 
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Project Runoff – Stormwater run-off flow on the development is estimated to be 139 acre-feet. Most 
of the stormwater runoff will accumulate during non-critical water supply months (i.e. winter). 
Efforts will be undertaken to capture and cycle this stormwater through the on-site artificial lakes, 
with the ultimate objective being the re-use of this water for non-residential irrigation. The project is 
entitled to collect and use stormwater without regard to downstream users and without seeking a 
permit or license. 
 
The intent of the IWMP is to adequately satisfy the City of Stockton requirements for the formulation 
of an effective plan for the management of the project water demands. In addition, a conceptual 
Engineer's report will be developed to evaluate the maintenance and operations costs with the non-
potable water. At the appropriate time, the required utility infrastructure needed to operate the non-
potable water system will be dedicated to and easements provided to the Non-Potable Water 
Assessment District (NPWAD) into which the project lands will be annexed. Operation and 
maintenance of the non-potable supply system components will be undertaken and financed by a zone 
of the City of Stockton’s NPWAD formed specifically to include the project area. The non-potable 
water plan is illustrated in Figure 4.10.3. Table 4.10.F shows the project’s non-potable water demand.  
 
The following policies have been added within the Tidewater Crossing MDP, section 6.3, in an effort 
to address Non-Potable Water Delivery System Master planning, infrastructure, preparation of a Non-
Potable Water supply Assessment and the participation in a Non-Potable Water supply Assessment 
District: 
 
 1. The owners, developers, and/or successor-in-interest shall prepare and submit a master 
plan  for a Non-Potable Water Delivery System within the project site for review and approval by 
 the Director of the Municipal Utilities Department prior to the approval of improvement 
plans. 
 
 2. Consistent with the City’s adopted Non-potable Water Ordinance , the owner, developer 
 and / or successor-in-interest shall install non-potable infrastructure, in conformance with the 
 City approved Non-Potable Water Delivery System Master Plan, for irrigation of large public 
 landscaped areas where feasible and cost effective. Conditions of approval will require 
 connection and use of non-potable water supplies when available to the site. 
 
 3. The owners, developers, and / or successor-in-interest will participate in a City-wide 
 Consolidated Non-potable Water Supply Assessment District prior to the recordation of any 
 small-lot final map for the purpose of development.  
 
A PACE study was completed to evaluate several potential local water source uses. The study found 
that French Camp Slough and two onsite agricultural wells appear to be suitable for either irrigation 
water source or lake makeup source, with a few specific exceptions. The western groundwater source 
appears to contain excessive quantities of nitrate nitrogen, and should not be used in a lake 
application. Potentially this source could be used for irrigation, but the type of plants would need to be 
evaluated for its suitability with high nitrate. However, it would be most beneficial to irrigate out of 
the lake in order to provide for adequate lake flushing and turnover. Thus, this groundwater source 
would not be recommended. 
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The slough water is very turbid, which requires extensive filtration, but is cleaner than both 
groundwater sources with respect to dissolved constituents. Its use in a lake is expected to result in 
less nuisance aquatic growth than the groundwater sources, but may be brown and red colored due to 
the sediment and iron present in the slough, particularly if unfiltered prior to use in the lake.  
 
In general, the salinity content of all sources is relatively low which benefits growth when used for 
irrigation and lake biology. Nitrogen and phosphorus, nutrients which can create excessive aquatic 
plant growth in a lake system, are relatively low in the eastern groundwater and the slough. The 
filtered slough water has half the phosphorus concentration as the eastern groundwater. The sodium 
absorption ratio, an important landscape irrigation parameter, is very good in both the slough and 
groundwater sources. The trace organics and metals are also relatively low, which is desirable for 
these applications. Some iron is present in the slough, which mostly can benefit a lake, but could be 
detrimental to iron sensitive plants. The waters are balanced with respect to langlier index. The 
alkalinity is relatively high in the groundwater sources, which may increase algae production in the 
lake system or reduce soil permeability, but the slough source contains less bicarbonate alkalinity 
decreasing the potential of these challenges. Therefore, groundwater and surface waters onsite appear 
to be suitable for use in the project site. 
 
Given the Results of the PACE Study as summarized above, the owners, developers and/or 
successors-in-interest will continue discussions with the City of Stockton Municipal Utilities 
Department in regard to a suitable source of water for a non-potable system and a make-up source for 
the lakes included within the project.  Discussions should include the potential of water deliveries 
provided by Stockton East Water District, the Central San Joaquin Water Conservation District or 
other appropriate entity. 
 
Effects Considered Less than Significant 
 
Impact WSA-1: Implementation of the proposed project will increase the demand for water 
supplies and could adversely affect long-term water service reliability unless adequate sources are 
obtained. 

The proposed project's water demands will be met using surface and ground water. Currently, the 
average water demand per acre is 1.6 acre-feet per acre per year for urban uses. This average is used 
to assess demand from future developments. Surface and ground water supplies will be used to meet 
the proposed project water demand. The source of the water (surface or ground) will depend on the 
hydrologic year (wet, dry or critical) and availability of surface water.  
 
Table 4.10.E indicates that over the 70-year period, only 26,595 AF/year of groundwater use takes 
place on average, this along with meeting the dry year requirements in 2025 provides the conclusion 
that existing supplies meet existing water demands plus the proposed project water demand without 
exceeding the average sustainable groundwater yield of the aquifer underlying the City of Stockton. 
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Table 4.10.E: Available Water Supplies and Demands Including the Proposed Project 

Year Type 
Demand 

Reduction 

Surface 
Water (acre-

feet/ year) 

Ground 
Water (acre-

feet/ year) 

Total Water 
Supply 
(acre-

feet/year) 

Existing Plus 
Project 

Demand 
w/Reductions 

(acre-feet/ 
year) 

COSMUD 47,006 8,106 55,111 55,111 

Cal-Water 15,543 6,486 22,029 22,029 

County 113 699 812 812 

Normal 

Total 0% 62,662 15,291 77,953 77,953 

COSMUD 14,067 25,188 39,254 39,254 

Cal-Water 4,651 20,155 24,806 24,806 

County 34 2,172 2,206 2,206 

Single Dry 

Total 15% 18,752 47,514 66,266 66,266 

COSMUD 47,006 8,106 55,111 55,111 

Cal-Water 15,543 6,486 22,029 22,029 

County 113 699 812 812 

Total 
0% (1st 
Year) 62,662 15,290 77,952 77,952 

COSMUD 14,067 27,254 41,321 41,321 

Cal-Water 4,651 21,808 26,460 26,460 

County 34 2,350 2,384 2,384 

Total 
10% (2nd 

Year) 18,752 51,412 70,164 70,164 

COSMUD 14,067 27,254 41,321 41,321 

Cal-Water 4,651 21,808 26,460 26,460 

County 34 2,350 2,384 2,384 

Multiple Dry 
(Hypothetical 
3-year 
Drought 
Period into 
the Future 
(using 1977 
to 1980 
Drought 
Sequence) 

Total 
10% (3rd 

Year) 18,752 51,412 70,164 70,164 

COSMUD 35,605 14,098 49,702 49,702 

Cal-Water 11,773 11,281 23,054 23,054 

County 86 1216 1301 1301 

Average over 
70-years 

Total 5% 47,462 26,595 74,057 74, 057 

Reference: City of Stockton Urban Water Management Plan 2000 Update, December 2000. 
Notes: 
1) Dry year surface water amounts assume SEWD's New Hogan Central Valley Project water with deficiencies, and 
Oakdale Irrigation District and South San Joaquin Irrigation District deficiencies as stipulated in the contract for these water 
supplies. 
2) Normal year surface water deliveries are restricted to the projected availability of SEWD conveyance and treatment plant 
capacity (not to exceed 45 mgd). 
3) Any small difference between the total Normal year water demand and the estimated demand is due to the normal year 
reflecting an actual hydrologic year in the model.  
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As indicated in the above section, the SWRCB issued the Phase 1 water rights permit for the DWSP 
on December 20, 2005 in the amount of 33,600 AF/year. Once the construction of the Phase 1 DWSP 
is completed, the urban water retailers will continue to rely upon existing surface water supplies 
through SEWD and existing groundwater supplies that underlie the COSMA service area. The 
reliability of water supply resources for the COSMA will be secure for some time while plans and 
agreements are secured for optimum use of water supplies for the long term build-out of the City of 
Stockton General Plan.  
 
The Water Supply Assessment indicates that there is sufficient supply of water to serve the proposed 
project. According to the COSMUD, the determination is valid for 24 months and does not constitute 
a reservation of supply to serve the project. The COSMUD makes this determination based on the 
information contained in the WSA and on the following specific facts: 
 

• The existing near-term and long-term reliable supplies of SEWD surface water supplies and 
indigenous groundwater supplies can deliver a sustainable reliable water supply without 
impacting environmental values and/or impacting the current stabilization of the groundwater 
basin underlying the COSMA. 

• The existing conjunctive use program of using SEWD surface water and COSMA 
groundwater supplies shows that sufficient water rights and available groundwater supplies 
exist for the project.  

• The project will be served by water supplies made available through the existing COS 
conjunctive use program within the COSMA. 

  
 
Based upon the expected water supply and demand, as outlined in the WSA, the Tidewater Crossing 
project will not have a significant impact on water supply and the conditions outlined in Significance 
Criterion WSA-a will not occur. 
 
 
Table 4.10.F: Preliminary Annual Non-Potable Irrigation Demand 
 

Land Use Acres Annual Demand (AF) 
Landscape Irrigation 138.0 521 
Lake Use 16.0 85 
Totals 154.0 606 
Source: PACE, 2007 
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Potentially Significant Effects 
 
Impact WSA-2: Project implementation could require extensive modifications to the existing water 
system to meet the proposed project demand. 

Development of the proposed project would necessitate water system modifications in order to 
provide adequate distribution. Most of the water system modifications that would be necessary to 
support development of the proposed project can be extended from the airport area. The remaining 
infrastructure needed includes numerous smaller pipes to distribute water at appropriate pressures to 
all points within the system. An existing 24-inch water main enters the planning area via Airport Way 
and crosses the project exiting along Dudley Road. Connections to the existing City of Stockton 
water distribution system will be at French Camp Road, Dudley Road, and Airport Way, as shown on 
the Tidewater Crossing Conceptual Master Water Plan (Figure 4.10.1).  
 
Development of the proposed project would require construction of additional infrastructure to 
accommodate water delivery. The distribution system for the Tidewater Crossing development 
incorporates the planned 24-inch and 12-inch water mains that traverse the project site, consistent 
with the existing General Plan and Water Master Plans prepared by West Yost and Associates. Water 
to the project site will be Dudley Road through a new 24-inch mainline. The pipeline will be located 
within existing right of way. Figure 4.10.2 displays the South Stockton Water System. As indicated at 
build-out in the City’s proposed General Plan update, sufficient line capacity is available to serve the 
proposed project. It should also be noted that if the master utility plans being completed as part of the 
2035 General Plan Project are not adopted by the City Council, the proposed project will be required 
to revise current master utility plans (subject to City Council approval). Therefore, the conditions 
outlined in Significance Criterion WAT-b would not occur. In addition, the following measures are 
required. 
 
Mitigation Measure WSA-1a: Prior to issuance of building permits, the applicant shall pay all 
applicable connection fees and/or capital improvement fees required by City ordinance to fund the 
necessary improvements to the domestic water supply.  
 
Mitigation Measure WSA-1b: Prior to issuance of building permits, the applicant shall provide 
evidence to the Director of Municipal Utilities at the City of Stockton of compliance with plumbing, 
metering, and other water conservation measures in effect, including any provisions outlined included 
in the City's Urban Water Management Plan, 2005 Update.  
 
Mitigation Measure WSA-1c: Prior to approval of improvement plans for each development unit, 
the applicant will perform a water system analysis, acceptable to the Director of Municipal Utilities, 
demonstrating that the water system improvements are sufficient to meet the City of Stockton service 
standards. 
 
The available sources for water supply, together with existing and planned water 
infrastructure, are expected to provide long-term water availability to the project. The above 
measures will ensure that these programs will be implemented. 
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4.10.4 Level Of Significance After Mitigation 

Implementation of the mitigation measures outlined above will ensure that the water supply impacts 
are reduced to less than significant levels. 
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4.11 UTILITIES AND SERVICE SYSTEMS 
4.11.1 Existing Setting 

Wastewater 
Sewage Treatment 

Sewage from the proposed project will be treated at the City of Stockton’s Regional Wastewater 
Control Facility (RWCF) located on Navy Drive in southwest Stockton. The RWCF provides 
secondary and tertiary treatment of wastewater, and following treatment, effluent is discharged into 
the San Joaquin River in accordance with the terms of a NPDES permit issued by the Central Valley 
RWQCB. 
 
The City of Stockton entered into a service contract for wastewater, water and stormwater utilities 
capital improvements and asset management services with OMI/Thames Water Stockton, Inc. in 
February 2003. The RWCF has a current dry weather flow capacity of 42 million gallons per day 
(mgd). Current dry weather flows at the facility are estimated to be on the order of 35 mgd, or 
approximately 80% of the current dry weather capacity of the facility. The agreement with OMI 
includes a provision to expand the dry weather flow capacity of the RWCF to 48 mgd. In addition, as 
noted above, this agreement also includes expansion of existing filtration facilities to meet Title 
22-based requirements, addition of nitrifying biotowers to the secondary treatment facilities, and 
inclusion of an effluent polishing wetland, plus a number of other, smaller improvements. 
 
The March 1999 Draft Regional Wastewater Control Facility Master Plan Update (March 1999 
Update) is the most recent wastewater planning document that evaluated future flow and loading 
conditions, regulatory requirements, and treatment plant expansion alternatives. That document used 
48 mgd of dry weather flow capacity as the basis for an initial RWCF expansion, with eventual 
expansion to 55 mgd of RWCF dry weather flow capacity to serve a buildout population of 
approximately 380,000 inhabitants, with 3 mgd of capacity allocated to “future economic 
development.” (In the June 2002 draft addendum document titled “Existing and Projected Population, 
Flows, and Wastewater Load Study for Regional Wastewater Control Facility Master Plan Update,” 
buildout flows were revised to be 51 mgd, and did not explicitly include 3 mgd of capacity allocated 
to future economic development.) The March 1999 Update also evaluated a number of alternatives for 
achieving NPDES permit compliance, including river aeration, river flow management, groundwater 
recharge, and various combinations of activated sludge, pond improvements, and wetlands treatment. 
The estimated total capital cost for the General Plan buildout is $1.13 billion. This amount would be 
for the backbone infrastructure identified in the Master Plan. Additional wastewater collection system 
facilities will be needed within the development areas to deliver flow to the backbone system. The 
costs of the additional facilities will be borne by the individual developments, such as Tidewater 
Crossing. 
 
The Master Plan Update indicates that the phasing of the capital improvements would be dictated by 
the phasing of development. Extensions and improvements will occur as needed throughout the 
Urban Service Boundary. 
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Existing Collection System 

The existing City of Stockton sanitary sewer collection system is divided into 10 designated sub-areas 
or “systems”. “Systems 1 through 7 have been in existence for approximately 15 years, and are 
located throughout the City. System 8 was intended to serve the southern areas of the City, and has 
been partially developed. Further, all connections to System 8 are temporary. At the time that the 
French Camp Slough crossing and connection to the existing 66-inch sewer line at Industrial Drive is 
complete, the temporary pump station will be abandoned and flows re-routed to the regional sewer 
pump station on French Camp Road. System 9 intends to serve the undeveloped areas at the eastern 
edge of the City and was expected to be completed in 2005. System 10 has been partially constructed 
and is anticipated to serve the northern areas of the City.  
 
The May 2003 City of Stockton Wastewater Collection System Master Plan Update (May 2003 
Update) is the most recent planning document evaluating system capacity for the eastern portions of 
the City. The May 2003 Update included evaluations of future flow scenarios including 2005, 2010, 
2015, 2020 and buildout conditions. In addition to defining planned System 9 facilities, the May 2003 
Update identifies how additional development in Systems 6 and 7 will be accommodated. 
 
Wastewater pumping stations are located throughout the City and are integral to the wastewater 
collection system. Most of the pump stations discharge to pressure sewers (force mains) that convey 
flow under pressure either directly to the RWCF or to a downstream gravity sewer. 
 
 
Gas and Electric Services 

Electricity 

The Plan Area is within the Pacific Gas & Electric Company (PG&E) service area. PG&E will 
provide plans for electrical service system and install facilities. 
 
 

Natural Gas 

Natural gas within the Tidewater Crossing Community will be provided by Pacific Gas & Electric 
Company (PG&E). PG&E will provide plans for the natural gas system and install facilities. 
 
 
Communication Services 

Telephone Service/Fiber Optics 

Telephone service to the project area would be provided by AT&T California. The communications 
facilities will include a mix of fiber optics and copper cable and their supporting facilities. The trench 
layout generally consists of multi-duct facilities within the backbone areas, and duct plus direct 
buried facilities within the collector and service streets. 
 
 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-391 

Cable Television 

Cable television services to Stockton are provided by Comcast. Cable services are subject to Part IV 
of the Stockton Municipal Code entitled “Cable Television Franchises Procedures, Specifications and 
Terms.” 
 
4.11.2 Impact Significance Criteria 

Potential significant impacts associated with public utilities and service systems have been evaluated 
using the following criteria: 
 
Wastewater 

WW-a Adequacy of proposed and/or planned system modifications to meet proposed demand; and 
 
WW-b Ability of treatment plant to meet proposed demand. 
 
 
Electricity/Gas/Energy 

EG-a Increased demand for gas or electricity requiring new production facilities and 
infrastructure to supply the development; 

 
EG-b Encouragement of activities that result in the use of large amounts of energy or fuel, or the 

project uses energy in a wasteful manner; and 
 
 
Communication 

COM-a Increase in telephone service demand would substantially interfere with the ability of 
AT&T to serve the existing customers; and, 

 
COM-b Increase in cable television service demand would substantially interfere with the ability of 

the cable service provider to serve the existing customers. 
 
 
4.11.3 Impacts and Mitigation Measures 

Effects Considered to be less than Significant 

Impact EG-1: The project will result in increased demand for gas or electricity requiring new 
production facilities and infrastructure to supply the development. 

Electricity and Natural Gas Services  

The development of the Tidewater Crossing Community will create new electrical demands for 
PG&E facilities. PG&E facility planners have indicated the need to extend a new electric 
transmission line to the project area. Additionally, facility planners have also identified the need for 
an electric substation to be eventually located within the project area.  
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As part of its commitment to provide electrical power to the project area PG&E plans to tap into its 
existing Tesla-Stockton Cogen Junction 115 kilovolt (KV) electric transmission line located at Sperry 
Road and McKinley Road or near French Camp Road and Lombard Street. PG&E plans to construct a 
new 115KV double-circuit tubular steel overhead transmission pole line within a 50-foot wide 
dedicated electric transmission right-of-way (R/W), running either; Southeast along the French Camp 
Road from near Lombard Street and then north into the planned business/industrial area or southeast 
from Sperry Road and McKinley Road parallel to the UPRR right of way into the planned 
business/industrial area. The tubular steel pole line will support two sets of overhead transmission 
wires and two sets of overhead distribution wires. The steel poles will be approximately 100 foot tall. 
24-hour all-weather access to the pole line will be planned for maintenance and operations. Also 
within the electric transmission R/W, provisions will be made to allow for the installation of 
underground electric distribution lines as required. 
  
The Tidewater Crossing Project will be required to provide a five acre (rectangular in shape) parcel 
within the planned business/industrial area in the northeast portion of the project for the installation of 
an electric substation. The substation will convert the 115 KV transmission voltage down to either a 
21 KV or 12 KV distribution voltage level. The electric substation site will require year-round, 
24-hour, all-weather access. Moreover, roadway access to the site will need to accommodate very 
large trucks and cranes with a large turning radius. 
 
PG&E facility planners have indicated that, a 15-foot-wide public utility easement will be required on 
both sides of all roadways throughout the entire project for the installation of gas and electric 
distribution feeders along with other utilities as required. 
 
It is anticipated that cost sharing agreements and improvements to provide these services will not 
present conditions outlined in Significance Criterion EG-a. 
 
 
Impact COM-1: The project may result in the increase in telephone and cable service demand 
which may interfere with the ability of utility providers to serve the existing customers. 

Capacity for both telephone service and cable television service would need to be expanded in order 
to serve the project area. Pursuant to the franchise agreement between AT&T California and the State 
of California, AT&T will provide service to all new developments within the franchise area. 
Similarly, the Stockton Municipal Code, Part IV, Cable Television Franchises Procedures, 
Specifications and Terms, requires the extension of services “...to any area annexed...during the term 
of the franchise.”   Extension of telephone services and cable television services would occur in 
conjunction with the installation of other private utility facilities and public improvements. The 
conditions outlined in Significance Criteria COM-a and COM-b are not expected. 
 
 
Potentially Significant Effects 

Wastewater   

Impact WW-1: Sewage demand generated by the proposed project has the potential to exceed the 
capacity of the wastewater treatment plant. 
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The wastewater facilities for the Tidewater Crossing project will be developed in accordance with the 
City of Stockton Wastewater Collection System Master Plans and the City of Stockton Standard 
Specifications. The current RWCF has been expanded and adapted to provide for all of the 
wastewater treatment and disposal needs of the current service area.  
 
The recent agreement with OMI/Thames Water Stockton, Inc. (OMI) also included the design and 
construction of an initial capital improvements project that will provide additional capacity and 
treatment levels required to comply with the City’s current NPDES Permit which was issued on 
May 1, 2002. The existing treatment facilities at the RWCF will continue to be able to remain in 
service. However, a significant number of additional facilities will be required to accommodate the 
projected wastewater flows and loads anticipated from the General Plan buildout population and to 
provide higher levels of treatment that will be needed to meet anticipated discharge requirements. 
 
The City’s Wastewater Master Plan Update indicates that the project needs can be met with the same 
technologies currently used at the plant and that additional analysis should be conducted before 
improvements are constructed. The report provides information on the existing system and 
recommended improvements for the General Plan buildout.  
 
The Tidewater Crossing project is included in the future plans of the General Plan buildout and will 
be adequately served by the current RWCF. Improvements to the facility will be analyzed and 
implemented as deemed necessary by the City and OMI to accommodate the General Plan buildout 
demands.  
 
Table 4.11.A indicates the wastewater volumes estimated for the Tidewater Crossing project. The 
development will be adequately served by the current RWCF and implementation of the following 
mitigation measures are required to ensure no significant impacts occur.  
 
 
Table 4.11.A: Estimated Ultimate Wastewater Flows 

LAND USE ACRES 
(+/-) 

FLOW 
GENERATION  

(GALLONS/DAY
/ACRE) 

AVERAGE FLOW 
GENERATION 

(GALLONS/DAY) 

PEAK FACTOR DESIGN FLOWS 
(MGD 

Low/Medium 
Density 
Residential 

359.4 2500 0.899 2.660 2.391 

High Density 
Residential 

10.4 7200 0.075 5.000 0.375 

Schools 19.4 2500 0.049 5.000 0.245 

Commercial 16.6 2800 0.047 5.000 0.235 

Industrial 224.3 3400 0.763 2.720 2.075 

Total 630.2  1.833 2.260 5.321 

Notes: 1) City of Stockton Sanitary Sewer Design Data - Planning Values, 2) Inflow/Infiltration (I/I): 400 Gal/Day/Ac = 
.0004 MGD/ac, 3) Peak Factor => PF=2.50 (Ave. Flow)^-0.216, 4) Design Flow: (Ave Flow + I/I) Peak Factor 
 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  4-394 

Mitigation Measure WW-1: The owners, developers and/or successors-in-interest shall, prior to 
issuance of building permits, pay the applicable sewer connection fees required for improvements to 
the Stockton Regional Wastewater Control facilities. 
 
The Building Division will ensure the sewer connection fees are paid in conjunction with building 
permit issuance. The Municipal Utilities Department shall monitor and direct the implementation of 
the RWCF Staged Expansion Project. 
 
In addition, the Department of Community Development will ensure that connection fees are paid in 
conjunction with building permit issuance. The Departments of Community Development and MUD 
shall verify that all conditions of approval appear on the actual building plans and that compliance 
with the conditions is checked in the field during construction and operation, as appropriate. 
 
With the incorporation of the mitigation measure above, the conditions presented in Significance 
Criterion WW-a and therefore, will not create a significant impact. 
 
Development of the proposed project would require construction of additional infrastructure 
on-site to accommodate wastewater collection. Payment of sewer connection fees and fair share 
upgrades to the wastewater collection system as required by the above mitigation measures 
would reduce the impacts to wastewater conveyance facilities to a less than significant level. 
 
 
Impact WW-2: Existing and proposed wastewater conveyance facilities may not have adequate 
capacity to meet proposed project demand. 

Wastewater generated from the Tidewater Crossing project would be conveyed via network of gravity 
flow and force main lines designed to serve portions of the development areas identified in the City’s 
Sanitary Sewer Master Plan as Existing System 8 and FGS 13 (Future Grow System 13). In 
accordance with that plan the medium density neighborhood known as Neighborhood “C” along with 
the high density and commercial areas will be served via connection to the existing system (See 
Figure 4.11.1). As designed, this area would utilize a combination of 10" and 12" diameter pipes for 
sewer conveyance to serve the area. Flows from this area would be conveyed northward via an 8" 
force main line that would be located in Airport Way. This line would ultimately connect to the 
existing 18" line currently serving System 8. The connection to System 8 will be an interim solution. 
At the time that the French Camp Slough crossing and connection to the existing 66-inch line at 
Industrial Drive is complete, the temporary pump station will be abandoned and flows rerouted to the 
regional sewer-pump station located on French Camp Road   
 
Wastewater flows generated from the +/- 224 acre industrial park located on the eastern portion of the 
project will be conveyed westerly via a combination of 15" to 24" gravity lines, while the residential 
areas to the west will be served with a combination of 10" diameter and 30" diameter lines. All flows 
will connect to a regional lift station located at the western boundary of the project site. Flows 
emanating from the lift station will be conveyed to the north by two 24" force mains where they will 
tie into the City’s existing 66" wastewater line located at the intersection Industrial Avenue and 
McKinley Avenue. The pump station and sewer trunk lines have been sized to handle the entire FGS 
13 area and have been stubbed accordingly. 
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On a permanent basis, that portion of the project area located northwest of the junction of Airport 
Way and the Union Pacific Railroad (formerly Tidewater Southern) and positioned east of French 
Camp Slough will be served by Collection System 8. The current collection system will not provide 
adequate capacity for the entire project buildout, however, improvements will accommodate the 
project.  
 
The planned truck facilities have been designed to accommodate potential sewage generation from 
urban development of the site and for external urban development associated with the City’s proposed 
2035 General Plan.  
 
Mitigation Measure WW-2a: The owners, developers and/or successors-in-interest shall design and 
construct off-site elements of master planned sewage collection system improvements needed to serve 
the proposed project. This shall include engineering, design and construction of necessary sewer 
improvements, and for the preparation and submittal or project improvement plans and final maps. 
 
Mitigation Measure WW-2b: The owners, developers and/or successors-in-interest shall 
demonstrate to the satisfaction of the Director of Municipal Utilities that sewerage generation by the 
proposed project can be accommodated within the planned collection system improvements, or shall 
design and construct necessary improvements to the system to accommodate anticipated sewage 
generation. 
 
Mitigation Measure WW-2c: The owners, developers and/or successors-in-interest shall obtain all 
required permits for appropriate state, federal and local agencies. 
 
Mitigation Measure WW-2d: Prior to issuance of building permits, the applicant shall pay the 
applicable sewer connection fees required for Improvements to the City's Wastewater Collection 
Systems.  
 
With the incorporation of the above listed mitigation measures the elements in Significance 
Criterion WW-b will be avoided. 
 
Implementation of the above mitigation measures will reduce the impact on wastewater 
treatment facilities to a less than significant impact. 
 
 

Natural Gas/Electricity   

Impact EG-2: The proposed project will use large amounts of energy. 

The estimated average monthly gas and electrical demands for the residential, commercial, and 
industrial developments within the proposed project is presented in Table 4.11.B. 
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Table 4.11.B: Average Yearly Gas and Electric Demand 

LAND USE USAGE GENERATION 
RATE 

NUMBER OF 
UNITS OR 

ACRES 

ESTIMATED YEARLY 
DEMAND 

Natural Gas     

Residential 1,440 therms/year/unit 2,663 units 3,834,720 therms 

Commercial 63,600 /year/acre 16.6 acres 1,055,760 therms 

Light Industrial 63,600 therms/year/acre 224.3 acres 14,265,480 therms 

Total   19,155,960 therms 

Electricity 

Residential 0.0038 MW/year/unit 2,663 units 10.12 MW 

Commercial 0.0450 MW/year/acre 16.6 acres 0.75 MW 

Light Industrial 0.0490 MW/year/acre 224.3 acres 10.99 MW 

Total   21.86 MW 

MW - megawatt 
unit - dwelling unit 
1 therm - -100 cubic feet of gas 
Source: EIP Associates, 2001 
 
 
As shown in Table 4.11.B, the proposed project will need approximately 3,834,720 therms of natural 
gas and 10.12 megawatts of electricity yearly for residential uses. The table also shows that 
approximately 15,321,240 therms of natural gas and 11.74 megawatts of electricity will be needed for 
commercial and industrial uses yearly. While this will significantly increase consumption of 
electricity and natural gas, utility providers have indicated that the existing system has the capacity to 
accommodate the increase in electrical service. The conditions outlined in Significance Criteria 
EG-b would not occur. 
 
Mitigation Measure EG-1: As feasible, the applicant should install energy reducing fixtures and 
implement energy reducing measures to decrease the amount of energy used.  
 
Implementation of the proposed mitigation measures outlined above would reduce the impact 
on electric service facilities to a less than significant level.  
 
 
4.11.4 Level Of Significance After Mitigation 

Implementation of the proposed project will not have a significant impact on utilities and service 
systems. Potential impacts for utilities and service systems would be mitigated through the actual 
construction of infrastructure, collection of connection and/or development fees or through 
implementation of conservation and monitoring programs. 
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4.12 AESTHETICS/LIGHT AND GLARE 
4.12.1 Existing Setting 

Visual Character of the Site 

The topography of the area is typical of the San Joaquin Valley and Delta region with elevations 
around sea level or slightly above. This area is characterized by flat, featureless landforms 
notwithstanding the hydrological feature associated with French Camp Slough. Local vegetation 
occurs primarily through the project boundaries at French Camp Slough and Little John’s Creek 
although oak trees are present in various locations. During the growing season, the site is 
characterized predominantly by row crops. To the north is the Stockton Metropolitan Airport and 
industrial uses. SR-99 extends in a north-south direction along the project site’s eastern boundary. 
These characteristics of the project site are fairly typical of the undeveloped Stockton/San Joaquin 
County region. 
 
Except for farm houses, there is currently no artificial lighting on the property and there are no unique 
aesthetic features, either natural or manmade, that are visually unique on the project site. Features 
found on the project site are characteristic of those commonly found associated with agricultural uses 
throughout the region. 
 
 
Visual Character of Adjacent Uses   

Agricultural and rural residential uses are present to the south and east, The Stockton Metropolitan 
Airport is located to the north, and the community of French Camp is located to the west. French 
Camp Slough runs from the northwest through the project site, and Little John’s Creek flows from the 
project site to the east. Small levees extend along the edge of these features, somewhat concealing the 
creeks from ground-level views. The water resources provide high aesthetic value. 
 
 
Existing Views of the Site 

The site is visible from three public viewpoint. These are: 
 

• State Route 99 

• French Camp Road 

• South Airport Way 
 
From these roadways the view extends unobstructed down the length of the project site. 
 
 
4.12.2 Impact Significance Criteria 

Potential significant impacts associated with visual quality have been evaluated using the following 
criteria: 
 
VIS-a Reduction in scenic quality due to high contrast with existing conditions or elimination of 

unique landscape features; 
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VIS-b Introduce physical features which are substantially out of character with existing and 

planned uses in the surrounding area; 
 
VIS-c Have a substantial, demonstrative negative aesthetic effect; 
 
VIS-d Create substantial sources of light or glare; and 
 
VIS-e Create shade/shadow images that adversely impact existing residential development. 
 
 
4.12.3 Impacts And Mitigation Measures 

The proposed project has been evaluated for potentially significant visual impacts that would be 
attributable to conversion of agricultural to urban uses, including construction of structures, 
supporting infrastructure, and major landscaping. 
 
 
Effects Found Not to Be Significant 

Impact VIS-1: The project is not expected to reduce the scenic quality due to high contrast with 
existing conditions or elimination of unique landscape features. 

The project site is located in an area that has historically been agricultural in character. Unique 
landscape features are not located within the project boundary. Therefore it is not anticipated that the 
proposed project will have visual impacts with regard to Significance Criterion VIS-a). 
 
 
Impact VIS-2: The project is not expected to introduce physical features which are substantially 
out of character with existing and planned uses in the surrounding area. 

With the proposed development, topographical features of the site will be retained in a primarily flat 
or level condition. Riparian habitats associated with French Camp Slough will not be significantly 
impacted by the proposed project or impacts will be mitigated to less than significant levels. Open 
space land uses around the water slough/creeks, including the proposed detention basin, will provide 
natural open features within the development. 
 
These open areas, including the proposed detention basin, provide a buffer to the more intense urban 
uses proposed in the project. However, the intensity of the proposed development may seem out of 
character adjacent to the remaining rural residential and agriculture. The project will be compatible 
with the character of the existing airport. The City of Stockton has included this area as a growth area 
and has included it in the Urban Service Boundary. As the City continues to grow, the nature of the 
project site will change to a more urban setting and the surrounding area will evolve into a similar 
urban character. These planned uses are consistent with the proposed project and therefore the project 
will not introduce physical features which are substantially out of character with existing or planned 
uses for the area (Significance Criterion VIS-b). 
Impact VIS-3: The project is not expected to have a substantial, demonstrative negative aesthetic 
effect. 
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As indicated in the Project Description (Section 3.3), a Master Development Plan has been prepared. 
The purpose of the Master Development Plan is to present a framework for project development that 
includes aesthetic treatments associated with the development. Landscape buffers will provide a 
visual transition and the open space and parks will be visible from either side of the slough. In 
addition, architectural materials that have a natural theme will be used within the residential and 
industrial portions of the project. Incorporation of these elements throughout the project will prevent 
a substantial negative aesthetic effect, particularly on adjacent uses, as indicated in Significance 
Criterion VIS-c. 
 
 
Impact VIS-4: The project is not expected to create shade/shadow images that adversely impact 
existing residential development. 

All the proposed structures within Tidewater Crossing will be subject to zoning/Master Development 
Plan Guidelines height restrictions. There are no surrounding residential developments that will be 
impacted by the proposed project and it is anticipated that the conditions outlined in Significance 
Criterion VIS-e will not occur. 
 
 
Potentially Significant Effects   

Impact VIS-5: Implementation of the proposed project could result in potentially significant 
nighttime light, both during and after construction.  

After project buildout, there will be several new sources of light during nighttime hours. Glare from 
residential structures is not expected to be significant due to the traditional use of non-glare materials 
in construction. In addition, reflective materials will be prohibited in construction materials due to the 
proximity to the Stockton Airport and the potential to distract pilots. 
 
The new light sources may negatively impact wildlife species located within, near, or traveling 
through the project area. However, due to the significant open space corridor provided along French 
Camp Slough impacts to wildlife are not expected to be significant. 
 
Most of the new nighttime light sources would be created by street lighting, parking lot lights, and 
lights from individual residences. While these new light sources are not expected to be significantly 
different from typical uses in these categories, the change in light conditions from vacant land to 
urban development will be substantial. The site will have new sources of light where none previously 
existed. 
 
The Master Development Plan text includes development standards and design guidelines for outdoor 
lighting and illumination. Implementation of these standards and design guidelines will mitigate the 
potentially adverse effects of light and glare on the environment. Additional mitigation to ensure that 
impacts will be avoided include the following mitigation measures. The conditions outlined in 
Significance Criterion VIS-d will be avoided. 
 
Mitigation Measure VIS-1: All outdoor lighting for the illumination of landscaped areas, buildings, 
parking areas and pathways shall comply with the Master Development Plan Design Guidelines.  
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Implementation of the above listed measure would reduce impacts from glare and lighting to 
less than significant levels. Consequently, the conditions included in Significance Criterion 
VIS-d will be avoided. 
 
 
Impact VIS-6: Implementation of the proposed project will impact views from State Route 99, 
French Camp Road, and Airport Way as well as from adjacent residential uses. This would be a 
potentially significant impact under Significance Criterion VIS-b. 

Motorists traveling along State Route 99, French Camp Road, and Airport Way will have temporary 
views of the Tidewater Crossing development. These views will extend into adjacent planned 
industrial and residential development, depending on vantage location. The proposed project will 
follow all City design guidelines. To create a pedestrian friendly and walkable development, 
sidewalks providing pedestrian access shall be considered in the design of all landscaped areas, 
including the need to locate plants so as not to interfere with the ability of pedestrians to have an 
adequate view of paths and surrounding areas to ensure their safety. 
 
West of Tidewater Crossing 
Residents of the community of French Camp will have views of the residential development. 
Although the site currently is agriculture, the views will be consistent with the planned uses outlined 
in the City's General Plan and are not considered significant. 
 
North of Tidewater Crossing 
Visitors to the Stockton Metropolitan Airport will have views of the Tidewater Crossing industrial 
and residential development. These views will be consistent with adjacent industrial development and 
are not considered significant. 
 
East and South of Tidewater Crossing 
Visitors to the agricultural and rural residential uses to the east and south of the proposed project will 
have views of the Tidewater Crossing development. These views will be of urbanized conditions, 
representing a significant change from the current agrarian character. Implementation of the following 
mitigation measures will reduce impacts to less-than-significant levels. 
 
Mitigation Measure VIS-2a: Landscape buffers are required along the both sides of the arterial and 
collector streets in Tidewater Crossing. No buildings or parking areas are allowed within these buffer 
areas. Monument signs, entry treatments, pathways, lighting, and street furniture are allowed in the 
buffer area. 
 
Mitigation Measure VIS-2b: All projects that require approval by the City shall provide and 
maintain landscaping in compliance with the provisions of the Stockton Municipal Code. 
Landscaping shall be provided prior to the final Certificate of Occupancy or Final Building Permit, 
except for extensions granted by the Director of Community Development for such issues as seasonal 
conditions, or contained in the exemptions indicated in Chapter 16, Section 16-335.020 of the 
Stockton Municipal Code. 
 
Landscape plans shall be submitted for all multi-family and nonresidential projects. The landscape 
plans shall be prepared by a landscape design professional. 
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Mitigation Measure VIS-2c: All landscaped areas, view corridor areas, parks and open space areas 
within Tidewater Crossing shall be maintained by a Commercial Tenant Owner's Association, or, in 
the absence of a Commercial Tenant Owner's Association, by the City of Stockton through the 
formation of one or more Landscaping and Maintenance Districts or similar improvement districts, or 
by any combination of the above. 
 
Implementation of the guidelines set forth in the Master Development Plan in conjunction with 
mitigation measures will create a less than significant impact on visual resources.  
 
 
4.12.4 Level Of Significance After Mitigation 

The development and design guidelines outlined in the Master Development Plan provide measures to 
offset potential visual resource impacts. Implementation of the guidelines set forth in the Master 
Development Plan and mitigation measures will reduce impacts to a less than significant effect on 
visual resources.  
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4.13 CULTURAL RESOURCES 
A technical cultural resources study was prepared for this site by LSA Associates, Inc. entitled A 
Cultural and Paleontological Resource Study for the Tidewater Crossing Project, March 2006. For 
confidentially purposes, the document is available for review (by permission) at the City of Stockton, 
Community Development Department. 
 
 
4.13.1 Environmental Setting 

Cultural Setting   

Prehistory   
The Paleo-Archaic-Emergent cultural sequence developed by Frederickson (1974) is commonly used 
to interpret the prehistoric occupation of Central California. The sequence is broken into three broad 
periods: The Paleoindian Period (10,000-6000 B.C.); the three-staged Archaic Period, consisting of 
the Lower Archaic (6000-3000 B.C.), Middle Archaic (3000-1000 B.C.), and Upper Archaic (1000 
B.C. - A.D. 500); and the Emergent Period (A.D. 500-1800). 
 
The Paleo Period began with the first entry of people into California. These people probably subsisted 
mainly on big game, minimally processed plant foods, and had no trade networks. The Archaic period 
is characterized by increased use of plant foods, elaborate burial and grave goods, and increasingly 
complex trade networks (Bennyhoff and Frederickson 1994, Moratto 1984). The Emergent Period is 
marked by the introduction of the bow and arrow, the ascendance of wealth-linked social status, and 
the elaboration and expansion of trade networks, signified in part by the appearance of clam disk bead 
money (Moratto 1984). 
 
The San Joaquin Valley was probably settled by native Californians between 12,000 to 6,000 years 
ago. The San Joaquin Valley has had many population movements and waves of cultural influence 
from neighboring regions; it was probably first occupied at the end of the Pleistocene, approximately 
11,500 to 7,500 years ago, as evidenced by core and flake tools (Moratto 1984:214-5). Hokan 
speakers may have been the early occupants of the San Joaquin Valley, eventually displaced by 
migrating Penutian speakers (ancestral Yokuts) coming from areas outside California. The Penutians 
most likely entered the San Joaquin Valley in several minor waves, slowly replacing the original 
Hokan speakers, causing them to migrate to the periphery of the valley (Elsasser 1978:41; Shipley 
1978:81). By about A.D. 300-500, the Penutian settlement of the San Joaquin Valley was complete. 
At the time of European contact, the study area was within the territory of the Northern Valley 
Yokuts. The population of the 18th century Valley Yokuts is estimated at approximately 40,000, 
making them the largest ethnic group in precontact California (Moratto 1984:173). 
 
 

Ethnography   

The Valley Yokuts consisted of three divisions: Northern Valley, Southern Valley, and Foothill 
Yokuts. In the 18th century, the project area was within the territory of the Northern Valley Yokuts 
whose range extended from a line midway between the Mokelumne River and the Calaveras River 
south to near where the San Joaquin River makes a big bend toward the north. The western limit has 
been identified as the eastern side of the Coast Ranges (Milliken 1994), while the eastern limit 
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extended to the juncture of the San Joaquin Plain and the foothills of the Sierra Nevada (Wallace 
1978: 462). 
 
Yokuts settlements were typically placed on low mounds near the banks of large watercourses such as 
the San Joaquin River. This elevated position helped keep the inhabitants and their houses above the 
spring flood waters (Wallace 1978:466). The abundant riverine environment promoted a sedentary 
lifestyle and influenced succeeding generations to remain at the same sites. It is estimated that the 
Yokuts lived in tribes of approximately 300 people (Wallace 1978:466)) and built several styles of 
dwellings within their villages. Most Yokuts houses were circular or oval single-family dwellings 
consisting of tule mats over pole frames (Morrato 1984:174). Wedge-shaped tule houses and small 
dwellings made of bark placed against the framework were also constructed. Some settlements 
included a tule-mate covered communal lodge that housed up to 10 families. Two other structures 
found in most communities were the earthen sweathouse and the ceremonial assembly chamber 
(Wallace 1978:465; Kroeber 1925:519-521). 
 
Technology of the Yokuts included basket manufacture and a wide range of tools and implements 
fashioned from stone. They used stone mortars and pestles for processing acorns and other plant food. 
Chert and jasper were used to make arrow points, scraping tools, and knives along with choppers and 
hammerstones. Bone was used to make awls and personal adornments and baskets were used for 
cooking and/or food preparation (Wallace 1978:465; Kroeber 1925:537). 
 
Acorns were a staple food, and various seeds, nuts, roots, berries, and greens were also collected. 
Ducks and geese were plentiful and constituted a large portion of the Yukuts diet, along with valley 
quail and mourning doves. The Northern Valley Yokuts also relied heavily on salmon, and duck and 
geese eggs (Moratto 1984:174; Wallace 1978:450; Schench and Dawson 1929:305). Large mammals 
like deer, elk, and antelope were important, though they did not constitute a large part of the Yokuts 
diet. 
 
By 1776, Spanish expeditions into the interior and the establishment of the Spanish mission system 
contributed to the rapid disappearance of the native inhabitants. Introduced diseases, particularly the 
epidemic of 1833, claimed thousands of lives and wiped out entire communities of Native Americans. 
By 1834, the Mexican government had desecularized the missions and the language and culture of the 
Yokuts had been permanently disrupted. Many Yokuts left abandoned missions and returned to their 
former territories where they survived by hunting and gathering. By 1849, thousands of miners 
passing through the Valley to the southern mines during the Gold Rush also contributed to the 
destruction of the Yokuts culture. In the aftermath of the Gold Rush, miners returned to the Delta and 
Valley areas to farm and build towns, further pushing the Yokuts off their traditional hunting and 
gathering territories. Many Yokuts ended up working on ranches as poorly paid laborers (Wallace 
1978:468-469). 
 
 

Stockton History   

Stockton found its start as a supplier of goods to the thousands of miners who flocked to the Sierra 
Nevada gold fields during the California Gold Rush of 1849. Captain Charles M. Weber recognized 
early that the city would become profitable as a supply center for gold miners and purchased the land 
that would become Stockton from William Gulnac in 1845. Originally known as Tuleberg, the town's 
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name was changed by Weber to Stockton in 1849 in honor of Commodore Robert F. Stockton 
(Hoover et al. 1990:350). 
 
With the opening of the southern mines, Stockton grew rapidly in importance and size, and soon 
became a flourishing trade center (Marschner 2000). Miners made their way to Stockton by boat up 
the San Joaquin River or over the Livermore Pass. Commerce soon grew and freighting and staging 
activities developed along with cattle and agriculture industries. With the establishment of churches 
and schools, Stockton became a permanent settlement. In 1849, 1,000 people lived in Stockton. In 
1850 Stockton was incorporated and also became the county seat (Hoover et al. 1990:350). In 1851, 
Stockton, which consisted primarily of tents and frame buildings, was nearly destroyed by fire. 
Subsequent fires in 1856 and 1862 resulted in the need for more permanent structures, and stone and 
brick establishments were built in the commercial district, including a new city hall that was erected 
in 1852 (Costello and Marvin 1999:13-14). 
 
In the 1860s the city began making civic improvements that included road construction, street 
improvements, and sewer works in addition to more churches, schools, and three volunteer fire 
companies. By the mid 1860s residential neighborhoods were also being developed. In the 1880s and 
1890s Stockton became more industrialized. Grain mills and warehouses were constructed, along 
with manufacturing plants and lumber yards, near the Stockton Channels. More residential housing 
was developed for the growing population (Costello and Marvin 1999:14-15). 
 
Beginning in 1850 Stockton served as a river landing, with the paddle-wheel steamers the Delta King 
and the Delta Queen navigating the San Joaquin River from 1850 to 1938. The first inland seaport in 
California opened in Stockton in 1933 and soon Stockton was known for its boat building industry. 
Local shipyards were active during World War II filling government contracts; by 1943 fifty firms 
were supplying the wartime effort. The late 1940s saw a growth of residential and commercial areas 
to the north of Stockton and by the 1970s the population had almost quadrupled (Hillman and 
Covello 1985:5-9). 
 
Today, with a population of 260,000, Stockton remains the focal point for the agribusiness of the San 
Joaquin Valley. The rich farmland of the San Joaquin/Sacramento River Delta supports varied 
agriculture, growing potatoes, corn, sunflowers, tomatoes, asparagus, and more recently, wine grapes. 
Stockton is a major transportation hub and a popular water recreation area that has over 1,000 miles 
of waterways for boating and water sports (City of Stockton 2003). 
 
 

French Camp History  

In 1827, the discovery of vast numbers of beaver and other fur bearing animals in the waterways of 
the San Joaquin Valley led to extensive trapping over the next two decades. Established in 1827, 
French Camp is the oldest town in the San Joaquin Valley. Located five miles south of Stockton, the 
area was used by French-Canadian hunters employed by the Hudson Bay Company to trap beaver, 
mink, bear, and other fur-bearing animals along the San Joaquin River and nearby sloughs (Hoover et 
al. 1990:349-350). From 1827 to 1845, the trappers and their families made a yearly trek to the site on 
French Camp Slough, which was also the terminus of the Oregon-California Trail. The site was 
occupied from spring until fall by the French Canadian trappers and their Indian wives and families, 
who lived in a small village with cabins constructed of tules and willow bark (Hillman and Covello 
1985:131-133; Smith 2004:494-495). Archaeological site CA-SJO-148, at the western edge of the 
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Tidewater Crossing project area, may be the remains of this village. An outbreak of smallpox, a 
decrease in the number of pelts, and political unrest ended these annual treks. 
 
By 1844, William Gulnac, a Mexican citizen, was granted a large tract of land that included both 
French Camp and Stockton; it was called Ranco El Campo de los Franceses (French Camp). Captain 
Charles M. Weber and William Gulnac promoted the first white settler’s colony in San Joaquin 
County. Hostile Indians, plague, poor food, and primitive conditions, however, made the task of 
inducing settlers to stay difficult (Hoover et al. 1990:349-350; Marschner 2000:261-262; Gudde 
1998:138). By 1847, with Weber now the sole owner of the grant, thousands of cattle were herded on 
the land, small plots were cultivated, and several corrals were established, one of which was located 
in French Camp. Commercial building activity at French Camp began in 1849 and included a store, a 
saloon, and a freight depot; by the 1850s there were two hotels providing lodging and meals to stage 
passengers (Hillman and Covello 1985:131-133). 
 
In the early 1850s, French Camp grew in importance as a transportation artery between Stockton and 
points east. During wet winters, the roads around Stockton became impassable with mud and the only 
way for goods to find their way east was by boat, traveling by way of French Camp Slough from 
Stockton to French Camp. Goods then continued on from French Camp over French Camp Road, 
which had a sandy loam base and was passable in winter. On French Camp Road stands Dutch Point 
House (P-39-000364), the site of a public house built in 1849 to provide services to the winter 
travelers on the road (Hoover 1990:351-352). Completion of the all-season French Camp turnpike in 
1865 between Stockton and French Camp, however, diminished French Camps’ importance as a river 
landing and staging area. 
 
French Camp school was built in 1851, the oldest school to be on the same piece of property in San 
Joaquin County. French Camp School District did not officially open until 1855, although French 
Camp School had been established two years earlier. The original one-story school was completed at 
a cost of $491. The building was designed as a place of worship as well as a schoolhouse and a 
second story was soon added by the Sons of Temperance (Hillman and Costello 1985:131-135; 
French Camp School History 2004). 
 
During the mid-1890s, the original French Camp School was destroyed by fire. In 1896 a new 
schoolhouse was constructed. This new Victorian-style structure, built one block south of its 
predecessor, remained in use of 30 years until the district's rising population rendered it obsolete. In 
1927 the third French Camp School, a brick structure, was constructed (Hillman and Costello 
1985:131-135; French Camp School History 2004). In 1967, French Camp elementary School was 
constructed at Fourth and Elm streets, the same site as the older schools (Hillman and Costellow 
1985:131-135; French Camp School History 2004). 
 
From 1916 to 1927, French Camp was on the route of the Lincoln Highway (Hillman and Colvello 
1985:131-135; Smith 2004:494-495; Hokanson 1999:71-72). In California, the Lincoln Highway had 
two routes over the Sierra Nevada Mountains: one north of Lake Tahoe to Auburn and one south of 
Lake Tahoe through Folsom. Originally, both the north and south routes of the Lincoln Highway 
converged in Sacramento and were routed south through Stockton and French Camp, then west across 
the Altamont Pass at Tracy (Owens 1992:52-54; Hokanson 1999:71-72). However, with the 
completion of the Carquinez Straits Bride in Vallejo in 1927, a more direct route to San Francisco 
was available that bypassed the Stockton area. At the end of 1927, the Lincoln Highway Association 
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ceased its promotional activities. In the beginning of 1928, with the advent of the federal numbered 
highway system, the majority of the Lincoln Highway became US 30 across most of the country, with 
some portions becoming US1, US 40, and US 50. Interstate 5 opened in the 1960s and bypassed 
French Camp, causing many businesses to close (Hillman and Colvello 1985:131-135; Smith 2004; 
494-495). 
 
Today, the San Joaquin County Hospital, the San Joaquin County Juvenile Hall, and the San Joaquin 
County Jail are located in French Camp. Likewise, Poly Cal Plastics, Monray Roof Tile, and Granite 
Construction have established business interests in French Camp. 
 
 
Paleontological Setting 

The project area lies in northern San Joaquin Valley. Within and adjacent to the project area, the 
fertile soils of this valley have an average depth of between 5 to 6 feet (McElhiney 1992). The 
sediments underlying the soil are Quaternary alluvium generally derived from the east by the erosion 
of the Sierra Nevada Range. This alluvium consists of Modesto Formation sediments underlain by 
Early Tertiary marine sediments. 
 
 

Modesto Formation   

The project area and much of the San Joaquin Valley lie on Late Pleistocene Modesto Formation 
sediments (Wagner et al. 1987). Sediments of this age and formation in the vicinity of the project area 
have produced significant vertebrate fossils from the Rancholabrean land mammal age (Marchand 
and Allwardt 1977). Common examples of Rancholabrean vertebrate fossils include ground sloth, 
dire wolf, saber-toothed cat, camel, bison, mammoth, horse, rodent, bird, reptile and amphibian 
fossils (Svage 1951; Stirton 1951; Bell et al. 2004). The Modesto Formation sediments directly 
underlie the soil layer within and adjacent to the project area and any fossils within them can be 
encountered just below the soil depth. 
 
 

Undifferentiated Early Tertiary Marine Deposits   

Modesto Formation sediments are underlain at extreme depth by Tertiary (65-2 million years old) 
sediments (Wagner et al. 1987). Little is known about these marine deposits near the project area as 
they are deeply buried. The likelihood of encountering these deposits is very low to non-existent. 
 
 
Field Review   

Cultural Resources 

Pedestrian field survey of the project area was conducted by LSA archaeologists on February 25, and 
March 8, 9, and 15, 2005. An intensive survey was done of the entire 909.1-acre project area, 
including the site proposed for the detention basin. The survey was generally conducted using 30-
meter wide transects. Surface visibility in fields was limited to approximately five percent in most 
areas due to extremely dense vegetation. In archaeologically sensitive areas such as dense vegetation 
along French Camp Slough, 10-meter wide transects were used for increased coverage. All areas of 
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exposed ground, including irrigation ditches, levees, and farm roads were intensively reviewed for 
possible archaeological deposits. Rodent backdirt was reviewed and small areas of ground were 
periodically exposed by trowel and examined for archaeological deposits. The survey was 
documented in field notes, maps, and photographs. 
 
LSA's field survey confirmed the presence of two previously identified cultural resources in the 
project area: CA-SJO-148/P-39-000266, a prehistoric archaeological site, and P-39-000015, a 
previously recorded segment of the Tidewater Southern (now Union Pacific) Railroad. LSA's field 
study identified the following cultural resources in the project area: T-C 1, a chert core and bone 
fragments; T-C 2, a chert biface, a chert flake, and a possible stone bowl fragment; and T-C 3, a barn 
on Airport Way. 
 
 

Paleontological Resources 

A pedestrian field survey of the project area was conducted by a professional LSA paleontologist on 
August 12, 2005. No bedrock was exposed within or adjacent to the project area. Areas where earth 
was exposed below the ground surface, such as in ditches and creek banks, did not extend below five 
feet and were composed of soil. No paleontological resources were encountered during the survey. 
 
 
Study Results 

Cultural Resources 

The field survey identified the following cultural resources in the project area: 
 

• The survey confirmed the presence of soils in the western end of the project area matching 
those described at prehistoric archaeological site CA-SJO-148 by McIvers and Scully (1989).  

• TC-1: a chert core. This isolated prehistoric artifact is approximately 50 feet southwest of 
French Camp Slough and approximately 800 feet west of Airport Way.  

• TC-2: an undiagnostic chert biface fragment and a chert flake. These prehistoric artifacts are 
approximately 500 feet southwest of French Camp Slough and approximately 150 feet west 
of Airport Way. 

• TC-3: a cinder block and corrugated metal barn on Airport Way. 

• P-39-000015: the Tidewater Southern (now Union Pacific) Railroad (see Jensen and Jensen 
2000). The northernmost 2,000 feet of the railroad in the project area has been previously 
recorded. The southernmost 2,000-foot-segment of the railroad in the project area was not 
recorded.  

 
The following cultural resource is adjacent to the project area: 
 

• The Metropolitan Airport/Sharpe Army Depot, is adjacent to the project area's northern 
boundary and has been determined not eligible for listing on the National Register by the 
Office of Historic Preservation (California Department of Parks and Recreation 2004). 
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4.13.2 Impact Significance Criteria 

Potential significant impacts associated with cultural and paleontological resources have been 
evaluated using the following criteria: 
 
CR-a Potential damage to important cultural resources; 
 
CR-b Potential damage to potentially important cultural resources; 
 
CR-c Potential damage to previously undiscovered cultural resources; and 
 
CR-d Potential direct or indirect destruction of a unique paleontological resource or site or unique 

geological feature. 
 
Under CEQA only those cultural resources deemed important (e.g., California Register of Historic 
Places [California Register] or National Register of Historic Places [National Register] -eligible) can 
be significantly affected (i.e., impacted) with project implementation. 
 
A cultural resource is evaluated under four California Register criteria to determine its historical 
significance. A resource must be significant at the local, state, or national level in accordance with 
one or more of the following criteria: 
 

1. Is associated with events that have made a significant contribution to the broad patterns of 
California's history and cultural heritage; 

2. Is associated with the lives of persons important in our past; 

3. Embodies the distinctive characteristics of a type, period, region, or method of construction, 
or represents the work of an important creative individual, or possesses high artistic value; or, 

4. Has yielded, or may be likely to yield, information important in prehistory or history. 

 
Prehistoric materials can include flaked-stone tools (e.g., projectile points, knifes, choppers) or 
obsidian, chert, or quartzite toolmaking debris; cultural darkened soil (i.e., midden soil often 
containing heat affected rock, ash and charcoal, shellfish remains, and cultural materials); and stone 
milling equipment (e.g., mortars, pestles, handstones). Historical materials might include wood, stone, 
concrete, or adobe footings, walls and other structural remains; filled wells or privies; and deposits of 
wood, metal, glass, ceramics, and other refuse.  
 
Additionally, the Society of Vertebrate Paleontology has identified vertebrate fossils, their taxonomic 
and associated environmental indicators, and fossiliferous deposits as significant nonrenewable 
paleontological resources. Botanical and invertebrate fossils and assemblages may also be considered 
as significant. 
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4.13.3 Impacts And Mitigation Measures 

Potentially Significant Effects 

Impact CR-1: Project site development is not expected to result in damage to important cultural 
resources. 

Project site development will result in disturbance to the surfaces throughout the project area, 
including the proposed detention basin. LSA’s field survey confirmed the presence of CA-SJO-
148/P-39-000266, a previously recorded prehistoric archaeological site, was thought to be inside the 
western boundary of the project area. Additional boundary definition and presence/absence testing of 
the site was conducted on January 25 and February 6, 2006 by LSA archeologists.  
 
No evidence of CA-SJO-148 was identified at this location by the presence/absence investigation. 
CA-SJO-148 is not at the location identified in the 1989 McIvers and Scully archaeological site 
records and is not present in the Tidewater Crossing project area. Based on review of the Baumhoff 
(1951) and McIvers and Scully (1989) site records for CA-SJO-148, and the field study by LSA, it 
appears that CA-SJO-148 is at the location initially recorded by Baumhoff. Additional mitigation 
measures are not required. (Significance Criteria CR-a). 
 
 
Impact CR-2: Project site development could result in damage to potentially important cultural 
resources. 

Several possibly important cultural resources were found within the project site boundaries. Site 
resources T-C 1, T-C 2, T-C 3, and P-39-000015 are listed in detail above. The following information 
on these sites are below. 
 
• CA-SJO-148/P-39-000266. LSA's presence/absence investigation did not identify any 

archaeological materials in any of the 12 auger borings or the two STPs. CA-SJO-148 is not 
within the Tidewater Crossing project area. Further study or protection is not recommended. 

• TC-1 is isolated artifact and is not eligible for listing in the California register. Further study or 
protection is not recommended. 

• TC-2 is a very low-density archaeological site. It is LSA's opinion that TC-2 is not eligible for 
listing in the California Register. Further study or protection is not recommended. There is, 
however, a possibility of unidentified deposits or features within the site. 

• TC-3: a cinder block and corrugated metal barn on Airport Way. 

• P-39-000015: the Tidewater Southern (now the Union Pacific) Railroad. The evaluated portion of 
the railroad no longer retains sufficient integrity for listing in the National or California registers 
(Jensen 2000). Project activities will be limited to jack-and-bore excavation beneath the railroad 
bed. The excavation will not affect the railroad. 

• Due to the presence of watercourses and the isolated chert core at TC-1, the sparse lithic scatter at 
TC-2, and nearby recorded archaeological site CA-SJO-148 in an environmental setting similar to 
that of the project area, there is the possibility of discovering archaeological resources in the 
project area.  
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• The Airport Way bridge over French Camp Slough (Bridge No. 20C0090) is in the project area. 
The bridge is listed as Category 5 (not eligible for listing in the National Register) in the Caltrans 
Historic Bridge Inventory (California Department of Transportation 2001). Further study is not 
recommended. 

• The Metropolitan Airport/Sharpe Army Depot, adjacent to the project area, was determined to be 
not eligible for the National Register (Office of Historic Preservation 2004; Peak 1997), but has 
recently been re-listed in the January 2006 Historic Property Data File as 7N, “needs to be 
reevaluated” (Office of Historic Preservation 2006). This resource will not be affected by the 
Tidewater Crossing Project and further study is not recommended. 

• The former Lincoln Highway (now French Camp Road) is a modern, asphalt, two-lane roadway 
with new signs and traffic signals, and does not retain sufficient integrity to qualify as a historic 
resource under CEQA. Further study is not recommended.  

 
Mitigation measures are provided below to offset potential impacts to these resources (Significance 
Criteria CR-b). 
 
Mitigation Measure CR-1a: The project area exhibits a high sensitivity for prehistoric 
archaeological resources. During construction-related activities, a qualified archaeologist shall be 
present to monitor initial grading activities. Additionally, ground-disturbing activity within 25 feet of 
TC-2 should be monitored by a qualified archaeologist. 
 
The archaeologist should then determine if further monitoring, periodic site review, or no further 
monitoring is applicable. Archaeological monitors must be empowered to halt construction activities 
at the location of the discovery to review possible archaeological material and to protect the resource 
while it is being evaluated. Monitoring should continue until, in the archaeologist's judgment, cultural 
resources are not likely to be encountered. 
 
If deposits of prehistoric or historical archaeological materials are discovered during monitoring, all 
work within 25 feet of the discovery should be redirected until the archaeological monitor assesses 
the materials and provides recommendations. It is recommended that adverse effects to such deposits 
be avoided by project activities. If avoidance is not feasible, they should be evaluated for their 
eligibility for listing in the California Register of Historical Resources. If the resources are not 
eligible, avoidance is not necessary. If the resources are eligible, they will need to be avoided by 
adverse effects if feasible or such effects must be mitigated. Upon completion of the assessment, the 
archaeologist should prepare a report documenting the methods and results, and provide 
recommendations for the treatment of the archaeological materials discovered. The report should be 
submitted to the project proponent, appropriate City of Stockton agencies, and the Central California 
Information Center. 
 
Mitigation Measure CR-1b: If implementation of the proposed project impacts the unrecorded 
segment of the former Tidewater Southern Railroad in the southern portion of the project area, the 
segment should be recorded on DPR 523 forms and evaluated for its California Register eligibility. If 
it is not eligible for listing, then no further cultural resources studies are necessary. If it is eligible, a 
plan to mitigate adverse effects to the railroad be should be developed.  
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Implementation of the above listed mitigation measures would reduce impacts affecting cultural 
resources to less than significant levels. Consequently, the conditions included in Significance 
Criterion CR-b will be avoided. 
 
 
Impact CR-3: Project site development could result in damage to previously undiscovered cultural 
or paleontological resources. 

The Late Pleistocene sediments of the Modesto Formation that underlie the project area are highly 
sensitive for fossil resources. While no paleontological resources (fossils) were identified within or 
adjacent to the project area by this study, there is a possibility that significant paleontological 
resources can be discovered during project ground-disturbing construction below the approximately 
six-foot-deep soil layer (McElhiney 1992). If previously undiscovered cultural or paleontological 
resources are found on the project site, the following mitigation measures will offset potential impacts 
to the resource (Significance Criterion CR-c and CR-d). 
 
Mitigation Measure CR-2a: To avoid adverse effects to paleontological resources, it is 
recommended that a qualified paleontologist monitor ground-disturbing activities. Prior to ground 
disturbance, pre-field preparation by the paleontologist should take into account specific details of 
project construction plans, and information from available paleontological, geological, and 
geotechnical studies. Limited subsurface investigations may be appropriate for defining areas of 
paleontological sensitivity prior to ground disturbance. The paleontologist should be present to 
monitor initial project ground disturbing activities at or below six feet from the original ground 
surface. The paleontologist can then determine if further monitoring, periodic site reviews, or no 
further monitoring is appropriate. 
 
Mitigation Measure CR-2b: If deposits of prehistoric or historical archaeological materials are 
discovered during project activities, all work within 25 feet of the discovery should be redirected and 
a qualified archaeologist contacted to assess the finds and provide recommendations. Project 
personnel should not collect or move any archaeological discovered during the course of the project. 
It is recommended that adverse effects to such deposits be avoided by project activities. If such 
deposits cannot be avoided, they should be evaluated for their eligibility for listing in the California 
Register. If the resources are not eligible, avoidance is not necessary. If the resources are eligible, 
they will need to be avoided by adverse effects or such effects must be mitigated. Upon completion of 
the assessment, the archaeologist should prepare a report documenting the methods and results, and 
provide recommendations for the treatment of the archaeological materials discovered. The report 
should be submitted to the project proponent, appropriate City of Stockton agencies, and the Central 
California Information Center. 
 
Mitigation Measure CR-2c: If human remains are encountered, work within 25 feet of the discovery 
should be redirected and the County Coroner notified immediately. At the same time, an 
archaeologist should be contacted to assess the situation. Project personnel should not collect or move 
any human remains and associated materials that may be encountered. If the human remains are of 
Native American origin, the Coroner must notify the Native American Heritage Commission within 
24 hours of this identification. The Native American Heritage Commission will identify a Most 
Likely Descendant (MLD) to inspect the site and provide recommendations for the proper treatment 
of the remains and associated grave goods.  
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Upon completion of the assessment, the archaeologist should prepare a report documenting the 
methods and results, and provide recommendations for the treatment of the human remains and any 
associated cultural materials, as appropriate and in coordination with the recommendations of the 
MLD. The report should be submitted to the project proponent, appropriate City of Stockton agencies 
and the Central California Information Center.  
 
Mitigation Measure CR-2d: If paleontological resources are identified within the project area, all 
work within 25 feet of the discovery should be redirected and a qualified paleontologist should be 
contacted to evaluate the finds and make recommendations. If the paleontological resources are found 
to be significant, they should be avoided by project activities. If avoidance is not feasible, adverse 
effects to such resources should be mitigated. Upon completion of the paleontological evaluation, a 
report should be prepared documenting the methods, results, and recommendations. The report should 
be submitted to the UCMP and appropriate City agencies.  
 
Implementation of the above listed mitigation measures would reduce impacts affecting 
undiscovered cultural and paleontological resources to less than significant levels. 
Consequently, the conditions included in Significance Criterion CR-c and CR-d will be avoided. 
 
 
4.13.4 Level Of Significance After Mitigation 

Implementation of mitigation measures will mitigate impacts to unknown cultural or paleontological 
resources. 
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4.14 HAZARDOUS MATERIALS/WASTES 
4.14.1 Environmental Setting 

The project site has been used primarily for agriculture in the past. Properties surrounding the site are 
generally used for agricultural and livestock uses. The Stockton Airport is north of the site and a few 
industrial businesses can be found to the east of the site. Currently the site is zoned for agricultural 
use of no less than 40 acres. The site has four structures that are currently occupied by tenants and 
three structures that are either unoccupied or used as storage garages for equipment. The unoccupied 
storage areas tend to have some waste debris piles and unlabeled aboveground storage tanks 
containing either pesticides, water, or diesel fuel. 
 
In May of 2004, ATC Associates Inc. performed a Phase I Environmental Assessment (ESA) of the 
project site vicinity. The main objective of the ESA was to identify the presence or likely presence, 
use, or release on the property of hazardous substances or petroleum products defined as a recognized 
environmental condition. Below is a summary of the findings and conclusions of the report: 
 
 
Records Review 

Record reviews of the site indicated the following: 
 

• Historical use of the property has been for agricultural uses since at least 1937. 

• No indication of a recognized environmental conditions, historical recognized environmental 
condition, or de minimis condition was noted on the property or surrounding area during the 
records review. 

• The following six sites within the project vicinity were identified as possible hazardous 
material locations: 

 
Consolidated Freightways, 7611 South Airport Way. In January of 1989 an underground storage tank 
was found to be leaking diesel into soil.  
 
Report Discussion: Because of the regulatory oversight and closure of the facility, and the presumed 
crossgradient direction relative to the site, the facility does not represent an environmental concern to 
the site. 
 
CA National Guard: 8010 South Airport Way. This site is listed as an active underground storage 
tank location. No spills or leaks were reported at this site. 
 
Report Discussion: Since no violations have been reported, the facility does not represent an 
environmental concern to the site. 
 
CA National Guard: 8020 Airport Way. In June of 1996 a tank leaking gasoline was reported. The 
leak was unconfirmed. In July of 2002 excess tanks that were supposed to be empty where pressure 
washed, oil mixed with grease and all flowed to a wash area. All the oil was absorbed. Containment 
and cleanup was performed.  
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Report Discussion: Because of the regulatory oversight and closure of the facility, and the presumed 
crossgradient direction relative to the site, the facility does not represent an environmental concern to 
the site. 
 
US Navy Hunters Point Naval Shipyard DD4: 8020 South Airport Way. This site is reported to have 
asbestos-containing wastes disposed on site. No violations have been found for this site. 
 
Report Discussion: Since no violations have been reported, the facility does not represent an 
environmental concern to the site. 
 
PG&E Vernalis Mixing Station: 8020 South Airport Way. This site is reported to contain liquids with 
halogenated organic compounds. No violations have been found for this site. 
 
Report Discussion: Since no violations have been reported, the facility does not represent an 
environmental concern to the site. 
 
Mosquito Abatement District: 7759 South Airport Way. In January of 1987 an underground storage 
tank was found to be leaking hydrocarbons. The case has since been closed. 
 
Report Discussion: Because of the regulatory oversight and closure of the facility, and the presumed 
crossgradient direction relative to the site, the facility does not represent an environmental concern to 
the site. 
 
 
Site Reconnaissance 

• Multiple unlabeled Aboveground Storage Tanks ranging from 500 to 5,000-gallon storage 
capacity containing pesticides. The tanks were confirmed by tenants to be containing 
pesticides. This would be considered a de minimis condition. 

• Two 250-gallon unlabeled Aboveground Storage Tanks containing diesel fuel to power 
irrigation well pumps. Since no evidence of a release was noticed and the tank is not under 
regulatory enforcement, this would be considered a de minimis condition. 

 
 
4.14.2 Impact Significance Criteria 

Potential significant impacts associated with hazardous materials/wastes have been evaluated using 
the following criteria: 
 
HAZ-a Development of the project would create a substantial hazard to the public or environment 

due to the release of hazardous materials or wastes. 
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4.14.3 Impacts And Mitigation Measures 

Potentially Significant Effects 
 
Impact HAZ-1: Due to the existing conditions of the site, the environment and construction 
workers could be exposed to hazardous wastes and materials. 

The Phase 1 Environmental Assessment Records Search identified six potentially significant sites 
containing hazardous materials in the project vicinity. In addition, trace residuals from agriculture 
activities may be present on the project site. Hazardous substances may also be used in conjunction 
with construction activities. No mitigation measures are required. 
 
 
4.14.4 Level Of Significance After Mitigation 

The proposed project will not have any significant impacts regarding hazardous materials or wastes. 
No mitigation is required. 
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CHAPTER 5.0 GROWTH INDUCEMENT 

Section 15126.2(d) of the California Environmental Quality Act (CEQA) Guidelines, as amended, 
requires the discussion of the ways in which a project could foster economic or population growth or 
the construction of additional housing, either directly or indirectly, in the surrounding environment. 
Such a discussion should also include projects that would remove obstacles to population growth and 
the characteristics of a project that may encourage and/or facilitate other activities that, either 
individually or cumulatively, could significantly affect the environment. CEQA emphasizes that it 
must not be assumed that growth in any area is necessarily beneficial, detrimental or of little 
significance to the environment. The purpose of this section is to evaluate the growth-inducing 
potential and impact of this project. 
 
In general, a project would have growth-inducing potential if the project would foster spatial, 
economic or population growth in a geographic area such that the project meets one of the following 
criteria: 
 
• Removal of an impediment to growth (e.g., the establishment of an essential public service or the 

provision of new access to an area); 

• Economic expansion or growth (e.g., construction of additional housing, changes in revenue base, 
employment expansion, etc.); 

• Establishment of a precedent-setting action (e.g., an innovation, a change in zoning or general 
plan designation); or 

• Development or encroachment in an isolated or adjacent area of open space (being distinct from 
an Ainfill@ type of project). 

 
Should a project meet any one of these criteria, it can be considered growth inducing.  
 
The proposed project is located in an agricultural area in San Joaquin County. The area is not highly 
developed, although there are industrial areas in close proximity due to the airport.  
 
A portion of the site contains sewage lines as indicated in the Public Utilities section. Existing water 
trunk lines extend throughout the project area. Current road systems in the project vicinity are rural in 
nature and serve the local residents and the airport.  
 
CEQA Guidelines require an EIR to discuss the ways in which a project could be growth inducing 
and to “Ydiscuss the characteristics of some projects that may encourageYactivities that could 
significantly affect the environment.” However, the CEQA Guidelines do not require that an EIR 
predict (or speculate), specifically where such growth would occur, in what form it would occur, or 
when it would occur. 
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Attempting to determine the environmental impacts created by growth that could be induced by the 
proposed project is speculative in that the precise size, type and location of specific future projects, 
which may be induced by this project, are unknown at the present time. To the extent that specific 
projects are known, those projects either have already been or will be subject to their own 
environmental analysis. 
 
Furthermore, it is speculative to state conclusively that implementation of the project alone would induce 
growth in the surrounding area, as there are many variables that must be considered when examining 
urban growth (e.g., market forces, demographic trends, etc.). 
 
The CEQA Guidelines require that an EIR evaluate the growth-inducing impacts of a proposed action 
(Section 15126.2[d]). A growth-inducing impact is defined by the CEQA Guidelines as: 
 

[T]he ways in which the proposed project could foster economic or population growth, 
or the construction of additional housing, either directly or indirectly, in the surrounding 
environment. Included in this area projects which would remove obstacles to population 
growth....It must not be assumed that growth in any area is necessarily beneficial, 
detrimental, or of little significance to the environment. 

 
A project can have direct and/or indirect growth-inducement potential. Direct growth inducement would 
result if a project involved construction of new housing. A project can have indirect growth-inducement 
potential if it would establish substantial new permanent employment opportunities (e.g., commercial, 
industrial, or governmental enterprises) or if it would involve a substantial construction effort with 
substantial short-term employment opportunities and indirectly stimulate the need for additional housing 
and services to support the new employment demand. Similarly, under CEQA, a project would indirectly 
induce growth if it would remove an obstacle to additional growth and development, such as removing a 
constraint on a required public service. An example of this indirect effect would be the expansion of a 
wastewater treatment plant, which might allow for more development in service areas. 
 
 
Removal of an Impediment to Growth 

Growth in an area may result from the removal of physical impediments or restrictions to growth, as well 
as the removal of planning impediments resulting from land use plans and policies. In this context, 
physical growth impediments could include nonexistent or inadequate access to an area or the lack of 
essential public services (e.g., water service), while planning impediments may include restrictive zoning 
and/or general plan designations. 
 
The project area contains established agricultural and industrial land uses and supporting infrastructure. 
Construction of the commercial, retail and residential uses proposed on the project site would require the 
modification, upgrade and/or replacement of existing infrastructure in order to support the increased land 
use intensity associated with the project. 
 
A transportation network exists in the surrounding area but offers limited local and regional access 
to the project site. The existing roadways adjoining the site include E. French Camp Road, C.E. Dixon 
Road and South Airport Way. As discussed in the traffic analysis prepared for the proposed project, 
adequate capacity does not exist on roadways or intersections to accommodate the traffic projected to be 
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generated by the proposed project and improvements will be needed. As such, on-site and off-site 
improvements to the road network would removed impediments to growth and indirectly induce growth 
within the area as indicated per CEQA. 
 
Under current conditions, the project site and adjacent properties are not protected from the 100-year 
flood event. The majority of the project lands are included in the 100-year floodplain. Existing levees 
and creek resources do not adequately convey peak storm events and allow flood waters to spill out of 
their banks and onto the project site. To improve these conditions, the applicant is proposing to 
construct additional flood control improvements both on- and off-site. Off-site improvements include 
enhancing upstream and downstream levees to contain higher flows within the levees. On-site 
improvements include levee enhancements, as well as construction of a large (93.1 acre) detention 
basin to remove and store peak flood flows. With the total infrastructure in place, the project site, and 
adjacent properties north of French Camp Road will be protected from the 100-year flood event. In 
addition to allowing the project site to develop, adjacent non-applicant parcels will be afforded the 
same level of flood protection, removing the flood hazard impediment to development. 
 
The water, sewer, energy (electricity and natural gas) and wastewater infrastructure required to 
support the proposed project would need to be expanded to the project site from surrounding streets. 
Development of the project would necessitate the construction of an on-site distribution system to 
convey the public services and utilities on the site. All infrastructure systems would be designed to 
accommodate the uses proposed within the project and would not extend beyond the boundary of the 
project. The on-site service lines would be sized to meet the demands of the proposed project. No 
growth-inducing impacts due to the extension of electrical or natural gas service lines would occur 
with the development of the project. Although a portion of the site would be served by existing 
sewage lines, the project would require new sewage lines to convey wastewater to the City's treatment 
plant. However, this system is currently in the City of Stockton's plans to accommodate the growth 
indicated in the 2035 General Plan Update. Construction of new wastewater treatment plants, 
landfills, or power plants will not be needed to accommodate the proposed project.  
 
In summary, the design, construction and improvements of the on-site and off-site project roadways 
and access points, construction of on- and off-site flood control improvements, and the provision of 
water, sewer, electrical, natural gas and wastewater infrastructure needed to accommodate the project 
removes some the impediments to growth. 
 
 
Economic Growth 

The proposed project includes the development of 2,663 residential units, 185,200 square feet of 
commercial, and 5.3 million square feet of industrial space. The project area is currently in 
agricultural production and the addition of the project land uses are expected to increase economic 
growth in the area and potentially increase the demand for similar land uses on adjacent parcels. This 
pressure would be generated by the availability of housing, industrial and retail opportunities. All of 
the above can increase land values and make development of adjacent properties financially attractive 
for property owners. Any actions taken to entitle land for future development would be subject to 
impediments associated with the planning process, as described below under Precedent-Setting 
Actions. 
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Development of the proposed project site would also increase the population of the area by 
approximately 8,282 people. As a result, the proposed project would be expected to generate 
increased demand for goods and services. This demand would be partially met through the provision 
of retail shopping and general service opportunities on the proposed project site. 
 
Development of the proposed project would involve approximately 2,663 housing units, which 
would be available for purchase. As such, the provision of these additional residential units would 
result in an increased residential property tax base in the City of Stockton. This enhanced property tax 
base would have the potential to generate additional population and economic growth in the vicinity 
of the project site.  
 
The future residents of the proposed project site also represent an incremental increase in the local 
labor force. Given the location of the project in the rural environment of San Joaquin County, the 
industrial and retail portion of the project could provide approximately 4,760 jobs. However, until the 
industrial uses are developed, this may be a long term aspect of the proposed project. In addition, 
although many of the residents may find employment within the project site, many may find 
employment within the more densely populated area in the City of Stockton or in outlying job 
markets within commuting distance. Residents within the City of Stockton may also seek 
employment within the project area and commute, thereby increasing the demand for services. 
Therefore, implementation of the proposed project does have the potential to result in economic, 
employment and population growth in the City of Stockton and project area. 
 
 
Precedent-Setting Action 

Changes from a project that could be precedent-setting include (among others) annexation, change in 
zoning and general plan designations. 
 
The project site is within the jurisdiction of San Joaquin County and predominantly within the City of 
Stockton's Sphere of Influence. The County General Plan designates the site as Industrial and 
Agriculture, with some Low-Density Residential. The adopted City General Plan designates the site 
as Industrial and Agriculture. With the proposed project, only a small portion will retain the existing 
City designations, the majority of the project site will be residential, industrial, commercial and open 
space. However, the 2035 General Plan Update designates this area for Village and Industrial uses. 
 
As part of project approval, the San Joaquin County LAFCO would have to review and approve an 
annexation request and amend the City of Stockton Sphere of Influence, and the City would have to 
amend General Plan designations and change zoning. Adjacent non-applicant parcels will likely 
pursue Sphere of Influence amendments and annexation to the City as the trend towards urbanization 
continues and the logical extension of services and boundary interface. Nevertheless, the current 
requested actions could be precedent setting. Therefore, the potential does exist for this potential 
precedent-setting action to be considered growth inducing. 
 
 
Development or Encroachment in an Isolated or Adjacent Areas of Open Space 

A number of non-applicant owned parcels are present that are adjacent to the project site and could 
become isolated by surrounding project-related development. These parcels all exist in open 
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space/agriculture, or in Very Low/Rural Residential/agrarian setting. As the proposed project would 
add housing, commercial and industrial next to these undeveloped parcels, development of adjacent 
parcels would likely increase once the proposed project is developed. Accordingly, to evaluate the 
growth inducing potential, development intensity was assigned to the non-applicant owned parcels as 
a reflection of a probable development scenario. The units per acre were developed based upon the 
project units per acre and the logical extension of these densities in relation to the surrounding non-
applicant holdings. Figure 5.1.1 indicates non-applicant owned parcels (not a part of the project) that 
are adjacent to the project boundaries. The non-applicant owned parcels include 348.53 acres, with 
the potential to develop 1,957 residential units. The area includes a small parcel of industrial 
designated lands that has been previously developed. Potential growth inducing impacts associated 
with the non-applicant owned parcels are discussed below. 
 
Growth inducing impacts would be expected on traffic, air quality, and noise. For traffic, the 
development of non-applicant owned parcels would generate approximately 15,785 ADT for existing 
plus approved projects (EPAP) plus project scenario. The additional ADT for non-applicant owned 
parcels will aggravate the potential project-related adverse and significant impacts at various 
intersections and roadway segments within and adjacent to the project site. For air quality, in the 
EPAP plus project scenario, air quality impacts are significant and adverse. The addition of 15,785 
ADT would also increase the air quality emissions burden for the region. Accordingly, the air quality 
impacts would be aggravated due to the growth inducing effects from the project. An increase in ADT 
would also result in an increase in noise levels for on- and off-site locations. Noise levels would 
incrementally increase along major arterials, including off-site locations in the town of French Camp 
where noise levels are expected to exceed City standards. It would be expected that these growth 
inducing noise effects of the project could be mitigated.  
 
For land use the potential growth inducing impacts would result in the conversion of agricultural uses 
to urban conditions. Within the non-applicant owned parcels, 298.97 acres are designated as 
Farmland of Local Importance, Prime Farmland, or Farmland of Statewide Importance. This 
conversion would further aggravate the significant and adverse impacts associated with the project 
converting agricultural lands. This conversion of non-applicant owned parcels would be inconsistent 
with the existing land use designations of the San Joaquin County General Plan and the City of 
Stockton General Plan. 
 
The growth inducing effects of the project on non-applicant holdings will result in an increase of 
approximately 1,957 single family residences and 6,086 residents. In light of the fact that this area has 
been included in the City of Stockton's Urban Service Boundary, long-term development has been 
contemplated. In addition, the increase in residential uses will assist in satisfying the long range 
housing demand forecasts by the SJCOG. 
 
Water consumption is expected to increase from developing non-applicant owned parcels. The growth 
inducing effects of the project would cause an increase in water consumption by approximately 489 
acre-feet per year. In as much as the Water Supply Assessment has demonstrated that water can be 
provided to the project area in the long term, it would be expected that the water demand associated 
with the non-applicant owned parcels could also be provided. 
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For issues relating to flood risk, the proposed project will construct a regional flood control system 
that will protect the project site and adjacent non-applicant owned parcels. Consequently, the 
improvements associated with the project will protect and could facilitate development of non-
applicant owned parcels. Similarly, local utilities needed to serve the proposed project would also 
serve the non-applicant owned parcels. Water, sewer, electricity, natural gas, and other utilities would 
be extended into the area to serve the project and would also facilitate development of adjacent 
parcels. 
 
With respect to public services, the development of non-applicant owned parcels would require the 
provision of City services such as police protection, fire protection, and parks. Payment of public 
service fees would be expected to offset the additional service requirements. The additional 
residential uses would generate approximately 979 additional K-6 students. It is unlikely that the 
proposed project K-6 elementary school could accommodate these additional students. As a result, the 
proposed project school and/or other existing schools would need to be expanded. Alternatively, a 
second new K-6 school may be required. Similar impacts on existing middle and high school facilities 
would be expected within the MUSD. 
 
Therefore, this project does have the potential to result in growth inducement through the 
development of, or encroachment into, isolated or adjacent areas of open space and potential 
significant impacts would result. 
 
The proposed project will add population, create economic growth, have precedent setting actions 
associated with it and potentially impact land that is not contiguous and within the proposed project. 
Therefore, the project has indirect and direct growth inducement potential.  
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CHAPTER 6.0 ALTERNATIVES 

CEQA requires that an EIR include a discussion of reasonable project alternatives that are “capable of 
eliminating any significant adverse environmental effects or reducing them to a level of 
insignificance, even if these alternatives would impede to some degree the attainment of the project 
objectives, or would be more costly” (CEQA Section 15126 (d)(3)). 
 
Additionally, the CEQA Guidelines, Section 15126 (d), state, “If the environmentally superior 
alternative is the ‘no project’ alternative, the EIR shall also identify an environmentally superior 
alternative among the other alternatives.” 
 
Section 6.3 discussed impacts of each of the project alternatives. For each alternative, the alternative 
is described, a discussion of environmental impacts associated with that alternative is provided, and 
the responsiveness of each alternative to the project objectives is analyzed. Table 6.1.A provides a 
comparative summary of impacts associated with each alternative. 
 
 
6.1 PROJECT OBJECTIVES 
The overall goal for the Tidewater Crossing project is to create a well-designed community that is 
integrated with adjacent residential and industrial development. Further, it is the goal of the applicant 
to provide adjacent jobs for residents residing within the development and the southern portion of the 
City. 
 
The following design principles served as the primary guiding and planning principles and influences 
for the Tidewater Crossing project: 
 

• Create a community designed to enhance social interaction. 

• Minimize impacts to existing neighborhoods. 

• Recognize the historic/cultural resources within the community of French Camp, and 
minimize conflicts with incompatible neighboring uses. 

• Promote the use of open space to provide a convenient and safe destination for families to 
congregate and for children to play and explore. 

• Protect and enhance the economic viability of the Stockton Metropolitan Airport. 

• Minimize land use and operational conflicts between existing and planned residential uses 
and proposed industrial uses. 

• Provide a jobs/housing relationship, which can result in the reduction of commuting distances 
between residential concentrations and employment opportunities. 
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Table 6.1.A: Alternatives Matrix 

ISSUE AREA 

ALTERNATIV
E 1 - NO 

PROJECT 

ALTERNATIV
E 2 - LIGHT 
INDUSTRIAL 

ALTERNATIV
E 3 - MIXED 

USE/ 
AGRICULTUR

E 

ALTERNATIVE 
4 - 

ALTERNATIV
E DESIGN 

Geology and Soils Less Same Similar Similar 

Air Resources Less More Less More 

Water Resources Less Similar More Similar 

Biological Resources Less Similar Less Similar 

Noise Less More Less Similar 

Land Use Less Same Less Similar 

Traffic and Circulation Less More Less More 

Population, Housing, and Socioeconomics Less More Similar Similar 

Public Services Less Similar Similar Similar 

Water Supply Assessment Less Same More Similar 

Utilities and Service Systems Less More Less Similar 

Aesthetics/Light and Glare Less More Less Similar 

Cultural Resources Less Same Less Similar 

Hazardous Materials/Wastes More Similar Similar Similar 

Reduces Significant Effects of the Project Yes No Yes No 

Meet Project Objectives:     

Create a community designed to enhance 
social interaction. 

No No Yes Yes 

Minimize impacts to existing neighborhoods. No No Yes Yes 

Recognize the historic/cultural resources 
within the community of French Camp, and 
minimize conflicts with incompatible 
neighboring uses. 

No No Yes Yes 

Promote the use of open space to provide a 
convenient and safe destination for families 
to congregate and for children to play and 
explore. 

No No Yes Yes 

Protect and enhance the economic viability 
of the Stockton Metropolitan Airport. 

No No Yes Yes 

Minimize land use and operational conflicts 
between existing and planned residential 
uses and proposed industrial uses. 

No No Yes Yes 
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ISSUE AREA 

ALTERNATIV
E 1 - NO 

PROJECT 

ALTERNATIV
E 2 - LIGHT 
INDUSTRIAL 

ALTERNATIV
E 3 - MIXED 

USE/ 
AGRICULTUR

E 

ALTERNATIVE 
4 - 

ALTERNATIV
E DESIGN 

Provide a jobs/housing relationship, which 
can result in the reduction of commuting 
distances between residential concentrations 
and employment opportunities. 

No No Yes Yes 

Notes: More: Impacts with this alternative are more than the proposed project; Similar: Impacts are similar to the proposed 
project 
Same: Impacts are the same as for the proposed project; Less: Impacts are less than the proposed project 
 
 
6.2 PROPOSED PROJECT SIGNIFICANT UNAVOIDABLE ADVERSE 
IMPACTS 
Based on the discussion contained in this EIR, there are three significant and unavoidable impacts that 
will occur from the proposed Tidewater Crossing project. These include the following: 
 

• Conversion of agricultural lands to urban uses 

• Traffic 

• Air quality 
 
 
 
6.3 ALTERNATIVES CONSIDERED 
The following alternatives to the proposed project are considered in this DEIR: 
 

• Alternative 1 - No Project Alternative 

• Alternative 2 - All Light Industrial 

• Alternative 3 - Mixed Use/Agriculture 

• Alternative 4 - Alternative Design 
 
 
Alternative 1: No Project Alternative 

The CEQA-required No Project Alternative would retain the site in its current condition, namely 
agricultural and fallow lands. With this alternative, no further site improvement activity would occur. 
No development would occur on site and current County General Plan land use and zoning 
designations would remain in place. 
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Geology and Soils 

Implementation of the No Project Alternative would not affect the geophysical conditions associated 
with the site. Similarly, the geophysical conditions of the site would not adversely affect the site=s 
agricultural/ open space uses (i.e., seismic and other geophysical concerns would not be hazardous to 
site uses). 
 
Generally, the soils on the project site are capable of accommodating the proposed project. 
Engineering techniques will be required, however, to mitigate impacts from expansive soils. 
Therefore, the No Project Alternative does presents advantages regarding geology and soils and is an 
environmentally superior to the proposed project. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impact: No 
 
 
Air Resources 

The No Project Alternative would not require any site improvements or construction, nor create any 
new uses that generate stationary and mobile source emissions. Therefore, the No Project Alternative 
would not further contribute to air quality exceedances or adversely affect the County's attainment 
status. It should be noted that the existing exposed earth conditions could have an effect on air quality 
from dust emissions due to long-term soil exposure to wind erosion.  
 
Since the No Project Alternative does not have long-term impacts on air quality, this alternative is 
considered environmentally superior when compared with the proposed project. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: Yes 
 
 
Water Resources 

The No Project Alternative would not change the surface or subsurface water resources associated 
with the site or the region. Groundwater resources have been utilized for crop irrigation and have had 
a long-term effect on the water table. Surface water conditions, including runoff and water quality 
conditions, would not change.  
 
Project development will change surface water resources. Increases in runoff are expected due to 
changes to the hydrology and watershed. The No Project alternative would retain existing conditions 
for surface and ground water resources. Although all project related impact will be mitigated to a less 
than significant level, the proposed project will create changes to the existing water conditions. 
Therefore, the No Project Alternative presents conditions that are considered advantageous when 
compared with the proposed project (as mitigated) and is considered environmentally superior. 
 
Comparable Impacts: Less as the Proposed Project 
Reduces Significant Impacts: No 
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Biological Resources 

Implementation of the No Project Alternative would retain the undeveloped, agricultural conditions 
with limited biological habitat value. Although existing conditions on the project site provide limited 
habitat value, special status species have the potential to or are known to occur on the project site. 
The proposed project would eliminate habitat for these species. Payment of fees for the loss of habitat 
and compliance with applicable laws and permitting requirements would reduce these impacts to less 
than significant levels.  
 
Although impacts to biological resources will be less than significant with the proposed project, the 
No Project alternative will not eliminate potential habitat. For this reason, the No Project alternative is 
considered more advantageous regarding the impacts on biological resources and therefore is 
considered environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Noise 

Noise conditions on the project site would remain at current levels for the No Project alternative. 
Therefore, the site conditions would not contribute towards any local noise level increases. 
 
Implementation of the proposed project will introduce stationary and mobile noise sources that will 
cause incremental increases in noise levels. However, none of the increases will exceed City noise 
standards for existing sensitive receptors, and are not considered significant. Within the project, noise 
effects can be mitigated for residential uses along French Camp Road. 
 
All noise-related impacts can be mitigated for the Proposed Project, however, the ambient noise 
environment will increase through project implementation. Therefore, the No Project Alternative 
presents an advantage when compared with the proposed project and, therefore, is considered 
environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Land Use 

With the No Project Alternative, the project site would not be annexed within the City's boundaries. 
The existing County General Plan land use and zoning designations would remain in place (General 
Agriculture, Low Density Residential, and Industrial). Current agricultural land uses on site would 
remain unchanged.  
 
The No Project Alternative would be considered compatible with most adjacent uses. The existing on 
site land uses do not conflict with the City's General Plan policies and guidelines. Consequently, the 
No Project Alternative presents advantages when compared with the proposed project and is 
considered environmentally superior with respect to land use conditions. 
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Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: Yes 
 
 
Traffic and Circulation 

No off-site traffic impacts would occur from this alternative. 
 
With the proposed project, the project uses would generate traffic that would affect peak hour traffic 
conditions and intersection congestion, along surrounding roadways and intersections. These traffic 
impacts cannot be completely mitigated. 
 
Since the proposed project adversely affects levels of service and congestion, the No Project 
Alternative is considered advantageous when compared with the proposed project and, therefore, is 
environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: Yes 
 
 
Population, Housing, and Socioeconomics 

The No Project Alternative would not generate additional population, provide additional housing or 
employment opportunities, or otherwise affect socioeconomic conditions. Since there would be no 
site development, there would be no housing or population generation. The long-term forecasts for 
City population, housing, and employment projections would remain unaffected by the project site.  
 
Although site development will generate substantial population growth, the growth is anticipated by 
the City through designation of the site in the urban services boundaries. Nonetheless, the additional 
population/housing from the project is not contemplated in long-term forecasts. In light of these 
project related impacts, the No Project Alternative is considered advantageous when compared with 
the proposed project and, therefore, is environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Public Services 

The No Project Alternative will not require an increase in public services to serve the project site. 
Current service levels would remain unaffected, and the demand for services would remain at current 
levels. 
 
The proposed project will require an increase in public services due to the increase in population. 
Therefore, the No Project alternative is considered advantageous when compared with the proposed 
project and is environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
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Reduces Significant Impacts: No 
 
 
Water Supply Assessment 

The No Project alternative will not consume additional water supplies. The proposed project will 
create additional demands on water consumption. A majority of the utility requirements of the 
proposed project can be provided within the forecasted infrastructure. The No Project alterative will 
not require additional water supplies, or extension of infrastructure and therefore, the No Project 
alterative is considered advantageous and is environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Utilities and Service Systems 

The No Project Alternative will not require the extension of utilities or service systems to serve the 
site. Similarly, the No Project alternative will not require treatment of wastewater. The No Project 
alternative will not affect other public utilities, including telephone, electricity, and cable television 
services. 
 
The proposed project will generate sewage for treatment at the wastewater treatment plant. A majority 
of the utility requirements of the proposed project can be provided within the forecasted 
infrastructure. These systems will be extended from the existing City limits and are available to serve 
the site. Similarly, other public utilities can be provided for the proposed project without adversely 
impacting those services. Significant impacts to utilities are not expected. However, the No Project 
alternative will not require the extension of any utilities or generate additional utility needs, therefore, 
the No Project alternative is environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Aesthetics/Light and Glare 

Aesthetics and light and glare conditions will remain unchanged with the No Project Alternative. The 
current agricultural uses on the site would be retained. The site will continue to be absent of light and 
glare. 
 
With the proposed project, the aesthetic character will be substantially changed to reflect conditions 
associated with an intense residential subdivision. The project is designed to complement the adjacent 
industrial development and therefore, impacts are not considered to be significant. Night-time light 
will increase as the site is developed with new residential uses. However, the lighting associated with 
the residences will be mitigated and reduced through the Master Development Plan concepts.  
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Although impacts to visual resources created by the proposed project will be mitigated, the No 
Project alternative presents significant advantages over the proposed project and is considered 
environmentally superior.  
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Cultural Resources 

Implementation of the No Project alternative would retain the undeveloped, agricultural conditions 
that are present at the project site. Therefore this alternative will not have an effect on known of 
unknown historic resources, prehistoric resources, or unique geological features. 
 
Development of the proposed project, however, has the potential to disturb both known and unknown 
cultural resources. Field surveys of the project site revealed the presence of several prehistoric 
artifacts. Project site development could result in damage to these potentially important cultural 
resources. Development of the project site could also result in damage to previously undiscovered 
cultural or paleontological resources. Although implementation of mitigation measures will reduce 
these impacts to less than significant levels, the No Project alternative presents significant advantages 
of the proposed project and is considered environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Hazardous Materials/Wastes 

Implementation of the No Project alternative would retain the undeveloped, agricultural conditions 
that are present at the project site. Active farming of the project site consists of the extensive use of 
pesticides and fertilizers. 
 
The proposed project would end active farming of the project site and associated pesticide use. 
Fertilizer and pesticide use would likely continue in the yards of planned residences and designated 
park areas, but on a much smaller scale. Increase in impervious surfaces (roadways) and frequent use 
of those surfaces by automobiles would most likely cause pollutants to enter stormwater during the 
rainy season. However, implementation of mitigation measures including stormwater drainage 
systems would reduce any hazardous materials/wastes impacts to less than significant levels. 
Therefore, the proposed project presents significant advantages of the No Project alternative. 
 
Comparable Impacts: More than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Conclusion 

The proposed project has significant impacts with respect to air quality, land use, and traffic. These 
impacts are avoided with the No Project Alternative due to the absence of development. With the 
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proposed project, impacts for most other environmental issue areas are either less than significant or 
can be adequately mitigated. For these areas, the No Project alternative often presents reduced levels 
of impact. The No Project alternative is considered an environmentally superior alternative. 
 
 
Alternative 2: All Light Industrial 
 
This alternative would consist of the entire project area, 909.1 acres, being devoted to industrial uses. 
With an industrial floor area ratio of 0.45, approximately 17.8 million square feet (90% warehouse 
and 10% light-industrial) would be developed for industrial uses. Like the proposed project, this 
alternative would include annexation into the City of Stockton, pre-zoning to a Limited Industrial 
designation, and a General Plan amendment. This alternative would provide for a range of industrial 
activities including production, assembly, warehousing and distribution. Typical uses are light impact 
manufacturing, warehousing, wholesaling, corporation yards, and distribution. 
 
 
Geology and Soils 

Implementation of the Light Industrial alternative would create the same geophysical issues as the 
proposed project. Like the proposed project, structures proposed for the Light Industrial alternative 
would have to meet building standards for the region. 
 
With appropriate measures, geophysical conditions present on site are capable of accommodating the 
proposed project and the Light Industrial alternative. Since there are no geophysical conditions that 
cannot be mitigated, the Light Industrial alternative does not present any advantages regarding 
geophysical resources, therefore, is not considered environmentally superior to the proposed project. 
 
Comparable Impacts: Same as the Proposed Project 
Reduces Significant Impacts: No 
 
 
Air Resources 

Implementation of the Light Industrial alternative would create more impacts regarding air resources 
when compared to the proposed project. Daily vehicle trips would increase by more than 20,000 trips. 
A significant increase in daily vehicle trips would increase vehicle emissions, negatively impacting 
air resources. 
 
Implementation of mitigation measures outlined in the Air Resources section for the proposed project 
would likely reduce impacts for the Light Industrial alternative. However, cumulative impacts would 
still be greater for this alternative than for the proposed project, and is not considered environmentally 
superior. 
 
Comparable Impacts: More than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Water Resources 
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The proposed project would include removal of the project site from the 100-year floodplain by 
implementing significant flood control features consistent with the proposed project features. These 
features consist of construction of a large detention basin, a culvert, and a collector channel. Along 
with implementation of a Storm Water Pollution Prevention Plan, compliance with applicable Storm 
Water Quality Control Criteria Plan requirements, and compliance with Federal Clean Water Act 
requirements, impacts regarding water resources will be less than significant. 
 
The Light Industrial alternative will have similar environmental impacts as the proposed project with 
implementation of the same mitigation measures. As with the proposed project, pollutants from 
parking lot and roadway runoff could contain heavy metals and hydrocarbons from vehicle fluid. It is 
feasible that the Light Industrial alternative will include more impervious surfaces such as parking 
lots due to the necessary accommodation of employee vehicles. However, impacts would remain less 
than significant with appropriate mitigation measures, and will therefore have impacts similar to the 
proposed project. 
 
Comparable Impacts: Similar to the Proposed Project  
Reduces Significant Impacts: No 
 
 
Biological Resources 

The proposed project will have impacts to trees, wetlands, and special status species due to grading 
and development of the site. Implementation of mitigation measures motivated by the San Joaquin 
Multi-Species Habitat Conservation and Open Space Plan, the US Army Corps of Engineers, the 
California Department of Fish and Game, and the State or Regional Water Quality Control Board will 
reduce impacts to less than significant levels. 
 
The Light Industrial alternative will have impacts similar to the proposed project. The same amount 
of land (909.1 acres) will be graded and developed for both alternatives. Although residential lots 
with yards and landscaping may provide more limited habitat value than industrial buildings, both 
alternatives will have less than significant impacts to biological resources 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Noise 

The proposed project consists of land uses arranged to accommodate noise issues related to the 
Stockton Metropolitan Airport, just north of the project site. Industrial, Commercial, and Drainage 
Basin uses are planned to the north, while residential development and associated uses such as 
schools and parks are planned to the south and west. As a result of an increase in traffic volumes 
when compared with the project, off-site noise levels could be greater and could exceed the City’s 
noise standards. 
 
The Light Industrial alternative will also have greater on-site noise impacts than the proposed project. 
It would be expected that this alternative could cause impacts on adjacent sensitive receptors due to 
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idling trucks, goods movement, fork-lift operation, etc. If the Stockton Metropolitan Airport expands 
boundaries, or increases night time services, the Light Industrial alternative will be largely unaffected.  
Comparable Impacts: More than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Land Use 

The proposed project will have significant and unavoidable impacts concerning land use. Specifically, 
significant impacts involving the conversion of agricultural lands and the substantial alteration of the 
character of the previous land use. There are no mitigation measures available to completely offset 
these impacts. The Light Industrial alternative will convert the same amount of agricultural land 
(909.1 acres) and substantially alter the character of the previous land use. Therefore the Light 
Industrial alternative will have the same land use impacts as the proposed project. 
 
Comparable Impacts: Same as the Proposed Project 
Reduces Significant Impacts: No 
 
 
Traffic and Circulation  

The proposed project traffic volumes at the project entrances would be approximately 49,430 on a 
daily basis including 3,494 during the AM peak hour (1,952 inbound and 1,542 outbound) and 4,666 
during the PM peak hour (2,002 inbound and 2,664 outbound). This trip generation estimate includes 
the reduction due to internalization (Section 4.7, Traffic and Circulation). Mitigation measures cannot 
completely offset this increase in traffic associated with the proposed project. The Light Industrial 
alternative will add approximately 70,606 daily trips including 5,000 during the AM peak hour (4,218 
inbound and 782 outbound), and 5,900 during peak PM hour (1,711 inbound and 4,729 outbound), as 
shown in Table 6.3.A.  
 
 
Table 6.3.A: Tidewater Trip Generation B Alternative 2 Light Industrial 

Land Use1 

 

Daily 
Trips 

 

 
AM Peak 

 

 
PM Peak 

 

  
In 
 

Out 
 

Total 
 

In 
 

Out 
 

Total 
 

Residential 
   

Signal Family Residential (0 units) 0 0 0 0 0 0 0

Multi Family Residential (0 units) 
 0 0 0 0 0 0 0

Home-Based-School Internalization Reduction 
0 0 0 0 

 
0 

 
0 0
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Land Use1 

 

Daily 
Trips 

 

 
AM Peak 

 

 
PM Peak 

 

  
In 
 

Out 
 

Total
 

In 
 

Out 
 

Total 
 

Home-Based-Commercial Internalization 
Reduction 

0 0 0 0 0 
 

0 
 

0

Residential Sub-Total
0 0 0 0 0 

 
0 
 

0

Elementary School (0 students) 
0 0 0 0 0 

 
0 
 

0

Home-Based-School Internalization Reduction 0 0 0 0 0 
 

0 
 

0

Elementary School Sub-Total 0 0 0 0 0 
 

0 
 

0

Shopping Center (0 square feet) 0 0 0 0 0 
 

0 
 

0

Home-Based-Commercial Internalization 
Reduction 

0 0 0 0 0 
 

0 
 

0

Commercial Sub-Total 0 0 0 0 0 
 

0 
 

0

Light Industrial2 (1,752,400 square feet) 
 

12,215 1,742 238 1,980 282 
 

2,062 
 

2,344

Warehouse3 (15,772,000 square feet) 
 

58,391 2,476 544 3,020 889 
 

2,667 
 

3,556

Industrial Sub-Total
70,606 4,218 782 5,000 1,171 

 
4,729 

 
5,900

Net New Trips
70,606 4,218 782 5,000 1,171 

 
4,729 

 
5,900

1 Land use size based on description of Alternative 2 dated July 18, 2006, with a FAR of 0.45. Industrial uses were assumed 
to be 10 percent light industrial and 90 percent warehouse, per discussion with Tom Truszkowski on April 21, 2005. 
2 Trip generation determined from average daily rate and fitted curves presented for Light Industrial (Land Use 110) in the 
Institute of Transportation Engineers= Trip Generation (7th Edition).  
 
              Daily Rate: 6.97, AM Equation: T = 1.18(X) B 89.28, PM Equation: T = 1.43(X) B 163.42 
 
3 Trip generation determined from fitted curve equations presented for Warehouse (Land Use 150) in the Institute of 
Transportation Engineers= Trip Generation (7th Edition), as presented below: 
               

Daily Equation: T = 3.68(X) + 350.27, AM Equation: Ln(T) = 0.71 Ln(X) +1.15, PM Equation: Ln(T) = 0.79 
Ln(X) +0.54 
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The Light Industrial alternative will create more daily trips than the proposed project and therefore 
will have more impact and is not considered environmentally superior. 
 
Comparable Impacts: More than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Population, Housing, and Socioeconomics 

The proposed project has less than significant impacts regarding population, housing, and 
socioeconomics. No mitigation measures are necessary to offset potential impacts because the 
proposed Tidewater Crossing project will supply housing to Stockton's increasing population. The 
Light Industrial alternative will supply employment to Stockton's increasing population, but does not 
provide housing. The housing objectives listed in the City's Housing Element would not be achieved, 
and the demand for housing would be further aggravated. 
 
Comparable Impacts: More than the Proposed Project 
Reduces Significant Impacts: No 
 
Public Services 

The proposed Tidewater Crossing project will increase the impacts on public services. This is due to 
the increase in population and thus an increase in various services. Payment of in-lieu fees or Public 
Facility fees dedicating park land and school sites are required to accommodate the service 
requirements of the project, but should mitigate for the increase in services.  
 
The Light Industrial alternative will also require public services but with different emphasis. It would 
be expected that police and fire services would increase, while park, school, and library services 
would decrease. Consequently, this alternative is not considered environmentally superior to the 
proposed project. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Water Supply Assessment 

The proposed project has less than significant impact on water supply. It is expected that available 
water supply in the area can meet the projected demands of the Tidewater Crossing project. 
According to the Municipal Utilities District, proposed project land uses use 1.5 acre-feet per acre per 
year of water for low to medium density residential uses, commercial uses, and industrial uses. The 
Light Industrial alternative should have a similar water supply demand as the proposed project since 
the same amount of land will be developed for both alternatives but is contingent on the actual type of 
industrial uses proposed (e.g., could require significantly higher water demand). Nevertheless, the 
Light Industrial alternative should not generate a demand for water that has not been identified in the 
Water Supply Assessment, and would also have less than significant impacts on water supply. 
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Comparable Impacts: Same as the Proposed Project 
Reduces Significant Impacts: No 
 
 
Utilities and Service Systems 

The proposed project will have less than significant impacts on utilities and service systems with the 
implementation of mitigation measures. Wastewater infrastructure and treatment and utility services 
can be provided to the city through City and local providers. 
 
For the Light Industrial alternative the greatest concern is wastewater treatment. According to the 
City of Stockton, average wastewater flows are as follows: Low to Medium Density, 2100 gallons per 
day per acre; commercial, 2400 gallons per day per acre; and Industrial, 3000 gallons per day per 
acre. Therefore it is reasonable to assume that wastewater flows will be significantly higher for the 
Light Industrial alternative than for the proposed project. The Light Industrial alternative may also 
consume higher levels of electricity and natural gas, depending on actual uses developed. 
Consequently, this alternative will have greater impacts to utilities and service systems than the 
proposed project. 
 
Comparable Impacts: More than the Proposed Project 
Reduces Significant Impacts: No 
 
 



 
 
L S A  A S S O C I A T E S ,  I N C .  D R A F T  E N V I R O N M E N T A L  I M P A C T  R E P O R T  
M A R C H  2 0 0 8  T I D E W A T E R  C R O S S I N G  
 C I T Y  O F  S T O C K T O N  

 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  6-15 

Aesthetics/Light and Glare 

The proposed project would have less than significant impacts on aesthetics, light, and glare with 
implementation of mitigation measures. Mitigable impacts include; new sources of night time light, 
and impacts to views from State Route 99 and other local roadways. Mitigation measures consist of 
compliance with City of Stockton lighting guidelines, signage and entry treatments, undergrounding 
of utilities, and landscape treatments. 
 
The Light Industrial alternative will also create new sources of nighttime light and impact views from 
roadways. Implementation of similar mitigation measures will likely reduce these impacts. However, 
large industrial buildings and associated parking lots could be considered less aesthetically pleasing 
than a mixture of residential, commercial, and industrial land uses, despite mitigation. Therefore the 
proposed project is considered environmentally superior to the Light Industrial alternative. 
 
Comparable Impacts: More than Proposed Project 
Reduces Significant Impacts: No 
 
 
Cultural Resources 

The Tidewater Crossing project does not have significant impacts on cultural resources when 
mitigation measures are implemented. The proposed project and the Light Industrial alternative both 
propose to develop the 909.1 acre project site. It is therefore reasonable to assume that both 
alternatives have the same potential to impact both known and undiscovered cultural resources. With 
appropriate mitigation measures, the Light Industrial alternative would also have less than significant 
impacts concerning cultural resources. 
 
Comparable Impacts: Same as the Proposed Project 
Reduces Significant Impacts: No 
 
 
Hazardous Materials/Wastes 

The proposed project will not significantly impact hazardous materials and wastes. Residential, 
commercial, and light industrial uses are not normally associated with the routine use or transport of 
hazardous materials. Although the Light Industrial alternative may involve the limited use of some 
hazardous materials or wastes associated with manufacturing, distribution, or production, “Light” 
industrial uses are not commonly associated with large quantities of these materials. Therefore, the 
Light Industrial alternative is similar to the proposed project in terms of environmental impacts. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Conclusion   

The Light Industrial alternative is the same or similar to the proposed project in the areas of Geology 
and Soils, Water Resources, Biological Resources, Land Use, Population, Water Supply, Cultural 
Resources, and Hazardous Wastes and Materials. The proposed project is superior to the Light 
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Industrial alternative in the areas of Traffic, Air Resources, Noise, Utilities and Service Systems, 
Population, Housing, and Socioeconomics, and Aesthetics.  
 
 
Alternative 3: Mixed Use / Agriculture 
 
This alternative would consist of partially developing the project site with industrial, commercial, and 
residential uses, while leaving approximately 650 acres for agricultural uses. This alternative would 
include industrial, low density and medium density residential and commercial. The table below 
provides information in regard to each land use designation for this alternative. A land use plan for 
this alternative can be seen in Figure 6.3.1.  
 
 

 
Land Use Designation 

 
Acres 

 
Square Feet/Dwelling Units 

 
Commercial 

 
6.7 

 
FAR .25 yields 72,963 ft2 

 
Medium Density Residential 

 
15.8 

 
Assume 12 units per acre yields 189 dwelling units 

 
Low Density Residential 

 
162.3 

 
Assume 6 units per acre yields 973 dwelling units 

 
Open Space/Recreation 

 
16.7 

 
 

 
Industrial 

 
53.5 

 
FAR .45 yields 1,048,707 ft2 

 
Agriculture 

 
654.1 

 
Assume 1 unit per 40 acres yields 16 dwelling units 

 
Total 

 
909.1 

 
 

 
 
Geology and Soils 

Implementation of the Mixed Use/Agriculture alternative would create the same geophysical issues as 
the proposed project, on a smaller scale. Like the proposed project, structures proposed for the 
General Plan alternative would have to meet building standards for the region. 
 
With appropriate measures, geophysical conditions present on site are capable of accommodating the 
proposed project and the Mixed Use/Agriculture alternative. Since there are no geophysical 
conditions that cannot be mitigated, the Mixed Use/Agriculture alternative does not present any 
significant advantages regarding geophysical resources and, therefore, is not considered 
environmentally superior to the proposed project. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
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Air Resources 

Implementation of the Mixed Use/Agriculture alternative would create fewer impacts regarding air 
resources when compared to the proposed project. This alternative would produce 21,672 daily 
vehicle trips, a reduction of more than 27,000 daily trips when compared to the proposed project. AM 
peak hour vehicle trips are estimated to be 2,041 for the Mixed Use/Agriculture alternative, and PM 
peak hour vehicle trips are estimated to be 2,637. The large decrease in vehicle trips would create 
fewer emissions, creating a smaller impact on air resources. 
 
Cumulative air quality impacts would be reduced for this alternative when compared to the proposed 
project, and is therefore considered environmentally superior. 
 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: Yes 
 
 
Water Resources   

The proposed project would include removal of the project site from the 100-year floodplain by 
enhancing the existing levees on site. The flood control solutions would not provide regional 
protection, nor assist in protecting non-applicant owned parcels. On-site water quality control features 
would not be provided. 
 
The Mixed Use/Agriculture alternative will have fewer environmental impacts than the proposed 
project as runoff quantities would be reduced. A regional flood control solution would still be 
required to protect the project and would likely not be feasible based on the financial burden imposed 
on this alternative. Also, as with the proposed project, pollutants from roadway runoff could contain 
heavy metals and hydrocarbons from vehicle fluid. However, the Mixed Use/Agriculture alternative 
will have considerably less impervious surfaces, resulting in a less significant impact than the 
proposed project. Since the proposed project provides flood control facilities at a regional scale, and 
removes both applicant and non-applicant owned parcels from the floodplain, the Mixed 
Use/Agriculture alternative is not considered environmentally superior. 
 
Comparable Impacts: More than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Biological Resources   

The proposed project will have impacts to trees, wetlands, and special status species due to grading 
and development of the site. Implementation of mitigation measures motivated by the San Joaquin 
Multi-Species Habitat conservation and Open Space Plan, the U S Army Corps of Engineers, the 
California Department of Fish and Game, and the State or Regional Water Quality Control Board will 
reduce impacts to less than significant levels. 
 
The Mixed Use/Agriculture alternative will only develop a fraction of the farmland when compared 
with the proposed project. With this alternative, approximately 639 acres of land will remain 
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agriculturally productive. The majority of the habitat utilized by wildlife, including special status 
species, will remain undeveloped. Therefore, the Mixed Use/Agriculture alternative presents 
conditions that are considered advantageous when compared with the proposed project and is 
considered environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Noise 

For the Mixed Use/Agriculture alternative, traffic volumes will be substantially reduced due to the 
reduced development yield. It would be expected that the off-site noise impacts that occur as a result 
of the project to residential uses along French Camp Road would be eliminated with lower traffic 
volumes. As a result, no off-site noise impacts with this alternative are expected. 
 
The proposed project consists of land uses arranged to accommodate noise issues related to the 
Stockton Metropolitan Airport, just north of the project site. Industrial, Commercial, and Drainage 
Basin uses are planned to the north, while residential development and associated uses such as 
schools and parks are planned to the south and west and are further from airport activities.  
 
The Mixed Use/Agriculture alternative will have fewer concerns regarding airport noise when 
compared with the project. Only a portion of the project site will be developed under this alternative. 
Noise related to the Stockton Metropolitan Airport will be present for sensitive receptors west of 
South Airport Road, although will avoid locating sensitive receptors north of French Camp Slough, 
unlike the proposed project. As with the proposed project, no residential or other sensitive land uses 
will be developed directly adjacent to the airport. Although planned residential uses may still be 
affected by airport noise sources, the affect is reduced overall when compared to the proposed project 
land use plan. Therefore, the Mixed Use/Agriculture alternative is superior to the proposed project in 
terms of airport noise impacts, and reflects improvement regarding off-site traffic noise impacts and is 
considered environmentally superior. 
 
Comparable Impacts: Less to Proposed Project 
Reduces Significant Impacts: Yes 
 
 
Land Use 

The proposed project will have significant and unavoidable impacts concerning land use. Specifically, 
significant impacts involving the conversion of agricultural lands and the substantial alteration of the 
character of the previous land use. There are no mitigation measures available to completely offset 
these impacts. 
 
The Mixed Use/Agriculture alternative will develop areas for Residential, Commercial, and Industrial 
uses totaling 270 acres. Consequently, a large area of agricultural land will be converted to urban 
uses, and would be a significant impact despite approximately 639 acres remaining as farmland. 
Therefore, the significant and unavoidable impacts associated with the proposed project will also 
occur with the Mixed Use/Agriculture alternative and is not considered environmentally superior. 
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Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Traffic and Circulation   

The proposed project traffic volumes at the project entrances would be approximately 49,430 on a 
daily basis including 3,494 during the AM peak hour (1,952 inbound and 1,542 outbound) and 4,666 
during the PM peak hour (2,002 inbound and 2,664 outbound). This trip generation estimate includes 
the reduction due to internalization (Section 4.7, Traffic and Circulation). Mitigation measures cannot 
completely offset this increase in traffic associated with the proposed project. The Mixed 
Use/Agriculture alternative will add approximately 21,672 daily trips including 2,041 during the AM 
peak hour (1,246 inbound and 795 outbound), and 2,637 during peak PM hour (968 inbound and 
1,669 outbound), as shown in Table 6.3.B.  
 
 
Table 6.3.B: Tidewater Trip Generation B Alternative 3 Mixed Use/Agriculture 

Land Use1 Daily 
Trips 

 
AM Peak 

 
PM Peak 

 

 
 

 
 

 
In 
 

 
Out 

 

 
Total 

 

 
In 
 

 
Out 

 

 
Total 

 

Residential 
   

Signal Family Residential2 (1,162 units) 
 

9,930 206 618 824 
 

615 
 

361 976

Multi Family Residential (0 units) 
 

0 0 0 0 
 

0 
 

0 0

Home-Based-School Internalization Reduction 
 

0 0 0 0 
 

0 
 

0 0

Home-Based-Commercial Internalization 
Reduction 
 

(553) (5) (8) (13) 
 

(27) 
 

(25) (52)

Residential Sub-Total 9,377 201 610 811 
 

588 
 

336 924

Elementary School (0 students) 
 

0 0 0 0 
 

0 
 

0 0

Home-Based-School Internalization Reduction 
 

0 0 0 0 
 

0 
 

0 0
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Land Use1 Daily 
Trips 

 
AM Peak 

 
PM Peak 

 

 
 

 
 

 
In 
 

 
Out 

 

 
Total 

 

 
In 
 

 
Out 

 

 
Total 

 

Elementary School Sub-Total 
 0 0 0 0 

 
0 

 
0 0

Shopping Center3 (72,963 square feet) 
 

5,533 80 51 131 
 

245 
 

265 510

Home-Based-Commercial Internalization 
Reduction 
 

(553) (8) (5) (13) 
 

(25) 
 

(27) (52)

Commercial Sub-Total 4,980 72 46 118 
 

220 
 

238 458

Light Industrial4 (943,836 square feet) 
 

6,579 902 123 1,025 
 

143 
 

1,044 1,187

Warehouse5 (104,871 square feet) 
 

707 71 16 87 
 

17 
 

51 68 
 

Industrial Sub-Total 7,316 973 139 1,112 
 

160 
 

1,095 1,255

Net New Trips 21,672 1,246 795 2,041 
 

968 
 

1,669 2,637

1 Land use size based on description of Alternative 3 dated July 18, 2006, with a FAR of 0.45. Industrial uses were assumed 
to be 10 percent light industrial and 90 percent warehouse, per discussion with Tom Truszkowski on April 21, 2005. 
2 Trip generation determined from fitted curve equations presented for Single Family Residential (Land Use 210) in the 
Institute of Transportation Engineers= Trip Generation (7th Edition), as presented below. 
 
             Daily Equation: Ln(T) = 0.92 Ln(X) + 2.71, AM Equation: T = 0.70(X) + 9.43, PM Equation: Ln(T) = 0.90 Ln(X) 
+ 0.53 
 
3 Trip generation determined from fitted curve equations presented for Shopping Center (Land Use 820) in the Institute of 
Transportation Engineers= Trip Generation (7th Edition), as presented below (size exceeds the ITE data extremes). 
 
              Daily Equation: Ln(T) = 0.65 Ln(X) + 5.83, AM Equation: Ln(T) = 0.60 Ln(X) + 2.29,  PM Equation: Ln(T) = 
0.66 Ln(X) + 3.40 
 
4 Trip generation determined from average daily rate and fitted curves presented for Light Industrial (Land Use 110) in the 
Institute of Transportation Engineers= Trip Generation (7th Edition).  
 
              Daily Rate: 6.97, AM Equation: T = 1.18(X) B 89.28, PM Equation: T = 1.43(X) B 163.42 
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5 Trip generation determined from fitted curve equations presented for Warehouse (Land Use 150) in the Institute of 
Transportation Engineers= Trip Generation (7th Edition), as presented below: 
               

Daily Equation: T = 3.68(X) + 350.27, AM Equation: Ln(T) = 0.71 Ln(X) +1.15, PM Equation: Ln(T) = 0.79 
Ln(X) +0.54 

 
 
The Mixed Use/Agriculture alternative will generate fewer daily trips than the proposed project and is 
expected to have less impact on intersection/roadway capacity and is considered environmentally 
superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: Yes 
 
 
Population, Housing, and Socioeconomics 

The proposed project has less than significant impacts regarding population, housing, and 
socioeconomics due to the inclusion of the project within the Urban Service Boundary. No mitigation 
measures are necessary to offset potential impacts because the proposed Tidewater Crossing project 
will supply housing to Stockton's increasing population. Similarly, the Mixed Use/Agriculture 
alternative would have less than significant impacts because it would also supply housing to 
Stockton's population. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Public Services 

The proposed Tidewater Crossing project will not have significant impacts on public services. The 
Mixed Use/Agriculture alternative also includes residential development that will increase various 
services. Appropriate fees would be paid for this alternative that would reduce impacts to less-than-
significant levels. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Water Supply Assessment 

The proposed project has less than significant impacts regarding water supply. It is expected that 
available water supply in the area can meet the projected demands of the Tidewater Crossing project. 
According to the Municipal Utilities District, proposed project land uses require 1.5 acre-feet per acre 
per year of water for low to medium density residential uses, commercial uses, and industrial uses, 
resulting in approximately 1,360 acre-feet per year of water used. The Mixed Use/Agriculture 
alternative will develop approximately 270 acres, leaving 639 acres of agricultural land in use, 
resulting in approximately 1,670 acre-feet per year of water used. Therefore, the proposed project will 
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require less water than the Mixed Use/Agriculture alternative and is considered environmentally 
superior. 
 
Comparable Impacts: More than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Utilities and Service Systems 

The proposed project will have less than significant impacts on utilities and service systems with the 
implementation of mitigation measures. Wastewater infrastructure and treatment and utility services 
can be provided to the site through City and local providers. 
 
For the Mixed Use/Agriculture alternative the greatest concern is wastewater treatment. According to 
the City of Stockton, average wastewater flows are as follows: Low to Medium Density, 2100 gallons 
per day per acre; Commercial, 2400 gallons per day per acre; and Industrial, 3000 gallons per day per 
acre. Therefore it is reasonable to assume that wastewater flows will be significantly lower for the 
Mixed Use/Agriculture alternative since only a portion of the proposed project area will be developed 
for this alternative. The Mixed Use/Agriculture alternative will consume lower levels of electricity 
and natural gas. Consequently, this alternative will have fewer impacts to utilities and services 
systems and is considered environmentally superior. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Aesthetics/Light and Glare 

The proposed project would have less than significant impacts on aesthetics, light, and glare with 
implementation of mitigation measures. Mitigable impacts include; new sources of night time light, 
and impacts to views from State Route 99 and other local roadways. Mitigation measures consist of 
compliance with City of Stockton lighting guidelines, signage and entry treatments, undergrounding 
of utilities, and landscape treatments. 
 
The Mixed Use/Agriculture alternative will also create new sources of nighttime light and impact 
views from roadways. Implementation of similar mitigation measures will likely reduce these 
impacts. However, the Mixed Use/Agriculture alternative would develop only a fraction of the area 
that the proposed project would, therefore impacts to aesthetics would be lessened and the Mixed 
Use/Agriculture alternative would be considered environmentally superior to the proposed project. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
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Cultural Resources 

No significant cultural resources were found in the Tidewater Crossing project area. Mitigation 
measures would be implemented in the event that cultural resources are inadvertently discovered 
during project construction. The Mixed Use/Agriculture alternative would follow the same mitigation 
measures in the event that resources were discovered. However, because the Mixed Use/Agriculture 
alternative plans to develop a smaller area than the proposed project, the chance of cultural resource 
discovery is reduced. Therefore, this alternative is considered environmentally superior to the 
proposed project. 
 
Comparable Impacts: Less than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Hazardous Materials/Wastes. 

The proposed project will not significantly impact hazardous materials and wastes. Residential, 
commercial, and light industrial uses are not normally associated with the routine use or transport of 
hazardous materials. Since the Mixed Use/Agriculture alternative proposes the same land uses, the 
potential impacts concerning hazardous materials and wastes is similar to the proposed project. 
Therefore, the Mixed Use/Agriculture alternative is not considered environmentally superior to the 
proposed project. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Conclusion 

The Mixed Use/Agriculture alternative is superior to the proposed project in the areas of: Water 
Resources, Air Resources, Noise, Traffic, Biological Resources, Land Use, Water Supply, Utilities 
and Service Systems, Aesthetics, and Cultural Resources. The Mixed Use/Agriculture alternative is 
the same or similar to the proposed project in the areas of: Geology and Soils, Population, Housing, 
and Socioeconomics, Public Services, and Hazardous Materials and Wastes. The proposed project is 
not considered environmentally superior to the Mixed Use/Agriculture alternative in any of these 
areas.  
 
 
Alternative 4: Alternative Design 
 
The Alternative Design (Figure 6.3.2) is similar to the proposed project, but addresses design issues 
raised during the planning process. Five separate issues are addressed, as follows: 
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1. Annexation Boundaries: All non-applicant parcels adjacent to the proposed project area will 

be included in the annexation request in order for the area to be incorporated into the 
jurisdiction of the City of Stockton for land use and services control. Figure 6.3.2 presents 
Alternative 4 and shows the locations of the non-applicant controlled parcels.  

2. Grade Separations at Railroad Crossings: East French Camp Road and South Airport Way 
will eventually be developed to arterial status to service the project. East French Camp Road 
crosses the UPRR line along the western boundary of the project site. South Airport Way 
crosses the UPRR Tidewater line at the northern edge of the project. Because road 
improvements will require six lanes or more to meet the increased traffic demands of the 
project, grade separated crossings at both locations may be necessary.  

 
The East French Camp Road crossing is planned as an overcrossing, extending approximately 1,000 
feet on each side of the rail line. The most feasible routing of the road will be south of the existing 
alignment possibly linking the road to the Mathews Interchange at Interstate 5, serving the long term, 
cumulative traffic forecasts.  
 
The South Airport Way crossing is planned as grade separation with UPRR Tidewater line with a 55 
mph speed limit. New access routes will need to be planned to access Stimson Road and the proposed 
businesses located on the west side of Airport Road. This grade separation may not be required, 
according to UPRR representatives, because of the low frequency of rail line usage.  
 
3. Elementary School Location: An elementary school is proposed in the southern portion of 

the project area. State law requires all schools proposed within 2 miles of an airport must 
receive State  Department of Education and Caltrans Department of Aeronautics approval 
prior to location acceptance. The Department of Education has received approved for the 
proposed location and thus, the elementary school is included in the Alternative Design. An 
alternative school site may be the reconstruction of the aging French Camp Elementary 
School west of the UPRR line. 

 
4. C.E. Dixon Street: An Alternative Design to the proposed C.E. Dixon Street extension, 

through the airport and National Guard property into the proposed industrial park, offers two 
viable options to minimize impact to the National Guard operations on that portion of the 
airport. Because feasible options exist, the C.E. Dixon Street extension across the airport will 
remain in the proposed project, but will be shown as a "future" connection and will be 
reviewed in the cumulative scenario of the project traffic analysis. The proposed project plans 
a roadway connecting the industrial area to Stimson Street, crossing the National Guard 
property west of their helicopter repair depot building. This new roadway is included as a 
component of the proposed project. 

 
5. Land Use: As a result of the proximity of the Stockton Metropolitan Airport flight operations 

to the project area, the Alternative Design proposes land use changes to provide additional 
buffer for noise and crash hazard/safety concerns. For the Alternative Design, all parcels 
north of French Camp Slough would be developed as business park/industrial uses. 
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The following acreages have been allocated on the project site for Alternative 4, Alternative Design, 
to address the project issues: 
 
 

Land Use Designation Acres Square Feet/Dwelling Units 

Commercial 14 FAR .25 yields 152,500 ft2 

Medium Density Residential 52 Assume 12 units per acre yields 465 units 

Low Density Residential 192.7 Assume 6 units per acre yields 1,347 units 

Park & Open Space 54.5  

Industrial 307.2 FAR .45 yields 6,021,734 sq. ft. 

School 19.4  

Flood Control 96.6  

Slough & Easement 61.9  

Other (roads, parks, etc.) 110.5  

Total 909.1  

 
 
Geology and Soils   

Implementation of the Alternative Design would create the same geophysical issues as the proposed 
project. As with the proposed project, mitigable impacts include soil erosion and unstable soil 
conditions. Structures proposed for the Alternative Design would have to meet building and 
construction standards for the region. With implementation of mitigation measures GEO-1a and 
GEO-1b, and GEO-2, geophysical conditions present on-site are capable of accommodating the 
proposed project and the Alternative Design. Since there are no geophysical conditions that cannot be 
mitigated, the Alternative Design does not present any significant advantages regarding geophysical 
resources and, therefore, is not considered environmentally superior to the proposed project. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Air Resources 

The Alternative Design would create more impacts regarding air resources when compared to the 
proposed project. Daily vehicle trips would increase by more than 8,000 trips. An increase in daily 
vehicle trips would increase vehicle emissions, negatively impacting air resources. 
 
Implementation of mitigation measures outlined in the Air Resources section for the proposed project 
would likely reduce impacts for the Alternative Design option. However, cumulative impacts would 
still be greater for this alternative than for the proposed project, and is not considered environmentally 
superior. 
 
Comparable Impacts: More than the Proposed Project 
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Reduces Significant Impacts: No 
 
 
Water Resources 
The proposed project would include removal of the project site from the 100-year floodplain by 
implementing significant flood control features. The features consist of construction of a large 
detention basin, a culvert, and a three step levee project. Along with implementation of a Storm Water 
Pollution Prevention Plan, compliance with applicable Storm Water Quality Control Criteria Plan 
requirements, and compliance with Federal Clean Water Act requirements, impacts regarding water 
resources will be less than significant. 
 
The Alternative Design will have similar environmental impacts as the proposed project. Flood 
control features and mitigation measures FC-1a through FC-1 and FC-2 would still have to be 
implemented to address increased impermeable surfaces, increased runoff, and potential water quality 
degradation will be addressed by mitigation measure WQ-1a and WQ-1b. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Biological Resources 

The proposed project will have impacts to trees, wetlands, and special status species because of 
grading and development of the site. Implementation of mitigation measures motivated by the San 
Joaquin Multi-Species Habitat Conservation and Open Space Plan, the U S Army Corps of Engineers, 
the California Department of Fish and Game, and the State Water Resources or Regional Water 
Quality Control Boards will reduce impacts to less than significant levels. 
 
The Alternative Design will have similar impacts to biological resources as the proposed project. The 
majority of the habitat utilized by special status species will be developed, including additional land 
for the construction of grade separation crossings and proposed "future" connection of C.E. Dixon 
Street extension. Mitigation measures BR-1a and BR-1b, BR-2a through BR-2c, BR-3a and BR-3b, 
BR-4a and BR-4b, BR-5a through BR-5c, BR-6a through BR-6c, and BR-7. The Alternative Design 
presents conditions not considered advantageous when compared with the proposed project and not 
considered environmentally superior. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Noise 

For the Alternative Design alternative, traffic volumes will increase due to the slightly higher 
development yield (more industrial/less residential). It would be expected that the off-site noise 
impacts that occur as a result of the project to residential uses along East French Camp Road would 
also occur with this alternative, and could increase. As a result, off-site noise impacts with this 
alternative are expected. Adherence to mitigation measure NOI-2a. 
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The proposed project consists of land uses arranged to accommodate noise issues related to the 
Stockton Metropolitan Airport, just north of the project site. Industrial, Commercial, and Drainage 
Basin uses are planned to the north, while residential development and associated uses such as 
schools and parks are planned to the south and west. This land use planning combined with noise 
mitigation measures reduce airport noise impacts to less than significant levels. 
 
The Alternative Design will have similar impacts regarding noise. As with the proposed project, no 
residential or other sensitive land uses will be developed directly adjacent to the airport. However, the 
planned residential uses may still be impacted by airport noise sources. Therefore, the Alternative 
Design is similar to the proposed project in terms of noise impacts and is not considered 
environmentally superior. 
 
Comparable Impacts: Similar to Proposed Project 
Reduces Significant Impacts: No 
 
 
Land Use 

The proposed project will have significant and unavoidable impacts concerning land use. Specifically, 
significant impacts involving the conversion of agricultural land and the substantial alteration of the 
character of the previous land use. There are no mitigation measures available to completely offset 
these impacts. 
 
The Alternative Design will develop the same land as the proposed project. Application of mitigation 
measures LU-2, LU-3 a through LU-3c, and LU-4 will reduce some of the impacts with land use 
changes and airport concerns to less than significant. The significant and unavoidable impacts 
associated with the proposed project will not be avoided (conversion of agriculture to urban uses) and 
the Alternative Design would not be considered environmentally superior. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Traffic and Circulation 

The proposed project traffic volumes at the project entrances would be approximately 49,430 on a 
daily basis including 3,494 during the AM peak hour (1,952 inbound and 1,542 outbound) and 4,666 
during the PM peak hour (2,002 inbound and 2,664 outbound). This trip generation estimate includes 
the reduction due to internalization (Section 4.7, Traffic and Circulation). Mitigation measures cannot 
completely offset this increase in traffic associated with the proposed project. The Alternative Design 
will add approximately 58,350 daily trips including 7,327 during the AM peak hour (5,802 inbound 
and 1,525 outbound), and 9,440 during peak PM hour (2,048 inbound and 7,392 outbound), as shown 
in Table 6.3.C.  
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Table 6.3.C: Tidewater Trip Generation B Alternative 4 Alternative Design 

 
AM Peak 

 

 
PM Peak 

 
Land Use1 

 

 
Daily 
Trips 

  
In 
 

 
Out 

 

 
Total 

 

 
In 
 

 
Out 

 

 
Total 

 

Residential 
       

Signal Family Residential2 (1,644 units) 
 

13,664 
 

291 
 

871 
 

1,162 
 

840 
 

493 
 

1,333 

Multi Family Residential (0 units) 
 

0 
 

0 
 

0 
 

0 
 

0 
 

0 
 

0 

Home-Based-School Internalization Reduction 
 

(1,220) 
 

(159) 
 

(199) 
 

(358) 
 

(54) 
 

(43) 
 

(97) 

Home-Based-Commercial Internalization Reduction 
 

(893) 
 

(8) 
 

(12) 
 

(20) 
 

(43) 
 

(40) 
 

(83) 

Residential Sub-Total 
 

11,551
 

124 
 

660 
 

784 
 

743 
 

410 
 

1,153 

Elementary School3,4 (1,050 students) 
 

1,355 
 

221 
 

177 
 

398 
 

54 
 

68 
 

122 

Home-Based-School Internalization Reduction 
 

(1,220) 
 

(199) 
 

(159) 
 

(358) 
 

(43) 
 

(54) 
 

(97) 

Elementary School Sub-Total 
 

135
 

22 
 

18 
 

40 
 

11 
 

14 
 

25 

Shopping Center5 (152,460 square feet) 
 

8,933 
 

123 
 

79 
 

202 
 

397 
 

431 
 

828 

Home-Based-Commercial Internalization Reduction 
 

(893) 
 

(12) 
 

(8) 
 

(20) 
 

(40) 
 

(43) 
 

(83) 

Commercial Sub-Total 
 

8040
 

111 
 

71 
 

182 
 

357 
 

388 
 

745 

Light Industrial6 (5,186,690 square feet) 
 

36,152 
 

5,308 
 

724 
 

6,032 
 

871 
 

6,384 
 

7,255 

Warehouse7 (576,299 square feet) 
 

2,472 
 

237 
 

52 
 

289 
 

66 
 

196 
 

262 

Industrial Sub-Total 
 

38,624 
 

5,545 
 

776 
 

6,321 
 

937 
 

6,580 
 

7,517 

Net New Trips 58,350 5,802 1525 7,327 2,048 7,392 9,440
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1 Land use size based on description of Alternative 3 dated July 18, 2006, with a FAR of 0.45. Industrial uses were assumed 
to be 10 percent light industrial and 90 percent warehouse, per discussion with Tom Truszkowski on April 21, 2005. 
 
2 Trip generation determined from fitted curve equations presented for Single Family Residential (Land Use 210) in the 
Institute of Transportation Engineers= Trip Generation (7th Edition), as presented below. 
 

Daily Equation: Ln(T) = 0.92 Ln(X) + 2.71, AM Equation: T = 0.70(X) + 9.43, PM Equation: Ln(T) = 0.90 Ln(X) 
+ 0.53 

 
3 Trips generated by the schools (1,050 students) are based on information provided by the Manteca Unified School District 
(5/19/05), and by SANDAG 2002.  
 
4 Trip generation determined from average daily rate and AM fitted curves for Elementary School (Land Use 520) in the 
Institute of Transportation  Engineers= Trip Generation (7th Edition), as presented below. (value exceeds data extremes) 
 
             Daily Rate: 1.29, AM Equation: Ln(T) = 1.11 Ln(X) B 1.73, PM Equation: n/a 
 
5 Trip generation determined from fitted curve equations presented for Shopping Center (Land Use 820) in the Institute of 
Transportation Engineers= Trip Generation (7th Edition), as presented below (size exceeds the ITE data extremes). 
 

Daily Equation: Ln(T) = 0.65 Ln(X) + 5.83, AM Equation: Ln(T) = 0.60 Ln(X) + 2.29,  PM Equation: Ln(T) = 
0.66 Ln(X) + 3.40 

 
6 Trip generation determined from average daily rate and fitted curves presented for Light Industrial (Land Use 110) in the 
Institute of Transportation Engineers= Trip Generation (7th Edition).  
 
              Daily Rate: 6.97, AM Equation: T = 1.18(X) B 89.28, PM Equation: T = 1.43(X) B 163.42 
 
7 Trip generation determined from fitted curve equations presented for Warehouse (Land Use 150) in the Institute of 
Transportation Engineers= Trip Generation (7th Edition), as presented below: 
               

Daily Equation: T = 3.68(X) + 350.27, AM Equation: Ln(T) = 0.71 Ln(X) +1.15, PM Equation: Ln(T) = 0.79 
Ln(X) +0.54 

 
 
 
The Alternative Design will generate more daily trips than the proposed project and therefore will 
have a greater impact on intersection/roadway capacity and is not environmentally superior. 
 
Comparable Impacts: More than the Proposed Project 
Reduces Significant Impacts: No 
 
 
Population, Housing, and Socioeconomics 

The proposed project has less than significant impacts regarding population, housing, and 
socioeconomics due to the site's inclusion in the City's Urban Services Boundary. No mitigation 
measures are necessary to offset potential impacts because the proposed Tidewater Crossing project 
will supply housing to Stockton's increasing population. Similarly, the Alternative Design would have 
less than significant impacts because it would also supply housing to Stockton's population and is 
included in the Urban Services Boundary. 
 
Comparable Impacts: Similar to the Proposed Project 
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Reduces Significant Impacts: No 
 
 
Public Services 

The proposed Tidewater Crossing project will not have significant impacts on public services. The 
Alternative Design also includes residential development thus increasing the need for services. 
Appropriate fees would be paid to offset demand. Application of mitigation measures PR-1a, PR-1b, 
FP-1a and b, PP-1a through PP-1e, SCH-1 and SCH-2, and LIB-1a will create less than significant 
impacts to the public service shortages. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Water Supply Assessment 

The proposed project has less than significant impacts regarding water supply. It is expected available 
water supply in the area can meet the projected demands of the Tidewater Crossing project. With 
mitigation measures WSA-1a through WSA-1d, the Alternative Design should not have significant 
impacts and is not environmentally superior to the proposed project.  
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Utilities and Service Systems 

The proposed project will have less than significant impacts on utilities and service systems with the 
implementation of mitigation measures. Wastewater infrastructure and treatment and utility services 
can be provided to the site through City and local providers. The same concerns are present for the 
Alternative Design. Consequently, the alternative will have the same impacts to utilities and services 
systems and is not considered environmentally superior. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
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Aesthetics/Light and Glare 

The proposed project would have less than significant impacts on aesthetics, light, and glare with 
implementation of mitigation measures. Mitigable impacts include; new sources of night time light, 
and impacts to views from State Route 99 and other local roadways. Mitigation measures consist of 
compliance with City of Stockton lighting guidelines, signage and entry treatments, undergrounding 
of utilities, and landscape treatments. 
 
The Alternative Design will also create new sources of nighttime light and impact views from 
roadways. Implementation of similar mitigation measures will likely reduce these impacts. Impacts to 
aesthetics would not be considered environmentally superior to the proposed project. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Cultural Resources 

No significant cultural resources were found in the Tidewater Crossing project area. Mitigation 
measures would be implemented in the event cultural resources are inadvertently discovered during 
project construction. The Alternative Design would follow the same mitigation measures in the event 
resources were discovered. This alternative is not considered environmentally superior to the 
proposed project. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Hazardous Materials/Wastes 

The proposed project will not significantly impact hazardous materials and wastes. Residential, 
commercial, and light industrial uses are not normally associated with the routine use or transport of 
hazardous materials. Mitigation measures HAZ-1a through HAZ-1f would reduce potential impacts 
from on-site conditions prior to construction commencement. Since the Alternative Design proposes 
the same land uses, the potential impacts concerning hazardous materials and wastes is similar to the 
proposed project. Therefore, the Alternative Design is not considered environmentally superior to the 
proposed project. 
 
Comparable Impacts: Similar to the Proposed Project 
Reduces Significant Impacts: No 
 
 
Conclusion 

The Alternative Design is similar to the proposed project in most of the environmental areas of 
concern. However, the proposed project is superior to the Alternative Design in the areas of Traffic 
and Air Resources. However, the Alternative Design addresses specific issues raised during planning 
of the proposed project, and may be cumulatively superior. 
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6.4 ACCESS ALTERNATIVES 
 
The following access alternatives are considered in the event that roadway access through the 
National Guard is not permitted. Additional environmental analyses to address potential significant 
project impacts to the streets and intersections will be required for the following accesses. 
 
Alternative 5 – CE Dixon Extension 
 
This access alternative would involve the extension of CE Dixon Street from the airport/industrial 
park through the proposed industrial portion of Tidewater Crossing, ultimately connecting at State 
Route 99 (see Figure 6.3.3). This alternative would differ only slightly from the proposed project in 
that R.A. Bridgeford Road would not extend through the National Guard property and connect with 
the proposed project. Cultural and biological impacts would be similar to the proposed project since 
the proposed extension of CE Dixon would occur through a primarily developed/urban area. 
 
 
Alternative 6 – Airport Way Extension 
 
This access alternative would create an internal connection between S. Airport Way and the industrial 
portion of the project (see Figure 6.3.4). This alternative would eliminate the need for R.A. 
Bridgeford Road to extend through the National Guard property and into the project area. Likewise, 
the project roadways would not connect with the circulation network that exists in the 
airport/industrial park area to the north. Traffic noise and air quality impacts would increase with this 
alternative since the Airport Way extension would be located adjacent to commercial and high 
density residential land uses. Additional visual impacts would be expected due to the need to 
construct a grade separation over the UPRR. Additional environmental impacts associated with this 
alternative would remain similar to the proposed project. 
 
 
Alternative 7 – French Camp Road Extension 
 
The French Camp Road Extension alternative would connect French Camp Road to the industrial 
portion of the Tidewater Crossing project (see Figure 6.3.5). This alternative would differ slightly 
from the proposed project in that R.A. Bridgeford Road would not connect with the project and would 
not extend through the National Guard property located north of the project. Biological, cultural, and 
hydrologic impacts for this alternative would be increased compared with the proposed project since 
the French Camp Road extension would cross both forks of Littlejohns Creek. Land Use impacts 
would also increase if the roadway extension were built on non-applicant land holdings. Additional 
impacts to agricultural resources would occur (displace agricultural land), and potentially affect the 
productivity of the existing parcels. Traffic noise and air quality impacts may be slightly reduced 
since traffic would be diverted away from the project rather than through it. 
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CHAPTER 7.0 IRREVERSIBLE ENVIRONMENTAL CHANGES 

A number of irreversible changes will occur with approval of the proposed project. These are 
summarized as follows: 
 

• Undeveloped agricultural lands will be committed to urban development. 

• Air quality will be incrementally degraded. Project emissions will contribute towards the 
exceedance of ROG levels over the long term operation of the project. On a cumulative basis, 
construction will adversely affect fugitive dust levels and construction pollutants, and 
contribute to the non-attainment status of the County. 

• Additional impermeable surfaces and increases in runoff will occur. New sources for 
potential surface water pollution will be introduced.  

• Potential habitat will be lost with implementation of the project. Jurisdictional waters may 
also be impacted. 

• Incremental increases in ambient noise levels will occur. 

• Inconsistencies with existing General Plan policies. Agricultural lands will be irretrievably 
lost. 

• Additional traffic will be generated by site land uses, and incremental increases in local and 
regional congestion will occur. 

• A new population base and housing supply will be introduced into an area previously 
undeveloped. 

• Increased levels of public services will be required to serve the proposed project. 

• Water supplies for consumption, sewage treatment, and other utility resources will be 
permanently committed to the project site. 

• The current rural agricultural character of the site will be committed to residential, industrial 
and commercial uses. Light effects will incrementally affect the night sky. 

• The potential for disturbing potentially unknown historic and prehistoric cultural resources 
will occur with site development and occupation.  

 
 



 

*P:\HDA530\Environ\DEIRrev20.doc 3/4/2008  8-1 

CHAPTER 8.0 UNAVOIDABLE ADVERSE IMPACTS 

Implementation of the proposed project will result in a number of potentially significant impacts on 
the environment. The majority of those potentially significant impacts, with mitigation measures, will 
be reduced to levels below significance. However, the following impacts cannot be completely 
mitigated, and the impacts will remain significant and adverse: 
 

• Impacts on air quality due to the exceedance of ROG and NOx during the long term operation 
of the project, potential cumulative effects from project construction activity on fugitive dust 
and pollutant emissions and inconsistency with the Air Quality Attainment Plan. 

• The project will present a significant change in land use character and intensity, including 
conversion of agricultural lands to urban uses.  

• Project-generated traffic will cause local intersections/roadways to operate in excess of 
design capacity. 

 
In light of the adverse impacts identified, a Statement of Overriding Considerations is needed prior to 
project approval.  
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