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1. PREFACE 
The Vasco Road Safety Improvement Project – Phase 2 (Project), Project No. 4660-6X4411, 
Brentwood area, in Contra Costa County, was designed to improve the safety of an 
approximately 1.5-mile section (Stations 290+00 through 363+50) of Vasco Road between 
the cities of Brentwood and Livermore. This twisting stretch of Vasco Road has heavy, fast-
moving tra ic and a history of serious accidents. Consistent with Phase 1 of the Project, 
Phase 2 will construct approximately 6,600 linear feet of concrete median barrier. This will 
require widening of the roadway by 30 to 35 feet for approximately 6,900 linear feet. This 
will allow the necessary stopping sight distance around curves in accordance with current 
Caltrans design standards. This Project was initially designed in 2009 and approved in 2012 
but was shelved due to lack of funding for construction. Funding was secured in 2025, and 
the design has been updated to current standards. 

This document serves as an Addendum to the Vasco Road Safety Improvement Project 
Mitigated Negative Declaration (CP# 09-55, SCH# 2009062094), hereby referred to as the 
2009 IS/MND. The 2009 IS/MND for the Project consists of the original MND (dated June 18, 
2009, and led on August 26, 2009), and the 2012 Addendum addressing minor technical 
changes to the Project’s design and construction. 

The Contra Costa County Department of Conservation and Development (DCD) is the Lead 
Agency for the Project, and on August 25, 2009, the Board of Supervisors (Board) approved 
the Project and led a Notice of Determination (NOD) with the County Clerk and State 
Clearinghouse. 



2. PURPOSE OF THIS ADDENDUM 
This addendum (hereby referred to as the 2026 Addendum) describes the Project elements 
that have changed since the adoption of the 2009 IS/MND and compares the 
environmental impacts that would occur under the current proposal to those that were 
identi ed in the 2009 IS/MND. This exercise is to ensure that all environmental impacts 
associated with the 2026 Addendum, as modi ed, have been analyzed under CEQA. 

CEQA PROCESS 
Section 15164 of the California Environmental Quality Act (CEQA) Guidelines allows for a 
lead agency to prepare an addendum to an adopted negative declaration or environmental 
impact report (EIR) if only minor technical changes or additions are necessary or if none of 
the conditions described in Section 15162 calling for the preparation of a subsequent EIR 
or negative declaration have occurred. Pursuant to CEQA Section 15162, no subsequent 
negative declaration shall be prepared for the project unless the lead agency determines, 
on the basis of substantial evidence in the light of the whole project’s administrative 
record, one or more of the following: 

1. Substantial changes are proposed in the project that will require major revisions of 
the previously negative declaration due to the involvement of new signi cant 
environmental e ects or a substantial increase in the severity of previously 
identi ed signi cant e ects; 

2. Substantial changes occur with respect to the circumstances under which the 
project is undertaken which will require major revisions of the previous negative 
declaration due to the involvement of new signi cant environmental e ects or a 
substantial increase in the severity of previously identi ed signi cant e ects; or 

3. New information of substantial importance, which was not known and could not 
have been known with the exercise of reasonable diligence at the time the previous 
negative declaration was adopted, shows any of the following:  

a. The project will have one or more signi cant e ects not discussed in the 
negative declaration; 

b. Signi cant e ects previously examined will be substantially more severe 
than shown in the previous negative declaration; 

c. Mitigation measures or alternatives previously found not to be feasible would 
in fact be feasible and would substantially reduce one or more signi cant 
e ects of the project, but the project proponents decline to adopt the 
mitigation measure or alternative; or 



d. Mitigation measures or alternatives which are considerably di erent from 
those analyzed in the negative declaration would substantially reduce one or 
more signi cant e ects on the environment, but the project proponent 
decline to adopt the mitigation measure or alternative. 

The 2026 Addendum demonstrates that the Project changes consist of minor technical 
changes which would not result in new or substantially greater environmental impacts, and 
therefore, the Project changes do not meet any of the requirements set forth in Section 
15162. According to CEQA Guidelines Section 15164(c) an Addendum does not require 
circulation for public review but can be included in the project le and/or attached to the 
MND. 

3. PROJECT BACKGROUND 
The Contra Costa County Public Works Department (CCCPWD) initiated planning for the 
Project in 2007. The 2009 IS/MND project description covered both phases of the Project. 
Phase 1 has been implemented, and the current project will implement Phase 2. 

As originally proposed, the Project included the construction of a concrete median barrier 
along Vasco Road and other general improvements including drainage, retaining walls, 
signing, striping, turn pockets, guardrail adjustments, and barrier end-treatments. 
Additionally, the Project proposed two bridge widenings over Brushy Creek. Phase 1 was 
completed in January 2012, constructing approximately 1 mile of the proposed full 2.5-mile 
section, consisting of road expansion along the eastern side of Vasco Road. The road was 
repaved and striped to accommodate the larger lanes and shoulders.  

In 2012, the rst addendum to the 2009 IS/MND was completed. The 2012 Addendum was 
required to address technical changes regarding full road closures on limited weekends to 
allow for Phase II construction. The aspects of Phase II construction requiring road closure 
include installation of multiple culvert crossings, installation of concrete median barrier, 
and placement of asphalt paving. The 2012 Addendum determined the technical changes 
analyzed were consistent with County polices and did not lead directly or indirectly to 
signi cant physical changes in the Project site, nor alter the completeness of the previous 
environmental impact determinations.  



PROJECT CHANGES AND EXPLANATION OF THE ADDENDUM 
The 2026 Addendum to the 2009 IS/MND identi es changes to Project elements including: 

• Redesigned wildlife undercrossings 
• Minor changes to bridge design over Brushy Creek 
• Addition of stormwater treatment facilities 
• Changes to grading and associated excavated material volumes 
• Changes to the location of wildlife exclusion fencing 
• Relocation of the existing East Bay Regional Parks District access easement to the 

north, still within Assessor’s Parcel No. 001-011-048.  

Each of these changes is discussed below and then analyzed using a modi ed version of 
the CEQA Guidelines Appendix G checklist. Figure 1, Project Design Modi cations Since 
2012 Approval, provides an overview of project design changes implemented since 
approval in 2012.  
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Wildlife Undercrossings 
For both phases of the Project, the 2009 IS/MND identi ed planned wildlife undercrossings 
including “up to six 5-foot square undercrossings and seventeen 20- to 24-inch diameter 
undercrossings”. Eleven of these crossings were anticipated to be in the Phase 2 segment 
of the Project. The spacing and sizing of the crossings was noted to be dependent on 
constructability and feasibility. However, small undercrossings were intended to be spaced 
roughly every 600 feet and large crossings roughly every 1,640 feet. All of the proposed 
small undercrossings were anticipated to include overhead grating in the median, with 
median barriers being incorporated with scuppers and breaks.  

In 2026, a Wildlife Crossing Alternatives Preliminary Design Report was conducted to 
review the previously approved wildlife crossings designs from the plans developed in 
2012, evaluating each crossing location’s viability based on current site conditions, habitat 
connectivity, and the speci c needs of target species (i.e., special-status species).  

Of the eleven planned crossings, seven crossings were subject to signi cant constraints, 
such as horizontal bends, steep slopes, undercrossing low points, or limited direct line of 
sight. These constraints would limit the attractiveness and usefulness of the crossings, and 
based on current research and understanding of wildlife behavior, it was determined to be 
unlikely that those crossings would be used by animals if built as planned. Therefore, the 
seven crossings identi ed as having signi cant design constraints were recommended to 
be eliminated. The remaining four crossings have been modi ed for optimization of 
crossing such as length, pipe grades, and pro le. In addition to the modi ed crossings, six 
new crossings are proposed for the 2026 Addendum, as shown below in Table 1.  

Table 1: Proposed Wildlife Crossings 2026 

Crossing ID Station South 
Spacing 

North 
Spacing Pipe Size Description 

Wildlife 
Crossing 301+00 0 500 feet 48” Existing 

Cattle 
Crossing 309+00 500 feet 550 feet N/A Existing 

System 1 
(2026) 314+50 550 feet 750 feet 48” New 

System 2 
(2026) 322+00 750 feet 800 feet 5’x5’ 

New 
(Modi ed 

from Nolte 
design) 



Crossing ID Station South 
Spacing 

North 
Spacing Pipe Size Description 

System 3 
(2026) 330+00 800 feet 350 feet 48” 

New 
(Modi ed 

from Nolte 
design) 

System 4 
(2026) 333+50 350 feet 900 feet 5’x5’ 

New 
(Modi ed 

from Nolte 
design) 

System 5 
(2026) 342+50 900 feet 400 feet 48” New 

Brushy 
Creek Bridge 346+50 400 feet 900 feet N/A Existing 

System 6 
(2026) 355+50 900 feet 0 24” New 

(Modi ed) 
 

The redesigned crossings have been reviewed and vetted by the East Contra Costa County 
Habitat Conservancy (ECCC Conservancy), the U.S. Fish and Wildlife Service (USFWS), 
and the California Department of Fish and Wildlife (CDFW). The Project team met with 
these agencies on January 15, 2026 to present the updated crossing concepts and keep 
them apprised of design re nements. Feedback from all three agencies has been 
incorporated into the design.  

Location Changes for Wildlife Crossings 
Since the 2012 design, the proposed wildlife crossings have been re ned and consolidated 
from eleven locations to six in the current design. These adjustments re ect updates to 
roadway geometry and engineering constraints, including the need to avoid sharp 
horizontal curves, while still maintaining overall connectivity for wildlife movement. The 
revised crossing locations favor fewer, larger undercrossings spaced at greater intervals, 
supplemented by strategically placed smaller structures where they best support wildlife 
use rather than being evenly distributed. Overall, the relocations represent a balance 
between constructability, roadway safety, and the intent to provide e ective wildlife 
passage opportunities.  

Bridge Design over Brushy Creek 
The 2009 IS/MND anticipated that each phase of the Project would require widening of one 
bridge crossing Brushy Creek (Bridge #28C0229). Consistent with the MND, Phase 2 will 
widen the single-span bridge over Brushy Creek and will include associated drainage 
improvements, signing, and striping. The MND anticipated the bridge widening would be 



between 34 and 24 feet. The proposed widening would be 24 feet, which is within the scope 
of what was analyzed in the 2009 IS/MND.  

The bridge would be constructed from a precast girder with a cast-in-place deck. No 
foundations would be placed in the creek. The substructure will consist of reinforced 
concrete seat abutments on driven piles. The construction of the bridge would not require 
work in the creek, and exclusion fencing would be placed at the ordinary high-water mark. 
The MND anticipated the widened bridge would free-span the creek channel; the proposed 
bridge will free-span the creek channel, consistent with the MND, and no falsework is 
needed.  

Stormwater Treatment 
The Project would increase the amount of impervious surface in the Project area, therefore 
it must comply with local C.3 standards The MND anticipated longitudinal “ ow-through 
planters” for stormwater management, assuming 18” wide and 24” deep trenches 
back lled with permeable material and perforated pipe. The planters were anticipated to 
be located adjacent to the widened roadway, interconnecting with existing drainage 
systems. Additionally, the 2009 IS/MND anticipated “other devices as outlined in the 
County’s Stormwater C.3 Guidebook” would be implemented. 

To meet current stormwater management requirements and to meet the needs of the 
current 2026 Addendum design, in addition to drainage channels, three bioswales are now 
proposed. Two would be constructed adjacent to the widened roadway on the west side of 
Vasco Road, and one would be constructed adjacent to the road on the east side. They are 
intended to be multi-bene t best management practices (BMPs) under State Water 
Resources Control Board guidance. The bioswales will function as trash capture devices as 
well as stormwater treatment and hydromodi cation improvements. These facilities will be 
sized to treat and retain water owing to existing drainage systems which outfall into the 
creek. The bioswales would be constructed within the original impact area analyzed in the 
MND.  

Grading and O -Haul Volumes 
The 2009 IS/MND estimated approximately 97,000 cubic yards of excavated material 
(consisting of soil and road material), in which 122,800 will be o  hauled. Currently, the 
2026 Design re nements are estimated to generate approximately 197,000 cubic yards of 
excavated material (soil and road materials), in which approximately 156,000 cubic yards 
will be o  hauled. The balance of the excavated material will be used as ll in on-site 
roadway embankments and back ll behind retaining walls that meet the structural back ll 
speci cation requirements. If disposal of spoils on private property is conducted, the 



Contractor will arrange for any necessary surveys and applicable studies, and pay all fees 
associated with the disposal. Arrangements shall include, but not be limited to, entering 
into agreements with property owners and obtaining necessary permits, license, and 
environmental clearances. Before disposing of any material outside the County right of 
way, the Contractor shall furnish to the Engineer satisfactory evidence that the Contractor 
has entered into agreements with the property owner of the site involved and has obtained 
the permits, license, and clearances.  

Wildlife Exclusion Fencing 
Wildlife exclusion fencing will run continuously along both sides of the Project, directly 
connecting to each undercrossing and extending to the Project termini. As part of the 
re ned design, wildlife fencing will extend beyond the original Area of Potential E ects 
(APE) and outside the original Project footprint in localized areas to ensure continuous 
guidance and e ective exclusion of wildlife from the roadway. Where fencing extends 
beyond the original APE, minor grading may be required to accommodate fence 
installation, earthen jump-outs, and transitions to existing ground conditions. Earthen 
jump-outs will be installed at appropriate intervals adjacent to the fencing to allow trapped 
wildlife to escape the roadway, and barriers to cattle will be provided within culverts as 
needed that will exclude cattle between the right of way and wildlife crossings. Wildlife 
fencing will complement the design (e.g., large-diameter cattle crossing) to guide animals 
safely to the wildlife undercrossings.  

Parks District Access Easement Relocation 
The existing East Bay Regional Parks District (EBRPD) access easement will be relocated to 
the north, still within Assessor’s Parcel No. 001-011-048, to connect to the driveway that 
was previously identi ed to be relocated.   

The relocation of the EBRPD access easement to open space areas would not require any 
physical changes, and no construction or other actions would take place related to this 
project change. See Figure 2 for a depiction of the existing and future access easements.





4. ENVIRONMENTAL EFFECTS 
The following sections address how the updated Project would a ect the twenty resource 
categories in the State CEQA Guidelines Appendix G Environmental Checklist and 
identi es whether the project changes would result in new or substantially more severe 
impacts compared to those identi ed in the 2009 IS/MND.  

Aesthetics 
The 2009 IS/MND concluded the Project would result in a less than signi cant impact 
related to aesthetic resources. This, in part, is due to the extensive landform modi cations 
that were previously completed when constructing Vasco Road. The original construction 
of the road resulted in extensive cut and ll along the corridor. Additionally, the Project 
would be construction within an active ranchland (cattle grazing), and a Contra Costa 
Water District protected watershed. Neither of these are protected aesthetic resources. 

As noted in the 2009 IS/MND, Project components such as wildlife fencing, guardrails, and 
signage would be designed to be consistent with the existing visual environment of the 
Project site and would provide consistent textural treatments to all retaining walls where 
feasible. When incorporating the Project changes associated with this Addendum, the 
aesthetic conditions resulting from the Project would remain similar to conditions analyzed 
in 2009. Furthermore, the adjustment of wildlife crossing locations and the implementation 
of the bioswale will not produce meaningful visual changes in the viewshed, as the wildlife 
locations are within close proximity to those proposed in 2009, and the views of the 
bioswales would not be noticeable to users of Vasco Road. Therefore, no new or 
substantially more severe aesthetic resource impacts would occur as a result of the 
Project changes and no mitigation is required.  

Agriculture and Forest Resources 
The 2009 IS/MND concluded that the Project would have a less than signi cant impact on 
agricultural and forest resources, as there are limited agricultural lands within the Project 
site. The 2009 IS/MND noted roadway improvements would be highly localized around the 
existing roadway; however, negligible amounts of grazing land and farmland of local 
importance would be converted to road right-of-way. As the modi ed footprint is within the 
original footprint, as analyzed in the 2009 IS/MND, any agricultural land conversion would 
be similar to e ects analyzed under the 2009 IS/MND, resulting in a less than signi cant 
impact. Therefore, no new or substantially more severe agricultural or forest resources 
impacts would occur as a result of the Project changes and no mitigation is required.  



Air Quality 
The 2009 IS/MND concluded the Project would have no impact on the implementation of 
applicable air quality plans. Additionally, it was determined the Project would have a less 
than signi cant impact on contribution to an existing/projected air quality violation, 
cumulatively considerable net increase of any criteria pollutant, exposure of sensitive 
receptors to substantial pollutant concentrations, and the creation of odors. 

Changes in Air Quality Modeling 

Since adoption of the 2009 IS/MND, air quality modeling tools and emission factor 
databases used in California CEQA analyses have been updated to re ect improvements in 
emissions inventories, equipment standards, and analytical methods (e.g., updates to 
OFFROAD and EMFAC emissions tool, and adoption of the CalEEMod model). These 
updates primarily re ne the quanti cation of emissions but do not change the fundamental 
characterization of construction emissions as short-term, temporary, and dominated by 
mobile and o -road equipment sources. The Project’s construction activities, schedule, 
and equipment mix remain consistent with those evaluated in the 2009 IS/MND, with the 
exception that construction equipment and vehicles would now have cleaner engines. The 
evolution of modeling tools does not, in itself, indicate that previously analyzed 
construction activities would result in new signi cant air quality impacts, particularly 
where the nature, duration, and sources of emissions remain consistent with those 
previously evaluated.  

Consistent with CEQA Guidelines Sections 15161 and 15164, the availability of updated 
modeling tools, in the absence of new signi cant impacts or a substantial increase in the 
severity of previously identi ed impacts, does not require preparation of a supplemental or 
subsequent air quality analysis.  

Construction Emissions 

The 2009 IS/MND included an evaluation of construction-related criteria pollutant 
emissions and compared estimated emissions to the Bay Area Air Quality Management 
District (BAAQMD) CEQA signi cance thresholds in e ect at the time. That analysis 
concluded that construction emissions would remain below applicable regional 
signi cance thresholds with implementation of standard construction BMPs. 
Construction-period emissions analyzed for the 2012 Design were comprised of two 
components: 1) onsite construction equipment emissions; and 2) heavy-duty highway 
vehicle trips (soil o -haul). As discussed above in the project description and analyzed 
below, changes in excavation and o -haul volumes warrant analysis to determine whether 
a new or greater air quality impact would occur. 



In comparing the project related emission for the 2012 Design versus the 2026 design, 
material volume di erences, primarily (but not exclusively) from grading activities have 
changed and need to be compared. There are two factors in this comparison of project 
impacts between the 2012 Design and 2026 Design: 1) construction excavation volume, 
and 2) o -haul volume of excess excavated material.  

In addition to volume di erences, the onsite construction vehicle and truck hauling eet 
vehicular emissions must also be factored. Signi cant changes in EPA mandated 
construction vehicle and truck emissions standards have dramatically reduced vehicular 
pollutants of concerns over the past 14 years. 

Increased Excavation and O -haul Volumes 

The Project as envisioned in 2009 included the construction of signi cant retaining walls. 
Following a value analysis, most, if not all, retaining walls were removed in the 2012 
Design. Despite the change resulting in increased excavation and o -haul volumes, the 
2012 CEQA addendum did not nd any new or substantially more severe air quality 
impacts beyond those considered in the original 2009 IS/MND. Now that the project has 
been restarted and the design plans have been updated to meet current standards, the 
excavation volume has increased when compared to the 2012 Design. In order to meet 
current stormwater treatment requirements, bioretention basins have been added into the 
2026 Design, which have increased the excavation and o -haul volumes. Additionally, 2026 
Design re nements include improved wildlife crossing structures which have also 
increased excavation and o -haul volumes.  

The table below provides a summary of the excavation and o -haul volumes for the 2012 
Design and the 2026 Design, as well as the estimated number of truck trips.  

Table 2: Summary of Excavation, Fill, and O -Haul by Project Design Year  

Project Design Excavation (Cu. 
Yd.) 

Fill (Cu. Yd) O -haul (Cu. 
Yd.) 

Truck Trips1 

2012 Design 152,780 30,095 122,800 6,822 
2026 Design 197,000 40,608 156,392 8,703 

Source: Mark Thomas, 2026 
Notes:1For the purposes of this table, truck trips are quantified as one-way trips. 
 
Re nements in the 2026 Design have resulted in an increase of approximately 44,000 cubic 
yards of excavation and an additional 34,000 cubic yards of o -haul material when 
compared to the 2012 Design.  

A separate memorandum was prepared to analyze changes in construction emissions due 
to the increase in excavation and o -haul volumes and is attached to this 2026 Addendum. 



A summary of the analysis for each component of emissions is presented in the following 
sections. 

Analysis of On-Site Construction Equipment Emissions 

The additional excavation volumes will require the use of more construction equipment. 
This analysis focuses on emissions from on-site construction equipment to determine 
whether, with the increased excavation volumes required to construct the project, there 
would be a new or more severe environmental impact resulting from on-site construction 
equipment emissions. 

Since 2009, the Environmental Protection Agency (EPA) has required the phasing in of 
cleaner engines for construction vehicles. Engines are categorized as Tier 1 through Tier 4, 
with Tier 1 being the most polluting and representing a baseline/business as usual 
scenario, and Tier 4 engines being the cleanest and best available technology. Between 
2008 and 2015, there were progressive requirements for the phasing in of cleaner engines, 
concluding with the requirement for Tier 4 engines to be used after 2015. The regulations 
required a 90% to 99% reduction in particulate matter (PM) and nitrogen oxides (NOx) for 
non-road diesel engines.  

As a result of engine tier regulations by EPA and given the timing of project CEQA clearance 
(IS/MND in 2009, second addendum in 2026), when the project is constructed the 
construction emissions will be signi cantly lower than anticipated in 2009, despite the 
additional excavation volumes.  

In comparing estimated emissions for the 2026 Design with the 2012 Design, because the 
Tier 4 engines have a 65% reduction in key emissions compared to Tier 2 engines, even 
when factoring in an increase of 44,000 cubic yards of excavation, total on-site 
construction equipment emissions will be 65% less than those estimated for the 2012 
Design. Therefore, construction equipment emissions under current conditions are 
expected to be substantially lower than those evaluated for the 2012 Design. 

Analysis of Heavy-Duty Highway Vehicle Trips (Soil O -Haul) 

The additional o -haul volumes will require additional truck trips. This discussion focuses 
on tailpipe emissions from heavy-duty highway vehicle trips required for o -hauling 
material to determine whether, with the increased o -haul volumes required to construct 
the project, there would be a new or more severe environmental impact resulting from the 
additional truck trips. 

As mentioned above, the 2026 Design results in an approximate increase of an additional 
34,000 cubic yards of o -haul material when compared to the 2012 Design. Construction 



hauling trucks, categorized as heavy-duty highway vehicles, must meet EPA 2007/2010 
standards (NOx 0.20 g/bhp-hr, PM 0.01 g/bhp-hr). Starting in 2027, the EPA Clean Trucks 
Plan will introduce tighter rules (NOx 0.035 g/bhp-hr), reducing emissions by 82-90%. 
These standards represent signi cant reductions in tailpipe emissions for the 2026 Design, 
when compared to heavy-duty highway vehicle emissions anticipated with the 2012 
Design.  

In recognition that EPA standards do not always equate to actual changes in eet mix, we 
completed a scenario-based calculation of emissions for heavy-duty diesel vehicles. For 
the purposes of this analysis, project emissions generated from heavy-duty o -haul trucks 
were estimated using the online EMFAC2025’s Project Analysis Tool. EMFAC2025 is 
speci cally designed for estimating emission from on-road mobile sources, such as o -
haul trucks, and incorporates California-speci c eet characteristics and regulatory 
conditions. EMFAC2025 provides built-in on-road vehicle eet mixes (i.e., distribution of 
vehicle model years, technologies, and regulatory updates) based on actual vehicle 
registrations in California and studies conducted by CARB and others that track actual eet 
mixes. In the absence of project-speci c eet composition data, the EMFAC2025 aggregate 
setting was used to supply the mix of model years for the two calendar years modeled 
(2012 and 2026). This represents a eet-average emission rate comprised of the 
combination and weighting of all model years in the analysis year, consistent with CARB 
guidance. Because this analysis focuses exclusively on emissions from on-road o -haul 
activities, use of EMFAC provides results that are directly applicable and comparable 
across the analysis years, whereas CalEEMod outputs would not provide a consistent basis 
for comparison for this speci c emission source. This analysis compared projected 
emissions for the 2012 Design with projected emissions for the 2026 Design (see attached 
Memorandum).  

Two scenarios were run in EMFAC2025: one scenario with a calendar year of 2012, 
representing CARB’s calculation of eet mix and emissions in 2012, and one scenario with 
a calendar year of 2026, representing CARB’s calculation of eet mix and emissions in 
2026. Refer to Table 3 below.  



Table 3: O -Haul Emission Comparison 

Emission Type 2012 2026 Percent Change 
PM 2.5 48256.579 3510.740 -93% 
PM 10 50438.528 3669.480 -93% 
SOx 623.153 741.355 19% 

NOx 1551099.262 195614.287 -87% 
CO 265640.512 23129.341 -91% 

Source: EMFAC2025 
Key: PM2.5 = Particulate Matter 2.5 micrometers 
PM10 = Particulate Matter 10 micrometers 
SOx = Sulfur Dioxide 
NOx = Nitrogen Oxide 
CO = Carbon Monoxide 
 

The results show that the 2026 o -haul scenario would result in signi cantly lower 
emissions (reductions of 87-93%) than the 2012 Design for all of the evaluated pollutants 
with the exception of SOx, despite the increase in truck trips and o -haul volumes. This 
reduction is attributed to the lower running exhaust emission factors for the applicable on-
road heavy-duty diesel truck category in 2026 compared to 2012, which re ects changes in 
the on-road eet mix and implementation of regulatory requirements for cleaner engines 
over time. So, while the total number of truck trips needed to construct the 2026 Design 
has increased, tailpipe emissions have decreased. As for the SOx emissions, the SOx 
emissions would be 19 percent higher for the 2026 Design than those assumed for the 
2012 Design. Although the 2026 Design would result in a 19 percent increase in SOx 
emissions, total emission would remain well below applicable Bay Area Air Quality 
Management District (BAAQMD) thresholds for criteria pollutants, and while slightly 
elevated for SOx at 744.355 grams, that volume of SOx emissions is below the SOx 
threshold for 2026.  

In addition, it should be noted that SOx emissions calculated using EMFAC2025 may be 
conservative (i.e., potentially overstated), as the model relies on statewide sulfur fuel 
assumptions, whereas the BAAQMD enforces more stringent local regulations. Speci cally, 
BAAQMD Regulation 9, Rule 1 limits sulfur content in fuels and restricts emissions from 
major stationary sources, which reduces the potential for SOx emissions from on-road 
vehicle activity in the region. Therefore, the overall o -haul truck emissions for the 2026 
Design would generally result in lower heavy-duty truck exhaust emissions than the 2012 
Design, with the exception of SOx, which remains below the applicable BAAQMD 
threshold. 

In summary, the 2026 Deign would result in signi cantly lower emissions (reductions of 87-
93%) than the 2012 Design for all evaluated pollutants with the exception of SOx, whereby 
SOx still remains below the applicable BAAQMD threshold. In addition, the nature of 



construction emissions remains consistent with those previously analyzed, and the 
emissions would remain temporary and intermittent in nature. Construction emissions 
would not be expected to exceed regional signi cance thresholds or result in localized hot-
spot impacts, given the rural setting and absence of sensitive receptors in immediate 
proximity.  

Sensitive Receptors 

As explained in current BAAQMD guidance, localized exposure impacts from construction 
emissions are generally of greatest concern near sensitive receptors within close proximity 
to substantial, long-duration emission sources. The project area remains rural in character, 
and no new sensitive receptors have been introduced since adoption of the 2009 IS/MND. 
When considered in the context of the temporary nature of construction emissions, the 
rural project setting, the absence of nearby sensitive receptors, and the application of 
standard BAAQMD construction BMPs, construction-related air quality impacts would 
remain less than signi cant and would not exceed applicable BAAQMD signi cance 
thresholds. No new or substantially more severe air quality impacts would occur, and no 
additional environmental analysis beyond this Addendum is required. 

Operational Emissions 

The proposed modi cations, including the redesigned wildlife crossings, changes to bridge 
and roadway design, increased cut and ll volumes, and the addition of bioswales would 
not result in new or more intensive operational emissions, as the Project does not increase 
roadway capacity, vehicle speeds, or tra ic volumes. Operational conditions would remain 
consistent with those evaluated in 2009, and no new sources of criteria pollutants, toxic air 
contaminants, or odors would be introduced.  

Therefore, the Project would not result in new or substantially more severe air quality 
impacts compared to those considered in the 2009 IS/MND. 

Biological Resources 
The 2009 IS/MND evaluated biological resources and found impacts to be less than 
signi cant with mitigation, including implementation of conservation and avoidance 
measures from the East Contra Costa County Habitat Conservancy Plan/Natural 
Community Conservation Plan (ECCC HCP/NCCP). Additionally, the ECCC HCP/NCCP 
provides a process for payment of the rural road and wetland fees required for Project 
construction.  

 



The 2009 IS/MND analysis documents potential impacts to special-status species, 
including the following species:  

• Pallid Bat (Antrozous pallidus) • Northern Harrier (Circus cyaneus) 
• Townsend’s Western Big-Eared Bat 

(Corynorhinus townsendii) 
• Swainson’s Hawk (Buteo swainsoni) 

• Western Red Bat (Lasiurus 
blossevilli) 

• Golden Eagle (Aquila chrysaetos) 

• Yuma Myotis (Myotis yumanensis) • Western Burrowing Owl (Athene 
cunicularia hypugaea) 

• American Badger (Taxidea taxus) • Loggerhead Shrike (Lanius 
ludovicianus) 

• San Joaquin Kit Fox (Vulpes 
macrotis mutica) 

• Tricolored Blackbird (Agelaius 
tricolor) 

• Western Pond Turtle (Actinemys 
marmorata, Clemmys marmorata) 

• California Tiger Salamander 
(Ambystoma californiense) 

• Western Spadefoot (Spea 
hammondii) 

• California Red-legged Frog (Rana 
draytonii) 

• Vernal Pool Fairy Shrimp 
(Branchinecta lynchi) 

 

 

The following discussion evaluates the changes since certi cation of the 2009 IS/MND and 
assesses whether the current project modi cations as analyzed in this Addendum would 
result in new or more severe biological resource impacts.  

Since adoption of the 2009 IS/MND, several additional special-status species not covered 
by the applicable ECC HCP/NCCP have been listed under state or federal regulations 
including the following species:  

• Alameda Whipsnake (Masticophis 
lateralis euryxanthus) 

• Bald Eagle (Haliaeetus 
leucocephalus) 

• Bank Swallow (Riparia riparia) 

• Crotchs Bumblebee (Bombus 
crotchii) 

• Longhorn Fairy Shrimp 
(Branchinecta longiantenna) 

• Willow Flycatcher (Empidonax trailii) 
 

• Burrowing Owl (Athene cunicularia)  
  

These species were identi ed based on a review of the California Natural Diversity 
Database (CNDDB) records for USGS quadrangle containing the Project site.  

While these newly listed species are not individually identi ed as covered species under 
the HCP/NCCP, the conservation strategy, avoidance measures, and impact minimization 



framework established by the ECC HCP/NCCP apply broadly to the types of habitats and 
biological resources that could support special-status species within the project vicinity. 
Additionally, the Project would be required to comply with all applicable state and federal 
regulations for listed species not covered under the HCP/NCCP, including consultation and 
permitting, as appropriate under the federal Endangered Species Act, California 
Endangered Species Act, and applicable provisions of the California Fish and Game Code 
and Clean Water Act. Preconstruction surveys for special-status species and sensitive 
habitats would be conducted in accordance with regulatory requirements and applicable 
protocols to ensure implementation of appropriate avoidance and minimization measures.  

The Project is located within an existing, maintained roadway corridor and adjacent 
disturbed areas, and construction activities would remain limited to these previously 
disturbed and managed areas, although minor expansions of the disturbance footprint 
would occur in limited locations associated with project features such as bioswales and 
wildlife crossing re nements. While these minor increases in footprint represent a slight 
expansion beyond the limits evaluated in the 2009 IS/MND, they occur within the same 
overall project corridor and does not result in the disturbance of substantially di erent or 
higher-value habitats than previously analyzed, nor does the slight footprint expansion 
introduce new types of impacts or impact pathways to biological resources beyond those 
previously evaluated.  

Project-related biological impacts would be primarily temporary and associated with 
construction activities. The purpose of the Project is to improve wildlife connectivity and 
reduce wildlife-vehicle collisions through the installation of optimized crossings, exclusion 
fencing, and associated features that facilitate safe movement of both non-special and 
special-status species across the roadway. As a result, the Project would provide a long-
term bene t to biological resources by improving habitat permeability and reducing 
mortality risk. 

As such, implementation of the Project would not result in additional biological impacts to 
special-status species beyond those previously analyzed including species listed in 2009. 
Although new special-status species have been identi ed since the adoption of the 2009 
IS/MND, the Project would be subject to preconstruction surveys, species-speci c 
avoidance measures, and regulatory permitting requirements, which would ensure that any 
potential impacts are avoided, minimized, or mitigated consistent with current standards. 
These requirements ensure that, even if special-status species are present that were not 
previously documented, potential impacts would be identi ed through preconstruction 
surveys and addressed through established regulatory frameworks prior to or during 
construction. Therefore, the Project would not result in new signi cant biological impacts 



or a substantial increase in severity of biological impacts previously evaluated, and the 
conclusions of the prior biological analysis remain valid.  

The current modi cations include redesigned wildlife undercrossings (from 11 possible 
crossing to 6 optimized crossing based on 2026 alternatives evaluation), adjusted wildlife 
exclusion fencing to better funnel wildlife, minor design changes to the Brushy Creek bridge 
(precast girder/cast-in-place deck) that free-span the channel (not including falsework, 
foundations in the creek, and no in-channel work proposed), and the addition of three 
bioswales.  

Redesigned wildlife undercrossings would reduce the total number of crossings; however, 
the remaining crossings have been optimized in location and design to maintain wildlife 
movement and reduce vehicle-wildlife con icts. The design also incorporates wildlife 
turnbacks and wildlife refuges (e.g., rock piles) to provide safe stopping areas and guidance 
for animals approaching the crossings. These changes do not expand the project footprint. 
Furthermore, adjusted wildlife exclusion fencing is intended to better funnel wildlife toward 
designated crossing locations and associated turnbacks and refuges, improving the 
e ectiveness of the crossing system. These fencing modi cations would occur within 
previously evaluated areas and would not result in additional habitat loss or fragmentation.  

Minor design changes to the Brushy Creek bridge would reduce potential biological 
impacts by fully free-spanning the channel and conducting all construction work outside of 
the creek. The revised design eliminates the need for in-channel work, falsework, or 
foundations within the creek, thereby reducing the potential for disturbance to aquatic 
habitat and special-status aquatic species related to the design evaluated in 2009.  

These bioswales include multi-bene t stormwater BMPs, which would require increase 
cut/ t and o  haul. These bioswales are largely within the existing right-of-way, and within 
the evaluated impact area in the 2009 IS/MND. Portions of the required cut and ll 
associated with the northern bioswale would not introduce new sensitive habitats 
downstream. Construction activities associated with the bioswales would remain subject 
to the same biological avoidance and minimization measures adopted in the 2009 IS/MND.  

As such, the same suite of special-status species identi ed in 2009 have similar possibility 
of encountering such species during construction, and all avoidance, minimization, and 
mitigation measures adopted in the 2009 IS/MND (including ECCC HCP/NCCP 
Conservation Measures, species-speci c protocols, and Mitigation Measures BIO-01 
through BIO-03) remain applicable and su icient to address potential impacts. 
Furthermore, the ECCC HCP/NCCP remains the active habitat conservation plan and 
natural community conservation plan for the area and has not been updated since 



publication of the 2009 IS/MND. Therefore, the ndings of the ECCC HCP/NCCP remains 
valid for the Addendum. The Project would continue to obtain coverage under the ECC 
HCP/NCCP, including payment of applicable fees and implementation of required 
conservation measures, or, for species not covered, obtain any necessary regulatory 
approvals and permits from resource agencies. Adherence to ECC HCP/NCCP 
requirements and applicable regulatory permitting processes ensures that impacts would 
be fully addressed and would not exceed the level of signi cance identi ed in the 2009 
IS/MND.  

Consistent with CEQA Guidelines Section 15162, the proposed modi cations do not 
constitute a substantial change to the Project, do not re ect changes in circumstances 
that would result in new or more severe biological impacts, and do not involve new 
information of substantial importance related to biological resources. The incorporation of 
updated regulatory requirements, preconstruction survey obligations, and continued 
adherence to the ECC HCP/NCCP coverage and other permitting processes further 
supports the conclusion that impacts have not increased in severity since the publication 
of the 2009 IS/MND. In addition, project-related e ects would be primarily temporary and 
construction-related, while the Project would provide long-term operational bene ts to 
wildlife movement and habitat connectivity. With continued implementation of the 
aforementioned avoidance, minimization, and mitigation measures, the Project would not 
result in new or substantially more severe impacts to special-status species relative to the 
2009 IS/MND.  

Cultural Resources 
The 2009 IS/MND evaluated cultural resources, including historical, archaeological, and 
paleontological resources, and determined that all impacts would be less than signi cant 
with implementation of Mitigation Measure CUL-01 (Paleontological Resources Monitoring 
and Mitigation Plan) and Mitigation Measure CUL-02 (Work-Stop Precautions for 
Discovered Paleontological Resources). The 2009 IS/MND noted that intensive record 
searches, tribal outreach, coordination with local historical organizations, and pedestrian 
surveys identi ed no historical or unique archaeological resources within the APE, and no 
new information has emerged that would alter that conclusion.  

The 2026 footprint would occur largely within the same Area of Potential E ect (APE) as 
evaluated in 2009. A small portion of grading would extend slightly beyond the previous 
de ned APE to accommodate cut-and- ll requirements, these areas do not include know 
or potentially sensitive cultural resource locations, and no new historical or archaeological 
resources have been identi ed in or adjacent to the re ned footprint. Although the footprint 
is slightly extended, previous surveys have identi ed no historical or unique archaeological 



resources within or adjacent to the APE as analyzed in the 2009 IS/MND. The Vasco Caves 
archaeological site remains more than 2,100 feet away from the nearest Project element as 
modi ed, and improvements such as updated wildlife fencing would continue to limit 
trespass and inadvertently support the protection of the sensitive resource. Therefore, the 
increase in footprint would not result in new or more severe impacts related to cultural 
resources.  

As with the 2009 IS/MND, there remains a possibility of encountering previously unknown 
subsurface archaeological resources or human remains during construction. The Project 
will continue to implement standard discovery procedures and Mitigation Measure CUL-01 
and CUL-02, including paleontological monitoring in areas underlain by the Panoche 
Formation and appropriate evaluation and treatment of any unanticipated nds in 
accordance with CEQA Guidelines 15064.5. These measures remain adequate and 
applicable to the Project.  

As the Project re nements do not expand into new geologic units of higher paleontological 
sensitivity or introduce new ground-disturbing activities beyond those previously 
contemplated, impacts to paleontological resources will remain less than signi cant.  

The likelihood of encountering human remains continues to be low; however, the Project 
would comply with Health and Safety Code 7050.5 and Public Resources Code 5097.98 in 
the event of a discovery. Therefore, the Project would not result in new or substantially 
more severe cultural resources impacts compared to those considered in the 2009 
IS/MND.  

Energy 
The 2009 IS/MND did not address energy impacts, as this resource category was not part of 
the State CEQA Guidelines Appendix G Environmental Checklist at the time of preparation. 
As such, the design modi cations have not changed in a manner that would introduce new 
or substantially more severe energy impacts, and no substantial changes or surrounding 
circumstances have occurred. The evolution of the CEQA Guidelines alone does not 
constitute new information of substantial under CEQA Guidelines 15162. Accordingly, no 
additional energy analysis is required, and an addendum is the appropriate CEQA 
documentation pursuant to CEQA Guidelines 15164. Under the current CEQA Appendix G 
thresholds, construction of the proposed roadway widening, drainage improvements, and 
wildlife crossings would result in temporary energy consumption through the use of 
construction equipment, trucks, and worker commute vehicles. These activities would 
represent a short-term and typical level of fuel and electricity use for a project of this size 
and would not require unusual or ine icient construction practices.  



During operation, the Project would not introduce new land uses or permanent energy-
consuming facilities; the roadway would maintain operations similar to existing conditions. 
The wildlife crossings would not require energy to be used by wildlife. The Project would not 
increase a substantial increase in energy demand or ine icient, wasteful or unnecessary 
energy use. Furthermore, the Project would not con ict with or obstruct a state or local 
plan for renewable energy or energy e iciency, as it does not alter long-term energy 
consumption patterns, and is consistent with applicable state energy-e iciency policies. 
Therefore, the Project would not result in new energy-related impacts that were not 
addressed in the 2009 IS/MND.  

Geology and Soils 
The 2009 IS/MND determined all geological and soil-related impacts to be less than 
signi cant. The proposed Project modi cations would increase the assumed amount of cut 
from approximately 97,000 cubic yards of excavated material (soil and road materials) to 
approximately 197,000 cubic yards; however, excavation would occur within the same 
Project footprint as analyzed in the 2009 IS/MND and would be required to follow all 
geotechnical recommendations and erosion control measures. This increase in excavation 
re ects design re nements (i.e., inclusion of bioswales) and overall wildlife undercrossing 
redesigns that would not expand into new or previously unanalyzed geologic areas. As 
noted in the 2009 IS/MND, the Project’s geotechnical engineer and design engineer 
reviewed the site geology into account into the Project design and geometry. 

As such, the additional cut and ll would not introduce new exposure to seismic hazards, 
landslides, unstable soils, or expansive soils beyond those evaluated in the original 
IS/MND. Construction-related erosion and sedimentation risks would continue to be 
minimized through standards best management practices (BMPs), and compliance with 
applicable permits.  

Therefore, the Project would not result in any new or more severe geological or soils-related 
impacts compared to those considered in the 2009 IS/MND.   

Greenhouse Gas Emissions 
Greenhouse gas emissions (GHG) were discussed in the 2009 IS/MND under the Air Quality 
analysis but not evaluated as a standalone CEQA Appendix G topic, as this requirement 
was added after the document’s preparation.  

The proposed modi cations to the Project, includes increased cut and ll volumes and 
design re nements associated with roadway safety and drainage improvements, would 
generate temporary construction-related GHG emissions from equipment use, material 
hauling, and worker trips. Such emissions would be short-term and typical for a 



transportation improvement project of this scale and would not represent a substantial 
increase compared to what was originally analyzed. Overall, construction-related 
greenhouse gas emissions would be generally lower than those analyzed in the 2009 
IS/MND due to the reduced number of wildlife undercrossings and the use of more 
technologically advanced construction equipment compared to 2009, which further 
reduces greenhouse gas emissions.   

The Project does not introduce new land uses, expand roadway capacity, or induce growth; 
operational conditions would remain the same as existing conditions analyzed in the 2009 
2012 IS/MND. The completed improvements would not generate new vehicle trips or long-
term energy demand beyond what was analyzed in 2009. As such, the Project would not 
result in a net increase in operational GHG emissions or impede implementation of 
statewide climate goals established under Assembly Bill 32 and subsequent GHG 
reduction strategies.  

Given that the Project footprint and purpose is essentially unchanged, the proposed 
re nements would not cause new or more severe GHG impacts than those described in 
the original 2009 IS/MND. Therefore, the Project would not result in new or substantially 
more severe GHG emission impacts compared to those considered  

Hazards and Hazardous Materials 
The Project does not involve any construction or change in operations that would change 
the use or handling of any hazardous materials, and would not a ect or generate 
hazardous materials. Therefore, the 2012 IS/MND concluded that the Project would have a 
less than signi cant impact on hazards and hazardous materials.  

The proposed modi cations associated with the 2026 Addendum would not change the 
use of any hazardous materials or would generate hazardous wastes. Therefore, the Project 
would not result in new or substantially more severe hazards and hazardous materials 
impacts compared to those considered in the 2009 IS/MND.  

Hydrology and Water Quality 
The 2009 IS/MND evaluated potential impacts to hydrology and water quality associated 
with roadway widening, bridge improvements at Brushy Creek, and associated drainage 
work, and found impacts to be less than signi cant with implementation of standard 
construction BMPs, ECCC HCP/NCCP measures, and by following stormwater compliance 
requirements.  

The design modi cations include a free-span bridge over Brushy Creek with no in-channel 
work, installation of three bioswales for stormwater treatment, and related adjustment to 



drainage facilities. Such modi cations would not introduce new hydrologic pathways, alter 
creek hydrology, or create additional potential for erosion, sedimentation, or pollutant 
discharge beyond what was previously analyzed. The bioswales function as multi-bene t 
stormwater treatment BMPs consistent with current C.3 and State Water Board 
requirements, and would improve water quality compared to the 2009 design. Additionally, 
drainage improvements, storm water treatment and erosion control facilities, and inclusion 
of retaining walls including Mechanically Stablished Earth (MSE) walls would further 
address potential water quality concerns.  

Construction activities would continue to be governed by the Project’s Stormwater 
Pollution Prevention Plan (SWPPP), erosion and sediment control measures, spill 
prevention protocols, and ECCC HCP/NCCP Conservation Measures (including CM 1.10 
and CM 2.12), which remain applicable and su icient to minimize potential short-term 
water quality e ects. The proposed modi cations as analyzed in the Project does not 
modify existing drainage patterns in a manner that would increase runo , erosion, ooding, 
or pollutant loading, and does not expand work into new hydrologically sensitive areas. 
Therefore, no new or substantially more severe hydrological and water quality impacts 
would occur as a result of Project, and no mitigation is required.  

Land Use and Planning 
The 2009 IS/MND concluded that no impacts related to land use and planning would occur. 
No land use updates have occurred since the publication of the 2009 IS/MND, and the 
2026 Addendum would not result in a change to land use. Therefore, no new or 
substantially more severe land use impacts would occur as a result of Project, and no 
mitigation is required.  

Mineral Resources 
The 2009 IS/MND concluded that no impacts related to mineral resources would occur. The 
Project site is not located in an area that contains signi cant mineral deposits. Therefore, 
no new or substantially more severe mineral resource impacts would occur as a result of 
Project, and no mitigation is required.  

Noise 
The IS/MND concluded that impacts from construction and operation would be less than 
signi cant. This, in part, is due to the lack of nearby sensitive receptors. As noted in the 
2009 IS/MND, construction activities would generally produce noise levels of 
approximately 86 decibels (dBA) from 50 feet from the noise source. The design 
modi cations associated with the Project would not introduce new noise sources as Vasco 
Road would continue to operate at existing noise levels. As explained in the 2009 IS/MND, 



construction noise would be temporary in nature and would not be near sensitive 
receptors. Furthermore, contract speci cations will require the use of properly tuned and 
mu led equipment will be used to minimize noise generated as a result of construction. 
Therefore, no new or substantially more severe noise related impacts would occur as a 
result of the Project, and no mitigation is required. 

Population and Housing 
The 2009 IS/MND concluded that no impacts related to population and housing would 
occur. Similarly, the Project does not include construction of new housing, removal of 
housing, or a ect planned and approved population growth in the area. Therefore, no new 
or substantially more severe population and housing impacts would occur as a result of 
Project, and no mitigation is required.  

Public Services 
The 2009 IS/MND concluded that no impacts on re protection, police protection, schools, 
parks, or other public facilities would occur. Similarly, the 2026 Addendum would not result 
in increased capacity for Vasco Road and would not require additional facilities. Therefore, 
no new or substantially more severe public services related impacts would occur as a 
result of Project, and no mitigation is required.  

Recreation 
As explained in the 2009 IS/MND, the East Bay Regional Park District owns and manages 
the Vasco Caves Preserve, which is adjacent to the Project site. However, it was 
determined no increase in use would occur for that facility. Similarly, the Project would not 
increase in usage for the Vasco Caves Preserve or require the creation of new recreational 
facilities. Therefore, no new or substantially more severe recreation-related impacts would 
occur as a result of Project, and no mitigation is required.  

Transportation 
The 2009 IS/MND concluded construction and operations-related vehicle trips would have 
a less than signi cant impact on the capacity of the existing circulation system. 
Additionally, the 2009 IS/MND concluded the Project would have no impacts on hazards 
due to design features, inadequate emergency access, inadequate parking capacity, and 
on policies and programs supporting alternative transportation. 

Furthermore, the 2012 Addendum identi ed technical changes to the design including 
implementation of a full road closure on a limited number of weeks for Phase II 
construction to allow for installation of multiple culvert crossings under the roadway, 
installation of a concrete median barrier, and placement of asphalt paving. This design 



change has been maintained and would be implemented as discussed in the 2012 
Addendum. As determined by the 2012 Addendum, this design change was consistent with 
the original design and would not alter the adequacy or the completeness of the 
environmental impacts analyzed in the 2009 IS/MND.  

In addition, the revised roadway Project elements and wildlife crossing designs have been 
updated to meet current roadway safety standards, further avoid impacts to Brushy Creek, 
and to optimize wildlife permeability. Updating wildlife crossing spacing and fencing 
locations were speci cally developed to reduce wildlife-vehicle strike potential compared 
to the 2009 design, further enhancing roadway safety without altering tra ic volumes or 
operational characteristics.  

Since the certi cation of the 2009 IS/MND, the evaluation of transportation impacts has 
changed under CEQA. Senate Bill (SB) 743 eliminated automobile level of service (LOS) as 
the primary metric for evaluating transportation impacts under CEQA, and adopted a 
vehicle miles traveled (VMT)-based methodology that better accounts for greenhouse gas 
emissions and implements the State’s multimodal transportation objectives. The CEQA 
Guidelines were subsequently amended to implement this VMT-focused approach, 
consistent with State climate and transportation policies. Courts have consistently held 
that changes in analytical methodology or regulatory standards, by themselves, do not 
trigger the need for supplemental environmental review. As recognized in Olen Properties 
Corp. v. City of Newport Beach (2005), a change in standards or guidelines does not equate 
to new environmental impacts or new information under CEQA. 

As such, the change from LOS to VMT as the CEQA transportation metric does not 
constitute new information of substantial importance or a change in circumstance 
requiring additional environmental review, as the relationship between automobile travel 
and greenhouse gas emissions was well documented and known at the time of the 2009 
IS/MND was adopted.  

Therefore, the Project would not result in new or substantially more severe transportation 
impacts compared to those considered in the 2009 IS/MND.  

Tribal Cultural Resources 
The 2009 IS/MND addressed impacts on tribal cultural resources within the “Cultural 
Resources” section of the document, as the tribal cultural resources category was not part 
of the CEQA Appendix G Environmental Checklist at the time of preparation. The 2009 
IS/MND concluded that there are no historical or unique archaeological resources within 
the area of potential e ect that require further evaluation, and there is no need for further 
monitoring, testing, and/or mitigation.  



However, the 2009 IS/MND noted there is always the potential to unearth cultural 
resources during construction; therefore, the Project would be required for construction 
crews to stop work in the event that subsurface resources are encountered during 
construction and would be required to contact CCCPWD immediately.  

The Project changes remain within the previously analyzed Area of Potential E ects (APE) 
(with the minor exception of fencing and for the construction of bioswales, as noted earlier 
in this document). These areas represent slight re nements of the same improvements 
evaluated in 2012 and do not extend into new terrain known or suspected to contain 
cultural or tribal resources. The modi cations do not introduce substantial new ground 
disturbance beyond what was generally anticipated (i.e., cut-and- ll volumes) and do not 
occur in an area with identi ed tribal sensitivity or prior cultural ndings.  

Furthermore, the slight increase in the APE is located directly adjacent to the 2009 
proposed excavation area. The increase in excavation volumes is required for construction 
of the proposed bioswale located along the northern portion of Vasco Road. As the design 
is largely unchanged aside from the updated earthwork volumes, and no new tribal 
information or resource indicators have emerged, the proposed improvements would not 
cause a substantial adverse change in the signi cance of any tribal cultural resources.  

Utilities and Service Systems 
The 2009 IS/MND concluded that the Project would have no impact on utilities and service 
systems, including new water and wastewater services, su icient water supplies and 
wastewater services, and compliance with federal, state, and local regulations related to 
solid waste. As noted in the 2009 IS/MND, due to the quantity of impervious surface 
required for Project construction, the project will conform to Provision “C.3” of the NPDES 
permit governing discharges from the municipal storm drain systems of Contra Costa 
County. The 2009 IS/MND design included “ ow-through planters” in the road right of way 
adjacent to the roadway to satisfy requirements.  

The design modi cations include three bioswales as part of its stormwater treatment 
system, consistent with the current C.3 and State Water Board requirements. These 
facilities operate independently of municipal utility networks and would not generate new 
demand for water, wastewater, or other public services. Therefore, the Project would not 
result in new or substantially more severe utilities and service system impacts compared 
to those considered in the 2009 IS/MND. 

Wild re 
The 2009 IS/MND did not address wild re impacts, as this resource category was not part 
of the State CEQA Guidelines Appendix G Environmental Checklist at the time of 



preparation. As such, the design modi cations as analyzed, have not changed in a manner 
that would introduce new or substantially more severe wildlife impacts, and no substantial 
changes or surrounding circumstances have occurred. Changes to the CEQA Guidelines 
alone do not constitute new information of substantial importance under CEQA Guidelines 
15162. Accordingly, no additional wildlife analysis is required, and an addendum is the 
appropriate CEQA documentation pursuant to CEQA Guidelines 15164.  

The Project is located within a State Responsibility Area (SRA), which became e ective 
April 1, 2024. The entirety of the Project alignment is within a high Fire Hazard Severity Zone 
(FHSZ). Due to the nature of the Project improvements (i.e., widening of Vasco Road and 
the construction of wildlife crossings), the Project would not introduce new land uses that 
could impair implementation of, or physically interfere with an adopted response plan or 
emergency evacuation plan. The Project would maintain existing roadway function, and 
during operation, would improve roadway geometry and drainage, thereby supporting 
emergency access.  

Construction activities would be temporary and governed by standard tra ic management 
and emergency access requirements. The Project does not involve habitable structures or 
permanent human occupancy, and would not require installation or maintenance of new 
infrastructure that would increase re risk or lead to the spread of wild re. Finally, the 
Project would not expose people or structures to signi cant risks, including downslope or 
downstream hazards such as ooding, landslides, or post- re run-o .  

Therefore, the Project would not result in any new wild re-related impacts which were not 
discussed in the 2009 IS/MND.  

5. CONCLUSION 
As described above in the Project Description and Environmental E ects, none of the 
conditions described in CEQA Guidelines Section 15162 calling for preparation of a 
subsequent environmental document has occurred. As documented throughout the 
environmental e ects discussion, Project modi cations within the existing Project site 
would:  

• Not result in any new signi cant environmental e ects, and  
• Not substantially increase the severity of previously identi ed signi cant 

environmental e ects 

In addition, no new information of substantially importance has arisen that shows that: 

• The project would have new signi cant e ects, 
• The project would have substantially more severe e ects, 



• Mitigation measures previously found to be infeasible would in fact be feasible, or  
• Mitigation measures that are considerably di erent from those analyzed in the 2009 

IS/MND and 2012 Addendum would substantially reduce one or more signi cant 
e ects on the environment.  

Therefore, the di erences between the Project as described in the 2009 IS/MND and the 
2012 Addendum, and as described in the 2026 Addendum’s project description, 
constitutes changes consistent with State CEQA Guidelines Section 15164. This 2026 
Addendum demonstrates that no subsequent negative declaration is required for the 
Project.  
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Introduction 
This memorandum has been prepared to support the 2026 California Environmental Quality Act (CEQA) 
Addendum to the approved 2009 Initial Study/Mitigated Negative Declaration (IS/MND) and 2012 
Addendum prepared for the Vasco Road Widening Project – Phase 2 (Project). The 2009 IS/MND 
determined that all impacts related to air quality would be less that significant, and no mitigation was 
required. A brief project covered in the 2009 IS/MND descriptions is provided below, along with a 
comparison of the 2012 Design with the 2026 Design, which is being addressed in the 2026 CEQA 
Addendum. 
 
Project Description 
The Project (Project No. 0662-6R4255) is located in the Brentwood area, in Contra Costa County, and 
was designed to improve the safety of an approximately 1.5-mile section (Stations 290+00 through 
363+50) of Vasco Road between the cities of Brentwood and Livermore. This twisting stretch of Vasco 
Road has heavy, fast-moving traffic and a history of serious accidents. Consistent with Phase 1 of the 
Project, Phase 2 will construct approximately 6,600 linear feet of concrete median barrier. This will 
require widening of the roadway by 30 to 35 feet for approximately 6,900 linear feet. This will allow the 
necessary stopping sight distance around curves in accordance with current Caltrans design standards. 
This Project was initially designed and approved in 2012 but was shelved due to lack of funding for 
construction. Funding was secured in 2025, and the design has been updated to reflect current 
standards. 
 
2026 Project Changes 
In comparing the 2026 Design  to the 2012 Design, the following changes to Project elements were 
identified: 
 

• Redesigned wildlife undercrossings 
• Minor changes to bridge design over Brushy Creek 
• Addition of stormwater treatment facilities 
• Changes to excavation and associated excavated material volumes 
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• Changes to the location of wildlife exclusion fencing 
 

Relocation of the existing East Bay Regional Parks District access easement to the north, still within 
Assessor’s Parcel No. 001-011-048. 
 
Prior Air Quality Impact Analysis 
Air quality impacts assessed as part of the original 2009 IS/MND were comprised of two components: 1) 
heavy-duty highway vehicle trips (soil off-haul), and 2) onsite construction equipment emissions. In 
comparing the project related emission as envisioned in the 2012 Design versus the 2026 Design, 
material volume differences, primarily (but not exclusively) from grading activities have changed and 
need to be compared. There are two factors in this comparison of project impacts between the 2012 
Design and the 2026 Design: 1) construction excavation volume and off-haul volume of excess 
excavated material.   
 
In addition to volume differences, the onsite construction vehicle and truck hauling fleet vehicular 
emissions must also be factored. Significant changes in EPA mandated construction vehicle and truck 
emissions standards have dramatically reduced vehicular pollutants of concern over the past 14 years.   
 
Increased Excavation and Off-haul Volumes 
The Project, as envisioned in 2009, included construction of significant retaining walls. Following a value 
analysis, most of the retaining walls were removed in the 2012 Design. The Project was put on hold due 
to a lack of funding but the Project was restarted in 2025. 
Now that the project has been restarted and the design plans have been updated to meet current 
standards (2026 Design), the excavation volume and off haul volumes have increased when compared 
to the 2012 Design. In order to meet current stormwater treatment requirements, bioretention basins 
have been added into the 2026 Design, which have also increased the excavation and off-haul volumes. 
Additionally, 2026 Design refinements include improved wildlife crossing structures which have also 
increased excavation and off-haul volumes.  
 
The table below provides a summary of the excavation and off-haul volumes for the 2012 Design and 
the 2026 Design, as well as the estimated number of truck trips.   
 
Project Design Excavation (Cu. 

yd.) 
Fill (Cu. yd.) Off-haul (Cu. Yd.) Truck Trips1 

2012 Design 152,780 30,095 122,800 6,822 
2026 Design 197,000 40,608 156,392 8,703 

Source: Mark Thomas, 2026 
Notes:1For the purposes of this table, truck trips are quantified as one-way trips. 
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Truck Hauling Fleet (Heavy-Duty Highway Vehicle) Emissions 
Analysis 
The additional off-haul volumes will require additional truck trips. This discussion focuses on tailpipe 
emissions from heavy-duty highway vehicle trips required for off-hauling material to determine 
whether, with the increased off-haul volumes required to construct the 2026 Design, there would be a 
new or more severe environmental impact resulting from the additional truck trips. As shown in the 
table above, the 2026 Design results in an approximate increase of an additional 34,000 cubic yards of 
off-haul material when compared to the 2012 Design. 
 
The California Air Resources Board (CARB) is the state agency responsible for developing and 
implementing air quality regulations and maintaining emissions inventories for mobile sources in 
California. Through the Truck and Bus Regulation program run by CARB, as of January 1, 2023, all 
diesel-powered vehicles operating in California, with a gross vehicle weight rating over 14,00 lbs. (i.e., 
heavy-duty vehicle) must have a 2010 or newer engine and emission system with few exceptions. As 
heavy-duty on-road vehicles are such a significant source of pollutants, the Truck and Bus Regulation is 
one of the most far-reaching and important tools to reduce smog-forming and toxic emissions and 
protect public health (CARB, 2008).  
 
To support efforts in predicting tailpipe emissions, CARB has developed the EMFAC model which 
quantifies emissions from on-road vehicle fleets by integrating data on vehicle activity, fleet 
composition, emission control technologies, and regulatory requirements. EMFAC operates by applying 
detailed, calendar-year-specific emission rates and fleet turnover assumptions, reflecting the effects of 
regulations such as diesel in-use fleet rules to generate emission estimates.  
 
Today, heavy-duty highway vehicles must at a minimum meet EPA 2007/2010 emissions standards (NOx 
0.20 g/bhp-hr, PM 0.01 g/bhp-hr). Starting in 2027, the EPA Clean Trucks Plan will introduce tighter 
rules (NOx 0.035 g/bhp-hr), further reducing emissions by 82-90%.1 These standards represent 
significant reductions in tailpipe emissions when compared to heavy-duty highway vehicle emissions in 
2012.  

Methodology and Assumptions 
This analysis compares construction haul truck emissions projected for the 2026 Design to those 
projected for the 2012 Design.  
 

 
1 This information is provided for qualitative consideration, as when the project is constructed the off-haul truck 
fleet mix may include trucks with engines meeting this requirement. The quantitative analysis presented in this 
memo does not assume any trucks would meet this standard, in order to provide a conservative analysis of 
tailpipe emissions. 
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For the purposes of this analysis, project emissions generated from heavy-duty off-haul trucks were 
estimated using the online EMFAC2025’s Project Analysis Tool. EMFAC2025 provides built-in on-road 
vehicle fleet mixes (i.e., distribution of vehicle model years, technologies, and regulatory updates2) 
based on actual vehicle registrations in California and studies conducted by CARB and others that track 
actual fleet mixes. In the absence of project-specific fleet composition data, the EMFAC2025 aggregate 
setting was used to supply the mix of model years. This represents a fleet-average emission rate 
comprised of the combination and weighting of all model years in the analysis year, consistent with 
CARB guidance.  
 
Using this framework, construction heavy-duty off-haul truck emissions were evaluated using a 
simplified emissions framework, where total emissions are a function of:  
 

• The number of haul truck trips and trip distance (i.e., round-trip), and  
• The emissions generated (i.e., emission factor) 

 
Emissions for each analysis year were calculated as:  
 
Emission (EM) year pollutant = Vehicle Miles Traveled (VMT) year x Emission Factor (EF) year 
pollutant 
 
Where:  

• EM year pollutant = off-haul truck emissions for the subject year and pollutant; 
• VMT year = total off-haul truck vehicle miles traveled during subject year; 
• EF year pollutant = EMFAC running exhaust emission factor for the applicable on-road heavy-

duty diesel truck category, subject year, and specific pollutant 
 
A haul distance of 24 miles was assumed to account for an approximately 12-mile trip from the project 
site to the nearest off-haul disposal location, including the 12-mile return trip back to the project site. 
This distance was applied consistently to both the 2012 Design and the 2026 Design , because it can 
reasonably assume that regardless of the year of construction, the contractor would opt to use the 
closest available disposal site. CalEEMod documentation recognizes haul truck import/export activity in 
terms of round trips; therefore, use of a roundtrip haul distance is appropriate where truck trips are 
evaluated on a roundtrip basis.  
  

 
2 EMFAC2025 relies on calendar-year emission factors for the applicable on-road heavy-duty diesel truck category. 
It accounts for the average California on-road fleet in operation in each calendar year, including fleet turnover 
assumptions and applicable regulatory updates.  
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The comparison between the 2012 Design and the 2026 Design conditions (i.e., delta of change) was 
calculated as:  
 

EM = EM2026 – EM2012 
 
The percent change was calculated as:  
 

EM = (EM2026 – EM 2012) / EM2012 X100 

Results 
Two scenarios were run in EMFAC2025: one scenario with a calendar year of 2012, representing CARB’s 
calculation of fleet mix and emissions in 2012, and one scenario with a calendar year of 2026, 
representing CARB’s calculation of fleet mix and emissions in 2026. 
Emission Type 2012 2026 Percent Change 
PM 2.5 48256.579 3510.740 -93% 
PM 10 50438.528 3669.480 -93% 
SOx 623.153 741.355 19% 

NOx 1551099.262 195614.287 -87% 
CO 265640.512 23129.341 -91% 

Source: EMFAC2025 
Key: PM2.5 = Particulate Matter 2.5 micrometers 
PM10 = Particulate Matter 10 micrometers 
SOx = Sulfur Dioxide 
NOx = Nitrogen Oxide 
CO = Carbon Monoxide 
 
The results show that the off-haul for the 2026 Design would result in significantly lower emissions 
(reductions of 87-93%) for most evaluated pollutants, despite the increase in truck trips and off-haul 
volumes. This reduction is attributed to the lower running exhaust emission factors for the applicable 
on-road heavy-duty diesel truck category in 2026 compared to 2012, which reflects changes in the on-
road fleet mix and implementation of regulatory requirements for cleaner engines over time. So, while 
the total number of truck trips needed to construct the project has increased, tailpipe emissions have 
decreased. 
 
SOx emissions would be slightly higher for the 2026 Design than those calculated for the 2012 Design. 
Although the project would result in a 19 percent increase in SOx emissions, total emission would 
remain well below applicable Bay Area Air Quality Management District (BAAQMD) thresholds for 
criteria pollutants, and while slightly elevated for SOx at 744.355 grams, that volume of SOx emissions is 
below the SOx threshold for 2026. It should be noted that SOx emissions calculated using EMFAC2025 
may be conservative (i.e., potentially overstated), as the model relies on statewide sulfur fuel 
assumptions, whereas the BAAQMD enforces more stringent local regulations. Specifically, BAAQMD 
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Regulation 9, Rule 1 limits sulfur content in fuels and restricts emissions from major stationary sources, 
which reduces the potential for SOx emissions from on-road vehicle activity in the region. Therefore, the 
overall off-haul truck emissions would generally result in lower heavy-duty truck exhaust emissions than 
the prior analysis, with the exception of SOx, which remains below the applicable BAAQMD threshold. 

Construction Equipment Emissions Analysis 
The additional excavation volumes required for the 2026 Design when compared to the 2012 Design 
will require the use of more construction equipment. This analysis focuses on emissions from on-site 
construction equipment to determine whether, with the increased excavation volumes required to 
construct the project, there would be a new or more severe environmental impact resulting from on-site 
construction equipment emissions. 
 
Since 2012, the Environmental Protection Agency (EPA) has required the phasing in of cleaner engines 
for construction vehicles. Engines are categorized as Tier 1 through Tier 4, with Tier 1 being the most 
polluting and representing a baseline/business as usual scenario, and Tier 4 engines being the cleanest 
and best available technology. Between 2008 and 2015, there were progressive requirements for the 
phasing in of engines, concluding with the requirement for Tier 4 engines to be used after 2015. The 
regulations required a 90% to 99% reduction in particulate matter (PM) and nitrogen oxides (NOx) for 
non-road diesel engines. Prior analysis evaluated construction equipment emissions based on earlier 
engine emission tiers (pre-Tier 4). EPA requirements now mean that all construction equipment used on 
the project must meet the most stringent Tier 4 requirements and the emissions from the project in 
2026 will be based on construction equipment with only Tier 4 engines. 

Methodology and Assumptions 
Construction equipment emissions are evaluated using the product of construction excavation volume 
and the construction vehicle equipment tier emission factor of the construction vehicles assumed to be 
performing the excavation activity. Put another way, construction emissions in each year of the analysis 
will be the volume of material being excavated times the emissions factor of the equipment tier doing 
that work. We express construction equipment emissions as: 
 
EMyear = Vyear x EQx 

 
Where:  
Vyear = Volume in subject year, where the subject year is 2012 and 2026 

EMyear = Excavation emissions of the subject year analysis based on the excavation volume and the 
equipment emission tier of the construction equipment assumed to be doing the work in the subject 
year 

EQx = Emissions Factor for Tier x Construction Vehicle equipment, where x is either 1, 2, or 4  
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The Emissions Factor EQx represents relative emission factors by engine tier. EQ1, the baseline 
equipment emission factor, reflects the emissions generated by the older, higher polluting Tier 1 
engines. EQ2reflects the emissions generated by construction equipment meeting the Tier 2 emissions 
standards which were in use in 2012 and were 50% less polluting than the Tier 1 engines. Stated 
another way: EQ2 = 0.5EQ1. EQ4 reflects the emissions generated by current, modern construction 
equipment meeting the Tier 4 emissions standards which are 95% less polluting than the Tier 1 engines.  
Stated another way: EQ4 = 0.05EQ1. 

Results 
2012 CEQA Addendum Construction Emissions 
V2012  153,000 Cu. Yd. 
EM2012  = EQ2 x (150,000) 
 = 153,000 EQ2  
EQ2 = 0.5 EQ1 

Therefore, 
EM2012  = 76,500 EQ1 
 
Proposed 2026 CEQA Addendum Construction Emissions 
V2026 = 197,000 Cu. Yd. 
EM2026  = EQ4 x (197,000) 
 = 197,000 EQ4  
EQ4 = 0.05 EQ1 

Therefore, 
EM2026  = 9,850 EQ1 
 
The Tier 4 equipment represents a substantial reduction in emissions per unit of activity. Accordingly, 
construction equipment operating at Tier 4 standards produces approximately 5 percent of the 
emissions associated with baseline equipment, such that the reduction in emissions per unit of activity 
outweighs the increase in construction activity.  
 
Therefore, construction equipment emissions under the 2026 Design are expected to be substantially 
lower than those evaluated for the 2012 Design.  
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Conclusion 
Truck Hauling Fleet (Heavy-Duty Highway Vehicle) Emissions 
The increase in off-haul truck trips for construction-related activity for the 2026 Design does not result 
in emissions exceeding those for the 2012 Design. Therefore, no new or more severe impacts would 
occur. 
 
Construction Equipment Emissions 
Emissions from construction equipment would be significantly lower for the 2026 Design than for the 
2012 Design, even with an increase in construction equipment activity. No new or greater impacts 
would occur. 
 
Therefore, project modifications would not result in new or more severe air quality impacts for the 2026 
Design than those identified for the 2012 Design, and preparation of further air quality analysis is not 
warranted. 



 
    

 

 

EMFAC 2025 Result Analysis 
  



Total Off-Haul VMT = Truck Trips x Haul Trip Distance
Truck Trips Haul Distance* VMT

2012 6822 24 163728
2026 8703 24 208872

Emissions by Pollutant Calc : Emissions = VMT x EF
Year VMT Emission Type EF Emissions 

2012 0.2947363 48256.5797
2012 0.3080629 50438.5281
2012 0.003806 623.153248
2012 9.4736347 1551099.262
2012

163728 PM 2.5
163728 PM 10
163728 Sox
163728 Nox
163728 CO

1.6224501 265640.5125

Emissions by Pollutant Calc : Emissions = VMT x EF

Year
VMT Emission Type EF

Emissions 
2026 208872 PM 2.5 0.0168081 3510.7404
2026 208872 PM 10 0.0175681 3669.480502
2026 208872 Sox 0.0035493 741.3555184
2026 208872 Nox 0.9365271 195614.2875
2026 208872 CO 0.1107345 23129.34115

*Assumption for round trip - per CARB (source:
https://www.caleemod.com/documents/user-

guide/CalEEMod_User_Guide_v2022.1.pdf)



Comparison btwn 2012/2026: Delta of Change = E2026 - E2012 / E2012 X 100)
Emission Type 2012 2026 % Change

PM 2.5 48256.58 3510.7404 -92.72485
PM 10 50438.53 3669.480502 -92.72485

Sox 623.1532 741.3555184 18.968411
Nox 1551099 195614.2875 -87.38867
CO 265640.5 23129.34115 -91.29299

Assumptions Used: 
Project-specific and general contractor fleet data is NOT available (i.e.,

 unable to assign spceific engine model year assumptions)

EMFAC relies on calendar-year emission factors for the applicable on-road heavy-duty diesel truck 
category. It accounts for the AVERAGE CA on-road fleet operating in each calendar year which includes fleet 

turnover and applicable regulations. 

Use of 2012 and 2026 aggregate information

Assumed truck speed of 55mph applied



 
    

 

EMFAC2025 Output (2012/2026) 



EMFAC2025  (2012/2026) 


















































































































































































































































