




 
 

 

October 7, 2020 

 

By Electronic Mail 

 

Mr. Mark Hungerford, Associate Planner 

City of Fremont Planning Division 

39550 Liberty Street 

Fremont, CA. 4537 

mhungerford@fremont.gov 

 

RE:  Save Omaha Way Hills’s Public Comment on the City of Fremont’s Notice of 

Intent to Adopt a Mitigated Negative Declaration for the Omaha Way Homes 

Project (PLN 2018-00192) 

 

Dear Mr. Hungerford: 

 

 This firm represents the interests of Save Omaha Way Hills, an unincorporated 

association of neighbors who live adjacent to the Omaha Ways Homes Project (the “Project”). At 

the outset, Save Omaha Way Hills calls on the Planning Commission to continue this matter to 

its next public meeting. My client attempted to procure the services of a geologist to assist with 

its public comments but was unable to find anyone who could review and provide professional 

comments during the short timeframe provided for notice and comment. Three potential 

geologists explained that the pandemic has impacted their workflow and limited their ability to 

work as quickly as they did before health authorities mandated telework for non-essential 

businesses. Please take this request seriously, as the public cannot provide the meaningful 

assistance to decision-makers contemplated by CEQA under these time constraints during the 

pandemic. 

 

To summarize, Save Omaha Way Hills is opposed to this Project because it requires the 

removal of 44,200 cubic yards of soil and plant material from the Project site during site 

preparation and construction phases. Soil removal at this scale along the Hayward Seismic Fault 

Line poses a grave public safety risk to neighbors currently living in the Project vicinity and a 

significant, unavoidable risk to the environment under CEQA. In addition, it is unconscionable 

that the City is considering a Project that would result in the construction of single family homes 

right next to Interstate 680, the air pollution from which is known to increase the risk of cancer 

in humans and the noise pollution from which violates the City General Safety Element. Save 

Omaha Way Hills’ more specific comments follow: 

 

JESSICA L. BLOME 
2550 Ninth Street, Suite 204B 
Berkeley, CA 94710 
Phone: (510) 900-9502 

Email: jblome@greenfirelaw.com 

www.greenfirelaw.com 
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1. CEQA requires that the City prepare a full Environmental Impact Report 

for such a significant project.   

A mitigated negative declaration (MND) is appropriate only when (1) revisions in the 

project plans or proposals would avoid otherwise significant environmental effects or mitigate 

those effects to a point where clearly no significant effect on the environment would occur, and 

(2) there is no substantial evidence in light of the whole record before the public agency that the 

project, as revised may have a significant effect on the environment. (Pub. Res. Code, 

§ 21064.5.) Substantial evidence includes fact, a reasonable assumption predicated upon fact, or 

expert opinion supported by fact. (Id. at § 21080(e).)  

Mitigated negative declarations are usually based on conditions of approval that are 

designed to avoid potential environmental impacts or to ensure that any impacts that result will 

not be significant. Under 14 Cal. Code Regs. § 15370, mitigation of a project’s impacts can be 

accomplished by one of the following methods: 

• Avoiding the impact by not taking a certain action or parts of the action; 

• Minimizing impacts by limiting an activity; 

• Repairing, rehabilitating or restoring the affected environment; 

• Reducing or eliminating an impact over time through preservation an maintenance 

operations; or 

• Compensating for an impact by replacing or providing substitute resources or 

environments. 

The MND for the Project fails to fully mitigate significant, unavoidable impacts to 

geology, air quality, and noise, because the Project’s “mitigation measures” do nothing to 

actually reduce environmental impacts. Indeed, the City plans to monitor and respond to 

foreseeable geologic events “on the fly to prevent damage or distress” (see Geotech 

Supplemental Letter, p. 1, dated Oct. 2, 2020), hopes future residents of the Project stay indoors 

for all but three house each day in order avoid the high cancer risk posed by the Project (Initial 

Study, § 4.3(c), p. 34), and simply ignores noise impacts that are so high they violate the City’s 

own Safety Element (Initial Study, § 4.13, p. 89). The Initial Study for the Project erroneously 

concludes that these unacceptable mitigation measures reduce mandatory findings of significance 

to a less than significant level for geology, air quality, and noise. (Initial Study, § 4.21, p. 121-

122.) Save the Omaha Way Hills addresses these mitigation measures in turn below. 

2. The Project’s impacts to Geology, Soils, and Seismicity are so complex and 

heavily mitigated that substantial evidence exists to justify a full 

environmental evaluation.   

There can be no doubt that the San Francisco Bay Area is one of the most seismically 

active regions in the United States. The seismicity in the region is caused by activity along the 

San Andreas fault system, which reflects the boundary between the North American tectonic 
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plate and the Pacific plate. The San Andreas Fault and its major branching faults are about 40 

miles wide in the Bay Area, and include the Hayward Fault, Calaveras Fault, and San Gregorio 

Fault. The Project site is located immediately to the west of Interstate 680, near the boundary of 

the East Bay Foothills. The property is within the Hayward Fault Zone, and the California State 

Special Studies Zone Map shows that the site is within the current Alquist-Priolo Earthquake 

Fault Zone for areas “prone to earthquake ground rupture.” (Initial Study, § 4.7, p. 50.) 

According to UPP Geotechnology’s site investigation, which was peer reviewed by the City’s 

consultant, “an active [fault] trace runs through the eastern portion of the property, near the top 

of the slope on the site.” (Id.) The site investigation identifies three types of landslide hazards 

associated with the Project: “hazards from seismic-induced landslides, hazards from the collapse 

of dormant landslides on the project site; and hazards from landslides induced by other means,” 

leading to myriad geologic risks to future project residents as well as existing, adjacent homes to 

the project site. (Id. at p. 52.)  

Save the Omaha Way Hills discussed this complex project, risks to seismic activity and 

future public safety, as well as the adopted mitigation scheme with several geologists but was 

unable to locate anyone who could prepare a formal report in time for the Planning Commission 

meeting of October 8 due to the very short public comment window. Save the Omaha Way Hills 

asks the Planning Commission to extend the public comment period to its next meeting, so it can 

present critical evidence of factors the MND fails to evaluate or consider prior to project 

approval.  

In the absence of necessary technical comments, Save the Omaha Way Hills identifies the 

following legal deficiencies in the MND: 

First, under CEQA “[m]itigation measures must be fully enforceable through permit 

conditions, agreements, or other legally-binding instruments.” (Cal. Code Regs, tit. 14, § 

15126.4, subd. (a)(2).) However, “deferring environmental assessment to a future date” and 

waiting to adopt mitigation measures until the measures have been recommended by a future 

study, conflict with CEQA’s process for adopting a mitigation plan. (Sundstrom v. County of 

Mendocino (1988) 202 Cal.App.3d 296, 307.) Environmental problems should be considered at a 

point in the planning process “where genuine flexibility remains.” (Mount Sutro Defense 

Committee v. Regents of University of California, (1978) 77 Cal.App.3d 20, 34.) A study 

conducted after approval of a project will inevitably have a diminished influence on decision-

making. (Id. at 35; No Oil, Inc. v. City of Los Angeles, supra (1974) 13 Cal.3d 68, 81.) The 

agency can commit itself to eventually devising measures only if it sets out specific performance 

criteria at the time of project approval. (Sacramento Old City Assn. v. City Council (1991) 229 

Cal.App.3d 1011, 1028-1029.) 

The MND impermissibly “mitigates” for catastrophic risks to Geology, Soils, and 

Seismicity with a plan for developing future mitigation measures. The MND claims its plan 

contains “performance standards,” but it truly amounts to a list of factors that must be evaluated 

by an unnamed “Project Geotechnical Consultant” before this Project can be undertaken. CEQA 

does not allow an agency to delegate its CEQA responsibilities to an unidentified “Project 

Geotechnical Consultant” at some future date. The City must understand and provide for 

mitigation of the full weight of geologic and seismic impacts now, at the time of project 

approval. (See also Fremont Muni. Code § 17.15.220 (detailing requirements for subdivisions for 

https://advance.lexis.com/api/document?collection=cases&id=urn:contentItem:3S11-THX0-003C-R2VM-00000-00&context=
https://advance.lexis.com/api/document?collection=cases&id=urn:contentItem:3S11-THX0-003C-R2VM-00000-00&context=
https://advance.lexis.com/api/document?collection=cases&id=urn:contentItem:3S11-THX0-003C-R2VM-00000-00&context=
https://advance.lexis.com/api/document?collection=cases&id=urn:contentItem:3S11-THX0-003C-R2VM-00000-00&context=
https://advance.lexis.com/api/document?collection=cases&id=urn:contentItem:3S11-THX0-003C-R2VM-00000-00&context=
https://advance.lexis.com/api/document?collection=cases&id=urn:contentItem:3RRK-H0B0-003C-H025-00000-00&context=
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which soils or geological reports are necessary and sets forth mandatory findings the Planning 

Commission must make before approving a subdivision in such circumstances).) 

Next, under CEQA, significant direct and indirect environmental effects “shall be clearly 

identified and described, giving due consideration to both the short-term and long-term effects.” 

(Cal. Code Regs, tit. 14, § 15126.2.) An agency must find that a project will have a significant 

direct or indirect effect on the environment when “[t]he possible effects of a project are 

individually limited but cumulatively considerable.” (Pub. Res. Code, § 21083.) “The absence of 

such ‘due consideration to both the short-term and long-term effects’ of the project [sic] 

threatens to deprive the [public] users of the opportunity to weigh the project’s environmental 

costs and benefits in an informed manner.” (Neighbors for Smart Rail v. Exposition Metro Line 

Const. Authority (2013) 57 Cal.4th 439, 461.)  

The Initial Study identified several impacts to adjacent neighborhoods due to increased 

risk of landslide (Initial Study, § 4.7, p. 56-57) and potential seismic activity (id. at p. 54) 

exacerbated by the Project without mitigating for those foreseeable indirect effects of the Project. 

Instead, the MND’s mitigation measures focus exclusively on the 13 new homes being 

constructed. The MND requires the developer to comply with building code sections when 

constructing these new homes to protect them from adverse impacts due to seismic activity, but 

those building codes may not have been in place when nearby homes were constructed. I am 

attaching a 2006 inspection report for a single-family home located at 47036 Yucatan Drive that 

illustrates this point. (See Exhibit 1, All About Homes, Inc. Residential Inspections, July 6, 2006 

report for Daniel Chen.) The report explains, “Due to external forces affecting this structure and 

related systems, such as but not limited to, building movement, building modifications, surface 

water drainage, and soil stability, we cannot make any comments regarding the future 

performance of the foundation system or building structure.” (Id. at p. 19.) The removal of 

44,600 CY of soil from the vicinity of Yucatan drive will surely exacerbate this uncertainty, but 

the MND ignores this foreseeable—and potentially cumulative—impact to neighboring 

properties. The City must evaluate impacts to neighboring residents and mitigate for those 

impacts where significant, including a bond or financial mechanism to address potential harm 

that further study finds foreseeable. 

3. The MND does not deal with future residents’ long-term exposure to toxic air 

contaminants. (Section 4.3, p. 25) 

The proposed Project includes 13 new residences set back between 50 to 250 feet from 

Interstate 680. (Initial Study, § 4.3, p. 33.) Despite the known risks associated the toxic air 

pollution exposure to residents who live next to freeways, the City is contemplating a Project that 

would result in the knowing exposure of future residents to annual PM2.5 concentrations and 

increased cancer risks in excess of BAAQMD and City of Fremont General Plan thresholds 

pertaining to exposure of sensitive receptors to Toxic Air Contaminants (TACs) and PM 2.5. 

(Id.; see also id. at Table 4.3-4, p. 34; id., Appendix 1; see also Exhibit 6.) Indeed, according to 

the Initial Study at Table 4.3-4, new residences within 300 feet of Interstate 680 will be exposed 

to an annual PM2.5 concentration above BAAQMD’s threshold value, and residences within 200 

feet of the freeway will have a cancer risk greater than 100 per million. (Id.)  
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The MND mitigates for this serious risk to environmental health by requiring the 

developer to install advanced indoor air ventilation systems in each new home but does nothing 

to ensure the ventilation systems are maintained and repaired or replaced long-term. (Id. at p. 

34.) The MND, moreover, admits that these indoor air measures do nothing to mitigate risks 

posed to individuals who spend time in their yards or who—like all Bay Area residents—keep 

their windows open for most hours of each day while indoors. Without explanation or evidence, 

the MND then adopts a finding that future residents’ air exposure will consist solely of three 

hours outside each day, which—in combination with indoor ventilation—will reduce their 

exposure for both PM2.5 and TACs by 70%. (Id. at p. 34.) Nothing in either Appendix 1 or 2, 

which address air quality impacts, explain where this 70% figure comes from or provides a 

source for the three-hour outdoor recreation average. Given the current telework and virtual 

school conditions in California due to the Covid-19 pandemic, the City should assume that all 

future residents will spend much more time outdoors or in their home with their windows open.  

Impacts to future residents are severe enough, but the MND completely ignores potential 

impacts to existing residents, who will no doubt be exposed to even more air pollution when the 

natural pollution barrier that is the Omaha Way Hills is altered. 

Undoubtedly, the MND fails to mitigate significant impacts to air quality because these 

impacts are unavoidable when the Project is taken as a whole. Appendix 2 identifies unadopted 

mitigation measures to reduce TAC exposure, including the installation of a sound wall that 

would run along the project boundary with Interstate 680 (Appendix 1, p. 4). The California Air 

Resources Board similarly recommends installation of a sound wall when homes are constructed 

next to heavily trafficked roadways in order to mitigate air pollution exposure. (See Exhibit 4, 

CARB Technical Advisory, p. 30.) The MND does not adopt the sound wall mitigation measure 

because as sound wall conflicts with the City’s obligation to protect the Mission Peak Scenic 

Vista. (Initial Study, § 4.1, p. 18.) This Project is impossible to mitigate to a less than significant 

impact because necessary mitigation measures conflict with each other. The Project simply 

prevents unacceptable, unavoidable risks to human health in the environment and does not 

qualify for approval through an MND. 

4. Similar to air quality, the MND identifies an unavoidable adverse impact due 

to freeway noise but does nothing to avoid or mitigate the impact, other than 

hope that future residents remain indoors.  

According to the City of Fremont General Safety Element, “[e]xcessive noise is a health 

concern for a community. At high levels, noise can have damaging effects on human hearing and 

health. At lower levels, noise can cause irritability, wakefulness, and other conditions, which 

have health implications and negatively affect quality of life. Vibration can also cause 

disturbance and interrupt everyday activities.” (City of Fremont General Plan, 10 Safety 

Element, p. 10-41.) 

To avoid negative impacts from noise and vibration, the Safety Element outlines 

acceptable exterior and interior noise standards for residential development in Implementation 

10-8.1A. (Id.; see also Initial Study, § 4.13, p. 84.) New development projects must meet 

acceptable exterior noise level standards. (Id.) The maximum acceptable noise levels in 

residential areas is an Ldn of 60 dB(A). (Id.) An Ldn 60dB(A) goal “will be applied where 
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outdoor use is a major consideration (e.g. backyards in single family housing developments and 

recreation areas in multi-family housing projects).” (Id.)  

According to the Initial Study, backyard noise levels at all but one lot (Lot 12) will 

exceed the Ldn 60dB(A) threshold contained in the Safety Element. (Id.) 

To mitigate exterior noise environment in the backyards of Lots 1 and 2, the project 

would construct partially-enclosed “California Rooms,” which will contain the minimum 

required usable rear yard area of 15 by 20 feet and would be connected to the homes. (Initial 

Study at p. 86.) But nothing in the MND requires mitigation for the remaining lots, and nothing 

in the MND evaluates or mitigates for off-site impacts caused by the removal of the hill, which 

currently serves as a natural sound wall for current residents living next to the project site. (See 

generally Initial Study, at Appendices 1 and 2, which do not address impacts to existing adjacent 

residences resulting from removal of the Omaha Way Hill, which currently serves as a natural 

sound barrier; see also Fremont Muni. Code § 18.171.010(d) (acknowledging that sound walls 

may need to be higher than 12 feet along Interstate 680, “where noise studies demonstrate such 

need).) 

Despite the fact that none of the project meets the exterior noise standard, the MND 

concludes that no mitigation is required. This is likely because, as explained above, a sound wall 

is the only mitigation measure that could reduce exterior noise to less than significant impact, 

and a sound barrier would inhibit views of the Mission Peak Scenic Vista. Without mitigation, 

the impact of noise on future residents is a significant, unmitigated environmental impact, and 

this Project must not be approved through this MND. The Initial Study ignores evidence 

presented by commenters regarding impacts to views of the Mission Peak Scenic Vista.  

According to the Initial Study, the project site is not within the immediate viewshed of a 

designated scenic vista, but a number of existing homes and public streets on adjacent Yucatan 

Drive would lose full view of the Mission Hills foothills to the east. (Initial Study, § 4.1, p. 18.)  

In addition, “The proposed project would alter the views from E. Warren Avenue, which is a 

designated scenic corridor in the City’s General Plan. The portions of the project site closest to 

E. Warren Avenue would retain their current features, in such a way minimizing the impact of 

views from the scenic corridor.” (Initial Study, § 4.1, p. 18.) Despite these admissions, and the 

public comments from people who live on Yucatan Drive, the MND concludes that impacts to 

the vista are less than significant. (See Staff Report, Informational 4, Public Comments, p. 1-3, 

17.) Save the Omaha Way Hills disagrees and asks the Planning Commission to full evaluate 

public comments related to the impacts to views of beautiful Mission Peak. 

5. The Initial Study makes erroneous, unsupported assumptions regarding 

agriculture chemicals and lead deposits. 

An MND is valid only if no substantial evidence in light of the whole record indicates 

that a project may have a significant effect on the environment. (Pub. Res. Code, § 21064.5.) 

Substantial evidence includes fact, a reasonable assumption predicated upon fact, or expert 

opinion supported by fact. (Id. at § 21080(e).) Yet, in the Environmental Setting, the Initial Study 

identifies potential soil contamination from past agricultural chemical usage as well as aerial lead 
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deposit from the adjacent Interstate 680 freeway.1 (Initial Study, § 4.9, p. 66.) If disturbed, these 

soils could disperse dangerous chemicals into the air and in dust, especially when accounting for 

the removal of a natural pollution barrier like the Omaha Way Hills. The Initial Study, moreover, 

considered only impacts within five feet of the project site, when impacts are generally 

considered significant within 300 meters of a highway, and especially within 50 meters of a 

highway.2 The Initial Study did not examine how changing the site’s topography would impact 

deposition of PM2.5, lead, and other highway-derived pollution on the existing neighborhood. 

The City has elected to proceed without requiring an investigation into this potentially hazardous 

exposure. An EIR is necessary to fully understand and mitigate for all potential environmental 

impacts from this Project, which will be home to 13 families one day, and is likely to increase 

pollution exposure for existing nearby residents. 

6. The MND fails to mitigate for known and predicted groundwater impacts. 

The project area overlies the Niles Cone groundwater sub-basin. Niles Cone has a series 

of relatively flat lying aquifers separated by extensive clay aquitards. (Initial Study, § 4.7 p. 73.) 

UPP Geotechnology observed perched groundwater between 17 and 24 feet below ground 

surface on portions of the project site during fieldwork conducted in Jully 2016. (Id. at Appendix 

6, § 5.4, p. 14.) UPP Geotechnology concluded that “[p]erched groundwater may be encounter 

don the site seasonally within bedrock fractures, within the soils overlying the bedrock, or near 

the tributary creek on the northern project boundary.” (Id.) The consultant continues, “Although 

unlikely, perched groundwater could be within a few feet of excavation level, and construction 

dewatering may be required.” (Id.) Predictably, with such high groundwater aquifers, the project 

site is within FEMA’s Flood Insurance Rate Map. (Id.) Despite this known risk to groundwater 

reserves, slope stability, and future flood risk, the MND concludes that no mitigation is required 

to alleviate these significant construction and long-term impacts to groundwater. The Initial 

Study must better account for the discrepancy by looking beyond water quality impacts to the 

more likely and realistic impacts to groundwater reserves, slope stability, and future flood risk. 

7. The MND completely fails to analyze Vehicle Miles Traveled, which is a fatal 

defect. 

The Initial Study recites that a Vehicle Miles Travelled analysis was conducted to 

evaluate the impacts of the Project, but the “analysis” consisted of unsupported statement and 

speculation and reliance on allegedly proposed but unadopted screens. 

The CEQA Guidelines require that for land use projects: 

Vehicle miles traveled exceeding an applicable threshold of significance may 

indicate a significant impact. Generally, projects within one-half mile of either an 

existing major transit stop or a stop along an existing high-quality transit corridor 

should be presumed to cause a less than significant transportation impact. Projects 

 
1 The Initial Study considered the impact of leaded gasoline but neglected the continuing introduction of lead and 

other metals from highways from brake pads and wheel weights. (See, e.g., Exhibit 2, available at 

https://abcnews.go.com/Business/story?id=5682249&page=1.)  
2 See, e.g., Exhibit 3, American Lung Association’s compilation of research in Living Near Highways and Air 

Pollution (available at: https://www.lung.org/clean-air/outdoors/who-is-at-risk/highways).  

https://abcnews.go.com/Business/story?id=5682249&page=1
https://www.lung.org/clean-air/outdoors/who-is-at-risk/highways
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that decrease vehicle miles traveled in the project area compared to existing 

conditions should be presumed to have a less than significant transportation 

impact. 

(14 Cal. Code Regs., ¶15064.3, subd. (b)(1).) The Initial Study concedes that the Project is not 

located within one-half mile of a transit stop or high-quality transit corridor and does not 

compare existing conditions and proposed project-generated miles. The analysis concludes, “the 

lack of access to transit routes and suburban nature of this part of the City would contribute to 

increasing VMT.” (Initial Study, § 4.17(b), p. 105.) By law, the Project cannot be assumed to 

have a less than significant impact on Vehicle Miles Traveled, so the impact must be mitigated. 

 

8. Potential Violations of Zoning Ordinance  

Slopes on the site are quite steep and it is unclear whether the “Toe of the Hill Line 

traverses the development area, requiring evaluation by staff according to the “Hill Area 

Initiative Checklist.” (Freemont Muni. Code § 18.110.100 (P district above the toe of the hill 

lines).) 

Sincerely, 

 

 

           

 

Jessica L. Blome 

Greenfire Law, PC 

 

 

Enclosures 
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Foundation repair report for 47026 Yucatan Drive
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Tire-balancing weights getting the lead
out
By  Sharon Silke Carty, USA TODAY

DETROIT -- The little lead weights clipped on the outer rim of your
vehicle's wheels may be the biggest source of lead put into the environment
each year, and they may soon be on their way out.

The Environmental Protection Agency Friday will recognize a group of tire
retailers (including Wal-Mart and Costco), government-related entities
(including the Postal Service and Air Force) and auto manufacturers that
have agreed to phase out lead wheel weights by 2011.

The little gray weights about the size of a pinky finger are used to balance
the wheels so they don't vibrate when they rotate and so tires don't wear
improperly.

They can fall off wheels, however, and get crunched into dust — floating
into the air and washing into the groundwater. Lead is a neurotoxin,
meaning it attacks the nervous system. It can cause brain damage and is
most harmful to children under 6.

Lead weights already are banned in the European Union and in some Asian
countries, where larger steel or zinc alloy weights are used.

Lead weights haven't been identified as the cause of any specific case of
pollution poisoning by the EPA, but the element is dangerous enough that
getting it off the roads is important, said Susan Bodine, assistant
administrator for the agency's office of solid waste and emergency
response.

"We know a lot about exposure to lead, and we know what the exposure
pathways are," Bodine said. "The fact that we have these huge percentages
of the whole distribution chain signing up (to phase out lead wheel
weights) is a tremendous gain, and 2011 is not that far off."

The EPA estimates that 13% of wheel weights fall off annually, crunching
under the weight of other vehicles and washing into sewers or entering
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landfills after streets are cleaned. The average 2.5-ounce weights could add
up to 2,000 tons of lead into the environment a year, according to the U.S.
Geological Survey.

The voluntary program is an acknowledgment by many of the companies
that this is an issue they can no longer avoid, said Jeff Gearhart, campaign
director of The Ecology Center, an environmental policy group.

"There was a lot of foot-dragging by some of the companies," Gearhart said.
"This year, it's become more and more clear that the writing is on the wall.
… It's not a question of if, it's a question of when."
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< Who Is at Risk?

Being in heavy traffic or living near a road with heavy traffic may be risky compared

with being in other places in a community. Growing evidence shows that many

different pollutants along busy highways may be higher than in the community as a

whole, increasing the risk of harm to people who live or work near busy roads.

The number of people living "next to a busy road" may include 30 to 45 percent of

the urban population in North America, according to the most recent comprehensive

review of the evidence. In January 2010, the Health Effects Institute published a major

Living Near Highways and Air
Pollution
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review of the evidence put together by a panel of expert scientists. The panel looked

at over 700 studies from around the world, examining the health effects of traffic

pollution. They concluded that traffic pollution causes asthma attacks in children and

may cause a wide range of other effects including the onset of childhood asthma,

impaired lung function, premature death and death from cardiovascular diseases and

cardiovascular morbidity. The area most affected, they concluded, was roughly the

band within 0.2 to 0.3 miles (300 to 500 meters) of the highway.

Children and teenagers are among the most vulnerable—though not the only ones at

risk. A Danish study found that long-term exposure to traffic air pollution may

increase the risk of developing chronic obstructive pulmonary disease (COPD). They

found that those most at risk were people who already had asthma or diabetes.

Studies have found increased risk of premature death from living near a major

highway or an urban road. Another study found an increase in risk of heart attacks

from being in traffic, whether driving or taking public transportation. Urban women in

a Boston study experienced decreased lung function associated with traffic-related

pollution.

Adults living closer to the road—within 300 meters—may risk dementia. In 2017, a

study of residents of Ontario, Canada, found that those who lived close to heavy

traffic had a higher risk of dementia, although not for Parkinson’s disease or multiple

sclerosis. Researchers found the strongest association among those who lived

closest to the roads (less than 50 meters), who had never moved and who lived in

major cities.  A study of older men in 2011 also found that long-term exposure to

traffic pollution increased their risk of having poor cognition.
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Executive Summary 

This advisory is a technical supplement to ARB’s Air Quality and Land Use Handbook: A 
Community Health Perspective (hereafter referred to as the Land Use Handbook).1 Published 
in 2005 under the auspices of ARB’s Environmental Justice Stakeholders Group, the Land Use 
Handbook provides information for local elected offcials and land use agencies to consider 
regarding the siting of new sensitive uses near pollution sources, including (but not limited to) 
freeways and high-volume roadways, when site-specifc air quality information is not available. 
Since its publication, research has demonstrated the public health, climate, fnancial, and other 
benefts of compact, infll development along transportation corridors. Moreover, new research 
has demonstrated promising strategies to help decrease pollution exposure near their sources. 
These strategies are the focus of this Technical Advisory. 

ARB intends for this Technical Advisory to provide planners and other stakeholders involved 
in land use planning and decision-making with information on scientifcally based strategies to 
reduce exposure to traffc emissions near high-volume roadways in order to protect public health 
and promote equity and environmental justice. Many communities in California exist near high-
volume roadways. This is both because freeways and other busy traffc corridors have been built 
adjacent to and through existing neighborhoods in California, and because new developments 
have been built near existing roadways. Near-roadway development is a result of a variety of 
factors, including economic growth, demand for built environment uses, and the scarcity of 
developable land in some areas. 

This Technical Advisory demonstrates that planners, developers, and local governments can 
pursue infll development while simultaneously reducing exposure to traffc-related pollution 
by implementing the strategies identifed here and in other statewide guidance and policies that 
promote sustainable communities. The State Planning Priorities2 emphasize infll development, 
since this pattern of development can help attain goals to promote equity, strengthen the 
economy, protect the environment, and promote public health and safety. ARB acknowledges 
that there are many existing developments near high-volume roadways and other sources of air 
pollution throughout the state, and many of these strategies apply in those situations, as well. 

Strategies to reduce exposure include practices and technologies that reduce traffc emissions, 
increase dispersion of traffc pollution, or remove pollution from the air. Recent research 
documents the effectiveness of a variety of strategies. Based on a review of this body of 
research, ARB staff compiled a list of recommended strategies, which this document describes in 
detail. 

This document does not include all potential pollution reduction measures, but rather the options 
that are well supported by scientifc fndings and which meet all of the following criteria: 

1. Consistent fndings from multiple studies support the strategy as a means for reducing 
pollution concentrations, or emissions rates, or improving air fow to disperse pollutants. 

2. The scientifc literature documents evidence of signifcantly effective exposure reduction. 

3. Diversity in the study methods supports consistent fndings (such that strategy 
effcacy does not exclusively rely on one method of investigation). 

1 http://www.arb.ca.gov/ch/handbook.pdf 
2 California Government Code Section 65041.1. 

http://www.arb.ca.gov/ch/handbook.pdf
http://www.arb.ca.gov/ch/handbook.pdf
http://www.arb.ca.gov/ch/handbook.pdf
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Appendix A outlines strategies that did not meet 
the ARB’s three criteria, but were nonetheless 
identifed in ARB’s literature review. In some 
cases, these strategies represent nascent 
technologies or designs that require more study 
before ARB can recommend them for general 
application. In other cases, studies do not 
present consistent results or strategies have 
only been studied via modeling or simulation, 
and it is uncertain if these strategies will 
perform similarly in real world settings. 

Benefts of compact, 
infll development 
Infll and compact development characterizes 
many communities located near freeways and 
other busy traffc corridors. This development 
pattern has many benefts. It promotes physical 
activity by facilitating active transportation 
(biking and walking) and by shortening the 
distances that people must travel for their 
daily activities [1]. It also provides density 
of development that helps support transit 
operations [2]. The car trips that are shortened 
or replaced by these other modes result in 
greenhouse gas (GHG) emissions reductions, 
and GHGs are further reduced in these 
communities because they are also associated 
with reduced energy and water use [3]. 
Importantly, compact and infll development 
can also improve people’s quality of life by 
facilitating community connectivity. For these 
reasons, planners often favor infll and compact 
development and other stakeholders involved in 
land use planning and real estate development. 
Additionally, these types of developments 
are encouraged by regions striving to achieve 
greenhouse gas emissions reductions from land 
use and transportation planning in accordance 
with Senate Bill (SB) 375. 

The foremost strategy for reducing pollution 
exposure near high-volume roadways is to 
minimize traffc pollution in the frst place. A key 
mechanism for this is the reduction of vehicle 
miles traveled (VMT). State legislation including 
Senate Bills 375 and 743, are specifcally 
designed to facilitate VMT reductions from 
passenger cars by encouraging and facilitating 
the replacement of vehicle trips with walk, 
bike, and transit trips. There is evidence from 
research and real-world measurement that, 

KEY TERMS 
traffc emissions 

Primary emissions/pollution from 
motor vehicles, including carbon 
monoxide, hydrocarbons, nitrogen 
oxides, particulate matter, toxic air 
contaminants, brake dust, and tire wear. 

high-volume roadways 

Roadways that, on an average day, have 
traffc in excess of 50,000 vehicles in 
a rural area and 100,000 vehicles in an 
urban area (Source: California Public 
Resources Code Section 21151.8). 

at-risk populations/communities 

Children, pregnant women, the elderly, 
and those with serious health problems 
affected by air pollution. 

sensitive uses 

Land uses where sensitive individuals 
are most likely to spend time include 
schools and schoolyards, parks and 
playgrounds, daycare centers, nursing 
homes, hospitals, and residential 
communities. 

sustainable communities 

Communities that foster conditions 
under which humans and nature can 
exist in productive harmony, that permit 
fulflling the social, economic, and other 
requirements of present and future 
generations. 

disadvantaged communities 

Communities that score at or above the 
75th percentile in the CalEnviroScreen 
Tool. The tool scores tracts according 
to their proximity to multiple sources 
and their vulnerability to the effects 
of pollution and also account for 
socioeconomic characteristics and 
underlying health status. 

dispersion (of air pollution) 

Distribution of air pollution into the 
atmosphere. 

2 



3 Technical Advisory: Strategies to Reduce Air Pollution Exposure Near High-Volume Roadways

 

 

 
 

 
 

 
 
 

 
 

 

 

  
  
  
  
 
 
 

when vehicle miles and trips are greatly reduced—for example, when streets are temporarily 
closed to motorized vehicles for car-free open-streets or “ciclovia” events—air quality is 
signifcantly improved [4, 5].3 

Coordinated land use and transportation planning that results in more compact neighborhoods 
can help reduce VMT by making transit and active transportation viable and reducing the need 
for personal cars. Travel demand management strategies that improve the effcient use of 
transportation resources (e.g., teleworking, car-sharing, and carpooling) also reduce vehicle 
trips. ARB’s partners also promote other innovative ideas for increasing the availability and 
appeal of alternative modes of transportation. At Caltrans, for example, the newly created Active 
Transportation Program focuses on making California a national leader in active transportation4 

and one Caltrans district is studying freeway capping as an innovative way to better connect 
people to destinations via parks, paths, and transit constructed atop existing freeways.5 

In addition to reducing VMT, there are many efforts underway to reduce emissions via other 
mechanisms. These include more stringent emissions and fuel standards for cars, trucks, and 
buses; state regulations for zero emission vehicle (ZEV) adoption; and California’s Sustainable 
Freight Transport Initiative. Other state efforts that will reduce emissions, and therefore 
complement this document, include the AB 32 Scoping Plan and the State Implementation Plan, 
and the Mobile Source Strategy. 

More and more, planners are designing land use developments to make alternatives to automobile 
travel more attractive. These changes are important because of their long-term signifcance, as 
changes in the built environment mean changes in land use patterns that will last for decades. 
Land use development patterns in some California jurisdictions already contribute to reductions in 
the use and ownership of cars because of land use planning strategies and active transportation 
investments. However, change is slow, and many existing and planned developments—including 
important infll and compact development projects—place sensitive individuals in close proximity 
to high-volume roadways. In these instances, there is a need for developers, local governments, 
and other entities to consider pollution reduction strategies to ensure that residents of both new 
and existing developments breathe air that is as clean as possible. 

Need for this Technical Advisory 
The primary public health concern regarding roadways near existing and future developments is 
the possibility that at-risk populations/communities—like children, pregnant women, the elderly, 
and those with serious health problems affected by air pollution—will be exposed to traffc 
emissions. In California, there are several instances of schools and other sensitive locations such 
as daycare facilities located near major roadways, particularly in non-white and economically 
disadvantaged neighborhoods [6, 7]. Studies show that these populations can experience serious 
health impacts, including worsening of asthma and cardiovascular disease and adverse birth 
outcomes because of exposure to traffc-related air pollution. Additionally, studies show that poor 
and minority communities are more likely to live near busy roadways, and therefore may be more 
at-risk for the health effects related to exposure to traffc emissions [8, 9]. 

Scientifc evidence indicates that implementing the strategies contained in this document would 
decrease exposure to air pollution in a variety of locations and contexts, so these strategies are 
applicable in a broad range of developments, not just those located near high-volume roadways. 
ARB’s motivation for emphasizing these strategies in near-roadway environments is a refection 
of the potentially serious health impacts that at-risk populations/communities may experience 
when they spend signifcant time in such environments, absent appropriate design measures. 

3 “Ciclovias,” Open Streets, and Sunday Streets are events whereby roadways are closed to automobiles but open 
to cyclists and pedestrians. Many cities around the world have implemented these events, including several cities 
in California: Los Angeles (http://www.ciclavia.org/ ), San Francisco (http://sundaystreetssf.com/ ), San Jose (http:// 
www.vivacallesj.org/). Albany, Long Beach, Oakland, Redding, and San Mateo. Visit the California Bicycle Coalition’s 
Web site for more information: http://www.calbike.org/open_streets. 

4 http://www.dot.ca.gov/hq/LocalPrograms/atp/index.html 
5 http://www.dot.ca.gov/dist11/departments/planning/planningpages/capstudy.htm 

http://www.ciclavia.org/
http://sundaystreetssf.com/
http://www.vivacallesj.org
http://www.calbike.org/open_streets
http://www.dot.ca.gov/hq/LocalPrograms/atp/index.html
http://www.dot.ca.gov/dist11/departments/planning/planningpages/capstudy.htm
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In addition, these strategies are likely to yield the greatest public health beneft when applied in 
near high-volume roadway contexts. 

Planners, developers, and others can implement these strategies where existing sensitive 
uses are already located near high-volume roadways. The strategies are also relevant for new 
developments. When planners and other decision makers consider these strategies during the 
planning phase, they may be less expensive to implement than if they are added via retrofts after 
construction. 

How to use this Technical Advisory 
ARB envisions that this document will be used by planners and other stakeholders to identify 
combinations of strategies that can be implemented to reduce exposure at specifc developments 
or to recommend the consideration of these strategies in policy or planning documents. For 
example, local governments may refer to it or use portions of it in their general plans. The 
contents may also be helpful in the development or updating of environmental justice policies in 
general plans, as required by Senate Bill (SB) 1000. Readers interested in learning more about the 
requirements of SB 1000 should consult OPR’s General Plan Guidelines. 

It is important to note that this Technical Advisory is not intended as guidance for any specifc 
project, nor does it create any presumption regarding the feasibility of mitigation measures for 
purposes of compliance with the California Environmental Quality Act (CEQA). Instead, it is meant 
as guidance for planners weighing options for reducing exposure to traffc emissions. 

Strategies to reduce exposure, weighed alongside 
overarching considerations 
The table that follows this executive summary describes the research fndings supporting each 
recommended strategy, the appropriate land use context, and other considerations. These 
additional items were revealed either through the research or through consultation with experts 
and stakeholders. This table can be used for quick reference, but readers should also refer to 
Section II for an expanded discussion of these strategies, including details about co-benefts and 
potential drawbacks. 

In addition to the considerations outlined in Section II, readers should be mindful of the following 
important overarching considerations that were identifed by ARB staff and other experts who 
were consulted during the development of this document: 

Changes in land use patterns and the built environment persist for decades 
Land use patterns, once established, remain fxed for decades. Increasing density through infll 
development helps to transform low-density neighborhoods to ones that can support alternative 
modes. When developing new plans and projects, planners should carefully consider the ongoing 
infuence of those plans and projects on the creation of accessible and livable neighborhoods. 

Holistic and comprehensive planning practices 
Stakeholders involved in public health, air quality, and community planning efforts must weigh 
a variety of factors and issues when making policy decisions. At-risk populations/communities’ 
exposure to traffc is just one of many considerations, but it is an important piece that planners 
and others should weigh alongside other local goals and priorities. Thus, ARB recommends that 
exposure to traffc emissions and strategies to reduce exposure be considered holistically, within 
planning processes at the scale of a neighborhood or community plan or ordinance, general plan, 
sub-regional or regional plan, depending on the geographic impact and regulatory context of the 
issue. Additionally, ARB recommends that planners consider leveraging holistic and combined 
practices, policies, and strategies to achieve local goals. Real-world evidence from the Atlanta 
1996 Summer Olympic Games showed that a suite of coordinated strategies reduced ozone 
pollution and childhood asthma events signifcantly (see textbox on page 16 for details). 

4 
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Site-specifc considerations 
Site-specifc factors may play a signifcant role in whether or not an exposure reduction strategy 
will be effective without resulting in negative, unintended consequences. In some cases, it may 
be possible for planners and other stakeholders to use site-specifc information to estimate 
the reduction in pollution concentration associated with a specifc strategy or combination of 
strategies. When exposure reduction strategies—such as those presented in this document—are 
incorporated into large-scale policy documents like jurisdiction-wide general plans, a menu of 
strategies and language about the usefulness of site-specifc analysis to assist in choosing the 
right strategies for specifc projects may be appropriate, since not all strategies are necessary or 
appropriate in all cases. 

Changing vehicle feets and impacts on air quality 
California’s vehicle feets and freight system are becoming cleaner and this trend will continue 
into the future, given existing and forthcoming policies and transformations underway in the 
automobile market (see more information in Section I. Introduction). This fact should be carefully 
considered in local decision-making, particularly when long-term, durable strategies are being 
considered, such as urban design changes or standards. It is worth noting, however, that while 
transitioning to ZEVs eliminates tailpipe emissions, it does not eliminate all traffc emissions. 
Non-tailpipe particulate matter emissions from road dust, brake dust, and tire wear are likely to 
continue to impact public health, particularly for sensitive individuals. Furthermore, ZEVs do not 
eliminate upstream emissions from non-renewable energy sources or sources linked to their 
manufacture and production [10]. 

On-roadway exposure to traffc emissions 
The more time people spend on roadways, the greater their exposure to emissions that are 
harmful to their health [11]. This fact should also be considered as planners weigh strategies for 
reducing near-roadway pollution exposure, since it is crucial that they avoid making land use 
decisions that would result in longer commutes. In other words, planners should not push new 
development farther from urban centers because this could induce longer vehicle trips and thus 
increased on-roadway exposure. Additionally, it should be noted that, in some cases, exposure 
reduction strategies may increase on-road pollution concentrations. If in-vehicle fltration 
is inadequate or if drivers travel with the windows down, this could translate into increased 
exposure for people driving in cars. 

Translating research into practice 
Putting research into practice can be challenging since research studies often seek to address a 
narrowly defned question and control for factors that are commonly observed in the real world. 
The way that research is conducted may not be refective of real world conditions, so users of 
this Technical Advisory should consider how the research applies to the specifc context being 
considered. Also, even when data is collected in the real world, the data may be several years old 
by the time that researchers are able to digest, analyze, and summarize fndings and conclusions. 
Thus, users of this document may need to consider how changes in the local context may have 
affected the variables that researchers considered in their analyses. 
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Executive Summary conclusion 
The identifcation of strategies described herein is intended to provide stakeholders involved 
in public health, air quality, and land use planning efforts (including city and county planners, 
planning commissioners, developers, planning consultants, and other local government staff 
and decision makers) with options for reducing exposure to traffc pollution in near-roadway 
environments, both for existing and new developments. We envision that this document will be 
used as a resource to: 

1. Identify strategies that can be employed on a site-specifc basis to reduce 
exposure to traffc emissions at existing and future developments and; 

2. Help shape local policies aimed at reducing exposure to traffc 
emissions and therefore associated public health impacts. 

As California grows, we have the collective opportunity to shape the future of the built 
environment to be both protective of public health and supportive of environmental goals. 
ARB hopes that the content of this Technical Advisory will assist the efforts of planners and 
other practitioners and decision makers to promote healthy, safe, equitable, and sustainable 
communities. Furthermore, ARB will continue to investigate options to mitigate air pollution 
exposure in many contexts and related to different sources of air pollution in addition to high-
volume roadways. 

Table 1: Summary of strategies to reduce air pollution exposure near high-volume roadways 

Strategy Description of research fndings 
Appropriate context and other 

considerations 

Strategies that reduce traffc emissions See Section II, page 20. 

Speed reduction 
mechanisms, 
including 
roundabouts 

Vehicle speed reduction 
mechanisms change the design 
and operating speed of the road by 
altering the physical characteristics 
of the road. These features can 
reduce stop-and-go driving and 
hard accelerations and thereby 
reduce emissions rates. Some of 
these features, like the roundabout 
intersection, can be used as an 
alternative to stop-controlled and 
signalized intersections. Studies 
show that roundabouts can reduce 
localized pollutant concentrations 
compared to intersections with stop 
and signal control by 20 percent or 
more (depending on context and 
site-specifc conditions). 

Transportation planners and 
engineers should carefully consider 
the potential direct and indirect 
effects of implementing speed 
reduction mechanisms to determine 
if they will reduce vehicle emissions 
and other impacts to the environment 
as well as to traveler safety and delay. 
When guidance is needed to estimate 
emissions and air quality-related 
effects, planners and engineers may 
consult with MPOs or traffc modeling 
experts. 

6 
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Strategy Description of research fndings 
Appropriate context and other 

considerations 

Traffc signal 
management 

Traffc signal management systems 
can reduce stop-and-go driving and 
vehicle idling, resulting in reduced 
localized pollutant concentrations 
of up to 50 percent compared to 
corridors that do not implement 
these systems. Studies show that 
site-specifc conditions dictate the 
magnitude of reductions. 

Many different types of signal 
management are available, and 
planners should identify what is best 
for air quality, vulnerable road user 
safety, and transit and active mode 
throughput and comfort. 

Speed limit 
reductions on 
high-speed 
roadways 
(>55 mph) 

Research studies have identifed 
an optimal average speed range 
of ~35-55 mph within which per-
mile traffc emissions and fuel 
consumption are minimized. 
Generally, speed limit reductions 
on high-speed roadways can reduce 
tailpipe emission rates up to 30 
percent, depending on the change 
in speed, the pollutant measured 
or modeled, and the roadway 
characteristics. 

Speed limit reductions are appropriate 
on roadways where speed limit and 
design speeds exceed 55 mph. 

Strategies that increase dispersion of traffc emissions See Section II, page 26. 

Design that 
promotes air fow 
and pollutant 
dispersion along 
street corridors 

The physical layout of urban 
streetscapes infuences air fow 
and pollution movement. Research 
studies show that street corridors 
characterized by buildings with 
varying shapes and heights, building 
articulations (street frontage design 
elements like edges and corners 
that help break up building mass), 
and spaces that encourage air fow 
(e.g., parks) beneft from better 
pollutant dispersion and air quality. 
For example, buildings of varying 
heights can result in signifcant 
increases in turbulence (e.g., up 
to doubling), and adding bike lanes 
and sidewalks not only reduces 
car traffc, but also creates space 
for more dispersion (up to a 
45 percent reduction in particulate 
concentrations). 

Wider sidewalks, bicycle lanes, 
dedicated transit lanes, and other 
features that beneft alternative 
modes of transportation can also 
create space for better air fow and 
pollutant dispersion along with 
increasing active transportation and 
mode shift. This strategy should 
be considered in the context of the 
overall need to increase development 
density. 
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Strategy Description of research fndings 
Appropriate context and other 

considerations 

Solid barriers, 
such as sound 
walls 

Measurement and modeling studies 
consistently fnd that solid barriers 
reduce near-road downwind 
concentrations by increasing 
vertical dispersion of pollutants 
emitted by vehicles. The magnitude 
of the reduction and its spatial 
extent depend on the height of the 
barrier, the width of the road, and 
micrometeorology. Studies have 
consistently found that pollution 
concentrations downwind of the 
barrier range from a 10 percent to 
50 percent reduction compared 
to concentrations measured on or 
directly adjacent to high-volume 
roadways. 

Solid barriers should only be 
considered for installation along 
freeways, because they have 
the negative effect of dividing 
neighborhoods and obscuring 
sightlines. 

Vegetation 
for pollutant 
dispersion 

Strategies that remove pollution from the air 
See Section II, page 36. 

Indoor high 
effciency 
fltration 

Studies indicate that vegetation 
has the potential to alter pollutant 
transport and dispersion. In 
some studies, specifc locations 
and conditions translated to air 
quality benefts (e.g., pollution 
concentration reductions of up to 
20 percent on the leeward side of 
the tree line). It should be noted that 
most studies were conducted on 
the East Coast and in Europe where 
vegetation types and densities differ 
from what is found in California. 

Studies show that particle fltration 
systems and devices, specifcally 
high-effciency fltration with 
mechanical ventilation or portable 
high effciency air cleaners, can 
be highly effective for reducing 
indoor pollution concentrations. 
High effciency flters in ventilation 
systems can remove from 
50-99 percent of particles in the 
air. However, research shows that 
fltration technologies for gaseous 
pollutants (VOCs) are variable in 
their effectiveness; some remove 
certain VOCs well, but not others. 

Online tools are available to assist 
with the selection of appropriate 
vegetation considering allergen 
impacts, watering needs, and other 
factors. Maximum benefts have been 
shown to occur when vegetation is 
combined with solid barriers. 

Planners should be aware of current 
state and local building codes 
and their respective air fltration 
requirements, including requirements 
for amending code standards. 
Regular operation and maintenance 
is necessary for highest flter and 
ventilation effciency, and is required 
by regulation in commercial buildings. 

8 
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Introduction 

State programs to improve air quality and reduce exposure 
to traffc emissions 
California has a long and successful history of reducing air pollution to protect public health. 
Gasoline sold in California contains less pollution-forming compounds than most gasoline sold 
elsewhere in the nation6, and the low carbon fuel standard is continuing to reduce the carbon 
content of fuels7. California now has more than 100,000 plug-in electric vehicles on its roads, 
and today’s new cars pollute 99 percent less than their predecessors did thirty years ago. 
ARB’s Advanced Clean Cars program will continue to drive reductions in emissions from light-
duty vehicles8. Emissions from trucks and buses are declining9, and ambient diesel particulate 
matter (PM) concentrations in California dropped 68 percent between 1990 and 2012 [12]. These 
emissions reductions have resulted in signifcant public health benefts, including the reduction of 
cancer risk associated with diesel PM. 

Reducing traffc emissions 
The primary mission of ARB is to protect public health through the improvement of air quality. 
ARB has many policies and programs to improve near-roadway air quality and to protect public 
health. These policies and programs primarily rely on technologies or strategies that reduce 
traffc emissions at the source, which is more effective than attempting to clean up the air after 
emissions have already been released into the environment. ARB policies and programs focus 
on traffc emissions because regulation of emissions from stationary sources occurs at local 
and regional air pollution control authorities known as Air Pollution Control Districts (APCD) 
or Air Quality Management Districts (AQMD). The following describes State programs that are 
important for reducing traffc emissions. 

The sustainable communities program at ARB focuses on ways to reduce traffc emissions by 
reducing vehicle miles traveled (VMT). VMT can be reduced through a variety of strategies. 
Research shows that people tend to drive less when trip origins and destinations can be easily 
accessed via walking, biking, and transit. Dense, mixed use development is a common way that 
communities can achieve improved accessibility and mobility without relying on cars. 

ARB is responsible for the implementation of the Sustainable Communities and Climate 
Protection Act of 2008, or SB 37510. In accordance with the law, ARB sets regional targets for 
GHG emissions reductions from passenger vehicle use. In 2010, ARB established targets for 2020 
and 2035 for each of the state’s metropolitan planning organizations (MPO). To comply with the 
law, MPOs prepare a “sustainable communities strategy” (SCS) to be included in their regional 
transportation plans (RTP). The SCS contains land use, housing, and transportation strategies 
that, if implemented, would allow the region to meet its GHG emission reduction targets. Once 
adopted by the MPO, the RTP/SCS guides the transportation policies and investments for the 
region. ARB must review the adopted SCS to confrm and accept the MPO’s determination that 
the SCS, if implemented, would meet the regional GHG targets. As of the writing of this Technical 

6 http://www.arb.ca.gov/fuels/gasoline/gasoline.htm 
7 http://www.arb.ca.gov/fuels/lcfs/lcfs.htm 
8 http://www.arb.ca.gov/msprog/consumer_info/advanced_clean_cars/consumer_acc.ht 
9 http://www.arb.ca.gov/msprog/onrdiesel/onrdiesel.htm 
10 http://www.leginfo.ca.gov/pub/07-08/bill/sen/sb_0351-0400/sb_375_bill_20080930_chaptered.pdf 

https://www.arb.ca.gov/fuels/gasoline/gasoline.htm
http://www.arb.ca.gov/fuels/lcfs/lcfs.htm
http://www.arb.ca.gov/msprog/consumer_info/advanced_clean_cars/consumer_acc.ht
http://www.arb.ca.gov/msprog/onrdiesel/onrdiesel.htm
http://www.leginfo.ca.gov/pub/07-08/bill/sen/sb_0351-0400/sb_375_bill_20080930_chaptered.pdf
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Advisory, all MPOs in California have completed their frst SCS/RTP, and most have at least begun 
the process of completing their second. ARB’s Sustainable Communities Web page provides 
links to SCSs along with ARB staff’s technical evaluation. These documents are a useful place for 
planners to gather information about what is happening at a regional level to reduce VMT and 
thus air pollution from cars generally.11 

ARB partners closely with many other state agencies to promote sustainable communities and 
reductions in VMT and to provide MPOs and local governments with resources that can be used 
in the development of SCSs and in the implementation of land use and transportation policies 
at the local level. Partners include Caltrans, the California State Transportation Agency (CalSTA), 
the Governor’s Offce of Planning and Research (OPR), the California Department of Housing 
and Community Development (HCD), and the Strategic Growth Council (SGC). These partners 
are actively engaged in various programs to reduce VMT. OPR is actively working on promoting 
VMT reduction by changing the metric used to assess transportation impacts under CEQA, per 
SB 74312. Caltrans is also encouraging shifts from passenger car use toward alternative modes of 
transportation. The Strategic Management Plan: 2015-2020 contains a statewide VMT reduction 
target of 15 percent by 2020 relative to 2010 levels and targets to triple biking and double walking 
and transit by 2020, compared to the 2010-2012 California Household Travel Survey Baseline.13 

Additionally, Caltrans’s Active Transportation Program facilitates active transportation programs 
and infrastructure throughout the state. Caltrans’s District 11 (San Diego and Imperial Counties) is 
also studying freeway capping as a way to use land atop freeways to better connect communities 
and make walking and biking viable and attractive, and has engaged the local community to 
consider a future cap over State Route 94.14 

ARB is responsible for developing statewide programs and strategies to reduce the emission 
of smog-forming pollutants and toxics by mobile sources. These include both on- and off-road 
sources such as passenger cars, motorcycles, trucks, buses, heavy-duty construction equipment, 
recreational vehicles, marine vessels, lawn and garden equipment, and small utility engines. 

Looking to the future, ARB’s Mobile Source Strategy15 contains a suite of measures that are 
being considered to simultaneously meet air quality standards, achieve GHG emission reduction 
targets, reduce petroleum consumption, and decrease health risk from transportation emissions 
over the next 15 years. California’s Sustainable Freight Action Plan16 is part of the broader mobile 
source strategy for on-road heavy-duty vehicles, and includes efforts to reduce nitrogen oxide 
(NOX) emissions at the state and federal levels and to encourage freight electrifcation. Figures 1 
and 2 below illustrate both past emission reduction trends and projected future reductions as a 
result of elements of the Mobile Source Strategy (and based on EMFAC201417). 

11 https://www.arb.ca.gov/cc/sb375/sb375.htm 
12 https://www.opr.ca.gov/s_sb743.php 
13 http://www.dot.ca.gov/perf/library/pdf/Caltrans_Strategic_Mgmt_Plan_033015.pdf 
14 http://www.dot.ca.gov/dist11/departments/planning/planningpages/capstudy.htm 
15 http://www.arb.ca.gov/planning/sip/2016sip/2016mobsrc_dd.pdf 
16 http://www.arb.ca.gov/gmp/sfti/sfti.htm 
17 ARB’s EMFAC2014 model assesses emissions from on-road vehicles including cars, trucks, and buses in California, 

and represents ARB’s current understanding of motor vehicle travel activities and their associated emission levels. 
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Figure 1: Statewide annual NOX emissions (tons/day) between 2000 and 2030 based on 
EMFAC2014. 
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Figure 2: Statewide annual PM2.518 tailpipe emissions (tons/day) between 2000 and 2030 
based on EMFAC2014. 
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18 PM2.5 is particulate matter with a diameter of 2.5 micrometers or less. 
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Reducing exposure to traffc emissions 
ARB sponsors research and develops programs and regulations to improve Californians’ health 
by identifying and reducing exposure to air pollutants in both indoor and outdoor environments. 
Research, sponsored by ARB and others, has revealed a variety of strategies that can be used to 
reduce exposure when traffc emissions cannot be avoided. These strategies are of great interest 
to ARB, but it is beyond the authority of ARB to regulate or require that they be implemented. 
Instead, ARB has historically provided guidance—based on scientifc studies and peer-reviewed 
literature—to agencies with land use authority. In this capacity, ARB has provided guidance on 
the following, related to reducing the exposure of at-risk populations/communities to traffc 
emissions. 

The 2005 Land Use Handbook recommends that health protective distances (500 feet at 
minimum, if there is no site-specifc information available) be implemented to separate sensitive 
uses from freeways, urban roads with 100,000 vehicles/day, or rural roads with 50,000 vehicles/ 
day.19 This recommendation is based on research showing that pollutant concentrations decline 
signifcantly as you move farther away from pollution sources, including freeways and other busy 
traffc corridors [13-15] and epidemiological studies that indicate that spending time in proximity 
to traffc emissions sources may lead to adverse health effects beyond those associated with 
regional air pollution in urban areas [16-21]. 

Much research has taken place since the publication of the Land Use Handbook, and while vehicle 
emissions rates have declined because of increasingly stringent emissions standards for cars 
and trucks, recent studies continue to show high near-roadway concentrations and serious health 
impacts linked to traffc emissions [22-24]. Studies also show that these pollutant concentration 
gradients can change with traffc patterns, meteorology, and time of day [25, 26, 27-30]. Pollution 
concentrations near high-volume roadways decline with distance more sharply during the 
daytime than during the night and the very early morning (i.e., 1-2 hours before sunrise), largely 
as a result of diurnal meteorological patterns [25, 26, 27, 31]. These research fndings—explained 
in more detail in the text box “Time-of-day and air pollution concentrations” (page 20)—highlight 
the possibility that near-roadway pollution exposure had been previously underestimated and 
that people living as much as 1,000 feet from freeways were being adversely impacted by poor air 
quality at night and in the early morning. However, additional research demonstrates that there 
are alternative strategies that can protect public health while not dictating development patterns. 

19 http://www.arb.ca.gov/ch/landuse.htm 
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Time-of-day and air pollution concentrations 
In a study measuring near-roadway ultrafne particulate matter (UFP) size 
distributions and concentrations along the Interstate 405 freeway, Zhu et al. [25] 
found that UFP concentrations decreased with downwind distance from the 
freeway at night, but at a slower rate than is typically observed during the day. 

This fnding sparked additional studies to characterize night-time and pre-sunrise 
pollution concentrations. These studies were motivated by concerns that near-
roadway pollution exposure had been previously underestimated and that many 
people living more than 300 meters (984 feet) from freeways were being adversely 
impacted by poor air quality at night and in the early morning. Like Zhu et al., these 
studies found both seasonal and diurnal differences in the rate of decline for pollution 
concentrations with increasing distance from pollution sources. Winer et al. [32] 
found that, before sunrise, UFP concentrations did not return to background levels 
until 2,600 meters (8,530 feet) from the freeway. Later in the morning and afternoon, 
pollutant concentrations exhibited the typical daytime downwind decrease to 
background levels within 300 meters (984 feet) downwind of the freeway. 

Figure 3: UFP concentrations and gradients along the pre-sunrise route by 
season. Positive distances are downwind and negative distances are upwind 
from the I-10 freeway. Image:Winer et al. 
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Choi et al. [26] observed signifcant extensions of freeway plumes (~2 kilometers or 1.2 miles) in the stable 
pre-sunrise periods, much longer than typical daytime plumes measuring ~150-300 meters (~493-984 feet). 
Also, the researchers calculated a pre-sunrise dilution rate coeffcient that is about 10 times lower than dilution 
coeffcient measured during the daytime. 
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These recent studies highlight the importance of protecting at-risk populations/communities 
from traffc emissions and indicate that exposure reduction strategies may be needed to 
protect people that live and spend time in environments that are more than 500 feet from high-
volume roadways. This does not mean that nothing should be developed within this distance. 
In fact, as previously discussed, a compact development pattern is a key strategy in reducing 
GHG emissions and improving public health through physical activity and it has many other 
benefts. Instead, planners and developers may want to consider siting non-sensitive uses and 
developments that will be primarily used and occupied during the daytime—such as commercial 
uses and offces. In addition to optimizing land use when near-roadway pollution concentrations 
drop off more sharply with distance, commercial and offce buildings are often equipped with 
indoor fltration systems that can remove particulates from the air inhaled by building occupants, 
and these buildings are more likely to have permanently closed or sealed windows. This means 
that, when these buildings are sited close to roads, people that spend time in them are less likely 
to breathe harmful pollutants and experience negative health impacts. Plus, people typically 
spend less time at work than at home, meaning that the duration of exposure at work is shorter. 
These approaches, along with strategies to reduce traffc emissions, disperse pollution and clean 
indoor air—all discussed in this Technical Advisory—will reduce exposure. 

Strategies to reduce air pollution exposure near high-volume 
roadways 
In spite of past successes and ongoing efforts to improve near roadway air quality in California, 
exposure to traffc pollution is still a concern because pollution concentrations and exposure 
levels near high-volume roadways continue to indicate that there is a lingering public health 
concern. In addition, the Offce of Environmental Health Hazard Assessment (OEHHA) recently 
revised its methodology for risk assessment in order to estimate more accurately the health 
impacts of exposure. This reanalysis has resulted in a revision of cancer risks from exposure to 
toxic air contaminants, including those emitted by transportation-related sources, to signifcantly 
higher levels.20 ARB forecasting models also indicate that air quality issues will persist even with 
changes in vehicle technologies and increasingly stringent emissions and fuel regulations. Finally, 
ARB does not currently regulate non-tailpipe emissions—like tire- and brake-wear—and noise. 
Scientifc literature links these to health effects. Therefore, despite existing efforts they are likely 
to continue to impact near-roadway public health. 

For these reasons, ARB recommends that strategies to reduce emissions, increase dispersion, 
and remove pollution from the air  be implemented to reduce health risks. Many such strategies 
have been studied and published in peer-reviewed scientifc literature. Results can vary based on 
the specifcs of the studies performed, but comprehensive literature reviews conducted by ARB 
have identifed several strategies that consistently and effectively improve air quality and reduce 
exposure to traffc-related air pollution, particularly where people spend time near high-volume 
roadways. The specifc criteria that ARB used in its evaluation of potential exposure reduction 
strategies includes the following. 

1. Consistent fndings from multiple studies support the strategy as a means for reducing 
pollution concentrations, or emissions rates, or improving air fow to disperse pollutants. 

2. Evidence of signifcantly effective exposure reduction is 
documented in the scientifc literature. 

3. Diversity in the study methods supports consistent fndings (such that strategy 
effcacy does not exclusively rely on one method of investigation). 

If literature reviews revealed that all criteria were met, ARB staff included the strategy in this 
document. In Section II, readers will fnd a comprehensive discussion of each strategy, including 
scientifc fndings and “appropriate context and other considerations.” 

20 https://oehha.ca.gov/air/crnr/notice-adoption-air-toxics-hot-spots-program-guidance-manual-preparation-
health-risk-0 
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Important overarching considerations in selecting strategies 
In addition to the strategy-specifc considerations outlined in Section II, readers should be 
mindful of important overarching considerations that were identifed by ARB staff and others 
consulted in the process of compiling these strategies. All of these should be considered 
regardless of the types of exposure reduction strategies being considered by planners and other 
users of this document. 

Changes in land use patterns and the built environment are changes that last 
The durability of the built environment means that land use patterns, once established, remain 
fxed for decades. This can both help and hinder compact and infll development and the 
promotion of alternative transportation. In cities like New York, Boston, and Philadelphia, which 
developed prior to the widespread use of personal cars, established land use patterns have 
facilitated density and the viability of transit, biking, and walking. Conversely, where a majority 
of development occurred when personal cars were prevalent, low-density development and 
separated land uses necessitate driving to access key destinations [3]. 

Increasing density through infll development helps to transform low-density neighborhoods to 
ones that can support alternative modes. When developing new plans and projects, planners 
should carefully consider the ongoing infuence of those plans and projects on public health, 
sustainability, and community goals to support accessible and livable neighborhoods. Some 
of the exposure reduction strategies listed in this document will have long-term effects on the 
built environment. In the case where durable changes will be made to the urban fabric, planners 
should consider how long-run variables might infuence their selection from the exposure 
recommendations strategies recommended by ARB. 

Holistic and comprehensive planning practices 
Stakeholders involved in public health, air quality, and community planning efforts must weigh 
a variety of factors and issues when making policy decisions. Vulnerable populations’ exposure 
to traffc is just one of many considerations, but it is an important piece that should be weighed 
alongside other local goals and priorities. For this reason, it is recommended that exposure to 
traffc emissions and strategies to reduce exposure be considered within planning processes at 
the scale of a neighborhood or community plan or ordinance, general plan, and sub-regional or 
regional plan, depending on the geographic impact and regulatory context of the issue. In this 
way, planners and other local offcials can proactively consider near-roadway factors in their 
broader, holistic planning processes. 

Another important part of holistic planning is considering how combinations of practices, 
policies, and strategies can be leveraged to achieve local goals. Few scientifc studies examine 
the combined effect of strategies to reduce air pollution exposure, but there is real-world 
evidence that a suite of strategies yields better results than those implemented in isolation. For 
example, when multiple strategies were employed to reduce downtown traffc congestion in 
Atlanta during the 1996 Summer Olympic Games, ozone pollution and childhood asthma events 
decreased signifcantly (see textbox on the next page for more details). 

Additionally, there is evidence that increasing density and urbanization should be implemented 
in combination with efforts to expand transit, walking, and biking in order to ensure that mobility 
needs are met without necessitating the use of a vehicle [33-39]. 

Site-specifc considerations 
Site-specifc factors may play a signifcant role in whether or not an exposure reduction strategy 
will be effective without resulting in negative, unintended consequences. Specifc factors that 
are important to consider include topographical, meteorological, and time-of-day factors (e.g., 
roadway versus development height, wind direction, and pollutant concentration). For example, 
both traffc management and high effciency fltration for indoor air may be particularly important 
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Case study of the 1996 Summer Olympic Games in Atlanta: 
The impact of changes in transportation and commuting 
behaviors on air quality 
The 1996 Summer Olympic Games in Atlanta, Georgia provided a unique, real-
world opportunity to study the traffc, air quality, and public health outcomes of a 
holistic, integrated alternative transportation strategy. This strategy was developed 
in preparation for the Games by the City of Atlanta to mitigate anticipated traffc 
congestion and to enable travel between Olympic events for the more than 1 
million visitors. Moreover, Atlanta hoped that the strategy would avoid additional 
summertime ground-level ozone-related air quality violations. The strategy included 
a suite of travel-demand management measures, including the following: (1) a 
24-hour public transportation system, (2) the addition of 1,000 buses for park-
and-ride services, (3) use of alternative work hours and telecommuting by local 
businesses, (4) the closure of the downtown sector to private cars, (5) alterations 
in downtown delivery schedules, and (6) public notifcations of potential traffc 
and air quality problems. 

Researchers studied the effect of this alternative transportation strategy by 
comparing the 17 days of the Olympic Games (July 19 – August 4, 1996) to a 
baseline period consisting of 4 weeks before and 4 weeks after the Games. They 
looked at citywide acute care visits and hospitalizations for asthma and non-asthma 
events, concentrations of major air pollutants, meteorological variables, and traffc 
counts. Results showed decreased traffc density, especially during the critical 
morning period. This was associated with a prolonged reduction in ozone pollution 
and signifcantly lower rates of childhood asthma events [40]. 

to employ in development along a high-volume roadway where there will be a cumulative 
pollution burden. Local context is also important; some strategies herein work better in urban 
environments than in suburban or rural contexts. Drawbacks associated with some strategies 
may make them unacceptable for a specifc site. For example, while stop signs may mean 
increased emission rates at some intersections, planners may determine that they are more 
appropriate than implementing a roundabout at that particular location, for a variety of reasons. 
Also, local planners may wish to eliminate from consideration any strategy that, in the local 
context, would increase VMT and therefore overall emissions. If such factors are considered as 
part of a detailed planning process, such as the development of a specifc plan, a project-specifc 
or parcel-specifc analysis may be avoided. 

When strategies are incorporated into large-scale policy documents, such as jurisdiction-wide 
general plans that direct planning processes for new developments, a menu of strategies and 
language about the usefulness of site-specifc analysis to assist in choosing the right strategies 
for specifc projects may be appropriate, since not all strategies are necessary or appropriate in 
all cases. 
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Changing vehicle feets and impacts on air quality 
California’s vehicle feets and freight system are becoming cleaner, and this trend will continue 
into the future, given existing and forthcoming policies and transformations underway in the 
automobile market. ARB programs, like those previously noted in the section “State programs to 
improve air quality and reduce exposure to traffc emissions” (page 9), are helping to usher in this 
transition. This fact should be considered in local decision-making, particularly when long-term, 
durable strategies are being considered, such as urban design changes or standards. 

However, while transitioning to ZEVs eliminates tailpipe emissions, it does not eliminate all 
traffc emissions. Non-tailpipe particulate matter emissions—like road dust, tire wear, and brake 
wear—currently account for more than 90 percent of PM10 and 85 percent of PM2.5 emissions 
from traffc. Both epidemiological and toxicological studies show an association between these 
pollutants and cardiovascular and pulmonary effects [41]. In a review of published literature 
examining how the transition to EVs may effect PM10 and PM2.5 emissions, researchers 
confrmed a positive relationship between vehicle weights and non-exhaust PM emission factors, 
and also found that ZEVs are, on average 24 percent heavier than equivalent internal combustion 
engine vehicles (ICEVs) [42]. This makes PM10 emissions from ZEVs roughly equivalent to PM10 
emissions from modern ICEVs. PM2.5 emissions from ZEVs are about 1-3 percent less than PM2.5 
emissions from conventional cars. This study concludes that, absent efforts to reduce vehicle 
weights and otherwise mitigate PM emissions, PM10 and PM2.5 levels could remain steady with 
the EV transition. 

Furthermore, ZEVs do not eliminate upstream emissions from non-renewable energy sources or 
sources linked to their manufacture and production [10]. Using a life cycle approach, some studies 
have found a modest increase in emissions associated with ZEV production compared to the 
production of ICEVs [43, 44]. Other studies emphasize the importance of the energy sources used 
to produce the electricity for ZEVs. They demonstrate that, in some cases, carbon-intense grid 
mixes can actually translate to greater per-mile CO2 equivalent emissions from ZEVs relative to 
conventional cars [44-46]. 

On-roadway exposure to traffc emissions 
Exposure to vehicle emissions also occurs when people use the roadways, whether or not they 
live or work near them, and past studies show that on-road pollution concentrations can far 
exceed ambient concentrations. On-road ultrafne particulate matter (UFP) concentrations, for 
example, typically range from 10,000 to 500,000 particles/cm3, which is 1-2 orders of magnitude 
greater than typical ambient levels [15]. These high on-road concentrations mean that people 
may experience a large proportion of their total daily UFP exposure while driving, depending 
on where and how long they drive. Based on data from Los Angeles, Fruin et al. [47] found that 
36 percent of total daily exposure to ultrafne particulate matter (UFP) resulted from drive time 
even though only 6 percent of the day (~90 minutes) is spent driving on these roadways by 
the average Californian. These exposures can be reduced three ways: (1) by reducing on-road 
concentrations and (2) by reducing time spent driving on roadways, and (3) via in-vehicle air 
fltration. Reducing time spent driving is an important point for planners to consider, since it is 
crucial that they avoid making land use decisions that would result in longer commutes. In other 
words, planners should avoid new development farther from key destinations because this could 
induce longer vehicle trips and thus increased on-roadway exposure. 

Users of this document should also be aware that it is possible that some of the exposure 
reduction strategies herein—specifcally solid barriers and vegetation—could have the effect 
of increasing on-road pollution concentrations, but study results are mixed [48, 49]. Some feld 
studies that have found increased on-road concentrations attribute this to the possibility that 
barriers block air fow across the roadway that would, in the absence of a barrier, carry pollution 
off the roadway. When meteorological conditions and windspeed and direction create the 
conditions for the entrapment of on-road pollution, some modeling studies also demonstrate this 
phenomenon. Hagler et al. found that on-road pollution concentrations may increase as barriers 
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grow taller, too [50]. On the other hand, there is also research that contradicts these results. In 
feld studies in Phoenix, AZ, Bauldauf et al. found that concentrations on the highway upwind 
of the barrier were similar to those measured in the absence of the barrier [51]. These studies 
suggest that it is very important for planners and others to consider local meteorology when 
deciding if and how to design certain exposure reduction strategies, which is consistent with the 
abovementioned overarching consideration regarding the use of site-specifc information when it 
is available and when issues like elevated on-road pollution concentrations are a relevant concern. 

While on-road pollution concentrations are concerning, it is also worth noting that many new 
passenger vehicles are equipped with on-board air fltration that helps to remove particles 
from the air breathed by the people traveling in the cabin of the car. Xu et al. found that typical 
commercially available flters exhibit a range of particle removal effciencies (up to 60 percent), 
and some thicker flters are even more effective [52]. A study by Zhu et al. found that maximum 
in-cabin protection from UFPs (approximately an 85 percent reduction in UFP concentration) 
could be achieved when the in-cabin fan and recirculation settings were on [15]. There are many 
variables that infuence flter effcacy, however, including age, maintenance, and driver behavior 
when it comes to operating their vehicles. When old flters are not replaced or when windows are 
open while traveling on roadways, for example, exposure concentrations may be very high [15]. 

Translating research into practice 
Putting research into practice can be challenging since research studies often seek to address 
narrowly defned questions and control for factors that are commonly observed in the real world. 
For this reason, research fndings may not always be entirely refective of real world conditions, 
so users of this Technical Advisory should consider how the research applies to the specifc 
context being considered. 

Additionally, even when research is based on data collected in the real-world, the data may be 
several years old by the time that researchers are able to digest, analyze, and summarize fndings 
and conclusions. For this reason, it may be necessary for planners and the users of this document 
to consider how changes in the local context may have affected the variables that researchers 
considered in their analyses. For example, improvements in vehicle technology and controls 
for diesel emissions from trucks may mean that concentrations of some pollutants are lower 
today than they were when the data were collected. However, ARB cautions against making 
assumptions about how health outcomes may be affected by these changes, since health effects 
are related to a suite of variables, not just emission rates and pollution concentrations. 
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Ongoing research and other resources 
New studies are currently underway and results are constantly emerging from the literature. 
Appendix A, “Strategies not meeting ARB’s criteria at this time” (page 42), includes exposure 
reduction strategies that did not meet all three ARB’s following criteria required for inclusion: 
(1) consistent fndings from multiple studies, (2) evidence of signifcantly effective exposure 
reduction, and (3) diversity in the study methods used. 

In the years to come, these strategies may emerge as promising exposure reduction strategies as 
a result of additional investigation or updated techniques for more successful implementation. 

ARB collaborated with many partner agencies and organizations to produce this Technical 
Advisory, and in the process, learned of many additional resources that stakeholders will fnd 
useful, including the following: 

• The United States Environmental Protection Agency (U.S. EPA) sponsors research 
related to near-roadway air pollution exposure, and as such, recently published 
a report outlining strategies for reducing exposure at schools. Many of the 
strategies found in the U.S. EPA document, titled “Best Practices for Reducing 
Near-Road Air Pollution Exposure at Schools” complement strategies found in 
this Technical Advisory. To access the U.S. EPA report, visit: https://www.epa.gov/ 
schools/best-practices-reducing-near-road-air-pollution-exposure-schools. 

• The Bay Area Air Quality Management District (BAAQMD) provides tools, guidance, and 
information to promote “healthy infll development” from an air quality perspective. 
The guidance is also intended to encourage Bay Area local governments to consider 
and address local air quality issues in the planning and development stages. In 2016, 
BAAQMD published “Planning Healthy Places,” which provides recommended best 
practices for reducing emissions from and exposure to local air pollution sources. 
BAAQMD’s guidebook is accompanied by an interactive web-based mapping tool 
that illustrates where best practices are recommended and where “further study” is 
recommended to assess the local concentrations of TACs and fne PM, and therefore the 
health risks from air pollution” (pg. 12). To access BAAQMD’s document and interactive 
map, visit: http://www.baaqmd.gov/plans-and-climate/planning-healthy-places. 

ARB encourages users of this Technical Advisory to consult with local air quality experts as they 
weigh the options presented in this document. Air districts, like BAAQMD may also have useful 
localized information to aid in the decision-making process. Finally, given the evolving nature 
of the science, ARB will continue to update documents and websites with the most current 
information, which can be found at: https://www.arb.ca.gov/ch/landuse.htm. 

https://www.epa.gov/schools/best-practices-reducing-near-road-air-pollution-exposure-schools
https://www.epa.gov/schools/best-practices-reducing-near-road-air-pollution-exposure-schools
http://www.baaqmd.gov/plans-and-climate/planning-healthy-places
https://www.arb.ca.gov/ch/landuse.htm
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Detailed Description of Strategies 
to Reduce Air Pollution Exposure 
Near High-Volume Roadways 

This section details strategies to reduce air pollution exposure near high-volume roadways 
identifed by ARB staff from academic literature and ARB-funded research. These strategies are 
organized into three categories: 

1. Strategies that reduce traffc emissions, 

2. Strategies that increase dispersion of traffc pollution, and 

3. Strategies that remove pollution from the air . 

Each strategy presented below includes a description of relevant research fndings as well 
as a summary of the “appropriate context & other considerations” that planners and policy 
makers should be take into account as they make decisions about which exposure reduction 
strategies they might include in policy-level documents or on a case-by-case basis. The “other 
considerations” portion for each strategy also includes a discussion of potential co-benefts and 
drawbacks. 

Strategies that reduce traffc emissions 

1: Speed reduction mechanisms, including roundabouts 

FINDING: Vehicle speed reduction mechanisms change the design and operating speed of 
the road by altering the physical characteristics of the road. These features can reduce stop-
and-go driving and hard accelerations and thereby reduce emissions rates. Some of these 
features, like the roundabout intersection, can be used as an alternative to stop-controlled 
and signalized intersections. Studies show that roundabouts can reduce localized pollutant 
concentrations compared to intersections with stop and signal control by 20 percent or more 
(depending on context and site-specifc conditions). 

APPROPRIATE CONTEXT & OTHER CONSIDERATIONS: Transportation planners and 
engineers should carefully consider the potential direct and indirect effects of implementing 
speed reduction mechanisms to determine if they will reduce vehicle emissions and other 
impacts to the environment as well as to traveler safety and delay. When guidance is needed 
to estimate emissions and air quality-related effects, planners and engineers may consult 
with MPOs or traffc modeling experts. 

Street, highway, and freeway ramp intersections have been found to be pollution hot spots. This 
is mainly due to frequent deceleration and acceleration and the increased frequency and duration 
of idling at intersections. As a result, intersection alternatives that reduce the frequency of stops, 
acceleration, and idling can generally beneft air quality at and around intersections. 

Speed reductions mechanisms, such as roundabouts, can be implemented to smooth traffc 
fow. Roundabouts can be used in lieu of stop signs or signal controls in order to decrease 
hard accelerations and decelerations and encourage driving speeds that fall within the optimal 
range for minimizing emissions rates and fuel consumption. A roundabout is an example of an 

20 



21 Technical Advisory: Strategies to Reduce Air Pollution Exposure Near High-Volume Roadways

 

 
 

intersection-specifc speed reduction mechanism that can be implemented to reduce pollution 
concentrations, and produce other transportation system benefts. 

Roundabouts 

Several studies have found that roundabouts generate substantially less air pollution from 
vehicles than stop-controlled intersections. Ahn and Rakha [53] found that roundabouts reduce 
emissions of hydrocarbons (HC), carbon monoxide (CO), nitrogen oxide (NOX), and carbon dioxide 
(CO2) by 75, 86, 79, and 69 percent respectively, compared to stop-controlled intersections. Figure 
4 shows how emissions levels changed compared to a no-control scenario and illustrates how 
roundabouts and speed humps—another speed reduction measure—compare to a two-way stop 
controlled intersection (with stop signs on the minor leg approaches). These data were produced 
using a mathematical model that estimates emission rates using second-by-second speed 
and acceleration measurements collected by researchers at a specifc intersection located in 
Arlington, VA. 

Figure 4: Relative increases in emissions for various intersection treatments (compared to no 
treatment) as measured at an experimental site in Arlington, VA. Image derived from: Ahn and 
Rakha 2009. 
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Höglund [54] found when a traffc signal intersection was changed to a roundabout, the HC 
emission per vehicle per kilometer travelled decreased by 36 percent. Várhelyi [55] used the “car-
following” method and showed that replacing a signalized junction with a roundabout decreased 
CO emissions from vehicles by 29 percent, NOX emissions by 21 percent, and fuel consumption 
by 28 percent. Mandavilli et al. [56] found a statistically signifcant decrease in the emissions from 
vehicles when a modern roundabout replaced a stop-controlled intersection for six sites with 
different traffc volumes. In particular, the reductions were 21-42 percent for CO, 16-59 percent for 
CO2, 20-48 percent for NOX and 17-65 percent for HC. 
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While the research literature shows mostly positive performance results for roundabouts from 
the emissions and air pollution perspective, some studies illuminate their limitations. Ahn et 
al. [57] fnd that, at the intersection of a high-speed road with a low-speed road, an isolated 



Technical Advisory: Strategies to Reduce Air Pollution Exposure Near High-Volume Roadways

 

 

 

 

 

 

 

 

 

 

 
 

roundabout does not necessarily reduce vehicle fuel consumption and emissions compared 
with other forms of intersection control (stop sign and traffc signal control). In fact, the case 
study found that the roundabout in this context results in a signifcant increase in vehicle fuel 
consumption and emission levels compared with a two-way stop. The researchers attribute this 
fnding to the fact that, as demand increases, traffc at the roundabout experiences a substantial 
increase in geometric delay (the increase in travel time as vehicles must navigate the roundabout 
more slowly) in comparison with the use of signal control. 

Appropriate context & other considerations 

It is important that speed reduction mechanisms and roundabouts be evaluated with site-specifc 
conditions and context in mind in order to ensure that these road design elements achieve 
sought-after emissions reductions and other benefts. Many resources are available to assist with 
the selection, planning, and design of speed reduction mechanisms and roundabouts, including 
(but not limited to) the following: 

• FHWA Roundabout Website: http://safety.fhwa.dot.gov/intersection/roundabouts/ 

• Roundabouts: An Informational Guide, Second Edition (NCHRP Report 672): 

• http://onlinepubs.trb.org/onlinepubs/nchrp/nchrp_rpt_672.pdf 

• National Association of City Transportation Offcials Urban Street Design Guide: http:// 
nacto.org/publication/urban-street-design-guide/design-controls/design-speed/ 

• AASHTO’s Strategic Highway Safety Plan: http://safety. 
transportation.org/htmlguides/speeding/section01.htm 

• FHWA Roundabout Outreach and Education Toolbox: http://safety. 
fhwa.dot.gov/intersection/roundabouts/roundabouttoolbox/ 

Depending on site-specifc conditions, speed reduction mechanisms can result in improved 
safety; specifcally, fewer fatal crashes and less serious injuries when crashes occur. The FHWA 
Offce of Safety identifed roundabouts as a Proven Safety Countermeasure because of their 
ability to substantially reduce the types of crashes that result in injury or loss of life. Roundabouts 
reduce vehicle speed and the number of confict points at the intersection, which provides safety 
benefts for vehicles, pedestrians, and bicycles. Single lane roundabouts produce the lowest 
vehicle speeds and fewest number of confict points compared to multi-lane roundabouts and 
traditional signal and stop-controlled intersections. The FHWA document, “Roundabouts: An 
Information Guide,”21 states, “While overall [and especially severe] crash frequencies have been 
reduced, the crash reductions are most pronounced for motor vehicles, less pronounced for 
pedestrians, and equivocal for bicyclists, depending on the study and bicycle design treatments” 
[58-60]. 

While roundabouts are not expected to reduce vehicle emissions at all intersections (refer to 
above mentioned case study by Ahn et al.), [57] roundabouts have been proven to be effective at 
freeway interchange ramp terminals. FHWA guidance indicates that roundabouts can help create 
a transition area that moves traffc from a high-speed to a lower-speed environment. 

Regarding design and engineering requirements for roundabouts, Caltrans and FHWA provide 
guidance to help local planners and engineers, including the following: 

• The California Manual of Uniform Traffc Control Devices (MUTCD) provides standard 
guidance on roundabouts as an alternative to traffc signal control; see Part 4, Chapter 
4C, Section 4C.01 Studies and Factors for Justifying Traffc Control Signals.22 

• The Caltrans Intersection Control Evaluation (ICE) Policy Directive (TOPD13-02) and 
website provide direction and guidance on the evaluation of highway project proposals 
that create new, and expand or modify existing, intersections and interchanges. Caltrans 
established ICE to ensure the objective consideration, evaluation, and comparison 

21 https://www.fhwa.dot.gov/publications/research/safety/00067/index.cfm 
22 http://www.dot.ca.gov/traffcops/camutcd/ 

22 

http://safety.fhwa.dot.gov/intersection/roundabouts/
http://onlinepubs.trb.org/onlinepubs/nchrp/nchrp_rpt_672.pdf
http://nacto.org/publication/urban-street-design-guide/design-controls/design-speed/
http://nacto.org/publication/urban-street-design-guide/design-controls/design-speed/
http://safety.transportation.org/htmlguides/speeding/section01.htm
http://safety.transportation.org/htmlguides/speeding/section01.htm
http://safety.fhwa.dot.gov/intersection/roundabouts/roundabouttoolbox/
http://safety.fhwa.dot.gov/intersection/roundabouts/roundabouttoolbox/
https://www.fhwa.dot.gov/publications/research/safety/00067/index.cfm
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of roundabouts with traditional and other innovative intersection solutions.23 

In all cases, roundabouts should be designed to satisfy the engineering principles outlined in 
the FHWA Informational Guide on Roundabouts, published as NCHRP Report 672.24 This will 
generally produce the range of vehicle speeds that are capable of reducing vehicle emissions 
and the potential for crashes (as described above). Local and other agencies responsible for 
the operation of streets and highways are advised to employ qualifed traffc analysts and 
engineers to evaluate, design and oversee their frst roundabouts. Roundabout implementation 
in some communities may require consultation with local agencies that may be affected by 
these intersections, including (but not limited to) operators of transit, waste disposal, delivery, 
and emergency response vehicles. Planners should also consult with their local air quality 
management district to see if it provides additional recommendations for this type of strategy. 

It is advisable to establish an education campaign for communities that are planning to construct 
roundabout intersections for the frst time to accelerate understanding and acceptance of 
roundabouts in communities that do not yet have a modern roundabout intersection. This can 
inform travelers and others who will be affected by a roundabout of other advantages and 
co-benefts attributed to roundabouts (e.g., roundabouts can improve aesthetics and reduce 
operating & maintenance costs compared to signalized intersections). 

2: Traffc signal management 

FINDING: Traffc signal management systems can reduce stop-and-go driving and vehicle 
idling, resulting in reduced localized pollutant concentrations of up to 50 percent compared 
to corridors that do not implement these systems. Studies show that site-specifc conditions 
dictate the magnitude of reductions. 

APPROPRIATE CONTEXT & OTHER CONSIDERATIONS: Many different types of signal 
management are available, and planners should identify what is best for air quality, 
vulnerable road user safety, and transit and active mode throughput and comfort. 

Traffc lights are widely used at intersections to reduce traffc speed, avoid traffc accidents 
and crashes, and improve safety for road users. However traffc lights can also increase idling, 
deceleration, and acceleration of vehicles, and therefore increase air pollutant emissions from 
vehicles. Coelho et al. [61] found the presence of traffc signals can increase CO, NO, and HC 
emissions from vehicles by about 15 percent, 10 percent, and 40 percent, respectively. Different 
traffc signal schemes may have different impacts on vehicle emissions [62]. Signal strategies that 
prioritize enforcement of the speed limit may result in more stops for all traffc, and therefore lead 
to higher emissions from vehicles. Signal strategies that are more tolerant on speed enforcement 
may achieve lower emissions. 

Traffc signal coordination has been found to be a potentially effective strategy to reduce vehicle 
emissions by several modeling studies. Rakha et al. [63] found a well-timed green wave (all 
vehicles only need to stop at the frst traffc signal along a road section) can reduce the emissions 
of HC, CO, and NOX from vehicles by 50 percent, compared with extreme cases of all vehicles 
having to stop at all signals. De Coensel et al. [64] simulated vehicle emissions for an urban 
arterial road with a speed limit of 50 kph, and fve consecutive traffc signals spaced at a distance 
of 200 m from each other. This study found that the introduction of a green wave could reduce 
the emissions of CO2, NOX, and PM10 by 10-40 percent. The largest reduction of vehicle emissions 
may be achieved when traffc intensities are close to road capacity and the green split (the ratio 
between the amount of green light time and the traffc light cycle time) is high. The introduction 
23 http://www.dot.ca.gov/traffcops/ice.html 
24 http://onlinepubs.trb.org/onlinepubs/nchrp/nchrp_rpt_672.pdf 
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of a green wave also reduced noise levels near traffc signals; however, noise levels between 
intersections increased. A study in China showed that, by increasing the green split of the major 
direction by 5 percent, the emissions of CO, HC, and NOX of different vehicle categories decreased 
in the range of 2.6-14.6 percent [65]. 

Positive environmental impacts of traffc signal coordination have also been confrmed in 
measurement studies. Unal et al. [66] performed on-board air pollutant emission measurements 
along two signalized arterial roads in North Carolina and found that, depending on the type of 
vehicles and the level of congestion, the implementation of traffc signal coordination reduced 
the HC, NO, and CO emissions per unit of distance by 10-20 percent. Similarly, Zhang et al. [67] 
measured the NOX, HC, and CO emissions from a single vehicle driven on two roads that were 
similar except one had coordinated traffc signals. The results showed that the emissions of HC 
and CO per kilometer travelled decreased 50 percent and 30 percent, respectively, along the road 
with coordinated signals, but the emission of NOX per kilometer travelled was 10 percent higher. 

Appropriate context & other considerations 

It is important that planners consider site-specifc factors and consult with guidance material and 
traffc experts before deciding to implement traffc signal management strategies. The following 
resources (and others) are available to assist with the selection, planning, and design of traffc 
signal management systems: 

• FHWA Traffc Signal Timing Manual: http://ops.fhwa.dot.gov/ 
publications/fhwahop08024/fhwa_hop_08_024.pdf 

• Signal Timing Manual: Second Edition (NCHRP Report 812): 
http://onlinepubs.trb.org/onlinepubs/nchrp/nchrp_rpt_812.pdf 

When implemented with site-specifc context and other goals in mind, traffc signal management 
can improve safety and enable effcient movement of transit vehicles and bicycles. Regarding 
safety, several studies have found that coordinated signals can reduce the frequency and severity 
of automobile crashes. A feld evaluation in Scottsdale, Arizona found that coordinated traffc 
signals resulted in a crash risk reduction of 6.7 percent [68] and studies from Europe found that 
network coordinated signals were associated with a 20 percent reduction in injury accidents at 
intersections [69]. Based on data from 1,345 crashes at three arterial intersections in Indiana, Li 
and Tarko [70] used a mixed logit model to fnd that crashes and severe crashes are less likely at 
intersections with signal coordination. Finally, a study in Phoenix, Arizona assessed fve years 
of crash data (1993-1997) and found that crash rates at coordinated traffc signals were less than 
those for uncoordinated traffc signals by 14 to 43 percent. 

Coordinated signals can also be designed to more effciently move transit vehicles and 
other modes. With the technological infrastructure in place, coordinated traffc signals can 
be programmed to work in concert with transit vehicles. Recent advances in intelligent 
transportation system technology have made it possible for transit vehicles to communicate 
with signal timing infrastructure, so coordinated signals could be dynamically adjusted to allow 
more effcient movement of transit vehicles which not only makes them more attractive to transit 
riders but also reduces diesel particulate emissions from these heavy-duty vehicles. Coordinated 
signals can also be timed to accommodate cyclists and to give them a “green wave” along with 
motorists. 

It is important for planners and others to consider potential effects of traffc signal management 
strategies when deciding if and where this exposure reduction strategy may make sense. For 
example, this strategy loses effectiveness when implemented where traffc volumes on cross-
streets are comparable with those on the managed section. This will result in increased idling on 
these perpendicular sections and thus accumulating traffc emissions. 

Additionally, it is possible that coordinated signals will increase vehicle throughput and VMT on 
the road section where it is implemented, since this strategy increases the “effective” capacity of 
the roadway section. Some models have shown that increased throughput is VMT shifted from 
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elsewhere while others attribute increased VMT to new trips generated by the increased effective 
capacity. Dowling [71] analyzed the net effects of a 0.5 mile long arterial signal coordination 
project and found that, regionally, VMT is actually reduced by -0.01 percent and emissions by 
0.02-0.04 percent as a result of the project. More studies are needed to understand the broad 
and long-term impacts of traffc signal synchronizations, and local traffc engineers may have 
information that will make it possible for planners to implement this without offsetting air quality 
gains with increased vehicle use. 

Finally, pedestrian crossings are an important consideration for traffc signal management 
projects. The FHWA Traffc Signal Timing Manual indicates that the time needed to serve vehicle 
volume is usually commensurate with a reasonable amount of wait-time for pedestrian calls, but 
planners should evaluate this on a site-specifc basis to ensure that traffc signal coordination and 
the resultant timings for pedestrian crossings do not curb overall pedestrian activity. 

Planners should also consult with their local air quality management district to see if it provides 
additional recommendations for this type of strategy. 

3: Speed limit reductions on high-speed roadways (>55 mph) 

FINDING: Research studies have identifed an optimal average speed range of ~35-55 mph 
within which per-mile traffc emissions and fuel consumption are minimized. Generally, speed 
limit reductions on high-speed roadways can reduce tailpipe emission rates up to 30 percent, 
depending on the change in speed, the pollutant measured or modeled, and the roadway 
characteristics. 

APPROPRIATE CONTEXT & OTHER CONSIDERATIONS: Speed limit reductions are 
appropriate on roadways where speed limit and design speeds exceed 55 mph. 

Studies show that high speeds encountered on highways require high power output from 
vehicles, and this is associated with increased per-vehicle tailpipe emissions rates. Several 
studies have evaluated the role that speed limits play in vehicle speeds and air quality. Keller 
et al. [72] conducted a modeling simulation to investigate the emission impact of lowering the 
maximum speed limit on Swiss motorways from 120 to 80 kph (75 to 50 mph). The models 
predicted current total NOX release from road traffc would decrease around 4 percent, peak 
ozone levels may decrease by less than 1 percent, and no signifcant change in emissions of 
VOCs. Similarly, Gonçalves et al. [73] simulated the effects on vehicle emissions of the 80 kph (50 
mph) speed restriction planned for the Barcelona Metropolitan area, and found the reductions 
on NO2, NO2, and PM10 levels on the affected roads reached up to 5.7 percent, 5.3 percent, and 
3.0 percent on 24-h average concentration, respectively. Field measurements also confrmed 
the reductions of traffc-related air pollutant levels with lower speed limits. A Netherlands study 
monitored the changes of traffc related air pollutant levels in the direct vicinity of a highway 
after lowering the maximum speed limit from 100 to 80 kph (62 to 50 mph) [74]. This study found 
the adjusted traffc contribution to air pollutant concentrations in the vicinity of the intervention 
site signifcantly decreased by 27 percent, 11 percent, and 21 percent, for PM10, PM2.5, and black 
smoke, respectively. 

Additionally, studies indicate that higher vehicle speeds are also associated with increased non-
tailpipe emissions, including higher rates of tire wear and associated PM emissions and greater 
resuspension of road dust [75, 76]. Related to tire wear, researchers have measured increased 
PM emissions with increasing vehicle speed and have hypothesized that, as tire temperature 
increases with faster speeds, tires break down more readily [77]. Studies also show that more 
road dust tends to be re-suspended into the air when vehicles travel faster [76]; Kuhns et al. found 
that road dust emissions increase exponentially with increasing vehicle speeds [78]. 

https://0.02-0.04
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Appropriate context & other considerations 

Planners should consider the direct and indirect effects—including benefts and drawbacks— 
involved in reducing posted speed limits on high-speed roadways to less than 55 mph. Planners 
should also consult with their local air quality management district to see if it provides additional 
recommendations for this type of strategy. 

Higher vehicle speeds are associated with increased risk of severe crashes and injury or death 
when crashes occur [79, 80]. Thus, reducing speed limits to 55 mph or less on freeways could 
result in safety benefts for roadway users. This assumes, however, that drivers respond to speed 
limit reductions. In actuality, changing the speed limit does not necessarily translate to a change 
in vehicle speed, as the majority of drivers drive at speeds at which they feel comfortable. This 
means that speed limit reductions may need to be implemented in conjunction with additional 
enforcement in order to ensure that drivers adhere to new speed limits. Enforcement can be 
implemented via police, radar, camera, or aircraft, but this comes with associated costs. 

Research also indicates that the ratio of in-cabin to on-roadway pollution concentration ratios— 
or I/O ratios—increase with increasing vehicle speed because faster driving speed creates a larger 
pressure differential between the in-cabin and outside air. This causes more air exchange into the 
cabin from outside, and therefore exposes the people traveling in the cabin to higher pollution 
concentrations [81]. Xu et al. measured in-cabin I/O ratios for UFP and found that the largest UFP 
penetration factor and the largest I/O ratios were measured at the fasted driving speeds [52]. 
Thus, reducing in-cabin exposure to traffc related pollution may be a co-beneft of reducing 
speed limits for near-roadway exposure reduction purposes. 

Strategies that increase dispersion of traffc pollution 
To date, several studies and literature reviews have evaluated how urban design in the built 
environment infuences air pollutant levels in streetscapes [82-92]. While the majority of these 
are modeling studies conducted to understand air fow and pollutant dispersion in urban 
street canyons, they also show that urban design characteristics—including building geometry, 
architectural design, street canyon dimensions, and building siting—are important parameters 
that infuence pollutant dispersion, concentration, and exposure [82, 86]. Also, a select few have 
identifed urban design guidelines to reduce pollutant exposure [91, 93-95]. 

4: Design that promotes air fow and pollutant dispersion along street corridors 

FINDING: The physical layout of urban streetscapes infuences air fow and pollution 
movement. Research studies show that street corridors characterized by buildings with 
varying shapes and heights, building articulations (street frontage design elements like edges 
and corners that help break up building mass), and spaces that encourage air fow (e.g., parks) 
beneft from better pollutant dispersion and air quality. For example, buildings of varying 
heights can result in signifcant increases in turbulence (e.g., up to doubling), and adding bike 
lanes and sidewalks not only reduces car traffc, but also creates space for more dispersion 
(up to a 45 percent reduction in particulate concentrations). 

APPROPRIATE CONTEXT & OTHER CONSIDERATIONS: Wider sidewalks, bicycle lanes, 
dedicated transit lanes, and other features that beneft alternative modes of transportation 
can also create space for better air fow and pollutant dispersion along with increasing active 
transportation and mode shift. This strategy should be considered in the context of the 
overall need to increase development density. 
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Research shows that the physical layout of urban streetscapes infuences how air fows and 
pollutants move, and thus, planners can use this to their advantage to design buildings and 
streets to facilitate pollution dispersion [83, 84, 96, 97]. Key variables that planners can consider 
include the size, shape, and location of building and streets. This section outlines fndings from 
modeling studies (e.g., wind tunnel simulations, computational fuid dynamics modeling, etc.) 
and feld and measurement studies that shed light on the infuence of these variables. 

Many studies focus on evaluating pollutant behavior in “urban street canyons” characterized 
by narrow streetscapes continuously lined with buildings because they often experience “hot 
spots” of gaseous and particulate pollutants due to high levels of vehicular traffc and reduced 
ventilation fow created by the street canyon confgurations themselves [98, 99]. In California, 
there are very few cities with traditional urban street canyons, and as such, concerns about 
pollution hot spots that have been raised in other cities—like Hong Kong and Manhattan—may 
not be relevant for current California cities. Nevertheless, the studies discussed herein can inform 
design choices that reduce pollutant exposures by maintaining or increasing ventilation and air 
fow as California’s cities continue to grow and develop. 

Developing uniform characterizations of pollutant dispersion and concentration in urban street 
canyons is challenging because differences in canyon geometry, traffc intensity and feet mix, 
and local meteorological conditions translate to an almost infnite set of combinations and air 
quality outcomes [82, 89, 100]. While arriving at rigid guidelines for altering urban design to 
reduce air pollution is extremely diffcult given this complexity, researchers have endeavored to 
identify various critical confgurations to avoid when concerned about pollution concentrations 
[84, 100, 101]. These recommendations align with fndings from studies that model the fow of 
pollutants through urban areas. 

Numerous studies have investigated the close link between air vortex circulations that develop 
within the canyons and pollutant dispersion. Modeled and measured research confrms that when 
roof-level wind fows perpendicular to the street, a vortex circulation develops, resulting in much 
higher pollution levels on the downwind side of the street canyon [82, 87, 100, 102-108]. These 
circulation vortices are also infuenced by street canyon geometry, and one variable used to 
measure this geometry is called the “aspect ratio” [89]. In canyon fow studies, the aspect ratio— 
the ratio of the building height to the width between buildings—is generally accepted as the key 
factor determining wind fow characteristics [83, 85, 93, 109]. Research shows that aspect ratios 
that describe canyons that are wider relative to their height promote better pollutant dispersion 
because they provide more space for ventilation fow to reach the street level [84, 100, 110-113]. 
This is not to say that tall buildings necessarily promote blockage, however. Using dispersion 
modeling validated against measurements from wind tunnels, Chan et al. [100] found that—with 
a fxed reference speed and fxed building height—as the street width is increased, pollutant 
concentrations decrease on both the upwind and downwind sides of the street. As long as the 
canyon aspect ratio creates a turbulence pattern that falls between stagnation fow and leeward 
blockage, ventilation will be promoted [84]. Figure 5 below demonstrates this concept by showing 
how pollution concentrations change with varying height-to-width ratios (h/w). 
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Figure 5: There are three air fow regimes in urban areas that are denoted in the fgure: 
isolated roughness fow (generally more ventilation), wake interference fow (some 
ventilation), and skimming fow (little to no ventilation). The fgure demonstrates that street 
canyons with higher height-to-width ratios tend to have higher pollutant concentration. To 
avoid this, ARB suggests that street canyons have space for better ventilation and/or 
implement strategies to reduce emissions produced. Image: Chan et al. 2001. 
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Studies also show that open space can increase ventilation over the city fabric [91, 114, 115]. Kaur 
et al. [114] found that particulate concentrations are two times higher at intersections surrounded 
by buildings compared to intersections adjacent to open space. Hess et al. [115] examined 
pollutant concentrations inside and outside seven bus stop locations in Buffalo, New York and 
found that the presence of undeveloped areas without vehicle access on both sides of the bus 
shelter or without a building on one side provide statistically signifcant reductions compared to a 
bus stop site with buildings on both sides of the street. 

In addition to canyon geometry, building variables—including height, width, and roof shape— 
also infuence air fow and pollutant dispersion. Some studies fnd that building uniformity (e.g., 
height and breadth) decreases air fow [83, 84, 89], and others fnd that gaps between adjacent 
buildings facilitate air fow and ventilation [116-118]. Roof shape and height can also infuence 
air fow [30, 106, 119, 120]. Xie et al. used both 2D and 3D modeling to simulate the effects of 
different roof shapes and building geometries on vehicle emissions dispersion [106]. They found 
that different roof shapes lead to different circulation vortices and thereby infuence air quality in 
the urban canyon. Huang found similar results when investigating the impact of wedge-shaped 
roofs on pollutant dispersion [30]. 

Boarnet et al. studied the effect of both canyon geometry and building characteristics on 
pollutant concentrations in fve cities in Southern California [111]. The researchers measured 
PM2.5 concentrations near arterials in fve cities that exhibit different development patterns, 
ranging from low-density auto-oriented development to dense urban areas with mid- and high-
rise buildings. A regression analysis of the measurements indicated that—after accounting 
for meteorology, time of day, and location—higher concentrations were associated with lower 
wind speeds, higher temperatures, higher adjacent passenger vehicle traffc, higher ambient 
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concentrations, and street canyons with buildings over fve stories. 

While there is a large body of research that explores the interaction between building and street 
design and air fow, only a few studies quantify the pollution reduction. Chan et al. applied the 
urban form guidelines they developed through their modeling efforts to a hypothetical situation 
and modeled the effect of these building confguration modifcations in a small district in Hong 
Kong [83]. These modifcations included (1) altering the relative building heights—including 
by adding height to some buildings—to create differential heights and (2) altering the building 
breadth ratio. The modeled pollution levels dropped by 40 percent and 30 percent, respectively. 

Acero et al. used dispersion models to calcuate NO2 concentrations associated with three 
different urban design features—a park with trees, an open space with obstacles, and a building— 
in the medium-sized town of Durango, Spain [121]. The study found that removing the park with 
trees to leave an open space reduced NO2 concentrations on the eastern part of the street by 
about 6.1 percent. On the other hand, the presence of a 16 meter (52 foot) building instead of 
trees created a recirculation vortex. This dispersed local traffc pollutants to the western side of 
the street, close to the new building, with the wind direction infuencing the spatial variation of 
pollutants. This study illustrates the importance of local wind direction and orientation to the 
dispersion of polluants. 

Schulte et al. [113] developed and evaluated a semi-empirical dispersion model to estimate 
surface concentrations of NO and NO2. This was accomplished using empirically collected 
data from street canyons in Hanover, Germany to evaluate dispersion models and identify 
the variables that best describe the observed data. The researchers concluded that the ratio 
of effective building height to street width governs the dispersion of vehicle emissions. The 
researchers also presented three possible methods for mitigating street-level pedestrian 
exposure to vehicle emissions: (1) limiting vehicle traffc within streets with large aspect ratios 
when there is high pedestrian traffc, (2) limiting the street aspect ratio based on expected 
pedestrian exposure, and (3) in new developments, or where such design can be implemented, 
separate pedestrian and heavy vehicle traffc into different streets. 

Appropriate context & other considerations 

The research literature demonstrates that design that promotes air fow and pollutant 
dispersion along street corridors can take many forms. Implementing complete streets design 
concepts—which are characterized by wider sidewalks, bike routes or paths, and transit lanes or 
infrastructure—is an option that both facilitates air fow and encourages active transportation 
and alternative modes. Complete streets designs also have the potential to reduce VMT and 
therefore emissions along a corridor, particularly when vehicle lanes are converted to provide the 
infrastructure for alternative modes. 

A recent ARB study that compared existing complete streets and “incomplete streets (streets that 
did not exhibit the characteristics of complete streets) found that the former may be positively 
associated with reductions in UFP, lower vehicle traffc volume, and more pedestrians and 
cyclists [122]. The research concluded, however, that these outcomes are not always a given 
with complete streets; context and design play an important role in infuencing the direction and 
magnitude of the benefts. The researchers recommend prioritizing construction of complete 
streets in downtowns, business areas, and locations that create a contiguous network of bike, 
pedestrian, and transit infrastructure. 

Other valuable sources of information on how to maximize the desired benefts of complete 
streets implementation are available from the National Association of City Transportation 
Offcials (NACTO). Several NACTO publications provide guidance on how to design urban 
streets, transit streets, and urban bikeways, and include case study examples.25 Planners should 
also consult with their local air quality management district to see if it provides additional 
recommendations for this type of strategy. 

25 http://nacto.org/ 

http://nacto.org
https://examples.25
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Increasing active transportation may lead to additional health benefts that are associated with 
increased physical activity [123]. Also, complete streets can improve the street aesthetic, increase 
property values, and promote business visibility. 

The literature also shows that siting or preserving parks can also improve air quality along street 
corridors, but care should be taken when deciding what park facilities will be installed and where 
these facilities should be located. For example, playgrounds or recreation felds should be located 
away from heavily-traffcked routes to protect children and others from concentrated emissions. 

Lastly, this strategy should be considered in the context of the overarching goals to increase 
development density and infll. Planners should consider how this strategy can be used without 
spurring more dispersed development, which is associated with more vehicle travel and thus 
more emissions, which would undercut the environmental and health benefts. In some cases, it 
may be necessary to implement this strategy in specifc areas in concert with other measures that 
will ensure that broader goals are still supported. 

5: Solid barriers, such as sound walls 

FINDING: Measurement and modeling studies consistently fnd that solid barriers reduce 
near-road downwind concentrations by increasing vertical dispersion of pollutants emitted 
by vehicles. The magnitude of the reduction and its spatial extent depend on the height of the 
barrier, the width of the road, and micrometeorology. As reference, studies have consistently 
found a concentration defcit downwind of the barrier, ranging from a 10 percent to 50 
percent reduction compared to concentrations measured on or directly adjacent to high-
volume roadways. 

APPROPRIATE CONTEXT & OTHER CONSIDERATIONS: Solid barriers should only be 
considered for installation along freeways because they have the negative effect of dividing 
neighborhoods and obscuring sightlines. 

Field measurement studies generally show that solid barriers, such as sound walls, can 
effectively and signifcantly reduce near-road pollution concentrations for a variety of traffc 
air pollutants [48, 51, 124-127]. Baldauf et al. measured concentrations of NOX, PM, and air 
toxics behind a 1 km long barrier along Interstate I-440 in Raleigh, NC using a mobile platform 
and fxed sampling instruments. The study revealed that CO and PM number concentrations 
generally decreased between 15-50 percent behind the barrier [48]. Ning et al. also measured 
lower pollution concentration reductions where barriers were present along I-710 and I-5 in 
Southern California, compared to where they were not present [125]. Finally, a more recent feld 
study in Phoenix, AZ—which measured NO2, CO, UFP, and black carbon (BC) using both a mobile 
platform and fxed sites—found that pollutant concentrations behind the roadside barriers were 
signifcantly lower relative to those measured in the absence of barriers. The reductions ranged 
from 50 percent within 50 meters (~164 feet) from the barrier to about 30 percent as far as 300 
meters (984 feet) from the barrier [51]. 

Modeling and wind tunnel studies, like the feld studies mentioned above, also consistently 
fnd that barriers result in reduced concentrations beyond the barrier [50, 127-129]. Heist et al. 
conducted a wind tunnel experiment that modeled 12 confgurations with and without barriers 
and found that all with-barrier confgurations reduced the downwind ground-level concentrations 
compared to no-barrier confgurations, though the magnitude of the reduction varied depending 
on the specifc conditions [129]. Hagler et al. created a model to mimic the wind tunnel 
experiments conducted by Heist et al. and used it to observe the effect of changing variables— 
like the barrier height and wind direction—to test how near-roadway concentrations of pollutants 
might change with these different variables. The model found decreased concentrations 
downwind of the barrier and estimated that higher barriers would result in greater downwind 
reductions [50]. 
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The South Coast Air Quality Management District recently funded a study to investigate the 
effect of roadside barriers on dispersion from roadways [49, 130]. Using semi-empirical modeling 
approaches, the study found that barrier height, freeway width, and atmospheric turbulence were 
key factors determining pollutant dispersion. Results from Schulte et al. are consistent with the 
studies above that look specifcally at varying barrier heights and atmospheric stability [130]. 

Appropriate context & other considerations 

Research shows that solid barriers can be effective at reducing near-roadway pollution 
concentrations, but many other considerations should be taken into account before deciding to 
implement these as a means to reduce near-roadway pollution exposure. Local planners should 
consider consulting with highway experts at FHWA or Caltrans and referencing some of the many 
resources that are available to assist with the selection, planning, and design of solid barriers, 
including (but not limited to) the following: 

• FHWA Highway Noise Barrier Design Handbook: 
http://www.fhwa.dot.gov/environment/noise/noise_barriers/ 
design_construction/design/index.cfm 

• FHWA Guide to Visual Quality in Noise Barrier Design 
http://www.fhwa.dot.gov/environment/noise/noise_barriers/ 
design_construction/visql/index.cfm 

• FHWA Brochure, “Keeping the Noise Down: Highway Traffc Noise Barriers” 
http://www.fhwa.dot.gov/environment/noise/noise_barriers/design_construction/keepdown.pdf 

• Caltrans Highway Design Manual, Chapter 1100 Highway Traffc Noise Abatement 
http://www.dot.ca.gov/hq/oppd/hdm/pdf/english/chp1100.pdf 

• Caltrans Project Development Procedures Manual, Chapter 30 Highway Traffc 
Noise Abatement: http://www.dot.ca.gov/hq/oppd/pdpm/chap_pdf/chapt30.pdf 

Solid barriers are only appropriate for installation along freeways. When implemented in 
non-freeway settings, solid barriers can increase vehicle miles traveled, disrupt community 
connectivity, and counteract planners’ efforts to encourage walking, biking, and complete streets 
designs. 

Research shows that there are design features of solid barriers that should be avoided in order to 
maximize their effectiveness in reducing pollutant concentrations near high-volume roadways. 
For example, gaps and edges are places where pollutants can concentrate and creep around 
barriers, so gaps should be avoided and edges should occur where sensitive uses will not be 
exposed to elevated pollution levels [50]. 

Some studies indicate that barriers may result in increased on-road pollution concentrations, as 
was discussed previously under “Important overarching considerations in selecting strategies” 
that users of this Technical Advisory should take into account. This is not observed in all cases, 
but it is worth considering whether or not the site-specifc conditions will result in very high on-
road concentrations and additional exposure reduction strategies that could be implemented in 
concert to reduce them. Possibilities include other strategies that would reduce roadway volumes 
and thereby bring down the emissions rates of the roadway segment where a barrier may be 
implemented. 

Before implementing solid barriers, planners should inform nearby residents and the public to 
ensure that the community is involved in the proposal and planning of the barrier before it is 
implemented. FHWA fnds that people’s reactions to noise barriers can be mixed. In the past, 
residents that live near roadways reported that solid barriers make conversations and sleeping 
easier in their homes and that, as a result of the barrier, they are more likely to open windows 
and spend time outdoors. Others have complained that solid barriers restrict views, contribute 
to a sense of confnement, reduce circulation, and can create an eyesore if the barrier is not 
maintained or designed with aesthetics in mind. Additionally, if solid barriers disrupt existing 

http://www.fhwa.dot.gov/environment/noise/noise_barriers/design_construction/design/index.cfm
http://www.fhwa.dot.gov/environment/noise/noise_barriers/design_construction/design/index.cfm
http://www.fhwa.dot.gov/environment/noise/noise_barriers/design_construction/visql/index.cfm
http://www.fhwa.dot.gov/environment/noise/noise_barriers/design_construction/visql/index.cfm
http://www.fhwa.dot.gov/environment/noise/noise_barriers/design_construction/keepdown.pdf
http://www.dot.ca.gov/hq/oppd/hdm/pdf/english/chp1100.pdf
http://www.dot.ca.gov/hq/oppd/pdpm/chap_pdf/chapt30.pdf
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network connectivity, they could also result in an increase in vehicle miles traveled [131]. Planners 
should also consult with their local air quality management district to see if it provides additional 
recommendations for this type of strategy. 

In addition to mitigating pollution exposure, solid barriers beneft near-roadway populations by 
reducing noise from roadways or freeways. Several studies have shown an association between 
roadway noise to a variety of physical and psychological health outcomes. Because noise 
can cause stress in humans, it may be linked to a variety of stress-related diseases, including 
hypertension, anxiety, and heart disease [132]. The negative health outcomes of stress are 
particularly serious if noise causes disruption in sleep cycles [133]. One survey of residents near a 
sound wall found that most felt that sleeping conditions were improved after the barrier was built 
[134]. Solid barriers and sound walls can reduce the loudness of traffc noise by as much as 50 
percent [135]. 

6: Vegetation for pollutant dispersion 

FINDING: Studies indicate that vegetation has the potential to alter pollutant transport and 
dispersion. In some studies, specifc locations and conditions translated to air quality benefts 
(e.g., pollution concentrations of up to 20 percent on the leeward side of the tree line). It 
should be noted that most studies were conducted on the East Coast and in Europe where 
vegetation types and densities differ from what is found in California. 

APPROPRIATE CONTEXT & OTHER CONSIDERATIONS: Online tools are available to 
assist with the selection of appropriate vegetation considering allergen impacts, watering 
needs, and other factors. Maximum benefts have been shown to occur when vegetation is 
combined with solid barriers. 

Vegetation, including plants and trees, has been studied as a means of improving air quality 
by assisting in the dispersion of near-roadway pollution. Jeanjean et al. [136] modeled the 
effectiveness of trees at dispersing road traffc emissions and found that they can reduce 
ambient pollutant concentrations by increasing turbulence. Other studies have included the 
effect of urban parks and green belts. Experimental studies measured reductions of PM (and 
gases) attributable to urban parks and forests by measuring within, near and away from urban 
parks, fnding reduced levels of PM and other pollutants (NO2, SO2) within and near park areas 
[137, 138]. Similarly, strategies such as creating green belts have been used as an environmental 
management strategy and appear to be successful in reducing air pollution [139, 140]. 

An emerging area of study examines the potential air quality impact of vegetation as a barrier 
and vegetation combined with solid barriers. Brantley et al. found that black carbon on the 
leeward side of the tree line was reduced up to 22 percent compared to the BC levels measured 
on the traffc adjacent side of the tree line, indicating that trees may provide some air quality 
improvement [141]. Baldauf et al. conducted a feld study at a site in Raleigh, North Carolina that 
provided an opportunity to evaluate near-road air quality with no barriers, with a noise barrier 
only, and with a noise barrier and vegetation adjacent to the road. The study results suggested 
that the presence of mature trees (~10 m tall) in addition to the barrier lowered PM number 
concentrations beyond what was observed in the barrier-only scenario. Researchers attributed 
this additional reduction to increased turbulence and mixing created by the presence of the trees 
[48]. However, a subsequent study by Hagler et al. showed mixed results for vegetative barriers. 
UFP concentrations were sometimes higher and sometimes lower at the two vegetative barrier 
sites, which were characterized by relatively thin tree stands, one evergreen, and one deciduous 
(all sites were in central North Carolina). The researchers posit that study and site-specifc 
conditions may have infuenced these results, including the relative sparseness of the tree stands 
that acted as vegetative barriers [124]. 
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Modeling studies also support the air quality improvement potential of vegetative barriers [128, 
142, 143]. Fuller et al. [143] modeled a vegetation screen separating a freeway in Davis, California 
from a nearby elementary school. The modeling showed that—with the tree confgurations 
studied—74 percent of PM impacted a tree surface. This means that the particles did not merely 
pass by the tree, but rather impacted and may have deposited on the tree itself. The modeling 
study also found that installing multiple rows of trees maximized the potential for impaction. 
The most recent modeling study, by Tong et al., found that the greatest reduction in downwind 
particle concentration was associated with a vegetation-solid barrier combination, whereby trees 
are planted next to a solid barrier [144]. However, the modeling for this confguration also showed 
signifcant increases in on-road particle concentrations. 

A recent study has also investigated the effect of tree stands on indoor PM levels. While being 
indoors provides some protection from pollution exposure, Maher et al. [145] found that trees planted 
outside the home can provide substantial reductions in PM inside the home (>50 percent reduction). 

It is worth noting that these measurement studies take advantage of existing tree stands or 
vegetative barriers with various densities, plant species, leaf shapes, and other variables, and it is 
diffcult to isolate the variables that most strongly contribute to potential air quality improvement. 
In addition, these studies have been mostly conducted in the U.K. or on the east coast of the U.S., 
and the greatest effectiveness has been observed with extremely dense vegetative stands that 
provide a solid barrier (with no gaps, from ground-level to top of the canopy) between roadways 
and people that live or spend time in near roadway environments. 

A recent ARB-funded study examined vegetation in combination with solid barriers in California. 
At the time of the writing of this Technical Advisory, the fnal report on the study was not yet 
available, but upon fnalization, it will be published at the associated ARB Research webpage.26 

Measurements from the study show that the combination of vegetation (trees) and soundwalls 
is associated with a reduction in BC, UFP, PM2.5, and NOX concentrations, when ideal or 
perpendicular wind conditions are present. The concentration reductions vary from 4.8 percent 
to 28 percent, depending on the location and wind conditions. The study looked at many wind 
conditions outside of the simple perpendicular wind pattern and found that the soundwall/tree 
combination barrier may have little or no effect in very high wind cases and in parallel wind 
cases. A useful table summarizing conditions and measured values will appear in the fnal report. 
Additionally, the research project included the development of a model to estimate the reduction 
in pollution concentrations for combined soundwall and vegetation barriers. This model will also 
be made publicly available when this project is fnalized later in 2017. 

Appropriate context & other considerations 

While much research is still underway to assess the effectiveness of vegetative barriers and 
solid barriers plus vegetation as a means for reducing near-roadway pollution concentrations, 
the U.S. EPA has synthesized research to date into a recent publication, “Recommendations for 
Constructing Roadside Vegetation Barriers to Improve Near-Road Air Quality.”27 The document 
summarizes research fndings on the best practices for building roadside vegetative barriers to 
improve air quality, and includes examples of effective and ineffective vegetative barrier designs 
and also discussions of vegetation characteristics and how these may affect exposure reduction 
potential. Specifcally, the document emphasizes that higher and thicker vegetation results in the 
greatest downwind pollution reduction. Research has shown that pollutants can meander around 
edges and through gaps, so vegetation should be densely planted and well-maintained to prevent 
gaps created by dead or dying trees. Figure 6, from U.S. EPA’s publication provides examples 
of (a) effective barriers that have full coverage from ground to top of canopy and (b) ineffective 
vegetation barriers that may result in increased pollutant concentrations because of gaps and 
edge effects. 

26 https://www.arb.ca.gov/research/single-project.php?row_id=65195 
27 https://www.epa.gov/air-research/recommendations-constructing-roadside-vegetation-barriers-improve-near-road-

air-quality. 

https://www.arb.ca.gov/research/single-project.php?row_id=65195
https://www.epa.gov/air-research/recommendations-constructing-roadside-vegetation-barriers-improve-near-road-air-quality
https://www.epa.gov/air-research/recommendations-constructing-roadside-vegetation-barriers-improve-near-road-air-quality
https://webpage.26
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Figure 6: Examples of effective and ineffective vegetative barriers. Image: U.S. EPA 2016. 

EFFECTIVE INEFFECTIVE 

This document also highlights a variety of non-air quality related considerations that should be 
weighed when considering planting trees or vegetation to mitigate pollution near high-volumes 
roadways. One important consideration is what to install and where to install it order to minimize 
potential negative impacts, including allergen production, water need, cost, and safety hazards. 
The overarching best management practice for urban forestry is to plant a diversity of species in 
accordance with the 30/20/10 rule: no more than 30 percent of trees should be species within the 
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same family, no more than 20 percent should be from the same genus, and no more than 
10 percent should be the same species. Diversity not only reduces concentrations of allergens, 
but also protects against pests, invasive species, climate change, and severe weather. 

In February 2017, the Sacramento Metropolitan Air Quality Management District released a draft 
document, “Landscaping Guidance for Improving Air Quality near Roadways.”28 The document 
translates fndings and recommendations from the above mentioned U.S. EPA document so that 
they can be applied in the unique conditions and circumstances found in the Sacramento region. 

For tree installations, CAL FIRE and the USDA Forest Service have funded the Urban Forest 
Ecosystems Institute website, which includes a tree selection software tool called Selectree.29 

This online tool allows users to search for low allergen and drought resistant trees and to select 
for other characteristics that best ft the context of where they will be planted. To avoid over- or 
under-watering trees, “Save Our Water and Our Trees” guidance can be consulted.30 Planners 
should also consult with their local air quality management district to see if it provides additional 
recommendations for this type of strategy. 

As stated in the research summary above, wind conditions—including wind speed and direction— 
infuence the effect of adding vegetation to a solid barrier. The local meteorological conditions 
displayed in a wind rose can help planners decide how much of an air quality beneft can be 
realized from the addition of trees to a soundwall. Some communities prefer to plant low growing 
vegetation near soundwalls or near freeways out of concerns for pedestrian safety, to reduce 
shelter for vermin, and to discourage illegal camping. 

A potential co-beneft is the possibility that this action may help to mitigate the urban heat island 
effect.31 If trees or vegetation replace or are installed over non-refective, heat-absorbing surfaces, 
they can refect light that may have otherwise been converted into heat. This reduction in heat 
can have important air quality and energy use benefts, since it may translate to reductions in the 
use of electricity for air conditioning. Additionally, trees and vegetation can encourage outdoor 
activity, walking and other non-vehicle modes, and improve the street aesthetic. 

While trees and vegetation can increase pollutant dispersion and thereby improve air 
quality, some studies show that they can increase street-level pollutant levels under certain 
circumstances. The effectiveness of trees in mitigating pollution in urban street canyons depends 
on three major factors: (1) ventilation, (2) tree planting density/size of canopy, and (3) street width 
to building height ratio. In street canyons, roadside vegetation may lead to increased pollutant 
levels in the street canyon at the street level, as the presence of trees can reduce ventilation, 
effectively trapping pollutants in the canyon; this aerodynamic effect has been shown to be much 
stronger than the pollutant removal from trees [146]. Increasing tree planting density reduces 
the effect of ventilation and can result in increased pollutant concentrations under the tree 
canopy [117, 147-149]. Larger tree crowns were associated with increasing concentrations [150]. 
However, increased ventilation can mitigate these effects [117, 149]. In addition to ventilation, the 
ratio of building height to street width (h/w) also is an important variable in describing the effect 
of trees in an urban canyon. Large h/w ratios reduce the trapping effect of trees by increasing 
ventilation in the local area [147, 149]. Finally, some tree species may contribute to the worsening 
of air quality by producing VOCs that can lead to ozone formation [151]. These species should 
be avoided, and online tools and expert consultations are helpful resources for planners as they 
choose tree species for installation. 

28 http://www.airquality.org/Residents/CEQA-Land-Use-Planning/Roadway-Protocol 
29 http://ufei.calpoly.edu/index.lasso 
30 http://saveourwater.com/what-you-can-do/tips/landscaping/save-our-water-and-our-trees/ 
31 Urban air temperature is elevated compared to rural areas because of the prevalence of roofs and pavements that 

absorb heat and radiate it back into the ambient environment. 

http://www.airquality.org/Residents/CEQA-Land-Use-Planning/Roadway-Protocol
http://ufei.calpoly.edu/index.lasso
http://saveourwater.com/what-you-can-do/tips/landscaping/save-our-water-and-our-trees/
https://effect.31
https://consulted.30
https://Selectree.29
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Strategies that remove pollution from the air 

7: Indoor high effciency fltration 

FINDING: Studies show that particle fltration systems and devices, specifcally high-
effciency fltration with mechanical ventilation or portable high effciency air cleaners, can 
be highly effective for reducing indoor pollution concentrations. High effciency flters in 
ventilation systems, for example, can remove 50-99 percent of particles in the air. However, 
research shows that fltration technologies for gaseous pollutants (VOCs) are variable in their 
effectiveness; some remove certain VOCs well, but not others. 

APPROPRIATE CONTEXT & OTHER CONSIDERATIONS: Planners should be aware of current 
state and local building codes and their respective air fltration requirements, including 
requirements for amending code standards. Regular operation and maintenance is necessary 
for highest flter and ventilation effciency, and is required by regulation in commercial 
buildings. 

Reducing the entry of air pollutants into indoor environments from nearby roadways is critical 
for mitigating adverse health impacts. Research shows that both high effciency fltration in 
central ventilation systems and portable air cleaners can effectively remove particles in most 
circumstances. Depending on particle size and other factors, central ventilation systems with 
high effciency fltration remove about 50-99 percent and portable air cleaners remove about 
30-90 percent of the particles in the air. Unlike particle fltration, fltration technologies for gaseous 
pollutants can be useful in some circumstances but generally are not as effective as particle flters. 

Filter effciency is rated using several scales, the most common of which is the minimum 
effciency reporting value (MERV) rating system. A table illustrating the features and 
characteristics of MERV rated flters can be found in Appendix B. Flat, one-inch fberglass flters 
are the most commonly used flters in residential heating and air systems. They remove only a 
portion of the largest particles in the airstream that passes through the flter and are typically 
rated no higher than MERV 4. MERV 5 to MERV 8 flters are medium effciency flters that remove 
some additional types of particles such as mold spores and cat and dog dander, but they still 
do not remove the fner particles produced on roadways. MERV 9 to MERV 12 flters begin to 
remove particles in the smaller fraction of PM2.5. Higher effciency MERV 13 to MERV 16 flters 
remove a portion of the ultrafne and submicron particles emitted from vehicles. True HEPA 
(high effciency particulate arrestance) flters—equivalent to MERV 17 to MERV 20—remove 99.97 
percent to 99.999 percent of particles less than 0.3 microns (µm). HEPA flters are available for use 
in residential applications, but they are not yet in widespread use in residences. 

High effciency fltration with mechanical ventilation 

Mechanical ventilation integrated with in-duct flters removes some air pollutants when outdoor 
air passes through the flters and through deposition in the ducts. The amount of air pollutants 
removed depends on the air fow passing through the flters and the fltration effciency of 
the flters. The performance of high effciency fltration with mechanical ventilation has been 
evaluated by both feld measurements and modeling simulations for residences, schools, and 
commercial buildings. 

In residences, feld studies of high effciency fltration with mechanical ventilation have found 
that these systems can reduce air pollutants of outdoor origin by 50-98 percent [152-154]. In 
a seven-home study in northern California, Bhangar et al. [152] found that when fltration was 
active (systems turned on) at the two homes with active fltration in a mechanical system, the 
portion of indoor particles from outdoors was lower by 54 percent and 74 percent respectively, 
than when they were turned off (no fltration). In the most recent ARB-funded study in a test 
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home, Singer et al. [154] measured indoor reductions of incoming outdoor PM2.5 particles up to 
97-98 percent with MERV 16 fltration on a supply ventilation system and one central ventilation 
system confguration. MacIntosh et al. [155] measured particle removal rates of various in-duct 
flters that varied in thickness and found that, compared to a 1-inch flter, using a 5-inch MERV 
8 flter increased the PM2.5 removal rates by 4.6 times. Stephens et al. [156] used four different 
methods to estimate the particle removal effciencies of flters in the heating, ventilation, and 
air conditioning (HVAC) system of a test house, and found that all methods showed signifcantly 
higher removal effciencies for MERV 11 flters than MERV 7 or lower flters across the size range 
(0.3-10 µm) measured, by about 20-50 percent. Modeling simulations show similar results. Brown 
et al. [157] found that, compared to a MERV 1 fberglass flter, a MERV 12 or higher flter can 
effectively remove 63-76 percent more PM2.5 of outdoor origin. Using the same model as Brown 
et al., MacIntosh et al. [158] found an indoor/outdoor ratio of 0.1 for PM2.5 (a reduction of 
90 percent) for homes with a high effciency electrostatic air cleaner in the HVAC systems. This 
was signifcantly lower than the ratio of 0.35 (65 percent reduction) found in homes with a one-
inch media flter and 0.57 (43 percent reduction) for homes with natural ventilation. 

Although the MERV rating system does not specify removal effciencies for particles smaller than 
0.3 µm in diameter, a few studies have evaluated the performance of high effciency fltration on 
UFPs. In a recent study of various fltration levels and types of mechanical ventilation in a test 
home, Singer et al. found good removal of UFP, including up to 99 percent removal of incoming 
UFP from the outdoors with a MERV 16 flter on either a supply ventilation system or a central 
system [154]. The researchers also measured air fow resistance for the highest MERV flters 
tested, and found that it was not an issue; a deep pleat MERV16 flter reduced airfow by just 
2.7 percent and a 1-inch MERV13 flter reduced airfow by 4.9 percent. Stephens and Siegel [159] 
found that achieving substantial removal of UFPs in real residential environments (>50 percent 
removal effciency) requires higher effciency flters (e.g., MERV 13 or higher) than those typically 
used in homes. A feld study in a radio station surrounded by busy roads in Australia showed that 
adding a MERV 7-8 equivalent pre-flter and a MERV 14-15 equivalent flter to the HVAC system 
increased overall removal effciency for UFPs by 48 percent [160]. In a modeling study, Azimi 
et al. [161] used about 200 outdoor particle size distributions and the single-pass flter removal 
effciencies obtained from the literature to estimate the removal effciencies for UFPs of outdoor 
origin. This study found that, assuming an HVAC system operates with 100 percent outdoor air, 
the UFP removal effciencies for MERV 16 or higher flters were over 98 percent, compared to 
12 percent for MERV 7 or lower flters. 

Similar fndings on high effciency fltration with mechanical ventilation were also reported in 
schools and other commercial buildings. In a study of a single school in Utah, indoor submicron 
particle counts were reduced to just one-eighth of the outdoor levels in a building with a 
mechanical system using a MERV 8 flter, indicating substantial protection of air fltration in the 
HVAC system against exposure to outdoor submicron particles [162]. In a pilot study in three 
southern California schools, a combination of MERV 16 flters used as a replacement for the normal 
panel flter in the ventilation system and in a separate fltration unit reduced indoor levels of 
outdoor-generated black carbon, UFPs and PM2.5 by 87-96 percent [163]. Use of the MERV 16 panel 
flter alone in the HVAC system achieved average particle reductions of nearly 90 percent. Wu et al. 
[164] found that in small and medium commercial buildings, indoor/outdoor ratios of black carbon 
were lower for those with MERV 6-8 flters in the HVAC systems, compared to the building with 
MERV 4 or lower flters, although the difference was not statistically signifcant. Zaatari et al. [165] 
estimated that the removal effciencies of PM2.5 for the rooftop HVAC units in commercial buildings 
increased by 2.9-3.8 times after upgrading flters from MERV 8 to MERV 13-14. 
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High effciency portable air cleaning devices 

For homes and schools without forced air HVAC systems, portable or stand-alone air cleaning 
devices can be used to provide fltration. When portable air cleaners use high effciency or HEPA 
flters and are appropriately sized for the space to be treated, they can typically achieve 30-60 
percent removal of particles and sometimes up to 90 percent removal [166-169]. In the pilot study 
conducted in three southern California schools (discussed above), a large stand-alone air cleaner 
with MERV 16 flters reduced black carbon, UFP and PM2.5 by 90 percent or more, and PM2.5 
mass by 75 percent, when the HVAC system was not running [163]. However, portable air cleaning 
devices are generally not as capable as in-duct air cleaners and those associated with mechanical 
ventilation systems for cleaning large areas. The review by Sublett [170] indicated that portable air 
cleaners with HEPA flters can lower particle levels indoors, but their effectiveness is limited to a 
single room and not the entire dwelling. The results from the feld study by MacIntosh et al. [155] 
showed that fve portable HEPA air cleaners operating at the same time were needed to achieve 
the same PM2.5 removal rate of an in-duct MERV 8 flter in a test house. 

Appropriate context & other considerations 

There are several California state building codes that relate to indoor air fltration in residences 
and commercial buildings, including offces. For workplaces, State regulation (California Labor 
Code, Title 8, Section 5142) requires that mechanical ventilation systems be operated as designed 
to provide the required amounts of outdoor air exchange during occupied periods. This includes 
properly servicing and maintaining fltration equipment. For residences, California building codes 
[2016 California Energy Code, Section 150.0 (m)(12)(B)] require mechanical ventilation in new 
construction; however, the current building code only requires a minimum fltration effciency 
of MERV 6, which is rated lower than what is likely needed to adequately protect residents’ 
health when homes are located near roadways. Local jurisdictions and planners should consider 
opportunities to revise local codes to include recommendations that fltration with a higher 
effciency rating be installed when new housing is planned near roadways. Installation at the time 
of construction involves minimal incremental costs (equal to a two-inch or larger flter slot vs. the 
typical one-inch slot) and costs less than retroftting existing buildings. Airfow resistance issues 
can be avoided by using deeper pleat flters, and there are high effciency flters on the market 
that do not produce airfow resistance issues. This is true for retroftting existing buildings as 
well, although costs may be higher depending on the nature and extent of the retroft. The 2016 
California Energy Code [Section 150.0 (m)(12)(C)] also requires mechanical systems, including 
heating and air conditioning systems, to be designed to accommodate the system’s air flter 
media rated pressure drop for the system design airfow rate. Planners should also consult with 
their local air quality management district to see if it provides additional recommendations for 
this type of strategy. 

Stand-alone air cleaners are less relevant for new homes which are now required to include 
mechanical ventilation, but good quality high-effciency portable models can be useful in 
reducing indoor exposure to pollutants in existing homes that do not have mechanical ventilation. 
Also, they can be useful in homes that use bathroom exhaust type mechanical ventilation 
systems, which by their design cannot incorporate fltration of the incoming air because the 
supply air enters through leakage points throughout the building. 

In general, particles are typically of greatest concern and pose the highest health risk, so HEPA 
fltration is likely to provide the highest degree of public health protection in near-roadway 
buildings. However, when VOC levels are of concern for a specifc site, planners should consider 
additional options and consult with fltration experts. As described in more detail in Appendix A, 
adsorption using activated charcoal, sometimes with a catalyst such as potassium permanganate, 
is most commonly used, and while its effectiveness varies, it generally reduces VOCs, including 
VOCs commonly emitted from vehicles such as benzene and xylenes. Other methods may 
effectively reduce gaseous pollutants, but they also present the possibility of producing harmful 
byproducts. These technologies should be used with caution and in consultation with indoor air 
quality and fltration experts. Those seeking information on air cleaning devices can also consult 
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the ARB document, “Air Cleaning Devices for the Home: Frequently Asked Questions.”32 The 
document discusses situations where an air cleaning device can help improve indoor air quality 
describes central system fltration and portable air cleaning technologies and the benefts of each. 

Indoor high effciency fltration is linked to a number of co-benefts. First, fltration can help 
reduce the dust and soot that collects in building interiors, making it easier to maintain a clean 
and hygienic environment. Additionally, some studies have shown improved employee health 
and reduced absences with reduced exposure to pollution. Indoor fltration is among a very small 
number of exposure reduction strategies that can be implemented in existing buildings. 

32 https://www.arb.ca.gov/research/indoor/acdsumm.pdf 

https://www.arb.ca.gov/research/indoor/acdsumm.pdf
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III. Conclusions 

The implementation of SB 375 and other long-range land use and transportation planning 
efforts are important for California to meet its greenhouse gas emission reduction goals, to 
reduce pollution, to protect natural and working lands, and to promote equity and environmental 
justice. Many of these efforts focus on increasing development density as a means to reduce the 
frequency and length of automobile trips. In addition, greater density facilitates alternative modes 
of transportation, including transit, biking, and walking. 

In some parts of the state, efforts to increase development density may result in infll 
development located near high-traffc roadways. The people that spend time in and around 
buildings located on these infll parcels will likely experience heightened exposures to traffc 
emissions, even as the vehicle feet gets cleaner over time. Decades of research show an 
association between exposure to traffc emissions and serious health impacts, including 
cardiovascular and respiratory impacts. For new development, setbacks and buffers separating 
roadways from housing, offces, and other uses have been the primary defense against traffc 
emissions exposure and its public health impacts. This is largely because the distance-decay 
gradients for traffc-related pollutants is well studied and understood, and setbacks and buffers 
are effective ways to protect against the public health impacts of traffc pollution. However, given 
the signifcant population already living near high-volume roadways, and with the growing need 
to develop infll parcels to meet other state goals, ARB has funded and examined research that 
assesses other ways to reduce pollution exposure in near-roadway developments. 

As this document shows, there are a variety of scientifcally supported strategies to reduce near-
roadway pollution exposure. Not only are these strategies well-studied and consistently effective, 
but they also fall into diverse categories. Urban design characteristics, roadside features, street 
design and traffc management strategies, and pollutant removal technologies outlined in this 
document give local planners and decision-makers options and thus the opportunity to fnd a 
strategy that best fts the local context. 

As emphasized throughout this document, however, it is important that planners and decision-
makers consider a variety of variables and tradeoffs when deciding which exposure reduction 
strategies make the most sense. Important points for consideration include (but are not limited 
to) the following: 

• Site specifc factors and conditions; 

• Potential co-benefts, drawbacks, and direct and indirect effects; 

• Interaction of the exposure reduction strategy with other 
local, regional, and state goals and policies; 

• Community well-being and concerns, including safety and equity; 

• Long-term effects of implementing strategies; 

• Importance of implementing strategies in concert to enhance their effectiveness; and 

• Other policies may need to be implemented concurrently to counter 
any potential drawbacks of the near-roadway strategy. 

Many resources are available to assist local governments and other stakeholders to help 
them determine which exposure reduction strategies are appropriate for their community, 
including documents and guidance mentioned throughout this report. Various public and non-
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governmental agencies may also be able to provide expert assistance, including ARB, Caltrans, 
the Offce of Planning and Research, CA Department of Housing and Community Development, 
CAL FIRE, CA Department of Public Health, FHWA, U.S. EPA, MPOs, regional air districts, and 
local community groups. 

Finally, many studies exploring this topic are currently underway and more will be published in the 
years to come. ARB will continue to review and analyze this research on a periodic basis. Updates 
to this document will be posted to ARB’s website at: https://www.arb.ca.gov/ch/landuse.htm. 

https://www.arb.ca.gov/ch/landuse.htm
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Appendix A: Strategies not 
meeting ARB’s criteria at this time 

This appendix contains a summary of fndings for other potential exposure reduction strategies 
that ARB evaluated in its review of scientifc, peer-reviewed literature. The following are not 
included in the main section of this document because they did not meet all of the following 
criteria at the time of the 2016 literature review. 

1. Consistent fndings from multiple studies support the strategy as a means for reducing 
pollution concentrations or emissions rates or for improving air fow to disperse pollutants. 

2. Signifcant evidence of effective emissions reductions 
is documented in the scientifc literature. 

3. Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method of investigation). 

The table that precedes each strategy indicates the criteria that were (þ) and were not (o) met. 

Strategies that reduce traffc emissions 

Onboard traffc signal system 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). 

V 

To reduce the stop-and-go activities at intersections, in-vehicle signal systems that help drivers 
anticipate signals and speed limit have been introduced. One in-vehicle advanced driving alert 
system (ADAS) which provides real time information on traffc signal status to help drivers avoid 
hard braking at intersections was investigated for its potential to change drivers’ behavior and 
reduce vehicle emissions [171]. A modeling simulation shows that ADAS can help reduce vehicle 
fuel consumption and CO2 emissions both by 26-40 percent in a single vehicle in the tested 
hypothetical conditions. Another in-vehicle signal system which had been studied for its effect 
on traffc emissions is Intelligent Speed Adaptation (ISA) system [172]. ISA consists of a GPS 
navigation system that locates a vehicle on a digital map with speed limits for each street, and a 
device that can control fuel supply. It provides speed limit warnings and can cap the maximum 
driving speed automatically to comply with speed limits. This study found that with an ISA on 
board, there was a signifcant reduction in averge speed, but no statistically signifcant change in 
NOX and PM emissions, and even a small increase in volatile organic compound (VOC) emissions. 
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Road pricing 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). 

V 

For a few decades, road pricing has been considered to be an effective way to manage traffc 
demand and generate revenue. In 1975, Singapore implemented the world’s frst congestion 
pricing scheme and since then, pricing schemes have been adopted in many cities worldwide. 
Road pricing programs, including the London Congestion Charging Scheme (CCS) and the 
Stockholm Congestion Tax Scheme, have been studied for their roles in reducing vehicular 
emissions. 

Implemented in February 2003, the London Congestion Charging Scheme (CCS) assesses a 
single charge for vehicles entering a central London zone between 07:00–18:30 on weekdays, with 
several vehicle types exempt from the charge. Since the program’s inception, vehicle kilometers 
travelled within the zone reduced by 15 percent and the average speed increased by 20 percent. 
Based on the measurements from a single roadside monitor within the CCS Zone, roadside 
levels of NOX and NO dropped by 5 percent and 9.5 percent, respectively, but concentrations 
of NO2 and PM10 increased by 2.1 percent and 5.6 percent, respectively [173]. Interestingly, 
similar changes were observed during the same hours during weekends when the scheme was 
not operating. This may be due to the exceptional meteorological conditions of 2003, when 
concentrations of PM10, NO2 and O3 were higher than those in 2002, perhaps causing the impacts 
of the implementation of the CCS zone to be concealed. In an attempt to understand the role 
meteorology might have played in the observations, a modeling simulation was conducted and 
found that total NOX and PM10 emissions in the CCS zone were reduced by 12.0 percent and 
11.9 percent, respectively [174]. Furthermore, Tonne et al. [175] conducted more extensive air 
pollution concentration modeling combining exposure-response relationships from the literature 
to predict the life expectancy impact of the CCS. This study estimated that 183 years of life per 
100,000 people would be gained within the CCS zone. 

The Stockholm Congestion Tax Scheme was employed between January 3 and July 31, 2006. 
Vehicles travelling into and out of the affected area were charged for every passage during 
weekdays. Based on measured and modelled changes in road traffc, this scheme resulted in 
a 15 percent reduction in total road use within the affected area. Total traffc emissions of NOX 
and PM10 in this area fell by 8.5 and 13 percent, respectively [176]. It was estimated that with a 
permanent congestion tax system, the annual average NOX concentrations would drop up to 12 
percent and PM10 concentrations would drop up to 7 percent along the most densely traffcked 
streets. 
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Low emission zones 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). V 

Low Emission Zones (LEZ) vary in terms of their parameters, but usually involve limiting vehicles 
into part or all of an urban area. Generally, there are three types of LEZs. An air quality based LEZ 
triggers action when air quality in the LEZ exceeds or is predicted to exceed a certain threshold. 
A technology based LEZ restricts certain vehicle types (i.e., vehicles that do not meet certain 
emission standards) from entering the designated zone. A transport-based LEZ usually aims to 
restrict, prioritize, and optimize traffc fow in order to reduce emissions. 

A London-based study used empirical prediction models to evaluate the impacts of different 
LEZ scenarios on annual mean NO2 concentrations in central London [177]. By reducing all road 
traffc in central London by 10 percent or 20 percent, the concentrations of NO2 were decreased 
by 1.4-3.4 percent or 2.9-7.1 percent, respectively. Removing all pre-Euro I cars and light-goods 
vehicles reduced NO2 level in London by 1.8-5.2 percent. Further removing all pre-Euro III heavy-
goods vehicles and buses reduced NO2 by 3.6-11.1 percent. A similar regulation implemented 
in Amsterdam excluded Euro 0, I and II heavy-duty vehicles from entering Amsterdam’s Low 
Emission Zone (LEZA). Data from two monitoring sites within the LEZA showed that the traffc-
contributed concentrations decreased by 4.9 percent for NO2, 5.9 percent for NOX, 5.8 percent 
for PM10, 7.7 percent for absorbance, and 12.9 percent for elemental carbon (EC) [178]. Boogaard 
et al. [179] investigated air pollution at street level before and after implementation of LEZ in 
the inner-city of fve Dutch cities. The Dutch LEZ restricts old heavy-duty vehicles entering the 
LEZ, including all Euro-0, I, II trucks and Euro-III trucks if older than 8 years or not retroftted 
with particle flters. The results showed that the traffc-related pollutants monitored, including 
‘soot’, NOX, and elemental composition (Cr, Cu, Fe), did not decrease signifcantly. Only PM2.5 
reductions, which fell 30 percent, were large compared to the observed reductions at the 
corresponding suburban control location (22 percent). While overall, the Dutch study did not 
fnd reductions in soot, NOX, and NO2, in one urban street where traffc intensity was reduced 
50 percent, they were found to be reduced by 41, 36, and 25 percent, respectively, compared 
to reductions at the suburban control location (22, 14, and 7 percent, respectively). Acero et al. 
[180] studied the emission reductions related to a minor extension of a pre-existing LEZ. This 
LEZ is around 0.1 kilometer2 with 60 percent of the area occupied by buildings. Only resident and 
commercial vehicles can operate within this LEZ during certain hours. The modeling simulation 
showed that if the LEZ is extended to include a 170 meter street during weekend, there will be a 
reduction of 6.4 percent for PM10 and 6.6 percent for NO2 within the LEZ. But the impact outside 
the LEZ was negligible. 

An extreme case of LEZ is called a pedestrianization scheme, which forbids any vehicles entering 
a small region, usually a commercial or residential area. Chiquetto [181] analyzed the infuence 
of a pedestrianization scheme in Chester, UK on total vehicle exhaust emissions, local levels of 
air pollution concentration, and noise from traffc. The results showed that the pedestrianization 
scheme reduced air pollution in the pedestrian area 70-80 percent. However, the subsequent re-
routing of traffc increased average air pollutant concentrations in the city as a whole by 6 percent. 
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Road surface designs 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). 

V 

Special road surface designs, including speed humps and bumps, pavement treatments, 
chicanes, and raised crosswalks and speed tables have been used for decades to reduce driving 
speed and improve pedestrian safety. Most drivers will slow down when driving over these 
structures, which results in a series of accelerations and decelerations, and are anticipated 
to have adverse impact on vehicle emissions. A few studies have investigated the impacts of 
some road surface designs on emissions from vehicles driving on roadways. A case study in 
Gothenburg, Sweden used a simulation model to investigate the environmental impacts of speed 
humps for different traffc intensities and driving speed limits and found that speed humps 
increased fuel consumption estimates by 3-19 percent. Accordingly, the introduction of speed 
bumps increased the emissions from a singular vehicle by 7-62 percent for HC, 0.4-32 percent 
for CO, and 5-26 percent for NOX [182]. Similarly, Ahn and Rakha [53] simulated vehicle emissions 
using vehicle driving data and energy and emission modeling, and found the installation of speed 
humps and bumps increased fuel consumption by 53 percent, and the emissions of HC, CO, NOX, 
and CO2 by 51, 44, 110, and 52 percent, respectively. 

Strategies that increase dispersion of traffc pollution 

Taller buildings/pollution dispersion along vertical gradients 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). 

V 

V 
A handful of studies have examined how pollution concentrations change along a vertical 
gradient with increasing distance from ground-level. These studies help to shed light on exposure 
levels that may be experienced by people that spend prolonged periods of time above ground-
level along street corridors (e.g., in offces, homes, etc.). 

Morawska et al. [183] examined both horizontal and vertical pollutant concentration gradients 
near busy roadways in Brisbane, Australia (not an urban canyon site). The researchers found 
that fne and ultrafne particle concentrations outside buildings with 9 to 26 stories were not 
signifcant and can be highly variable, depending on other local sources and local meteorological 
conditions. Also, they found no correlation between particle concentration and height for 
buildings 15 meters or more from the freeway. For buildings in the immediate proximity of the 
roadway, pollutant concentrations throughout the building envelope were very high, comparable 
to those in the immediate vicinity of the road, indicating that undiluted concentrations drawn 
directly from the freeway encircled the buildings. 

In contrast, several studies from urban areas in Asia show statistically signifcant reductions in 
pollutant concentrations with increasing distance from ground-level [184-186]. However, for some 
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pollutants (e.g. polycyclic aromatic hydrocarbons, PAHs, and PM2.5), the attenuation rate slows 
above a certain threshold, indicating that concentrations drop off more sharply closer to pollution 
sources. In a study conducted in Macao, China, Wu et al. [184] found that the mass concentrations 
of PM10, PM2.5, and PM1 decreased by 40, 38, and 20 percent respectively at 79 meters (~26 foors) 
above ground level, and maximum mass concentrations were measured at 2 meters above the 
ground. Li et al. [185] studied changes in PM2.5 and PAH concentrations along a vertical gradient at 
a residential building adjacent to a busy roadway in Guangzhou, China. The study found that both 
pollutants decreased signifcantly at heights above ground level at an urban study site. At 24 meters 
(~8 stories), PM2.5 concentrations had decreased by 36 percent from the maximum, but the rate of 
decrease slowed at a height of 36 meters (~12 stories). PAH concentrations showed a similar vertical 
tapering off; at a height of 33 meters (~11 stories), PAH concentrations had fallen to 51 percent of 
the maximum. Tao et al. [186] confrmed these prior results via measurements collected along a 
meteorological tower in Beijing during the winter. 

Recent studies in the U.S. agree with the directionality of these Asian studies but differ in the 
magnitude of the pollutant concentration reductions observed. Wu et al. [187] studied particle 
number concentration and particulate matter mass concentration by hoisting instruments up 
the vertical face of an 11-story (35 meter) building in Boston’s Chinatown. The researchers found 
that particle number concentration decreased by 7.7 percent and PM2.5 concentration decreased 
3.6 percent with increasing height from 0 to 35 meters. Another study in New York found that 
outdoor black carbon and polycyclic aromatic hydrocarbons were signifcantly reduced for foors 
6 through 32 during the non-heating season only [188]. Researchers also measured the highest 
median concentrations for outdoor pollutants at foors 3 to 5, but this trend was not statistically 
signifcant and the elevated pollutants were believed to come from nearby rooftop exhausts. 

Finally, in a modeling study, Zhou and Levy [189] found that—in a street canyon with a 
height of 60 meters and a width of 30 meters—approximately 30 percent of the ground-level 
concentrations of PM10, PM2.5, CO, and NO remains at the top of the street canyon. For NO2, 
50 percent of the ground-level concentration remains at the top of the street canyon. Overall, the 
sharpest decline in pollutant concentration occurred within 15 meters (~50 feet) of the ground. 

While the research literature shows that transportation related pollutants may decline with 
increasing distance from the roadway along a vertical gradient, there are many other factors at 
play, including local meteorological conditions, seasonal differences, and other local pollution 
sources. Studies that observed higher concentrations several foors up attributed these to other 
pollution sources, like exhaust vents on adjacent buildings. Thus, while multi-story housing may 
reduce exposure in some situations, further research is needed to determine conditions under 
which tall buildings might provide a reliable approach to reduce exposure near busy roadways. 

Air intake location 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). 

VI 

V 

Although locating air intakes for mechanical ventilation systems on the opposite side of the 
building from the nearby outdoor source and prevailing wind direction seems logical, there is 
little scientifc evidence that this practice results in signifcant indoor air quality improvement, 
and the limited research indicates that many site-specifc factors infuence effectiveness. 
Specifcally, the reduction of pollutant entry depends on the distance of the intake from the 
outdoor source, the consistency of the prevailing wind direction, and any local geographical or 
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structural objects that might produce wind turbulence or eddies near the building and the air 
intake. It is likely that moving the air intake would be somewhat benefcial if the outdoor source 
is very near the intake and the intake is moved fairly far away. Otherwise, because particles tend 
to disperse quickly and particle plumes “fow” around buildings, elevated particle concentrations 
around the building will be fairly consistent. Also, according to the abovementioned Australian 
study, researchers found consistently high submicron particle concentrations enveloping a 
building located within 15 meters of the roadway [183]. Thus, while there may be some beneft 
to moving the intake in certain circumstances, that beneft likely will be very small, and is not 
reliable or quantifable at this time. 

Roadway elevation 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). 

Elevation of the road surface plays an important role in the transport and dispersion of traffc-
emitted air pollutants in the near-road environment [190]. A wind tunnel study indicates that at-
grade roadways experience the least amount of pollutant mixing if no other structures exist near 
the road, while depressed or elevated roadways result in higher pollutant mixing and dispersion, 
and therefore lower near-road concentrations of air pollutants [129]. Field measurements have 
also evaluated the impact of road grade on local air pollution, fnding depressed confgurations 
are associated with lower pollutant levels for downwind near-road environments. For instance, 
size-resolved PM samples collected upwind and downwind of fve urban freeways in Los Angeles, 
CA with different road confgurations (i.e., at-grade, sloped depressed section, and elevated 
fll section) indicated that depressed sections resulted in lower downwind concentration [191]. 
Similarly, a study in Santa Monica, CA investigated particulate dispersion from highways located 
along depressed sections, and found lower near-road pollutant concentrations compared with 
theoretical dispersion model predictions for at-grade roadways [192]. By monitoring PM2.5, NOX, 
elemental carbon, and particle number concentration, one study in Antwerp, Belgium found 
that taking into account confounding parameters (i.e., time of day, day of the week, distance to 
the road and wind speed), the contribution of traffc to air pollutant concentrations in the near-
roadway environment is signifcantly higher for a ground level motorway than a motorway 
fyover [193]. Similarly, a study by Nikolaou et al. [194] found that elevated freeways had slightly 
lower levels of near-road pollution while depressed freeways were similar to at-grade roads. 

Sidewalk and bicycle lane placement 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a 
means for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented 
in the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). 

V 

V 

The separation of a pedestrian or cyclist from the roadway may be an effective mitigation measure 
for walkers and bikers, but not necessarily for people that dwell in buildings near-roadways. 
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Studies have shown that route choice (walking or biking on less traffcked roads) or location of a 
walkway or bike lane with respect to a busy roadway (at or below grade, roadside boundary wall 
or parked cars separating street from foot path) can signifcantly reduce exposure to air pollution 
[126, 195-198]. McNabola et al. [126] found that PM2.5 levels on a boardwalk 1-3 meters from the 
road were almost three times lower than PM2.5 levels on a sidewalk immediately adjacent to the 
road. Kendrick et al. [196] conducted a similar study in Seattle with bicycle lanes adjacent to the 
roadway or a few meters away, separated by parked cars. They found up to 40 percent reduction 
in UFP concentrations when the bicycle lane was further away from the road. 

Proper route choice and time of commute can also reduce exposure. In Copenhagen, Hertel et al. 
[195] not only found that low traffcked routes were benefcial in terms of air pollutant exposure, 
travel during non-rush hour commutes also reduced exposures by 5-20 percent. In Australia, 
a study showed UFP concentrations that are two times higher on average on routes with high 
traffc [197]. Such studies suggest alternate routes and commute times may reduce exposure to 
traffc-related pollutants. Hatzopoulou et al. [198] developed a web-based planning tool to reduce 
such exposures for cyclists in Montreal and found that decreased exposure could be achieved 
with only a small increase in overall route length. 

Truck rerouting 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). 

V 

V 
Field measurements before and after local traffc rerouting interventions were in place agree 
that these interventions improve local air quality [199, 200]. After a by-pass was operational in 
North Wales, PM concentrations decreased between 23-29 percent in nearby residential streets 
as heavy-duty traffc decreased almost in half [200]. Similarly, opening of a tunnel in Australia led 
to a redistribution of NO2 concentrations with the greatest decrease occurring along the bypassed 
main road [199]. Modeling studies have confrmed that rerouting traffc decreases localized air 
pollution [201, 202]. For example, rerouting trucks weighing over 5 tons away from residential 
streets in San Diego, CA is estimated to have decreased diesel particulate matter by 
99 percent near residences and schools [201]. Truck restrictions in the Philippines were also 
shown to have decreased CO, NOX, and PM in the zone closest to the restrictions [202]. Despite 
local improvements in air quality, regional emissions increased because trucks were required 
to drive longer distances [199-202]. Because air pollutant concentrations decline with distance 
as one moves away from heavily traffcked roads [17], the improvements from these local 
interventions are expected to be limited to about 500 feet from the intervention site. Therefore, 
these local traffc interventions could have a signifcant impact in areas with a high density of 
residences, schools, or hospitals nearby. However, results from a health questionnaire indicate 
that health improvements of residents were fairly modest after trucks were rerouted off the local 
streets through a by-pass [200]. 

A microscopic modeling study of freeway traffc emissions determined that hydrocarbon, CO, and 
NOX emissions from heavy-duty vehicles during road-work congestion were highest followed by 
rush-hour congestion compared with periods of free-fowing traffc [203]. External parameters 
that impact CO2 truck emissions include travel speed, road gradient, whether congestion is 
present, temperature, wind, and road surface [204]. 
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Strategies that remove pollution from the air 

Removal of gaseous pollutants by fltration 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). 

As pointed out in the review by Zhang et al. [205], mechanical flters can effciently remove 
particles, but are not as effective for gaseous pollutants. Many technologies have been 
developed to address indoor air quality issues related to gaseous pollutants. One of the most 
common methods is adsorption whereby the pollutant is transferred from a gaseous phase to 
a solid phase, usually via activated carbon. Because a wide range of gaseous pollutants with 
different attractive forces to different sorbents are present indoors, and testing conditions such 
as temperature and relative humidity differed, the removal effciencies of adsorption reported 
in the literature vary greatly. In the study by Batterman et al. [206], a portable air cleaner with 
an activated carbon pre-flter and a HEPA flter removed 30-70 percent of particles in cigarette 
smokers’ houses, but did not change the concentration of volatile organic chemicals (VOCs). Chen 
et al. [207] tested the initial performance of 15 air cleaners with a mixture of 16 representative 
VOCs in a chamber study, and found that sorption fltration removed some but not all VOCs 
(light and very volatile gases such as aldehydes and dichloromethane were not well removed). 
However, devices that included sorption media such as activated alumina impregnated with 
potassium permanganate showed better VOC removal effciencies. Using a modeling analysis, 
Sidheswaran et al. [208] estimated that the combination of using activated carbon fber flters 
for air cleaning in HVAC systems and a 50 percent reduction in ventilation could decrease indoor 
concentrations of VOCs by 60-80 percent and reduce formaldehyde concentrations by 12-40 
percent. In the southern California schools study discussed above, the stand-alone unit used 
in one of the schools included charcoal sorbent for removal of gaseous pollutants; it removed 
52 percent of the benzene indoors and 15 percent of total VOCs when operated with the HVAC 
turned off [163]. In addition to activated carbon, various adsorbents for VOC removal had been 
studied, but their removal effciencies under real world conditions were not conclusive [209-212]. 

Other available technologies for gaseous pollutant removal include photocatalytic oxidation 
(PCO), ozone-oxidation, non-thermal plasma, and other technologies. PCO systems combine 
ultraviolet rays with a catalyst, usually a titanium oxide-coated flter. This interaction produces 
highly reactive electrons that in turn combine with and break down VOCs and other pollutants in 
the air. Hodgson et al. [213] found that, when challenged with complex VOC mixtures, ultraviolet 
PCO systems achieved 20-80 percent VOC conversion effciencies. However, due to incomplete 
mineralization of common VOCs, this device also produced formaldehyde, acetaldehyde, acetone, 
formic acid and acetic acid as by-products. The formation of secondary air pollutants was also 
reported in a recent ARB-funded study [214]. Ozone oxidation is generally not recommended as 
a means for removing gaseous pollutants in indoor environments because the oxidation process 
can produce other air pollutants like formaldehyde and UFPs, which also have serious adverse 
health impacts [215-217]. To protect Californians from adverse health effects related to ozone-
emitting air cleaning devices, ARB adopted a regulation in September 2007 to limit the ozone 
emissions from indoor air cleaning devices to no more than 50 ppb.33 Non-thermal plasma has 
been found to effectively remove VOCs in some laboratory studies. Quoc An et al. [218] reported 
that the toluene removal effciencies were in the 55-60 percent range with non-thermal plasma 
only, and increased to 96 percent when combined with a catalyst. But removal effciencies of 
33 https://www.arb.ca.gov/regs/regs-17.htm 

https://www.arb.ca.gov/regs/regs-17.htm
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this technology were much lower under real world conditions, and like PCO, the process can also 
produce harmful byproducts, including aldehydes and ketones. The ARB-funded study discussed 
above [219] also tested a plasma generator. While the device removed 29 percent of VOCs from 
the chamber, small amounts of ozone and formaldehyde were emitted. 

Overall, the literature shows highly variable removal effciencies for gaseous pollutants, ranging 
from 0 to 80 percent. Some technologies have been found to generate harmful by-products 
during the removal process. Specifcally, they either re-emit VOCs that have been removed over 
time, or emit potentially harmful reaction products from the process during which VOCs are 
removed. Thus, these VOC removal technologies are not always reliable, and caution should be 
taken when using these technologies for indoor environments. 

Removal of air pollution via vegetation 

Criterion 1 
Consistent fndings from multiple studies support the strategy as a means 
for reducing pollution concentrations, etc. 

Criterion 2 
Signifcant evidence of effective emissions reductions is documented in 
the scientifc literature. 

Criterion 3 
Diversity in the study methods supports consistent fndings (such that 
strategies do not exclusively rely on one method). V 

The ability of plants to remove pollutants from the atmosphere depends on absorption and 
deposition onto vegetative material. The scientifc literature contains both modeling and 
measurement studies that characterize this removal process. An early study indicated that 
vegetation could effectively absorb gaseous air pollutants including NO2 and ozone [220]. Later 
studies have investigated the ability of trees to act as an effective particle sink. A review of the 
literature [221] and measurement studies [222] found that coniferous species had the greatest 
potential to capture particles compared to their deciduous counterparts, although the deposition 
of PM on surfaces by particle size varies with different plant species [223]. For UFPs, the capture 
effciency of vegetation tends to decrease with increasing particle size, increasing wind speed, 
and decreasing packing density, which in wind tunnel studies is the volume fraction of the wind 
tunnel occupied by the branches [224]. 

Many studies have modeled the application and effectiveness of vegetation in urban areas 
to remove pollution by deposition [225-228]. These studies have shown that trees and other 
vegetation have the ability to remove pollutants from the atmosphere in urban contexts. Separate 
from such processes; however, some trees can also emit volatile organic compounds (VOCs) that 
can lead to the formation of ozone [151]. As such, some tree species may be more advantageous 
than others, in terms of air quality. In the United Kingdom one study suggests an index to rank 
trees in order of their potential to improve air quality using an atmospheric chemistry model 
[229]. In this study, researchers used species-specifc VOCs emission rates, pollutant deposition 
rates, and tree cover data to develop an urban tree air quality score. Conifers and silver birch 
were found to have the highest potential to improve air quality while several deciduous tree 
species such as oak and poplar had the greatest potential to worsen air quality when planted in 
large numbers. These results are consistent with other studies discussed previously. 

The application of trees and vegetation to remove air pollutants have been studied from a city-
wide [230, 231] to microscale (e.g., street canyon) level [232, 233]. Although trees and vegetation 
have the potential to remove large quantities of air pollutants from ambient air, the process of 
pollutant removal through dry deposition alone can only improve air quality by a small fraction 
(<5 percent), particularly in urban areas [225-228, 231, 234, 235]. However, Pugh et al. [236] found 
that, in the street canyon microenvironment, pollutant removal through green walls and roofs 
reduced levels of NO2 and PM by 40-60 percent, respectively. Another study by Baik et al. [232] 
used computational fuid dynamics (CFD) modeling to illustrate how greening cools surrounding 
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air to strengthen air fow in a street canyon, thereby reducing pollutant concentrations. These 
two studies suggest vegetation in the form of green walls and roofs is an effective mitigation 
measure for reducing exposure to traffc-related pollutants in urban street canyons. However, it 
is important to note that pollutant removal effectiveness increases as dispersion decreases, so 
these two mitigation goals may be at odds with one another (e.g., green walls and roofs may be 
less effective if mitigation to improve pollutant dispersion has been successfully implemented). 
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Appendix B: Characteristics 
of MERV-Rated Filters 

MERV 
rating 

Removal rate according to 
average particle size 

Typical controlled 
contaminant or material 
sources (ASHRAE 52.2) 

Typical building 
applications

0.3-1.0 1.0-3.0 3.0-10.0 

1-4 — — < 20% 
> 10 μm 
textile fbers, dust mites 
dust, pollen 

Window AC units, 
common residential, 
minimal fltration 

5 — — 20-35% 
3.0-10.0 μm 
cement dust, mold 
spores, dusting aids 

Industrial workplace, 
better residential, 
commercial 

8 — — > 70% 

9 — < 50% > 85% 1.0-3.0 μm 
legionella, some auto 
emissions, humidifer 
dust 

Hospital laboratories, 
better commercial, 
superior residential 

12 — > 80% > 90% 

13 < 75% > 90% > 90% 0.3 to 1.0 μm 
bacteria, droplet nuclei 
(sneeze), most tobacco 
smoke, insecticide dust 

Superior commercial, 
smoking lounge, 
hospital care, general 
surgery 16 > 95% > 95% > 95% 

17** > 99.97% 

<0.3 μm 
(HEPA/ULPA flters)**, 
viruses, carbon dust, 
fne combustion smoke 

Clean rooms, 
carcinogenic & 
radioactive materials, 
orthopedic surgery 

18** > 99.99% 

19, 20** > 99.999% 

* Adapted from EPA 2009; originally from ANSI/ASHRAE Standard 52.2-2007. 
** Not part of the offcial ASHRAE Standard 52.2 test, but added by ASHRAE for comparison purposes. 
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Acronyms 

ARB Air Resources Board 

APCD Air Pollution Control District 

AQMD Air Quality Management District 

BAAQMD Bay Area Air Quality Management District 

BC black carbon 

CCS Congestion Charging Scheme 

CFD computational fuid dynamics 

CO carbon monoxide 

CO2 carbon dioxide 

DPM diesel particulate matter 

EC elemental carbon 

FHWA Federal Highway Administration 

GHG greenhouse gas 

HC hydrocarbon 

HDV heavy-duty vehicle 

HEPA high-effciency particulate arrestance 

HVAC heating, ventilation, and air conditioning 

ICE Intersection Control Evaluation 

ICEV internal combustion engine vehicle 

I/O ratio of in-cabin to on-roadway pollution concentrations 

kph kilometers per hour 

LDV light-duty vehicle 

LEZ low emission zone 

MERV minimum effciency reporting value 

mph miles per hour 

MPO metropolitan planning organization 

MUTCD California Manual of Uniform Traffc Control Devices 

NCHRP National Cooperative Highway Research Program 

NOX mono-nitrogen oxides (NO and NO )2

OEHHA Offce of Environmental Health Hazard Assessment 

PAH polycyclic aromatic hydrocarbon 

PCO photocatalytic oxidation 

PHEV plug-in electric hybrid vehicle 
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PM10 particulate matter with an aerodynamic diameter of 10 micrometers or less 

PM2.5 particulate matter with an aerodynamic diameter of 2.5 micrometers or less 

ppb parts per billion 

ppm parts per million 

RTP regional transportation plan 

SB 375 Senate Bill 375 

SCS Sustainable Communities Strategy 

TAC toxic air contaminants 

UFP ultrafne particulate matter with an aerodynamic diameter of 0.1 micrometers or less 

U.S. EPA United States Environmental Protection Agency 

VMT vehicle miles traveled 

VOC volatile organic compound 

ZEV zero emission vehicle 
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L.A. keeps building near freeways, even
though living there makes people sick
Are you one of the 2.5 million Southern Californians already living in

the pollution zone?

By TONY BARBOZA (HTTP://WWW.LATIMES.COM/LA-BIO-TONY-BARBOZA-STAFF.HTML)
AND JON SCHLEUSS (HTTP://WWW.LATIMES.COM/LA-BIO-JON-SCHLEUSS-STAFF.HTML)

MARCH 2, 2017, 3 A.M.

1 dot = 1 person living within 1,000 feet of a freeway in 2010

or more than a decade, California a
against building homes within 500

And with good reason: People there suffer higher rates of asthma, heart
attacks, strokes, lung cancer and pre-term births. Recent research
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(http://envhealthcenters.usc.edu/infographics/infographic-living-near-
busy-roads-or-traffic-pollution/references-living-near-busy-roads-or-
traffic-pollution) has added more health risks to the list, including
childhood obesity, autism and dementia.

Yet Southern California civic officials have flouted those warnings,
allowing a surge in home building near traffic pollution, according to a Los
Angeles Times analysis of U.S. Census data, building permits and other
government records.

In Los Angeles alone officials have approved thousands of new homes
within 1,000 feet of a freeway — even as they advised developers
(https://www.documentcloud.org/documents/3478483-Los-Angeles-
advisory-for-projects-within-1-000.html) that this distance poses health
concerns.
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The city issued building permits for 4,300 homes near freeways in 2015 —
more than in any year over the last decade — and signed off on an
additional 3,000 units last year.

Public funds, including millions of dollars from California’s cap-and-trade
program to cut greenhouse gas emissions, are going to developers to build
new homes in freeway pollution hot spots.

The population near Los Angeles freeways is growing faster than elsewhere
in the city as planners push developers to concentrate new housing near
transportation hubs, convinced that increasing urban density will help
meet state targets for greenhouse gas reductions.

More than 1.2 million people already live in high-pollution zones within
500 feet of a Southern California freeway, with more moving in every day.
Between 2000 and 2010 — the most recent period available — the
population within 500 feet of a Los Angeles freeway grew 3.9%, compared
with a rate of 2.6% citywide.
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Orsini
1,072-unit apartment complex
Opened in three phases between
2004 and 2010
1-bedroom apartment rents for $2,000
to $2,500 a month
Developer Geoffrey H. Palmer has
built thousands of units near
downtown L.A. freeways and plans
more

Have you ever lived near a
freeway?

c Tell us your story

Los Angeles City Councilman José Huizar, w
from Interstate 5, said freeway pollution is s
problem that he wants the city to establish b
“comprehensive, citywide study of development near freeways that would
analyze all impacts of limiting development around freeways.”
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Other elected officials and business groups argue that Los Angeles is so
thoroughly crisscrossed by freeways that restricting growth near them is
impractical and would hamper efforts to ease a severe housing shortage. In
some cases, city officials are paving the way by re-zoning industrial land
along freeways and other transportation corridors.

In an interview at a recent groundbreaking for a freeway-adjacent
apartment project, Los Angeles Mayor Eric Garcetti said that he grew up
near the 101 and 405 freeways and that many in his family had cancer.

Mayor Eric Garcetti attends a groundbreaking ceremony for a 160-unit affordable apartment project next to the 110 Freeway
in South Los Angeles. View more photos ü (http://www.latimes.com/la-me-ln-freeway-building-pollution-pictures-
photogallery.html)

But he said he opposes any restrictions on h
near freeways and thinks that improving air
tailpipe emissions are a better way to reduce risks to residents.Special Offer $1 for 8 weeks
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“I take this stuff very seriously, but I also know that in looking for housing
we have a very constricted city,” he said.

Garcetti spokesman Carl Marziali noted that a prohibition on building
within 1,000 feet of freeways, for example, would cover more than 10% of
land currently zoned for residential construction in the city, from
Westwood to Boyle Heights and San Pedro to Sherman Oaks. But
proponents of stricter planning, including supporters of Measure S, a
proposal on the March 7 ballot that would place new restrictions on
development, have criticized city officials for approving what they term
“black lung lofts.”

How close to the freeway are you?
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An estimated 2.5 million Southern Californians live in high-
pollution zones within 1,000 feet of a freeway. Nearly half live
within 500 feet, where health scientists and air quality regulators
say homes, schools and day cares should not be built
(http://latimes.com/projects/la-me-freeway-pollution/).
Sources: Southern California Association of Governments (http://www.scag.ca.gov/Pages
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Low rent and a location near shops and restaurants are what brought
Jeremiah Caleb to an apartment on Beloit Avenue, where a sound wall is
all that separates the 405 freeway from sleek new apartments and lofts
advertising “good living.”

But life got worse for Jeremiah and his wife
that one-bedroom on the Westside of Los Angeles.Special Offer $1 for 8 weeks

SUBSCRIBE

By continuing to use our site, you agree to our Terms of Service
(//www.latimes.com/terms/) and Privacy Policy (//www.latimes.com/privacy/).
You can learn more about how we use cookies by reviewing our Privacy Policy

(//www.latimes.com/privacy/). Close

L.A. keeps building near freeways, even though living there makes ... https://www.latimes.com/projects/la-me-freeway-pollution/

7 of 24 10/7/20, 11:37 AM



The couple began to struggle with bouts of coughing, sneezing and
headaches. They kept the windows shut, yet a grimy, black film settled
regularly over the furniture, counters and even their skin — a never-ending
reminder of the vehicle exhaust and soot they were breathing just 100 feet
from 14 lanes of traffic.

“We were constantly sick,” said Caleb, an actor in his 30s. The couple
worried enough about dirty air that they put off having children. “We were
desperate to leave, but we felt stuck. We just couldn't afford it.”

Business groups have consistently opposed any suggestion of restricting
development near heavy traffic.

“Freeways are part of Los Angeles' fabric and prohibiting housing by them
is unrealistic,” said Carol Schatz, president of the Downtown Center
Business Improvement District. She argues that such restrictions would
worsen the housing crisis and severely limit the ability to build housing
near mass transit.

The Southern California Assn. of Governments, the regional planning
agency for Los Angeles, Ventura, Orange, Riverside, San Bernardino and
Imperial counties, has projected that the population within 500 feet of a
freeway will increase by a quarter million people by 2035.

Rob McConnell, a professor of preventive medicine at USC who studies
roadway pollution, is one of a number of health researchers who has
advised city officials not to allow new housing that close to freeways.

“I tell them you’re going to make a lot of peo
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Scientists have long known that polluted air cuts lives short.

But pinpointing the harmful agents in traffic pollution is difficult because
it’s a stew of ingredients including toxic combustion gases, microscopic
soot particles, compounds from worn tires and dust from vehicle brake
pads. Recent research has narrowed in on one component of special
concern: ultra-fine particles, pollutants in freshly emitted vehicle exhaust
that can be five to 10 times higher near traffic.

The invisible, chemical-laden specks are less than one-thousandth the
width of a human hair — so tiny they are hard to capture with pollution
controls or filters. Scientists suspect ultra-fi
through the lungs and into the bloodstream
heart, brain and other organs. Yet they rema
federal authorities.Special Offer $1 for 8 weeks
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ADVERTISEMENT

That emerging science has raised concerns that decades of government
regulations, aimed at curbing smog that builds up across vast urban areas,
are not sufficiently tailored to the more localized problem of roadway
pollution.

Two years ago, state environmental officials concluded that diesel soot and
other carcinogens in vehicle exhaust pose nearly three times the cancer
risk previously thought.

In a long-term study (https://healthstudy.usc.edu/), USC researchers have
for more than two decades measured the lung capacity of thousands of
school children across Southern California. They found that children
growing up near major roadways have higher rates of asthma and other
respiratory illnesses, including deficits in lung function that can be
permanent and lead to a lifetime of health problems.

Even in communities with cleaner air, such as Santa Maria near the Santa
Barbara County coast, children living near traffic had the same lung
function loss as those in Riverside and other smoggy inland areas, the
scientists found.

Anthony Moretti, chairman of pediatrics at White Memorial Medical
Center in Boyle Heights, said children who live close to freeways are
among those who most frequently land in the emergency room struggling
to breathe and in need of treatment for asthma and other respiratory
diseases.

“These kids will come in four, five, six times
clearly their environment is a factor,” he sai
because they suffer an undue burden of illne
they live.“Special Offer $1 for 8 weeks
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Dr. Anthony Moretti says children who live close to freeways are among those who most frequently arrive in the emergency
room struggling to breathe and in need of inhalers and treatment for asthma and other respiratory diseases. (Mel Melcon /
Los Angeles Times) View more photos ü (http://www.latimes.com/la-me-ln-freeway-building-pollution-pictures-
photogallery.html)

Public health officials have long warned that traffic pollution can drift well
over 1,000 feet from traffic — and more recent research suggests that it
may waft more than a mile.

Yet it took lawsuits and a nationwide mandate from the U.S.
Environmental Protection Agency to force Southern California air quality
officials to begin regularly measuring pollution near Southern California
freeways in 2014.

The first readings confirmed that people ne
levels of the exhaust gases nitrogen dioxide 
2015, the South Coast Air Quality Management District detected the
region’s highest concentrations of fine particulate matter at a new
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monitoring station 30 feet from the 60 Freeway in Ontario. The findings
added compelling evidence that traffic emissions are piling on top of
regional smog, hitting people near freeways with a double dose of
pollution.

To learn more about the problem, The Times conducted air quality testing
at sites where new housing is planned near Los Angeles freeways.

In August and September of 2015, reporters collected air samples at
several locations using portable pollution sensors that detect ultra-fine
particles, the microscopic pollutants in vehicle exhaust. One set of air
samples was taken next to stretches of the 110 and 5 freeways and another
set was taken 1,500 to 1,800 feet from the freeways.

Ultrafine particles spike near freeways
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Source: TSI P-Trak Ultrafine Particle Counter 8525 readings on Aug. 20, 2015 and Sept. 24, 2015. See
the data ì (http://www.latimes.com/local/lanow/la-me-ln-freeway-pollution-how-20170227-story.html)

Pollution readings near the freeways were three to four times higher than
in neighborhoods at a distance from traffic. Diesel trucks produced the
most noticeable pollution, coughing out foul plumes of exhaust and soot
that could be seen and smelled as pollution readings jumped.

Scientists at USC and the South Coast air district said the readings were
consistent with their measurements near freeways.

One of the locations where reporters detected high pollution levels was
next to a vacant lot along the 110 Freeway in South Los Angeles where two
apartment buildings for low-income residents are being built.

The $55-million Meta Housing Corp. project, which will bring 160 new
housing units to the busy traffic corridor, is partly funded with money from
pollution permits sold under the state’s cap-and-trade program, among
other state and local government subsidies.

Among the most visible and controversial p
pollution concerns in Los Angeles are develo
massive Italianate apartment complexes overlooking downtown freeways.Special Offer $1 for 8 weeks
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He has built thousands of units and is planning more.

In interviews, current and past residents of Palmer’s Orsini development,
which hulks over the interchange of the 101 and 110 freeways, said they
moved to the complex for its convenient downtown location. But many
spoke of keeping windows closed to block noise and pollution, deploying
house plants to soak up the bad air and constantly sweeping and dusting
the fine black soot that seems to find its way onto every surface.

Felicia Gargani said her pet peeve was the grime that collected on her
fourth-floor balcony that looked out over the freeway. “If you walk out
there barefoot,” she said, “your feet turn black."

Construction on the Orsini began more than a decade ago, before scientists
grasped the extent of the health hazards of building so close to traffic.

In the years since, the South Coast air district has sent dozens of letters to
cities sounding alarms about similarly risky home building proposals near
freeways in Los Angeles and other communities across its four-county
jurisdiction.

Il Villaggio
Toscano

Planned 325-unit apartment complex
Approved in 2013 by the L.A. City
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The air-quality agency reserved some of its strongest criticisms
(https://www.documentcloud.org/documents/3474688-Air-district-letter-
on-Il-Villaggio-Toscano.html) for developer M. David Paul’s 325-unit Il
Villaggio Toscano project proposed near the 405-101 interchange in
Sherman Oaks, urging Los Angeles city planners in 2011 to “reconsider
placing new housing immediately adjacent to one of the busiest freeway
intersections in Southern California.”

The city “is ignoring the abundant health science data that has come out
over the past decade that demonstrates serious health consequences for
those living near a freeway,” the air district’s Ian MacMillan wrote.
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Motorists travel along the 101 Freeway in Hollywood. (Mel
Melcon / Los Angeles Times) View more photos ü

(http://www.latimes.com/la-me-ln-freeway-building-pollution-
pictures-photogallery.html)

Everett Smith, a renter at the Orsini apartments, looks out
from his balcony at rush hour traffic on the 101 and 110

freeway interchange in downtown Los Angeles. (Don Bartletti /
Los Angeles Times)

The City Council approved the project unanimously in August 2013, with
its backers pledging to use the highest-rated air filters.

Los Angeles officials now require all homes built near freeways to have air
filtration systems that rate at least 13 on the industry’s 16-point
effectiveness scale.

California air regulators acknowledge that decades of strict vehicle
emissions standards have slashed tailpipe emissions, and they say air
quality along freeways will continue to improve as the state transitions to
cleaner vehicles and fuels.

Health officials say that those mitigating steps are good, but that the only
way to solve the problem is for city and county officials to stop residential
building near freeways.

And that, say legal experts, is well within their authority.

Planning experts cite a number of possible approaches to the public health
problem.

Cities could re-zone areas near heavy traffic
development or change their general plans t
experts say. Officials could adopt ordinance
residential development. Or they could strengthen building standards — as
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they have for seismic reasons — forcing developers to design buildings in a
way that reduces residents’ exposure to polluted air.

“If there's a political will to protect people from this type of development
then cities certainly know how to use zoning to accomplish that,” said
James Kushner, an expert in land-use, development and urban planning at
Southwestern Law School.

Thousands of homes approved near L.A.
freeways

Use the slider to see where the city has issued building permits within a
1,000 feet of a freeway since 2005.

2005
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ADVERTISEMENT

Sources: Los Angeles Department of Building and Safety, L.A. County Assessor, OpenStreetMap See the data ì
(http://www.latimes.com/local/lanow/la-me-ln-freeway-pollution-how-20170227-story.html)

One of the only attempts at a ban on development occurred several years
ago when the L.A. County Department of Public Health proposed language
in the county’s general plan to prohibit new housing within 500 feet of
freeways, citing the adverse health effects. County planners ultimately
rejected the idea.

The failure of such restrictions to gain traction has left some local officials
wondering if the only way to keep cities from building more homes near
freeways is through a state law.

One precedent is a 2003 law California passed prohibiting the construction
of new public schools within 500 feet of freeways out of concern for
children’s health. But school districts have used exceptions in the law to
keep building.

Meanwhile, the residential developments that are rising next to freeways
continue to spread not just through the urban core, but across the region.

One of those new neighborhoods is Cedar Point, a subdivision of one and
two-story houses in the San Bernardino County suburb of Chino. The
development was built on land that had bee
special election paid for by a real estate com
from the 60 Freeway.

More than 220,000 vehicles motor by each day on this major freight
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corridor, including some 27,000 big-rig trucks whose diesel engines cough
out many times more harmful pollutants than cars.

In January 2015, the South Coast air district sent a letter
(https://www.documentcloud.org/documents/3477205-Air-district-letter-
on-Chino-homebuilding.html) to Chino officials warning that freeway
pollutants would threaten the health of residents in the new homes.

A few months later, the building site swarmed with construction workers
and heavy equipment.

Dennis Yates, former mayor of Chino who served more than 12 years on
the region’s air quality board, said that as mayor he encouraged the
developer to put in higher-rated air filters, but acknowledged he
“personally wouldn’t live there.”

Cedar Point
84 single-family homes in San
Bernardino County suburb of Chino
Built in 2015 along one of California’s
busiest diesel truck corridors
4-bedroom houses by Frontier
Communities sell for around $600,000
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Among those who did move into one of Cedar Point's four-bedroom houses
was Mike Sanchez, his wife and two young daughters.

Buying so close to traffic was a difficult decision, he said, but “one of the
sacrifices we made to get into a new home.”

Back on the Westside of Los Angeles, Jeremiah Caleb, who spent years
battling black road dust and illness while living in an apartment next to the
405, said he and his wife were relieved when she landed a nursing job — a
second income that allowed them to move to a less-polluted neighborhood
about a mile from any freeway.

Their health has improved, with their once-constant headaches and
respiratory problems now a rarity.

“I can leave my doors open and I'm breathin
said. “We got lucky. But for most people . . .
what they can afford.”Special Offer $1 for 8 weeks
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How we reported the story

How we measured housing growth

Under the California Public Records Act, The Times obtained a database of
building permits from the City of Los Angeles dating to 2005, the year
state air quality regulators began warning against building near freeways.

We counted the number of new housing units in the database that
were within 1,000 feet of a freeway. The city began flagging developments
(https://www.documentcloud.org/documents/3478483-Los-Angeles-
advisory-for-projects-within-1-000.html) at that distance as a concern in
2012 based on a growing body of science linking roadway pollution to
health problems.

Download building permit data: la-city-permits.xlsx (https://latimes-
graphics-media.s3.amazonaws.com/assets/data/freeway-pollution/la-
city-permits.xlsx)

How we counted people

We analyzed U.S. Census Bureau data to count the number of people living
within 500 feet and within 1,000 feet of a Southern California freeway. We
used census blocks, the smallest geographical unit available, to compare
the population in 2000 with 2010, the most recent years with that level of
detail.

The 500-foot zone was included because it is where the California Air
Resources Board advises cities
/documents/3477188-California-Air-Resou
use.html) to avoid siting new homes, school
facilities and other “sensitive land uses.”Special Offer $1 for 8 weeks
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We built a map of the high-pollution zones near freeways using data from
local and regional planning agencies and satellite imagery.

We added census blocks to that map, then estimated the number of people
within 500 feet and within 1,000 feet of a freeway. For blocks that were
partially outside those zones, we counted people in proportion with
the area of the block inside the zone. For instance, a census block with 100
people that was 50% inside the freeway zone would be counted as 50
people.

Download the GIS files: freeway_files.zip (https://latimes-graphics-
media.s3.amazonaws.com/assets/data/freeway-pollution
/freeway_files.zip)

How we took air quality readings

Using two portable air quality sensors borrowed from USC, we
took measurements of tiny pollutants known as ultrafine particles that are
emitted from vehicles.

Over a 20-minute period, one reporter measured the air near the freeway
while another took readings 1,500 to 1,800 feet downwind. We also
tracked wind speed, wind direction, humidity and temperature on-site. The
results were reviewed by scientists at the South Coast Air Quality
Management District and USC.

Download the air quality measurements: pollution-testing.xlsx
(https://latimes-graphics-media.s3.amazonaws.com/assets
/data/freeway-pollution/pollution-testing.

Contact the reporters
(mailto:tony.barboza@latimes.com,jon@schleuss@latimes.co
m?Subject=Freeway%20pollution). Follow @tonybarboza
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(https://twitter.com/tonybarboza?lang=en) and @gaufre
(https://twitter.com/gaufre?lang=en) on twitter.

Credits: Times Staff Writer David Zahniser contributed to this report. Produced by Andrea Roberson.

Satellite imagery via Google Earth

More from the Los Angeles Times

(http://www.latimes.com/business/la-fi-
suburban-infill-20161223-story.html)

One solution to Southern
California's housing crisis: building
in tight spaces, small lots

(http://www.latimes.com/business/la-fi-suburban-infill-
20161223-story.html)

(http://www.latimes.com/local/lanow
/la-me-ln-caltrans-freeway-homes-
20161219-story.html)

Caltrans will begin selling homes
along the 710 Freeway corridor

(http://www.latimes.com/local/lanow/la-me-ln-caltrans-
freeway-homes-20161219-story.html)
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(http://www.latimes.com/local/lanow
/la-me-traffic-los-angeles-20170220-
story.html)

No surprise here: Los Angeles is the
world's most traffic-clogged city,
study finds

(http://www.latimes.com/local/lanow/la-me-traffic-los-
angeles-20170220-story.html)

(http://www.latimes.com/science
/sciencenow/la-sci-sn-air-pollution-
alzheimers-20170131-story.html)

The surprising link between air
pollution and Alzheimer’s disease

(http://www.latimes.com/science/sciencenow/la-sci-sn-air-
pollution-alzheimers-20170131-story.html)
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