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NOTE TO READER 

On November 17, 1993 the Los Angeles County Metropolitan Transportation Authority 
certified as final this El R and adopted the 1993 Los Angeles County Congestion 
Management Program. The Final EIR incorporates as Chapter VIII the Response To 
Comments on the DEIR and includes, as part of the Appendices, letters received on the 
Response To Comments, the November 17, 1993 staff report to the LACMTA Board, the 
adopted Statements and Facts in Support of Overriding Considerations, and the adopted 
Mitigation Monitoring Program. 

The Final EIR also incorporates revisions made as a result of the Response to Comments 
on the Draft EIR. These revisions are indicated by redlining and strikeouts. 
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SUMMARY 

PROJECT DESCRIPTION 

The following Environmental Impact Report (EIR) analyzes the potential of the 1993 
Congestion Management Program (CMP) Update for Los A~geles County to create 
significant environmental impacts.1 The 1993 CMP Update is the first update of the 
CMP for Los Angeles County.2 A key component of the 1993 Update is the 
addition of a deficiency plan approach. Deficiency plan requirements were not 
specifically addressed in the 1992 CMP, pending the completion of planning and 
feasibility studies regarding the development of a countywide approach to 
deficiency planning. Since the deficiency plan component represents a substantial 
addition to the program, and because of the concerns of local jurisdictions, 
expressed during the development of the 1992 CM P, over the potential impacts of 
deficiency planning, this subsequent EIR has been prepared to assess the potential 
of the 1993 Update to create significant environmental impacts. The Los Angeles 
County Metropolitan Transportation Authority (MTA) is the Lead Agency for the 
EIR. The MTA Board will use this EIR in its review prior to adopting the 1993 CMP 
Update.. · 

The 1993 CMP Update includes the following proposed modifications to the 1992 
CMP, and informational updates:3 

1993 Highway and Transit Monitoring Data -The 1992 CMP produced the first 
consistent, multi-jurisdictional analysis of traffic congestion throughout the County. 
The 1993 CMP provides comparable data and identifies changes in congestion 
levels over the past year. Transit frequency and routing data are also being 
compiled through information provided by transit operators as part of the Short 
Range Transit Plan (SRTP). 

Additions to the CMP Highway and Roadway System - The 1992 CMP 
established a mechanism for adding routes through the biennial CMP update. In 
January 1993, local jurisdictions were asked to nominate routes that they would 
like considered for addition to the CMP system. The CMP Policy Advisory 

1Appendix A contains a listing of all acronyms contained in this EIR and their 
meaning. 

2Statute requires preparation of biennial updates to the CMP. 

3The 1993 CMP is herein incorporated by reference. Portions of the 1993 CMP 
are summarized in relevant sections of this EIR. The full text of the 1993 CMP is 
available for review at the offices of the MTA located at: 818 West Seventh Street, 
Los Angeles, California 90017. 

-S1-
Environmental Impact Report 

1993 CMP Update 



Summary 

Committee (PAC) discussed nominated routes in great detail in March and April 
1992. As a result of this discussion, the PAC recommended that La Cienega 
Boulevard between the Santa Monica Freeway (1-1 O) and the San Diego Freeway 
(1-405) be added to the system. 

Refinement of the Land Use Analysis Program - The 1992 CMP established 
guidelines for analyzing the impacts of new development on the regional 
transportation system, through existing CEQA requirements. These guidelines 
included technical procedures for analyzing the impacts of individual development 
projects at CMP intersections and freeway segments. 

Through implementation, CMP staff has found that a brief supplement to these 
guidelines would allow for the analysis of longer range and more generalized 
development programs such as local general plans and community plans. By 
allowing the analysis of these plans to focus on CMP street segment analysis 
rather than intersections, comparable evaluation of regional impacts and mitigation 
measures can be provided. This supplement is intended: to improve the 
effectiveness of the land use analysis program at capturing cumulative 
development impacts, while permitting more generalized technical evaluation in 
keeping with the programmatic nature of general plans; and to minimize 
administrative costs. 

Update of the Capital Improvement Program - State programming statutes 
require that projects competing for State Flexible Congestion Relief (FCR) funds 
be included in the CMP, and that projects competing for Traffic System 
Management (fSM) funds be consistent with the CMP. 1992 CMP monitoring data 
and analysis have been integrated into the MTA's Multi-Year Call for Projects, and 
were used in evaluating the regional significance of project applications. Those 
projects that were recommended for State funding are incorporated into the 1993 
CMP Capital Improvement Program. 

Deficiency Plan Procedures - Statute requires preparation of deficiency plans 
when highway conditions worsen below LOS standards. The purpose of the 
deficiency plan is to implement strategies that either fully mitigate congestion or 
provide measurable improvement to congestion and air quality. The contents of 
a deficiency plan are specified in statute, as are guidelines for the determination 
of deficiencies and the agencies that must be consulted. 

In March 1992, a workshop was held to discuss CMP deficiency plan 
requirements. In response to previous Commission direction, staff reported on 
various CMP deficiency plan alternatives. Based on extensive testimony, 
Commission directed staff to develop a coordinated, countywide approach to meet 
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Summary 

deficiency plan responsibilities. As described more fully in Chapter II of this EIR, 
the deficiency plan approach includes: a program for assigning deficiency points 
to jurisdictions based on local land use decisions and their contribution of trips to 
the CMP network; a Tool Box of mitigation strategies, and associated mitigation 
point values, which local jurisdictions can use to mitigate the impacts of local land 
use decisions on the CMP network; and the specification of deficiency plan 
reporting procedures. The proposed deficiency plan Tool Box includes land use 
strategies, capital improvements, transportation systems management, and 
demand management methods of mitigation. 

ENvlRONMENTAL ANALYSIS 

The major environmenal impacts and suggested mitigation measures are 
summarized in Table S-1. Appendix A contains a list of acronyms used in the 
summary and throughout this document. 

ALTERNATIVES TO THE PROJECT 

This EIR looks at alternatives to the proposed 1993 CMP Update. Specifically this 
analysis focuses on alternatives to the proposed deficiency plan strategy. The five 
alternatives analyzed are as follows: 

Alternative 1 - The No-Project Alternative (No Deficiency Plan Addition) 
Alternative 2 - The No-Countywide Deficiency Plan Alternative 
Alternative 3 - The Countywide Fee Alternative 
Alternative 4 - The Monitoring-Based Approach Alternative 
Alternative 5 - The Modified Tool Box - Hot Spot Reducing Approach Alternative 

Alternative 1 is the California Environmental Quality. Act (CEQA) mandated No­
Project Alternative. 4 Alternatives 2, 3, and 4 are alternatives which were seriously 
considered by the Los Angeles County Metropolitan Transportation Authority 
(MTA), but rejected because they did not meet the MTA's goals and objectives in 
adopting a deficiency plan component of the CMP. Alternative 5 has been 
developed with the intent of reducing one of the few significant impacts identified 
for the 1993 CMP Update, hot spot air quality impacts. 

4See CEQA Guidelines, Section 15126, subd. (d)(2). 
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ENVIRONMENTAL IMPACT 

TRANSPORTATION 

The 1993 CMP Update is designed to be 
consistent with the Regional Mobility Plan 
(RMP) 

The proposed program would result In 
between 202 million and 205 million vehicle 
miles of travel (VMT), 7.1 million and 7.3 
million vehicle hours of travel (VHT) and 2.45 
million and 2.46 million hours of delay on the 
regional transportation system compared to 
202 million VMT, 7.3 million VHT and 2.52 
million hours of delay under year 201 0 
baseline conditions. Actual program effects 
are anticipated to be in the middle portion of 
the range Indicated due to selection of a mix 
of demand reducing and capacity Increasing 
strategies on a countywide basis. 

AIR QUALITY 

There may be localized adverse affects 
Including the affects of facility construction, 
realignment of facilities near sensitive and 
uses, and the creation of "hot spots" near 
transit centers/stations and/or park and ride 
lots. These are highly localized adverse 
Impacts of otherwise beneficial 
Improvements. 

MITIGATION 

None Required 

None Required 

3.3.1 -The MTA will develop its Tool Box 
in consultation with SCAG and the 
SCAQMD to ensure air quality goals are 
addressed. 

LEVEL OF SIGNIFICANCE 
AFTER MITIGATION 

Significant Beneficial Impact 

Significant Beneficial Impact 

Significant Localized Adverse 
Impact 

.. - .. -·---- .... -·- ......... -·-- .... -
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LEVEL OF SIGNIFICANCE 

EN'l_lRONMENTAL IMPACT MITIGATION AFTER MITIGATION 

Air quality emissions (In tons per day) would None Required Significant Beneficial Impact 
be between 584 and 597 for Carbon 
Monoxide (CO), 38 for Reactive Organic Gas 
(ROG), 86 and 88 for Nitrogen Dioxide 
(NOX), 36 for particulates (PM10), and 20 for 
Sulfur Dioxide (SOX), compared to 590 tons 
per day of CO, 38 of ROG, 87 of NOX, 36 of 
PM10, and 20 of SOX under year 2010 
baseline conditions. Actual program effects 
are anticipated to be In the middle portion of 

I the range Indicated due to selection of a mix en 
(J1 of demand reducing and capacity Increasing 

I 

strategies on a countywlde basis. 

ENERGY 

Fuel consumption (in millions of gallons) None Required Beneficial Impact 
would be between 7.6 million and 7.8 million 
gallons compared to 7.7 mUllon gallons 
without the proposed program. Actual 
program effects are anticipated to be In the 
mlddle portion of the range Indicated due to 
selection of a mix of demand reducing and 
capacity Increasing strategies on a 
countywlde basis. 

In addition the proposed program would None Required Beneflclal Impact 
result In a shift toward high occupancy 
modes. 
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ENVIRONMENTAL IMPACT 

The project may result In an Increase in fuel 
consumption In and around transit stations or 
park and ride lots due to Increased localized 
traffic delays and reduced speeds at these 
centers. 

Construction of capital projects would result 
In a short-term consumption of energy. 

LAND USE 

The proposed program will not systematically 
result In a land use pattern which Is 
substantially different than the adopted 
regional forecast or which is systematically 
different than market patterns. 

The proposed program may result in a 
localized redistribution of development in the 
form of greater densiflcation of transit 
corridors and/or station areas. 

PUBLIC SERVICES 

The proposed program will help to maintain 
or Improve emergency vehicle response 
times. 

MITIGATION 

None Required 

None Required 

LEVEL OF SIGNIFICANCE 
AFTER MITIGATION 

Not Significant 

Not Significant 

3.5.1 -In order to ensure that the CMP Is Not Significant 
contributing to achieving the objectives of 
the GMP, the MTA shall evaluate the 
growth patterns and determine whether 
CMP Tool Box choices have a significant 
correlation to the changes in land use 
patterns In the County, if any, after the 
Deficiency Plan Program has been in 
place for 5 years. 

None Required Beneficial Impact 

None Required Beneficial Impact 

- - - - .. )- , ....... ) ----- .. - , ... - -
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ENVIRONMENTAL IMPACT 

Although the proposed program will Impose 
additional administrative requirements on 
local jurisdictions, these administrative "costs" 
are more than offset by the return in 
administrative time invested, that the 
jurisdiction will receive In the form of revenue 
eligibility and service production efficiencies. 

There appear to be sufficient funding 
mechanisms and mitigation options available 
for local jurisdictions to meet their deficiency 
mitigation obligations while avoiding the use 
of general funds, or diversion of funds from 
the provision of other public services. 

MITIGATION 

None Required 

LEVEL OF SIGNIFICANCE 
AFTER MITIGATION 

Not Significant 

3.6.1 -The MTA shall continue to work on Not Significant 
both a state and regional level to Integrate 
CMP deficiency plan reporting 
requirements with the reporting 
requirements associated with the AQMP in 
order to reduce the administrative effort 
required by local jurisdictions. 

3.6.2 - The MTA shall allow local 
jurisdictions to carry-over from year to 
year any surplus credit points 
accumulated. 

3.6.3 - The MTA, as part of the biennial 
updates to the CMP, shall investigate 
adding additional measures to the Tool 
Box. 



Summary 

1 The No-Project Alternative (No Deficiency Plan Addition) 

Under this alternative, no deficiency plan component would be added to the CMP 
and the MTA would not review and approve any deficiency plans generated by 
local jurisdictions. The existing adopted CM P would remain in place. The lack of 
a deficiency plan mechanism would result in local jurisdictions losing their Section 
2105 monies, losing their ability to compete for state funding through the State 
Transportation Improvement Program (STIP), and the loss of federal funds linked 
to compliance with the CMP. The net result would be no change in the existing 
transportation system. None of the programmed improvements would be built. 
This alternative would have the same impacts as the No-Project (Existing System) 
Alternative discussed in the 1992 CMP EIR. 

This alternative would not comply with the requirements of the CMP statute since 
there would be no deficiency plan component incorporated in the CMP by the time 
deficiencies are identified on the CMP network. This alternative would fail to fulfill 
the aims of the CMP legislation and would be inconsistent with the RMP. It is, 
therefore, not considered feasible. 

2 The No-Countywide Deficiency Plan Alternative 

Under this alternative no uniform Countywide approach to deficiency planning 
would be adopted. Instead, the CMP Update would specify the general content 
of deficiency plans, and local jurisdictions would be left to develop their plans 
individually. Local jurisdictions would also be responsible for determining the 
degree to which mitigations result in an improvement in deficiency conditions. 
Plans would then be submitted to the MTA for review and approval. 

Under this alternative, local jurisdictions would be held responsible for mitigating 
any deficiencies identified on portions of the network within their jurisdiction, 
regardless of the degree to which they contributed to the creation of the deficiency, 
since no method for sharing responsibility for deficiency creation would be in 
place. Jurisdictions on portions of the network serving as key connectors between 
portions of the County would be unfairly burdened with the responsibility for 
mitigating deficiencies on these segments. Imposition of additional TOM 
requirements within the impacted jurisdiction may have little impact on curing a 
deficiency, since the deficiency may be largely the result of trips originating and 
terminating in other jurisdictions. This would mean that deficiency mitigation would 
primarily take the form of capacity enhancements, which have less environmental 
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benefit than trip reduction approaches, as a general rule. 5 Local jurisdictions on 
heavily traveled portions of the network would thus have the burden of major 
capital improvements. Jurisdictions faced with mitigation costs which exceeded 
the funds available to the jurisdiction from public or private sources could 
potentially choose to not participated in the CMP and thus lose their Section 2105 
funding, their ability to complete for state funding through the STIP, and all federal 
funds that are linked to compliance with the CMP. 

This alternative does not meet the MTA's deficiency plan goals and objectives 
regarding provision of a Countywide approach, minimization of administrative 
costs, consistency among jurisdictions, sensitivity to the economy or jobs, or 
promotion of inter-jurisdictional mitigation. It is unclear the degree to which the 
alternative meets the MTA's remaining goals of effectiveness and flexibility of 
actions or transit enhancing land use. Therefore, this alternative was rejected by 
the MTA. 

-
3 The Countywide Fee Alternative 

The Countywide Fee Alternative received extensive investigation, prior to rejection 
by the MTA Board, as part of the development of the adopted CMP. Under this 
alternative, a Countywide traffic impact fee would be imposed on new 
development. It would be established based on a nexus study which would 
establish the casual connection between the creation of deficiencies on the 
network and development activity. The fee would be used to fund capacity 
enhancements on the regional network. 

This alternative was rejected by the MTA because it met fewer of the MTA's 
deficiency plan goals and objectives than the proposed program. Specifically, it 
did not provide the deficiency mitigation and funding flexibility of the proposed 
program, the sensitivity to the economy or jobs, or the transit-enhancing land use 
effects. It does meet the MTA's goals regarding a Countywide approach, 
minimization of administrative costs, consistency among jurisdictions, and the 
promotion of inter-jurisdictional mitigation. 

4 The Monitoring Based Approach Alternative 

Under this alternative, the MTA would not provide a mitigation Tool Box. Instead, 
each local jurisdiction would select their own mitigation measures, monitor their 

5Please see the discussion of the capacity enhancement and trip reduction 
scenarios used to bracket the range of impacts of the proposed program. This 
discussion is contained in Sections 3.2, 3.3, and 3.4 of this EIR. 
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effectiveness, and get credit based on the demonstrated effectiveness of their 
mitigation measures. 

Local jurisdictions would still be responsible for calculating and mitigating the 
effects of development within their boundaries. The impacts of new development 
activity would still be calculated according to formulas prepared by the MTA staff 
and used countywide. However, rather than using the standardized list of options 
for mitigation credits, where the benefits have been prequantified by the MTA staff, 
each local jurisdiction would implement its own measures and, through monitoring, 
determine their effectiveness in reducing the impacts of new development. The 
monitoring results would be submitted to the MTA for their evaluation. This 
alternative would add a strong element of uncertainty to the process of compliance 
with the CMP. 

This alternative was rejected by the MTA because of the administrative cost to local 
jurisdictions and the MTA_, and because it did not meet the MTA's goals and 
objectives regarding transit enhancing land use, effectiveness and flexibility of 
actions, sensitivity to the economy and jobs, and consistency and fairness among 
communities and developments. 

5 The Modified Tool Box - Hot Spot Reducing Approach Alternative 

Under this alternative, those Tool Box measures which are likely to result in air 
quality hot spots would be eliminated from the Tool Box. Strategies targeted for 
removal would include: land use strategies which result in an intensification of land 
use; rideshare support facilities such as passenger loading areas for carpools; 
capital improvements such as park and ride lots, transit and goods movement 
facilities, High Occupancy Vehicle (HOV) lanes and general use highway lanes; 
and some transportation systems management improvements, such as, potentially 
some intersection modifications. 

This alternative would provide less flexibility of action than under the proposed 
program. It may be difficult to achieve the MTA's goals and objectives regarding 
the promotion of transit enhancing land uses, and this alternative may not be fully 
found inconsistent with the RM P. Given the number of strategies which could 
product hot spots, this alternative is unlikely to meet the CMP statute's requirement 
to measurably improve congestion and air quality. 

6 The Environmentally Superior Alternative 

Alternative 5, the Hot Spot Reducing Approach will have less air quality hot spot 
creating impacts than the proposed program. However, regional air quality 
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impacts may be greater if the Alternative is found inconsistent with the RMP. By 
providing for fewer Tool Box measures, the alternative will make it more difficult for 
local jurisdictions to meet their deficiency mitigation obligations. This may result 
in greater public service impacts than the proposed program. This alternative is, 
therefore, not clearly environmentally superior to the proposed program. It would 
be clearly inferior to the proposed program if found inconsistent with the RMP. 

In addition, this alternative would be less able to meet the MTA's deficiency plan 
approach goals and objectives. It would provide less flexibility of action than under 
the proposed program and it may be difficult to achieve the MTA's goals and 
objectives regarding the promotion of transit enhancing land uses. 

The other alternatives are clearly inferior to the proposed 1993 CMP Update 
deficiency plan approach. Alternative 1, the No-Project Alternative, would have 
negative transportation, air quality, energy, land use, and public service impacts. 
Alternative 2, the No-Countywide Deficiency Plan Approach Alternative, would have 
less air quality and energy benefits than the proposed program and it could have 
negative transportation, land use, and public service impacts. Alternative 3, the 
Countywide Fee Alternative, would have less transportation, air quality, and energy 
benefits than the proposed program, and could have land use impacts. Public 
service effects may be less than under the proposed program, however, 
Alternative 4, the Monitoring Based Approach Alternative, would have less 
transportation, air quality, and energy benefits than the proposed program. It 
would encourage less densification around transit stations and it would result in 
significant public service impacts. 

Therefore, the proposed project is environmentally superior to the project 
alternatives. 
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I. INTRODUCTION 

The following Environmental Impact Report (EIR) analyzes the potential of the 1993 
Congestion Management Program (CMP) Update for Los Angeles County to create 
significant environmental impacts. 1 The 1993 CMP Update is the first update of the 
CMP for Los Angeles County.2 A key component of the 1993 Update is the 
addition of a deficiencY. plan approach. Deficiency plan requirements were not 
specifically addressed in the 1992 CMP, pending the completion of planning and 
feasibility studies regarding the development of a countywide approach to 
deficiency planning. Since the deficiency plan component represents a substantial 
addition to the program, and because of the concerns of local jurisdictions, 
expressed during the development of the 1992 CMP, over the potential impacts of 
deficiency planning, this subsequent EIR has been prepared to assess the potential 
of the 1993 Update to create significant environmental impacts. 

This assessment fulfills the requirements of the California Environmental Quality Act 
(CEQA) and is designed to inform decision-makers, responsible agencies, and the 
general public of the proposed action and the range of potential environmental 
impacts of that action. The EIR also analyzes alternatives to the CMP program 
changes contained in the 1993 CMP Update, and recommends a set of measures 
to mitigate any potentially significant adverse impacts identified in the EIR. 

The Los Angeles County Metropolitan Transportation Authority (MTA), the Lead 
Agency for the EIR, will use this EIR in their review and consideration of the 
adoption of the 1993 CMP Update.3 As explained more fully in section 1.3 below, 
this Subsequent Program EIR is tiered from the EIR for the 1992 CMP and the EIR 

1Appendix A contains a listing of all acronyms contained in this EIR and their 
meaning. 

2Statute requires preparation of biennial updates to the CMP. 

3 Assembly Bill 152, signed by Governor Pete Wilson on May 19, 1992, merged 
the Los Angeles County Transportation Commission (LACTC) and the Southern 
California Rapid Transit District · (SCRTD) into the new Los Angeles County 
Metropolitan Transportation Authority (MTA). Effective February 1, 1993, the new 
MTA assumed responsibility for all programs and services previously provided by 
LACTC and SCRTD. Among these will be the responsibilities of the Congestion 
Management Agency and the implementation and administration of the CMP. 
Therefore, the new MTA is the Lead Agency for preparation of this EIR. 
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for the Regional Mobility Plan (RMP). These two EIRs are incorporated herein by 
reference.4 

1.1 THE 1992 CMP 

In November 1992, the MTA adopted the first CMP for Los Angeles County and 
certified the accompanying Final Environmental Impact Report for the program. 
Because the CMP was a new program, the MTA adopted a first year CMP that was 
designed to meet the basic legislative requirements for a CMP and to establish a 
countywide planning framework for addressing congestion on the regional 
transportation network. Government Code Section 65089 (b) requires that each 
CMP contain the following elements: 

1. An element designating the CMP transportation system and establishing 
Level of Services (LOS) standards for the highways and roadways included 
in that system. 

2. A transit standards element for service frequency, routing, and coordination 
among multiple transit agencies operating within the CM P's jurisdiction. 

3. A transportation demand and trip reduction element that includes 
alternatives to single-occupant auto use and promotes strategies to manage 
overall travel demand. 

4. A land use program to analyze the impacts of land use decisions by local 
jurisdictions on the regional transportation system. 

5. A 7-year Capital Improvement Program (CIP) to maintain or improve the 
traffic and transit standards or to mitigate the impact of new development. 

4Los Angeles County Congestion Management Program Final Environmental 
Impact Report, November 1992 (SCH NO. 91121062; SCAG Clearing House 
#LA55791-MT); Draft Environmental Impact Report Regarding the SCAG Regional 
Mobility Plan, October 1988 and the Final Environmental Impact Report Regarding 
the 1988 SCAG Regional Mobility Plan, (SCH# 87-121613), December 1988. 
Portions of the CMP and RMP EIRs are summarized in relevant sections of this 
EIR. All three of these documents are available for review at the offices of the 
MTA, located at: 818 West Seventh Street, Los Angeles, California 90017. 

-2-
Environmental Impact Report 

1993 CMP Update 

I 
I 
I 
I 
I 
I 
I 
I 
:1 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 
I 
I 
I 
1. 
I 
I 
I 
I 
I 
I 
I 
I 
I 

Introduction 

The adopted 1992 CMP for Los Angeles County approached each of the elements 
required by CMP Statute as follows: 

Highway System - The 1992 CMP designated 1,000 miles of freeways, state 
highways, and roads as the CMP system in Los Angeles County. It established 
procedures for measuring over time the effectiveness of the CMP in terms of LOS 
on the CMP system. LOS are rated from "A" (free-flow) to "F" (heaviest 
congestion). One of the objectives of the adopted CMP is to maintain this system 
at LOS "E", or to prevent further degradation on portions already at "F". 

During the spring of 1992, traffic volumes were measured to establish the base 
year LOS. This base year monitoring provided the first uniform countywide picture 
of how the transportation system in the County is operating. The adopted CMP 
provides for local jurisdictions and Caltrans to take these measurements annually 
to help track changes in travel patterns, determine the impact of growth on 
countywide mobility, and 9etermine the effect of transportation improvements. 

Transit Standards - The 1992 CMP designated a transit monitoring network 
comprised of transit routes running on, or parallel to, the CMP highway system. 
Under the CMP, information is gathered annually about passenger volumes, seat 
capacity, and travel speed in broad transit corridors to provide a picture of how 
transit assists in relieving congestion and where transit will be needed in the future. 

Transportation Demand Management (TDM) - The 1992 CMP required local 
jurisdictions to adopt their own TDM ordinance by April 1, 1993, to encourage 
transit ridership, carpooling, vanpooling, bicycling, or otherwise reduce the number 
of vehicles on the road. To help cities meet this requirement, a model ordinance 
was developed and included in the 1992 CMP to complement existing efforts by 
the South Coast Air Quality Management District. The ordinance required ''TDM­
friendly" design standards for new non-residential construction. Local jurisdictions 
are also required to provide transit operators the opportunity to comment on the 
impacts of new development through the CEQA process. 

Land Use - The 1992 CMP required local jurisdictions to adopt a land use analysis 
program that considers the impact of new development on the regional 
transportation system when making land use decisions. The adopted CMP 
included Transportation Impact Analysis (flA) guidelines to provide a common 
measure countywide for assessing these regional impacts. The 1992 CMP only 
requires TIA for projects preparing an EIR. This approach was designed to 
coordinate CMP requirements with CEQA, with the intent of minimizing additional 
analysis requirements. The ultimate decision on addressing congestion concerns 
identified in an EIR remains the responsibility of the local jurisdiction under the 
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adopted CMP. Local jurisdictions were required to adopt this CMP land use 
analysis program by April 1, 1993. 

Capital Improvement Program - In order to qualify for funds through the State 
Transportation Improvement Program (STIP), projects must first demonstrate a 
benefit to the CMP highway system. The Capital Improvement Program for the 
1992 CMP identified those State funded projects that are already included in the 
1992 STIP. Statute requires that these projects be included in the CMP in order 
to remain eligible for State funding. 

1.2 THE 1993 CMP UPDATE 

The 1993 CMP Update includes the following proposed modifications to the 1992 
CMP, and informational updates:5 

1993 Highway and Transit Monitoring Data - The 1992 CMP produced the first 
consistent, multi-jurisdictional analysis of traffic congestion throughout the County. 
The 1993 CM P provides comparable data and identifies changes in congestion 
levels over the past year. Transit frequency and routing data are also being 
compiled through information provided by transit operators as part of the Short 
Range Transit Plan (SRTP). 

Additions to the CMP Highway and Roadway System - The 1992 CMP 
established a mechanism for adding routes through the biennial CMP update. In 
January 1993, local jurisdictions were asked to nominate routes that they would 
like considered for addition to the CMP system. The CMP Policy Advisory 
Committee (PAC) discussed nominated routes in great detail in March and April 
1992. As a result of this discussion, the PAC recommended that La Cienega 
Boulevard between the Santa Monica Freeway (1-10) and the San Diego Freeway 
(1-405) be added to the system. 

Refinement of the Land Use Analysis Program - The 1992 CMP established 
guidelines for analyzing the impacts of new development on the regional 
transportation system, through existing CEQA requirements. These guidelines 
included technical procedures for analyzing the impacts of individual development 
projects at CMP intersections and freeway segments. 

5The 1993 CMP is herein incorporated by reference. Portions of the 1993 CMP 
are summarized in relevant sections of this EIR. The full text of the 1993 CMP is 
available for review at the offices of the MTA located at: 818 West Seventh Street, 
Los Angeles, California 90017. 
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Through implementation, CMP staff has found that a brief supplement to these 
guidelines would allow for the analysis of longer range and more generalized 
development programs such as local general plans and community plans. By 
allowing the analysis of these plans to focus on CMP street segment analysis 
rather than intersections, comparable evaluation of regional impacts and mitigation 
measures can be provided. This supplement is intended: to improve the 
effectiveness of the land use analysis program at capturing cumulative 
development impacts, while permitting more generalized technical evaluation in 
keeping with the programmatic nature of general plans; and to minimize 
administrative costs. 

Update of the Capital Improvement Program - State programming statutes 
require that projects competing for State Flexible Congestion Relief (FCR) funds 
be included in the CMP, and that projects competing for Traffic System 
Management (TSM) funds be consistent with the CMP. 1992 CMP monitoring data 
and analysis have been in~egrated into the MTA's Multi-Year Call for Projects, and 
were used in evaluating the regional significance of project applications. Those 
projects that were recommended for State funding are incorporated into the 1993 
CMP Capital Improvement Program. 

Deficiency Plan Procedures - Statute requires preparation of deficiency plans 
when highway conditions worsen below LOS standards. The purpose of the 
deficiency plan is to implement strategies that either fully mitigate congestion or 
provide measurable improvement to congestion and air quality. The contents of 
a deficiency plan are specified in statute, as are guidelines for the determination 
of deficiencies and the agencies that must be consulted. 

In March 1992, a workshop was held to discuss CMP deficiency plan 
requirements. In response to previous Commission direction, staff reported on 
various CMP deficiency plan alternatives. Based on extensive testimony, 
Commission directed staff to develop a coordinated, countywide approach to meet 
deficiency plan responsibilities. As described more fully in Chapter II of this EIR, 
the deficiency plan approach includes: a program for assigning deficiency points 
to jurisdictions based on local land use decisions and their contribution of trips to 
the CMP network; a Tool Box of mitigation strategies, and associated mitigation 
point values, which local jurisdictions can use to mitigate the impacts of local land 
use decisions on the CMP network; and the specification of deficiency plan 
reporting procedures. The proposed deficiency plan Tool Box includes land use 
strategies, capital improvements, transportation systems management, and 
demand management methods of mitigation. 
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1.3 ENVIRONMENTAL REVIEW OF THE CMP 

The EIR for the 1993 CMP Update is a subsequent tiered program EIR. Each of 
these concepts, and the relationship of this EIR to past and future environmental 
review of the CMP, is explained below. 

Program EIR 

The EIR for the CMP is a "program EIR," which under CEQA guidelines may be 
prepared for projects characterized as a series of actions that are parts in the 
chain of contemplated actions, in connection with the issuance of rules, 
regulations, plans or other general criteria to govern the conduct of a continuing 
program.6 Under CEQA an EIR on a project, such as the adoption of a plan, 
should focus on the secondary effects that can be expected to follow from its 
adoption, but need not be as detailed as an EIR on the specific construction 
projects that might follow.7 This program EIR, therefore, identifies general 
countywide effects of the proposed 1993 CMP Update and identifies general areas 
of environmental sensitivity which, where necessary, can be evaluated in greater 
detail in project-specific EIRs. 

Subsequent EIR 

Under CEQA, where a previous EIR or Negative Declaration has been prepared, 
no additional EIR need be prepared unless one of three things happens: 
subsequent changes are proposed in the project which require revisions or 
additions to the previous El R as a result of the creation of the potential for 
significant new environmental effects not considered in the previous EIR; 
substantial changes occur with respect to the circumstances under which the 
project is undertaken; or, new information of substantial importance to the project 
becomes available which was not previously known and which affects the 
analysis.8 This subsequent EIR is being prepared to analyze the 1993 CMP 
Update. 

6CEQA Guidelines (Cal. Code of Regulations, Title 14), Section 15168. 

7CEQA Guidelines (Cal. Code of Regulations, Tittle 14), Section 15146. 

8CEQA Guidelines (Cal. Code of Regulations, Tittle 14), Section 15162. 
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Tiered EIR 

As explained in Section 15384 of the CEQA Guidelines, tiering is a procedure 
where broad EIRs (such as those for general plans or policy statements such as 
the RMP or CMP) are followed by the preparation of either narrower EIRs or 
ultimately site-specific EIRs incorporating by reference the general discussions of 
the prior EIRs and concentrating solely on the issues specific to the EIR 
subsequently prepared. Tiering is intended to increase efficiency in the CEQA 
process by allowing agencies to deal with broad environmental issues in EIRs at 
planning stages and then to provide more detailed examination of specific effects 
in EIRs on later development projects that are consistent with, or implement, the 
plans. Use of tiering to focus on only those issues identified as requiring further 
consideration allows an individual EIR to fit into the process of long-term 
comprehensive planning, and encourages consistency between regional planning 
choices and specific project development. 

The EIR for the 1993 CMP Update is tiered from the EIR for the 1992 CMP and 
from the EIR for the 1989 RMP. The CMP is required by law to be consistent with 
the RMP prepared by Southern California Association of Governments (SCAG). 
These prior EIRs provide the context for CMP development. 

The EIR prepared for the SCAG 1989 RMP and the EIR prepared for the 1992 
CMP, shall be considered the "first tier" and "second tier," respectively, of the 
CEQA process for the 1993 CMP Update. The 1993 CMP EIR constitutes the third 
tier of CMP environmental review and is, therefore, limited to examining impacts 
and mitigation measures which were not evaluated in the 1992 CMP EIR or the 
1989 RMP EIR. Environmental review of individual improvement projects included 
in, or made necessary by, the CMP will constitute the fourth tier of CMP 
environmental review. Mitigations were included in the 1992 CMP EIR to ensure 
that adequate environmental review of individual improvement projects occurs. 
The Mitigation Monitoring Program for the 1992 CMP is included in Appendix B of 
this EIR. 

The 1989 RMP EIR and the 1992 CMP EIR 

The RMP serves as the Regional Transportation Plan required under State and 
Federal statute. The RMP identifies the short and long range transportation needs 
of the region, and identifies policies, actions, and funding sources to meet these 
needs. In developing its RMP, SCAG must assess the impact that transportation 
improvements have on attaining air quality goals, and must find that the RMP is in 
conformance with the Air Quality Management Plan (AQMP). The goal of the RMP 
is to maintain 1984 mobility levels. 
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The RMP EIR looked at the potential impacts of the RMP on: mobility and access; 
air quality; energy and conservation; geology and seismicity; biological resources; 
water resources; visual resources; noise; cultural resources; social; urban form 
and growth; and the regional economy. It evaluated five alternatives to the 
adopted RMP: the No-Project Alternative; two facilities-intensive alternatives; and 
two demand management intensive alternatives. 

The 1992 CMP EIR, which was tiered from the EIR for the RMP, looked at the 
following potential impacts of the CMP: land use and planning, transportation, air 
quality, noise, geology, water resources, biological resources, cultural resources, 
and public services. It examined the following alternatives to the CMP: the No­
Project (Existing Transportation System) Alternative; the No-Project (No CMP, No 
Future State Funding) Alternative; and two alternatives designed to be consistent 
with the balance between TOM and capital intensive approaches to maintaining 
mobility selected in the RMP. These two alternatives were a capital intensive 
Alternative which accelera!ed much of the capital component of the AMP into the 
7 years of the CMP's CIP, and a TOM Intensive Alternative, which emphasized 
implementation of additional TOM measures, while delaying capital improvements 
until late in the RMP's implementation. The adopted CMP represents a balance 
between implementation of the capital intensive and TOM strategies contained in 
the adopted RMP. The proposed deficiency plan Tool Box has been designed to 
strike the same balance between capital intensive and TOM approaches to 
maintaining mobility. 

Environmental Review of the 1993 CMP Update 

On May 21, 1993, a Notice of Preparation (NOP) and Initial Study for the 1993 
CMP Update were issued by the MTA. A copy of the NOP, the Initial Study, and 
comment letters received in response to the NOP are contained in Appendix C. 
In addition, a scoping session for this EIR was held on June 22, 1993, at the MTA 
offices to obtain comments on the Initial Study and the proposed contents of this 
EIR. 

The Initial Study examines the potential of the changes in the CMP contained in the 
1993 Update to create significant environmental impacts. As explained in the Initial 
Study, according to Section 21094 of CEQA, where a prior EIR has been prepared 
and certified for a program, plan, policy, or ordinance, the Lead Agency for a later 
project shall examine significant effects of the later project upon the environment 
by using a tiered environmental impact report, except that the report on the later 
project need not examine those effects which the lead agency determines were 
either: (1) mitigated or avoided pursuant to subdivision (a) of Section 21081 of 
CEQA as a result of the prior environmental impact report; or (2) examined at a 
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sufficient level of detail in the prior environmental impact report to enable those 
effects to be mitigated or avoided by site specific revisions, the imposition of 
conditions, or by other means in connection with the approval of the later project. 

The Initial Study for the 1993 CMP Update, therefore, analyzed whether the 1993 
CMP Update has the potential to create significant effects on the environment, 
which were not examined in the EIR for the 1992 CMP or in the EIR for the RMP, 
from which the EIR for the 1992 CMP was tiered. It was the conclusion of the 
Initial Study that: (1) the 1993 deficiency plan addition to the CMP does have the 
potential to create significant effects on the environment, not previously analyzed; 
and (2) that the other proposed changes in the program either do not pose the 
potential for significant effects on the environment, or have the potential to create 
effects, but that mitigations included in the 1992 CMP EIR are sufficient to address 
these potential effects. 

Based on the Initial Study for the 1993 CMP Update, this EIR evaluates the 1993 
CMP's potential to create significant environmental effects on: 

• Transportation 
• Air Quality 
• Energy 
• Land Use 
• Public Services 

Since the deficiency plan component is the addition to the CMP contained in the 
1993 Update with the potential to create significant impacts, and since the 1992 
CMP EIR evaluated alternatives to the CMP as a whole, this EIR examines the 
potential impacts associated with the following alternatives to the proposed 
deficiency plan approach: 

• The No-Project Alternative (No-Deficiency Plan Addition) 
• The No-Countywide Deficiency Plan Alternative 
• A Countywide Fee Alternative 
• A Monitoring Based Mitigation Approach Alternative 
• A Modified Tool Box - Hot Spot Reducing Approach Alternative 
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II. PROJECT DESCRIPTION 

The proposed project consists of the adoption and implementation of the 1993 
Congestion Management Program (CMP) Update for the County of Los Angeles. 
The 1993 CMP will be administered by the Los Angeles County Metropolitan 
Transportation Authority (MTA), which is the designated Congestion Management 
Agency (CMA) for Los Angeles County. The MTA is the lead agency for the 
preparation of this Subsequent Tiered Program Level Environmental Impact Report 
(EIR). However, local jurisdictions, transit operators, the South Coast Air Quality 
Management District (SCAQMD), the Southern California Association of 
Governments (SCAG), and Caltrans all have roles and responsibilities regarding 
implementation of the program and the 1993 Update. 

2.1 PROJECT LOCATION 

The planning area for the CMP includes all of Los Angeles County which is 4,083 
square miles in size. The County is located in Southern California and is bordered 
by Ventura County to the west; Kern County to the north; San Bernardino and 
Orange Counties to the east; and the Pacific Ocean to the south (see Figure 2.1). 

The County contains 88 incorporated cities. These cities contain 8, 196,300 of the 
County's 9, 158,400 residents and cover 1,386 square miles of the County's total 
area. 1 The County of Los Angeles and the 88 incorporated cities represent the 89 
local jurisdictions participating in the CMP for Los Angeles County. Table 2.1 lists 
the cities in the County. Figure 2.2 shows their locations. 

Los Angeles County, along with the Counties of Imperial, Orange, Riverside, San 
Bernardino and Ventura, make up the Southern California planning region. SCAG 
is the designated metropolitan planning organization for the Southern California 
region. SCAG has divided the County into ten sub-regional areas for forecasting 
purposes. SCAG groups these sub-regional areas into three categories: urban, 
urbanizing, and mountain and desert (see Figure 2.3). Table 2.2 shows the 
growth projections for the sub-regional areas within the County. 

1 Data is from the California Department of Finance. Population figures are for 
January of 1993. The figures were provided by Andy Malakates, Los Angeles 
County Research and Community Relations Department, telephone conversation, 
July 8, 1993. 
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Proiect Description 

1. AGOURA HILLS 45. LA VERNE 
2. ALHAMBRA 46. LAWNDALE 
3. ARCADIA 47. LOMITA 
4. ARTESIA 48. LONG BEACH 
5. AVALON 49. LOS ANGELES CITY 
6. AZUSA 50. LYNWOOD 
7. BALDWIN PARK 51. MALIBU 
8. BELL 52. MANHATTAN BEACH 
9. BELLFLOWER 53. MAYWOOD 
10. BELL GARDENS 54. MONROVIA 
11. BEVERLY HILLS 55. MONTEBELLO 
12. BRADBURY 56. MONTEREY PARK 
13. BURBANK 57. NORWALK 
14. CALABASAS 58. PALMDALE 
15. CARSON 59. PALOS VERDES ESTATES 
16. CERRITOS 60. PARAMOUNT 
17. CLAREMONT 61. PASADENA 
18. COMMERCE 62. PICO RIVERA 
19. COMPTON 63. POMONA 
20. COVINA 64. RANCHO PALOS VERDES 
21. CUDAHY 65. REDONDO BEACH 
22. CULVER CITY 66. ROLLING HILLS 
23. DIAMOND BAR 67. ROLLING HILLS ESTATES 
24. DOWNEY 68. ROSEMEAD 
25. DUARTE 69. SAN DIMAS 
26. EL MONTE 70. SAN FERNANDO 
27. EL SEGUNDO 71. SAN GABRIEL 
28. GARDENA 72. SAN MARINO 
29. GLENDALE 73. SANTA CLARITA 
30. GLENDORA 74. SANTA FE SPRINGS 
31. HAWAIIAN GARDENS 75. SANTA MONICA 
32. HAWTHORNE 76. SIERRA MADRE 
33. HERMOSA BEACH 77. SIGNAL HILL 
34. HIDDEN HILLS 78. SOUTH EL MONTE 
35. HUNTINGTON PARK 79. SOUTH GATE 
36. INDUSTRY 80. SOUTH PASADENA 
37. INGLEWOOD 81. TEMPLE CITY 
38. IRWINDALE 82. TORRANCE 
39. LA CANADA-FLINTRIDGE 83. VERNON 
40. LA HABRA HEIGHTS 84. WALNUT 
41. LAKEWOOD 85. WEST COVINA 
42. LA MIRADA 86. WEST HOLLYWOOD 
43. LANDCASTER 87. WESTLAKE VILLAGE 
44. LA PUENTE 88. WHITTIER 

SOURCE: Los Angeles County Research and Community Relations Department. 
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1984 2010 % 1984 2010 % 1984 2010 % 
Population Population Increase Employment Employment Increase Housing Housing Increase 

URBAN 
Central Los Angeles 2,102,000 2,354,500 12.0% 1,435,300 1,634,500 14,0% n1,100 898,100 16.0% 
E. San Gabriel Valley 739,300 1,071,500 45.0% 239,300 391,600 64.0% 233,000 355,100 · 52.0% 
Glendale /Pasadena 1,202,200 1,412,000 17.0% 485,400 616,200 27.0% 442,500 537,100 21.0% 
Long Beach/Downey 1,075,800 1,312,100 22.0% 482,600 632,200 31.0% 400,000 503,500 26.0% 
San Fernando Valley 1,1n,4oo 1,593,900 35.0% 580,900 809,800 39.0% 454,000 643,000 42.0% 
Santa Monica Bay 1,297,400 1,606,400 24.0% 759,500 1,012,500 33.0% 519,200 666,100 28.0% 

Subtotal 7,594,100 9,350,400 23.0% 3,983,000 5,096,800 28.0% 2,825,800 3,602,900 28.0% 

County Share 96.58% 91.39% 98.28% 94.52% 96.66% 91.00% 

I 
URBANIZING 

..J. Santa Clarita Valley 89,200 242,400 172.0% 23,400 102,200 337.0% 29,200 89,800 208.0% 
01 Santa Monica Mountains 58,100 106,400 83.0% 13,200 31,800 141.0% 21,300 42,900 101.0% I 

Subtotal 147,300 348,800 137.0% 36,600 134,000 266.0% 50,500 132,700 163.0% 

County Share 1.87% 3.41% 0.90% 2.49% 1.73% 3.35% 

MOUNTAINS AND 
DESERT 
Angeles National Forest 2,400 2,400 0% 600 600 0% 1,100 1,100 0% 
North Los Angeles 
County 118,900 529,600 345.0% 32,700 160,800 392.0% 46,100 222,600 383.0% 

Subtotal 121,300 532,000 339.0% 33,300 161,400 385.0% 47,200 223,700 374.0% 

County Share 1.54% 5.20% 0.82% 2.99% 1.61% 5.65% 

TOTAL FOR COUNTY 7,862,700 10,231,200 30.0% 4,052,900 5,392,200 33.0% 2,923,500 3,959,300 35.0% 

SOURCE: SCAG 1989 Regional Growth Management Plan Tables Vl-1, 2, and 3 

- - - - 11111 - -------------



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

Proiect Description 

As shown in Table 2.2, most of the County's population lives in the urban portion 
of the County: 7,594,100 in 1984 projected to increase to 9,350,400 by the year 
2010. Although the population of the urban portion of the County is projected to 
increase substantially, the share of the County's population living in the urban sub­
regional areas is projected to decline slightly from 96.58 percent in 1984 to 91.39 
percent by the year 2010 as a result of increased growth in the urbanizing, and 
mountain and desert portions of the County. According to SCAG, the fastest 
growing sub-regional areas within the County are projected to be the Santa Clarita 
Valley and North Los Angeles County. Population in Santa Clarita Valley is 
expected to increase by 172 percent to 242,400, employment by 337 percent to 
102,200, and housing by 208 percent to 89,800. North Los Angeles County is 
anticipated to experience a 345 percent increase in population to 529,600, a 392 
percent increase in employment to 160,800, and a 383 percent increase in housing 
to 222,600. Even with these substantial increases, the share of the population 
living in the urbanizing portion of the County represented by the Santa Clarita 
Valley and the Santa Monica Mountains is only projected to increase from 1.87 
percent to 3.41 percent of the Los Angeles County total. Similarly, the share of the 
population living in the mountain and desert portion of the County represented by 
North Los Angeles County and the Angeles National Forest is projected to increase 
from 1.54 percent to 5.2 percent of the population.2 

2.2 CONGESTION MANAGEMENT PROGRAM REQUIREMENTS 

The CMP is a program enacted by the State to address traffic congestion in 
California's urbanized counties. 3 In establishing the CMP requirement, the State 
Legislature emphasized the importance of California's transportation system to 
maintaining the economic vitality of the State. The Legislature also noted that the 
existing transportation system relies on a street and highway system that is 
currently over-crowded. The resulting congestion results in significant hours of 
delay, increased pollutants released into the air, and increased costs to the 
motoring public. 

Regulatory Framework 

The CMP requirement originated in the State Legislature with the passage of 
Assembly Bill 471 (1989) and Assembly Bill 1791 (1990). The program requirement 

2Data is from Tables Vl-1,2 and 3 of SCAG's 1989 Regional Growth 
Management Plan and represents the adopted policy forecast, which incorporates 
SCAG's jobs/housing balance policy. 

3See Section 65089 of the California Government Code. 
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Proiect Description 

became effective when Proposition 111 was enacted by the voters in June of 1990. 
The California voters approved Propositions 108 and 111 in June of 1990, and put 
into place a nine-cent-per-gallon gas tax. These taxes are expected to generate 
approximately $18.5 billion in gas tax revenues to fund transportation investment 
statewide over a 10-year period. A portion of these funds are returned to local 
governments for transportation related purposes. In order to receive these funds, 
local jurisdictions must comply with local CMP requirements. These requirements 
are as established in Section 65088 through 65089.2 of the California Government 
Code and include monitoring of the CMP highway system, adopting and 
implementing Transportation Demand Management (TDM) ordinances, adopting 
and implementing programs to assess the impact of land use decisions on the 
CMP system, and preparing and adopting deficiency plans when Levels of Service 
(LOS) standards are not attained. 

The intent of the program is to: link land use, transportation, and air quality 
decisions; to develop a partnership among transportation decision makers in 
developing multi-modal transportation solutions; and that the CMP be the first step 
in identifying congestion relief projects for state gas tax funding. 

Each urban county in the state is required to designate a CMA to develop and 
biennually update a CMP. Preparation of a CMP is a condition for eligibility to 
receive the State gas tax subventions. Section 65089(b) requires each CMP to 
contain the following five elements: 

1. An element designating the CMP transportation system and establishing 
LOS standards for the highways and roadways included in that system. 

2. A transit standards element for service frequency, routing, and coordination 
among multiple transit agencies operating within the CMP's jurisdiction. 

3. A transportation demand and trip reduction el.ement that includes 
alternatives to single-occupant auto use and promotes strategies to manage 
overall travel demand. 

4. A land use program to analyze the impacts of land use decisions by local 
jurisdictions on the regional transportation system. 

5. A 7-year Capital Improvement Program (CIP) to maintain or improve the 
traffic and transit standards or to mitigate the impact of new development. 
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Proiect Description 

In addition to these components, the CMA must develop a uniform data base for 
use in a computer model of the countywide transportation system. 4 The MTA has 
developed such a model for Los Angeles County. The CMA also has the 
responsibility to review and approve local community models used for CMP 
purposes and assess their consistency with the countywide transportation moael. 

After approving the CM P, the CMA must forward it to the regional transportation 
agency for review. 5 SCAG is the regional transportation agency for Los Angeles 
County. SCAG must then evaluate whether the proposed CMP is consistent with 
the Regional Mobility Plan (RMP). SCAG must also evaluate the compatibility of 
Los Angeles County's CMP with the CMPs of the four other urbanized counties in 
the SCAG planning region. SCAG has developed criteria for determining CMP 
consistency and these are included in Appendix D. If SCAG finds that the CMP 
is inconsistent with the RMP, it may remove inconsistent projects from the Regional 
Transportation Improvement Program (RTIP). 6 Consistent CMPs are incorporated 
into the RMP and serve as a county level building block, working towards regional 
mobility goals. This program is a list of highway~ aAel transit; ---~)sf@i¥ipe.fUfial 
lffiit.lV§ffilffl projects that SCAG recommends to the State for inclusion in the 
State Transportation Improvement Program (STIP). The STIP contains 
transportation projects from throughout California. Inclusion in the STIP is 
essential to receive certain State and federal funding. 

Goals and Obiectives 

The CMP legislation was created by the State Legislature in recognition of the 
following conditions and with the following objectives:7 

(a) Although California's economy is critically dependent upon transportation, 
its current transportation system relies primarily upon a street and highway 
system designed to accommodate far fewer vehicles than are currently 
using the system. 

(b) California's transportation system is characterized by fragmented planning, 
both among jurisdictions involved and among means of available transport. 

4See Section 65089(b)(5) of the Government Code. 

5See Section 65089.2 of the Government Code. 

6See Section 65089.2 of the Government Code. 

7 Section 65088 of the Government Code. 
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Proiect Description 

(c) The lack of an integrated system and the increase in the number of vehicles 
are causing traffic congestion that each day results in 400,000 hours lost in 
traffic, 200 tons of pollutants released into the air we breathe, and three 
million one hundred thousand dollars ($3,100,000) added to costs to the 
motoring public. 

(d) To keep California moving, all methods and means of transport between 
major destinations must be coordinated to connect our vital economic and 
population centers. 

(e) In order to develop the California economy to its full potential, it is intended 
that federal, state, and local agencies join with transit districts, business, 
private, and environmental interests to develop and implement 
comprehensive strategies needed to develop appropriate responses to 
transportation needs. 

2.3 THE 1992 ADoPTED CMP 

In November 1992, the MTA adopted the first CMP for Los Angeles County and 
certified the accompanying Final EIR. Because the CMP was a new program, the 
MTA adopted a first year CMP that was designed to meet the basic legislative 
requirements for a CMP and to establish a countywide planning framework for 
addressing congestion on the regional transportation network. 

Goals and Objectives 

The adopted 1992 CMP was designed to meet the following goals and objectives, 
in addition to the goals and objectives specified by the State Legislature: 

• The first year CMP focused on defining a basic, core program, consistent 
with statutory requirements. As this program must be biennially updated, 
MTAwill build on this core program as implementation experience is gained. 

• Local land use authority will remain the responsibility of local jurisdictions. 
MTA is not responsible for directing the land use decisions of local 
jurisdictions. Rather, the CMP process is a tool to assist local jurisdictions 
in making land use decisions that consider and enhance countywide 
mobility. 

• The CMP will give local jurisdictions flexibility in meeting CMP responsibilities 
through existing local procedures rather than creating new CMP processes. 
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Proiect Description 

MTA will work closely with local jurisdictions in implementing the CMP to 
ensure local conformance with CMP requirements and continued allocation 
of state gas tax funds. 

The CMP implementation process will be a tool for increasing coordination 
between: transportation providers responsible for implementing the best mix 
of transportation solutions; land use and transportation programs; and 
neighboring cities and counties. 

The CMP will be a focal point for ensuring consistency, compatibility, and 
integration of other MTA transportation studies. 

The CMP will serve as an important resource in the current update of the 
SCAG RMP. MTA will work closely with SCAG in the update of the RMP, 
providing input based on what MTA has learned through the CMP process. 
This will enable SC~G to incorporate relevant CMP information into the RMP 
and the regional planning process. 

Equity with respect to cost of service, quality of service, and access to 
service will be considered in programming decision made by MTA in the 
implementation of the CMP. In addition, equity considerations will be 
incorporated in ongoing area-specific needs assessment and service 
distribution studies. 

Economic development opportunities will be aggressively pursued in high­
volume transit corridors. MTA will also develop programs for other areas 
to facilitate economic development in conjunction with transit improvements 
with the objective of maximizing the overall benefit of the community. 

The CMP will be developed to be sensitive of the general economy of Los 
Angeles County. While increased mobility and reduced congestion serve 
attainment of this goal, CMP policies and procedures should be developed 
to minimize cost and provide certainty and predictability to the public and 
private sector alike. 

2.4 THE PROPOSED PROJECT-THE 1993 CMP UPDATE 

The proposed project consists of the 1993 Update of the CMP. This is the first of 
the biennial updates to the CMP for Los Angeles County to be prepared. Biennial 
updates are required by statute. The 1993 CMP Update contains the following key 
changes to the program: 
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Proiect Description 

1993 Highway and Transit Monitoring Data -The 1992 CMP produced the first 
consistent, multi-jurisdictional analysis of traffic congestion throughout the County. 
The 1993 CMP Update provides comparable data, and identifies changes in 
congestion levels over the past year. Transit frequency and routing data are also 
being compiled through information provided by transit operators as part of the 
Short Range Transit Plan (SRTP). 

Additions to the CMP Highway and Roadway System - The 1992 CMP 
established a mechanism for adding routes through the biennial CMP update. As 
part of the 1993 CMP Update, La Cienega Boulevard between the Santa Monica 
Freeway (1-1 0) and the San Diego Freeway (1-405) will be added to the system. 
Figure 2.4 shows the CMP Highway and Roadway System with the addition of the 
La Cienega Boulevard segment. 

Refinement of the Land Use Analysis Program - The 1992 CMP established 
guidelines for analyzing _ the impacts of new development on the regional 
transportation system through existing CEQA requirements. These guidelines 
included technical procedures for analyzing the impacts of individual development 
projects at CMP intersections and freeway segments. 

Through implementation, CMP staff has found that a brief supplement to these 
guidelines would allow for the analysis of longer range and more generalized 
development programs such as local general plans and community plans. By 
allowing the analysis of these plans to focus on CMP street segment analysis 
rather than intersections, comparable evaluation of regional impacts and mitigation 
measures can be provided. This supplement is intended to improve the 
effectiveness of the land use analysis program at capturing cumulative 
development impacts, while permitting more generalized technical evaluation in 
keeping with the programmatic nature of general plans and to minimize 
administrative costs. 

Update of the Capital Improvement Program - State programming statute 
requires that projects competing for State Flexible Congestion Relief (FCR) funds 
be included in the CMP, and that projects competing for Traffic System 
Management (TSM) funds be consistent with the CMP. 1992 CMP monitoring data 
and analysis have been integrated into the MTA's Multi-Year Call for Projects, and 
were used in evaluating the regional significance of project applications. Those 
projects that were recommended for State funding are incorporated into the 1993 
CMP Capital Improvement Program. 
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Proiect Description 

As detailed in the Initial Study for the 1993 CMP Update contained in Appendix C, 
these changes either do not have the potential to create significant effects on the 
environment, not previously analyzed in the 1992 CMP EIR, or mitigations included 
in the 1992 CMP EIR and the Mitigation Monitoring Program for the 1992 CMP8 are 
sufficient to address potential impacts. 

The other key change in the CMP included in the 1993 Update, and the one with 
the potential to create environmental impacts, is the addition of a deficiency plan 
component. It is the potential effects of this addition, which are the subject of this 
EIR. 

THE PROPOSED DEFICIENCY PLAN ADomoN 

The MTA's proposed deficiency plan procedures were developed through 
extensive consultation. Since their creation in 1991, both the CMP Policy Advisory 
Committee (PAC) and the. CMP Technical Forum have met monthly to assist in 
CMP development. The 37-member Policy Advisory Committee consists of 
representatives reflecting a cross-section of local jurisdictions countywide, 
representatives of regional and state agencies (Caltrans, SCAG, Commuter 
Transportation Service, and the SCAQMD), transit operators, as well as 
representatives of the environmental and business communities. 

In addition, there has been an intense effort to discuss specific aspects of the 
deficiency plan through numerous special working sessions, devoted to topics 
such as land use strategies, transportation demand management strategies, capital 
improvement strategies, transit issues, and new development activity reporting. 

A variety of other mechanisms have also been used for public outreach and 
consultation. A monthly newsletter, Up to Speed, is mailed to approximately 2,000 
people and provides a regular update of the status of CMP development, 
document review periods, and key meetings. A telephone hotline also provides 
up-to-date information on CMP issues and meetings. CMP staff have also been 
active in presenting the CMP in a wide range of forums and to a wide range of 
interests, including local jurisdictions, Chambers of Commerce, business and 
development groups, and environmental groups. 

The proposed approach is designed to address deficiencies projected to occur on 
the regional network between 1990 and 2010. Projected deficiencies have come 

B. 
8The Mitigation Monitoring Program for the 1992 CMP is contained in Appendix 
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Proiect Description 

to be referred to as the "congestion gap." The approach is the result of extensive 
study regarding the mitigation value of different land use, TDM, and capital 
improvement strategies. 

Goals and Obiectives 

In developing its deficiency plan procedures, the MTA sought to develop a 
countywide approach to deficiency planning which met the following goals and 
objectives, as well as the State Legislature's CMP goals and objectives, and the 
goals and objectives outlined in the adopted CMP: 

• 

• 

• 

• 

• 

• 

Countywide Deficiency Plan Approach - Because of the complexity and 
interrelatedness of transportation impacts, local jurisdictions cannot bear the 
burden of addressing deficiencies themselves. Due to overwhelming 
support from both local jurisdictions and the development community for a 
countywide approach to meeting deficiency plan requirements, the 
proposed approach should be countywide in nature. 

Effectiveness and Flexibility of Actions - Mitigation resulting through the 
deficiency plan must be effective at addressing congestion on the regional 
system. Furthermore, the program should remain flexible to accommodate 
new ideas, as well as the diversity of community characteristics within Los 
Angeles County. 

Minimizing Administrative Costs - The deficiency plan should be as 
simple as possible, focus on mitigation implementation, and build upon 
existing processes rather than creating new analysis or bureaucratic 
requirements. 

Sensitivity to the Economy and Jobs - The program should be 
responsive to cycles in the economy. 

Consistency and Fairness Among Communities and Developments -
The program should establish consistent requirements throughout the 
County, and account for the cumulative impacts of growth rather than 
focusing on specific types or sizes of development. 

Promoting Inter-Jurisdictional Mitigation - The program should 
encourage mitigation of impacts that cross jurisdictional boundaries. 

-24-
Environmental Impact Report 

1993 CMP Update 



Pro;ect Description 

• Transit Enhancing Land Use - Due to the impact of land use patterns on 
transportation, the program should create incentives for appropriate land 
use densities to make transit alternatives viable transportation options. 

Regulatory Framework 

California Government Code Section 65089.3(b) specifies the necessary elements 
of deficiency plans. Deficiency plans are required when portions of the CMP 
highway system deteriorate to LOS F, or worsen within LOS F. In summary a 
deficiency plan must include: 

(a) An analysis of the cause of the deficiency. 

(b) A list of improvements necessary for the deficient segment or intersection 
to maintain the minimum LOS otherwise required and the estimated costs 
of the improvemen~s. 

(c) A list of improvements, programs, or actions, and estimates of costs that 
will (i) measurably improve the level of service of the system, and (ii) 
contribute to significant improvements in air quality. 

(d) An action plan, consisting of improvements identified in (b) or (c) above and 
including a specific implementation schedule. 

Statute also provides guidelines for the determination of deficiencies, deficiency 
plan contents, and agencies that must be consulted during deficiency plan 
development. The city or county must forward its adopted deficiency plan to the 
CMA for approval. 

Approach Development 

The first step in developing the proposed countywide deficiency plan approach 
was to quantify the size of the problem. This was done by modeling the 
transportation system as it is anticipated to look in Year 2010 with the 
improvements programmed in the 30-year Plan, assessing the LOS on the 201 O 
System which would occur given projected Year 2010 population, employment, 
and housing patterns, and comparing the LOS to the 1990 base year LOS on the 
system to determine the degree to which programmed improvements will maintain 
base year mobility levels. The "congestion gap" is the magnitude of deficiencies 
projected to remain on the CMP system after implementation of transportation 
improvements programmed by the Year 2010. In general terms, model runs 
indicate that roughly 15 percent of the trips generated by growth within Los 
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Proiect Description 

Angeles County through 2010 will contribute to CMP deficiencies. This represents 
the size of the congestion gap which needs to be addressed through deficiency 
plans. This 15 percent of new trips is equivalent to 3 percent of all trips projected 
to occur in 2010. 

The second step in the development of the proposed approach was to develop a 
program for assigning responsibility for addressing this congestion gap. After 
extensive evaluation of options, monitoring of new development activity was 
selected as providing the best indicator for attributing mitigation responsibility to 
local jurisdictions. The intent in selecting this approach was to allow the program 
to respond to economic cycles, by providing a method for mitigation goals to 
increase or decrease proportionate to development activity within local jurisdictions. 
The intent was also to ensure assignment of mitigation responsibilities to those 
jurisdictions that contribute to the impacts; to be proactive by allowing jurisdictions 
to plan for mitigation before the impact occurs; and to control for the variability of 
regional growth forecasts, by establishing mitigation goals based on actual growth, 
rather than assumed regional growth trends. 

The third step in developing a countywide approach was to decide how to mitigate 
deficiencies. Based on review of the range of mitigation strategies being 
developed throughout the region, and the desire of many local jurisdictions to 
maintain flexibility for local characteristics, it was decided to provide a ''Tool Box" 
approach to mitigation. Mitigation strategies included in the Tool Box fall into three 
broad categories: land use, transportation demand management, and capital 
improvements. Under the proposed approach, local jurisdictions may select the 
actions they dee111 most appropriate for their community from the Tool Box. 
Mitigation measures can be applied throughout the jurisdiction, in a subarea, or to 
a specific project. Jurisdictions can also work together on corridor or subregional 
strategies. Once the jurisdiction chooses its mitigation strategies, the basic 
requirement is that the overall value of the mitigation program must be 
commensurate with the jurisdiction's mitigation goal, as determined by new 
development activity. 

Proposed Deficiency Plan Requirements 

As a countywide program, all local jurisdictions within Los Angeles County must 
participate in the deficiency plan process regardless of the number of CMP 
intersections or congestion levels within their geographic limits. Deficiency plan 
preparation will require local jurisdictions to track new development, calculate the 
number of debit points resulting from that development, select a mix of Tool Box 
strategies with an equivalent mitigation value, and prepare and submit a Local 
Implementation Report for MTA review and approval. 
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Tracking of New Development and Calculation of Debit Points 

Under the proposed program, each local jurisdiction must track new development 
activity as the basis for calculating its annual congestion mitigation goal. The goal 
links deficiencies on the CMP system to development activity, using a uniform point 
system based on the trip generation and trip length characteristics of various land 
uses. Under the proposed program, each jurisdiction will be required to: 

• 

• 

• 

Track new development activity through building permits issued for 
residential dwelling units and square footage of other land uses. 

Report annually the total new development activity by land use category, 
less permits issued for CMP-exempted land uses. The land use categories 
are listed in Table E-1 in Appendix E. 

Use the annual new development totals to calculate the jurisdiction's 
congestion mitigation goal, using worksheets provided by MTA. The 
proposed first year debit point formulas for each land use category are 
provided on Table E-1 in Appendix E. It is anticipated that point values 
may be updated periodically, as information regarding the contribution of 
development to congestion on the network is updated as a result of 
network monitoring. 

Selection of Tool Box Strategies 

The local jurisdiction must then select a mix of mitigation measures from the CMP 
Tool Box of strategies. The 1993 CMP Update includes procedures for adding 
additional tools to the Tool Box. Table E-2 in Appendix E lists the Tool Box 
measures and their associated mitigation point value. Point values are based on 
existing research regarding the effectiveness of the various strategies. It is 
anticipated that point values may be updated periodically, as additional information 
regarding the mitigation value of strategies becomes available. The Tool Box 
contains the following categories of strategies: 

• 

• 

Land Use Strategies - which focus on integrating complementary land 
uses (such as homes and shops), and on concentrating activity in areas 
that can be efficiently served by transit. Effectively locating land uses 
should reduce the demand for travel on the CMP system, thereby 
addressing regional traffic congestion. 

TDM Strategies - which include programs and provisions supporting 
facilities to promote travel by modes other than driving alone. As with land 
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• 

• 

Proiect Description 

use strategies, TOM actions address traffic congestion on the CMP system 
by reducing the demand for travel. In addition, TOM actions are intended 
to promote more efficient use of the CMP system by increasing the number 
of people travelling in the same number of vehicles. 

Transportation Systems Management (TSM) Strategies -which improve 
the operational efficiency of the existing highway system without significantly 
increasing right-of-way requirements, and at costs significantly lower than 
capital improvements. TSM strategies are intended to reduce regional traffic 
congestion by reducing delays and smoothing stop-and-go traffic flow on 
regionally significant highway facilities. 

Capital Improvements - which provide the basic infrastructure for moving 
people and goods. Highway improvements are intended to reduce delays 
on the CMP system by increasing the capacity for vehicle movement, either 
directly on the CMP system or by providing capacity on alternate routes. 
Transit and ridesharing capital improvements are similarly intended to 
benefit the CMP system, by providing the infrastructure for travel by modes 
other than driving alone. 

Each jurisdiction may select the actions that it determines most appropriate, as 
long as the overall value of its mitigation program is commensurate with its 
mitigation goal determined by new development activity. The proposed program 
does not require a linkage of mitigation to individual development approvals. A 
jurisdiction may choose to implement strategies affecting existing activity rather 
than new development. Each jurisdiction has the flexibility to choose the measures 
it deems most appropriate - multi-jurisdictional, citywide, subarea, or project­
specific. The jurisdiction may pick any combination of strategies; jurisdictions are 
not limited to selecting strategies from within a single category. 

Funding for mitigation can be from any source programmed by the local 
jurisdiction. Projects funded through MTA discretionary sources, (State Flexible 
Congestion Relief (FCR), Traffic Systems Management (fSM) Proposition A and 
C Discretionary, and federal discretionary lntermodal Surface Transportation Act 
(ISTEA) funds), do not count toward meeting local jurisdiction deficiency plan 
obligations. 

Where a jurisdiction contributes local match to a regional discretionary project, the 
local credit is based on the mitigation value of the project and the proportion 
contributed by the jurisdiction. 
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The Phase II TDM Option - The proposed program also provides local 
jurisdictions with the option of meeting the deficiency plan requirement through 
adoption of a Phase II TOM Program which meets the more stringent Air Quality 
Management Plan (AQMP) Transportation Control Measure (TCM) requirements. 
The AQMP and the RMP call for a 10 percent reduction of all trips by the year 
201 O for air quality purposes. In contrast, the proposed CMP deficiency plan is 
designed to address the congestion gap, which represents a 3 percent reduction 
in projected year 201 O trips. 

Local Jurisdiction Report Submittal 

In preparing their report, local jurisdictions are encouraged to consult with 
Caltrans, adjacent jurisdictions, and other interested organizations or individuals, 
such as business and environmental groups. Reports can be prepared and 
submitted jointly by multiple jurisdictions. The report must incorporate evidence 
that it has been adopted at a public hearing by the local City Council or Board of 
Supervisors before submlttal to MT A. The report is required to: contain a 
calculation of the jurisdiction's congestion mitigation goal based on new 
development activity; identify the locally selected mitigation strategies chosen from 
the Tool Box of mitigation strategies and the credits for those strategies; include 
a description and status of funds that will be used for implementation of each 
selected strategy; and identify the implementation timeline for each selected 
mitigation strategy. 

MTA Review of Local Reports 

Statute requires that the MTA conduct a noticed public hearing on the 
conformance of local jurisdiction reports, at which time the MTA may either accept 
or reject the report in its entirety. 

Implementation Schedule 

Table 2.3 lists the implementation schedule for the proposed project. Dates in 
boldface indicate an action or milestone for local jurisdictions. Other dates 
correspond to MTA actions and milestones. 
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May 1993 

July 1993 

October 1993 

November 1993 

May 1994 

October 1994 

September 1995 
and biennially 
thereafter 

October 1995 

November 1995 

September 1996 
and biennially 
thereafter 

October 1996 

Recommended deficiency plan and other changes for the 1993 
CMP Update reported to MTA Board. Initial Study and Notice of 
Preparation for EIR released. 

Draft EIR released. 

Final EIR released. 

Final EIR and 1993 CMP Update presented to MTA Board for 
certification and adoption. 

Jurisdictions submit resolutions of conformance and local 
implementation reports to MTA including: 

• mitigation credits for actions implemented to date; and 
• commitment to start new development tracking procedures by 

_June 1, 1994. 

MT A Board makes CMP conformance determinations. 

Jurisdictions submit resolutions of conformance and local 
implementation reports to MTA including: 

• congestion mitigation goal based on previous year's 
development activity; 

• credit for mitigation strategies implemented since last year; 
and 

• congestion mitigation program for the next two years. 

MT A Board makes CMP conformance determinations. 

1995 CMP Update submitted to MTA for approval. 

Jurisdictions submit resolutions of conformance and local 
implementation status reports to MTA including: 

• congestion mitigation goal based on previous year's 
development activity; and 

• status of mitigation strategy implementation. 

MTA Board makes CMP conformance determinations. 

SOURCE: MT A CMP Staff. 
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2.5 APPROVALS FOR WHICH THE EIR WILL BE USED 

The MTA will use this program level EIR as part of its review and approval of the 
1993 CMP Update. Local jurisdictions may reference this EIR during deficiency 
plan approval; and as part of environmental review, project approval, and EIR 
certification decisions for regionally significant projects. SCAQMD may use this EIR 
as part of the approval of projects that measurably improve air quality. In addition 
to the above approvals, agencies approving projects listed in the CIP, deficiency 
plans, and other regionally significant transportation projects, may use this EIR in 
evaluating proposed projects. 
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Ill. ENVIRONMENTAL SETTING. IMPACTS. AND MITIGATIONS 

This chapter contains a discussion of the environmental setting, impacts, and 
mitigations associated with the potentially significant impact areas identified for the 
1993 Congestion Management Program (CMP) Update. The first portion of this 
Chapter, Section 3.1, explains the analytic approach taken in analyzing the 
potential impacts of the 1993 CMP Update. The remaining sections address the 
issue areas identified in the Initial Study as being of concern. The issue areas 
discussed, and the section of this chapter in which they appear, are listed below: 

3.2 Transportation 
3.3 Air Quality 
3.4 Energy 
3.5 Land Use 
3.6 Public Services 

As appropriate, these issue areas are discussed in terms of the potential of the 
1993 CMP Update to create both direct and indirect impacts. Direct impacts are 
the physical changes in the environment which could result from implementation 
of the deficiency plan program. Indirect impacts are the potential effects of the 
CMP program as a whole. 

3.1 ANALYTIC APPROACH 

The objective of the proposed deficiency plan program is to address the 
"congestion gap" for the County. As explained in greater detail in Chapter 2, 
Section 2.4, the congestion gap refers to the remaining deficiencies which are 
projected to occur on the regional network between 1990 and 2010 after 
implementation of currently programmed transportation improvements. Model runs 
indicate that roughly 15 percent of trips generated by growth within Los Angeles 
County through 2010 will contribute to CMP deficiencies. This 15 percent of new 
trips is equivalent to 3 percent of all trips projected to occur in 2010. 

The, regional #ili§llfli model is also able to express this gap in terms of person 
miles of travel (PMT). The current modeling analysis indicates that a total of 
8,100,000 PMT resulting from new development must be mitigated to address the 
congestion gap. 

The Tool Box Approach and Its Analysis 

For purposes of implementing the CMP deficiency plan process and allocating 
mitigation responsibility throughout the County, the PMT congestion gap has been 
defined in terms of "points" of debits and credits. Debit points are earned by local 
jurisdictions as a result of development activity, with different numbers of debit 
points being earned by different land use types in keeping with the trip generation 
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value of different land uses. Table E-1 in Appendix E lists the debit values for 
different land uses. 

• 

• 

• 

Land Use Strategies - which reduce the demand for vehicle trips, 
including strategies which focus development around transit centers, and 
provide for mixed use developments which reduce the need for vehicle 
tripmaking. 

Demand Management Strategies - which reduce the demand for vehicle 
trips, including ridesharing programs, physical ridesharing support facilities, 
ridesharing incentives, transit improvements and telecommunications. 

Capital Improvement and Systems Management Strategies - which 
increase or enhance system capacity, including the addition of high 
occupancy vehicle lanes, mixed flow lanes, intersection improvements, rail 
stations, goods movement facilities, signal system enhancements, and other 
measures. 
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Environmental Setting. Impacts and Mitigations 

The intent of the Tool Box approach is to allow individual jurisdictions to choose 
the strategies which are most suited to their individual circumstances as long as 
the total number of credit points is commensurate with the number of debit points 
they have accumulated. 

For purposes of assessing the impacts of the proposed program, it would be ideal 
if the exact mix of strategies to be chosen could be predicted, then the impacts of 
implementation of the measures could be precisely analyzed. Due to the built-in 
flexibility of the program, however, it is not possible to forecast which strategies will 
be chosen by which jurisdictions. 
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Impact Assessment Method 

Since it is not possible to forecast the mix of strategies to be chosen, this 
Environmental Impact Report (EIR) analysis focuses on two extremes of strategy 
selection. These extremes "bracket" the possible range of strategies that could be 
selected countywide. The two bracketing scenarios analyzed are as follows: 

• 

• 

Trip Reduction Emphasis - Countywide, all of the Tool Box measures 
chosen reflect actions which decrease demand for travel via land use 
strategies or transportation demand management (TOM) strategies 

Capacity Enhancement Emphasis - Countywide, all of the Tool Box 
measures chosen result in increases in system capacity via capital 
improvement and traffic systems management strategies 

If all jurisdictions choose tfip reduction strategies, the impacts on the system will 
be different than if all the jurisdictions choose capacity enhancements. A 
combination of the two extremes would result in a combined impact which would 
fall between the two ends of the "bracket." The purpose of using the bracketing 
approach to analyzing the potential Tool Box options is therefore to identify the 
potential extremes of impacts of the proposed program. The two ends of the 
bracket are described in more detail below. 

Trip Reduction Emphasis - This package includes the assumption that all of the 
strategies chosen for credit by local jurisdictions will be from the land use and TOM 
options. Although it is unlikely that only land use and TDM options will be used, 
this end of the range enables the effectiveness of trip reduction strategies to be 
tested on their own. Based on the model results and the calculation of the 
congestion gap, it was determined by Los Angeles County Metropolitan 
Transportation Authority (MTA) staff that the 8,100,000 PMT congestion gap points 
is equivalent to approximately 3 percent of the total tripmaking in 2010. Therefore, 
the land use and TOM strategies were tested via the reduction of modeled trips in 
2010 equivalent to 3 percent of all trips in the County. The model was then rerun 
including assignment to CMP links to test the effectiveness of the trip reduction 
package. Model output includes average speeds, vehicle miles traveled, vehicle 
hours traveled, and delay. 

Capacity Enhancement Emphasis - This package includes the assumption that 
all of the strategies chosen for credit by local jurisdictions will be from the capital 
improvements and traffic systems management options. As with the trip reduction 
emphasis described above, it is unlikely that only these options will be used. 
Analysis of this end of the range enables the effectiveness of capacity enhancing 
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Environmental Setting. Impacts and Mitigations 

strategies to be tested on their own. There are several different ways that the 
capacity strategies could be tested in the regional diil-e model. One option 
would be to assume that all of the improvements would directly affect capacity on 
the CMP system. The other is to assume that capacity improvements would occur 
throughout the entire transportation system, including both CMP and non-CMP 
facilities. The later option was chosen because CMP legislation allows off-system 
improvements which will benefit the system and also because it is likely that 
jurisdictions will choose those improvements which are closest in physical proximity 
and from which they most directly benefit. Also, local jurisdictions may not have 
the ability to implement full lane additions on CMP routes, but may be capable of 
implementing other Tool Box measures. Such improvements will probably be on 
both the CMP and non-CMP facilities and include measures such as areawide 
signal system projects. 

If new lane capacity is used to offset the 8,100,000 PMT debit points, the total 
number of new arterial lane-miles required (both high occupancy vehicle and mixed 
flow) would be about 564 ianef:mlie.s. This equals an equivalent capacity increase 
of 366,600 vehicles per hour to the system. To test the effectiveness of the 
capacity strategy, the equivalent of 366,600 vehicle capacity hours were added to 
the CMP and non-CMP facilities in the model. As described above, this capacity 
was assumed to be distributed equally across urban arterials in the County rather 
than only on CMP arterials, reflecting the range of capacity strategies that are 
possible. The model was then rerun including assignment to CMP links to test the 
effectiveness of the capacity emphasis package. Again, model output which has 
been reviewed includes average speeds, vehicle miles traveled, vehicle hours 
traveled, and delay. 

The MTA regional ;ili.gffll model runs, which were completed for purposes of 
evaluating the capacity and trip reduction Tool Box measures, take into account 
potential "latent demand" on the transportation system. For purposes of this 
analysis, latent demand is defined as existing demand for travel which is currently 
not translated into actual trips on the highway system, or which is translated into 
shorter trips, as potential trip-makers respond to the level of congestion on the 
system. Latent demand exists when the demand to make a trip is present, but the 
trip is not made on the highway system, or is instead made at an off-peak time of 
day or to a closer destination, because of the time costs associated with the delay 
and low speeds which would be experienced by the person considering making 
the trip. 

The technical model runs used in the bracket analysis of potential program impacts 
are based on an iterative modeling process whereby congested speeds are 
determined from an initial trip assignment and then are input back into the model 
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for a second iteration. The subsequent model run goes through the mode choice 
and trip distribution process once again and trips are finally assigned to the 
network with the congested speeds assumed. This is the most "realistic" modeling 
approach since it reflects the best estimate of actual speeds and trip length. Other 
common modeling approaches without this type of iterative loop may result in 
overly congested networks and will not reflect the full travel demand on the system. 
This approach captures latent demand by allowing mode choice to respond to 
changes in congestion levels. 

This model output has been used in analyzing the transportation, air quality, and 
energy impacts of the proposed program. The impact assessment is based on a 
comparison of these two scenarios with the year 201 O baseline model run. This 
model run captures projected transportation system conditions without 
implementation of the 1993 CMP Update. 

Likely Tool Box Use By _Local Jurisdictions 

Although a bracketing approach has been used to capture the range of potential 
program impacts, it is anticipated that on a countywide level, the total package of 
Tool Box measures selected will fall somewhere between the two bracket 
extremes. This conclusion is based on the following analysis of the possible 
behavioral choices of an "average" local jurisdiction. 

The 1993 CMP Update establishes a Tool Box of alternatives from which local 
jurisdictions may choose in order to offset their congestion mitigation goal, based 
on new development activity. Since each local jurisdiction faces its own unique set 
of demographic, fiscal, and political considerations the Tool Box incorporates a 
range of implementation options, including land use measures, TDM strategies, 
Transportation Systems Management (TSM), and capital improvement 
opportunities. These Tool Box measures can be implemented through a variety 
of funding mechanisms, including use of local revenue, imposition of direct 
transportation costs, use of development charges or fees, or use of land use 
incentives. Each of these mechanisms is discussed latter in this section. 

In selecting Tool Box measures it is anticipated that local jurisdictions will weigh 
specific public service needs in their community and funding considerations, and 
choose appropriate mitigation strategies that either enhance or minimize disruption 
to the jurisdiction's priorities. While the decision makers will have to weight the 
choice of implementation measures against the jurisdiction's specific objectives and 
constraints, there is a wide range of strategies included in the Tool Box to allow 
local jurisdictions flexibility in the choice of deficiency mitigation approaches. Local 
jurisdictions can choose any combination of strategies desired. 
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Environmental Setting. Impacts and Mitigations 

To understand the factors affecting a local jurisdiction's choice of mitigation 
measures, the following mitigation scenarios were developed for a hypothetical 
local jurisdiction with an employment base of 20,000 workers, contemplating 
permitting of a 100,000 square foot retail commercial building with a PMT debit 
point value of 2,223 points: mitigation through a mix of capital improvements and 
TOM measures, two different capital intensive approaches to mitigation, and two 
different TOM approaches to mitigation. The scenarios and their PMT credit point 
values are given in Table 3.1.1. 

The scenarios in Table 3.1.1 provide general information about the behavioral 
options open to this hypothetical jurisdiction. The jurisdiction may approach 
mitigation on either a jurisdictional or development-specific level. 

As seen in the example, implementation of non-development specific large scale 
capital improvements or jurisdiction-wide TOM measures will result in a large 
number of PMT mitigation ~redits which can be used to offset the PMT debit points 
from a number of development projects constructed within the local jurisdiction. 
As also seen in the example, both of these types of mitigations are better suited 
to jurisdiction-wide implementation by "average" jurisdictions, jurisdictions that are 
not considering the permitting of regional centers or very large-scale 
developments. This is because, generally speaking, capital improvements are 
large scale in nature, and not likely to be identified in an El R for a development 
project as mitigation the development is responsible for implementing, to mitigate 
the development's local or regional transportation impacts. These types of 
mitigations are more likely to be implemented occasionally by local jurisdictions 
acting alone, or in combination, when the improvement is a priority and funding is 
available. TOM may also best be suited to jurisdiction-wide implementation. As 
shown in Table 3.1.1, TOM measures implemented on a development specific 
basis are unlikely to result in PMT credit points which are commensurate with the 
development's PMT debit point contribution. Thus, TOM measures are most likely 
to be implemented by local jurisdictions, on a jurisdiction wide basis, with the 
jurisdiction receiving the incremental credit associated with the new development's 
participation in the existing program. Development of a jurisdiction-wide TOM 
requirement has the added advantage of helping the jurisdiction to meet its South 
Coast Air Quality Management District (SCQMD) Transportation Control Measure 
(TCM) responsibilities. TCM reporting requirements are discussed more fully in 
Section 3.6 of this chapter. 
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Example Case: 100,000 Square Foot Retail Commercial Building 
Debit Points: 2,223 (22.23 per 1,000 sq. ft.) 
Project Employment: 188.71 

Mitigation Category 

Land Use Strategy 

TOM Strategy 

TSM Strategy 

Total 

Mitigation Category 

1) Capital Improvement 

Total 

2) TSM Strategy 

Total 

Mitigation Category 

1) TOM Credits for Individual 
Project 

Total 

2) Citywide ordinance for small 
employers; affects 20,000 
employees 

Total 

Implementation Strategy 

Focus development along transit corridor 

Transportation Management Association 

Informal CarpooljVanpool Program 

Carpool Allowance 

Two Intersection Modifications 

Implementation Strategy 

General Use Highway Lane 
(1 lane, 1 mile; non-CMP network) 

Traffic Signal Synchronization 
(1 mile, 4 lane; non-CMP network) 
Peak Period Parking Restriction 
(3 hours, ½; non-CMP network) 

Implementation Strategy 

Transportation Management Association 
Vanpool Formation Program 
Vanpool Subsidy Program 

Trip Reduction Program 
Alternative Work Schedule 
CarpooljVanpool Program 
Transit Subsidy Program 
Preferential Ridesharing Parking 

Note: 1) CMP employment factor is 5.3 employees per 1,000 square feet. 

SOURCE: Willdan Associates 
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Credits 

870 

86 

52 

169 

1,150 

2,327 

Credits 

9,203 

9,203 

1,473 

1,380 

2,853 

Credits 

86.4 
20.7 

135.4 

242.5 

7,260 
1,460 
5,600 
6,400 
1,000 

21,720 
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Environmental Setting. Impacts and Mitigations 

Jurisdictions which wish to implement Tool Box measures on a development by 
development basis also have that option. This is most likely to be accomplished 
through a mix of TSM measures, most probably those identified as development 
specific improvements in the EIR for a development, and TDM or land use 
. strategies. It should be noted, however, that a development specific deficiency 
mitigation approach becomes more difficult, if a jurisdiction has a number of 
developments which do not require EIRs, since the California Environmental Quality 
Act (CEQA) process provides a ready mechanism for the identification of 
development-specific mitigations. 

Given the hypothetical case study described above, it is relatively safe to assume, 
that on a countywide basis, both development-specific and jurisdiction-wide Tool 
Box measures may be used. It is also safe to assume that on a countywide basis, 
some mix of capacity enhancing and demand reducing measures will be used; the 
County as a whole is unlikely to be at one bracket extreme or the other. 

Approach To The Relationship Between Funding Availability And The Degree 
of Program Impact 

Just as it is impossible to predict the exact mix of Tool Box strategies which will be 
selected on a countywide basis, it is impossible to predict the exact mix of 
mechanisms which will be used to fund deficiency mitigation by local jurisdiction. 
For this reason, the EIR examines, at a program level of detail, the relationship 
between the different funding mechanisms available, the Tool Box measures 
selected by local jurisdictions, and the potential for environmental impacts, 
specifically in the areas of land use and public services. Available funding 
mechanisms have been classified into four broad categories for analytic purposes, 
each of which is described below: 

• 

• 

• 

Use of Local Revenue - A local jurisdiction could elect to pay for required 
mitigation measures through its general fund or through the wide array of 
formula allocated public funds which may be used for CMP deficiency 
mitigation. These funding sources are discussed in more detail in Section 
3.6 of this chapter. 

Imposition of Direct Transportation Costs - Some Tool Box mitigation 
measures, particularly TOM-intensive measures, could be funded by 
imposing direct costs, such as parking fees on drivers. 

Use of Development Charges or Fees - To pay for required mitigation 
measures, a local jurisdiction may require a development contribution. The 
amount and nature of the contribution could vary significantly depending on 
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the degree to which local jurisdictions pursue capacity enhancing or 
demand reducing mitigations. 

Use of Land Use Incentives - Local jurisdictions may elect to provide 
mitigation by creating development incentives which foster patterns of land 
use for which mitigation credit is available. Incentives would likely entail 
measures having a monetary value to developers, such as reduced parking 
requirements, increased density bonuses, and expedited project processing 
and approval times. 

The hypothetical case study and the analysis of funding categories are used in 
analyzing the proposed 1993 CMP Update's potential land use and public service 
impacts. 

3.2 TRANSPORTATION 

This section of the EIR examines the potential of the 1993 CMP Update to create 
significant impacts on: (1) the CM P's consistency with the Regional Mobility Plan 
(RMP); and (2) the County's transportation system. 

SETTING 

Regional Transportation Planning 

The Los Angeles County transportation system is a central part of the six-county 
Southern California Association of Governments (SCAG) planning area. 2 As the 
regional planning agency, SCAG is responsible for development of the regional 
plan and associated mobility component. The existing plan contains four elements, 
the Regional Mobility Plan (RMP), the Growth Management Plan (GMP), the Air 
Quality Management Plan (AQMP), and the Regional Housing Needs Assessment 
(RHNA). The RMP serves as the Federal and State required Regional 
Transportation Plan (RTP). It has a 20-year planning horizon and is intended to 
establish the policies and actions to address the region's mobility issues. It is 
updated periodically. The official RTP for the SCAG Region, was adopted on 
February 6, 1989, and SCAG subsequently issued a conformity finding on the plan 
in September 1990. 

2The SCAG region consists of Los Angeles, Orange, Ventura, San Bernardino, 
Riverside, and Imperial Counties. 
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SCAG is currently in the process of creating an updated regional plan which will 
be called the Regional Comprehensive Plan. The mobility element of the new plan 
will be called the Mobility Component of the Regional Comprehensive Plan. That 
plan is currently under development, with adoption targeted for December 1992 
Sll&i!Wl.94.. Until adoption, the 1989 plan will remain the official regional 
frans.pci"rtatrci"n··plan for the region and the County of Los Angeles. 

CMP statute requires that the CMP be developed consistent with the regional plan 
and that the CMP be incorporated into the regional plan.3 SCAG has developed 
a set of "Regional Consistency and Compatibility Criteria for CMPs" which outline 
the process and criteria that is used to evaluate the consistency between the CMP 
and regional planning efforts. The consistency evaluation has three parts, which 
are briefly described below. Appendix D of this EIR contains the full text of the 
consistency requirements. 

1. 

2. 

3. 

The CMP must be 9onsistent with the actions and programs pertaining to. 
growth management, transportation demand management, transportation 
systems management and facilities development contained in the regional 
plan and the AQMP. 

The CMP must demonstrate progress toward the regional mobility targets 
contained in the regional plan. The countywide modeling for the CMP must 
be consistent with SCAG's CMP planning horizon forecasts for the following 
indicators: 

a) 

b) 

c) 

vehicle miles of travel, average trip length, and vehicle hours of travel 
must be maintained or reduced; 

transit trips and average vehicle occupancy be maintained or 
increased; and, 

total person trips and total vehicle trips both within and between the 
counties. 

SCAG will develop planning horizon targets for use in determining if 
there are discrepancies between the SCAG forecasts and the CMP 
planning horizon. 

The CMP transportation system must connect to the system designated in 
the adjacent counties and traffic Levels of Service (LOS) standards must be 

3See Section 65089.2 of the California Government Code. 
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addressed using either Circular 212, the 1985 Highway Capacity Manual or 
a method that SCAG has found consistent with the 1985 Highway Capacity 
Manual. 

The issue of consistency was previously addressed in the adopted 1992 CMP EIR. 
No significant consistency related impacts were identified for the 1992 CMP. 

In February 1992 and again in November 1992, SCAG's Executive Committee 
formally approved an interim consistency and compatibility finding for the 1992 
CMP. In April 1993, based on a recommendation from SCAG's 1246 Committee 
to the Executive Committee, the interim finding was accepted as a final finding of 
consistency and compatibility. 

In addition to formal consistency with the regional plan, there are several key areas 
where coordination should occur between the RMP and the CMP. The areas of 
importance for coordinatiqn are as follows: 

• Implementation of local trip reduction strategies, land use policies and 
transportation demand management programs. 

• 

• 

Local (county) implementation of capital improvement strategies on the 
regional street and highway system. 

Implementation of transit system improvements . 

Existing and Projected Los Angeles County Transportation System 
Performance 

Information on existing system performance is available from two sources, the 
regional transportation model and the system monitoring performed under the 
adopted CMP. 

System Performance 

In November 1992, the MTA adopted the first CMP for Los Angeles County. The 
1992 CMP EIR includes a discussion of the CMP Highway and Transit Systems 
and the monitoring networks. The 1993 CMP Update includes the addition of La 
Cienega Boulevard from the San Diego Freeway (1-405) to the Santa Monica 
Freeway (1-10). A description of the existing travel characteristics and existing level 
of congestion on the highway system is included in the 1992 CMP EIR. Because 
the first year's monitoring program had not been completed, the description of 
existing conditions in the 1992 EIR consisted of link-based highway network LOS 
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information obtained from Caltrans. Although that information remains valid, this 
EIR includes a description of the arterial intersection and freeway level of service 
data obtained from the CMP monitoring effort which was not available when the 
1992 CMP EIR was written. That data is described below. 

The Adopted CMP Monitoring Program System Performance Findings 

The adopted CM P for Los Angeles County includes requirements for monitoring 
intersections, freeway links, and transit routes. Intersection monitoring is the 
responsibility of cities and the County, freeway monitoring is the responsibility of 
Caltrans, and transit route monitoring is the responsibility of transit operators in the 
County. 

Intersection Monitoring - The CMP Highway Monitoring Program was fully 
implemented for the first time in 1992. It is an annual program which includes 
monitoring of intersection~ throughout the CMP system. The following criteria are 
used to determine the locations for monitoring: 

• Intersections of two (or more) CMP arterials shall be monitored. 

• Monitored intersections should be capacity constraining intersections with 
major cross streets such as major arterials, secondary arterials, or freeway 
ramps. This excludes many intersections of CMP arterials with local or 
collector streets which are signalized but which carry relatively light volumes 
of cross traffic. 

• A maximum spacing of 2 miles should be maintained between stations, 
except on rural highways where the spacing may be increased if traffic 
volumes and capacity are consistent over greater distances. 

A total of 160 intersections were monitored during 1992, by 46 cities and the 
County of Los Angeles. The city responsible for monitoring the most locations is 
the City of Los Angeles, which is responsible for 45 intersections. It is followed by 
the County of Los Angeles, which monitors 14, and the Cities of Torrance and 
Long Beach, which monitor 10 intersections each. Most of the remaining locations 
are divided among the remaining cities such that each city is responsible for 
between one and five locations, depending on the size of the city and the presence 
of CMP routes within the city's boundaries. 

Each monitoring agency is responsible for the following tasks as part of the 
monitoring program: 
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Conduct traffic counts on at least two weekdays during typical traffic 
conditions. The counts must cover the peak time periods of 7 to 9 a.m. 
and 4 to 6 p.m. unless otherwise indicated by local conditions. 

• Describe existing lane configurations and signal phasing. 

• Complete an Intersection Capacity Utilization (ICU) calculation for each 
monitoring intersection using parameters described in the CMP Manual 
ffi'tan$Pp.QiG.t01.Dlfflllhfflj§S.tSaitfeline.s.. 

Intersection conditions are reported in terms of volume/capacity ratio f\/ /C) and 
LOS during both the AM and PM peak hour periods. LOS are based upon 
volume/ capacity ratios and range from LOS A which represents excellent to very 
good conditions with little or no vehicle delay to LOS F which represents jammed 
conditions with significant congestion and vehicle delay. Based on CMP statute, 
system LOS standards ar~ required to be set no lower than LOS E, or the current 
level if worse than E. The 1992 monitoring program findings are presented in 
Table 3.2.1. 

.... ········•·.·.•.•,•-·-•-•.•.·-•-•,•··· 

AM Peak Hour PM Peak Hour 

Number of Percent of Number of Percent of 
Reported At: Intersections Intersections Intersections Intersections 

LOS F 29 18% 48 30% 

LOSE 34 21% 35 22% 

LOS D or better 97 61% n ~ ~/4 

SOURCE: MTA 

Based on these findings, 93 of the 160 monitoring locations are currently at the 
maximum allowable LOS (i.e. LOS E or the current level if worse than E) in either 
the AM peak, PM peak, or both. This represents 58 percent of the CMP system 
intersection monitoring locations. Figures 3.2.1 and 3.2.2 display the results of 
the AM and PM peak hour intersection LOS analyses, respectively. 
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Circles indicate arterial intersections. 

Bars indicate freeway segments. Freeway segment 
congestion is schematically represented through interpolation 
of CMP monitoring station data provided in Appendix A. 

1993 CMP UPDATE 
Environmental Impact Report FIGURE 3.2.1 

1992 CMP HIGHWAY SYSTEM AM PEAK HOUR LEVELS OF SERVICE 
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1992 CMP HIGHWAY SYSTEM PM PEAK HOUR LEVELS OF SERVICE 

SOURCE: MTA -46-
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Freeway Monitoring - As part of the 1992 CM P, Caltrans monitored volumes and 
LOS at 79 freeway locations throughout the CMP system. A total of 17 State 
Routes were included in the monitoring program. The monitoring was conducted 
in both directions on each route during both the AM and PM peak hour periods. 
Freeway level of service conditions are measured differently from arterial 
intersection LOS. They are based upon demand-to-capacity ratios and extend 
from LOS A to LOS F0, F1, F2, and F3 rather than a simple measurement of LOS 
F. This gradation within LOS F represents LOS F conditions with successively 
longer duration. The results of the freeway monitoring program are presented in 
Table 3.2.2. 

Transit Monitoring - CMP statute also requires monitoring of transit systems to 
determine conformance with established standards. For purposes of transit 
monitoring, the County's transit system has been broken into 11 corridors. Within 
each corridor specific CMP routes and the transit lines which operate on those 
routes have been identifie9 for monitoring. A total of 90 bus lines plus the Metro 
Blue Line, the Metro Red Line, and Metrolink Commuter Rail System are included 
in the monitoring program. 

AM Peak Hour PM Peak Hour 

Number of Percent of Number of Percent of 
Reported At: Segments Segments Segments Segments 

LOS E or F in the 
northbound/eastbound directions 25 32% 50 63% 

LOS E or F in the 
southbound/westbound directions 53 67% 30 38% 

LOS E or F in one or 
both directions 86 86% 63 86% 

SOURCE: MTA 

THRESHOLDS OF SIGNIFICANCE 

For purposes of this analysis a significant adverse transportation impact is defined 
as: (1) creation of an inconsistency with the regional transportation plan; (2) an 
increase in vehicle miles traveled (VMT), vehicle hours traveled (VHT); or (3) 
vehicle delay compared to projected Year 2010 baseline conditions or a decrease 
in speed compared to the Year 2010 baseline. These thresholds are based on 
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SCAG's "Regional Consistency and Compatibility Criteria for CMPs," as well as 
standard transportation planning practices. 

IMPACTS 

Regional Transportation Planning 

As explained in the setting section, the CMP must demonstrate consistency with 
the regional planning process and the CM P must be incorporated into the regional 
transportation plan. The 1992 CMP EIR discussed the purpose of the regional 
plan and the consistency between the CMP and the plan. The finding in the 1992 
CMP EIR is that the CMP is designed to be consistent with the regional 
transportation plan and that the CM P has been developed to work toward the 
implementation of transportation projects and strategies recommended in the RMP, 
and is therefore consistent. 

The major element of the CMP which is proposed as part of the 1993 program 
update, the deficiency plan process, is also designed to work toward the 
implementation of projects and policies which are consistent with regional 
transportation plan goals. The findings of consistency for the 1992 CMP also 
apply to the deficiency plan process as currently proposed, for the following 
reasons: 

• All modeling analysis which was conducted for purposes of determining the 
congestion gap and the number of debit points to be mitigated through the 
CMP deficiency plan process was based on the MTA regional didfflyWljffi 
model which was originally obtained from SCAG. The modeling inputs 
including socioeconomic data, highway networks and transit networks are 
consistent with the SCAG regional model as is all modeling methodology 
such as trip generation rates/equations, assignment algorithms and mode 
choice criteria. 

• Implementation of capacity increasing measures that are part of the toolbox 
could arguably result in an increase in VMT, average trip length, or VHT, 
which would not meet the Regional Consistency and Compatibility Criteria 
due to the effects of "latent demand" which may be present in the County. 
This issue is discussed in the 1992 CMP EIR with respect to the adopted 
CMP. The deficiency plan process is not expected on an aggregate basis, 
however, to result in such increases since on a Countywide basis toolbox 
choices will likely result in a mixture of capacity enhancing measures as well 
as trip reduction measures. The modeling analysis associated with the 
capacity enhancing measures indicates that VMT could increase slighly 
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(approximately one percent on average over the whole system) if only 
capacity Tool Box measures are chosen. VHT would increase less than 
one percent although overall delay would actually decrease based on the 
modeling analysis of the capacity enhancing measures. 

• The deficiency plan process as proposed will result in the implementation 
of capacity improvements which are generally in conformance with RMP 
projects, therefore, the deficiency plan is not expected to significantly alter 
the RMP's analysis of transportation demand. If, however, the CMP 
deficiency plan process resulted in only capacity enhancing measures being 
implemented, an increase in VMT, VHT, or average trip length could arise, 
thereby resulting in an inconsistency finding with respect to the RMP 
(although delay may decrease and speeds may remain the same on 
average). 

• The deficiency plar, process is oriented toward the mitigation of future 
deficiencies on the CMP system, with deficiencies defined as a change to 
LOS E, or worse than E if already at LOS E. If already at LOS F, a 
deficiency is defined as a worsening within LOS F. Because deficiencies 
are only defined at relatively poor levels of service (not at LOS D as in many 
local cities), and because the goal of the CMP is to maintain, rather than 
improve mobility, it is possible that even if only capacity enhancing 
measures are chosen as part of the toolbox, no net increase in VMT or VHT 
will occur. This is because VMT and VHT will increase from today's levels 
gnmarily as a result of de.flftldfflmfflif@atB.tmgiffiifUEo.tsIMt.liitWhadthm 
tAe congestion IJW.:!:!J.tiai which creates the deficiency. Improvements to 
mitigate the deficiericy•W may therefore decrease VMT and VHT when 
compared to deficient conditions, but not when compared to existing (pre­
deficiency) conditions. 

• The deficiency plan process includes both transit system improvements and 
a considerable number of transportation demand management actions 
among the Tool Box of measures, therefore, it promotes maintaining or 
increasing transit trips and average vehicle occupancy. 

• Implementation of the deficiency plan does not alter the connection of the 
CM P system with adjacent counties nor does it impact the analysis of traffic 
LOS standards. 

Future updates of the CMP must also be consistent with the new regional 
transportation plan once it is adopted. Adoption of the Regional Comprehensive 
Plan and Mobility Element are not expected until December 1 ooa li&b.tilafitM~:D. 
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therefore, a determination of consistency of this year's CMP with the new regional 
plan cannot be made at this time. 

Direct Impacts - The 1992 adopted EIR found that the CMP program was 
designed to be consistent with the RMP, thus the CMP should have a positive 
direct impact on working toward attainment of regional mobility goals. The 
deficiency plan program was also designed to result in the implementation of RMP 
projects and therefore should assist in attaining RMP goals and is consistent with 
the adopted regional transportation plan. The furthering of RMP goals is a 
significant benefit of the 1993 CMP Update. 

System Performance 

As described in section 3.1 of this chapter, model runs were made for two 
deficiency plan scenarios, a trip reduction emphasis scenario and a capacity 
emphasis scenario. Thes~ two scenarios bracket the range of possible 1993 CMP 
Update transportation system impacts. Tables 3.2.3 and 3.2.4 display the results 
of the model runs in terms of baseline 201 0 transportation system conditions (i.e. 
without the CMP deficiency plan process implemented). The tables compare VHT, 
average speed, VMT, and vehicle hours of delay for the two scenarios to the 201 0 
baseline. The results of each modeling analysis are summarized below in Table 
3.2.5. 

Direct Impacts - The regional e.d&ngoe. model analysis indicates that the trip 
reduction emphasis package would result in measurable improvements in the CMP 
system as well as non-CMP facilities. The improvements generally occur across 
the board and affect most measures of transportation system effectiveness 
including the overall amount of vehicle travel, the level of vehicle delay and speeds. 
The capacity emphasis package results in increases in VMT and VHT, but an 
overall decrease in delay. 

Therefore, based on the modeling analysis, if only the capacity enhancing 
measures available in the deficiency plan Tool Box are chosen by local 
jurisdictions, there would be a net increase in VMT, VHT or average trip length. · 
Based on the probability that many different Tool Box measures will be chosen 
(including trip reducing measures), the overall program should not result in 
increases in those travel characteristics and the 1993 CMP Update should result 
in a significant benefit to the transportation system. 
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1990 2010 
Base Year Baseline Demand Reduction Emphasis Capacity Increase Emphasis 

VHT Delay VHT Delay 
Faclllty VHT Delay VHT Delay VHT Delay % Change %Change VHT Delay % Change %Change 

AM Peak 
Freeway 357,286 158,798 401,301 183,386 404,199 185,317 1% 1% 402,636 183,527 <1% <1% 

Major Arterial 82,649 25,300 94,383 34,478 93,691 33,807 -1% -2% 94,919 32,572 1% -6% 

Primary Arterial 313,227 127,739 405,264 198,396 395,397 189,072 -2% -5% 398,012 181,628 -2% -8% 

Secondary Arterial 90,497 32,515 102,883 36,142 98,745 33,049 -4%, -9% 99,346 32,614 -3% -10% 

HOV 1,268 398 37,466 13,579 38,270 13,944 2% 3% 38,137 13,962 2% 3% 

Total System 844,927 344,750 1,041,297 465,981 1,030,302 455,189 -1% -2% 1,033,050 444,303 -1% -5'J, 

PMPeak 
Freeway 691,042 317,876 828,830 402,613 815,978 390,550 -2% -3% 834,381 408,071 1% 1% 

Major Arterial 203,569 82,731 242,002 114,402 241,606 115,818 <-1% 1% 250,028 116,044 3% 1% 

Primary Arterial 768,083 386,880 1,016,403 583,066 990,486 559,364 -3% -4% 1,033,806 577,677 2% -1% 

Secondary Arterial 241,862 110,762 294,406 138,232 284,277 130,080 -3% -6% 294,333 139,467 <-1% 1% 

HOV 3,923 1,145 78,280 27,648 77,741 27,036 -1% -2% 77,647 27,134 -1% -2% 

Total System 1,908,479 899,394 2,459,921 1,265,961 2,410,088 1,222,848 -2% -3% 2,490,195 1,268,393 1% <1% 

TOTAL (Dally) 
Freeway 1,957,121 592,190 2,352,323 752,008 2,340,946 746,400 <-1% -1% 2,366,627 760,363 1% 1% 

Major Arterial 533,276 136,798 612,949 190,239 609,152 191,292 -1% 1% 627,162 188,478 2% -1% 

Primary Arterial 2,115,934 754,655 2,809,644 1,229,518 2,741,397 1,174,840 -2% -4% 2,809,559 1,161,448 <-1% -6% 

Secondary Arterial 693,950 246,428 836,666 307,709 810,850 290,014 -3% -6% 834,188 308,263 <-1% <1% 

HOV 7,165 1,578 179,238 46,454 180,591 46,532 1% <1% 179,192 46,284 <-1% <-1% 

Total System 5,742,371 1,731,649 7,314,029 2,525,928 7,196,689 2,450,934 -2% -3% 7,345,118 2,467,030 <1% -2% 

Notes: 1) VHT = Vehicle Hours Traveled 
2) Totals do not match sum of rows since not all faclllties are listed. 
3) Total (dally) Includes off peak hours 

SOURCE: MTA 
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1990 2010 
Base Year Baseline Demand Reduction Emphasis Capacity Increase Emphasis 

VMT Speed VMT Speed 
Facility VMT Speed VMT Speed VMT Speed %Change %Change VMT Speed %Change %Change 

AMPeak 
Freeway 11,909,631 33 13,075,423 33 13,144,851 33 1% <1% 13,138,164 33 <1% <1% 

Major Arterial 1,802,432 22 1,868,936 20 1,863,016 20 <-1% 1% 1,934,934 20 4% 3% 

Primary Arterial 6,251,289 20 6,976,799 17 6,908,379 18 -1% 2% 7,157,522 18 3% 5% 

Secondary Arterial 1,663,250 18 1,912,141 19 1,861,761 19 -3%, 2% 1,888,460 19 -1% 2% 

HOV 56,494 45 1,555,498 42 1,585,731 41 2% <-1% 1,577,276 41 1% <-1% 

Total System 21,683,096 26 25,388,797 25 25,363,738 25 <-1% 1% 25,696,356 25 1% 2% 

PMPeak 
Freeway 22,391,380 32 25,575,352 31 25,403,784 31 -1% 1% 25,639,839 31 <1% <-1% 

Major Arterial 3,757,502 19 3,947,137 16 3,913,648 16 -1% -1% 4,105,285 17 4% 1% 

Primary Arterial 12,748,266 17 14,572,558 14 14,353,231 15 -2% 1% 15,067,308 15 3% 2% 

Secondary Arterial 3,733,007 15 4,476,377 15 4,385,248 15 -2% 1% 4,452,166 15 -1% <-1% 

HOV 180,428 46 3,296,955 42 3,291,010 42 <-1% <1% 3,281,868 42 <-1% <1% 

Total System 42,810,589 23 51,866,379 22 51,326,921 22 -1% 1% 52,546,466 22 1% <1% 

TOTAL (Dally) 
Freeway 51,409,250 96,028,223 95,614,907 <-1% 96,483,499 <1% 

Major Arterial 38,772,965 13,595,567 13,458,171 -1% 14,018,262 3% 

Primary Arterial 35,673,974 54,202,852 53,411,992 -1% 55,540,128 2% 

Secondary Arterial 24,528,349 15,238,350 14,903,327 -2% 15,164,931 <-1% 

HOV 3,926,237 8,646,876 8,725,761 1% 8,649,943 <1% 

Total System 167,062,632 202,911,971 202,980,818 -1% 205,154,425 1% 

Notes: 1) VMT = Vehicle Miles Traveled 
2) Totals do not match sum of rows since not all facilities are listed. 
3) Total (daily) Includes off peak hours 

SOURCE: MTA 
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Vehicle Miles 
Traveled 

Vehicle Hours 
Traveled 

Vehicle Delay 

Speed 

Trip Reduction Emphasis 

Reduction of less than 1 percent in 
overall daily VMT, which is 
consistent over the AM and PM 
peak periods. On a daily basis the 
total reduction is approximately 1.9 
million vehicle miles traveled. 

Reduction of 2 percent in VHT on a 
daily basis, equivalent to 117,300 
hours of travel per day. 

Reduction of 3 percent in PM peak 
and overall daily delay, with the AM 
peak delay decreasing by 2 
percent. On a daily basis the 
reduction is approximately 75,000 
hours of delay. 

Increase in average speed of 1 
percent indicated in the AM and PM 
peak hours which is equivalent to 
an average of less than 1 mile per 
hour. It is important to note that 
speed is an average of all facilities 
and is not representative of the 
actual increase which will occur on 
links which will be improved. 
Those increases in speed will be 
higher. 

SOURCE: Meyer, Mohaddes Associates, Inc. 

MmGATION MEASURES 

Capacity Emphasis 

Increase of approximately 1 
percent in daily VMT, which is 
consistent over the AM and PM 
peak periods. Total daily increase 
is approximately 2.2 million VMT. 

Increase of less than 1 percent in 
VHT on a daily basis, equivalent to 
31,100 hours of travel per day. 

Reduction of 5 percent in AM peak 
and 2 percent overall daily delay, 
with the PM peak delay increasing 
by less than 1 percent. On a daily 
basis the reduction is 
approximately 58,900 hours of 
delay. 

Increase in average speed of 
approximately 2 percent indicated 
in the AM and less than 1 percent 
in the PM peak hours which is 
equivalent to an average of less 
than 1 mile per hour. It is 
important to note that speed is an 
average of all facilities and is not 
representative of the actual 
increase which will occur on links 
which will be improved. Those 
increases in speed will be higher. 

None required, the proposed program would have a beneficial impact on the 
transportation system. 
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3.3 AIR QUALITY 

This section of the EIR examines the 1993 CMP Update's potential to create 
significant impacts on the region's air quality. 

SETTING 

This section incorporates by reference basic air quality information presented in the 
South Coast Air Quality Management District's (SCAQMD) California Environmental 
Quality Act (CEQA) Air Quality Handbook as well as the additional background 
information pertaining to air quality conditions in Los Angeles County presented in 
the 1992 CMP EIR.4 A description of the South Coast Air Basin was provided in 
the 1992 CMP EIR along with salient climate and emissions data, and information 
pertaining to the applicable regulations. Monitoring data presented in that 
document covered the period through 1991. 

Available 1992 monitoring data suggest there has been an improvement in air 
quality in the Los Angeles County area. A comparison of 1991 and 1992 data is 
shown in Tables 3.3.1 through 3.3.5. The key changes in air quality are 
summarized below: 

• 

• 

Carbon Monoxide (CO) - The highest recorded concentration in the 1983 
to 1992 period was 33 ppm recorded at the Lynwood station in 1985. The 
average maximum concentration for all stations in Los Angeles County has 
ranged from 12 ppm in 1992 to 18 ppm in 1983 and 1985. The average 
maximum concentration in 1992 was 12 ppm and is 78 percent of the 
average for the 10-year period. Compared to 1991, two ppm of the 15 
monitoring stations in 1992 recorded increases in concentrations; eight 
stations recorded decreases; and five stations reported no change. 

Ozone (OZ) - The highest recorded concentration in the 1983 to 1992 
period was 0.39 ppm recorded at the Glendora station in 1985. The 
average maximum concentration for all stations in Los Angeles County has 
ranged from 0.19 ppm in 1990 to 0.28 ppm in 1983. The average maximum 
concentration in 1992 was 0.21 ppm and is 88 percent of the average for 

4CEQA Air Quality Handbook, April 1993, SCAQMD, is herein incorporated by 
reference. Portions of this document are summarized in relevant sections of this 
EIR. The document is available for review at the offices of the MTA, located at: 
818 West Seventh Street, Los Angeles, California 90017. 
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Period 
STATION 1983 1984 1985 1986 1987 1988 1989 1990 1991 1992 Average 

Los Angeles 17 15 14 13 15 16 14 13 12 12 14.10 

West Los Angeles 22 17 15 11 13 15 12 15 10 11 14.10 

Hawthorne/Lennox 31 24 29 21 22 23 23 19 18 18 22.80 

Long Beach 14 14 19 13 13 13 13 11 14 10 13.40 

Whittler 16 14 18 15 13 13 13 12 13 12 13.90 -
Reseda 20 15 16 19 15 16 17 19 16 13 16.60 

Burbank 24 19 21 19 15 15 20 16 13 13 17.50 
I Pasadena 19 13 17 14 15 17 14 16 14 11 15.00 01 

01 
I 

Azusa 10 7 9 10 9 8 7 7 8 6 8.10 

Glendora NA NA NA NA NA NA NA NA NA NA NA 

Pomona 15 13 12 11 14 13 12 13 11 12 12.60 

Pico Rivera 14 13 19 14 12 14 13 13 11 11 13.40 

Lynwood 24 29 33 27 26 32 31 24 30 28 28.40 

Santa Clarita/Newhall NA NA NA NA NA NA 12 11 9 8 10.00 

Lancaster 13 10 12 9 12 11 13 11 10 9 11.00 --
Maximum 31 29 33 27 26 32 31 24 30 28 33.00 -
Minimum 10 7 9 9 9 8 7 7 8 6 6.00 

Average 18 16 18 15 15 16 15 14 14 12 15.33 

SOURCE: South Coast Air Quality Management District, CEQA Air Quality Handbook, and Terry A. Hayes Associates. 



Period 
STATION 1983 1984 1985 1986 1987 1988 1989 1990 1991 1992 Average 

Los Angeles 0.26 0.29 0.30 0.22 0.22 0.21 0.25 0.20 0.19 0.20 0.23 

West Los Angeles 0.23 0.27 0.27 0.20 0.28 0.24 0.25 0.16 0.18 0.17 0.23 

Hawthorne/Lennox· 0.18 0.22 0.17 0.19 0.20 0.22. 0.19 0.10 0.11 0.15 0.17 

Long Beach 0.30 0.27 0.23 0.18 0.17 0.16 0.16 0.12 0.11 0.15 0.19 

Whittler 0.32 0.29 0.32 0.25 0.23 0.29 0.26 0.19 0.19 0.22 0.26 

Reseda 0.26 0.26 0.25 0.22 0.22 0.25 0.23 0.19 0.22 0.17 0.23 

Burbank 0.31 0.26 0.30 0.28 0.23 0.24 0.20 0.20 0.22 0.22 0.25 

I Pasadena 0.34 0.30 0.37 0.26 0.28 0.29 0.27 0.26 0.23 0.27 0.29 (J1 
C') 

I Azusa 0.39 0.31 · 0.36 0.31 0.30 0.30 0.33 0.23 0.28 0.27 0.31 

Glendora NA 0.34 0.39 0.35 0.33 0.34 0.34 0.29 0.32 0.30 0.30 

Pomona 0.34 0.31 0.33 0.27 0.29 0.29 0.25 0.24 0.24 0.26 0.28 

Pico Rivera 0.33 0.27 0.31 0.24 0.28 0.30 0.26 0.19 0.26 0.16 0.26 

Lynwood 0.23 0.27 0.21 0.20 0.24 0.21 0.14 0.15 0.16 0.17 0.20 

Santa Clarita/Newhall 0.29 0.27 0.24 0.24 0.21 0.30 0.25 0.23 0.24 0.22 0.25 

Lancaster 0.18 0.18 0.19 0.20 0.17 0.18 0.21 0.15 0.14 0.17 0.18 

Maximum 0.39 0.34 0.39 0.35 0.33 0.34 0.34 0.29 0.32 0.30 0.39 

Minimum 0.18 0.18 0.17 0.18 0.17 0.16 0.14 0.10 0.11 0.15 0.10 

Average 0.28 0.27 0.28 0.24 0.24 0.25 0.24 0.19 0.21 0.21 0.24 

SOURCE: South Coast Air Quality Management District, CEQA Air Quality Handbook, and Terry A. Hayes Associates. 
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Period 

STATION 1983 1984 1985 1986 1987 1988 1989 1990 1991 1992 Average 

Los Angeles 0.33 0.23 0.27 0.33 0.42 0.54 0.28 0.28 0.38 0.30 0.34 

West Los Angeles 0.47 0.32 0.23 0.24 0.27 0.26 0.22 0.20 0.25 0.30 0.28 

Hawthorne/Lennox 0.32 0.27 0.24 0.23 0.23 0.27 0.24 0.23 0.21 0.19 0.24 

Long Beach 0.37 0.35 0.35 0.26 0.26 0.28 0.27 0.27 0.28 0.18 0.29 

Whittier 0.32 0.29 0.31 0.28 0.25 0.22 0.29 0.23 0.22 0.21 0.26 

Reseda 0.23 0.21 0.21 0.22 0.15 0.20 0.18 0.19 0.17 0.17 0.19 

Burbank 0.30 0.21 0.31 0.28 0.26 0.26 0.25 0.23 0.29 0.19 0.26 

I Pasadena 0.35 0.21 0.27 0.24 0.21 0.27 0.34 0.23 0.32 0.22 0.27 CJ1 
-..J 

I Azusa 0.26 0.16 0.27 0.21 0.23 0.24 0.27 0.21 0.25 0.15 0.23 

Glendora NA NA NA 0.13 0.17 0.20 0.22 0.19 0.23 0.16 0.19 

Pomona 0.21 0.20 0.23 0.25 0.22 0.20 0.26 0.21 0.22 0.18 0.22 

Pico Rivera 0.31 0.25 0.31 0.26 0.24 0.24 0.31 0.27 0.25 0.27 0.27 

Lynwood 0.27 0.27 0.31 0.26 0.26 0.31 0.34 0.26 0.26 0.25 0.28 

Santa Clarita/Newhall NA NA NA NA NA NA 0.13 0.15 0.17 0.11 0.14 

Lancaster 0.09 0.11 0.08 0.09 0.09 0.09 0.08 0.09 0.11 0.16 0.10 

Maximum 0.47 0.35 0.35 0.33 0.42 0.54 0.34 0.28 0.38 0.30 1 

Minimum 0.09 0.11 0.08 0.09 0.09 0.09 0.08 0.09 0.11 0.11 0 

Average 0.29 0.24 0.26 0.23 0.23 0.26 0.25 0.22 0.24 0.20 0.24 

SOURCE: South Coast Air Quality Management District, CEQA Air Quality Handbook, and Terry A. Hayes Associates. 



Period 
STATION 1983 1984 1985 1986 1987 1988 1989 1990 1991 1992 Average 

Los Angeles 0.07 0.07 0.04 0.03 0.03 0.04 0.03 0.02 0.02 0.05 0.04 

West Los Angeles 0.06 0.05 0.03 0.02 0.03 0.03 0.02 0.02 NA NA NA 

Hawthorne/Lennox 0.09 0.06 0.06 0.09 0.03 0.15 0.09 0.31 0.12 0.15 0.12 

Long Beach 0.12 0.32 0.08 0.07 0.06 0.05 0.11 0.05 0.14 0.11 0.11 

Whittler 0.09 0.06 0.05 0.06 0.07 0.10 0.04 0.04 0.07 0.03 0.06 

Reseda 0.03 0.03 0.02 0.02 0.02 0.02 0.02 0.02 NA NA NA 

Burbank 0.04 0.05 0.04 0.02 0.02 0.02 0.03 0.02 0.01 0.03 0.03 
I 

Pasadena 0.05 0.03 0.03 0.02 0.02 0.03 0.02 0.02 NA NA NA 01 
(X) 

I 

Azusa 0.03 0.04 0.02 0.03 0.03 0.03 0.02 0.03 NA NA NA 

Glendora NA NA NA NA NA NA NA NA NA NA NA 

Pomona NA NA NA NA NA NA NA NA NA NA NA 

Pico Rivera 0.08 0.09 0.07 0.03 0.09 0.05 0.04 0.04 NA NA NA 

Lynwood 0.06 0.07 0.06 0.13 0.06 0.06 0.04 0.04 0.05 0.06 0.06 

Santa Clarita/Newhall NA NA NA NA. NA NA 0.02 0.01 NA NA NA 

Lancaster NA NA NA NA NA NA NA NA NA NA NA 

Maximum 0.12 0.32 0.08 0.13 0.09 0.15 0.11 0.31 0.14 0.15 0.32 

Minimum 0.03 0.03 0.02 0.02 0.02 0.02 0.02 0.01 0.01 0.03 0.01 

Average 0.07 0.08 0.05 0.05 0.04 0.05 0.04 0.05 0.07 0.07 0.06 

SOURCE: South Coast Air Quality Management District, CEQA Air Quality Handbook, and Terry A. Hayes Associates. 
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Period 

STATION 1983 1984 1985 1986 1987 1988 1989 1990 1991 1992 Average 

Los Angeles NA NA 146 178 158 130 137 152 151 137 149 

West Los Angeles. NA NA NA NA NA NA NA NA NA NA NA 

Hawthorne/Lennox NA NA NA NA NA NA 133 127 79 67 102 

Long Beach NA NA 106 136 113 149 119 119 92 67 113 

Whittler NA NA NA NA NA NA NA NA NA NA NA 

Reseda NA NA NA NA NA NA NA NA NA NA NA 

Burbank NA NA 165 211 147 138 133 161 133 222 164 
I Pasadena NA NA NA NA NA NA NA NA NA NA NA 01 

(0 
I 

Azusa NA NA 149 183 188 127 172 127 137 107 149 

Glendora NA NA NA NA NA NA NA NA NA NA NA 

Pomona NA NA NA NA NA NA NA NA NA NA NA 

Pico Rivera NA NA NA NA NA NA NA NA NA NA NA 

Lynwood NA NA NA NA NA NA NA NA NA NA NA 

Santa Clarita/Newhall NA NA NA NA NA NA 100 93 81 84 90 

Lancaster NA NA NA NA NA NA 110 342 780 68 325 

Maximum NA NA 165 211 188 149 172 342 780 222 780 

Minimum NA NA 106 136 113 127 119 119 79 67 67 

Average NA NA 113 142 121 109 139 137 118 120 125 

SOURCE: South Coast Air Quality Management District, CEQA Air Quality Handbook, and Terry A. Hayes Associates. 
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• 
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the 10-year period. Compared to 1991, eight stations in 1992 recorded 
increase in concentrations; six stations recorded decreases; and one station 
reported no change. 

Nitrogen Dioxide (NOX) - The highest recorded concentration f n the 1983 
to 1992 period was 0.54 ppm recorded at the Los Angeles station in 1988. 
The average maximum concentration for all stations in Los Angeles County 
has ranged from 0.20 ppm in 1992 to 0.29 ppm in 1993. The average 
maximum concentration in 1992 was 0.20 ppm and is 83 percent of the 
average for the 10-year period. Compared to 1991, three stations in 1992 
recorded increase in concentrations; 11 stations recorded decreases; and 
one station reported no change. 

Sulfur Dioxide (SOX) - The highest concentration in the 1983 to 1992 
period was 0.54 ppm recorded at the Los Angeles station in 1988. The 
average maximum ~oncentration for all stations in Los Angeles County has 
ranged from 0.04 ppm in 1989 to 0.08 ppm in 1984. The average maximum 
concentration in 1992 was 0.07 ppm and is 116 percent of the average for 
the period. Compared to 1991, four of the six reporting stations in 1992 
recorded increase in concentrations; and two stations recorded decreases. 

Particulate Matter Less Than 1 O Microns (PM10) - The highest recorded 
concentration in the 1983 to 1992 period was 780 microns per cubic meter 
(ug/m3) recorded at the Lancaster station in 1991. The average maximum 
concentration for all stations in Los Angeles County has ranged from 109 
ug/m3 in 1988to 142 ug/m3 in 1986. The average maximum concentration 
in 1992 was 120 ug/m3 and is 96 percent of the average for the period. 
Compared to 1991, two of the seven reporting stations in 1992 recorded 
increases in concentrations, and the remaining five stations recorded 
decreases. 

Existing mobile emissions in Los Angeles County are shown in Table 3.3.6. These 
emissions are based on the results of the Countywide Travel Model, which 
calculates an estimated 167 .1 million vehicle miles of travel in the County. Pollutant 
emissions are based on EMFAC7EP series emission factors applied to the daily 
vehicle miles traveled at an average speed of approximately 30 miles per hour. 
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Pollutant Tons Per Day 

Carbon Monoxide 1,818 

Reactive Organic Gas 293 

Nitrogen Dioxide 258 

PM10 26 

Sulfur Dioxide 13 

SOURCE: VMT from Countywide Travel Model (167.1 million vehicle miles) with 
applied EMFAC7EP emission factors for 30 miles per hour. Emission factors 
calculated using method described by SCAQMD in CEQA Air Quality Handbook, 
April, 1993. 

THRESHOLDS OF SIGNIFICANCE 

The SCAQMD in its 1993 CEQA Air Quality Handbook has established daily 
emissions thresholds in pounds per day. These threshold are specifically designed 
for the evaluation of impacts from site specific projects. The proposed 1993 CMP 
Update is not site specific and moreover the proposed project encompasses 
potential mobile emissions that may be created over the more than 4,000 square 
mile area of Los Angeles County. Thus, for purposes of this analysis, it was 
determined that emissions that exceed the 201 0 baseline emissions, which assume 
the same socioeconomic characteristics in Los Angeles County as the AQMP and 
the GMP, would be considered adverse significant impacts. Application of 
EMFAC7EP series emissions factors to the 202.9 million VMT in Los Angeles 
County generated by the Countywide Travel Model under the above assumptions 
is shown on Table 3.3.7 below.5 

5Emission factors were calculated using the method and assumptions 
described in the SCAQMD Air Quality CEQA Handbook, April 1993. 

-61-
Environmental Impact Report 

1993 CMP Update 



Environmental Setting. Impacts and Mitigations 

Pollutant Tons 

Carbon Monoxide 590 

Reactive Organic Gas 38 

Nitrogen Dioxide 87 

PM10 36 

Sulfur Dioxide 20 

/a/ Emission factors were calculated using the method and assumptions described in the 
SCAQMD Air Quality CEQA Handbook, April, 1993. 

The creation of air quality "hot spots" would also be considered an adverse impact. 

IMPACTS 

As discussed more fully in Chapters 1 and 2 of this EIR, the key change in the 
CMP contained in the 1993 CMP Update is the addition of the deficiency plan 
approach with its Tool Box menu of credits and debits that must be used by local 
jurisdictions to offset development-related impacts on the CMP transportation 
network. As explained in detail in Section 3.1 of this chapter, in order to analyze 
the potential impacts of the proposed deficiency plan approach, two scenarios 
were simulated using the Countywide Travel Model, a Trip Reduction Emphasis 
scenario and a Capacity Enhancement Emphasis scenario. In addition, the No-
1993 CMP Update - Year 2010 Baseline Scenario was run for comparison 
purposes. 

Direct Impacts - Results of the Countywide Travel Model runs indicate that both 
the proposed program would result in countywide emissions less than the AQMP 
201 0 baseline. The greatest improvement, an approximately 2.5 percent reduction 
in air pollutants, would be achieved by the Trip Reduction Emphasis. In contrast, 
the Tool Box choices favoring increased capacity through capital improvements 
would result in pollutant levels similar or slightly greater than the AQMP baseline 
emissions, an approximately 0.1 percent reduction as compared to baseline 
emissions. Based on these results, and given the range of mitigation choices 
provided local jurisdictions through the Tool Box, the proposed deficiency plan 
approach would provide air quality benefits as compared to baseline conditions. 
No significant adverse air quality impacts are anticipated on a countywide level. 
The range of effects are illustrated in Table 3.3.8. As can be seen from the table, 
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a systematic selection of capacity increasing measures by local jurisdictions could 
result in mobile carbon monoxide and nitrogen dioxide emissions somewhat 
greater than (2 percent) the 2010 baseline. These effects would be considered 
significant and adverse. 

Pollutant 201 o Baseline CMP Deficiency Plan Tool Box Range 

Trip Reduction Capacity 
Emphasis Emphasis 

co 590 584 597 

ROG 38 38 38 

NOX 87 86 88 

PM10 36 36 36 

SOX 20 20 20 

SOURCE: Metropolitan Transportation Authority, Countywide CMP Travel Model with 
applicable EMFAC7EP series emission factors. VMT estimates for each scenario condition 
are as follows: AQMP 2010 Baseline - 202 million VMT; Demand Reduction - 201 million VMT; 
Capacity Increase - 205 million VMT. 

It should be noted that the air quality analysis of the 1992 CMP acknowledged that 
while there would be regional air quality benefits there may be localized adverse 
affects including the affects of facility construction, realignment of facilities near 
sensitive land uses, and the creation of "hot spots" near transit centers/stations 
and/or park and ride lots. These highly localized adverse impacts of otherwise 
beneficial transportation improvements have become an important consideration 
in the South Coast Air Basin due to the requirements of the Clean Air Act 
Amendments of 1990 where federally funded projects cannot be sponsored if the 
number of violations and/or severity of air quality violations increases due to a 
transportation improvement. 

To address this issue, the MTA has participated with SCAG and the SCAQMD 
along with other local agencies in developing a series of procedures and guidelines 
to address the "hot spot" issue on a project basis through a document called the 
Carbon Monoxide Transportation Project Protocol. This protocol requires that the 
air quality effects of proposed projects be fully evaluated and the adverse effects 
mitigated to be extent that there is no increase in the number of air quality 
violations or an increase in the severity of concentrations of existing violations. 
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Application of this protocol by local project sponsors to Tool Box measures will 
ensure conformity with the AQMP and no additional mitigation is required. 

MmGATION MEASURES 

The following mitigation measure, as well as mitigation measures C. 1 and C.4 from 
the 1992 CMP EIR will reduce the potential for direct air quality impacts resulting 
from the selection of capacity enhancement deficiency Tool Box measures. 

3.3.1 MTA will develop its Tool Box in consultation with SCAG and the SCAQMD 
to ensure air quality goals are addressed. 

3.4 ENERGY 

This section of the EIR examines the 1993 CMP Update's potential to create 
significant impacts on energy use. 

SETTING 

According to the Draft EIR for the RMP, Los Angeles County consumed 
approximately 61 percent of all motor vehicle fuel in the six-county SCAG region. 
Development of the 1993 CMP, including the deficiency plan component and the 
associated Tool Box program, has involved extensive use of the Countywide Travel 
Model. In depicting conditions for 1990, the model results indicate that 
approximately 167.1 million vehicle miles were travelled Countywide, which 
suggests that approximately 9.3 million gallons of gasoline were consumed daily, 
as shown on Table 3.4.1. Existing commuter rail, rail transit, and bus fleets in the 
County also contribute to energy consumption. 
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Facility Vehicle Miles Fuel Consumption 
Type (millions) (millions of gal) 

Freeway 81.9 4.6 

Arterial 72.2 4.0 

HOV and Other 13.0 0.7 

TOTAL 167.1 9.3 

SOURCE: MTA, CMP Countywide Travel Model, 1990 Base Year Run Results. Fuel 
consumption in gallons per vehicle mile based on SCAQMD CEQA Manual, Table A9-5-0. A 
fuel consumption rate of 0.056 gallons per vehicle mile is assumed (approximately 17.9 mpg). 

THRESHOLDS OF SIGNIFICANCE 

The CEQA Statutes and Gu.idelines indicate that a significant energy impact is one 
that would either greatly increase energy consumption or one that would require 
the identification of new energy sources. 

IMPACTS 

As discussed more fully in Chapters 1 and 2 of this EIR, the key change in the 
CMP contained in the 1993 CMP Update is the addition of the deficiency plan 
approach with its Tool Box menu of credits and debits that must be used by local 
jurisdictions to offset development-related impacts on the CMP transportation 
network. As explained in detail in Section 3.1 of this chapter, in order to analyze 
the potential impacts of the proposed deficiency plan approach, two scenarios 
were simulated using the Countywide Travel Model, a Trip Reduction Emphasis 
scenario and a Capacity Enhancement scenario. In addition, the No-1993 CMP 
Update - Year 2010 Baseline Scenario was run for comparison purposes. 

Direct Impact - These scenarios and the corresponding fuel ·consumption are 
shown on Table 3.4.2. As shown in Table 3.4.2, the Trip Reduction Emphasis 
scenario would result in reduced consumption of approximately 100,000 gallons 
per day when compared to 2010 baseline conditions. When compared to 2010 
Baseline Conditions, the Capacity Enhancement Emphasis scenario would not 
result in a gasoline consumption reduction, and would result in a 1 percent 
increase in fuel use compared to the 2010 baseline (approximately 100,000 
gallons). Given the flexibility provided local jurisdictions in their choice of Tool Box 
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measures, the proposed deficiency plan approach would have a beneficial impact 
on energy use on a Countywide basis. 

Vehicle Miles Fuel Consumption (millions 
Scenario (millions) of gallons) 

2010 Baseline 202.9 7.7 

2010 With Demand 
Reduction Emphasis 201.0 7.6 

201 O With Capacity 
Enhancing Emphasis 205.2 7.8 

SOURCE: Metropolitan Transportation Authority, CMP Countywide Travel Model, 2010 
Results. Fuel consumption in .gallons per vehicle mile based on SCAQMD CEQA Manual, 
Table A9-5-0. A 0.038 gallons per vehicle mile (26.3 mpg) is assumed. 

It should be recognized, however, that as local jurisdictions place more emphasis 
on TOM-intensive measures, the energy consumption characteristics of alternate 
travel modes will become a more significant part of the energy consumption 
equation. Specifically, emphasis on transit would increase consumption of fossil 
fuels for electric power generation for rail transit and commuter rail, as well as for 
electric buses and cars. In the short-term, an emphasis on transit would also 
increase diesel fuel consumption by existing bus fleets serving the County. 
Overall, it should be emphasized that a shift toward high vehicle occupancy modes 
would increase energy efficiency in the County by decreasing energy consumption 
per person trip. This would be a beneficial impact. 

It is possible that there would be increases in fuel consumption in and around 
transit stations or park and ride lots due to increased traffic delays and reduced 
traffic speeds at these centers. The increase in fuel consumption is not anticipated 
to have a material affect on the overall beneficial aspects of the proposed project. 
Specifically, if it is assumed that fuel consumption per vehicle mile is twice as high 
within these center areas as it is countywide (0.076 gallons per vehicle miles 
versus 0.038 gallons per vehicle mile), it is unlikely that more than 1.2 to 1.5 million 
total vehicle miles would take place within one-half mile of approximately 50-75 
potential centers throughout the County. This amount of vehicle miles traveled 
would be less than 1 percent of the total vehicle miles of travel and it would not 
increase the estimated vehicle fuel consumption factor of 0.038 gallons per vehicle 
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mile when the center areas are taken into account. As a result, the potential 
increase in energy consumption would not be significant. 

The construction of capital projects would result in a short-term consumption of 
energy. However, the amount would be typical of capital construction projects and 
is thus not anticipated to result in a need for new energy sources or large amounts 
of energy. Construction energy use would be greater under the capacity 
enhancement than the trip reduction scenario. However, under both scenarios, 
the short-term consumption of energy for construction purposes would be a non­
significant impact of the proposed project. 

MmGATION MEASURES 

None required. 

3.5 UND USE 

This section of the EIR examines the potential of the 1993 CMP Update to 
systematically alter land use in a way which would result in a distribution of land 
uses, which is: (1) significantly different than the GMP policy future; or (2) 
constitutes a systematic alteration in the markets for office, industrial, and 
residential uses. 

SETTING 

Land use within the 4,060 square miles of Los Angeles County is characterized by 
the density and distribution of housing and employment. The generalized 
distribution of these factors is shown in Table 3.5.1 and 3.5.2. 

Figures 3.5.1 through 3.5.4 illustrate the generalized distribution of housing units 
and non-residential space (office, retail, and industrial) in the 4,060-square mile 
area of Los Angeles County. Future land use decisions are guided by the general 
and specific plans of each jurisdiction within Los Angeles County. At the regional 
level, the SCAQMD and the SCAG have developed regional goals and objectives 
for the distribution of population, housing, and employment growth in conjunction 
with local jurisdictions, particularly through the AQMP, in order that air quality 
improvements can be achieved. These desired patterns are included within the 
adopted GMP for the region. 
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Market Trend GMP Goal Goal -Trend 
1984 2010 2010 2010 

San Fernando Valley 454,000 633,700 643,000 9,300 

Glendale/Pasadena 442,500 544,300 537,100 -7,200 

East San Gabriel Valley 233,000 364,400 355,100 -9,300 

Santa Monica Bay 519,200 641,200 666,100 24,900 

Central Los Angeles 777,100 878,300 898,100 19,800 

Long Beach/Downey 400,000 491,200 503,500 12;300 

Santa Clarita Valley 29,200 94,300 89,800 -4,500 

Santa Monica 
Mountains 21,300 44,400 42,900 -1,500 

Angeles Forest 1,100 1,100 1,100 0 

Imperial County 33,400 49,200 51,900 2,700 

Los Angeles County 2,923,600 3,928,500 3,959,300 30,800 

Orange County 760,100 1,138,600 1,191,900 53,300 

Riverside County 326,000 845,000 809,300 -35,700 

San Bernardino County 408,600 1,014,200 972,900 -41,300 

Ventura County 196,600 342,200 332,200 -10,000 

Region 4,648,300 7,317,500 7,317,500 0 

SOURCE: SCAG, Regional Mobility Plan, Technical Appendix, 1989. 
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Market Trend GMP Goal Goal -Trend 
1984 2010 2010 2010 

San Fernando Valley 580,900 851,100 809,800 -41,300 

Glendale/Pasadena 485,400 616,800 616,200 -600 

East San Gabriel Valley 239,300 389,800 391,600 1,800 

Santa Monica Bay 759,500 1,058,100 1,012,500 -45,600 

Central Los Angeles 1,435,300 1,677,200 1,639,500 -37,700 

Long Beach/Downey 482,600 659,300 632,200 -27,100 

Santa Clarita Valley 23,400 113,400 107,200 -6,200 

Santa Monica 
Mountains 13,200 26,700 31,800 5,100 

Angeles Forest 600 600 600 0 

Imperial County 37,000 70,800 65,600 -5,200 

Los Angeles County 4,053,000 5,519,400 5,415,200 -104,200 

Orange County 1,048,000 1,807,100 1,691,800 -115,300 

Riverside County 247,000 514,700 626,500 111,800 

San Bernardino County 325,000 687,800 789,400 101,600 

Ventura County 213,000 363,000 365,600 2,600 

Region 5,923,000 8,962,800 8,954,100 -8,700 

SOURCE: SCAG, Regional Mobility Plan, Technical Appendix, 1989. 
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OFFICE SPACE CENSUS TRACTS 
WITH MORE THAN 500,000 S.F. 
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The forecast year for the GMP is 2010. As a desired policy outcome, the GMP 
differs from a straight line extrapolation of existing trends into the future. The 
analysis conducted by SCAG for the GMP indicated the following: 

• Under existing trends, Los Angeles County would capture 37.6 percent of 
the housing growth, and 48.2 percent of the employment growth in the 
region. Under the GMP, the County would capture 38.8 percent, and 44.9 
percent of the regional housing and employment growth, respectively, as 
shown on Tables 3.5.1 and 3.5.2. 

• Within Los Angeles County, nine geographic subareas were defined for 
analysis. These subareas are shown on Figure 2.3. Under existing trends, 
the distribution of housing growth would favor the East San Gabriel Valley 
and Santa Monica Bay and, to a lesser extent, Glendale/Pasadena and 
Central Los Angeles. The GMP attempts to focus housing growth on Santa 
Monica Bay and C_entral Los Angeles. Employment growth trends favor 
Santa Monica Bay, the San Fernando Valley, and Central Los Angeles. 
Under the GMP, the distribution of growth would be channeled away from 
Santa Monica Bay and Central Los Angeles and encouraged in the East 
San Gabriel Valley and the San.ta Monica Mountains, as shown on Table 
3.5.2. Within the region, housing would be channeled into Los Angeles 
County and employment would be channeled out of the County into other 
portions of the SCAG region. 

It should also be recognized that, as yet, the GMP does not provide specific 
requirements and regulations to achieve the desired land use distribution patterns. 
Discretionary approvals regarding the character and intensity of growth are a 
function of local decision making. Growth pressures at the local level are a 
function of market conditions, local land use policies, and growth objectives. 
Thus,there currently exists no method by which the goals and objectives contained 
within the GMP may be confidently achieved. 

Within Los Angeles County there are established and emerging markets for office, 
retail, and industrial space and for single- and multi-family housing. For example, 
the strongest office space markets are in West Los Angeles-Century City, 
Downtown Los Angeles, Glendale-Burbank, and the South Bay. Industrial markets 
are strong in the South Bay and along the 1-1 0 /SR60 corridor in the eastern 
portion of the County. Single-family home markets are strong in the areas at the 
urban fringe, such as north San Fernando Valley, eastern San Gabriel Valley, and 
the Antelope Valley. 
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THRESHOLDS OF SIGNIFICANCE 

The basic focus of the CMP provisions will be at the jurisdictional level. It will be 
local jurisdictions, that, in order to meet the requirements of the deficiency plan 
program, will need to select Tool Box measures to offset the effects of residential 
and non-residential growth. The assessment presented herein will provide a 
methodology to test whether the combined effect of these local decisions will: 

• 

• 

Systematically result in land use patterns substantially different than those 
anticipated in the GMP. 

Systematically alter land use development patterns associated with the 
office, industrial, retail, and residential markets. 

Either of these types of alterations in land use would be significant. 

IMPACTS 

It should be emphasized that it is not possible to actually predict how decision 
makers in a given jurisdiction will respond to the program requirements and which 
Tool Box measures will be selected. However, for the purposes of this 
assessment, several possible local response scenarios have been identified; these 
response scenarios will be evaluated to determine the propensity to significantly 
shift land use patterns. 

The potential areas of local response will entail how Tool Box mitigation measures 
would be funded and whether capacity enhancing or demand reducing Tool Box 
measures are selected. Possible funding scenarios are as follows: use of local 
revenue; imposition of transportation costs; use of development charges or fees; 
and use of land use incentives. The land use implication of each of these 
measures is described below. The choice of Tool Box measures are discussed 
under each of these funding scenarios only when a local jurisdiction's choice of 
Tool Box measures at the capacity enhancing or demand reduction end of the 
program implementation bracket would affect the degree of land use impact. 

Use Local Revenue Scenario 

A jurisdiction could elect to pay for required mitigation measures through various 
local funding sources (i.e., General Funds, Local Return Sales Tax, State Gas Tax 
return, Redevelopment Funds, etc.). Jurisdictions exercising this option would tend 
to be fiscally sound, having revenues exceeding expenditures in their current 
budgets. Data on local jurisdictions' 1992 budgets suggest that about 35 percent 
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of the jurisdictions in Los Angeles County had revenues that exceeded 
expenditures. Moreover, 28 percent of the jurisdictions were operating with an 
unfavorable expenditure to revenue ratio during this time period. Fiscally sound 
jurisdictions could pursue this option with the recognition that increased retail sales 
and other taxes generated by new development would offset the potential costs 
of mitigation measures. 

Land Use Effect - No direct land use effects would result from this approach. 
Indirectly, however, a consistent use of General Fund revenues could reduce some 
other function or service within the jurisdiction. Should this reduction become a 
significant local issue, it is possible that local pressure could be applied to curtail 
or slow the rate of development and indirectly affect land use. This outcome is 
unlikely, however, because new development would generate revenue, new 
sources for the City that could be used to maintain existing functions and service 
levels in the jurisdiction, although the actual costs associated with implementing 
Tool Box mitigation mea~ures could be either greater or less than projected 
revenues associated with a particular project. Overall, the use of local revenues 
would not result in significant impacts. 

Impose Direct Transportation Costs Scenario 

Some Tool Box mitigation measures, particularly TOM-intensive measures, could 
be funded by imposing direct costs such as, parking fees on drivers. 

Land Use Effect - A cost or fee directly imposed by a local jurisdiction on a 
transportation mode choice, such as auto travel or parking, as well as incentives 
offered for transit use, such as pass subsidies and free shuttle service, will likely 
affect travel behavior but have no direct or indirect effect on land use. 

Use of Development Charges or Fees 

To pay for required mitigation measures, a local jurisdiction may seek exactions 
from developers. The amount of these exactions could vary significantly 
depending on the degree to which local jurisdictions pursue capital-intensive 
projects, rather than TOM-intensive projects. The added costs would likely be 
passed on to tenants or consumers in the form of higher leases, redl,!ced free rent 
on long-term leases, or higher product prices. 

Land Use Effect - In theory, the imposition of exactions in the form of 
development fees runs the risk of discouraging development if the fees cannot be 
passed on and readily absorbed. As a practical matter, the jurisdictions most likely 
to impose exactions would be those in which a significant amount of development 
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is taking place, which is indicative of strong market support. Under strong market 
conditions, costs can be passed on to tenants and consumers in the form of 
higher leases or product prices and no change in land use development patterns 
would be apparent. In weak or marginal market conditions, exactions would likely 
slow development or cause a geographic shift in the development pattern. It 
should be recognized, however, that under weak market conditions there would 
be a weaker demand for development and a corresponding lessening of the need 
to provide CMP-based mitigation measures. Thus, the land use shifts would be 
small or minor in nature. 

In theory, it is possible that the imposition of exactions would increase the potential 
for development to shift to areas where there would be no exactions or other 
added development costs. The potential for a jurisdiction to capture the 
development from another jurisdiction is limited, particularly when it is recognized 
that the CMP and its deficiency plan requirements are a countywide program 
affecting all jurisdictions. In order for a jurisdiction to capture new growth, it would 
also require a means of funding Tool Box measures to mitigate the effect of the 
new growth. 

Jurisdictions in strong, established markets where Mure growth is generally 
forecasted are less likely to lose their share of development even though the cost 
of development may increase directly or indirectly. Jurisdictions in weak, untested 
markets will have less of an incentive to practice "fiscal zoning" or seek other 
methods of capturing growth from established areas because of the mitigation cost 
associated with the CMP program. New development is unlikely to be channeled 
into weaker markets, but could be channeled into market areas slightly weaker 
than the preferred market areas. The likelihood that new development will be 
channeled into weaker market areas by exactions is offset by the reduction in likely 
profit margin and may be completely eliminated or channeled into other regions in 
the absence of available local markets. Growth could hypothetically be captured 
and shifted from an established to an unestablished market if the city capturing the 
growth had amassed a large amount of mitigation credits. This would be an 
unlikely occurrence, however, because large amounts of mitigation credits may 
only be possible when capital improvements are selected, in transit corridors, or 
around transit stations. These types of improvements are typically designed to 
serve either existing development or strong market areas. Thus, the possibility of 
a less developed jurisdiction capturing growth in this way would be minimal. 

The CMP appears not to significantly alter existing growth patterns and is 
consistent with established land development markets. 
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Land Use Incentives For Development To Occur In Transit-Type Corridors 

Local jurisdictions may elect to provide mitigation by creating development 
incentives in the vicinity of transit stations or transportation terminals. Incentives 
would likely entail measures having a monetary value to develope.rs such as 
reduced parking requirements, increased density bonuses, and expedited project 
processing and approval time. 

Land Use Effect - As discussed above, it is anticipated that the overall effect of 
the CMP program on land use would not significantly alter current market trends 
and that too little incentive for growth to shift to untraditional growth areas would 
be provided. Under these circumstances, the creation of land use development 
incentives in transit corridors and/or transit station areas would induce the 
redistribution of development within a jurisdiction rather than capturing growth from 
other jurisdictions. This localized redistribution of development would result in 
greater densification of transit corridors and/or station areas. This type of change 
would be consistent with the objectives of the GMP and it would not likely have a 
significant effect on market-based land use patterns. Due to assumed reduction 
in trips and trip length within these areas, the overall affect would be beneficial. 

Cumulative Effects 

A final aspect of local Tool Box choices is the potential cumulative effect on land 
use. Of particular concern are local jurisdictions that may overwhelmingly select 
TOM-intensive measures or make choices that tend to favor capital intensive 
measures. In this situation, the management and incentive nature of TOM-intensive 
measures is focused on travel behavior and, as a result, the effect on land use 
would be indirect. If capital improvements were concentrated in undeveloped 
portions of the County, it could be argued that these improvements would induce 
growth in less developed areas by providing the necessary transportation 
infrastructure. However, the type of capital improvements that are likely to be 
considered are not geographically concentrated and in most cases are gap closure 
or retrofit projects on existing facilities that would not extend the County 
transportation system into less developed areas. As a result, a TOM focus or 
capital improvement focus would not appear to systematically affect land use 
development patterns in the County. No significant land use impact is 
anticipated. 

As can be seen from the above discussion, the range of funding or mitigation 
responses that may be taken by local jurisdictions, whether it be use of local 
revenue sources, direct charges, or land use incentives for funding, or selection 
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of capacity enhancing or demand reduction enhancing mitigations, is not 
anticipated to result in significant adverse impacts. 

MmGATION MEASURES 

The discussion presented above indicates that the 1993 CMP Update would not 
have a significant impact on land use patterns within the County under any of the 
local response scenarios discussed above. Furthermore, it is anticipated that local 
responses would have no adverse effects on achieving the objectives of the AQMP 
and its underlying GMP. As noted above, however, there are no overriding 
regulations that require local jurisdictions to approve land use developments in a 
manner consistent with the AQMP and GMP. In the absence of such regulations, 
the CMP, by requiring annual reporting of development growth in local jurisdictions, 
can monitor growth trends and roughly establish the correlation between Tool Box 
measures that are being selected by local jurisdictions and the resulting land use 
development consequences. 

3.5.1 In order to ensure that the CMP is contributing to achieving the objectives 
of the GMP, the MTA shall evaluate the growth patterns and determine 
whether CMP Tool Box choices have a significant correlation to the changes 
in land use patterns in the County, if any, after the Deficiency Plan program 
has been in place for 5 years. 

3.6 PUBLIC SERVICES 

This section of the EIR is intended to address two major kinds of questions 
regarding the 1993 CMP Update's potential to impact public services: (1) will 
compliance with the administrative implementation aspects of the 1993 CMP 
Update result in a diversion of local jurisdictional resources away from the 
provision of other services to a degree which significantly impacts the provision of 
public services; and (2) will compliance with the CMP divert fiscal resources away 
from the provision of other services to a degree that significantly impacts the 
provision of public services? These are the two areas of public service related 
concern expressed by local jurisdictions during the development of the deficiency 
plan approach. 

Potential impacts on specific public services associated with the GMP were 
discussed in the EIR for that plan.6 The RMP was developed to be consistent with 

6Draft Environmental Impact Report On The Southern California Association of 
Government's Draft Growth Management Plan. October 1988. State Clearing 
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the GMP. The CMP is designed to be consistent with the RMP and the deficiency 
plan model runs are based on the land use future analyzed in the GMP EIR. The 
focus of this public service impact assessment was established, based on the prior 
analysis of impacts on specific public services contained in the EIR for the GMP, 
the CM P's relationship to the RMP and GMP, the programmatic nature of the 1993 
CMP Update, and the nature of the public service concerns expressed by local 
jurisdictions. 

SETTING 

Existing Related Local Jurisdiction Administrative Requirements 

In order to understand the 1993 CMP's potential to create the two kinds of public 
service impacts under analysis, it is important to be familiar with the existing 
administrative requirements of related programs, and the availability of formula 
allocated public funds which can be used for CMP deficiency mitigation. These 
two things affect the degree of additional administrative and fiscal burden created 
by the 1993 CMP Update and thus a judgement about whether the additional 
administrative burden and potential "costs" of deficiency plan compliance are 
significant. 

The Adopted CMP 

The MTA adopted a first year CMP which provided local jurisdictions with flexibility 
in meeting their CMP responsibilities and which stressed the benefits of 
coordinating a mix of transportation solutions, transportation and land use 
programs, and cooperation with neighboring jurisdictions. Under the adopted 
CMP, each local jurisdiction is responsible for: 

• 

• 
• 
• 

Monitoring the attainment of LOS standards and the collection of traffic data 
for CMP routes on an annual basis. 

Adopting and implementing a TOM ordinance by April 1, 1993 . 

Municipal transit operators submitting data for CMP transit monitoring . 

Adopting and implementing a program to analyze the impacts of land use 
decisions. Local jurisdictions were required to adopt their CMP land use 
analysis program by April 1, 1993. 

House Number 88062924. 
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Transportation Control Measures (TCM) Reporting 

The South Coast Air Basin presently fails to meet the National Ambient Air Quality 
Standards or the California Clean Air Act (CCAA) standards for ozone, carbon 
monoxide, nitrogen dioxide and particulate matter. The federal Clean Air Act 
requires the South Coast Basin to attain the federal primary ambient air quality 
standards for ozone by 2010, the standard for particulate matter by 2001 and the 
standards for carbon monoxide and nitrogen dioxide by 2000. The CCAA requires 
all nonattainment air basins in the state to develop new attainment plans to meet 
federal and state air quality standards and to reduce unhealthful pollutant levels by 
25 percent in 1994, 40 percent in 1997, and 50 percent in 2000. If the Basin does 
not meet the federal requirements, it may lose substantial federal funds for 
infrastructure. 

The AQMP adopted by the SCAQMD and SCAG is structured to bring the Basin 
into compliance with or to exceed the state . and National Air Quality Standards. 7 

The CCAA requires severe nonattainment areas to achieve an average of 1.5 or 
more persons per vehicle during commute hours by 1999. On a regional basis, 
this substantially exceeds the scope of SCAQMD's Regulation XV which sets the 
same goal but applies only to businesses with 100 or more employees. To close 
this gap, the 1991 AQMP contains a number of strategies, including person work 
trip reduction, non-motorized transportation, employer rideshare and transit 
incentives, parking management, High Occupancy Vehicle (HOV) facilities, transit 
improvements, enhanced Regulation XV, trip reduction for schools, and special 
activity center trip reduction. 8 

Under the AQMP, local governments are responsible for reducing emissions by 
energy conservation, dust control, and trip reduction. They are required to 
implement new regulatory ordinances, administer changes to the project review 
process, and assist with enforcement and data collection for monitoring 
effectiveness. The AQMD encourages local governments to implement TCMs at 
the local level and encourages local governments to take actions that will address 
both the AQMP and the CMP. 

Local jurisdictions are currently required to report on actions taken to further 
implementation of TCMs listed in the 1979 State Implementation Plan (SIP), the 
1989 AQMP, and the 1991 AQMP, and the 1992 CO Plan. The TCM measures 
that local jurisdictions are required to report on are listed in Table 3.6.1. 

7Final 1991 AQMP, July 1991. SCAQMD. 

8For additional information, please see page 6-6 of the 1991 AQMP. 
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MEASURE 

NO. TITlE 

H-4. Modified Work Schedule 

H-5. Carpool Preferential Parking 

H-23. Increased Bicycle/Pedestrian Facilities 

H-34. Employees Ridesharing Program 

H-35. Traffic Signal Synchronization 

H-118. Reduce Non-recurrent Congestion 

1.a. Alternative Work Weeks and Flextime 

1.b. Telecommunications 

2.a. Employer Rideshare and Transit Incentives 

2.b. Parking Management 

2.d. Merchant Transportation Incentives 

2.e. Auto Use Restrictions 

2.g. Transit Improvement 

3.a. Truck Dispatching, Rescheduling, and Rerouting 

4. Traffic Row Improvements 

5. Non-recurrent Congestion 

6. Aircraft and Ground Service Vehicles 

7. Centralized Ground Power Systems 

8. Airport Ground Access 

11. Rail Consolidation to Reduce Grade Crossings 

12.a. Paved Roads 

17. Growth Management 

1.a. Alternative Work Weeks 

1.b. Non-motorized Transportation 

2.a. Employer Rideshare and Transit Incentives 

2.b. Parking Management 

2.d. Merchant Transportation Incentives 

2.e. Auto Use Restriction 
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MEASURE 

NO. TITLE 

2.f. HOV Facilities 

2.g. Transit Improvements 

3.a. Truck Dispatching, Rescheduling and Rerouting 

4. Traffic Flow Improvements 

5. Non-recurrent Congestion 

9. Replacement of High-Emitting Aircraft 

11. Rail Consolidation to Reduce Grade Crossings 

12.a. Paved Roads 

17. Growth Management 

-
FC-1 Transit Improvements 

(2.g. Transit Improvements) 

FC-2 Restrictions of Certain Roads/Lanes for Use by Buses 
or HOVs 
(2.f. HOV Facilities) 

FC-4 Additional VMT /VT Reduction Strategies 
(1.a. Alternative Work Weeks) 
(1.b. Non-motorized Transportation) 
(2.a. Employer Rideshare and Transit Incentives) 
(2.b. Parking Management) 
(2.d. Merchant Transportation Incentives) 
(2.e. Auto Use Restrictions) 
(17. Growth Management) 

FC-5 Traffic Flow Improvements 
(4. Traffic Flow Improvements) 
(5. Non-recurrent Congestion) 

SOURCE: MTA 
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The 1992 CO Plan 

The 1992 CO Plan 

The 1992 CO Plan 

The 1992 CO Plan 



Environmental Setting, Impacts and Mitigations 

TCM progress reporting is required to enable completion of two reports, the 
Expeditious Implementation Report for the Amendment to the Fiscal Year (FY) 
1993-1999 RTIP which is required by SCAG and is transmitted to the U.S. 
Environmental Protection Agency and the Federal Highways Administration, and 
the California Air Resources Board {CARB) Report prepared by the SCAQMD for 
transmittal to CARB. Local jurisdictions must prepare a report detailing, for each 
TCM, proposed local actions to implement the TCM, the AQMP target date, the 
local VT /emission reduction target date, the jurisdiction's status and schedule with 
regard to implementation, and the jurisdiction's implementation actions to-date. 

Fiscal Resources For Transportation Projects 

Local jurisdictions currently have access to an array of federal, state, and local 
funding sources for transportation purposes. While the older sources of funding, 
such as Motor Vehicle License Fees, are limited to street and highway use, the 
newer state and federal sources generally allow more flexible uses and include 
alternative transportation, transportation control measures, and demand 
management. As shown in Tables 3.6.2 and 3.6.3, the following funding sources 
can be used by cities and the County, respectively, to fund projects for which local 
jurisdictions can receive CMP deficiency plan mitigation credit: 

Los Angeles County Sales Tax Funds - Funds from Propositions A and C, which 
each represent a 1 /2 cent increment on the county sales tax, have a mandatory 
set aside for return to local jurisdictions. This local set aside may be used for CMP 
deficiency plan mitigation projects. The funds are apportioned to local jurisdictions 
according to their percentage of population in the county as a whole. Local 
jurisdictions have discretion for allo"cation of these monies provided they are within 
the broad transit and TOM guidelines of the Propositions. They can also be used 
for certain street improvements that will facilitate transit use, i.e., concrete bus pads 
on streets with heavy transit use. While the amounts generated by these 
Propositions vary somewhat with the economy, together, they generate about $700 
million annually, countywide, with approximately $140 to $175 million returned to 
the county and the cities. 

Motor Vehicle License Fee Funds - 81.75 percent of the funds generated from 
state Motor Vehicle License Fees are allocated 50 percent to cities and 50 percent 
to counties. The allocation to each city is based on the proportion of its population 
to the total population of all cities. The allocation to counties is based on the 
proportion of its population to the total population of all counties. The apportion 
amounts are estimated at $34.65 per capita for cities and $28.22 per capita for 
counties. These Motor Vehicle License Fee funds can be used for general street 
and highway purposes. 
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ORIGIN BASIS FOR AMOUNT 
SOURCE OF FUNDS APPLICABLE USES APPORTIONMENT AVAILABLE OTHER COMMENTS 

Proposition A ½% of Sales Tax Transit, TOM, Rall % of population n/a Local return portion available for CMP 
to cities In county. mitigation. 

Proposition C ½% of Sales Tax Transit, TOM, Rall % of population to n/a Local return portion available for CMP 
cities In county. mitigation. 

Section 2105 Prop. 111 Streets and roads, % of population to $4.84 per Must continue previous levels of 
Highway Users Gas Tax Commuter Rail cities In state. capita spending for street and highway 
Taxes purposes. 

Compliance with CMP required as a 
condition of funding. 

Section 2106 Gas Taxes Street and highway % of population to Approx. Not eligible for transit uses. 
Highway Users construction and maintenance. cities in county. $4.00 per 

I 
Taxes capita 0) 

(Tl Resurfacing signals. except for 
I 

very small 
cities. 

Section 2107 Gas Taxes Street and highway % of population to $8.15 per Not eligible for transit uses. 
Highway Users construction and maintenance. cities In state. capita 
Taxes 

Resurfacing signals. 

Section 2107.5 Gas Taxes Engineering costs and Set amounts per Set Minimum $1,000; maximum $20,000. 
Highway Users administrative expenses. population bracket. amounts 
Taxes 

Motor Vehicle License Fees Street and highway 50% of 81.25% of $34.65 per None. 
License Fees Sec. 11005(a) construction and maintenance, the balance. capita 

Revenue and 
Tax Resurfacing signals. 
Code 

Motor Vehicle License Fees Street and highway 18.75% of the balance to n/a Statewide total approximately $4.7 
License Fees Sec. 11005(b) construction and maintenance. lower or no property tax. million. 20 cities In county receive 

Revenue and Based on population of amounts ranging from $34,348 
Tax Resurfacing signals. all cities and to counties. (Rolling HIiis Estates) to $426,473 
Code (Norwalk). 



ORIGIN BASIS FOR AMOUNT 
SOURCE OF FUNDS APPLICABLE USES APPORTIONMENT AVAILABLE OTHER COMMENTS 

Surface ISTEA/SB 1435 Arterlal Improvements or 110% of funding levels n/a Required 11.47% local match, 
Transportation construction operational from 1976 Federal Act. construction in 2 years, Inclusion in 
Funds (STP) improvements, capital for Programmed by MTA RTIP and land use. 

transit projects, safety and SCAG. Compliance with CMP. 
Improvements, planning, traffic Non-discretionary portion available for 
management, fringe and CMP mitigation. 
corridor parking, blkeways, 
Transportation Control 
Measures per AQMP. 

AB 2766 Additional Implementation of AQMP and 40% total distributed to $9.3 Can be used for TDM strategies. 
Motor Vehicle CCAA relating to mobile cities and counties. million 
Registration sources of emissions. statewide 
Fee 

I 
(X) 
O') SOURCE: Marcia Mednick & Associates I 

------ -------------
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ORIGIN BASIS FOR AMOUNT 
SOURCE OF FUNDS APPUCABLE USES APPORTIONMENT AVAILABLE OTHER COMMENTS 

Proposition A ½% of Sales Tax Transit, TOM Population n/a Local return portion available for 
CMP mitigation. 

Proposition C ½% of Sales Tax Transit, TOM Population n/a Local return portion available for 
CMP mitigation. 

Section 2104 Gas Taxes Streets and highway Formula based on vehicle n/a None. 
Highway Users construction and registration and 
Taxes maintenance. maintained mileage. 

Section 2105 Prop. 111 Streets and highway Formula based on vehicle n/a Compliance with CMP required 
Highway Users Gas Tax construction and registration and as a condition of funding. 

I Taxes maintenance. Commuter maintained mileage. 
0) 
'-I Rail 

I 

Section 2106 Gas Taxes Streets and highway % of statewide auto n/A Not eligible for transit. 
Highway Users construction and registration. 
Taxes maintenance. Resurfacing, % of property valuation 

signals. within the county. 

Motor Vehicle License Fees Streets and highway Population based share of $28.22 per Not eligible for transit. 
License Fees Sec. 11005(a) construction and 50% of 81.25% of the capita 

Revenue and maintenance. Resurfacing, balance. 
Tax signals. 
Code 

Motor Vehicle License Fees Streets and highway Share of 18.75% of the $7.28 per Statewide total approximately 
License Fees Sec. 11005(b) construction and balance divided between capita $229.5 million. 

Revenue and maintenance. Resurfacing, counties based on 
Tax signals. personal property tax and 
Code no tax cities. 
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ORIGIN BASIS FOR AMOUNT 
SOURCE OFRJNDS APPUCABLE USES APPORTIONMENT AVAILABLE OTHER COMMENTS 

Surface ISTEA/SB 1435 Arterial Improvements or 110% of funding levels $4.00 per Requires 11.47% local match, 
Transportation construction operational from 1976 Federal Act. capita construction, 2 years, inclusion In 
Funds (STP) Improvements, capital for Programmed by MTA and RTIP, and land use. Compliance 

transit projects, safety SCAG. with CMP. Non-discretionary 
Improvements, planning, portion available for CMP 
traffic management, fringe mitigation. 
and corridor parking, 
bikeways, Transportation 
Control Measures per 
AQMP. 

AB2766 Additional $4 Implementation of AQMP 40% total distributed to $9.3 Can be used for TOM strategies. 
I Motor Vehicle and CCAA relating to mobile cities and counties. million 
0) 
0) Registration Fee sources of emissions. statewide 

I 

SOURCE: Marcia Mednick & Associates 

------ ----------- - -
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The remaining 18. 75 percent of the Motor Vehicle License Fees are allocated to 
cities that did not levy a property tax in the 1977-78 fiscal year (no-property-tax­
cities); to cities which incorporated prior to June 5, 1987 and which are identified 
as low property tax cities; and to all counties. There are 20 cities in Los Angeles 
County which are eligible for the no-property-tax subvention. They receive annual 
amounts ranging from a low of $34,348 a city with a population of less than 8,000 
to a high of $426,473 for a city with a population just under 100,000. 

AB 2766 Funds - Assembly Bill 2766 provides for an additional $4.00 motor 
vehicle registration fee to fund implementation of the AQMP and provisions of the 
CCAA relating to mobile sources of emissions. Forty percent of the total collected, 
or $9.3 million statewide, is distributed on a population basis to cities and counties 
to be used in implementing programs to reduce air pollution from motor vehicles. 
These funds can be used for TDM. 

lntermodal Surface Transportation Efficiency Act (ISTEA) Funds - The monies 
available from the collection of programs identified in the 1991 lntermodal Surface 
Transportation Efficiency Act (!STEA) and clarified in California SB 1435 are 
apportioned to each city and county based on population. These replace 
previously received Federal Aid Urban and Secondary funds which cities and 
counties used for road and highway improvements. The ISTEA program provides 
substantially greater flexibility in allowable uses of funds. Surface Transportation 
Program (STP) funds established under !STEA are intended for congestion relief. 
Eligible uses include transit capital projects, TDM, as well as arterial road 
improvements. In Los Angeles County, a portion of the funds, called STP Local 
funds or Guarantee funds are directly apportioned to the Cities and the County for 
eligible uses. These funds may be used for CMP deficiency plan mitigation 
projects. Local jurisdictions have been awarded these funds since 1990. 
However, they must comply with the CMP in order to continue receiving these 
monies. The entities receive 11 0 percent of the funding levels they received under 
the previous programs. All projects funded with federal STP funds require an 
11.47 percent local match and projects must be included in the RTIP prepared by 
SCAG. 

State Gasoline Taxes - The cluster of State Highway Users Taxes (Sections 2104, 
2105, 2106, 2107, and 2107.5) collectively generate approximately $102 million for 
the County and $138 million for allocation to the cities from the state gasoline t~. 
These are distributed to the cities by their percentage of total population within the 
County for Section 2106 funds and by their percentage of total state population for 
Sections 2105 and 2107. County distribution formulas are more complex; Sections 
2104 and 2105 rely on a formula based on the vehicle registration and the amount 
of maintained mileage, and Section 2106 is based on the county's percentage of 
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statewide automobile registration and percentage of property valuation. These 
State Highway User funds can be used for general street and highway purposes, 
which does not preclude their use for CMP eligible improvements. However, the 
monies available under Section 2105, which amount to 28 percent of the Highway 
User Taxes, are available to the cities and the county only if they comply with the 
provisions of the CMP. Section 2105 funds are the new gas tax funds created by 
the passage of the CMP legislation. 

In addition, local jurisdictions which comply with the CMP are eligible to receive the 
following state and federal discretionary funds. These funds may not be used for 
project's which receive CMP deficiency plan mitigation credit. 

State and Federal Discretionary Funds - These funding sources include the 
State Flexible Congestion Relief Funds (FCR), State Traffic System Management 
Funds (TSM), and Federal Congestion Mitigation and Air Quality Funds (CMAQ). 

THRESHOLDS OF SIGNIFICANCE 

Based on the expressed concerns of local jurisdictions' public service impacts are 
considered significant if (1) the public service benefits of compliance with the 
administrative implementation requirements of the proposed program do not 
outweigh the staff resource costs; or (2) compliance with the proposed program 
would result in a substantial diversion of city fiscal resources away from the 
provision of other public services. 

IMPACTS 

Administrative Implementation Impacts 

Direct Impact: The intent of the State Legislature in passing the CMP legislation 
was to help develop California's economy to its full potential by providing a 
program for maintaining mobility on the regional transportation network. By 
maintaining mobility and providing a mechanism for addressing deficiencies on the 
network, the 1993 CMP Update will help to maintain or improve emergency vehicle 
response times. This would be a beneficial impact of both the CM P as a whole 
and the 1993 CMP Update. 

Direct Impact: The State Legislature, through its passage of the CMP legislation 
imposed additional planning and reporting requirements on local jurisdictions. The 
MTA, in its development of the 1992 CMP and the 1993 CMP Update has 
attempted to design a program which minimizes the impact of legislated CMP 
requirements on local administrative resources. The 1992 CMP EIR acknowledged 

-90-
EnvffonmentallmpactRepon 

1993 CMP Update 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

Environmental Setting. Impacts and Mitigations 

the potential for the CM P to result in a diversion of local government personnel and 
revenues. As mitigation, the 1992 CMP EIR included requirements that (1) the 
MTA would work with local jurisdictions to investigate a countywide process to deal 
with future CMP implementation; and (2) the MTA would continue to work with 
public and private interests regarding CMP requirements to minimize adverse 
public/private cost impacts associated with the CMP. The 1993 CMP Update has 
been designed in consultation with local jurisdictions and other public and private 
interests. It is a countywide approach to deficiency mitigation, in keeping with the 
requirements of mitigations included in the 1992 CMP EIR. 

General Administrative Costs of Compliance 

Regardless of whether a jurisdiction chooses a demand reduction, capacity 
enhancing, or a combination approach to deficiency planning, the jurisdiction will 
experience certain administrative costs associated with report preparation, 
development tracking, and efforts to balance development specific and jurisdiction­
wide mitigation efforts. 

Demand Reduction Emphasis - Costs 

The 1993 CMP Update deficiency plan procedures include a Phase II TDM option 
which is designed to reduce reporting requirements by providing an option to 
deficiency mitigation which meets both CMP and air quality compliance 
requirements. Regardless of whether a local jurisdiction chooses the Phase II TDM 
option or preparation of a deficiency plan which includes demand reduction 
measures, staff resources will be required, particularly during the initial years of the 
deficiency plan effort to formulate the parameters of demand reduction strategies, 
be they land use or TDM mitigation strategies, and to become familiar with 
reporting requirements. 

Local jurisdictions are already required to formulate and report on locally 
implemented TCM measures aimed at demand reduction, however. Regardless 
of whether local jurisdictions coordinate their TCM effort with their deficiency 
planning, or their deficiency planning with their TCM effort, the incremental 
administrative burden of deficiency planning must be viewed within the context of 
existing TCM reporting requirements. This incremental administrative burden is 
further offset by the quantification of the trip reduction effects of various demand 
reduction strategies provided in the 1993 CMP Update. This quantification may 
further reduce the level of effort required of local jurisdictions as part of TCM 
reporting. 
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Capacity Enhancing Emphasis - Costs 

Staff resources will be required, particularly during the initial years of the deficiency 
plan effort to become familiar with reporting requirements and to develop a 
mechanism for identifying capital improvements and TSM measures for inclusion 
in the deficiency plan. Part of the effort to identify TSM measures, however, is 
already occurring as part of the traffic analyses prepared for El Rs for mid to large­
scale development projects. Local jurisdictions also already have experience in 
identifying and nominating capital improvement projects for inclusion in the RTIP. 
This effort is now part of the CMP process, but the effort was required in some 
form previously. 

Public Service Benefits Resulting From CMP Compliance 

Although compliance with the deficiency plan requirements would result in the use 
of staff resources, compli~nce with the CMP results in local jurisdictions obtaining 
Section 2105 and STP funds as well as being eligible for the following federal and 
state discretionary funds: FCR, TSM and CMAQ. In addition, some aspects of the 
1993 CMP Update may create efficiencies that partially offset the administrative 
burden imposed by the 1993 CMP Update and the CMP program as a whole. 
Specifically: by encouraging cooperation between adjacent jurisdictions, the CMP 
may provide a transportation planning mechanism which ultimately requires fewer 
total staff members than if jurisdictions approached transportation planning and 
projects alone; the countywide approach to deficiency planning may provide a 
degree of certainty among jurisdictions, as well as the business community, which 
may reduce "over the counter" staff time; the experience of formulating deficiency 
plans should reduce the staff effort required of local jurisdictions to comply with air 
quality related reporting requirements, even if local jurisdictions do not choose the 
Phase II TDM deficiency plan option; when preparing EIRs for local projects, local 
jurisdictions can tier off the CMP EIRs and can demonstrate that regional impacts 
have been addressed by discussing local jurisdictional compliance with the 
deficiency plan component of the CMP; both the adopted CMP and the 1993 CMP 
update will result in the generation of data on transportation system performance 
and the effectiveness of deficiency plan measures which will provide local 
jurisdictions with additional information which may facilitate local transportation and 
land use planning. 

Direct Impacts: Although the 1993 CMP Update will impose additional 
administrative requirements on local jurisdictions, these administrative "costs" are 
more than offset by the return in administrative time invested, that the jurisdiction 
will experience as a result of CMP compliance. This return takes the form of both 
access to formula allocation funds requiring CMP compliance, and the potential 
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administrative efficiencies created by the 1993 CMP. The administrative efficiencies 
created are greatest for local jurisdictions taking a demand reduction approach to 
deficiency mitigation, due to the ability to coordinate with TCM reporting. However, 
efficiencies are created through both a demand reduction and capacity enhancing 
approach to deficiency mitigation. Thus the fiscal and administrative efficiency 
benefits of compliance outweigh the administrative implementation costs of the 
1993 CMP Update and the CMP as a whole. The proposed program would result 
in the use of additional staff resources, however, the impact is not significant, 
since the benefits of compliance outweigh the costs. 

Fiscal Impacts 

The 1993 CMP Update establishes a Tool Box of alternatives from which local 
jurisdictions may choose in order to offset their congestion mitigation goal, based 
on new development activity. Since each local jurisdiction faces its own unique set 
of demographic, fiscal, and political considerations the Tool Box incorporates a 
range of implementation options, including land use measures, TOM strategies, 
TSM, and capital improvement opportunities. These Tool Box measures can be 
implemented through a variety of funding mechanisms, including use of local 
revenue, imposition of direct transportation costs, use of development charges or 
fees, or use of land use incentives. 

In selecting Tool Box measures it is anticipated that local jurisdictions will weigh 
specific public service needs in their community and funding considerations, and 
choose appropriate mitigation strategies that either enhance or minimize disruption 
to the jurisdiction's priorities. While the decision makers will have to weight the 
choice of implementation measures against the jurisdiction's specific objectives and 
constraints, there is a wide range of strategies included in the Tool Box to allow 
local jurisdictions flexibility in the choice of deficiency mitigation approaches. Local 
jurisdictions can choose any combination of strategies desired. 

The degree to which compliance with deficiency plan requirements will result in 
fiscal impacts to local jurisdictions will depend on the ease of offsetting the 
mitigation debits from development with mitigation credits. An example of the level 
of effort required to offset the debits from a typical retail project was provided in 
Section 3.1 of this chapter. That example indicated that a hypothetical "average" 
local jurisdiction should be able to chose whether to approach deficiency mitigation 
through a mix of capital improvements and TOM measures, a capital intensive 
approach, or a traffic demand intensive approach. The Tool Box thus provides 
local jurisdictions with a great deal of flexibility regarding the choice of deficiency 
mitigation strategy. 
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Some of the mitigation strategies involve higher financial obligations than others. 
Such factors as local budgetary conditions, the revenue benefits of the project, the 
surrounding market conditions, and overall public benefit potential may affect how 
a particular jurisdiction responds regarding funding responsibilities. Since, local 
jurisdictions have a variety of funding approaches available for deficiency 
mitigation, the key question in assessing the fiscal impacts of the proposed 
program becomes whether or not there are sufficient funding mechanisms and 
mitigation options available for local jurisdictions to meet their deficiency mitigation 
obligations without needing to use general funds, or having to divert funds from the 
provision of other public services. 

As discussed in Section 3.1 of this chapter, available funding mechanisms have 
been classified into four broad categories for analytic purposes. The availability of 
each of these funding mechanism for deficiency mitigation is described below: 

Use of Local Revenue _- A local jurisdiction could elect to pay for required 
mitigation measures through the wide array of formula allocated public funds which 
may be used for CMP deficiency mitigation. These funding sources were detailed 
in Tables 3.6.2 and 3.6.3 and discussed under setting. These funds may be used 
for TSM, TDM and some types of capital improvements. These funds are targeted 
for these kinds of transportation related programs, and are not available for the 
provision of other public services. Therefor use of these funds should not result 
in a negative public service impact. 

Imposition of Direct Transportation Costs - Some Tool Box mitigation measures, 
particularly TOM-intensive measures, could be funded by imposing direct costs, 
such as parking fees on users, such as drivers. This could potentially generate 
revenue for the local jurisdiction. This type of funding approach should not result 
in a negative public service impact. 

Use of Development Charges or Fees - To pay for required mitigation measures, 
a local jurisdiction could require a development contribution. The amount and 
nature of the contribution could vary significantly depending on the degree to 
which local jurisdictions pursue capacity enhancing or demand reducing 
mitigations. This type of approach may be appropriate for TSM measures, 
particularly those specified as mitigations in development project EIRs, TDM, and 
some kinds of capital projects. This kind of approach would not require the use of 
public funds. As discussed in the land use section, the imposition of development 
charges could run the risk of discouraging development if the charges or fees 
cannot be passed on and readily absorbed. This could potentially discourage 
development and thus indirectly impact the local jurisdiction's tax revenues and 
thus the provision of public services. However, as a . practical matter, the 
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jurisdictions most likely to impose charges or direct development mitigations would 
be those in which a significant amount of development is taking place, which is 
indicative of strong market support. Under strong market conditions, costs can 
be passed on to tenants and consumers in the form of higher leases or product 
prices, and no reduction in development activity will occur. 

Use of Land Use Incentives - Local jurisdictions may elect to provide mitigation 
by creating development incentives which foster patterns of land use for which 
mitigation credit is available. Incentives would likely entail measures having a 
monetary value to developers, such as reduced parking requirements, increased 
density bonuses, and expedited project processing and approval times. There are 
a number of incentives available to local jurisdictions which do not require the use 
of public funds. 

Direct Impact: Given these options, the variety of mitigation strategies available, 
and the sources of transportation specific funding available to local jurisdictions for 
deficiency mitigation, there appear to be adequate alternatives available to local 
jurisdictions to address the specific circumstances each might face. Therefore, no 
significant impacts on public service fiscal resources are anticipated from the 
1993 CMP Update. 

Indirect Impact: While it is difficult to predict how a particular community may 
respond with regard to the type of mitigation strategy that may be implemented, 
it is reasonable to expect that local jurisdictions will chose an approach which is 
consistent with the jurisdiction's current policies and which results in the least 
amount of disruption to the community. Since the mitigation strategies are 
intended to improve traffic flow throughout the region, it is logical to assume that 
a particular mitigation strategy should provide some public service improvements, 
including improved response time for emergency vehicles, improved air quality, 
and in some cases, additional services such as increased public transit 
opportunities. These would be beneficial impacts of the proposed program. 

MmGATION MEASURES 

Although the administrative implementation impacts of the proposed program are 
less than significant the following mitigation will further reduce those impacts: 

3.6.1 The MTA shall continue to work on both a state and regional level to 
integrate CMP deficiency plan reporting requirements with the reporting 
requirements associated with the AQMP in order reduce the administrative 
effort required by local jurisdictions. 
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In order to ensure that mitigation credits surplus can be carried over from year to 
year, the following mitigation is included. 

3.6.2 The MTA shall allow local jurisdictions to carry-over from year to year any 
surplus credit points accumulated. 

In order to ensure that local jurisdiction have a wide array of deficiency mitigation 
options, the following mitigation is included: 

3.6.3 The MTA, as part of the biennial updates to the CMP, shall investigate 
adding additional measures to the Tool Box. 
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IV. IMPACT OVERVIEW 

4.1 GROWTH INDUCING IMPACTS 

The potential growth inducing impacts of the adopted Congestion Management 
Plan (CMP) were addressed in the Environmental Impact Report (EIR) for the 1992 
CMP. The growth inducing impacts of the 1993 CMP would be essentially the 
same as for the adopted CMP. Therefore, the discussion from the 1992 CMP EIR 
is repeated here, with minor modifications based on the information contained in 
Chapter Ill of this EIR. 

REGIONAL GROWTH 

The CMP is designed to respond to and help to manage the congestion resulting 
from anticipated growth in the region. This growth is projected to be due primarily 
to natural increase rather than net in-migration. 1 Approximately 63 percent of the 
anticipated growth in population is anticipated to result from natural increase. The 
remaining 37 percent of anticipated growth is projected to result from an excess 
of in-migration over out-migration. However, growth due to net in-migration is 
anticipated to be the result of 3.3 million individuals migrating to the area from 
other countries, rather than domestic migration. These would be new residents 
primarily attracted to the economic opportunities available in the United States. 
The Los Angeles region acts as the port of entry for large numbers of Pacific Rim 
and Latin American migrants. 

The purpose of the CMP legislation is to maintain mobility on the regional network 
in order to assist California's economy to develop to its full potential. The CMP 
and the 1993 CMP Update are oriented toward the mitigation of future deficiencies 
on the CMP system, with deficiencies defined as a change to Level of Service 
(LOS) E or additional degradation of portions of the system operating at LOS F. 
Given the nature of the anticipated population growth and the purpose of the CMP, 
it is not anticipated that the CMP would have a growth inducing impact on regional 
population. 

GROWTH REDISTRIBUTION 

The question then is, does the proposed deficiency plan approach have the 
potential to result in a redistribution of population and employment within the 
region which could be classified as a growth inducing impact? The key questions 
are whether the 1993 CMP Update would result in a land use future which is 

1Please see the discussion in the Regional Growth Management Plan (GMP). 
Pages 11-2 to 11-4. 
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significantly different than the policy land use future contained in the Regional 
Growth Management Plan (GMP) or which constitutes a systematic alteration in the 
markets for retail, office, industrial, or residential uses in the County. 

As detailed in Chapter Ill, given the nature of the Tool Box, it is unlikely that the 
proposed deficiency plan approach would result in a substantial redistribution of 
land uses among jurisdictions in the County, for several reasons. First, while it is 
possible, in theory, that the imposition of exactions would increase the potential for 
development to shift to areas where there would be no exactions or other added 
development costs, that is not likely to be the case under the proposed deficiency 
plan approach. The potential for a jurisdiction in the County to capture 
development away from another jurisdiction is likely to be limited under the 
proposed deficiency approach, since the program affects all jurisdictions in the 
County and because the nature of the Tool Box measures and their funding make 
it unlikely that one jurisdiction will amass a substantial number of surplus mitigation 
credits which can be use9 to capture new growth. Secondly, it is unlikely that 
deficiency plan capital improvements would be concentrated in undeveloped 
portions of the County, such that they would induce growth. The type of capital 
improvements that are likely to be considered will in most cases be gap closure 
or retrofit projects on existing facilities that would not extend the County 
transportation system into less developed areas. Finally, the imposition of trip 
reduction measures for deficiency mitigation credit is unlikely to result in a 
redistribution of growth within the County which is attributable to the 1993 CMP 
Update, since the trip reduction goal of the 1993 CMP Update is less than the trip 
reduction goal under the Air Quality Management Plan (AQMP). 

Similarly, the 1993 CMP Update is unlikely to result in a redistribution of growth 
between Los Angeles County and the other counties in the region which would be 
substantially different than the policy forecast. This is true because each of the 
counties in the region is charged with helping to work toward implementation of 
the Regional Mobility Plan (RMP), is subject to the CMP legislation and thus must 
also require deficiency planning by local jurisdictions, and will be subject to the trip 
reduction goals of the AQM P. 

In addition, the proposed deficiency plan approach is unlikely to result in a 
substantial alteration in the markets for office, retail, industrial or housing. In 
general, significant factors continue to exist in the Los Angeles region which 
encourage a deconcentration of land use and the associated development of land 
in undeveloped areas. These factors have lead to Los Angeles's development as 
one of the world's first polycentric cities or urban regions. These factors include: 
1) the desire to purchase affordable housing which has lead to development in less 
developed areas of Los Angeles County and in neighboring counties; 2) a desire 
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Impact Overview 

to attain a quality of life which avoids the consequences of urban development, 
such as congestion; and, 3) Los Angeles's reliance on the automobile as the major 
form of transportation in the region. In addition, market forces have resulted in tile 
existing distribution of land uses within this largely developed County. When 
compared to the power of locational decisions that are based on market forces 
and quality of life issues, the deconcentration or redistributional effect of the 1993 
CMP is arguably not significant. 

Both very good and very bad LOS can encourage deconcentration. CMP LOS 
standards have been established at the threshold of system capacity, where 
congestion itself may create a disincentive for continued development, .and for 
development to move to less congested areas. Because of the magnitude of 
congestion in Los Angeles County, the challenge of the deficiency planning effort 
will be to attain LOS standards. It is unlikely that improvements on the system will 
bring LOS above standard. Because the 1993 CMP Update is not anticipated to 
lead to substantial improvements above current LOS and associated increases in 
travel speed which would· make housing in outlying areas more attractive to the 
region's workers it should not further the kind of deconcentration that results from 
ease of mobility. Similarly, by maintaining mobility at established LOS, the CMP 
will not encourage deconcentration related to avoidance of congestion. 

In summary, the impact of the 1993 CMP on land use is anticipated to be 
negligible when compared to existing market and quality of life issues. The 1993 
CMP will help to implement the goals and policies contained in the RMP and 
AQMP, but the major transportation planning and air quality objectives of these 
plans will not be met by the CMP alone. Thus the effects of the 1993 CMP are 
consistent with, but less than the effects of these two regional plans. 

The other potential localized growth inducing affect of the CMP would be the 
encouragement of increased concentration around transportation centers and 
corridors. Deficiency plan projects could potentially increase the density of trips 
and traffic in center areas such as near transportation centers, rail transit stations, 
park and ride lots, etc. This would generally be considered a positive impact of 
the 1993 CMP Update, as it would be consistent with the objectives of the GMP. 
Thus, the 1993 CMP is consistent with local growth and density goals. 

4.2 CUMULATIVE IMPACTS 

As previously discussed, the CMP is both consistent with and would aid 
achievement of the AMP and the AQMP which are the two key components of the 
region's existing growth management strategy. Cumulative development in the 
region is both described in these two regional plans and controlled by the General 
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Plans of the 89 local jurisdictions in the County.2 Table 4.1 summarizes the 
projections of cumulative development contained in the AMP and GMP EIAs which 
evaluate the potential impacts of the growth and transportation projects anticipated 
to occur by the Year 2010. 

The environmental effects of the transportation improvements planned for the Los 
Angeles region to accommodate anticipated growth are analyzed in the EIA for the 
AMP. The effects of these cumulative transportation improvements are 
summarized below: 

• 

• 

• 

• 

Mobility and Access - Cumulative transportation improvements would have 
a beneficial effect on mobility and access by maintaining mobility in an 
environment of continuing population and economic growth. This is 
considered a significant beneficial cumulative impact. 

Air Quality - Transportation Demand Management (TOM), Transportation 
System Management (TSM), growth management and AQMP 
Transportation Control Measures (TCM) will reduce the air impacts of 
growth and travel. This is considered a significant beneficial cumulative 
impact. 

Energy - Increased energy consumption will result from growth and 
increased travel. AMP gasoline consumption in the Year 2010 would 
exceed 1984 levels. However, with implementation of mitigation measures 
identified in the regional growth management plans (i.e., AMP, AQMP, and 
GMP) and supporting EIAs there would be a beneficial cumulative impact 
on energy. 

Geology and Seismicity - Construction of additional structures in areas of 
geologic hazards, including fault zones, liquefaction, landslide, and 
subsidence areas will result in increased risks. This is considered a non­
significant adverse cumulative impact. 

2The EIAs for the AMP and GMP have been previously incorporated herein by 
reference. The Final EIA for the Los Angeles County General Plan (dated March 
1981) is herein incorporated by reference (SCH No. 87-121613). These 
documents are available for review at the MTA's offices located at 818 West 
Seventh Street, Los Angeles, California 90017. 
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Population 

Employment 

Housing Units 

Transportation 

Air Quality 

Southern California 

Would increase to 8.9 million by 
the Year 2010. 

Would increase to 5.9 million by 
the Year 2010. 

Would increase to 7.3 million by 
the Year 2010. 

VMT would increase to 284,382,000 
by the Year 2010. 

1,846 lane-miles of new and 
expanded mixed flow facilities and 
1,251 lane-miles of added high­
occupancy vehicle facilities would 
be constructed. 

The following improvements would 
be installed: 600 freeway ramp 
meters; synchronization of over 
8,000 signalized intersections and 
physical improvement of 500 
intersections to reduce vehicle­
hours of delay. 

Emission in tons per day would be 
as follows in the Year 2010: 

ROG-231 
NOX-281 
SOX- 36 
PMI0-44 
CO-2,259 

Impact Overview 

Los Angeles Region 

Would increase to 10.2 million by the 
Year 2010. 

Would increase to 4.1 million by the 
Year 2010. 

Would increase to 4.0 million by the 
Year 2010. 

The facilities described in the setting 
section of the transportation section 
of Chapter Ill would be constructed. 

The STIP projects and the TSM 
projects would be built. 1 

Mobile emission in tons per day 
would be as follows in the Year 2010 
under baseline conditions:2 

ROG - 38 
NOX- 87 
SOX- 20 
PMIO -36 
co -590 

Note: 1) These projects are listed in Appendix D and Table 5 of the 1992 CMP EIR. 
2) Based on estimates contained in Chapter 3, Section 3 of this EIR. 

SOURCE: SCAG, RMP EIR 
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• Biological Resources - Several of the new highways and transportation 
corridors planned for the region traverse sensitive areas and will cause loss of 
habitat or risk to rare or endangered species. This is considered a significant 
adverse cumulative impact. 

• Water Resources - Several of the regional projects may change flow patterns, 
increase runoff, and reduce runoff water quality. This is considered a non­
significant cumulative adverse impact with implementation of mitigation 
measures identified in the regional growth management plans and supporting 
EIRs. 

• Visual Resources - With proper design, new regional facilities will have a 
beneficial impact by opening access to scenic resources. Construction of new 
freeways and transit guideways, especially aerial alignments, can disrupt or 
block views. This is considered a significant adverse cumulative impact. 

-
• Noise - Lower congestion may reduce trip diversion and neighborhood traffic 

intrusion resulting in a cumulative beneficial impact. New roadways and transit 
facilities constructed in the region will add to existing noise sources. Aerial 
alignments will expand noise contours. Alternative work schedules may create 
more traffic noise during sensitive times of day. This is considered a significant 
adverse cumulative impact which would be further studied through project level 
EIRs. 

• Cultural Resources - Construction of new facilities without proper safeguards 
could result in destruction of cultural or scientific resources. This is considered 
a non-significant cumulative adverse impact with implementation of mitigation 
measures identified in the regional GMPs and supporting EIRs. 

• Social Impacts - Regional transportation improvements will improve access to 
transportation facilities for the growing transit dependent population. These 
would be beneficial cumulative impacts. Some new facilities will result in 
displacement of houses and businesses. Construction and operation of 
facilities may disrupt communities. This is considered a significant cumulative 
adverse impact with implementation of mitigation measures identified in the 
regional GMPs and supporting EIRs. 

• Urban Form and Growth - Overall, the RMP and cumulative transportation 
improvements accommodate planned growth and incorporate measures to 
improve job/housing balance. This is considered a significant beneficial 
cumulative impact. 
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Impact Overview 

• Regional Economy - Regional transportation improvements will provide access 
to employment centers, facilitate goods movement and stimulate local 
economies. This is a beneficial cumulative impact. Some aspects of RMP TDM 
measures are perceived as a cost to business. On balance, however, regional 
economic impacts are considered a significant beneficial cumulative impact. 

In addition to these impacts, the cumulative addition of local jurisdictional planning, 
program implementation, and reporting requirements, which are not accompanied 
by additional funding, has a cumulative impact on local jurisdictional staff and fiscal 
resources and the ability of local jurisdictions to maintain existing levels of public 
service provisions. 

4.3 SIGNIFICANT UNAVOIDABLE ADVERSE IMPACTS 

The 1993 CMP Update would result in the creation of additional air quality hot 
spots. The potential for significant adverse project level impacts to remain after 
implementation of the project specific mitigations specified in the 1992 CMP EIR, 
incorporated herein, and contained in Appendix B, and mitigation developed as 
part of deficiency plan project specific environmental review, can only be assessed 
on a project specific basis. 

4.4 SHORT-TERM USES VERSES LONG-TERM PRODUCTIVITY 

As with the RMP and adopted CMP, many of the potential adverse impacts 
associated with the 1993 CMP Update are due to construction of deficiency plan 
related transportation facilities; although construction activities for major facilities 
may be phased over several years, resultant impacts must be analyzed in the 
context of the long-term productivity of the environment especially in mobility and 
related subject areas. This section summarizes the potential impacts regarding 
trade-offs between short-term value and long-term productivity of the environment, 
associated with the CMP and the addition of the 1993 Update. These are the 
same as for the RMP. 

Land Use - With mitigation, the CMP is not anticipated to result in a long-term 
impact on the land use pattern described in regional and local planning 
documents. 

Transportation - The CMP would result in long-term improvements in mobility and 
accessibility throughout the region. 

Air Quality - The CMP will help to further long-term attainment of air quality 
standards and cleaner air. 
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Noise - The CMP would result in short-term intermittent impacts in localized areas 
as a result of construction of CMP projects. Regional noise levels are not 
anticipated to change significantly in the long term. 

Geology - The CMP could result in replacement and upgrading of many facilities 
with improvements better able to withstand geologic hazards. However, 
construction of CMP projects could result in alterations to topography in the long 
term. 

Water Resources - Construction impacts on water resources would be short-term 
and could be mitigated; long-term changes to water courses could potentially 
occur as a result of channelization and construction of culverts, etc. 

Biological Resources - With mitigation, the CMP is not anticipated to result in a 
long-term impact on biological resources. 

-
Cultural Resources - The CMP is not anticipated to result in long-term impacts 
to cultural resources with proper mitigation. 

Public Services - With mitigation, the CM P is not anticipated to result in a long­
term impact on public services. Short-term impacts on police and fire services 
resultin·g from CMP construction activities could be mitigated. The CMP is 
anticipated to result in a long-term improvement in fire and police response times. 

-104-
Environmental Impact Report 

1993 CMP Update 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

V. ALTERNATIVES 

In adopting the Regional Mobility Plan (RMP), the Southern California Association 
of Governments (SCAG) analyzed five alternatives to the adopted RMP. 1 Those 
alternatives were: the No-Project Alternative; a Facility-Intensive Response to 
Growth Trends Alternative; a Facility-Emphasis with Balanced Growth Alternative; 
a Demand Management Emphasis with Balanced Growth Alternative; and a 
Demand Management Response to Growth Trends Alternative. The Congestion 
Management Program (CMP) is required to be consistent with the RMP. Chapter 
V of the Environmental Impact Report (EIR) for the adopted 1992 CMP 
summarized the findings of the RMP alternatives analysis. That discussion is 
herein incorporated by reference. 

The EIR for the adopted 1992 CMP contained an analysis of four alternatives to the 
1992 CMP: a No-Project Existing Transportation System Alternative; a No-Project, 
No Future State Funding Alternative; and two alternatives designed to be 
consistent with the adopted RMP, but which stressed assistance in meeting 
different portions of the RMP program, a Transportation Demand Management 
(TOM) Intensive Alternative and a Capital Intensive Alternative. That discussion is 
herein incorporated by reference. 2 

This 1993 CMP EIR, therefore, looks at alternatives to the proposed 1993 CMP 
Update. Specifically this analysis focuses on alternatives to the proposed 
deficiency plan strategy. The five alternatives analyzed are as follows: 

Alternative 1 - The No-Project Alternative (No Deficiency Plan Addition) 
Alternative 2 - The No-Countywide Deficiency Plan Alternative 
Alternative 3 - The Countywide Fee Alternative 
Alternative 4 - The Monitoring-Based Approach Alternative 
Alternative 5 - The Modified Tool Box - Hot Spot Reducing Approach Alternative 

Alternative 1 is the California Environmental Quality Act (CEQA) mandated No­
Project Alternative. 3 Alternatives 2, 3, and 4 are alternatives which were seriously 
considered by the Los Angeles County Metropolitan Transportation Authority 
(MTA), but rejected because they did not meet the MTA's goals and objectives in 
adopting a deficiency plan component of the CMP. Alternative 5 has been 

1Please see Chapter 6 of the Draft EIR for the RMP (State Clearinghouse No. 
87-121613) previously incorporated herein by reference. 

2Please see Chapter V of the 1992 CMP EIR, State Clearinghouse No. 
91121063. 

3See CEQA Guidelines, Section 15126, subd. (d)(2). 
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developed with the intent of reducing one of the few significant impacts identified 
for the 1993 CMP Update, hot spot air quality impacts. 

5.1 THE NO-PROJECT ALTERNATIVE (NO DEFICIENCY PLAN 
ADomoN) 

Under this alternative, no deficiency plan component would be added to the CMP 
and the MTA would not review and approve any deficiency plans generated by 
local jurisdictions. The existing adopted CMP would remain in place. The lack of 
a deficiency plan mechanism would result in local jurisdictions losing their Section 
2105 monies, losing their ability to compete for state funding through the State 
Transportation Improvement Program (STIP), and the loss of federal funds linked 
to compliance with the CMP. The net result would be no change in the existing 
transportation system. None of the programmed improvements would be built. 
This alternative would have the same impacts as the No-Project (Existing System) 
Alternative discussed in the 1992 CMP EIR. 

Transportation - On a systemwide basis, this alternative would result in 
10,911,636 vehicle hours of travel (VHT), 5,661,786 hours of delay, and 
218,389,015 vehicle miles of travel (VMT) in the region, compared to 7,945,118 
Z~RS.ftl:f-l VHT, 2,467,030 hours of delay, and 205,154,425 VMT under the worst 
case (Countywide use of only capacity enhancement Tool Box strategies) for the 
proposed deficiency plan approach. 

Air Quality - Under this alternative air quality emissions would be substantially 
higher than with the proposed project. Year 2010 emissions are estimated at 707 
tons per day (tpd) of Carbon Monoxide (CO), 38 tpd of Ozone (ROC), 87 tpd of 
Nitrogen Dioxide(NOX), 22 tpd of Sulfur Dioxide (SOX), and 38 tpd of particulates 
(PM10) compared to 597 tpd of CO, 38 tpd of ROC, 88 tpd of NOX, 20 tpd of 
SOX, and 36 tpd of PM10 under the worst case scenario (Countywide use of only 
capacity enhancement Tool Box strategies) for the proposed deficiency plan 
approach. 

Energy - Fuel consumption due to VMT in the County would be significantly 
greater under this alternative than under the proposed deficiency plan approach, 
8.3 million gallons per day, compared to 7.8 gallons per day under the worst case 
(Countywide use of only capacity enhancement Tool Box strategies) for the 
proposed deficiency plan approach. 

Land Use - Under this alternative, the transportation system would not be 
improved to accommodate anticipated growth. This would have a significant effect 
on future land use. It can be expected that land use would be displaced from 
congested core parts of the County to areas of the County where the 
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transportation system still had existing capacity. In addition, growth would be 
displaced to other adjacent counties which were still making the transportation 
improvements included in the RMP. Both the displacement within the County and 
the displacement to other counties would result in additional urban sprawl, whicb 
would in turn have an indirect impact on air quality not anticipated in the model 
runs which are the basis of the air emission figures cited above. 

Public Services - The loss of funding for transportation improvements would likely 
result in local jurisdictions using additional general fund revenues for maintenance 
of the transportation system. This would have a significant impact on public 
service provision. Increased congestion on the regional network would increase 
emergency vehicle response times, which would be a significant impact under this 
alternative. 

This alternative would not comply with the requirements of the CMP statute since 
there would be no deficiency plan component incorporated in the CMP by the time 
deficiencies are identified 9n the CMP network. This alternative would fail to fulfill 
the aims of the CMP legislation and would be inconsistent with the RMP. It is, 
therefore, not considered feasible. 

5.2 THE NO-COUNTYWIDE DEFICIENCY PLAN ALTERNATIVE 

Under this alternative no uniform Countywide approach to deficiency planning 
would be adopted. Instead, the CMP Update would specify the general content 
of deficiency plans, and local jurisdictions would be left to develop their plans 
individually. Local jurisdictions would also be responsible for determining the 
degree to which mitigations result in an improvement in deficiency conditions. 
Plans would then be submitted to the MTA for review and approval. 

Under this alternative, local jurisdictions would be held responsible for mitigating 
any deficiencies identified on portions of the network within their jurisdiction, 
regardless of the degree to which they contributed to the creation of the deficiency, 
since no method for sharing responsibility f9r deficiency creation 'fv'OUld be in 
place. Jurisdictions on portions of the network serving as key connectors between 
portions of the County would be unfairly burdened with the responsibility for 
mitigating deficiencies on these segments. Imposition of additional TOM 
requirements within the impacted jurisdiction may have little impact on curing a 
deficiency, since the deficiency may be largely the result of trips originating and 
terminating in other jurisdictions. This would mean that deficiency mitigation would 
primarily take the form of capacity enhancements, which have less environmental 
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benefit than trip reduction approaches, as a general rule. 4 Local jurisdictions on 
heavily traveled portions of the network would thus have the burden of major 
capital improvements. Jurisdictions faced with mitigation costs which exceeded 
the funds available to the jurisdiction from public or private sources could , 
potentially choose to not participated in the CMP and thus lose their Section 2105 
funding, their ability to complete for state funding through the STIP, and all federal 
funds that are linked to compliance with the CMP. 

Transportation - This alternative would not encourage the degree of additional 
TDM activities encouraged by the proposed program, and it would place a greater 
responsibility for the funding of capacity enhancing mitigations on jurisdictions 
containing heavily traveled portions of the network which act as regional 
connectors. This approach would increase the probability that identified 
deficiencies would not be mitigated, which would have a significant impact on the 
maintenance and improvement of the transportation system, as well as the 
consistency of the CMP with the RMP. 

-
Air Quality - It is anticipated that air quality emissions would be somewhere 
between the levels identified fqr the Baseline Scenario and the levels identified for 
the capacity enhancement scenario for the proposed program. Air quality 
emissions would, therefore, be higher than under the proposed program. 

Energy- Similarly, it is anticipated that energy use would be somewhere between 
the levels identified for the Baseline Scenario and the levels identified for the 
capacity enhancement scenario for the proposed program. Energy use would thus 
be greater than under the proposed program. 

Land Use - Under this alternative, it is anticipated that unmitigated deficiencies 
may occur on portions of the network which serve as major County connectors 
and that the jurisdictions containing these portions of the network would have 
disproportionately high mitigation costs, which would effect their ability to mitigate 
deficiencies, as well as the likelihood they would enact deficiency mitigation related 
fees or exactions. Since the urban core portions of the County are the portions 
containing the majority of these segments of the network, this alternative may 
result in additional urban deconcentration as potential growth responds to either 
the additional congestion which could occur under this alternative, or the higher 
mitigation costs in core areas which might occur under this alternative. 

4Please see the discussion of the capacity enhancement and trip reduction 
scenarios used to bracket the range of impacts of the proposed program. This 
discussion is contained in Sections 3.2, 3.3, and 3.4 of this EIR. 
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Public Services - Under this alternative, jurisdictions containing portions of the 
network which serve as major regional connectors would have higher mitigation 
costs and less ability to mitigate deficiencies through TDM and land use controls 
than under the proposed program, thus their mitigation costs would be higher. 
This could result in public service provision impacts. Unmitigated deficiencies 
would result in increases in the response times of emergency vehicles, which 
would be a significant public service impact. In addition, the lack of deficiency plan 
development assistance under this alternative could increase local jurisdictional 
staff resources used for plan development substantially. 

This alternative does not meet the MTA's deficiency plan goals and objectives 
regarding provision of a Countywide approach, minimization of administrative 
costs, consistency among jurisdictions, sensitivity to the economy or jobs, or 
promotion of inter-jurisdictional mitigation. It is unclear the degree to which the 
alternative meets the MTA's remaining goals of effectiveness and flexibility of 
actions or transit enhancing land use. Therefore, this alternative was rejected by 
the MTA. 

5.3 THE COUNlYWIDE FEE ALTERNATIVE 

The Countywide Fee Alternative received extensive investigation, prior to rejection 
by the MTA Board, as part of the development of the adopted CMP. Under this 
alternative, a Countywide traffic impact fee would be imposed on new 
development. It would be established based on a nexus study which would 
establish the casual connection between the creation of deficiencies on the 
network and development activity. The fee would be used to fund capacity 
enhancements on the regional network. 

Transportation - This alternative would have similar transportation system benefits 
as the capacity enhancement scenario discussed for the proposed program. 
Therefore, the benefits would be somewhat less than under the proposed program, 
which is likely to result in a combined use of demand reduction and capacity 
enhancement strategies, on a Countywide basis. 

Air Quality - This alternative would have similar air quality benefits as the capacity 
enhancement scenario discussed for the proposed program. Therefore, the 
benefits would be somewhat less than under the proposed program, which is likely 
to result in a combined use of demand reduction and capacity enhancement 
strategies, on a Countywide basis. 

Energy - This alternative would have similar energy benefits as the capacity 
enhancement scenario discussed for the proposed program. Therefore, the 
benefits would be somewhat less than under the proposed program, which is likely 
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to result in a combined use of demand reduction and capacity enhancement 
strategies, on a Countywide basis. 

Land Use - The countywide fee would be imposed Countywide. It is possible that 
this would make development less attractive in areas with weak markets, than in 
areas with strong markets, but it is difficult to ascertain without conducting special 
land use impact related studies for this alternative, whether or not it would result 
in a systematic displacement of land uses. Any development inhibiting impacts of 
this alternative are likely to be greater than under the proposed program, which 
allows flexibility in the degree to which mitigations are funded with public or private 
resources. 

Public Services - This alternative would not require local jurisdictions to use their 
existing fiscal resources to fund capacity enhancements under deficiency plans. 
Less staff resources would be required for deficiency planning purposes than 
under the proposed program, since much of the responsibility for deficiency 
mitigation identification anQ implementation would be conducted by the MT A. This 
alternative is, therefore, likely to have less public service impacts than the 
proposed program. If this alternative did, however, act as a disincentive to 
development activity within the County, it could have an indirect impact on local 
jurisdictional fiscal resources by reducing revenues. 

This alternative was rejected by the MTA because it met fewer of the MTA's 
deficiency plan goals and objectives than the proposed program. Specifically, it 
did not provide the deficiency mitigation and funding flexibility of the proposed 
program, the sensitivity to the economy or jobs, or the transit-enhancing land use 
effects. It does meet the MTA's goals regarding a Countywide approach, 
minimization of administrative costs, consistency among jurisdictions, and the 
promotion of inter-jurisdictional mitigation. 

5.4 THE MONITORING BASED APPROACH ALTERNATIVE 

Under this alternative, the MTA would not provide a mitigation Tool Box. Instead, 
each local jurisdiction would select their own mitigation measures, monitor their 
effectiveness, and get credit based on the demonstrated effectiveness of their 
mitigation measures. 

Local jurisdictions would still be responsible for calculating and mitigating the 
effects of development within their boundaries. The impacts of new development 
activity would still be calculated according to formulas prepared by the MTA staff 
and used countywide. However, rather than using the standardized list of options 
for mitigation credits, where the benefits have been prequantified by the MTA staff, 
each local jurisdiction would implement its own measures and, through monitoring, 
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Alternatives 

determine their effectiveness in reducing the impacts of new development. The 
monitoring results would be subnJitted to the MTA for their evaluation. This 
alternative would add a strong element of uncertainty to the process of compliance 
with the CMP. 

Transportation - Because jurisdictions could tend to select mitigation options 
where the benefits could be easily monitored and ascertained, there would be a 
concentration of certain capital improvements, traffic system management 
improvements and those demand management options that are easily quantified. 
Land use measures and those demand management measures that reduce or 
shorten the long term need for trips would be harder to monitor or quantify and 
would tend to be selected less frequently. As a result, this alternative is likely to 
result in selection of more capacity enhancing measures than the proposed 
project. 

Air Quality - Because the selection of mitigation measures would be skewed 
towards capacity enhanc~ment measures, this alternative could have similar air 
quality effects as the capacity enhancem·ent scenario discussed for the proposed 
program. Therefore, the air quality benefits would be somewhat less than under 
the proposed program, which would result in selection of a mix of demand 
reduction and capacity enhancement measures. 

Energy - Because the selection of mitigation measures would be skewed towards 
capacity enhancement measures, this alternative would have a similar energy use 
effect as the capacity enhancement scenario discussed for the proposed program. 
Therefore, the energy benefits would be somewhat less than under the proposed 
program, which would result in selection of a mix of demand reduction and 
capacity enhancement measures. 

Land Use - While this alternative would continue the flexibility of allowing 
jurisdictions to choose their mitigation strategies, the short term difficulty in 
quantifying or monitoring the benefits of transit facilities could decrease the 
attractiveness of these types of mitigation strategies. This alternative could, 
therefore, provide less incentives for local jurisdictions to consider the siting of new 
development in close proximity to transit facilities. 

Public Services - This alternative would place substantially more responsibility on 
local jurisdictions. The monitoring based approach would eliminate the element 
of certainty that exists in the Tool Box approach, and the reporting process would 
be substantially lengthened. In addition, jurisdictions would have to select 
appropriate monitoring strategies and conduct their monitoring on a regular basis. 
After implementation and monitoring a strategy, local staffs might find that it did not 
produce the anticipated results; they would then have to select and implement 
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additional strategies to mitigate their development credits. This alternative would 
also make the mitigation process much more subjective, requiring additional staff 
time from the local jurisdiction as well as from the MTA staff. The larger burden 
on both staffs could result in increased administrative costs for the local jurisdiction 
and the MTA and result in less allocated and discretionary funds available for 
project implementation. 

This alternative was rejected by the MTA because of the administrative cost to local 
jurisdictions and the MTA, and because it did not meet the MTA's goals and 
objectives regarding transit enhancing land use, effectiveness and flexibility of 
actions, sensitivity to the economy and jobs, and consistency and fairness among 
communities and developments. 

5.5 THE MODIFIED TOOL Box - HOT SPOT REDUCING APPROACH 
ALTERNATIVE 

Under this alternative, those Tool Box measures which are likely to result in air 
quality hot spots would be eliminated from the Tool Box. Strategies targeted for 
removal would include: land use strategies which result in an intensification of land 
use; rideshare support facilities such as passenger loading areas for carpools; 
capital improvements such as park and ride lots, transit and goods movement 
facilities, High Occupancy Vehicle (HOV) lanes and general use highway lanes; 
and some transportation systems management improvements, such as, potentially 
some intersection modifications. 

Transportation - Classes of project's included in the RMP would be precluded 
from nomination for STIP funding under this alternative. The prohibition on projects 
which create air quality hot spots would, therefore, be inconsistent with the RMP. 
This would invalidate the CMP and could, under a worst case scenario, result in 
the same effect as the No-Project Alternative. 

Air Quality - As long as sufficient strategies remain in the Tool Box to allow local 
jurisdictions to meet their mitigation obligations, air quality impacts should be 
similar on a regional level as under the proposed program. 

However, elimination of all hot spot producing mitigations is likely to constrain the 
choices available to jurisdictions such that impacts would be somewhere between 
those of the proposed program and the No-Project Alternative. If this alternative 
is found inconsistent with the RMP, the effect could be the same as the No-Project 
Alternative. This alternative would reduce or eliminate the hot spot impacts 
identified for the proposed program. 
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Alternatives 

Energy - As long as sufficient strategies remain in the Tool Box to allow local 
jurisdictions to meet their mitigation obligations, energy impacts should be similar 
on a regional level as under the proposed program. However, elimination of all hot 
spot producing mitigations is likely to constrain the choices available to jurisdictions 
such that impacts would be somewhere between those of the proposed program 
and the No-Project alternative. If this alternative is found inconsistent with the 
AMP, the effect could be the same as the No-Project Alternative. 

Land Use - Land uses effects would generally be similar as those under the 
proposed program as long as deficiency mitigation occurred. Otherwise, land use 
effects would be similar to the No-Project Alternative. 

Public Services -This alternative would provide local jurisdictions with fewer Tool 
Box measures and thus less flexibility in meeting deficiency mitigation targets. 
Less flexibility could result in greater staff resources needed for deficiency planning 
and greater use of fiscal resources. Local jurisdictions would be limited in the 
projects they could nomin_ate for the STIP. If this alternative is found inconsistent 
with the AMP, local jurisdictions could lose their Section 2105 funding, their ability 
to compete for state funding through the STIP, and all federal funds that are linked 
to compliance with the CMP. 

This alternative would provide less flexibility of action than under the proposed 
program. It may be difficult to achieve the MTA's goals and objectives regarding 
the promotion of transit enhancing land uses, and this alternative may not be found 
consistent with the AMP. Given the number of strategies which could product hot 
spots, this alternative is unlikely to meet the CMP statute's requirement to 
measurably improve congestion and air quality. 

5.6 THE ENVIRONMENTALLY SUPERIOR ALTERNATIVE 

Alternative 5, the Hot Spot Reducing Approach will have less air quality hot spot 
creating impacts than the proposed program. However, regional air quality 
impacts may be greater if the Alternative is found inconsistent with the AMP. By 
providing for fewer Tool Box measures, the alternative will make it more difficult for 
local jurisdictions to meet their deficiency mitigation obligations. This may result 
in greater public service impacts than the proposed program. This alternative is, 
therefore, not clearly environmentally superior to the proposed program. It would 
be clearly inferior to the proposed program if found inconsistent with the AMP. 

In addition, this alternative would be less able to meet the MTA's deficiency plan 
approach goals and objectives. It would provide less flexibility of action than under 
the proposed program and it may be difficult to achieve the MTA's goals and 
objectives regarding the promotion of transit enhancing land uses. 
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The other alternatives are clearly inferior to the proposed 1993 CMP Update 
deficiency plan approach. Alternative 1, the No-Project Alternative, would have 
negative transportation, air quality, energy, land use, and public service impacts. 
Alternative 2, the No-Countywide Deficiency Plan Approach Alternative, would have 
less air quality and energy benefits than the proposed program and it could have 
negative transportation, land use, and public service impacts. Alternative 3, the 
Countywide Fee Alternative, would have less transportation, air quality, and energy 
benefits than the proposed program, and could have land use impacts. Public 
service effects may be less than under the proposed program, however, 
Alternative 4, the Monitoring Based Approach Alternative, would have less 
transportation, air quality, and energy benefits than the proposed program. It 
would encourage less densification around transit stations and it would result in 
significant public service impacts. 
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VI. REPORT AuntORS AND CONSULTANTS, PEOPLE AND 
0RGANIZA110NS CONSULTED 

EIR CONSULTANTS 

This report was prepared for the Los Angeles County Metropolitan Transportation 
Authority by Willdan Associates. Mr. Steve Nystrom was the Principal Planner-In­
Charge. Dr. Susan O'Carroll was the Project Manager. 

The transportation analysis contained in this report was prepared by Meyer, 
Mohaddes Associates, Inc. Mr. Gary Hamrick was the Task Manager. 

The land use, air quality, and energy analyses contained in this report were 
prepared by Terry A. Hayes & Associates. The Mitigation Monitoring Program for 
the proposed project was also prepared by Terry A. Hayes & Associates. Mr. 
Terry Hayes was the Task Manager. 

Ms. Marcia Mednick of ~arcia Mednick & Associates, Inc., assisted with the 
preparation of the public services analysis. 

All of the above-named consultant team members participated in the development 
of the analytic strategy. 

LEAD AGENCY (LOS ANGELES COUNTY METROPOLITAN 
TRANSPORTATION AUTHORITY} 

• Bradford W. McAllester, Director, Technical Services 
• Kendra Marries, Land Use Project Manager, Congestion Management 

Program 
• Edward K. Shikada, P.E., Manager, Congestion Management Program 
• Edric F. Guise, Private Sector Liaison, Congestion Management Program 
• Cosette V. Polena, TOM/Transit Project Manager, Congestion Management 

Program 
• Gordon Bagby, Ph.D., Transportation Modeling Project Manager, 

Congestion Management Program 
• Jody E. Feerst, Government and Public Affairs Manager, Congestion 

Management Program 
• Deng-Bang Lee, Ph.D., Transportation Modeling Project Manager, 

Congestion Management Program 
• Stewart D. Chesler, Transportation Modeling Project Manager, Congestion 

Management Program 
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PEOPLE OR ORGANIZATIONS CONSULTED 

• Andy Malaketes, Los Angeles County Research and Community Relations 
Department, phone conversation July 8, 1993. 
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VIII. COMMENTS RECEIVED ON THE DRAFT ENVIRONMENTAL IMPACT 
REPORT AND AGENCY RESPONSES 

The Draft Environmental Impact Report (DEIR) for the 1993 Congestion 
Management Program (CMP) Update was released for public comment on July 30, 
1993. The close of the public comment period was 5:00 p.m. on September 13, 
1993. Comments on the DEIR were requested to be marked as such and directed 
to: 

Kendra Marries, Land Use Project Manager 
Los Angeles County Metropolitan Transportation Authority 
818 West Seventh Street (M/S 2200) 
Los Angeles, CA 90017 

In addition, the Los Angeles County Metropolitan Transportation Authority (MTA) 
accepted comments at two public workshops on the document, and by fax. Fax 
comments were directed to be sent to Ms. Kendra Marries, no later than the close 
of the public comment period at the following number: (213) 244-6025. The two 
public workshops were held at the following locations on the following dates: 

Tuesday,August 24, 1993 
1 :00 p.m. Union Station Room 
Los Angeles County Metropolitan Transportation Authority 
818 West Seventh Street 
Los Angeles, California 

Wednesday, August 25, 1993 
2:00 p.m., Auditorium Room 
City of Long Beach Gas Department 
2400 East Spring Street 
Long Beach, California 

The transcript and attendance for the workshops is provided in Section C of this 
response to comments. None of the workshop attendees elected to comment on 
the DEIR at the workshops. 

Notice of the availability of the DEIR and the public workshops was published in 
the Los Angeles Times on the following date: August 5, 1993. Concerned parties 
were also notified through the MTA's monthly CMP Technical Forum and CMP 
Policy Advisory Committee (PAC) meeting and through the CMP newsletter, Up To 
Speed. 

Comments on the 1993 Draft CMP Update were solicited separately. Comments 
on the program were requested to be submitted by 5:00 pm on September 9, 
1993. Program comments were requested to be mailed or faxed to Mr. Ed 
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Shikada. MTA staff has prepared responses to comments received on the 
program. That document is herein incorporated by reference. 1 A summary of 
program changes made in response to comments received on the program is 
provided in Response to Comment 41 on the DEIR. 

Appendix A of the DEIR contains a complete list of the acronyms used in this 
Response to Comments, as well as their definitions. 

1Los Angeles County Metropolitan Transportation Authority, Congestion Management 
Program, Comment Letters Received and Agency Responses, July 1993 Draft CMP. This 
document is available for review at the offices of the MTA located at: 818 West Seventh 
Street, Los Angeles, California 90017. 
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Letter 1 

/OUIIEII CIUfOARII 
1//0CIMIOD Of (k)VEAOllllllll' 

818 West Seventh Street,12th Floor • Los Angeles, Calltomla 90017-3435 I l (213) 236-1800 • FAX (213) 23&-1825 

September 13, 1993 

Kendra Marries 
Los Angeles Metropolitan Transportation Authority 
818 W. 7th Street (M/S 2200) 
Los Angeles, CA 90017 

RE: 1993 Update Los Angeles county congestion Management Program. -
Draft Environmental Im.pact Report 

Dear Ms. Morries: 

Thank you for providing SCAG with the opportunity to review and 
comment on the 1993 congestion Management Program (CMP) 
Environmental Impact Report (EIR). SCAG has reviewed the EIR and 
has the following comments. 

Hodelinq Analysis 

It is suggested that land use and air quality impacts associated 
with the CMP are generally consistent with those described in the 
1989 Regional Mobility Plan BIR. Therefore, the impacts have been 
evaluated and incorporated in previous regional planning efforts. 

Emission Factom 

It appears that EMFAC7EP was used as opposed to the most recent 
factors, EMFACB7EPSCF2. The emission calculations should be 
adjusted accordingly. 

Land Use Analysis 

IDlprovecl congestion may induce more trips per household or may 
result in increased development with each effect resulting in 

0 increased trips. The end result may be more trips and longer 
trips. SCAG's basic concern is that, although the DEIR 
acknowledges this impact, increased trips due to improved access to 
different destinations have not been considered. 
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Deficiency Plan Alternative 
SCAG does not agree that the findings for consistency for the 1992 
CMP also applies to the Deficiency Plan Alternative. Notably, 
transportation control measures are not addressed in the Deficiency 
Plan Alternative. SCAG views the Deficiency Plan Alternative as a 
major update and new element to the 1992 CMP. 

Additionally, the number of points assigned to different strategies 
appears to suggest a prioritization of the strategies. However, 
the unit of measure assigned to reflect the point values for the 
different categories are not comparable. As a result it is not 
possible to actually tell which is of greater priority. 

For example, growth management plays a unique foundational role in 
making other emission reduction strategies presented in the Tool 
Box more effective. Urban form is probably the most powerful long 
term determinant of transportation behavior, and numerous 
individual TCM strategies depend for their success on complementary 
land use decisions. Additionally, growth management measures are 
relatively permanent, thus ensuring long term effectiveness in 
improving congestion and reducing emissions. Further, it is easier 
to influence travel patterns to and from new development simply 
through selecting appropriate siting, pedestrian and transit 
friendly design. Finally, efficient land use planning ensures 
emission reductions and an efficient transportation system. Local 
jurisdiction need to consider this opportunity wherever new 
development is proposed. 

Qther comments 

Paga 18 - second Paragraph - SCAG recommends highway, transit and 
TDM and Operational improvements for inclusion in the STIP. 

Page 22 - The Phase II TDM program provides local jurisdictions 
with the option of meeting the deficiency plan requirements through 
adoption a Phase II TOM Program which meets the more stringent AQMP 
TCM requirements. Na information is provided regarding this Phase 
II program nor how it will achieve the TCMS of the AQMP. This 
appears to be a proposed alternative that should have been 
considered for analysis in the EIR if indeed the Phase II program 
would be used for both CMP and AQMP purposes. 

Page 33 - No mention is made of how the effectiveness of the 
individual strategies that are in the toolbox will be determined. 
In addition, some discussion of the assignment of mitigation values 
to the various strategies should be provided. 

UID:19 
818W.SovonthS1roet,12th Floor• Los Angol.-..;.CA 90017-3435 c (213)236-1800 • FAX(213)236-1825 
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PAg§ ~4 - The EIR should look at implementing the RMP to the extent 
possible as a scenario given that the RMP is adopted policy of the 
jurisdictions in the region. 

faqe 34 - Phase II TOM Program is an option that the local 
jurisdictions have to meet their deficiency plan requirements. How 
will this impact be assessed? 

Page 34 - First bullet: Under the trip reduction emphasis - land 
use strategies s transportation demand management strategies were 
evaluated. These appear to be two different scenarios, each of 
which could result in various different outcomes. The 
effectiveness of these strategies should be tested independent of 
the other to determine the benefits to be derived and in 
combination to determine their impacts. This is especially 
important given the - fact that the Phase II TOM option will be 
available to jurisdictions. 

Page 34 - Third Paragraph - Trip Reduction Emphasis - The land use 
and TDM strategies were tested via the reduction of modeled trips 
in 2010 equivalent to 3 percent of the total trip-making in 2010. 
Given this reduction, how are the strategies actually evaluated and 
how do the credit points relate to the trip reductions? 

Capacity Enhancement Emphasis - This strategy does not identify how 
the operational improvements mentioned are accounted for in the 
modeling process or in the impact assessment. 

Overall, the document references the regional model. References to 
the regional model should be changed to county-wide model to 
indicate the distinction between the regional model developed and 
maintained by SCAG and the county-wide model developed and 
maintained by M'l'A. 

Page 35 - Second Paragraph - the distribution between mixed-flow 
and HOV lanes should be indicated. The lane mileage should be 
consistent with the lane mileage within the 1989 RMP. Also, for 
clarification, insert "miles" after "564 lanes". 

Page 41 - Adoption of the RME is currently scheduled for February 
1994. See also Page 49, same comment. 

Page 42 - The AB 1246 Committee recommended to the Executive 
committee that the interim CMP consistency and compatibility 
finding be made finding and that the inconsistencies between the 
CMPs would be resolved in the 1993 CMPs or they would be found 
inconsistent. 

L!9 -·--818W.SevonlhStroet,121h Floor• Los Annols!l,CA 90017•3435 Cl (213)236-1800 e FAX(213)236-1825 
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tage 4i - The CMP should be coordinated with all other SCAG adopted 
regional plans and policies which are included in the RMP by 
reference, including the AQMP, the RHNA, and the GMP. 

Page 47 - Results of Transit Monitoring should be discussed. 

Page 41 - First bullet - The deficiency Plan approach cannot be 
construed to consistent without due consideration of the other 
regional policy which is included by reference in the Regional 
Mobility Plan. Notably, the TCMS of the south coast AQMP are not 
addressed in the Deficiency Plan approach. 

faqe 49 - second bullet - The document states that VMT and VHT will 
increase from today's levels as a result of the congestion which 
creates the deficiency. Congestion will not cause the deficiency. 
The deficiency will result from development either cumulative or 
project specific. 

Page 49 - Fourth bullet - The mere availability of the strategy in 
the tool box may promote the strategy but it is not clear what 
priority the strategy has relative to the other strategies. 
Priorities should be developed and appropriate credits assigned 
relative to the priorities. These priorities should be consistent 
with the RMP and should promote its implementation as well as other 
SCAG policies, goals objectives, including TCMs. 

If you have any questions, please contact Manuel Gurrola of my 
staff at (213)236-1907. 

Si~✓-~ 
ARNOLD I. SHERWOOD, Ph.D. 
Director of Forecasting, Analysis & Monitoring 

!!Q!I 
- ... -1::rl 
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Response To Comments 

7.1 RESPONSES TO LE1TERS RECEIVED ON THE CONGESTION 
MANAGEMENT PROGRAM DRAFT ENVIRONMENTAL IMPACT 
REPORT 

Letter 1. Response to Comments from Arnold I Sherwood, Ph.D, Director 
of Forecasting, Analysis & Monitoring, Southern California 
Association of Governments (SCAG), September 13, 1993. 

1. Yes, this is true. Both the 1992 CMP EIR and the DEIR for the 1993 
CMP update are tiered from the EIR for the 1989 Regional Mobility 
Plan (RMP). The RMP EIR was incorporated in the DEIR by 
reference on page 2. The consistency of the 1993 CMP update with 
the air quality and land use impacts of the RMP are discussed in 
Sections 3.3 and 3.5 of the DEIR. 

2. The South Coast Air Quality Management District (SCAQMD) has 
established guidelines for the preparation of air quality impact 
analyses contained in Environmental Impact Reports (EIRs). These 
guidelines are contained in the April 1993 California Environmental 
Quality ACT (CEQA) Air Quality Handbook. The emission factors 
used in the CMP analysis are EMFAC7EP rates. These rates are 
published in the SCAQMD handbook. 

The EMFACE7EP9CF2 factors are not generally available. Neither 
the SCAQMD or the California Air Resource Board (CARB) has made 
these factors available for use. 

3. As discussed on page 99 of the DEIR in relation to potential 
deconcentration affects of the CMP, CMP Level of Service (LOS) 
standards have been established at the threshold of system capacity, 
where congestion itself may create a disincentive for continued 
development, and for development to move to less congested areas. 
Because of the magnitude of congestion in Los Angeles County, the 
challenge of the deficiency planing effort will be to attain LOS 
standards. It is unlikely that improvements on the system will bring 
LOS above standard. Because the 1993 CMP Update is not 
anticipated to lead to substantial improvements above current LOS 
and thus associated increases in travel speed which would make 
housing in outlying areas more attractive to the region's workers, it 
should not further the kind of deconcentration that results from ease 
of mobility. Therefore, no model runs were required to analyze the 
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trip making effects of a CMP induced regional land use redistribution, 
since such a redistribution is not anticipated to result from the CMP. 

As explained on pages 34-36 of the DEIR, the model runs which 
were done to analyze the potential impacts of the· Trip Reduction 
Emphasis and Capacity Enhancement Emphasis used an iterative 
modeling process in order to account for the effect of latent demand, 
without any change in the anticipated Year 2010 distribution of 
population, employment and housing. As detailed in Section 3.3 
(Transportation), Chapter 5 (Alternatives), Table S-1, and 
summarized in Table S-2 which follows, the proposed program 
would result in between 202 and 205 Vehicle Miles Traveled (VMT) 
compared to 202 million VMT under Year 2010 baseline conditions. 
Actual program effects are anticipated to be somewhere in the 
middle of the specified range. The high end of the range captures 
the latent demand effects of use of a pure capacity enhancement 
approach to CMP deficiency mitigation. Requirements for 
implementation of air quality Transportation Control Measures (TCM) 
by local jurisdictions will likely create additional encouragement for 
local jurisdictions to include demand reduction strategies among their 
choice of selected mitigations. 

As noted above, and discussed in Section 3.5 (Land Use) of the 
DEIR, it is anticipated that the overall effect of the CMP program on 
land use would not significantly alter current market trends and that 
insufficient incentive for growth to shift to untraditional growth areas 
would be provided. The CMP does not contain the kind of incentives 
which would result in an overall increase in development. However, 
the CMP does include the creation of land use incentives aimed at 
making development in transit corridors and/or transit station areas 
more attractive than is currently the case. These incentives would 
induce the redistribution of development within a jurisdiction rather 
than capturing growth from other jurisdictions, with the intent of 
concentrating development along transit corridors and around 
stations to achieve a reduction in total single occupancy vehicle trip 
making. These types of land use incentives are among the demand 
reduction deficiency mitigation options which could be selected by 
jurisdictions taking a more Demand Reduction Emphasis approach 
to deficiency mitigation, and are therefore part of th·e Demand 
Reduction Emphasis analyzed in the EIR. 
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Alternative 2 - No Alternative 3 - Alternative 4 - Monitoring Alternative 5-.Hot-Spot 

Proposed Prolect Alternative 1 - No Proiect Countywide Approach Countywlde Fee Based Approach Reducing Approach 

TRANSPORTATION 

The 1993 CMP Update is This alternative is This alternative may be This alternative is This alternative would be This alternative would be 
designed to be consistent inconsistent with the AMP. inconsistent with the AMP. consistent with the AMP. consistent with the AMP. Inconsistent with the AMP. 
with the Regional Mobility 
Plan (AMP). 

, 
The proposed program On a systemwide basis, This alternative would not This alternative would Because jurisdictions Classes of project's 
would result in between this alternative would encourage the degree of have similar transportation could tend to select included in the AMP 
202 million and 205 result in 10,911,636 additional TOM activities system benefits as the mitigation options where would be precluded from 
million vehicle miles of vehicle hours of travel encouraged by the capacity enhancement the benefits could be nomination for STIP 
travel (VMT), 7.1 million (VHT), 5,661,786 hours of proposed program, and it scenario discussed for the easily monitored and funding under this 
and 7.3 million vehicle delay, and 218,389,015 would place a greater proposed program. ascertained, there would alternative. The 

I hours of travel (VHT) and vehicle miles of travel responsibility for the Therefore, the benefits be a concentration of prohibition on projects 
--4 2.45 million and 2.46 (VMT) in the region, funding of capacity would be somewhat less certain capital which create air quality I\) 
a, million hours of delay on compared to 7,345,118 enhancing mitigations on than under the proposed improvements, traffic hot spots would, 

I the regional transportation VHT, 2,467,030 hours of jurisdictions containing program, which Is likely to system management therefore, be Inconsistent 
system compared to 202 delay, and 205, 154,425 heavily traveled portions result in a combined use improvements and those with the AMP. This would 
million VMT, 7.3 million VMT under the worst case of the network which act of demand reduction and demand management invalidate the CMP and 
VHT and 2.52 million (Countywide use of only as regional connectors. capacity enhancement options that are easily could, under a worst case 
hours of delay under Year capacity enhancement This approach would strategies, on a quantified. Land use scenario, result in the 
2010 baseline conditions. Tool Box strategies) for increase the probabllity Countywide basis. measures and those same effect as the No-
Actual program effects the proposed deficiency that identified deficiencies demand management Project Alternative. 
are anticipated to be in plan approach. would not be mitigated, measures that reduce or 
the mlddle portion of the which would have a shorten the long term 
range Indicated due to significant impact on the need for trips would be 
selection of a mix of maintenance and harder to monitor or 
demand reducing and Improvement of the quantify and would tend 
capacity Increasing transportation system, as to be selected less 
strategies on a well as the consistency of frequently. As a result, 
countywlde basis. the CMP with the AMP. this alternative Is likely to 

result in selection of more 
capacity enhancing 
measures than the 
proposed project. 
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Proposed Project 

AIR QUALITY 

Air quality emissions (in 
tons per day) would be 
between 584 and 597 for 
Carbon Monoxide (CO), 
38 for Reactive Organic 
Gas (ROG), 86 and 88 for 
Nitrogen Dioxide (NOX), 
36 for particulates (PM10), 
and 20 for Sulfur Dioxide 
(SOX), compared to 590 
tons per day of CO, 38 of 
ROG, 87 of NOX, 36 of 
PM10, and 20 of SOX 
under Year 2010 baseline 
conditions. Actual 
program effects are 
anticipated to be in the 
middle portion of the 
range Indicated due to 
selection of a mix of 
demand reducing and 
capacity Increasing 
strategies on a 
countywlde basis. 

There may be localized 
adverse affects including 
the affects of facility 
construction, realignment 
of facilities near sensitive 
and uses, and the 
creation of "hot spots" 
near transit 
centers/stations and/or 
park and ride lots. These 
are highly localized 
adverse impacts of 
otherwise beneficial 

- - -

Alternative 1 - No Project 

Under this alternative air 
quality emissions would 
be substantially higher 
than with the proposed 
project. Year 2010 
emissions are estimated 
at 707 tons per day (tpd) 
of Carbon Monoxide 
(CO), 38 tpd of Reactive 
Organic Gas (ROG), 87 
tpd of Nitrogen Dioxide 
(NOX), 22 tpd of Sulfur 
Dioxide (SOX), and 38 tpd 
of PM10 compared to 597 
tpd of CO, 38 tpd of AOC, 
88 tpd of NOX, 20 tpd of 
SOX, and 36 tpd of PM10 
under the worst case· 
scenario (Countywide use 
of only capacity 
enhancement Tool Box 
strategies) for the 
proposed deficiency plan 
approach. 

- - -

Alternative 2 - No 
Countywide Approach 

It Is anticipated that air 
quality emissions would 
be somewhere between 
the levels identified for 
the Baseline Scenario 
(programmed 
improvements only) and 
the levels Identified for 
the capacity enhancement 
scenario for the proposed 
program. Air quality 
emissions would, 
therefore, be higher than 
under the proposed 
program. 

Alternative 3 -
Countywlde Fee 

This alternative would 
have similar air quality 
benefits as the capacity 
enhancement scenario 
discussed for the 
proposed progra,m. 
Therefore, the benefits 
would be somewhat less 
than under the proposed 
program, which is likely to 
result in a combined use 
of demand reduction and 
capacity enhancement 
strategies, on a 
Countywide basis. 

- - - - -

Alternative 4 - Monitoring 
Based Approach 

Because the selection of 
mitigation measures 
would be skewed towards 
capacity enhancement 
measures, this alternative 
could have similar air 
quality effects as the 
capacity enhancement 
scenario discussed for the 
proposed program. 
Therefore, the air quality 
benefits would be 
somewhat less than under 
the proposed program, 
which would result in 
selection of a mix of 
demand reduction and 
capacity enhancement 
measures. 

- - -

Alternative 5 - Hot-Spot 
Reducing Approach 

As long as sufficient 
strategies remain in the 
Tool Box to allow local 
jurisdictions to meet their 
mitigation obligations, air 
quality Impacts should be 
similar on a regional level 
as under the proposed 
program. However, 
elimination of all hot spot 
producing mitigations is 
likely to constrain the 
choices available to 
Jurisdictions such that 
Impacts would be 
somewhere between 
those of the proposed 
program and the No­
Project Alternative. If this 
alternative is found 
Inconsistent with the AMP, 
the effect could be the 
same as the No-Project 
Alternative. 

This alternative would 
reduce or eliminate the 
hot spot Impacts 
Identified for the 
proposed program. 

- - - -
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Proposed Project 

ENERGY 

Fuel consumption (in 
mllllons of gallons) would 
be between 7.6 million 
and 7.8 million gallons 
compared to 7.7 mllllon 
gallons without the 
proposed program. 
Actual program effects 
are anticipated to be In 
the middle portion of the 
range Indicated due to 
selection of a mix of 
demand reducing and 
capacity Increasing 
strategies on a 
countywlde basis. 

In addition the proposed 
program would result In a 
shift toward high 
occupancy modes. 

The project may result In 
an Increase In fuel 
consumption In and 
around transit stations or 
park and ride lots due to 
Increased localized traffic 
delays and reduced 
speeds at these centers. 

Construction of capital 
projects would result in a 
short-term consumption 
of energy. 

- - -
Alternative 1 - No Project 

Fuel consumption due to 
VMT In the County would 
be significantly greater 
under this alternative than 
under the proposed 
deficiency plan approach, 
8.3 million gallons per 
day, compared to 7.8 
gallons per day under the 
worst case (Countywlde 
use of only capacity 
enhancement Tool Box 
strategies) for the 
proposed deficiency plan 
approach. 

- - - - -
Alternative 2 - No 
Countywide Approach 

Similarly, It Is anticipated 
that energy use would be 
somewhere between the 
levels Identified for the 
Baseline Scenario and the 
levels Identified for the 
capacity enhancement 
scenario for the proposed 
program. Energy use 
would thus be greater 
than under the proposed 
program. 

Alternative 3 -
Countywide Fee 

This alternative would 
have similar energy 
benefits as the capacity 
enhancement scenario 
discussed for the 
proposed progrt1m. 
Therefore, the benefits 
would be somewhat less 
than under the proposed 
program, which is likely to 
result in a combined use 
of demand reduction and 
capacity enhancement 
strategies, on a 
Countywide basis. 

- - -
Alternative 4 - Monitoring 
Based Approach 

Because the selection of 
mitigation measures 
would be skewed towards 
capacity enhancement 
measures, this alternative 
would have a similar 
energy use effect as the 
capacity enhancement 
scenario discussed for the 
proposed program. 
Therefore, the energy 
benefits would be 
somewhat less than under 
the proposed program, 
which would result in 
selection of a mix of 
demand reduction and 
capacity enhancement 
measures. 

- -
Alternative 5 - Hot-Spot 
Reducing Approach 

-

As long as sufficient 
strategies remain in the 
Tool Box to allow local 
jurisdictions to meet their 
mitigation obligations, 
energy impacts should be 
similar on a regional level 
as under the proposed 
program. However, 
elimination of all hot spot 
producing mitigations is 
likely to constrain the 
choices available to 
jurisdictions such that 
impacts would be 
somewhere between 
those of the proposed 
program and the No­
Project alternative. If this 
alternative is found 
Inconsistent with the AMP, 
the effect could be the 
same as the No-Project 
Alternative. 

-
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Proposed Project 

LAND USE 

The proposed program 
will not systematically 
result In a land use 
pattern which Is 
substantially different than 
the adopted regional 
forecast of which is 
systematically different 
that market patterns. 

The proposed program 
may result In a localized 
redistribution of 
development In the form 
of greater densification of 
transit corridors and/or 
station areas. 

- - -

Alternative 1 - No Project 

Under this alternative, the 
transportation system 
would not be Improved to 
accommodate anticipated 
growth. This would have 
a significant effect on 
future land use. It can be 
expected that land use 
would be displaced from 
congested core parts of 
the County to areas of the 
County where the 
transportation system still 
had existing capacity. In 
addition, growth would be 
displaced to other 
adjacent counties which 
were still making the 
transportation 
Improvements Included In 
the RMP. Both the 
displacement within the 
County and the 
displacement to other 
counties would result In 
additional urban sprawl, 
which would in turn have 
an Indirect Impact on air 
quality not anticipated In 
the model runs which are 
the basis of the air 
emission figures cited 
above. sprawl, which 
would In turn have an 
indirect Impact on air 
quality not anticipated in 
the model runs which are 
the basis of the air 

- - -

Alternative 2 - No 
Countywide Approach 

Under this alternative, it Is 
anticipated that 
unmitigated deficiencies 
may occur on portions of 
the network which serve 
as major County 
connectors and that the 
jurisdictions containing 
these portions of the 
network would have 
disproportionately high 
mitigation costs, which 
would effect their ability 
to mitigate deficiencies, 
as well as the likelihood 
they would enact 
deficiency mitigation 
related fees or exactions. 
Since the urban core 
portions of the County are 
the portions containing 
the majority of these 
segments of the network, 
this alternative may result 
in addltlonal urban 
deconcentratlon as 
potential growth responds 
to either the additional 
congestion which could 
occur under this 
alternative, or the higher 
mitigation costs in core 
areas which might occur 
under this alternative. 

Alternative 3 -
Countywide Fee 

The countywlde fee would 
be Imposed Countywlde. 
It Is possible that this 
would make development 
less attractive In areas 
with weak markets, than 
in areas with strong 
markets, but it is difficult 
to ascertain without 
conducting special land 
use Impact related studies 
for this alternative, 
whether or not It would 
result In a systematic 
displacement of land 
uses. Any development 
Inhibiting Impacts of this 
alternative are likely to be 
greater than under the 
proposed program, which 
allows flexlbllity In the 
degree to which 
mitigations are funded 
with public or private 
resources. 

- - - - -

Alternative 4 - Monitoring 
Based Approach 

While this alternative 
would continue the 
flexlblllty of allowing 
jurisdictions to choose 
their mitigation strategies, 
the short term difficulty In 
quantifying or monitoring 
the benefits of transit 
facllitles could decrease 
the attractiveness of these 
types of mitigation 
strategies. This 
alternative could, 
therefore, provide less 
incentives for local 
jurisdictions to consider 
the siting of new 
development In close 
proximity to transit 
facllltles. 

- - -

Alternative 5 - Hot-Spot 
Reducing Approach 

Land use effects would 
generally be similar as 
those under the proposed 
program as long as 
deficiency mitigation 
occurred. Otherwise, land 
use effects would be 
similar to the No-Project 
Alternative. 

- - - -
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Alternative 2 - No Alternative 3 - Alternative 4 - Monitoring Alternative 5 - Hot-Spot 

froposed Project Alternative 1 - No Project Countywide Approach Countywide Fee Based Approach Reducing Approach 

PUBLIC SERVICES 

The proposed program The loss of funding for Under this alternative, This alternative would not This alternative would This alternative would 
will help to maintain or transportation jurisdictions containing require local jurisdictions place substantially more provide local Jurisdictions 
Improve emergency Improvements would portions of the network to use their existing fiscal responsibility on local with fewer Tool Box 
vehicle response times. likely result In local which serve as major resources to fund capacity jurisdictions. The measures and thus less 

jurisdictions using regional connectors would enhancements under monitoring based flexibility in meeting 
Although the proposed additional general fund have higher mitigation deficiency plans1 Less approach would eliminate deficiency mitigation 
program will Impose revenues for maintenance costs and less ability to staff resources would be the element of certainty targets. Less flexibility 
additional administrative of the transportation mitigate deficiencies required for deficiency that exists In the Tool Box could result In greater 
requirements on local system. This would have through TOM and land planning purposes than approach, and the staff resources needed for 
Jurisdictions, these a significant impact on use controls than under under the proposed reporting process would deficiency planning and 
administrative "costs" are public service provision. the proposed program, program, since much of be substantially greater use of fiscal 
more than offset by the Increased congestion on thus their mitigation costs the responsibility for lengthened. In addition, resources. Local 

I return in administrative the regional network would be higher. This deficiency mitigation jurisdictions would have jurisdictions would be ..... 
time Invested, that the would increase could result In public Identification and to select appropriate limited In the projects u) 

0 Jurisdiction will receive In emergency vehicle service provision Impacts. Implementation would be monitoring strategies and they could nominate for 
I the form of revenue response times, which Unmitigated deficiencies conducted by the MTA. conduct their monitoring the STIP. If this 

eliglblllty and service would be a significant would result In Increases This alternative Is, on a regular basis. After alternative Is found 
production efficiencies. Impact under this In the response times of therefore, likely to have Implementation and Inconsistent with the RMP, 

alternative. emergency vehicles, less public service monitoring a strategy, local jurisdictions could 
There appear to be which would be a Impacts than the local staffs might find that lose their Section 2105 
sufficient funding significant public service proposed program. It did not produce the funding, their ability to 
mechanisms and Impact. In addition, the anticipated results; they compete for state funding 
mitigation options lack of deficiency plan would then have to select through the STIP, and all 
available for local development assistance and Implement additional federal funds that are 
jurisdictions to meet their under this alternative strategies to mitigate their linked to compliance with 
deficiency mitigation could increase local development credits. the CMP. 
obligations while avoiding jurisdictional staff 
the use of general funds, resources used for plan 
or diversion of funds from development 
the provision of other substantially. 
public services. 
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Proposed Project 

- - -

Alternative 1 - No Project 

- - -

Alternative 2 - No 
Countywide Approach 

- -

Alternative 3 -
Countywide Fee 

If this alternative did, 
however, act as a 
disincentive to 
development activity 
within the County, it could 
have an Indirect Impact 
on local Jurisdictional 
fiscal resources by 
reducing revenues. 

- - -

Alternative 4 - Monitoring 
Based Approach 

This alternative would also 
make the mitigation 
process much more 
subjective, requiring 
additional staff time from 
the local jurisdiction as 
well as from the MTA 
staff. The larger burden 
on both staffs could result 
in increased 
administrative costs for 
the local jurisdiction and 
the MTA and result in less 
allocated and 
discretionary funds 
available for project 
implementation. 

- - -

Alternative 5 - Hot-Spot 
Reducing Approach 

- - - -
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Proposed Project 

GOALS AND OBJECTIVES 

The proposed program is 
consistent with the MTA's 
goals and objects for the 
deficiency plan approach. 

- - -
Alternative 1 - No Project 

This alternative would not 
comply with the 
requirements of the CMP 
statute since there would 
be no deficiency plan 
component incorporated 
in the CMP by the time 
deficiencies are Identified 
on the CMP netwcirk. 
This alternative would fail 
to fulfill the aims of the 
CMP legislation and 
would be Inconsistent 
with the AMP. It Is, 
therefore, not considered 
feasible 

- - - - -
Altemative 2 - No 
Countywlde Approach 

This alternative does not 
meet the MTA's deficiency 
plan goals and objectives 
regarding provision of a 
Countywide approach, 
minimization of 
administrative costs, 
consistency among 
jurisdictions, sensitivity to 
the economy or jobs, or 
promotion of Inter­
jurisdictional mitigation. It 
Is unclear the degree to 
which the alternative 
meets the MTA's 
remaining goals of 
effectiveness and 
flexibility of actions or 
transit enhancing land 
use. Therefore, this 
alternative was rejected 
by the MTA. 

Alternative 3 -
Countywlde Fee 

This alternative was 
rejected by the MTA 
because it met fewer of 
the MTA's deficiency plan 
goals and objectives than 
the proposed pr9gram. 
Specifically, it did not 
provide the deficiency 
mitigation and funding 
flexlbillty of the proposed 
program, the sensitivity to 
the economy or jobs, or 
the transit-enhancing land 
use effects. It does meet 
the MTA's goals regarding 
a Countywide approach, 
minimization of 
administrative costs, 
consistency among 
jurisdictions, and the 
promotion of inter­
jurisdictional mitigation. 

- - -
Altemative 4 - Monitoring 
Based Approach 

This alternative was 
rejected by the MT A 
because of the 
administrative cost to 
local jurisdictions and the 
MTA, and because it did 
not meet the MTA's goals 
and objectives regarding 
transit enhancing land 
use, effectiveness and 
flexibility of actions, 
sensitivity to the economy 
and jobs, and consistency 
and fairness among 
communities and 
developments. 

- -
Alternative 5 - Hot-Spot 
Reducing Approach 

-

This alternative would 
provide less flexibility of 
action than under the 
proposed program. It 
may be difficult to achieve 
the MTA's goals and 
objectives regarding the 
promotion of transit 
enhancing land uses, and 
this alternative may not 
be found consistent with 
the AMP. Given the 
number of strategies 
which could product hot 
spots, this alternative is 
unlikely to meet the CMP 
statute's requirement to 
measurably improve 
congestion and air 
quailty. 

-



Response To Comments 

The DEIR states that an increase in overall VMT of approximately 1 
percent could occur if capacity enhancing Tool Box measures are 
chosen exclusively. This conclusion is based on the technical model 
runs from the MTA countywide transportation model described 
above. If only trip reduction measures are chosen from the Tool 
Box, then by definition congestion will improve and there will also be 
a decrease in trips. This was demonstrated by model run results 
which indicated that overall system VMT and Vehicle Hours Travelled 
(VHT) are forecast to decrease under the demand reduction 
emphasis model run. Increased trips due to improved access to 
different destinations have therefore been considered in the analysis, 
although it is not feasible to analyze the specific locations of such 
increases due to the variability in future land use development and 
transportation facility improvements. 

Research regarding the impacts of transportation improvements in 
terms of changes in trip lengths, trips origins/destinations and the 
number of trips generated is ongoing throughout the state. The 
California Air Resources Board is undertaking a study regarding 
these issues and the Southern California Association of Governments 
(SCAG) has completed research which includes regional model runs 
to test the impacts of improvement projects on travel patterns. 
Volume V, Section 13 of SCAG's fiscal year (FY) 1993-1999 Regional 
Transportation Improvement Program (RTIP) discusses some of 
SCAG's modeling research. The results of the research indicate that 
the impact of RTIP projects (build scenario) is in general a de­
centralization of land uses, but only very small changes to trips and 
vehicle miles travelled are noted. Overall, based on the build 
scenario, SCAG estimates that the "regional number of vehicle miles 
travelled increases by just over 1 percent, the total number of trips 
declines slightly, while the average speed increases slightly" (FY 
1993-1999 RTIP, Volume V, Section 13, Page 45). Employment is 
shown to experience relatively less shift in locational patterns and trip 
making impacts than housing. 

While the results of the SCAG and MTA analyses cannot be directly 
compared since they are based on different improvement 
assumptions, they both indicate the order-of-magnitude of change 
that would be expected in trips and VMT due to improvements which 
increase capacity and reduce congestion. The SCAG findings as 
outlined in the RTIP technical documentation correlate very closely 
with the MTA model results which indicate an approximate 1 percent 
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Response To Comments 

increase in VMT resulting from implementation of only capacity 
enhancing Tool Box measures. SCAG also examined the changes 
by subregion in terms of employment location and found very minor 
changes ranging from zero to 1.2 percent by subregion. These 
results indicate little potential for a large shift in land use patterns or 
corresponding change in tripmaking, trip length, and VMT. 

In summary, no projection of increased trips due to improved access 
to different destinations is included in the EIR, since: (1) the CMP EIR 
is not anticipated to result in a change in land use patterns on a 
regional level; (2) the land use changes which the CMP could 
induce within jurisdictions are intended to result in a reduction in 
VMT, and are included at a conceptual level as part of the Demand 
Reduction Emphasis analysis; (3) increased trip making due to latent 
demand engendered by capacity increases and implementation of 
Transportation Demand Management (TDM) /land use measures is 
included in the analysis; and (4) the specific destinations which 
would have improved access can not be reliably predicted. 

It should also be noted that Mitigation Measure C.3, included in the 
1992 CMP EIR, acts as a safeguard by providing for monitoring to 
insure that no CMP induced land use changes take place without 
corrective action. Measures C.3, which is included in Appendix B of 
the 1993 CMP Update DEIR, reads as follows: "The (MTA), where 
possible, through the congestion monitoring, highway and transit 
network modeling and land use analysis program elements of the 
CMP, shall determine the similarity between observed travel behavior 
with growth rates and geographic distribution assumptions of the 
RMP. The success of the program in working toward regional land 
use and mobility goals will be assessed as part of future CMP 
updates, and appropriate changes to work toward regional goals will 
be proposed in consultation with local, regional and state agencies." 

4. As discussed on page 42 of the DEIR and in Response to Comment 
18, SCAG's Executive Committee formally approved an interim 
consistency and compatibility finding for the 1992 CMP. The 1993 
CMP Update will also be subject to SCAG's formal consistency 
finding procedures. As discussed on pages 48-50 of the DEIR, the 
1993 CMP, and the CMP as a whole, are designed to be consistent 
with and work toward the implementation of transportation projects 
and strategies recommended in the RMP. 
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Response To Comments 

The deficiency plan Tool Box strategies are based on the TCM's of 
the adopted 1991 Air Quality Management Plan (AQMP) and the 
1992 Carbon Monoxide (CO) Plan. By adopting both plans, the 
SCAQMD Board has established a list of strategies that it has 
determined improve air quality. MTA has identified a subset of these 
strategies as contributing to both air quality improvement and 
congestion relief and incorporated them into the CMP Tool Box. 

TCM measures are discussed in Section 3.6 of the EIR. TCM 
reporting requirements are described on pages 81-84. Table 3.6.1 
contains a complete list of TCMs. As discussed on page 91, the 
Phase II TOM option is designed to meet both CMP and TCM 
requirements. Pages 91-93 discuss the way the deficiency plan 
addresses TCMs. 

5. The "Countywide Deficiency Plan Background Study" provides a 
detailed explanation of the methodology that was used to assign 
value to the different mitigation strategies contained in the Tool Box. 
In summary, a unit of measure for project scope was selected for 
each strategy (such as dwelling units provided, employees served, 
or lane-miles added). The direct travel demand of each action was 
estimated based on available studies (such as ridership on transit 
projects, trips eliminated by increased density or mixed-use 
development, trips eliminated by demand management programs, or 
delay reduced by traffic flow improvements). This travel effect was 
then expressed in "points" per unit (per dwelling unit, per employee, 
etc.). 

On numberous occasions the Policy Advisory Committee (PAC) 
discussed in detail the pros and cons of adding a "policy" weight to 
the land use and transportation demand management strategy 
categories. The PAC has consistently recommended that this not be 
done and that the number of points available for a particular strategy 
only reflect a strategy's ability to affect travel demand. 

Documentation for the derivation of the point values for each Tool 
Box measure is contained in the "Countywide Deficiency Plan 

-135-
Environmental Impact Report 

1993 CMP Update 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

Response To Comments 

Background Study," which is available from the MTA and which is 
incorporated herein by reference. 2 

6. MTA agrees that land use strategies are effective and has included 
them in the Tool Box of strategies available for selection by the local 
jurisdiction. A listing of these strategies is found in Appendix E, 
Table E-2 of the DEIR. 

7. The sixth sentence in the second paragraph on page 18 is modified 

8. 

to read: 

This program is a list of highway, transit, TOM and operational 
improvement projects that SCAG recommends to the State for 
inclusion in the State Transportation Improvement Program 
(STIP). 

Please refer to Response to Comment No. 11. 

9. The following. is added after the third sentence of the first full 
paragraph of page 33, i.e., after the sentence ending: ... Table E-2 
in Appendix E. 

The point values assigned to the different mitigation strategies 
are based on available research as to the actual person miles 
of travel (PMT) reduction value of the strategies. As additional 
quantitative studies of the PMT value of different strategies 
becomes available, the CMP can be updated accordingly. 
Documentation for the derivation of the point values for each 
Tool Box measure is contained in the "Countywide Deficiency 
Plan Background Study," which is available from the MTA and 
which is incorporated herein by reference. tn 

The following footnote (fn) is also added to page 33 : 

1993 Congestion Management Program, Countywide 
Deficiency Plan Background Study, Draft. This document is 
available for review at the offices of the MTA, located at: 818 
West Seventh Street, Los Angeles, California 90017. 

21993 Congestion Management Program, Countywide Deficiency Plan Background 
Study. This document is available for review at the offices of the MTA, located at: 818 
West Seventh Street, Los Angeles, California 90017. 

-136-
Environmental Impact Report 

1993 CMP Update 



Response To Comments 

10. This was done in the 1992 CMP EIR. As discussed on page 7-8 of 
the DEIR, the 1992 CMP EIR examined the following alternatives to 
the CMP: the No-Project (Existing Transportation System) Alternative; 
the No-Project (No CMP, No Future State Funding) Alternative; and 
two alternatives designed to be consistent with the balance between 
TOM and capital intensive approaches to maintaining mobility 
selected in the RMP. These two alternatives were a Capital Intensive 
Alternative which accelerated much of the capital component of the 
RMP into the 7 years of the CMP's Capital Improvement Program 
(CIP), and a TOM Intensive Alternative, which emphasized 
implementation of additional TOM measures, while delaying capital 
improvements until late in the RMP's implementation. The adopted 
CMP represents a balance between implementation of the capital 
intensive and TOM strategies contained in the adopted RMP. The 
proposed deficiency plan Tool Box has been designed to strike the 
same balanqe between capital intensive and TOM approaches to 
maintaining mobility analyzed in the 1992 CMP EIR and found to be 
both the environmentally superior alternative and the approach which 
best represented implementation of the RMP to the extent authorized 
by CMP Statute. For additional information regarding the reasoning 
behind this judgement, please refer to pages 152-17 4 of the 1992 
CMP EIR. As discussed on page 9 of the DEIR, since the deficiency 
plan component was the addition to the CMP contained in the 1993 
Update with the potential to create significant impacts, and since the 
1992 CMP EIR evaluated alternatives to the CMP as a whole, the 
1993 CMP Update DEIR examined the potential impacts associated 
with alternatives to the proposed deficiency plan approach. 

11. The CMP's goal is to address the congestion gap, which represents 
a 3-percent reduction in projected Year 2010 trips; the AQMP calls 
for a 10-percent reduction. (See discussion on page 29 of the 
DEIR). 

Local jurisdictions can choose to implement the Phase II Countywide 
TOM program being developed as an incentive program to meet 
both AQMP and deficiency plan responsibilities. Local jurisdictions 
may claim credit for TOM strategies funded through MT A's Phase II 
TOM program. The credit claim need not be limited to the level of 
local funding participation. This will provide incentive to local 
jurisdictions to participate in the program's objective of working 
towards both CMP and AQMP goals. This is also consistent with the 
baseline modelling. In order to ensure a consistent level of effort, 
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Response To Comments 

local jurisdictions participating in the Phase 11 TOM program will still 
be required to participate in the new development activity tracking 
and annual reporting requirements of the deficiency plan. Local 
jurisdictions have been very supportive of this concept, as it creates 
added incentive for accelerating TCM implementation while meeting 
deficiency plan responsibilities. 

As deficiency plan strategies are implemented, the MTA will establish 
procedures for evaluating the effectiveness of those actions, leading 
to refinements in expected benefits. Such refinements, will be 
incorporated into the biennial update of the CMP. 

The analysis contained in the DEIR credits the CMP with only the 
portion of the air quality and transportation benefits which would 
result from actions which would be required to meet the CMP's 
requirements_. Although reductions beyond the CMP target may be 
achieved, if local jurisdictions select the Phase II TOM option in order 
to benefit from additional funding eligibility provided to jurisdictions 
which comply in a timely fashion with TCM requirements, these 
reductions are considered the result of a local jurisdiction's efforts to 
comply with the AQMP. The DEIR thus contains a "worst-case" 
analysis; it does not include reductions beyond the CMP target, since 
to do so would credit the CMP with air quality and trip reduction 
benefits which are effected by the AQMP. 

The Phase II TOM option, as discussed above, provides a way of 
reducing the administrative burden to local jurisdictions associated 
with CMP and AQMP compliance. The benefits of providing this 
method of meeting both AQMP and CMP requirements via Phase II 
TOM are discussed as part of the Public Services impact analysis 
contained in Section 3.6 of the DEIR. 

The CMP program provides for monitoring of both development 
activity and LOS on the CMP network. This will allow the effect of 
the CMP program to be assessed. The CMP Statute provides for 
refinement of the CMP through the biennial update process to reflect · 
information gained through experience with program implementation. 

12. As explained in Response to Comment 9, Tool Box mitigation values 
are based on the available research as to the PMT 
reduction/accommodation value of each strategy. The 
transportation, air quality and energy impacts of various Tool Box 
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measures are determined by whether they result in trip reductions, 
or capacity increases. Since both land use strategies and TOM 
strategies will result in a net reduction of trips and substitution of 
single occupant vehicle trips with transit trips and other shared ride 
trips, they are grouped together for purposes of assessing their air 
quality, transportation and energy impacts. Although there is some 
difference in the way that trip reduction will occur under each 
strategy, the net result is less demand for vehicle travel on the 
system. This differs significantly from the capital improvements and 
the Transportation System Management (rSM) improvements portion 
of the Tool Box which will provide added capacity and better traffic 
flow to the system. Since it is not possible to predict the level of 
implementation of any Tool box measure, an infinite number of 
possible combinations could be tested. Therefore, the 
methodological approach chosen in the DEIR was to analyze the two 
possible end_s of the range of potential impacts: 1) expanding the 
capacity of the transportation system, and 2) reducing the demand 
for travel. 

To the degree that TDM and land use strategies have the potential 
to result in different land use and public service impacts, they are 
discussed separately in those sections of the DEIR. 

13. Both the Draft CMP and the 1993 CMP "Countywide Deficiency Plan 
Background Study" contain a full listing of the Tool Box measures 
and the proposed credit factors for each mitigation measure. MTA 
developed the measures in the Tool Box and the associated credit 
values in consultation with the CMP Technical Forum and CMP 
Policy Advisory Committee. The "Countywide Deficiency Plan 
Background Study" provides a detailed explanation of the 
methodology that was used to assign value to the different mitigation 
strategies contained in the Tool Box. In summary, a unit of measure 
for project scope was selected for each strategy (such as dwelling 
units provided, employees served, or lane-miles added). The direct 
travel demand of each action was estimated based on available 
studies (such as ridership on transit projects, trips eliminated by 
increased density or mixed-used development, trips eliminated by 
demand management programs, or delay reduced by traffic flow 
improvements). This travel effect was then expressed in "points" per 
unit (per dwelling unit, per employee, etc.). 
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Response To Comments 

For purposes of analysis in the DEIR, it was assumed that the total 
credit points would add up to the 8,100,000 congestion gap points 
needed to address the congestion gap. (In other words, the 
combination of all credit points assigned to individual jurisdictions 
would add up to 8, 100,00). As stated in the DEIR, it is not possible 
to predict exactly which strategies will be chosen to add up to the 
required number of points. A combination of strategies will be 
chosen by cities to meet the goal. Ultimately, once the program is 
implemented, a combination of strategies will be selected by local 
jurisdictions which adds up to the 8,100,000 credit points needed to 
mitigate the congestion effects of projected development. 
Calculations were made which indicated that it was possible for local 
jurisdictions to meet the 8,100,000 credit point target through 
selection of a combination of trip reduction Tool Box measures. 

The coun~ide travel model includes a series of traffic analysis 
zones (fAZs) which are used to geographically define land use, 
socioeconomic data, and the origins and destinations of trips. TDM 
strategies were evaluated in the countywide travel model by reducing 
all trip tables (i.e., the matrix of trips describing trip origins and 
destinations) by 3 percent. The model was then re-run with the 
lower trips totals reflective of the implementation of various TDM 
measures. 

14. The operating improvements are accounted for via the use of an 
assumed system-wide increase in capacity on the arterial system of 
5 percent. This assumed increase was developed directly from the 
credit point system, as follows: 

As shown in Table E-2 in Appendix E of the DEIR, the Tool Box 
credit values developed by MTA through the CMP Technical Forum 
and CMP Policy Advisory Committee included an average credit of 
14,357 points for one lane mile addition of HOV and one general use 
lane mile on an arterial. Therefore, the number of equivalent lane 
miles required system wide to fully offset the congestion gap debit 
points equals 564 lane miles. (8,100,000 points/14,357 average 
point credits per lane mile). The 564 lane miles was converted into 
an equivalent vehicle carrying capacity based on assumed capacities 
of 650 and 600 vehicles per lane per hour for major and primary 
arterials, respectively. The total increase in capacity is therefore 
estimated to be approximately 366,600 vehicles per hour, which 
equals about 5 percent of the total arterial system capacity. 
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This increase in capacity was then allocated throughout the system 
on a link-by-link basis to all arterials since it is not known where the 
capacity enhancements would occur. In actual application, it is likely 
that many of the chosen capacity enhancements would be taken 
from categories such as traffic signal synchronization, intersection 
modifications, peak hour turning movement restrictions,and other 
measures which are easier and less costly to implement than major 
widenings and lane additions. Therefore, spreading the capacity 
increase throughout the arterial system provides a more realistic and 
reasonable forecast of future conditions than assuming arterial 
widening projects at limited locations. 

15. The references to the regional model have been changed as 
requested. On page 32, the first sentence of the second paragraph, 
under Analytic Approach is modified to read: 

The countywide model is also able ... 

On page 35, the second line is modified to read: 

... capacity strategies could be tested in the countywide 
model. One ... 

On page 35 the first sentence of the second full paragraph is 
modified to read: 

The MTA .countywide model runs, which were completed ... 

On page 48 the third line of the first bullet item is modified to read: 

... based on the MTA countywide model which ... 

On page 50, under the heading System Performance, under Direct 
Impacts, the first sentence is modified to read: 

The countywide model analysis indicates that ... 

16. An average credit point value for High Occupancy Vehicle (HOV) and 
mixed use lanes was used; therefore, the assumed distribution was 
equal. The word "miles" will be inserted as noted. The revised text 
on page 35 will read: 
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Response To Comments 

... would be about 564 lane-miles. 

17. The second full sentence on page 41 is modified to read: 

That plan is currently under development, with adoption 
targeted for February 1994. 

The last line on page 49 is modified to read: 

... Plan and Mobility Element are not expected until February 
1994, therefore, a ... 

18. As noted in the comment letter, page 42 of the DEIR indicates that 
in February 1992, and again in November 1992, SCAG's Executive 
Committee formally approved an interim consistency and 
compatibility finding for the 1992 CM P's in the SCAG region. The AB 
1246 Committee, in April 1993, recommended to SCAG's Executive 
Committee that the interim CMP consistency and compatibility finding 
be made final. 

The 1993 CMP will also be subject to SCAG's formal consistency 
and compatibility finding procedures. 

19. As required by state statute, the CMP has been developed consistent 
with the RMP, which incorporates elements of the Regional Growth 
Management Plan (GMP) and the AQMP. 

20 The CMP Transit Monitoring Network and performance indices were 
adopted as part of the 1992 CMP. As a planning tool, the CMP 
transit monitoring network is used to identify potential problems in 
service, and functions similar to a pulse reading. The data collected 
through monitoring of the transit system is for comparative purposes 
only. The Final CMP draft will incorporate the 1992 transit monitoring 
data, establishing the baseline for future CMP transit standard 
reviews. 

21. The deficiency plan Tool Box strategies are based on the TCM's of 
the adopted 1991 AQMP and the 1992 CO Plan. By adopting both 
plans, the SCAQMD Board has established a list of strategies that it 
has determined improve air quality. The MTA has identified a subset 
of these strategies as contributing to both air quality improvement 
and congestion relief and incorporated them into the deficiency plan 
Tool Box. In addition, the SCAQMD trip reduction ordinance 
handbook has been a primary resource in the development of the 
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CMP countywide deficiency plan, both in terms of the strategies and 
the credit system. 

22. The fourth sentence under the second bullet on page 49 is modified 
to read: 

This is because VMT and VHT will increase from todays' 
levels primarily as a result of development and other growth 
factors which add to congestion and thus create the 
deficiency. 

23. Please refer to Response to Comments 5 and 21. 
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Srate of California Business, Transportation and Housing Agency 

Memorandum 
Letter 2 

To 

From 

Subject: 

Mr. Tom Loftus 
State Clearinghouse 
1400 Tenth Street, Room 
Sacramento, CA 95814 

Jerry B. Baxter 
District Director 
Caltrans, District 7 

DEPARTMENT OF TRANSPORTATION 

Document Review Comments 
SCH# 93051061 

2 4 8 g b \ SEP \ 5 i;\ Date 

121 File No.: 

September 9, 1993 

IGR/CEQA 
DEIR 
1993 Update Los 
Angeles County 
Congestion 
Management 
Program 
Vic. LA-VAR 

Caltrans has reviewed the above-referenced document and 
the Draft Congestion Management Program. Based on the 
information received, we have the following comments: 

We would like to express our support for the Congestion 
Management Program and its attempt to address the 
transportation and air quality issues resulting from land 
use decisions. We concur with the concepts stated in this 
document but have the following concerns: 

There is a need to take a second look at a trip fee 
structure if the CMP is to achieve its intended 
purpose. Without a fee, the gap between available 
funding for the system and the additional funding 
needed to forestall deterioration of the system will be 
too great. 

Credit factors for Transportation Demand Management 
(TDM) strategies appear excessive. The extent to 
which TDM will reduce congestion on the CMP Roadway 
System is untested. 

The Adopted CMP Monitoring Program System Performance 
Findings,- Page 43 - States that "Intersection moni­
toring is the responsibility of the cities and the 
County". We request that Caltrans be given the 
opportunity to review and comment on all studies pre­
pared by the cities and or County that involve State 
Conventional Highways or Freeway ramp and local street 
intersections. 

Page 44, last paragraph - It is stated that"··· 93 of 
the 160 monitoring locations are currently at the 
maximum allowable LOS •..• " In fact, table 3.2.1 
shows there are 63 intersections in the AM peak and 83 
intersections in the PM peak currently at maximum 
allowable LOS. Also, the percent of intersections of 
"LOS Dor Better" during the PM peak hour for 77 
intersections should be 48% not 22%. 
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Mr. Tom Loftus 
September 9, 1993 
Page Two 

If you have any questions regarding these comments 
please call me or Lew Bedolla at (213) 897-0362. 

Jerry B. Baxter 
\oola\ 51gnec1 6Y. Qr\gu, .... 

District Director 

cc: Kendra Morries, Land Use Project Manager '""' 
LA County Metropolitan Transportation Authority 
818 West Seventh Street (M/S 2200) 
Los Angeles, CA 90017 

nh\8014 
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Response To Comments 

Letter 2. Response to Comments from Jerry B. Baxter, District Director, 
California Department of Transportation (Caltrans), September 
9, 1993. 

24. MTA appreciates Caltrans' support of the CMP and its participation 
in the development of the program. Individual concerns are 
addressed in Response to Comments 25 to 28. 

25. The Countywide fee alternative to deficiency mitigation is discussed 
in Section 5.3, on page 109 of the DEIR. As indicated, this 
alternative received extensive investigation, but it was dropped in 
response to widespread concern over its imposition. The MTA's 
deficiency plan procedures were developed through extensive 
consultation with the CMP Policy Advisory Committee and the CMP 
Technical Forum consisting of representatives from local jurisdictions, 
regional and state agencies, transit operators, and the environmental 
and business communities. Meetings were and continue to be open 
to the public. 

Choice of the funding approach for deficiency mitigation under the 
proposed Tool Box approach is being left to the discretion of local 
jurisdictions. Existing fiscal resources for deficiency mitigation are 
listed on pages 84-90 of the DEIR. The possible imposition of 
development charges or fees and their potential impacts are 
considered on pages 76-77 and 94 to 95. 

26. Please refer to Response to Comment 5. 

27. Caltrans has opportunity through the CEQA process to review and 
comment on site-specific CMP projects involving State conventional 
highways or freeway ramp and local street intersections. 

28. The figure of 93 monitoring locations at LOS E or F is based on a 
combined total. This includes both the AM and the PM peak periods 
together. Taken individually, there are 63 locations in the AM peak 
period and 83 in the PM peak period at LOS E or F. Since there is 
overlap in the two categories (i.e., some locations are deficient in 
both peaks), the total number at LOSE and Fis not the sum of AM 
and PM (which would be 146), but rather is 93 locations total when 
accounting for common locations at LOS E or F in both periods. 
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I 
The percentage correction in Table 3.2.1 is noted and will be made. I The fifth row of Table 3.2. 1 is amended to read as follows: 

LOS D or better 97 61% 77 48% I 
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Los Angeles Unified School District 
SIDNEY' A. THOMPSON 
~o/Sdlool, 

Environmental Review File 
Congestion Management Program 

September 13, 1993 

Facilities Servic~ 

Letter 3 .-. r- - -. 
;,_,· __ 

Ms. Kendra Morries, Land Use Project Manager 
Los Angeles County Metropolitan Transportation Authority 
818 West Seventh Street (M/S 2200) 
Los Angeles, California 90017 

Dear Ms. Morries: 

Re: 1993 Update:Los Angeles County Congestion ~anagement Program 

1".VIDW'.EOCII 
&aiaea/llaap 

C. DOUGIAS BROWN 
IIJIJedm~ 

Thank you for providing us the opportunity to comment on the Draft Environmental 
Impact Report (EIR) for the Congestion Management Program (CMP). 

Hot Spot Emissions and PMlO: 

The Los Angeles Unified School District has been concerned about "hot spot" 
emissions. Because fine particle (PMl0) pollution is the most serious form of 
pollution in terms of health impacts on children and young adults, we are especially 
concerned that the analysis of these emissions at sensitive receptor schools be 
thorough. Since PMl0 is caused mainly by traffic, and secondarily by construction, 
it is important that all generators_ of PMl0 be included when "hot s·pot" analyses are 
undertaken. Without careful planning of routes, and thorough analysis of impacts, 
CMP highway improvements might be major contributors to hot spot emissions near 
sensitive receptor schools. 

Please clarify whether the existing mobile emissions and the daily 2010 baseline 
emissions of PMl0 (in Tables 3. 3. 6 and 3. 3. 7) include PMl0 which is caused by 
roadway dust reentrainment. 

If the existing and the threshold levels of PMl0 do not include PMl0 reentrainment, 
please provide an estimate of what these levels would be. 

PMl0 caused by tailpipe emissions is much less significant than that caused by 
reentrainment. The following paragraph, taken from an Environmental Protection 
Agency publication, mentions several generators of PMl0. All should be considered 
when analyzing PMl0 emissions: 
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Ms. Marries - 2 - September 13, 1993 

PAVED URBAN ROADS. Various field studies have indicated that dust 
emissions from paved street are a major component of the material collected by 
high volume samplers. Reentrained traffic dust has been found to consist 
primarily of mineral matter similar to common sand and soil, mostly tracked or 
deposited onto the roadway by vehicle traffic itself. Other particulate matter 
is emitted directly by the vehicles from, for example, engine exhaust, wear 
of bearingsand brake linings, and abrasion of tires against the road surface. 
Some of these direct emissions may settle to the street surface, subsequently 
to be reentrained. * 

If the existing and the threshold levels of PMl0 do include reentrainment, please 
clarify what percentages result from tailpipe emissions, and what portion from 
roadway dust reentrainment. What portion comes from other sources such as brake 
linings and abrasion of tires? 

The CMP EIR Should Direc:1: Agencies to Provide Accurate Assessments of PMlO: 

Can mitigation be provided through the CMP to ensure that agencies approving 
projects which come under the purview of the CMP, and which are adjacent to or 
close to sensitive receptor schools, will provide a "hot spot" assessment of PMl0 
emissions impacts which is based on an analysis of both tailpipe emissions and 
roadway dust reentrainment? 

One of the few effective and positive mitigation measures for PMl0 impacts is the 
provision of air filtration/air condition systems to schools so as to maximize the 
"filtering out" of fine particulates, and the enclosure of impacted school facilities 
(such as open-air lunch areas which are adjacent to expanding highways). Could 
such mitigation be provided through the Tool Box measures, or by other means? 

Need to Consider a Modified Alternative 5, to Reduce Hot Spot Emissions at Sensitive 
Receptors: 

Finally, in respect to your consideration of Alternatives to the 1993 CMP Update, we 
wish to encourage you to support a modified version of Alternative 5 - The Modified 
Tool Box-Hot Spot Reducing Approach Alternative. Because Alternative 5, as 
outlined on pages 112 and 113 of the Draft EIR, provides perhaps too little flexibility 
of action and may interfere with the achievement of goals and objectives of this 
Program, please consider a variation of this: an Alternative where Tool Box measures 
which are likely to result in air quality hot spots at sensitive receptors would be 
eliminated from the Tool Box. 

*United States Environmental Protection Agency, Office of Air Quality Planning and 
Standards, AP-42. 
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Ms. Morries - 3 - September 13, 1993 

Please comment on the effectiveness of such a modified Alternative 5 . What is the 
likelihood that this modified Alternative would be consistent with the Regional 
Mobility Plan? 

Thank you very much for your consideration of our concerns. 

Very truly yours, 

u,~~~- \\~~' 
Elizabeth J. Harris 
California Environmental Quality Act Officer 
for the Los Angeles Unified School District 

EJH:ldf 

c: Mr. Koch 
Mr. Prescott 
Mr. Brown 
Ms. Wong 
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Response To Comments 

Letter 3. Response to Comments from Elizabeth J. Harris, California 
Environmental Quality Act Officer, Los Angeles Unified School 
District, September 13, 1993. · 

29. Comment noted. 

30. The SCAQMD has established guidelines for the preparation of air 
quality impact analyses contained in EIRs. These guidelines are 
contained in the April 1993 CEQA Handbook. The emission factors 
used in the CMP analysis are EMFAC7EP rates. These rates are 
published in the SCAQMD Handbook. The published emission rates 
for particulates less than 1 0 microns include exhausts and tire wear 
sources. The SCAQMD emission rates used in the calculations did 
not include reentrainment. 

31. The analysis_ and air quality thresholds of significance used in the 
DEIR are those specified by the SCAQMD. The SCAQMD is the 
agency responsible for air quality management for the South Coast 
Air Basin. The SCAQMD has established standards of significance 
for use in the preparation of air quality impact analyses. These 
guidelines are contained in the April 1993 SCAQMD CEQA 
Handbook. The SCAQMD has identified a calculation method and 
a standard of significance, which does not include reentrainment. 
According to the US Environmental Protection Agency (EPA), 
reentrainment would add a worst case emission factor of 2 grams 
per mile. 

32. Please refer to Response to Comment 30. 

33. Based on available information, tailpipe exhaust em1ss1ons are 
approximately 0.01 grams per mile, tire wear emissions are 0.01 
grams per mile, and reentrainment emissions are 2 grams per mile. 
Please refer to Response to Comment 31. 

34. As described in the DEIR, the MTA cannot predict what specific Tool 
Box measures or projects will be enacted by a local jurisdiction in 
response to CMP requirements. Specific projects implemented within 
a local jurisdiction will be subject to environmental review under 
CEQA. The CMP EIR does not provide CEQA clearance for 
individual site specific projects; it does provide a program-level EIR 
off which subsequent project-level environmental review may be 
tiered. The air quality analysis of projects at the local level will have 
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35. 

36. 

Response To Comments 

to satisfy SCAQMD requirements. As presented in the SCAQMD's 
CEQA handbook, schools within the vicinity of a proposed project 
would be considered as sensitive receptors requiring assessment of 
potential impacts. It is the responsibility of SCAQMD to determine 
whether the CEQA Handbook should be amended to require an 
analysis of dust reentrainment as part of the particulate impact 
assessment in EIRs. 

Please refer to Responses to Comments 31 and 34. 

While this alternative may appear attractive, it is not practical at the 
program level, due to the impossibility of identifying which Tool Box 
measures would affect sensitive receptors. All of the Tool Box 
measure eliminated as part of Alternative 5 - The Hot Spot Reducing 
Alternative, could potentially be located near sensitive receptors. 
Therefore th~re is no difference between the suggested alternative 
and the one analyzed in the DEIR. 
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. City of 
Santa Clarita 

Jan Heidt 
Mayor 

George Pederson 
Mayor Pro-Tem 

Cart Boyer 
Councilmember 

Jo Anne Darcy 
Councilmember 

Jill Klajic 
Councilmember 

23920 Valencia Blvd. 
Suite 300 
City of Santa Clarita 
California 91355 

September 13, 1993 

Phone 
(805) 259-2489 
Fax 
(805) 259-8125 

Letter 4 

Mr. Ed Shlkada, Interim Director 
congestion Management Program 

2 4 9 2 0 4 SEP 20 ~ 

L.A. County Metropolitan Transportation Authority 
818 West Seventh Street, MS • 2200 
Los Angeles, CA 90017 

RE: COMMENTS ON DRAFT CONGESTION MANAGEMENT PROGRAM AND 
DRAFT SUBSEQUENT ENVIRONMENTAL IMPACT REPORT 

Dear Mr. Shlkada: 

The City of Santa Clarita has reviewed the Draft Congestion Management 
Program {CMP) and the accompanying Draft Subsequent Environmental Impact 
Report (Draft SEIR), dated July 1993. ·our comments on the draft documents are 
as follows: 

1. DRAFTCMP 

■ The ''toolbox" approach to mitigation strategies Is a good, well organized 
approach, though the City believes there Is stlll merit In an approach that 
utlllzes a countywlde mitigation fee. The CMP Indicates that local 
Jurisdictions can employ other strategies not currently In the ''toolbox" 
with approval by the MT A. The details of this approval process needs to 
be developed In cooperation with local jurlskllctlons. 

■ The MTA should.continue Its ongoing effort to assist local Jurisdictions In 
Implementing the various new requirements of the CMP. A clear outline 
of all deadllnes, reporting requlrments, and other responsibilities should 
be provided. · 

2. QRAFT SEIR 

■ In the City's letter responding to the Notice of Preparation of the Draft 
SEIR, a concern was raised regarding the manner In which the values of 
new trips added to the CMP routes and Intersections were assigned 
{COmment No. 2, letter dated June 21, 1993). According to the charts on 
pp. 51 and 52 of the DEIR, new trips are stlll apparently given equal 
weight, although they are distributed among freeways, major arterials, 
primary arterials, secondary arterials, and HOV lanes. In the Final SEIR, 
please address whether or not projects that help Improve the 
Jobs/housing balance and/or shift trips to under-utilized segments of the 
highway network are treated the same as projects that add trips to 
already deficient highway segments. 
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Thank you for the opportunity to review the latest CMP and Draft SEIR. Please 
keep the City of Santa Clarita apprised of any future revisions. 

Sincerely, 

LYNN M. HARRIS 
DEPUTY CITY MANAGER 
CO~UNITY DEVELOPMENT') / 

{i:vA_'J~cF--
Rlchard Henderson 
City Planner 

KJM:CMK: _,,,_,,,,,,_. 

cc: Kendr-a Morries, i.anci Use ~roJect Manager 

2 
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Response To Comments 

Letter 4. Response to Comments from Richard Henderson, City Planner, 
City of Santa Clarita, September 13, 1993. 

37. Local jurisdictions will be able to utilize a consultation process to 
address unique situations not accounted for within the countywide 
deficiency plan. This includes credit requests for mitigation strategies 
not currently included in the Tool Box, or for strategies currently 
included in the Tool Box but which vary from the credit factors used. 
As information becomes more available on potential mitigation 
strategies and their effectiveness, future year CMP updates can 
expand the Tool Box options accordingly. 

38. The Appendices in the CMP were developed with the intent of 
consolidating local jurisdiction implementation requirements, 
deadlines, reporting forms, etc., in one place. MTA staff will continue 
to work wittJ local jurisdictions to assist in ensuring that CMP 
implementation is as smooth as possible. 

39. All projects are treated the same way as part of the debit calculation 
portion of CMP deficiency planning procedures. Projects do, 
however, receive differential treatment at the credit calculation stage. 
Jobs /housing balance related mitigation strategies are included in 
the deficiency plan mitigation Tool Box, as shown in Table E-2 in 
Appendix E of the DEIR. Similarly, although the Tool Box does not 
specify credit points for shifting trips to under-utilized segments of 
the highway network, many of the Tool Box measures included 
under Capital Improvements and Transportation Systems 
Management have that effect, and are therefore eligible for credit. 
The credit points assigned to each of the strategies in the Tool Box 
are based on existing research as to the trip reduction value of 
potential strategies. 

-155-
Environmental Impact Report 

1993 CMP Update 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I. 
I 
). 

I 
I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

' I 
I 
I 
I 
I 
I 

Letter 5 

SEP-9 ~ 

CITY HALL 

LOS ANGELES, CALIFORNIA 90012 

(213) 847-2489 

OFFICE OF THE MAYOR RICHARD .J. RIORDAN 

September 2, 1993 

Mr. Franklin White 
Chief Executive Officer 
Los Angeles county Metropolitan 

Transportation Authority 
818 West Seventh Street, Suite 1100 
Los Angeles, CA 90017 

MAYOR 

Attention: Ms. Kendra Marries, Land Use Project Manager 
Congestion Management Program 

DRAFT ENVIRONMENTAL IMPACT REPORT (DEIR) 

We have received and reviewed the Draft Environmental Impact Report 
(DEIR) for the 1993 Congestion Management Program (CMP). The 
City's comments submitted in response to the Notice of Preparation 
are still of concern. 

LACMTA has stated that supplements and additions to the CMP will be 
forthcoming. The City reserves the right to comment on the CMP and 
its supplement(s) as part of the EIR process. 

Thank you for the opportunity to reply to the CMP Draft EIR. The 
City of Los Angeles appreciates the continued outreach and 
cooperation of the CMP staff throughout this CMP development 
process. We look forward to the reply to the City of Los Angeles 
concerns. 

Sincerely, 

cmpS:\mla\np93cmp.wp4 

/') 
' I /'. L ,, I I .· / . 

hl//4 / ·-
Richard Ripfdan, Mayor 
City of Los Angeles 

-156-

AN EQUAL EMPLOYMENT OPPORTUNITY - AFFIRMATIVE ACTION EMPLOYER 



LtTY OF Los ANGELES 
S.E. <ED> ROWE 

GENERAL MANAGER 
CALIFORNIA DEPARTMENT OF 

TRANSPORTATION 
ROOM 1200. CITY HALL 

LOS ANGELES. CA 90012 

~-'i!Cl~Hi[ffi~l 
·. ,.--.... ~ .· -~~---· .. .,,"_ 

·-.. _, . ·:.··· 
···• ••• :.· ___ 1 ___ ••• • 

TOM BRADLEY 
MAYOR 

t' .• : f"1'. r, 
\,.: ... ; { • . ; t,..I') 

(21 3) 485·2265 
FAX (213) 237·0960 

June 23, 1993 

Ms. Kendra Morries 
Project Manager 
Congestion Management Program 
818 West Seventh Street, Suite 1100 
Los Angeles, CA. 90017 

COMMENTS ON THE CONGESTION MANAGEMENT PROGRAM ( CMP) NOTICE OF 
PREPARATION (NOP) OF A DRAFT ENVIRONMENTAL IMPACT REPORT (DEIR) AND 
INITIAL STUDY 

The Department of Transportation, with the assistance of other City 
departments, has reviewed the NOP prepared for the CMP and submits 
the following comments: 

1. GENERAL COMMENTS - The 1993· DEIR should not be a reiteration 
of the CMP, but rather should examine, quantify, and 
adequately analyze the potential environmental impacts of the 
CMP. 

2. 

3. 

DEFICIENCY PLAN - All provisions of the CMP Deficiency Plan, 
particularly the valuation of mitigation strategies (which is 
not yet complete), must be considered in the EIR analysis. 
This is a significant element of the CMP and any analysis that 
fails to include it would be inadequate. 

As identified on page 5, subsection 5 (Proposed 1993 CMP 
Update, Deficiency Plan procedures), the 1993 CMP will include 
a provision for Deficiency Plan procedures. As such, the EIR 
should discuss the potential impacts of · implementing the 
mitigation strategies as required by the Deficiency Plan. 
Since the mitigation strategies have not yet been determined, 
or at least agreed upon, all potential mitigation alternatives 
must be discussed in the EIR. 

SOCIO-ECONOMIC IMPACTS - Under the California Environmental 
Quality Act (CEQA), the economic and social impacts of a 
project, as they relate to physical changes in the 
environment, must be addressed. Socio-economic analysis of 
the CMP seems appropriate given the potential for large scale 
changes in the regional transportation network and land use 
patterns. A comprehensive analysis of the impacts on jobs and--f 
business is necessary. The CMP, particularly the Capital~ 
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Kendra Morries - 2 - June 23, 1993 

Improvement Program (CIP) projects, will result in a large 
number of physical changes, yet no socio-economic analysis is 
presented. The Department of Transportation recommends that 
the EIR include a discussion of, and provide mitigation for, 
these cumulative impacts. In particular, attention should be 
paid to the CMP's potential to affect the supply of housing; 
its potential to disrupt the structure of communities; its 
impact on local governments' provision of public services; its 
possible effects on population, household income, and 
employment opportunities; and its potential economic impacts 
on the business and development community. 

The DEIR should evaluate how the CMP will benefit the mobility 
of all economic groups. Data should be included which will 
illustrate how the trip needs of commuters from low income 
inner city communities will be accommodated as effectively as 
suburban commuters. 

4. DECONCENTRATION/LAND USE - The City of Los Angeles' Centers 
Concept has a central goal of citywide congestion reduction, 
linking new development with transportation systems. This is 
also the objective governing the MTA in its development of the 
Joint Land-use Transportation Policy, developed in conjunction 
with the City. If the CMP results in urban deconcentration, 
it would be in direct conflict with our mutual objectives of 
jobs/housing balance and densification at transit stations. 
Such deconcentration will reduce housing opportunities for 
city workers, increase commuting distances, increase Vehicle 
Miles of Travel (VMT) , add to the deterioration of air 
quality, and create development pressure on open space and 
sensitive ecological areas. The EIR needs to better addres~ 
the above issues, including the Centers Concept. 

The CMP might significantly alter the land use in the region; 
thus, the DEIR should contain discussion.of the CMP's effect 
on density, distribution, growth rate, or relocation of 
population. 

The NOP should provide an adequate analysis of the CMP' s 
impacts on deconcentration. The EIR must fully analyze and 
address the CMP's impacts, particularly its relationship to 
land use. Moreover, the EIR should discuss the CMP's effect 
on the long-term goals of improving the region's jobs/housing 
balance and reducing VMT as outlined in the Regional Mobility 
Plan (RMP) and General Mobility Plan (GMP). 

The 1992 DEIR stated that land use impacts associated with the 
CMP would include potential community disruption and 
displacements, changes in community character, and community 
revitalization effects {page 45, 1992 DEIR). It is further 
reported that various classes of CMP CIP projects could lead 
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Kendra Marries - 3 - June 23, 1993 

s. 

6. 

7. 

8. 

9. 

to the localized displacement of adjacent business and 
residences. These issues warrant a study of the effects on 
population, employment, and housing in the 1993 CMP EIR. 

CONSTRUCTION IMPACTS - The 1992 DEIR indicated that the RMP 
EIR requires the use of construction techniques that minimize 
disruption effects (on the surrounding community) as a 
mitigation measure; these construction techniques should be 
clearly stated in the 1993 EIR. 

The impact of noise is listed as "no." This should be changed 
to "maybe" and the impact of noise during construction should 
be addressed. 

VEHICLE MILES TRAVELED - The CMP's use of Level of Service 
(LOS) standards as the principal measurement of congestion 
does not account for density shifts and the location of 
development, including residential construction near job 
centers, transit stations, and urban centers. While 
concentrating development around centers and transit stations 
may increase specific area congestion as measured by LOS, it 
will reduce VMT citywide. Accordingly, the city of Los 
Angeles recommends the consideration of VMT as an additional 
measure of countywide congestion. An analysis of vehicle 
miles reduced from these policies should also be included. 
This additional gauge will measure whether or not 
deconcentration occurs with implementation of the CMP. 
Deconcentrating effects of the CMP should be offset or 
mitigated. 

LINKAGE WITH RMP - The Southern California Association of 
Governments (SCAG) is preparing an update to the RMP, a 
Regional Mobility Element (RME) , as part of the Regional 
Comprehensive Plan. The TOM population, housing, and 
employment assumptions, in the new RME appear to be 
substantially different from those used in the 1988 RMP. We 
urge the MTA to use the updated population, employment, and 
TOM assumptions in the 1993 RMP. 

CUMULATIVE IMPACTS - The DEIR fails to adequately address the 
potential cumulative impacts of the CMP. Consideration of the 
project's long-term cumulative impacts, that might otherwise 
be slighted in a case-by-case analysis, is one of the primary 
purposes for preparing a Program EIR. 

AIR QUALITY - The NOP lists four potential direct impacts of 
the 1993 CMP that were not covered in the 1992 CMP EIR. In 
addition to the impacts listed, the construction and/or 
operation of CIP projects that add general traffic lanes to 
freeways or highways could encourage additional vehicle trips 
on the affected roadways by providing additional capacity 
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Kendra Morries - 4 - June 23, 1993 

(latent demand). Public transit and/or rideshare trips could 
be encouraged to change back to single occupant vehicle trips 
if general traffic commute times decrease on the affected 
roadways. This potential impact must be analyzed, and 
mitigation measures required, in the air quality section of 
the DEIR.In mitigation measure c.1, construction phase 
emissions and criteria pollutant concentrations should be 
compared to SCAQMD quarterly, as well as daily, emission 
thresholds. (See 1993 SCAQMD CEQA handbook, Chapter 9.) 

The NOP discusses the indirect impacts of the Deficiency Plan 
requirement resulting in the changes in land use and states 
that this impact will be assessed in the 1993 CMP EIR. Since 
this analysis has not yet taken place, it is premature to 
state that Mitigation Measure c. 3 would be sufficient to 
address this indirect impact. In the 1993 CMP EIR, additional 
mitigation measures must be considered to mitigate this 
impact. 

Mitigation Measure C.4, proposed by the 1992 EIR to mitigate 
potential "hot spots" created by CMP-related improvements, 
assumes that regional emission reductions would represent a 
trade-off with new, localized hot spots. Rather, the 1993 
DEIR should require mitigation measures to reduce the creation 
of new hot spots. This impact, and recommended mitigation, 
should be addressed in the 1993 EIR. 

10. HOUSING AND POPULATION - The analysis under the housing and 
population sections of the DEIR should include an analysis of 
the potential increase in housing demand, and therefore 
population, in outlying areas (if deconcentration results from 
CMP projects) as well as increases in housing demand and 
population in central and transit areas if concentration 
results. 

The NOP states that the 1992 EIR did not contain an analysis 
of utilities impacts since the RMP was formulated in 
conjunction with the Regional Growth Management Plan (GMP). 
If this EIR will rely on the analysis in the GMP EIR for 
utilities impacts, the GMP EIR should be incorporated by 
reference. 

11. MOVEMENT OF GOODS - The movement of goods is vital to the 
economic health of the region yet is virtually ignored in the 
CMP. Providing efficient access to LAX and the Port of Los 
Angeles is critical to maintaining a healthy standard of 
living in Southern California. 

The CMP does not consider the special mobility issues related 
to trucks and goods movement. Trucks have two major impacts 
on the County's highway system: 
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Kendra Morries - 5 - June 23, 1993 

a. Trucks are not as easy to maneuver as cars. The bigger 
the truck, and the more trailers it caries, the more 
highway capacity it uses up. Trucks require more highway 
capacity, especially in heavy traffic, and can hold up 
traffic significantly when making turns at intersections 
and driveways. 

b. Truck accidents can cause a great deal more congestion 
than cars. One truck accident can close a highway for 
several hours. Also, accidents involving trucks 
transporting hazardous waste can close an entire area for 
hours. 

While trucks make deliveries throughout the County, certain 
parts of the County (such as the cities of Commerce and 
Vernon), including portions of the City of Los Angeles (e.g., 
the Port, Union Station, and the Alameda Corridor), are major 
generators of truck traffic. The EIR should quantify the 
extent of truck traffic in the County, consider the specific 
problems created by them, and determine ways to mitigate them. 

Additionally, the CMP should look into monitoring truck 
traffic and, with the help of local jurisdictions, find ways 
to reduce truck traffic and alleviate their impacts. 

12. REGIONALLY SIGNIFICANT PUBLIC FACILITIES - The CMP does not 
adequately deal with trips generated by regionally significant 
public facilities such as major airports and harbors. Los 
Angeles International Airport and the Port of Los Angeles are 
unique public facilities that serve the entire Southern 
California region. Additionally, the City of Los Angeles 
itself is a business center that serves the Southern 
California region, thus attracting trips from outside the 
county. As such, an impact analysis should be included for 
these public facilities that includes the impact of trips 
generated from outside the County of Los Angeles. · 

Thank you for the opportunity to respond to the CMP NOP. If you 
have any questions, feel free to call Sarni Wassef, of my staff, at 
(213) 237-2873. 

77! , ... H,r C:'-;J {} ,;,1,'L-~1 -t:: '1 
THOMAS K. CONNER 
General Manager 

cc: Departments 
City Council 
Mayor's office 

Cfll)4:\Letters\nop-resp.wp 
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Letter 5. 

40. 

41. 

Response To Comments 

Response to Comments from John Ferraro, President, Los 
Angeles City Council and Richard Riordan, Mayor, City of Los 
Angeles, September 2, 1993, with attached letter from Thomas 
K. Conner, General Manager, City of Los Angeles, June 23, 
1993. 

Since the commentator does not indicate which of the City's 
comments submitted in response to the Notice of Preparation (NOP) 
are still of concern, Responses to Comments 42 to 66 address each 
of the City's NOP comments in turn. 

Since release of the CMP draft in July 1993, further work with the 
Policy Advisory Committee (PAC) and comments received on the 
draft CMP, have resulted in refinements that will be incorporated into 
the Final CMP. These refinements do not alter significantly the 
program des_cribed in the July 1993 CMP draft, and do not result in 
changes to the environmental analysis. The refinements that will be 
incorporated into the Final CMP draft are summarized as follows: 

• The relationship of the CMP to the AQMP will be further 
defined. A policy statement will be developed for review by 
the CMP PAC. In addition, further clarification will be provided 
relating to strategies and reporting mechanisms. 

• Further guidance will be provided for submitting additional 
strategies through the consultation process and for future 
CMP updates. 

• The Final draft will reinforce that the Tool Box measures are 
not mandatory and that flexibility is provided for local 
jurisdictions to choose mitigation strategies most appropriate 
for them. The final draft will also reflect that a variety of 
implementation mechanisms are available for CMP deficiency 
plan strategies. Included are ordinances, resolutions, 
memorandums of understanding, resolutions, development 
agreements, and conditions of approval. 

• Refinements will simplify and broaden demolition adjustments 
to allow for all the adjustments of all demolitions occurring 
within a reporting period. The final draft will also provide an 
exemption from debit assessment for construction for which 
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the local jurisdiction has no siting approval/disapproval 
authority, for instance a post office or prison. 

• The definitions of transit center and transit corridor for land 
use strategies will be added. 

• The final draft will emphasize that the program does not 
require project specific mitigation. Mitigation strategies may 
be applied throughout a jurisdiction, within a subarea, within 
a specific project, or in concert with other jurisdictions. 

• Where appropriate, the final draft will provide technical 
clarification. Examples include clarifying that the unit of 
measurements used for mixed-use encompass the entire 
building, and adding example calculations for some of the 
Tool aox strategies. 

The CMP Response to Comments and the Fin~I CMP will be publicly 
circulated prior to the October 1993 meeting of the CMP PAC. The 
Final CMP will be presented to the MTA Board for adoption at their 
November 1993 meeting. 

42. The DEIR looks at the proposed project's potential transportation, air 
quality, energy, land use, and public service impacts. The NOP and 
Initial Study for the proposed project identified these as the areas in 
which there was the potential for significant program impacts. These 
issue areas are evaluated in Sections 3.2 to 3.6 of the DEIR. Section 
3.1 explains the analytic approached used to evaluate the proposed 
program. 

43. As explained on page 9 of Section 1.3 of the DEIR, it was the 
conclusion of the Initial Study that: (1) the 1993 deficiency plan 
addition to the CMP did have the potential to creat~ significant effects 
on the environment, not previously analyzed and (2) that the other 
proposed changes in the program either did not pose the potential 
for significant effect on the environment, or had the potential to 
create effects, but that mitigations included in the 1992 CMP EIR are 
sufficient to address these potential effects. Therefore the deficiency 
plan addition is the focus of the DEIR. 

As discussed in Section 3.1 of the DEIR, the analysis of potential 
1993 CMP Update impacts used a bracketing approach to identifying 
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44. 

45. 

46. 

Response To Comments 

the potential range of deficiency plan impacts. The two ends of the 
bracket were deficiency mitigation purely through use of demand 
reduction techniques and deficiency mitigation purely through use of 
capacity enhancement techniques. 

Please refer to Response to Comment 43. Section 3.1 of the DEIR 
explains the analytic approach used for the analysis of potential 
deficiency plan mitigations. The list of mitigation Tool Box measures 
is contained in Appendix E of the DEIR. 

Section 3.5 of the DEIR discusses the potential for the proposed 
project to result in large scale changes in regional land use patterns. 
It is the conclusion of the analysis that the CMP would not 
significantly alter current market trends; the CMP Update would 
provide insufficient incentive for growth to shift to untraditional growth 
areas. The creation of land use development incentives in transit 
corridors and/or transit station areas would induce the redistribution 
of development within a jurisdiction rather than capturing growth from 
other jurisdictions. Therefore only a localize alteration of land use 
patterns would occur. This localized redistribution could result in air 
quality "hot spots" which are identified as a significant program 
impact. The intent of localized densification around transit stations 
and corridors is to reduce trip making, as described in the DEIR. 

Please refer also to Response to Comment 46. 

Section 3.5 of the DEIR discusses the potential of the proposed 
project to affect locational decisions and concludes that the 
incentives contained in CMP are insufficient to result in large scale 
changes in land use. The 1992 CMP EIR, from which the current 
EIR is tiered, discusses the potential jobs and housing impacts of the 
proposed project at a program level of detail and concludes that 
certain classes of capital improvement projects could lead to the 
localized displacement of businesses and residences. (See Section 
Ill.A - Land Use and Planning of the 1992 CMP EIR). The 1992 EIR 
includes a mitigation measure to insure that displacement issues are 
dealt with during project-level environmental review. (See Mitigation 
Measure A.4 of the 1992 CMP EIR). The Mitigation Monitoring 
Program for the 1992 CMP is included as Appendix B of the DEIR. 

As indicated and explained in Section 1.3 of the DEIR, the 1993 CMP 
Update EIR is a subsequent tiered program-level EIR, from which the 
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environmental documentation for specific capital improvement 
projects under the CMP will be tiered. Given (1) the programmatic 
nature of the CMP and CMP EIRs; (2) the fact that the CIP is 
periodically updated and that capital projects selected by local 
jurisdictions as deficiency mitigation are specified annually; and (3) 
that the amount of jobs and housing disruption will depend largely on 
the specifics of the design and implementation of capital 
improvement projects, a comprehensive and quantitative analysis of 
potential displacement issues is not possible at the program level of 
analysis. 

47. Please refer to Response to Comment 46. Public Service impacts 
are discussed in Section 3.6 of the DEIR. 

48. The explicit purpose of the CMP program and enabling legislation is 
to reduce congestion on arterials and highways. What is relevant to 
the CMP is that there are no biases in the structure of the Tool Box 
program that would cause reductions in congestion to occur more 
rapidly in one type of community versus another. The CMP is 
designed to be impartial with respect to this issue. 

49. The City of Los Angles' goal of linking new development with the 
transportation system parallels the intent of the Tool Box land use 
strategies, which provides substantial mitigation credits for focusing 
development around transit centers. The Land Use strategies 
(detailed in Table E-2 of Appendix E) are also structured to 
encourage residential and commercial mixed use projects, 
particularly around transit centers. These measures are supportive 
of policies such as the City of Los Angeles' Centers Concept. If they 
are carried out by the individual jurisdictions, these measures would 
decrease commuting distances and VMT. 

As indicated under IMPACTS on Page 75, it is not possible to predict 
how decision makers in a given jurisdiction will respond to the 
program requirements, and which Tool Box Measures will be 
selected. However, the CMP sets up incentives for each jurisdiction 
to implement mixed use projects and linkage of new development 
with transportation centers. 

As discussed in detail in Section 3.5 (Land Use) of the DEIR, the 
proposed program is not anticipated to result in deconcentration. 
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Response To Comments 

50. Please refer to Section 3.4 of the DEIR which evaluates the proposed 
programs potential land use impacts. 

51. Please refer to Responses to Comments 49-50. 

52. Please refer to Response To Comment 46. 

53. As noted in the comment, the 1992 CMP EIR listed on pages 45-47 
the construction techniques contained in the RMP EIR to minimize 
the disruption effects of capital improvement projects. The 1993 
CMP DEIR is a subsequent tiered program EIR. As such, it analyzes 
potential impacts not analyzed in the 1992 CMP EIR. 

54. The direct construction noise effects of CMP capital improvement 
projects are discussed in the 1992 CMP EIR. Please see page 84 of 
that docume!')t. Mitigation measure D.1 of the 1992 CMP EIR is 
designed to address these potential impacts. The Mitigation 
Monitoring Program for measures included in the 1992 CMP EIR is 
contained in Appendix B of the DEIR for the 1993 CMP Update. 

55. The credit system used in the countywide deficiency plan uses 
person-miles travelled as the measure of mobility benefit for the 
various multimodal improvement strategies, and does not simply 
focus on highway levels of service. Use of this performance 
measure addresses the issue of localized congestion impacts of 
concentrated development, and allows also for measurement of non­
automobile strategies such as transit service improvements. Person­
miles travelled is easily converted to vehicle miles travelled. In 
addition, the statewide CMP / Air Quality coordination study currently 
underway is examining a wide range of alternative performance 
measures, including vehicle miles travelled, for consideration in future 
CMP updates. 

The analysis of the potential transportation impacts of the proposed 
program contained in Section 3.2 of the DEIR examines the projects 
potential effects on VMT, VHT, and hours of delay. 

56. The potential for the CMP to result in deconcentration effects is 
examined in the Land Use section of the DEIR, (Section 3.5), as well 
as discussed in Section 4.2, Cumulative Impacts. Please refer also 
to Response to Comments 45 and 55. 
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Response To Comments 

57. The CMP is required by law to be consistent with the adopted AMP. 
The DEIR examines the proposed project's consistency with the 
adopted AMP forecasts. Adoption of the 1993 CMP is scheduled for 
November 1993. Adoption of the Regional Mobility Element (AME) 
is currently scheduled for February 1994. (As indicated in Letter 1, 
Comment 17 from SCAG). The next update to the CMP will be in 
1995, and will be based on the adopted plans and programs current 
at that time. 

58. Section 4.2 of the DEIR for the 1993 CMP Update contains a 
discussion of potential cumulative impacts of the CMP. This 
discussion updates the discussion contained in the 1992 CMP EIR. 

59. As explained in Response to Comment 3, the model runs used for 
the traffic, air quality, and energy analyses contained in Section 3.3 
of the DEIR use an iterative process intended to capture the effects 
of latent dem-and. The CMP traffic and air quality analyses included 
a Capacity Enhancement scenario that reflected changes in mode 
choice should there be an increase in arterial and highway capacity. 
This is a very conservative (worst case) scenario since many 
jurisdictions will choose measures which actually reduce trips rather 
than increase capacity. The results of the analysis indicated that a 
small increase in VMT and VHT is forecast if only capacity enhancing · 
Tool Box measures are chosen. The assessment of this alternative 
presented in the DEIR indicated that the emissions would be slightly 
higher than the Year 2010 baseline. However, it is also concluded 
that the project will not result in a net increase in either VMT or VHT 
since in actual implementation both trip reducing measures and 
capacity enhancing measures will be chosen. Please refer also to 
Response to Comment 3. 

60. Specific Tool Box measures selected by local jurisdictions must 
satisfy SCAQMD air quality assessment requirements, which include 
the assessment of quarterly construction emissions. 

61. Section 3.5, Land Use, of the DEIR examines the potential 
deconcentrating effects of the deficiency plan requirement. Since no 
deconcentrating effects are anticipated, based on the analysis, no 
additional mitigations besides mitigation C.3 from the 1992 CMP EIR, 
which remains in place, are specified in the DEIR. Mitigation 
Measure C.3 is a safeguard mitigation measure, designed to verify 
the analysis in the CMP EIR regarding potential deconcentration 
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Response To Comments 

effects. It provides for modification, should inconsistencies between 
observed and predicted behavior be discovered. Measures C.3, 
which is included in Appendix B of the 1993 CMP Update DEIR, 
reads as follows: "The (MTA), where possible, through the 
congestion monitoring, highway and transit network modeling and 
land use analysis program elements of the CMP, shall determine the 
similarity between observed travel behavior with growth rates and 
geographic distribution assumptions of the RMP. The success of the 
program in working toward regional land use and mobility goals will 
be assessed as part of future CMP updates, and appropriate 
changes to work toward regional goals will be proposed in 
consultation with local, regional and state agencies." 

62. Page 63 of the DEIR acknowledges that hot spots created by the 
CMP will have to respond to Clean Air Act provisions and to the CO 
Protocol developed in conjunction with the EPA. At the project level, 
hot spots will have to be assessed on their own merits and mitigation 
measures will need to be adopted by local jurisdictions that select 
measures that result in hot spot effects. 

63. The analysis contained in Section 3.5 of the DEIR indicates that no 
deconcentration effects are anticipated. 

The Tool Box does include measures which encourage some 
increased densification in the vicinity of transit centers and corridors. 
The intent of these measures is to reduce VMT, which is a beneficial 
impact. The CMP Tool Box measures provide an incentive rather 
than a requirement for densification around transit centers and 
corridors. If selection of densification measures would result in 
significant public service impacts, that would be considered by a 
local jurisdiction, when deciding whether or not to select use of the 
measure. 

Please refer to Response to Comments 3, 45, 61, 70 and 91. 

64. "The Draft and Final Environmental Impact Report on the Southern 
California Association of Government's Draft Growth Management 
Plan" (State Clearinghouse Number 88062924) is herein incorporated 
by reference. The document is available for review at the MTA 
offices, located at: 818 W. Seventh Street, Los Angeles, CA 90017. 
Public service impacts, including impacts to utilities, are discussed in 
Chapter 6 of that document. 
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Response To Comments 

The GMP EIR includes an analysis of water supply and quality (p. 6-1 
to 6-15), wastewater treatment (p. 6-15 to 6-24), solid waste (p. 6-24 
to 6-31), hazardous waste (p. 6-31 to 6-35), schools (p. 6-35 to 6-
40), law enforcement (p. 6-40 to 6-45), fire protection (p. 6-45 to 6-
48), healthcare and social services (p. 6-48 to 6-56), and energy (p. 
6-56 to 6-64) issues. Table 3-1, pages 3-11 to 3-18 of the GMP EIR, 
which is reproduced on the following pages, summarizes the public 
service impacts and mitigations identified in the GMP EIR. 

Energy impacts associated with the 1993 CMP Update are 
considered in Section 3.4 of the 1993 CMP Update DEIR. 

65. By maintaining mobility on the regional system, the CMP will facilitate 
the movement of goods. As shown in Table E-2 in Appendix E of 
the DEIR, the CMP Tool Box includes deficiency mitigation credit 
points for go_ods movement facilities. 

66. Statute does not provide exemption for local public facilities from 
CMP mitigation requirements. Therefore, new trips added by the 
development of City facilities, such as LAX and the Port of Los 
Angeles, will be included in the City's deficiency plan responsibilities. 

To the extent that these new trips originate from growth in other 
jurisdictions within the County, those other jurisdictions will be 
responsible for addressing their share of responsibility. The 
proportion of these new trips that originate outside Los Angeles 
County are not included in the City's responsibilities. Where future 
expansion of regional facilities is planned, the CMP Land Use 
Analysis Program provides a means through which regional access 
to these facilities can be assured. The impact of trips attached to 
these future facilities from outside Los Angeles County are accounted 
for in the Transportation Impact Analysis guidelines contained in the 
CMP. 
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PUBLIC SERVICES 

Water Supply 

- - - - - - - - - - - - - - -
. Slgnlflc•nt 

Impacts 

T•ble 3-1. Continued 

PoHlble d•mage, destruction, or 
remov•I of recorded •nd 
unrecorded cultur•I resources 

Regional water supply shortf•II of 
t.2 mllllon •ere-feet (MAF) (ts 
percent shortf•II) In 2010, of 
which O. 7 MAF (21 percent short­
fall) would occur In the coastal 
pl•ln subregion and O. 5 MAF ( 11 
percent shortfall) In th• outlylng 
subregion 

Mltlg•tlon Measures NecesNry to Reduce 
Significant Impacts to l..eH than Significant 

l.oclll Jurisdictions. should require that tha followlng ... sures be 
undert•ken, prior to approving develop•n•, to protect cultural 
resourc .. : 

o •P areas of prl• cul•ural resourca slgnlflcance1 

o consult •Ith th• •pproprlat• arc:heologlcal or h11torlal 
lnfor••lon center and clearlnghouN (I.e. , Unlvarllty of 
C•llfornla at Los Angel••• Unlv•ral•y of CalltDrnla at Rlv•rsld•, 
San Bernardino County Muuu■, or laperlal Valley College 
Museu■I to Identify kno•n cultural r•sourcas and potentlal 
cultural rHources •hat could be found on l•nd proposed for 
deviilop ... nt: •nd ' 

o Implement an archaologlcal fleld 1Urvey If a dev•lopaent area I• 
Identified H •sensltlv•. • If •he fleld surv•y klantlfl•• significant 
cultural re1ourcas, preHrvatlon ind altlgatlon Msura1 should 
bti rec:oftllNnded. 

The Metropolltan Water District of Southern Callfornl• •nd other 
••t•r providers In the region should lncreaae dependable •nnual 
supplles at • raglonal level by 2018 to •• leaat I .I IIAF and --k• 
the fullest use of existing resources by l■p .... ntlng the follow­
Ing meaaures H needed: 

o lncreaae St•te Water ProJect (SWPI yl•ld1 through lmpleeenta­
tlon of a Coordinated Operation Agr .... nt be••een the S•ate 
and the U. s. Bureau of Reclam■tlon: coapletlon of 
various Delta f•clllty capacity l111prov• ... nts, offstrea■ 
1torage progr•m•, Centr•I V•lley ProJect and other SWP 
progr•m•; and hnp,eMntatlon of •••er tr•n•f•r agr .... nts 
between agrlcultural •nd urban SWP contr•ctorsJ 

o obtain Nxlmum use of Color•do Rlv•r supplles; 

o 1tore up to 3.0 MAF of surplus water In ground•at•r basins; •nd 

o make optimum use of existing r•1ourcas •nd mlnlmlH 
•dverse effects of supply 1hor•f•II• by local •••••••••r 
reclamation, groundw•ter protection, ground••t•r •reat­
ment, ••ter conserv•tlon, surface water stor•ge, and 
drought contingency plannlng protects. 

-
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Impact Category 

Water Quallty 

- - - -

Significant 
Impacts 

Degr•d•tlon of •urf•ce water, 
groundw•••r, •nd marine w•ter 
qu•llty 

Table 3-1. Continued 

Mitigation MN8UrH Nec:e•Nry to Reduce 
Slgnlflc:an• Impact• •o IAH th•n Slgnlflcan• 

Loc:■ I lurlsdlctlon• •hould llnk developaen• ph■•lng with ph■•lng of 
new lnfr■1•ruc•ur•, Including •dequ••• •nd •ffectlv• drainage, 
•••••••••r, •nd ••••• dl1posal facllltln; •nd . 

Und•r dlrec•lon of •he U. S. Environmental Pro•ectlon Agency, •h• 
St•t• Water Resource, Control Board, Regional W•t•r Qu•lfty 
Control Board•, •nd local •nd regional •genclet should admlnl•ter 
N•tlon•I Pollu••n• Dl1ch•rg• EH■ln••lon System perMI•• for poln• 
dlsch■rg•n and lmplemen• c:omprehenalv• basin plan• for ground­
w•••r pro•ectlon •nd •r-• ... nt; •nd 

Appllcable Jurl•dlc•lon• •nd agenc:IH •hould con•lnue •heir 
Influence •nd expand local c:oa•t■ I zone planning •nd Nn■gemen• 
program• In conJunc•lon wl•h the S•••• to prevent or reduce 
•dver•• effect, on c:o■stal w••er quality •nd to preserve or 
Improve areas of •pecl•I lmport•nce •uch •• bay• •nd estu■rlet; 
•nd 

1.oa!I Jurl•dlctlon• thould lmpl■-nt raglon■ I •Ir qu■llty ■ltlg•tlon 
mea•ure• to reduce or ell•lnat• the potential ■cfverH ••ter quality 
effect• of lead fallout •nd •cld precipitation; •nd 

Loc:■ I Jurisdiction• and water provldert •hould ■lllgat• groundw•t•r 
qu■llty problems by Improving groundwa•er bHln m■nageMent H 
nc:omaended In Regional Water Quallty Control Board ground••ter 
b■•ln pl•n• u•lng varlou• •thod1, lncludlng: confunctlve UH of 
•urf■ce water, groundwater, and reusable •••tew■ter; •pproprl•te 
UM of •rtlftcl■I recharge; and con•rol• on development In rech•rge 
•re■•; and 

Local Jurlldlctlon• •hould altlg■te •dv•r•e effec•• of water 
pollutlon frOM no~lnt and other 10Urce• by lmpleMentlng 
me■1urH In SCAG • Aru•lde WHte Tre■•ment M■nageaent Plan, 
Including: lmple111entlng plan• for con••lnlng •nd cle■nlng 
h■z•rdou• •ubst•nce •PIii•; •trengthenlng and enforcing loc•I 
m■nagemen• con•rol• on con••ructloi\ •lte erotlon and 1edlment 
con•rol; Implementing best 111■n■geinent practices to con•rol •••er 
pollutlon from •grlcul•ur■I •re■•; lmplementlng Improved streets, 
lltter, c■tchbHln, Inlet bHln•, and •tonn drain cleaning 
progr•m•; •nd Implementing 111e■aure• •o llmlt runoff and 111lnl•lze 
peak flows from developing areas. 

.,,, j ,: ,I J ,,. ~' = ~-

- - - - - - - - - - - - - -



- - -

(,. ... I 
,:; ...... ....., 

I\) 
I 

Impact Category 

Wastewater 
Treatment 

Solld WHte 

- - - - - - .. - - - - - - - -
Significant 

Impacts 

Table 3-1. Continued 

lncreaHd dally wHtewater treat­
ment demand to 2,171 mllllon 
gallons, exceeding avallable 
tr•t11ent capacity H follows: 

. San Bernardino County - 5 I 
percent 

Riverside County - 115 percent 

Los AngelH County - 19 percent 

llftf)erlal County - 15 percent 

Orange County - S percent 

Depletlon of existing landfill 
capacity by the following years: 

Ventura County - 1919 

San Bernardino County - 1 HO 

Orange County - 1995 

Los Angeles County - IHI 

Imperial County - 2001 

Riverside County - 2008 

Mitigation MeHures NecHury to Reduce 
Significant Impacts to LAH than Significant 

The 197' Areawide Waite Trut111ent Management Plan (HI) should 
be updated to be consistent with the CiMP a~ AQIIPs and 

To accommodate peak flows and to provide for • capadty reHrve 
of approximately 10 percent, wastewater collection and tr•t..,.t 
facllltle1 should upgrade their facllltlH to the following HH 
capacity levels (percent over existing and funded c:apadty): 

o Ventura County - 130 lllflllon gallon• per day (IIGDJ (HJ 
( 

o Lot ·Angele• County. - 1;150 MGD (I~) 

o Orange County - 510 MGD ('7) 

o Rlverilde County - 210 MGD (101) 
' . 

o San Bernardino County - JOI IIGD ( 111) 

o lmperllil County - 23 MG.D (H) 

A comprehensive size regional IOlld WHte Man■geaent plan should 
be developed: and 

The following counties, In their respective solld waste 1111nagement 
plans, should require the followlng l111provelll8ftt1, as Identified by 
the Callfornla Waite Manage1Mnt Board: 

o Ventura County - complete the ... lor expansion of an 
existing landfill and develop a new ltndfllh 

o lo1 Angeles County - expand existing landflll1, develop 
new landfills, and Implement resource recovery profects: 

o Orange County - expand two existing landflll1 and 
develop a new landfill: 

o Riverside County - expand one landfill and develop two 
new landfllls: 

o San Bernardino County - develop plans to expand ona 
landfill: and 

o Imperial County - develop plans to expand landflll1. 
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Impact Category 

Hazardous WHte 

Schools 
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Significant 
Impacts 

Table J-1. Continued 

Generation of 1 • 1,-1. '8 mllllon tons of 
off1lte hazardous WHle In 2010 

Demand for 177 1ddltlon1I 1choola 
ind 31,000 1ddltlon1I teacher■ 

Mitigation Mu1ure1 Nece1ury to Reduce 
Significant Impacts lo l.eH thin Significant 

The Southern C1llfornl1 H111rdou1 W11te Management Authority 
should adopt and Implement the 1911 Reglon■I Haz■rdou1 Waste 
Management Plan; and 

Haz1rdau1 waste management entltlff 1hould lncr•H the 1nnu1I 
region■! hazardous w11te management capacity to 1.5 mllllon Ion• 
by, 2010 by e■tabll1hlng new dl1ponl and tr•tment facllltle1. 

Local 1chool dl1trlct1 1hould l111pl11Nnt the followlng tneaaurH 
11 needed: 

. o lncre11e tran1port1llon of 1tudent1 froa overcrowded 
1chool1 to 1chool1 with 1urplu1 apace; 

o lncre■n the capacity of 111 existing f1dlllle1 through ex­
tended (e.g., ye■r-round) 1chedule1 or other mun1; 

· o bulld at le11t ,11 new 1ehool1 by 2010, lncludlng 512 
elementary and lunlor high 1chool1 and IS senior high 
1chools; 

0 111eH Nxlmu• 1llow1ble IChool l111pact , ... II 
authorized by AB 2126 ind u1e fee revenuH to provide 
Interim ind parmanent f1cllltl11; 

o If fee revenue, end 1tate funding ■re not 1ufflclent to 
acquire ■chool 1lte1 and provide new facllltles, 11t1bllah 
■lternatlve financing mech1nlH11, 1uch II community 
faclllty districts, to generate needed revenues or 
negotiate agreements that provide for site dedication 
and/or school construction by private parties; 

o hire 1ddltlon■ I quallfled 1d■lnlstratlve, t•chlng, and 
support stiff, Including at le11t 31,000 new teacher■; 
ind 

o provide educallonal progr1■1 that .... t the educatlonal 
needs of all atudenti, partlcularly thoH wt>ose Engllah 
speaking ablllty Is llmlted or who are otherwise 
disadvantaged. 

- - - - .. - - - - - - - - -
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Impact Category 

Law Enforcement 

Fire Protection 

- - - - - - - - - - - - - -
Significant 

Impacts 

Table 3-1. Continued 

Need for at least 11, ,so additional 
police officers and sheriffs and 
addltlonal facllltles (above 19H 
levels) 

Need for at least 7,100 - 10,970 
addlllonal fire protection personnel 
and additional facllltles (above 1977 
staffing level) 

Mitigation Measures Necessary to Reduce 
Significant Impacts to Lett than Significant 

Law enforcement entitles should provide needed police 
personnel, facllltles, and equlp•nt, as required by new 
development, by l•pl ... ntlng the following _,u,_, •• 
needed: 

o Implement programs to reduce the crl• rate, Inducing 
drug and gang prevention programs and education, Job 
training, and c:ommunlty actlvltlea for youth and young 
adults: · 

o place greater reliance on developtrt to provide needed 
Hrvlcea and facllltlH: 

o achieve better efficiency In the delivery of pollce 
protection services lind uu of fadlltle1 through 
consolldlltlon of services, better uae of underutUl1ed 
facilities, and redefinition of aervlce district 
boundarlea, to achieve better efflclenclei of scale: 

o UH new technologies and pollclea that· Iner .. •• ayat• 
efftclenclea and reduce cte .. nda: 

o require that services be contracted to the private 
aector, such ai private 1urvelllance, In those· lnatances 
where they can be provided tn0re efflclantly and at le11 
cost: 

o promote greater responsibility for nongovern•ntal pro­
vision of certain Hrvlcea or facllltlaa at the 
neighborhood or homeowner ■11oclatlon level: and 

o require that development be phaaed according to the 
avallablllty of adequate public aervlcea and fadlltlea. 

Fire protection entitles ahould provide needed fire personnel,. 
facllltles, and equipment, as required by new develop1118nt, 
by lmplementlng the following measures, as needed: 

o reduce fire protection demands and cost■ by requiring 
adequate emergency acce11, applying land use 
restrictions In high-risk areas and perfor111■nce 
standards on high-risk activities, and Incorporating 
standard fire prevention features Into new developaent 
(such as automatic 1prlnkler1); 

o Implement fire safety education progra••: 

o provide speclallzed training for fire personnel H needed: 

-
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Cf . Health Care 

and Soclal 
Services 

- - - -

Significant 
Impact, 

Increased need for health care 
services and facllltle1 

Increased need for publlc 
assistance 

- - - -

Table J-1. Continued 

Mitigation Mea1uret Nece1nry to Reduce 
Significant Impacts to Le11 than Significant 

o achieve better efficiency In the dellvery of fire pro­
tection 1ervlce1 and use of facllltlet through con­
solldatlon of 1ervlcet, better use of underutlll1ed 
facllltlet, and redefinition of service district 
boundaries to achieve better efflclenclet of scale: 

o use new technologle1 and policies that Increase syste1D 
efficiencies and reduce demands; 

o promote greater retponslblllty for nongovernmental pro­
vision of certain services or facllltles at the 
neighborhood or homeowner association level; and 

o require that development be phased according to the 
avallablllty of adequate publlc 1ervlcet and facllltlet. 

Publlc and private health nrvlce providers should expand 
staff and facllltlet as needed. Facilities operating by 2010 
should Include at least 500 new skllled nursing facllltles and 
addltlonal ho1pltal1, Intermediate care facllltln, and clinics. 
Providers should Improve 1alarle1 and working conditions to 
attract and retain a 1ufflclent number of skllled nurses and 
other Mdlcal personnel; and 

Public agencln and private organizations should expand 
sub1ldl1ed health care services and provide more com­
prehensive health Insurance coverage to those who cannot 
afford the costs of services, particularly to famlllet with 
young children, the elderly, and thoH with acute health 
care need•: and 

Health service providers should develop and expand 
Innovative~ affolldable, and cost-effective alternatlves such 
as preventative care, adult day care, and home health care 
services. 

Local, state and federal govern!Mflt agencies should Increase the 
efflclenty of the Food Stamps and MedlCal program, to better serve 
those In need; and 

Public agencies and private orgenl1atlon1 should reduce the 
level of future demand for publlc a11l1tance by lolntly 
developlng and lmplementlng Innovative and cost-effectlve 
education, job training, lob placement, child care, and family 

\ I 

support programs. _ . . . , , .. ,. . . . . . . , 
·-~~' i. _,~,.,, ·'•~i'•_•· _ ·-· ,·:_i11_ 'I .<. -~- ~":· ~' --·---- · . .' ..... ·: ,:·~-t•1,;·,i - - - - - - - - - - -
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Energy 

- - - - - - - - - - - - - - -
Significant 

Impacts 

lncrused need for other toelal 
Mrvlce1 

Table 3-t. Continued 

Increased electrlclty and natural 
gas demand of '1 , soo Gigawatt­
hours (Gwh) and 210 bllllon cubic 
feet (bcf) per yur, rHpectlvely 

Mitigation Mu■urH Nece1ury to Reduce 
Significant Impacts to l.eH then Significant 

Employers In the region should participate dlrectly or lndlrectly In 
providing or supporting chlld care Mrvlce1; and 

Service providers should develop and expand Innovative, 
affordable, and cost-effective programs for dellverlfll IOCl■I 
services to the elderly, children, and the general pop­
ulatlon. 

Utllltles, local Jurl1dlctlon1, and re1ldent1 should participate 
In lmpl11118r1tatlon of the following .... ,ures : 

o reduce overall future electrldty de1111nd In the region by 
20 percent or 22,IOO Gwh/yr thr~h energy con■ervetlon; 

o reduce overall future natural pl demand In th• region 
by 15 percent or t 11.12 bcf/yr through •nergy con1erv•tlon; 

o reduce total annual resldentlel HCtor de•nd by 2S 
percent, or 1,500 Gwh end 73.22 bcf/yr:, by epplyln,. 
Cellfornla Tltle 211 bulldlng 1t1ndard1 end lllte end· ederal 
eppllence efficiency 1tenderd1 to ell -.e• construction, 
requiring retrofitting of existing bulldlng1 (e.g., 
weatherstripping end ln1ul1tlon) 11 fu1lble, shifting 
consumption to off-peak hours by develaplng, end 1-,,1e111entlng 
re1ldentlal load manage•nt 1llnderd1 and rate edlu1taents: 

o reduce total annual c:ommerclal sector de•nd by JI 
percent, or 10,000 Gwh and 23. 1' bcf per year, by 
lmplllMntlng Tltle 211 nonresldentlal bulldlng 111nderd1 to ell 
new construction, lnstalllng cost-effective conservation 
measures In existing COfflllllrclal bulldlngs, end developlng end 
Implementing llghtlng and c01111Mrclal appllence efficiency 
standards; 

o reduce total annual lndustrlel sector de-■nd by 5 
percent or 2, &00 Gwh and 15. 22 bcf per year 
by Implementing lncre11ed motor end operation and control 
efficiency standards, lnstalllng cost-effective energy 
conservation equipment on lndustrlal facllltlH (e.g., hollers), 
and lncre11lng agricultural pumping efficiency; 

o provide Incentives for cleaner and leH energy-lnten■lve 
lndustrlal development end promote cogeneratlon and 
other practices to reduce manufacturing and lndustrlel 
energy consumption; 

o lncreese the use of renewable and alternative energy 
sources (e.g., wind and geothermal) that generally are 
less capital-Intensive and have shorter development lead 
times than conventlonal sources; and 

-
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Table J-1, Continued 

Significant 
Impacts 

lncre11ed annual motor fuel 
demand of 250-761 mllllon gallons 
per yur 

112 percent Increase In total 
reglonal person-trip,. 

Ultle change In the proportion of 
lntracounty home-work trips to 
total home-work trips regionally or 
within counties 

-
611 pe1 cent Increase In home-work 
trips from Riverside and San 
Bernardino Counties to Los 
Angeles County; IO percent 
Increase from Riverside and San ·"-- r-•--•••• to Orange 

- - - - -

Mltlgetlon Measures N1e1111ry to Reduce 
Significant Impacts to l.111 than Significant 

o apply me11ure1 recommended In the AQMP that would reduce 
overall In the generation of fo11II fuel-based electrlclty within 
the air b11ln. 

Transportation agencies. local Jurl1dlctlon1, employers, 
residents, and the automoblle Industry should participate In 
the Implementation of the followlng -•ure1: 

o Increase average vehlcle fuel econonty, partlcularly that 
of llght-duty pa11enger vehicles, through technologlcal 
change; 

o lncre11e the UH of vehicles with greater fuel econoay 
through Increased fuel cost,, taxes, or othar 
economic Incentive,; 

o Increase the UH of alternatlve or renewable energy 
sources (e.g., alcohol or other llquld fuels from 
blONH, hydrogen rroduced frOIII solar or wind power, 
or the direct use o electrlclty ge.,.rated by solar or 
wind power): . 

o plan future grcntth so II to .inbnlze transportation 
energy use by prolllOtlng ■lxed-UH deve1:r ... nt, publlc 
transit, non•torl1ed travel, and beneflcla soclal or 
technologlcal developments (e.g., telecommunlcatlon1): and 

o reduce projected levels of future traffic conge1tlon by 
Implementing the preferred RMP strategy. a• de1crlbed In 
Chapter 7. 

None avalllble to reduce the level of congestion and amount of 
delay to that experienced In 19111. The followlng mitigation· 
me11ure would partlally reduce then Impacts, but not to a 
le11-than-1lgnlflcant level: 

. o Implement the Regional Moblllty Plan preferred strategy 
which calls for : 

- faclllty development with. 175 lane-mlles of new roadway 
construction, 913 lane-mlle1 of new high occupancy 
vehicle ( HOV) capacity, 397 miles of new rapid transit 
1y1tem1, and 112 new park-and-ride lots; 

- hnplemenlatlon of ,ob,-houslng balance pollcle1 to shift 
· 9 percent of new obs to Job-poor are11 and II, S percent 

- - ._ ----•---.ww.i.- •r•••: - - - - - - - -

1 

·~ -
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Letter 6 

CITY OF CUL VER CITY 
4095 OVERLAND AVENUE• P.O. BOX 507 
CULVER CITY, CALIFORNIA 90232-0507 

' .• :,:, 1rl, f-AFiJ 
'•,;. .. 

• 7~ ~ l'f : .. 

2 4 9 2 9 3 SEP 21 ~ 

September 13, 1993 

Kendra Morries, Land Use Project Manager 
Congestion Management Program 
Los Angeles County Metropolitan Transportation Authority 
818 West Seventh Street, MIS 2200 
Los Angeles, California 90017 

1993 Update Congestion Management Plan Draft Environmental Impact Report 
Comments 

Dear Ms. Morries: 

The City of Culver City appr(!Ciates the opportunity to comment on the Draft 
Environmental Impact Report (EIR) on the 1993 Congestion Management Program for Los 
Angeles County (CMP). Culver City has been an active participant in the CMP process. 
City staff reviewed the NOP and provided comment. Since some of the NOP comments 
have not been addressed in the Draft EIR as discussed below, we have attached a copy of 
our NOP comments. We have reviewed the Draft EIR and have the following comments. 

0 

0 

The Project is Not Defined -- The comments on the CMP were due last week on 
September 9. We provided comments on the CMP for that deadline under separate 
cover, as requested by LACMTA. The Draft EIR was circulated well before that 
time and clearly cannot reflect any revisions to the CMP which may be required in r;;i 
response to comments on the CMP. Whether or not the revisions in response to ~ 
comments constitutes significant_ new information necessitating recirculation of the 
Draft EIR will have to be determined. In any event, the Final EIR should clearly 
denote changes made. to the EIR and CMP text in response to comments on the Draft 
CMP, beyond those made in revising the document from the 1992 to 1993 versions. 

Significant Changes in Land Use -- The CMP does significantly and systematically 
alter land use development patterns. We commented on the NOP that this impact is 
key to understanding the impacts of the CMP and must be addressed in the EIR. 
Instead the Draft EIR contradicts itself and determines that no adverse impacts are 
expected. On page 75 of the Draft EIR, the thresholds of significance for land use 
are defined to include alteration of development patterns. On page 77, the Draft 6 
EIR states that "the CMP appears not to significantly alter existing growth patterns". 
The first items listed in the CMP toolbox (Appendix G of the Draft CMP July 1993) 
are land use strategies focusing development around transit centers and corridors. 
These strategies are clearly an alteration in land use dev~lopment patterns. 
Therefore, in context with the thresholds of significance, the CMP will have 
significant impact on land use. These potential impacts are environmentally adverse---; 8 
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Ms. Kendra Morries, Land Use Project Manager 
September 13, 1993 
Page2 

in that areas where development will be concentrated cannot, in most cases, absorb 
the intensification called for in the CMP without significant improvements in the 
supporting infrastructure, not to mention impacts associated with dislocation of 
existing homes and businesses during construction. As stated in our comments on 
the CMP, mitigation strategies which give credit for focused residential and 
commercial development along transit corridors and at transit centers should only be 
allowed if the corridors and centers are funded and the alignment set. Regionally 
and in the long-term, the impacts of land use intensification around transit centers 
and corridors may be beneficial, but locally, the impacts could be devastating. 

o Loss of Parking is a Potential Impact -- As the City of Culver City commented on 
the Draft CMP, the legislation on which the parking cash-out program is based does 
not require the CMP to address parking cash-out, but instead shall consider such 
programs during the development and update of the trip reduction and travel demand . 
element. The CMP requirement is different than the requirement of the statute. 
The EIR does not address the potential impacts to any parking provisions of the 
CMP, including the cash-out program. We request that the CMP and EIR be 
revised to include the full provisions of the parking cash-out program statute and 
discuss the potential environmental impacts of this program. 

Again, we appreciate the opportunity to comment on the Draft EIR for the CMP. We 
· anticipated that, after review of the comments on the CMP, LACMTA will notify us about 
the determination regarding possible recirculation of the Draft EIR. We do not intent to 
needlessly delay the CMP process, but are concerned about the adequacy of impact analysis 
in the EIR. If you have any questions about the above comments, please do not hesitate to 
call me at (310) 280-5949, or John ·Rivera, Associate Planner, at (310) 202-5783. 

Sincerely, 

Steven L. Gerhardt 
Interim CEQA Coordinator 

SLG:slg 

Copy: Jody Hall-Esser, Chief Administrative Officer 
Culver City CMP Task Force 

Attachment: June 23, 1993 NOP Comments 

-179-

I 
I 
I 
I 

8 I 
I 
I 
I 

B I 
I 

I El I 
I 
I 
I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

PLANNING DIVISION 

CITY OF CULVER CITY 
(310) 202-5777 

• 
FAX (310) 839-5997 

4095 OVERLAND AVENUE, CULVER CITY, CALIFORNIA 90232-0507 

JAY B. CUNNINGHAM 

City Planner 

June 23, 1993 

Ms. Kendra Morries, Land Use Project Manager 
Congestion Management Program 
818 West Seventh Street, MIS 2200 
Los Angeles, CA 90017 

1993 CMP NOTICE OF PREPARATION COMMENTS 

Dear Ms. Morries: 

The City of Culver City appreciates the opportunity to comment on the Notice of 
Preparation (NOP) of a Draft Environmental Impact Report "(EIR) on the 1993 
Congestion Management Program (CMP) for Los Angeles County. Culver. City has 
been an active participant in the CMP process. City staff has reviewed the NOP and 
the City has the following comments. 

0 Tiering from Previous Programs and EIRs - While we appreciate and 
encourage the tiering concept and understand its usefulness in this instance, the 
Draft EIR should be completed in such a way that the resulting document stands 
alone and is understandable to readers who may not have several years of 
experience with the CMP process. The CMP has evolved significantly in the 
past year. The quantification of impacts and credits and other vital components 
of the CMP are now available. It is important for the public to understand the 
refinements and changes that have occurred and the potential impacts of the 
program as is now exists. The changes are more profound that the addition of 
the deficiency plan to the CMP. Key passages from past RMP and CMP 
program documents, or their EIRs, and from the current NOP/Initial Study 
should be repeated or referenced in the EIR and provided in the appendices for 
this EIR. In no instances should local or regional potential impacts discussed in 
subsequent project-specific (i.e., CIP project) EIRs address issues which were 
not identified as potential impacts in the 1993 CMP EIR, which is intended to 
serve as the master tiering environmental document. 
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Ms. Kendra Morries, Land Use Project Manager 
Page2 
June 23, 1993 

At minimum, the complete set of CMP mitigation measures should be provided 
in the EIR. The existing and proposed measures could be separated for clarity. 
As discussed below, the RMP and 1992 CMP EIRs do not provide 
comprehensive impact analysis for several environmental issues. Additional 
analysis in the 1993 CMP EIR will be required. The 1993 CMP EIR and the 
guidelines together should provide a complete picture of the requirements and 
goals of the CMP. 

o Supplements to the CMP - The CMP NOP (Page 5) indicates that a brief 
supplement to the CMP guidelines for analysis of longer range and more 
generalized development programs will be forthcoming. In our discussions with 
MT A staff, we have learned that the supplement will be incorporated into the 
CMP Draft EIR. Standard practice throughout the CMP process has allowed 
interested parties to_ review proposed revisions and additions to the CMP 
guidelines prior to including them. The CMP EIR will also consider the 
addition of La Cienega Boulevard, from 1-l0 (Santa Monica Freeway) to 1-405 
(San Diego Freeway). This addition needs to be reviewed and analyzed. At 
this point, it appears that timing for the EIR may not allow this type of 
preliminary review, or that the review of the supplement and network change 
with the Draft EIR will occur concurrently. In the past, the LACMTA (or its 
predecessors) has asked that comments on the program be submitted separately 
from comments on the EIR itself. We therefore reserve the right to comment 
on the supplement as part of the EIR. We will make our comment separately 
during the EIR review period if requested. . ~ 

o Benefits as Well as Impacts Should be Discussed - The initial study indicates no 
potential impacts for Water (III.e), and provides a summary of impact 
discussion and mitigation from the 1992 CMP EIR. It should be emphasized in 
the EIR, as mentioned in the Initial Study, that the levels of pollution deposited 
on roadways for eventual transport to the storm drain system would vary with 
the number and length of trips made ori these facilities. The CMP encourages 
fewer trips or reduced length trips. The potential benefit in terms of potentially 
improved w~ter quality should be discussed in the EIR. Similarly, other 
environmental benefits of implementation of the CMP should be discussed in the 
EIR, as was in the RMP EIR (Page 152). 
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Ms. Kendra Morries, Land Use Project Manager 
Page3 
June 23, 1993 

0 Impacts not Identified in the Initial Study Should be Discussed - Potential 
impacts in the form of traffic hazards to motor vehicles, bicyclists or pedestrians 
should be discussed as a potential impact. The initial study states that the 1993 
CMP does not contain any element that would increase traffic hazards. It is 
conceivable that lane reconfigurations or restriping, signal timings, and other 
changes could create traffic hazards, particularly for pedestrians and bicyclists. 
This is a potential impact that should have been checked "maybe" in the initial 
study. Discussion of potential impacts should not be discounted in the CMP 
EIR since this EIR will be used for tiering project-specific projects under the 
CMP that may have traffic hazard impact potential. The EIR should discuss 
this impact potential. 

The CMP encourages the use of alternative fuel and zero-emission (electric) 
vehicles. These could: potentially impact power or natural gas utilities. Items 
XVI.a and XVI.b should have been checked "maybe" and the EIR should 
discuss potential impacts from _increased use of alternative fuel and zero­
emission vehicles on energy utilities. 

The RMP EIR only discussed the energy impacts of Amtrak trains in terms of 
passenger rail transit. Although transit improvements that have come on line 
since 1988, such as the MetroRail Red and Blue lines, do not consume fuel, 
they should be considered for potential energy conservation issues. This issue 
was not raised in the 1992 CMP EIR. 

Similarly, the CMP encourages telecommuting. The potential impact on 
communications systems should be discussed. The impact of fax machines, 
cellular networks, and other devices on communication systems in recent years 
has been tremendous. The number of area codes now serving Los Angeles 
County is ample evidence of this impact. Telecommuting from home or from 
satellite telecommuting centers in suburban areas has the potential to continue to 
impact communication systems. This impact should be discussed in the EIR. 

The potential for CMP roadway improvements to create aesthetic impacts 
should be discussed in the EIR. Grade-separated crossings, for instance, could 
create aesthetic impacts and block views. Culver City commented about the 
need for adequate aesthetic impact analysis during preparation of the 1992 CMP 
EIR. 
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Ms. Kendra Morries, Land Use Project Manager 
Page4 
June 23, 1993 

0 

Fiscal impacts on businesses has not been adequately addressed in the two 
previous EIRs from which the 1993 CMP EIR will be tiered. Discussion 
focused on business relocations, employment growth, access to employment 
areas, and other issues, but did not discuss the fiscal impact on adjacent 
businesses in terms of lost on-street parking resulting from roadway widenings 
and restripings. The urban design quality and aesthetics for sustaining and 
attracting businesses along CMP roadways may negatively affected by street 
widenings, and needs to be addressed in the CMP EIR. 

Cultural resources that have yet to be discovered are protected by mitigation 
measures provided in the State CEQA Guidelines in Appendix K. Since the 
CMP may involve disturbing cultural resources to complete facilities, the 
potential for impacts should be identified in the CMP EIR. Subsequent project­
specific EIRs should ~so discuss this potential impact even if cultural resource 
inventories do not anticipate a likelihood of impacting cultural resources. 
Appendix K provides mitigation measures in the event unanticipated or 
previously unidentified cultural resources are discovered during construction. 

Growth Inducement - The 1992 CMP EIR states that the potential of the CMP 
to foster urban deconcentration is negligible. Specifically, the· EIR states that 
"in order to avoid congested areas, and any costs associated with developing in 
areas subject to deficiency plans, developers may prefer to initiate new projects 
in relatively uncongested areas. Therefore, the CMP may provide an additional 
incentive for growth in outlying areas ... This impact is considered minor, 
when compared to existing incentive to locate new development in less 
congested areas" (1992 CMP EIR, Page 145). While it might be argued that 
other forces, such as land prices and housing affordability, are the major 
contributors to urban sprawl, the impact of the CMP to encourage growth in 
outlying areas should not be discounted. 

The avoidance of mitigation measures for congestion for initial development in } 1 
an area, depending on future "last one on the block" developments for 
mitigation is a tradition in this region that has led to the congestion problems the 
CMP was created to address. The potential for improved travel time to} _I 
encourage longer commutes should be an integral part of the impact discussion 7 
in the CMP EIR. The relationships between regional land use control, growthJ-J 
management and the underlying reasons for traffic congestion should also be I 
thoroughly discussed in the CMP EIR. 
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Ms. Kendra Morries, Land Use Project Manager 
Page5 
June 23, 1993 

0 

The RMP BIR stated that the RMP did not create an inducement to growth, it 
redistributes population and employment growth to achieve better job/housing 
balance within each subregion (RMP BIR, Page 157). The CMP EIR, on the 
other hand, states that the CMP is not anticipated to affect the distribution of 
population and employment at the SCAG subregional level (1992 CMP EIR, 
Page 44). While the argument that the CMP is not likely to induce regional 
population growth makes sense, the CMP·has the potential to greatly impact the 
distribution of population and employment within the region. The impact on 
subregions and local jurisdictions could be significant. Since it is unlikely that 
the project-specific EIRs for CIP projects will consider subregional impact 
potential, these impacts should be considered in the 1993 CMP BIR. As Culver 
City has commented on the 1992 CMP EIR, the discussion on growth 
inducement potential needs on a subregional or local level, if not regional, and 
must be supported by .recent data and supportable analysis. 

Regional Centers - The development of regional centers linked by transit is 
encouraged in the CMP. However, the establishment of regional centers in 
jurisdictions other than the City of Los Angeles and County of Los Angeles 
requires intergovernmental coordination, perhaps even Memoranda of 
Understanding or Joint Powers Agreements. Culver City has commented on 
this issue for the 1992 CMP EIR. 

Local jurisdictions do not want to allow increased density around transit centersH 
until development of the transit system and transit center are guaranteed. 
Allowing the increased density, only to see the transit improvements not come 
to fruition has created some of the most congested areas in the region. TheH 
offset of localized "hot spot" impacts to regional air emission reductions has 
been documented in the 1992 CMP BIR (1993 CMP Initial Study, Page 19). 
The relationship of local land use policy decisions to create regional centers in 
association and coordination with regional transit facilities should be discussed 
in the 1993 CMP EIR. 

The localized im1>3:cts of co_ncentrating development at transit centers has been 
briefly discussed in the previous EIRs. The RMP BIR. did not consider impacts 
to regional centers in the Urban Form and Growth analysis section. Centers 
were listed on Page 134 and discussed in terms of county employment growth as 
part of the regional economy analysis (RMP BIR, Page 138). The 1992 CMP 
BIR states that individual CIP projects may result in localized adverse traffic 
impacts, which will be addressed in future project-specific BIRs (1992 CMP 
BIR, Page 60). 
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Ms. Kendra Morries, Land Use Project Manager 
Page6 
June 23, 1993 

Since the CMP network has been developed to include the major highways and 
roadways that are currently experiencing congestion, it is logical to assume that 
the transit centers designated through the CMP process will also be on or near 
CMP roadways. Concentrated development densities of the intensity and scale 
considered in the CMP will create additional impacts on these already congested 

. roadways. Even if the capture rate for commuter trips is high for development 
around these transit centers, the addition of trips by those coming to and leaving 
the regional centers each day plus daily local trips by transit center residents and 
employees outside the transit center will add significant numbers of local trips to 
the already congested local traffic system. Thereby, even though the transit 
center will facilitate regional mobility, the density of the transit centers will 
actually increase local congestion an4 limit local mobility. This impact has 
been vaguely referenced in previous EIRs and needs to be completely analyzed 
in the 1993 CMP Em, as well as future project-specific EIRs. The CMP EIR 
cannot ignore this potential impact, or defer the basic analysis to future project 
EIRs, where.the impact potential will be fragmented. 

In order to analyze the potential impact the CMP EIR should consider the level 
of concentrated development at a transit center and identify the associated 
impacts of that increased development. . The analysis of traffic impacts alone is 
not sufficient. The impact on existing infrastructure, such as water and sewer 
lines (conveyance and treatment capacity), emergency services [the ability to 
provide service to the transit center and system, not just get around town as 
discussed in the 1992 CMP EIR (Page 139)], and other public services and 
utilities, must be discussed as potential impacts of the policies of the CMP itself 
in the 1993 CMP EIR. Detailed discussion can be provided in CIP project EIRs 
as these projects relate to specific localized conditions for individual projects. 

The real world intensity and potential impacts of the development -required to 
support the transit centers has not been fully considered in any of the previous 
environmental analysis. We would urge you to review the work recently 
completed by the UCLA Graduate School of Architecture and Urban Planning 
under Professor Jurg Lang, to understand potential impacts of regional center 
development concentration. Those studies of the Exposition Right-of-Way may 
further assist in the preparation of the 1993 CMP EIR. 
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Ms. Kendra Morries, Land Use Project Manager 
Page7 
June 23, 1993 

Again, we appreciate the opportunity to .comment on the scope of the Draft EIR for the 
CMP. If you have any questions about the above comments, please do not hesitate to 
call me at (310) 280-5949, or John Rivera, Associate Planner, at (310) 202-5783. 

s~ 

Steven L. Gerhardt, AICP 
Interim CEQA Coordinator 

SLG:slg 

Copy: Mike Balkman, Mayo~ 
Albert Vera, Vice Mayor 
Dr. James D. Boulgarides, Councilmember 
Steven Gourley, Councilmember 
Jozelle Smith, Councilmember 
David M. Glasser, Planning Commission Chairman 
Stephen Schwartz, Planning Commission Vice Chairman 
John G. Edell, Planning Commissioner 
George F. Sweeny, Planning Commissioner 
Edward M. Wolkowitz, Planning Commissioner 
Jody Hall-Esser, Chief Administrative Officer 
Norman Herring, City Attorney 
Mark Winogrond, Community Development Director 
Jay B. Cunningham, City Planner 
James S. Davis, City Engineer 
Evelyn Keller, Deputy City Attorney 
Carol DeLay, Deputy City Planner 
John Rivera, Associate Planner 
Jackie Freedman, Project Planner 
Ken Johnson, Traffic Engineering Consultant 
Holly Garnish, Management Analyst 
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Response To Comments 

Letter 6. Response to Comment from Steven L. Gerhardt, Interim CEQA 
Coordinator, City of Culver City, September 13, 1993 with 
attached letter of June 23, 1993. 

67. Since the commentator does not indicate which of the City's 
comments submitted in response to the NOP are still of concern, 
Responses to Comments 73 to 93 address each of the City's NOP 
comments in turn. 

68. Please refer to Response to Comment Number 41. 

69. The discussion on page 77 relates to the proposed project's 
potential to affect the regional land use pattern. The DEIR indicates 
that the 1993 CMP Update will have two major land use impacts 
(please see page S-6). First: "(t)he proposed program will not 
systematically result in a land use pattern which is substantially 
different than the adopted regional forecast or which is systematically 
different than market patterns." A mitigation, measure 3.5.1, is 
included to require monitoring as to the validity of this conclusion 
and the impact is categorized as "Not Significant." Second: "(t)he 
proposed program may result in a localized redistribution of 
development in the form of greater densification of transit corridors 
and/or station areas. This impact is categorized as a "Beneficial 
Impact." Both of the potential impacts identified by the commentator 
are thus discussed in the DEIR. 

70. The CMP Tool Box measures provide an incentive rather than a 
requirement for densification around transit centers and corridors. 
Jurisdictions are provided with the flexibility to select those Tool Box 
measures which accomplish CMP deficiency mitigation targets in a 
way that is best suited to the local jurisdiction. · If selection of 
densification measures would result in significant public service 
impacts, that would be considered by a local jurisdiction, when 
deciding whether or not to select use of the measure. Therefore 
public service impacts from selection of these types of measures 
were not considered significant. The 1992 CMP EIR discusses 
potential dislocation issues associated with the construction of capital 
improvement projects. 

As indicated in Appendix G to the CMP, any "(p)roposed station or 
facility must be funded and alignment set by a certified EIR" to obtain 
credit. (See for example condition C of strategies 1.1 and 1.2 on p G3 
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Response To Comments 

of the Draft CMP). Because of the inclusion of this requirement, the 
CMP is not anticipated to result in the type of impact described by 
the commentator. The full text of the CMP was incorporated in the 
DEIR by reference (see page 4 of the DEIR). 

71. The final CMP will amend the description of "Parking Cash-Out 
Programs" to include reference to the applicable Government Code 
Section. 

As required by statute, MTA has considered parking cash-out 
programs and determined that it is an appropriate strategy for the 
deficiency plan mitigation Tool Box. It should also be noted that a 
city does not need to select this strategy if it does not fit local 
jurisdiction mitigation needs. The Tool Box is intended to provide 
flexibility to choose the most appropriate strategies. The specific 
effects of a local jurisdiction's parking cash-out program and the 
appropriate mitigation measures would be addressed as part of the 
local jurisdiction's review and adoption process. 

The parking cash-out program is listed as a deficiency mitigation 
Tool Box measure in Table E-2 in Appendix E of the DEIR. 

72. Please refer to Response to Comment 41. 

73. Chapter II of the DEIR explains the relationship between the 1992 
and 1993 CMPs and their associated EIRs. The 1993 CMP EIR 
contains a stand-alone analysis of the addition of the deficiency plan 
component to the CMP as well as cumulative impacts. The 1992 
CMP EIR, in tandem with the 1993 CMP Update EIR, are the joint 
master documents from which project specific EIRs can be tiered. 
They should be viewed as volumes I and II of the program EIR for 
the CMP. Mitigation Measures from the.1992 CMP EIR are included 
as Appendix B of the DEi R. 

74. Section 2.4 of the DEIR contains a summary of the elements 
proposed for inclusion in the 1993 CMP and analyzed in the DEIR. 
These elements include: update of the 1993 Highway and Transit 
Monitoring Network; additions to the CMP Highway and Roadway 
System; refinement of the Land Use Analysis Program; update of the 
Capital Improvement Program; and addition of deficiency plan 
procedures. 
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Please refer also to Response to Comment No. 41. 

75. The DEIR identifies the following beneficial program impacts: 
consistency with the RMP; reduced VHT and hours of delay; air 
emissions reductions; fuel savings; a shift towards high occupancy 
modes further reducing energy consumption; densification of transit 
corridors and/or station areas; and maintenance or improvement of 
emergency vehicle response times. 

Since VMT under the proposed program would range from 202 to 
205 million VMT, compared to 202 million VMT under the baseline 
conditions, water quality benefits are not anticipated, and the analysis 
contained in the 1992 CMP EIR remains valid. 

76. Ultimately, traffic hazards to motor vehicles, bicyclists or pedestrians 
should be d~creased as a result of the project, since the goal is to 
manage and reduce congestion on the CMP system. Standard 
construction traffic safety practices should result in less than 
significant traffic hazards during the actual construction of 
improvements. The potential for implementation of improvement 
projects to result in traffic hazards would be evaluated as part of 
standard project-level environmental review under CEQA, once such 
improvements are identified. No significant traffic hazard related 
issues are anticipated at the program level. 

77. The CMP does not address the use of alternate fuels. Please refer 
also to Response to Comment 78. 

78. The potential energy impacts of increased use of high occupancy 
vehicles is discussed on page 66 of the DEIR. It is acknowledged 
that some Tool Box measures are oriented to increasing the transit 
share of total person trips in the County. These trips would take 
place on the bus or rail transit system. In the short term, the shift to 
bus use would entail increased diesel fuel consumption and over the 
long term the shift to electric buses will result in increased power 
plant consumption of coal, thermal, or hydroelectric sources. 
Overall, a shift toward high vehicle occupancy modes would increase 
energy efficiency in the County by decreasing the energy 
consumption per person trip. 

79. Over the last 5 years, there has been a rapidly growing, worldwide, 
use of fax machines, cellular networks, and other electronic means 
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Response To Comments 

of instant communication. This has been accompanied by 
technological developments that have reduced the price of such 
equipment and increased the capacity of the communications 
infrastructure. The CMP does encourage the use of telecommuting 
as an alternative to driving. However, it is unclear the degree to 
which local jurisdictions will choose to select telecommuting related 
Tool Box measures. As this telecommuting is implemented, as a 
result of CMP, AQMP, and general business practice changes, it will 
result in an increased use of, and demand for, new communication 
technologies. However, it is unlikely that the CMP's contribution to 
this impact will be significant given the stricter AQMP requirements, 
the range of measures included in the Tool Box, and the other 
societal forces affecting the overall change in communication 
patterns which is currently taking place. 

80. The RMP EIR includes a discussion of the factors which determine 
a project's potential to create aesthetic impacts as well as a 
discussion of both how classes of RMP projects and specific AMP 
projects would affect aesthetics. (Please refer to pages 86 - 96 of 
the DEIR for the AMP). The classes of AMP projects discussed in 
the RMP EIR are TDM, TSM, high-flow arterial, high-occupancy 
vehicle facilities, mixed-flow facilities, transit facilities, and non­
motorized transportation. The AMP EIR includes, at a program level 
of detail, mitigation measures for aesthetic impacts. The DEIR for the 
CMP is tiered from the EIR for the RMP and the RMP EIR was 
incorporated in the DEIR by reference (see page 2 of the DEIR). 
Both the 1992 CMP EIR (see page 149) and the DEIR for the 1993 
CMP (see page 102) state that the construction of new freeways and 
transit guideways, especially aerial alignments, can disrupt or block 
views and indicate that such projects would have a significant 
cumulative impact on visual resources. Because both the RMP and 
CMP EIR's are program level documents, and the specific nature ana 
mitigation for a capital project's aesthetic impacts can only be 
determined during project level analysis, the program level discussion 
of visual impacts included in the RMP EIR was felt to be adequate for 
purposes of CMP evaluation. 

81. Given the speculative nature of which Tool Box measures will be 
selected by a local jurisdiction, it is not possible to accurately predict 
the magnitude of economic and fiscal effects on local businesses. 
It is acknowledged, however, that local implementation of measures 
that restrict on-street parking or widen facilities to remove parking 
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would adversely affect adjacent businesses if no mitigation measures 
were considered by the local jurisdiction. 

82. Mitigation Measure H.1 of the 1992 CMP EIR provides mitigations for 
potential cultural resource impacts. Please see Appendix B of the 
DEIR. 

83. The discussion in Chapter IV of the DEIR includes an updated 
discussion of the CMP's potential to create deconcentration effects. 

84. The 1993 CMP proposes to address the impacts of cumulative 
development through the addition of the deficiency plan component 
to the CMP program. In summary, the countywide deficiency plan 
provides that each local jurisdiction will be responsible for tracking 
and reporting all new development activity on an annual basis. Local 
jurisdictions then off-set the impacts of new development by selecting 
and implementing mitigation strategies they deem most appropriate 
for their community. 

The countywide deficiency plan does not, however, require linkage 
of mitigation, or credits, to individual or specific development 
approvals. Jurisdictions are therefore free to choose the mitigation 
strategies they deem most appropriate. Mitigation measures can be 
applied throughout the jurisdiction, within a subarea, at a specific 
project level, or in cooperation with other jurisdictions. The program 
requires only that local jurisdictions implement mitigation strategies 
commensurate with its annually calculated congestion mitigation 
goal. 

85. As explained on pages 34-36 of the DEIR, the model runs which 
were done to analyze the potential impacts of the Trip Reduction 
Emphasis and Capacity Enhancement Emphasis used an iterative 
modeling process in order to account for the effect of latent demand. 

Please refer also to Response to Comment 3. 

86. The issues of regional land use controls and growth management 
are highly political in nature and controversial as they have the 
potential of diminishing each jurisdiction's control over land use 
within its boundaries. Rather than imposing regional land use 
measures or controls, the CMP offers various land use options within 
the menu of mitigation strategies. The mitigation strategy values are 
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Response To Comments 

listed in Table E-2 of Appendix E of the CMP EIR. Each jurisdiction 
has the ability to choose those options that will best further their own 
needs and may be able to offset their deficiency plan debits entirely 
with capital improvement, TSM and demand management strategies. 
The CMP offers a coordinated regional congestion management 
strategy while maintaining local jurisdictional control over the choice 
of mitigation strategies. 

87. Sections 3.5 and 4.1 of the DEIR discuss, in detail, the potential of 
the CMP to create a subregional redistribution of population, 
employment, and housing within the County. This discussion 
supplements and updates the discussion in the 1992 CMP EIR. 

88. Comment noted. 

89. Credit for de_velopment along transit centers will be subject to the 
requirement that the transit center have received prior environmental 
clearance and funding for construction. 

90. Comment noted. 

91. There is a potential for future localized increases in congestion and 
tripmaking due to the centralization of development activity around 
transit centers. As stated in the comment, however, the goal of the 
program and the development intensification is to capture a relatively 
larger share of trips on the transit system and to eliminate trips via 
interaction of mixed land uses. The overall system-wide congestion 
would therefore decrease even if there is some localized increase in 
tripmaking (i.e., shifting the inevitable future trip increases to 
centralized locations rather spreading it out throughout the County). 
It is not feasible to measure the impacts of such localized trip 
increases on a countywide basis since it is not known where 
development activity will be intensified or to what level. This Tool 
Box measure is entirely within the control of local governmental 
agencies through the land use planning and development approval 
process. 

92. The CMP Tool Box measures provide an incentive rather than a 
requirement for densification around transit centers and corridors. 
Jurisdictions are provided with the flexibility to select those Tool Box 
measures which accomplish CMP deficiency mitigation targets in a 
way that is best suited to the local jurisdiction. If selection of 
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densification measures would result in significant public service 
impacts, that would be considered by a local jurisdiction, when 
deciding whether or not to select use of the measure. Therefore 
public service impacts from selection of these types of measures 
were not considered significant. The 1992 CMP EIR discusses 
potential dislocation issues associated with the construction of capital 
improvement projects. The 1993 CMP EIR discusses the potential 
"hot spot" creating impacts of densification around transit 
centers/stations and identifies this as a significant impact of the 
proposed project. 

93. The comment points out the need for analysis of the impacts of 
transit center development. The scale of such impacts would hinge 
on many details including the size of the center; its location relative 
to other land uses; the accessibility of the facility to shuttle buses, 
pedestrians, _ or automobiles; the· adequacy of parking facilities; 
accommodations for child care and/or other support facilities; 
provisions for joint development; and the nature of surrounding land 
uses. Each local jurisdiction will determine the parameters and, 
correspondingly, the scope of potential impacts of its transit centers. 
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Letter 7 

COUNTY OF LOS ANGELES 
DEPARTMENT OF PUBLIC WORKS . 

: i-

THOMAS A. TIDEMANSON, Director 

900 SOUTH FREMONT AVENUE 
ALHAMBRA, CALIFORNIA 91803-1331 

Telephone: (818) 458-5100 
. - -~ ·ADDRESS ALL.CO~RisPONDENCE TO: 

September 13, 1993 P.O.BOX 1460 
ALHAMBRA, CALIFORNIA 91802-1460 

Mr. Ed Shikada, Director 
Congestion Management Program 
Los Angeles County 
Metropolitan Transportation Authority 
818 West Seventh Street, MS-2200 
Los Angeles, CA 90017-3425 

Dear Mr. Shikada: 

DRAFT ENVIRONMENTAL IMPACT REPORT COMMENTS 
1993 UPDATE CONGESTION MANAGEMENT PROGRAM 

IN REPL v PLEASE P- 3 REFER TO FILE: 

The Los Angeles County Department of Public Works and Regional 
Planning Department have reviewed the Los Angeles County 
Metropolitan Transportation Authority's (MTA) Draft Environmental 
Impact Report (EIR) for the MTA's 1993 Update Congestion Management 
Program (CMP) and have the following comments. 

• comments on impacts from technical and other aspects of the I 
CMP, especially the Countywide Deficiency Plan, are the same 
as those we provided on the Draft 1993 CMP (copy enclosed). 

• Since several sections in the Draft 1993 CMP, including the 
Capital Improvement Program and designation of Transit 
Corridors/Centers are not yet completed, we would appreciate 
an opportunity to comment on those sections when they become 
available. 

Should you have any questions on this matter, please contact 
Mr. Barry S. Wi tler of the Transportation Planning Section at 
( 818) 458-4351. 

Very truly yours, 

T. A. TIDEMANSON 
Director of Public Works 

CARLL. BLUM 
Deputy Director 

RE:nr 
wp/61 

Enc. 

cc: Ms. Rose Hamilton (Regional Planning Department) 
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COMMENTS ON DRAFT 1993 CONGESTION MANAGEMENT PROGRAM 

General Comments on CMP 

• 

• 

• 

• 

Los Angeles County's adopted Land Use Analysis Guidelines ~ 
include the requirement for proponents of development projects ~ 
to consult with transit operators. Although the 1992 CMP and 
1993 Draft CMP state that this requirements should be part of 
the TDM Ordinance, the County was advised that its transit 
consultation requirement was acceptable. The 1993 CMP should 
reflect the option to include it with the Land Use Analysis 
Program. 

If regional improvements from the 30-Year Plan have been rn::;1 
incorporated into the 20-year CMP model and have been used to ~ 
forecast countywide congestion levels, how will congestion 
levels be affected if the MTA Board converts to a 10-year 
plan? Should not there be some mention of this newly proposed 
policy direction? (See Page 1-4.) 

Pages 1-5 indicates that the CMP will be incorporated into the 1
98
! 

Regional Mobility Plan (RMP). Does this mean that the CMP 
cannot be modified unless the RMP is also amended? Since the 
RMP carries certain federal requirements, how will local 
government authority be impacted? This area should include an 
expanded discussion. 

Will all projects proposed through CMP require a conformityJl99j 
finding with the AQMP? (See Page 3-4.) 

Comments on the Deficiency Plan 

• 

• 

• 

At various meetings with the MTA, we raised the issue of grant 
funding for TSM projects. Jurisdictions should either receive 
credit or the congestion reduction should be subtracted out of 
the "congestion gap" calculation, thereby reducing the local 
jurisdictions' mitigation responsibility. 

Please clarify the current relationship of the Phase II TDM!Q 
Program to the CMP Deficiency Plan requirement (see Page 6-3, W 
10-11). 

MTA indicates they will investigate applying the newly !102! 
developed credit system for quantifying the regional 
significance of project applications in the call for projects. 
Until all the "bugs" are eliminated from the credit system, 
this should be discouraged (see Page 8-2). 

1 
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• 

• 

• 

• 

• 

• 

• 

AQMD is using vehicle trips as their mitigation value for I103 I 
their strategies. Since many of the strategies are similar to 
those in the deficiency plan, how will localities convert 
person miles of travel into vehicle trips? Hopefully, CMP and 
AQMD staff give similar points for similar mitigation 
strategies (see Page 10-9). 

Transit Centers and Transit Corridors have not been defined . 
This is critical to determine the feasibility of land use ! 1041 
strategies around major transit facilities. Also, CMP staff 
should be able to provide alignment maps for all transit 
centers and transit corridors to local jurisdictions. 

On Page G-5, the credit for mixed use is unclear. Credit! 
factor should be for each unit and gross square feet of 105 
commercial space. There are no points given for the minimum G 
15 percent of commercial space. 

Why is less credit given for development along transit! 
corridors than transit centers? Since no definitions have !106·1-
been provided it is difficult to understand the logic behind 
this. 

It is strongly recommended that minimum residential densities Q 
not exceed 15 d.u. to receive credit for development at ~ 
transit centers/corridors. Existing land use along many of 
the centers and corridors in the County are medium to low 
density. Also, many of the areas in the unincorporated areas 
along the blue line and green line have been recently 
downzoned to medium density. The residents in these 
communities are opposed to high density development. Twenty 
dwelling uni ts per acre would classify as high density. 
Jurisdictions without major urban cores would not be able to 
utilize land use strategies as a means of mitigating 
congestion. 

Development to 20 d.u. would also be expensive because of EB 
parking standards. Increasing the floor area ratio would also 108 
necessitate underground parking for many developments and this 
would price many developers out of the market in areas where 
reinvestment is being encouraged. Developers may have a hard 
time getting financing for these projects. The issue of 
equity in communities experiencing disinvestment should be 
considered. 

Appendix G cannot stand alone without concrete examples and 

6 clarification of some of the terminology such as "reduction 109 
factors". A planner applying this methodology two years from 
now without the benefit of the numerous study sessions held by 
the CMP staff would have a great deal of difficulty applying 
this approach. The document is not "user friendly". 

-196-

2 



• Section 4. 2. 3 of the Countywide Deficiency Plan Background 
Study describes the methodology used to disaggregate the 
countywide congestion gap to units of new development. The 
units of measure as proposed in Exhibit 8 of this Section are 
expressed in dwelling units or thousands of square feet, as 
appropriate for each land use category, and based on the units 
used in the Institute of Transportation Engineers (ITE) 
"Traffic Generation" and San Diego Association of Governments 
(SANDAG) "Traffic Generators" publications. For hotel/motel 
lodging type of development, the Study recommends using 
1,000 square feet as the unit of measure. However, the trip 
generation rates in ITE or SANDAG publications for these types 
of land use are not available in 1,000 square feet, but in the 
uni ts of rooms or employees. Therefore, we recommend the 
Metropolitan Transportation Authority reevaluate these factors 
and use rooms or employees as the unit of measure for lodging. 

• Categories used in Appendix F of the Draft 1993 CMP and other 
CMP sections to track new development activity do not 
correlate to those used to track for the United States Census 
Bureau. The primary differences occur in three areas: 1) 
Eating, Drinking; and Dining Establishments, 2) Medical 
Offices, and 3) Government Building. We recommend making CMP 
categories consistent with those used to track United States 
Census Bureau information. 
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Response To Comments 

Letter 7. Response to Comments from Carl L. Blum, Deputy Director, 
County of Los Angeles, September 13, 1993. 

94. Comment noted. 

95. Please refer to Response to Comment No. 104 for the definitions of 
transit center and transit corridor. 

Please refer also to Response to Comment No. 41. 

96. The final CMP will revise Section 7.2.4 to indicate that incorporating 
the transit operator consultation requirements into the same 
resolution or ordinance containing the requirements of the land use 
analysis program is acceptable. 

97. For the 1995 CM P update, and future updates to the countywide 
deficiency plan, traffic congestion modelling will be based on the 
regional improvement plans current at that time. If this necessitates 
a shift to a ten-year or other time horizon, consistent growth 
estimates will be incorporated. 

98. State statute requires that the adopted CMP be integrated into the 
Action Element of SCAG's RMP and MTA is currently working with 
SCAG staff to define the mechanisms through which the CMP can be 
incorporated. The current role of SCAG in the development and 
review of county CMPs is described in "SCAG's Regional 
Consistency and Compatibility Criteria for CMPs" (incorporated as 
Supplement 4 in the 1992 CMP). This information will also be 
incorporated in the final CM P. 

99. The CMP is not directly subject to air quality analysis. Air quality 
conformity analysis is conducted at the regional level through the 
development of the Regional Mobility Element and the Regional 
Transportation Improvement Program. As a result, major aspects 
identified in the capital improvement program undergo conformity 
analysis when integrated at the regional level. Local jurisdictions 
must consult with the SCAQMD regarding conformity analysis for 
specific projects. 

100. TSM projects are creditable under the deficiency plan, to the extent 
that they are implemented through funds programmed by local 
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jurisdictions. Regional discretionary funding of such improvements 
are not creditable because they are included in the baseline estimate 
of funds available for improvements within the forecast horizon. in 
addition, discretionary funding awards are based on criteria which 
include but are not limited to: congestion management, regional 
significance, inter-modal integration, environmental enhancement, 
cost effectiveness, project need, equity and economic development, 
prior commitments, and leveraging of fund sources. Since these 
additional criteria are involved in discretionary funding decisions, 
allowing local jurisdiction credit for these awards would create 
inequities among other local jurisdictions given equal responsibilities 
under the countywide deficiency plan. 

Furthermore, in terms of modelling the size of the congestion gap, 
TSM improvements are not specifically included because these 
improvements are not detectable at the macro-level analysis of the 
model. It could be argued, in fact, that the arterial capacity inputs 
already assume optimum traffic signal timing and progression. Since 
this is rarely the case in actuality, it could be argued that TSM 
improvements assist in obtaining the operations assumed in the 
baseline deficiency forecast. Given these considerations, TSM 
improvements cannot be removed from the baseline forecast of 
countywide deficiencies. 

101. Local jurisdictions may claim credit for TOM strategies funded 
through MT A's Phase II TOM program. The credit claim need not be 
limited to the level of local funding participation. This will provide 
incentive to local jurisdictions to participate in the programs objective 
of working towards both CMP and AQMP goals. This is also 
consistent with the baseline modeling. In order to ensure a 
consistent level of effort, local jurisdictions participating in the Phase 
II TDM program will still be required to participate in the new 
development activity tracking and annual reporting requirements of 
the deficiency plan. 

102. MTA concurs that expanding the use of the credit system should be 
approached cautiously. 

103. The SCAQMD Trip Reduction Ordinance handbook has been a 
primary resource in the development of the CMP countywide 
deficiency plan, both in terms of the strategies and the credit system, 
and MT A has and will continue to coordinate efforts wherever 
possible. The measure of credit for the deficiency plan (person­
miles) does, however, differ from the measure used for air quality 
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Response To Comments 

purposes (vehicle trips). As stated in the CMP Deficiency Plan 
Background Study Section 5.3.1, use of person-miles is necessary 
for the deficiency plan in order to provide a multi-modal measure of 
mobility that can be applied to various types of improvements, can 
be readily measured, and which recognizes that trips of different 
lengths will differ in congestion impact. For air quality purposes, 
vehicle trips have been found to be the primary determinant of 
vehicle emissions. 

Vehicle trips are easily converted to person-miles, and MTA staff will 
continue to provide assistance whenever requested. The use of 
different measures reflects the differing objectives of the programs. 
In practical terms, however, this means that when a project is 
evaluated for credit, simply one more statistic will need to be 
provided. Since the information needed to calculate both statistics 
is readily available, the effort required will be minimal. MTA will 
continue efforts to simplify and, where appropriate, automate the 
calculation of project statistics to minimize burdens on local 
agencies. 

104. The final CMP draft is being amended to add the following definitions 
for "transit centers" and "transit corridors:" 

''Transit Center" is a fixed facility that consolidates and supports 
passenger loading, and includes: 

A. 

B. 

Passenger Rail Stations such as those along the Metro Red 
Line, Blue Line and Metrolink, and 

Major Bus Transfer Centers served by at least eight bus lines, 
and providing a sheltered waiting area, signage with bus 
routes and schedule information, and bus bays restricted to 
bus use. 

To receive credit, the transit center must have received 
environmental clearance and funding for construction. 

"Transit Corridor" consists of a transit node defined as the 
intersection of two bus lines, each with evening peak hour headways 
of 8 minutes or less. A transit corridor may be made up of several 
transit nodes, however, jurisdictions will receive credit for focussing 
applicable development around any single node. 

A 1 /4 mile radius will continue to be used to define eligible 
development related to transit centers and transit corridors. 
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MTA will investigate the possibility of providing transit center and 
transit corridor location maps. 

105. The final CMP will be revised to indicate that credit calculations for 
mixed use development will be based on the combined total of all 
residential dwelling units and all commercial square footage 
contained in a project. 

106. Please refer to Response to Comment No. 104 for the definitions of 
transit center and transit corridor. Higher mitigation credit is available 
for development adjacent to transit centers than transit corridors 
based on available research and case studies demonstrating greater 
trip reduction. 

107. The density definitions of low, medium, and high are not uniform 
throughout the County. The minimum dwelling units per acre 
proposed for the land use strategies are based on existing research 
and case studies that evaluate the minimum densities needed to 
adequately support various transit modes. The common finding of 
this research is that a minimum of 7-30 or more dwelling units per 
acre (some studies place this range as high as 20-50 units per acre), 
and a minimum commercial floor area ratio of 2.0 - 5.0 is necessary 
to support fixed rail and bus transit with headways in the 9-15 minute 
range. The selection of a minimum density of 24 units per acre and 
a floor area ratio of 2.0 is therefore conservative. The intent of the 
minimum densities and floor area ratios associated with the land use 
strategies is to ensure that sufficient massing is provided that will 
result in the intended synergy between residential/commercial 
development and the transit system. 

Consistent with CMP policy, the ultimate discretion for land use 
decisions will remain with the local jurisdiction. 

108. The land use strategies are not intended as disincentives to 
development. On the contrary, jurisdictions receive deficiency plan 
credit for the provision of residential/ commercial development in 
areas served by transit. Research demonstrates that development 
located near transit is more effective in reducing trips. Jurisdictions 
may choose to evaluate the reduced need for parking, and grant 
parking reductions as further incentive to development. 

109. The final CMP will be revised to add examples to explain application 
of the credit system, particularly where credit factors are not provided 
and individual project evaluations are necessary. In addition, MTA 
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Response To Comments 

will make available computer spreadsheets to further simplify usage 
of the credit system. 

11 0. The categories and units of measure for new development activity 
tracking were the specific topic of two technical working sessions 
and extensive additional consultation while being developed. Square 
footage was selected as the most appropriate unit of measure to be 
applied to lodging related building permits, in order to avoid the need 
to separately account for ancillary uses such as restaurants and 
conference facilities. The trip generation factors were converted from 
per-room rates using an overall estimate of 1000 square feet per 
room, including common areas. This provides a logical connection 
between the trip generation characteristics of each land use 
category, while remaining sensitive to the need to minimize 
administrative burdens for data collection and analysis. 

111. The land use categories and related definitions for new development 
activity tracking were the specific topic of two technical working 
sessions and extensive additional consultation while being 
developed. As noted in the "Countywide Defic_iency Plan 
Background Study," land use categories developed for tracking 
development activity are based on Standard Industrial Classification 
(SIC) codes provided by SCAG. SIC codes are the uniform 
employment classification system developed by the federal 
government for statistical reporting. Where implementation 
experience demonstrates the need, future CMP updates can address 
modifications. 
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Letter 8 

ATTORNEYS AT LAW ORANGE COUNTY OFFICE PAUL R. WATKINS (1899-19731 

CANA LATHAM (1898-1974) 

CHICAGO OFF'ICE 

SEARS TOWER, SUITE seoo 
CHICAGO, ILLINOIS 60606 

TELEPHONE (312) 876-7700 

633 WEST FIFTH STREET, SUITE(J:x;i6:i ; ('_\ 

LOS ANGELES, CALIFORNIA 90071-2007 

f~; { .. N 1550 TOWN CENTER DRIVE, SUITE 2000 
7 ~ ~ ,_: ~ ~OSTA MESA, CALIFORNIA 92626-1918 

TELEPHONE (714) ~1235 

FAX {312) 993-9767 

LONDON OFFICE 

ONE ANGEL COURT 

LONDON EC2R 7H.J ENGLAND 

TELEPHONE 011 44 71-374 444-4 

FAX 011 44 71-374 4460 

NEW YORK OFFICE 

ees THIRO AVENUE, SUITE 1000 

NEW YORK, NEW YORK 10022-4802 

TELEPHONE (212) 906-1200 

FAX (212) 751-4864 

Ms. Kendra Morries 
Land Use Project Manager 

TELEPHONE (213) 4SS-1234 

FAX (213) 891-8763 

TLX 590773 

ELN 62793268 

CABLE ADDRESS LATHWAT 

September 13, 1993 

Los Angeles County Metropolitan Transportation Authority 
818 West Seventh Street (M/S 2200) 
Los Angeles, California 90017 

FAX (714) 7S5-8290 

2 ,_ B O O l ~r-o f5"t'f'"'Go OFFICE 
l.f .,/ .,/ ..,,L...Jor Di!RE:E:T, SUITE: 2100 

SAN DIEGO, CALIFORNIA 92101-8197 

TELE:PHONE (6191 236-1234 

FAX (619} 696-7419 

SAN FRANCISCO OFFICE 

S05 MONTGOMERY STREET, SUITE 1900 

SAN FRANCISCO, CALIFORNIA 94111 

TELEPHONE (415) 391-oeoo 

FAX (415) 395-8095 

WASHINGTON, C.C. OFFICE 

1001 PENNSYL.VANIA AV£ .• N.W., SUITE 1300 

WASHINGTON, C.C. 20004-2S05 
TELEPMONE (202) 637-2200 

FAX (202) 637-2201 

Re: Comments on Los Angeles County Congestion Management Program 
Draft Environmental Impact Report dated July 1993 (SCH# 93051061) 

Dear Ms. Morries: 

We submit the following comments on the Los Angeles County Congestion 
Management Program ("CMP") Environmental Impact Report dated July 1993 (the "Draft 
EIR") on behalf of Latham & Watkins, which represents a number of clients affected by the 
CMP. We appreciate the efforts of the Los Angeles County Metropolitan Transportation 
Authority ("MTA") to develop a program whkh seeks to relieve regional congestion without 
inhibiting County-wide economic growth. As you know, we consistently have focussed on 
the potential impacts of the CMP' s deficiency plan on continued growth in the County. We 
believe that a thorough assessment of the potential impacts of deficiency plan implementation 
is essential in order to assist local jurisdictions in selecting effective mitigation strategies that 
do not overburden new development with the responsibility for resolving the County's long­
standing congestion problem. 

The CMP deficiency plan allows each local jurisdiction to select the measures 
that will be implemented in order to satisfy its mitigation requirements. The Draft EIR 
recognizes that this flexibility makes it difficult to predict which strategies will be selected by 
each jurisdiction and to project the extent of impacts associated with implementation of the 
deficiency plan throughout the various jurisdictions within the County. However, the Draft 
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Ms. Kendra Morries 
September 13, 1993 
Page 2 

EIR does outline potential impacts associated with various mitigation strategies and funding 
mechanisms, including project-specific development fees. 

The Draft EIR recognizes that imposing "exactions in the form of development 
fees runs the risk of discouraging development if the fees cannot be passed on and readily 
absorbed." (Draft EIR, page 76). However, the Draft EIR discounts this potential adverse 
impact by concluding that under strong market conditions such costs "can be passed on to 
tenants and consumers in the form of higher leases or product prices and no change in land 
use development patterns would be apparent." (Draft EIR, page 77). However, due to 
current economic conditions throughout Los Angeles County, project sponsors and owners 
are under extreme pressure to reduce the overall costs of development at all levels in order to 
ensure that projects remain profitable. At the same time, new development is required to 
fund and implement a growing number of programs that address the impacts of years of 
growth and inadequate infrastructure improvements. Such excess costs generally cannot be 
passed on to tenants and consumers at this time due to poor market conditions and high 
vacancy rates. 

' 
Therefore, MTA and local jurisdictions selecting mitigation strategies must 

recognize that it is likely that additional increases in development fees could render many 
projects infeasible and discourage development that would increase revenues, create jobs and 
greatly benefit local economies. Contrary to the conclusions of the Draft EIR, in such an 
economic climate it is far more likely that growth will be channeled to those jurisdictions that 
seek to satisfy their mitigation requirements through jurisdiction-wide strategies that spread 
the costs of congestion-relief over a broad range of existing developments and activities, 
rather than imposing an inequitable burden on new development projects. 

In fact, based on u'ie analysis of the Draft EIR, MT A has rejected L.'ie 
imposition of a traffic impact fee as an alternative to the proposed deficiency plan. The 
Draft EIR recognizes that such an approach would be insensitive to the economy and could 
be a "disincentive to development activity within the County." (Draft EIR, page 110). 
Moreover, such an alternative could result in "an indirect impact on local jurisdictional fiscal 
resources by reducing revenues." (Draft EIR, page 110). · 

A thorough consideration of the adverse impacts identified in the Draft EIR 
will facilitate the selection of appropriate and effective mitigation strategies at the local level. 
However, the Draft EIR recognizes that the potential adverse impacts of each mitigation 
strategy is likely to vary widely from jurisdiction to jurisdiction. Moreover, because the mix 
of mitigation strategies and funding sources that may be selected by any jurisdiction is 
uncertain, the Draft EIR cannot provide a comprehensive assessment of the various 
approaches that may be adopted and the likely impacts to any particular jurisdiction. 
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Ms. Kendra Morries 
September 13, 1993 
Page 3 

Therefore, it is essential that each individual jurisdiction conduct its own comprehensive 
assessment of potential impacts as it determines which mitigation strategies will be 
implemented and the sources of funding for congestion-relief. 

We look forward to working with local jurisdictions as they adopt deficiency 
plans and to continuing our work with MTA to evaluate the actual impacts of the CMP 
deficiency plan as it is implemented on the local level to assess whether program 
modifications should be implemented through the annual CMP update to address any 
economic and land use impacts that may result. 

Very truly yours, 

Cynthia K. Simo 
of LATHAM & WATKINS 

cc: Lucinda Starrett, Esq. 
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Response To Comments 

Letter 8. Response to Comments from Cynthia K. Simons, Latham & 
Watkins, September 13, 1993. 

112. Comment noted. 

113. The countywide approach to mitigating deficiencies on the CMP 
systems lead to the development of a Tool Box of various strategies 
that jurisdictions can choose from. The countywide deficiency plan 
does not, however, require linkage of mitigation, or credits, to 
individual or specific development approvals. Mitigation measures 
can be applied throughout the jurisdiction, within a subarea, at a 
specific project level, or in cooperation with other jurisdictions. The 
program requires only that local jurisdictions .implement mitigation 
strategies commensurate with its annually calculated congestion 
mitigation goal. 

This Tool Box approach allows local jurisdictions to choose those 
strategies which the jurisdiction feels most appropriate for it based 
on local needs, conditions, etc. The approach also provides 
incentives for jurisdictions to participate in multi-agency 
improvements and strategies by crediting local contributions to those 
improvements. 

114. Please refer to Response to comment No. 25. 

115. The CMP strategy Tool Box is intended to provide flexibility to 
choose the most appropriate strategies. It should also be noted that 
a local jurisdiction does not need to select any particular strategy if 
it does not fit local jurisdiction mitigation needs. The specific effects 
of a local jurisdiction's selected mitigation strategies would be 
addressed as part of the local jurisdictions review and adoption 
process. 

-206-
Environmental Impact Report 

1993 CMP Update 



Sr ATE OF CALIFORNIA 
Letter 9 

PETE WILSON, Governor 

GOVERNOR'S OFFICE OF PLANNING AND RESEARCH 
1400 TENTH STREET 
SACRAMENTO, CA 95814 

.~ .. - . --... : .. -~. 
. @ 

September 13, 1993 

Kendra Morries 
Los Angeles County Metropolitan Authority 
818 W. 7th Street - MS 2200 
Los Angeles, CA 90017 

Subject: SCH# 93051061 
Los Angeles Co. 1993 Congestion 
Management Program Update 

Dear Kendra Morries: 

•. 

The State Clearinghouse submitted the above named environmental document to 
selected state agencies for review. The review period is closed and none of 
the state agencies have comments. This letter acknowledges that you have 
complied with the State Clearinghouse review requirements for draft 
environmental documents, pursuant to the California Environmental Quality Act. 

Please call Mark Goss at (916) 445-0613 if you have any questions regarding the 
environmental review process. When contacting the Clearinghouse in this 
matter, please use the eight-digit State Clearinghouse number so that we may 
respond promptly. 

Sincerely, 

.//.1: :.~ ~ 
l./7 L--~l-·(--~:- _..,(_ .. f~-\=---ui.--" 

---t /" 
... :'·~=~--:.: ....... --;.~?.,:,~--; .......... :t.... .. , 

Christine Kinne 
Deputy Director, Permit Assistance 
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Response To Comments 

Letter 9. Response to Comments from Christine Kinne, Deputy Director, 
Permit Assistance, Governors Office of Planning and Research, 
September 13, 1993. 

116. Comment noted. 
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Response To Comments 

7.2 STAFF INITIATED CHANGES 

On page 106 of the DEIR, under the discussion of Transportation, the figure in ·the 
third line which reads 7,945,118 is corrected to read: 

... 7~45,118 

On page 44, the third bullet item is modified to read: 

... monitoring intersection using parameters described in the CMP 
Transportation Impact Analysis Guidelines. 

The following acronym definitions are added to Appendix A 

DEIR Draft Environmental Impact Report 
FY Fiscal Year 
EPA U.S. Environmental Protection Agency 
SIC Standard Industrial Classification 
T AZ Traffic Analysis Zone 

7.3 RESPONSE TO COMMENTS RECEIVED AT THE PUBLIC 
HEARINGS 

Two public hearings on the DEIR were held. The hearing transcript is attached. 
No comments were received at either hearing. Hearing attendees are listed below: 

August 24, 1993 - T.K. Prime, City of Los Angeles Department of Transportation 
August 25, 1993 - Karen Hoo and Matt Goldman, Port of Los Angeles 
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PUBLIC WORKSHOP 

TO RECEIVE COMMENTS ON THE DRAFT EIR 

FOR THE 1993 CMP UPDATE 

LOS ANGELES 

THE TRANSCRIPT OF PROCEEDINGS OF LOS ANGELES 

COUNTY TRANSPORTATION COMMISSION, taken at 818 West 7th 

Street, Los Angeles, California, at 1:00 P.M., Tuesday, August 

24, 1993, before KIMBERLY ARIAL, C.S.R., 9805, pursuant to 

Public Notice. 

APPEARANCES: 

KENDRA MORRIES 

DR. SUSAN O'CARROLL 

T.K. PRIME 

HUNTINGTON COURT REPORTERS 
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Los Angeles, California, Tuesday, August 24, 1994 

1:00 P.M. 

MS. MORRIES: For purposes of the record, I want to 

indicate that we do have a court reporter here who is taking 

down all comments and questions. This is considered a 

workshop on the 1993 Final Draft EIR, and so any comments or 

questions that you have at this time will be considered a part 

of the record and will be answered and addressed as part of 

the Response to Comments Document that will be issued, I 

believe, in October. 

I suppose I should also tell you that my name 

is Kendra Morries, and I'm the Land Use Project Manager for 

Los Angeles County Metropolitan Transportation Authority. And 

also participating in this workshop will be Dr. Susan 

O'Carroll with Willdan and Associates, who is the consulting 

firm who's prepared the EIR for us. 

The focus or agenda for today's workshop is 

really four fold. One, just in terms of the purpose of the 

workshop, what we're really here to talk about is the 

Environmental Impact Report and not the CMP. I'll be giving 

you information in a while about where to address your 

comments on the Congestion Management Program itself. 

Dr. O'Carroll will go through the basics and a description of 

the information that's contained in the Draft EIR, and then at 

2 
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the end we'll be glad to take comments and ask for questions. 

There are two public workshops that are 

scheduled. Obviously, today is the first, and there is also 

another workshop being held tomorrow in the City of Long Be_ach 

facilities, starting at 2:00 P.M. The deadline for conunents 

on the Draft EIR is September 13, at 5:00 o'clock. Conunents 

on the EIR should be addressed to myself, care of Los Angeles 

County Metropolitan Transportation Authority, at 818 West 7th 

Street, Mail Stop 2200, Los Angeles, 90017. We will accept 

facsimile comments provided they are also received by the 

deadline on September 13, and that you use the correct fax 

number, which is area code (213) 244-6025. And again to 

reiterate, we need to receive all of the comments by 5:00 P.M. 

on September 13. 

Again, the focus of today's workshop is to 

address the Draft Environmental Impact Report, which is the 

companion document to the '93 CMP update. At this workshop, 

we will not be talking directly about the '93 Congestion 

Management Program. If you have comments on that program, the 

comment deadline is 5:00 o'clock, September 9, and those 

comments should be addressed to Ed Shikada, also care of the 

MTA, at 818 West 7th Street, Mail Stop 2200, Los Angeles, 

90017. And Ed will also be accepting facsimile comments on 

the CMP at area code (213) 244-6025, if they're also received 

by 5:00 P.M. on September 9. 

3 
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These are not the only opportunities to 

participate in the development of the '93 program. We have 

monthly CMP Technical Forum and Policy Advisory Committee 

meetings. We have had a substantial number of periodic and 

issue related workshops for the CMP and will continue to have 

some of those meetings. We also have a monthly newsletter 

called "Up-To-Speed." And you can get yourself on the mailing 

list and find out when the next related meetings are, and any 

of that information you can also get by calling the CMP 

hotline at (213) 244-6599. 

Very quickly before Dr. O'Carroll talks about 

the EIR, and just in very brief fashion, let me highlight for 

you that the '93 CMP update builds on the work that was done 

in the adopted '92 CMP. In this year's update, we were 

looking at updating the information related to the '93 highway 

and transit monitoring data. One proposed solution to the 

highway system addition is at La Cienega Boulevard between the 

405 Freeway and the 10 Freeway. We're looking at refinement 

to the land use analysis program, essentially providing more 

interpretational information for cities who are doing EIR's 

related to things like general plan and specific plans. The 

TIA guidelines in the '92 program were really meant to address 

projects where there's a level of information about the 

projects such as the driveway location, what specific types of 

land uses there are going to be, square footage of the 

4 
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building -- and what we have found in the implementation is 

that for general plan and specific, that all of the 

information is not known, and the intersection analysis that 

the TIAs address really can't be done. So what we've provided 

this year is some information that essentially provides for a 

regional analysis that can be done for the larger scope 

projects where you don't have that level of detail. We'll 

also be updating the capital improvement programs, and 

finally, adding for the first time the deficiency plan 

procedures. With that very short description, I'm going to 

turn it over to Dr. O'Carroll who's going to walk through 

the '93 EIR itself. 

DR. O'CARROLL: Thank you, Kendra. 

A key thing about the '93 CMP update EIR is 

that it's a subsequent tiered program level EIR. Subsequent 

in that we did an EIR last year for the 1992 CMP which was the 

first of the CMP program, and tiered, which is a concept under 

CEQA, which is intended to reduce paperwork by allowing 

programs that sort of fit within each other to have EIRs that 

focus on what's new and specific about the program rather than 

having to address all impacts that have been previously 

addressed at a sufficient level of detail in prior 

environmental impact reports. 

With tiering in the initial study for a 

program, the intent is to determine the degree to which 

5 
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impacts have been addressed by prior EIRs or require new 

analysis in the specific EIR in question. In terms of the 

tiering structure for this EIR, basically this EIR is tiered 

from the EIR from the 1992 CMP. What the initial study 

discusses is the fact that the major component that was added 

is the Deficiency Plan Component, and that is the component 

with the potential to create impacts, and there was sufficient 

mitigation included in the '92 EIR to address the other 

changes in the program. The '92 EIR was in turn tiered from 

the EIR for the Regional Mobility Plan since the CMP is 

required to be consistent with the RMP, the Regional Mobility 

Plan. As explained in both the '92 and '93 EIR, it's 

anticipated that there will be EIRs for specific capital 

improvement programs as appropriate, and that those EIRs will 

be tiered from the '92 and '93 CMP EIRs. And so that was the 

general structure. 

Just to give you a quick sense of what kind of 

impacts were addressed inside each of these EIRs that the 

current one is tiered from, the Regional Mobility Plan EIR was 

developed in concert with the air quality management plan and 

the growth management plan. It looked at the following 

potential impacts: Mobility and access, air quality, energy 

and conservation, geology and seismicity, biological 

resources, water resources, visual resources, noise, cultural 

resources, social, urban form and growth, and regional 

6 

HUNTINGTON COURT REPORTERS 

-216-



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

economy, and it evaluated five alternatives to the RMP: A 

No-Project Alternative, which is required by CEQA, two 

facilities-intensive alternatives, and two demand management 

intensive alternatives. 

The '92 CMP EIR was designed to be consistent 

with the general mix of TDM and capital intensive strategies 

in the RMP the DRMP. It was tiered as previously mentioned 

from the EIR for the RMP. It evaluated the five key 

components of the CMP: The highway and roadway system 

element, the CMP transit element, the transportation demand 

management element, the land use analysis program, and the 

capital improvement program. And it looked at the following 

impacts: Land use and planning, transportation, air quality, 

noise, geology, water resources, biological resources, 

cultural resources, and public services. And it evaluated 

four alternatives to the CMP. The No Project alternative, 

which was the existing transportation system remaining 

unimproved, and a No Project alternative where there was no 

CMP and thus no future state funding for transportation 

project, and then two program alternatives: A more TDM 

intensive alternative and a more capital intensive 

alternative, that was indicated in the adopted RMP. 

That gets us to the '93 CMP update, which as I 

previously mentioned, primarily looks at the potential impacts 

associated with the addition of the deficiency plan 
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component. As mentioned, the CMP is designed to be consistent 

with the general TOM/Capital mix approach of the RMP and 1992 

CMP. The EIR looked at the impacts, potential impacts, in 

terms of land use, public services, transportation, air 

quality, and energy. And it evaluates alternative deficiency 

plan approaches as opposed to CMP approaches since alternative 

CMP approaches were evaluated in the 1992 CMP. 

I want to briefly mention a sort of analytic 

approach taken in the document since what the deficiency plan 

lets jurisdictions do is select from a tool box of mitigation 

strategies. And they can select either land use strategies, 

TSM strategies, capital intensive strategies, or travel demand 

management strategies, to mitigate the effect of land use 

deficiencies within the jurisdiction and their subsequent 

impact on the CMP network. 

So given the potential makeup of market basket 

sort of tool box strategies that could be used, what we did is 

we used a bracketing approach to the analysis, and we looked 

at what would be the impacts if all jurisdictions chose 

measurers which had the effect of reducing trips or if all 

jurisdictions chose mitigations which had the result of 

increasing capacity. And so we basically did model runs that 

looked at those two kinds of scenarios which were intended to 

bracket the range of potential program impacts. 

The EIR also looked at where certain bracket 
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jurisdictions might fall in their collection of mitigations. 

The key question was would it be likely that jurisdictions 

would behave in a way that would put them all at one end of 

the bracket or all at the other end of the bracket? So 

there's a discussion of the mix of measures they might use and 

basically the conclusion was that on a county-wide basis, that 

mitigations would fall somewhere between the two ends of the 

bracket. 

The EIR also looks at the interaction between 

choice of funding strategy and mitigation selected and whether 

there was potential there for impacts, particularly in the 

area of land use and public services. And the basic 

conclusion in the EIR was that there was sufficient tool box 

measures and funding measures available to jurisdictions, that 

public service and land use impacts were not anticipated to be 

significant. 

Let me quickly just point out the highlights of 

the EIR findings and mitigations. Basically, what was found 

is that the program largely has a beneficial impact in a 

number of areas. It's beneficial in terms of the impact on 

the transportation system. The one significant impact that 

was identified is the potential for the creation of local air 

quality hot spots. However, as you see from the next slide, 

it's anticipated that on an area wide basis, however, air 

quality impacts will be beneficial. Similarly, energy impacts 
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are anticipated to be beneficial. Land use impacts are 

anticipated to be largely nonsignificant with a beneficial 

impact in terms of potential for redistributing development in 

a way that places it in closer proximity to transit. Public 

service was sort of a mix of either beneficial impacts 

particularly in the area of maintaining energy by having 

response times or nonsignificant kinds of impacts. So those 

were the basic findings of the EIR. 

In terms of alternatives, the EIR looked at 

these alternative deficiency plan approaches: A No Project 

Alternative, where no deficiency plan mechanism was added to 

the CMP. Otherwise, a No County-Wide Deficiency Plan 

Alternative, which put the deficiency planning more on local 

jurisdictions; a Countywide Fee Alternative; a Monitoring 

Based Approach Alternative; and a Modified Tool Box Approach, 

which was intended to remove those tools in the tool box which 

had the potential for producing hot spots. 

And what the EIR concluded after looking at 

these five alternatives was that, in fact, the project was 

environmentally superior to the alternative five considered. 

So that's a basic summary the contents of the EIR, and with 

that, we'd like to open it up for public comments. 

MS. MORRIES: Do you have any questions or comments 

that you want to give? 

MR. PRIME: No, I don't think so. I think we'll have 
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our comments submitted in writing. 

MS. MORRIES: Okay. Anybody else? Going once, 

twice, okay. Thank you T.K. for coming. We'll officially 

close the public workshop at this time. 

(At 1:35 P.M. the public workshop was concluded.) 
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STATE OF CALIFORNIA ) 
) ss. 

COUNTY OF LOS ANGELES ) 

I, KIMBERLY ARIAL C.S.R. No. 9805, do hereby 

certify that the attached transcript is a correct copy 

of the original transcript of the public workshop, taken 

before me on August 24, 1993, as thereon stated. 

I declare under penalty of perjury, under the 

laws of the State of California, that the foregoing is true 

and correct. 

Executed this /5/- day of ~~ 
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PUBLIC WORKSHOP 

TO RECEIVE COMMENTS ON THE DRAFT EIR 

FOR THE 1993 CMP UPDATE 

LONG BEACH 

THE TRANSCRIPT OF PROCEEDINGS OF LOS ANGELES 

COUNTY TRANSPORTATION COMMISSION, taken at 2400 East Spring 

Street, Long Beach, California, at 2:15 P.M., Wednesday, 

August 25, 1993, before KIMBERLY ARIAL, C.S.R., 9805, pursuant 

to Public Notice. 

APPEARANCES: 

KENDRA MORRIES 

DR. SUSAN O'CARROLL 
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Los Angeles, California, Wednesday, August 25, 1994 

2:15 P.M. 

(Ms. Morries made some introductory comments, 

explained the purpose of the workshop and gave a presentation 

explaining the background of the '93 CMP. Subsequently, 

Dr. O'Carroll gave a presentation on the '93 EIR itself.) 

MS. MORRIES: Do you have any questions or comments 

about the EIR? Well, I want to thank you for coming out on 

such a hot afternoon. I hope you learned something. There's 

lots of handouts on the table back there to take with you. 

And with that, I'll officially close the workshop. 

(At 2:34 P.M. the public workshop was concluded.) 
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STATE OF CALIFORNIA ) 
) ss. 

COUNTY OF LOS ANGELES ) 

I, KIMBERLY ARIAL C.S.R. No. 9805, do hereby 

certify: 

That said public workshop was taken before me at the 

time and place therein set forth and was taken down by me in 

shorthand and thereafter was transcribed into typewriting 

under my direction and supervision, and I hereby certify the 

foregoing transcript is a full, true, and correct transcript 

of my shorthand notes so taken. 

I further certify that I am neither counsel for nor 

related to any party to said action nor in any way 

interested in the outcome thereof. 

IN 

name this 

WITNESS WHEREOF, I have hereunto subscribed my 

;51-- day of ~1/hr1ri{ V , 1993. 

' 

KIMBERLY ARIAL 
i 

V 
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APPENDIX A 

LIST OF ACRONYMS 

AQMP Air Quality Management Plan 
CARB California Air Resources Board 
CCAA California Clean Air Act 
CEQA California Environmental Quality Act 
CIP Capital Improvement Program 
CMA Congestion Management Agency 
CMAQ Congestion Mitigation and Air Quality 
CMP Congestion Management Program 
CO Carbon Monoxide 
Commission Los Angeles County Transportation Commission 
.0.W:Bttt':.tt..l:t:r:t:;;:;;:;::::::r:rm;::Qtaff.JffitlV.itQhn,e.iffit:lga¢.tt8iUXW 
EIR Environmental Impact Report 
EPAL::::::::::::::::::::::::{\:::::::::::;:::::;::::::::t:::f:::::::::::0.plrlfiv.ir;doPfflfitjjb:fltpteo.tiomUe.nc.y 
FCR Flexible Congestion Relief 
e,w·=:::r:·_··>l.:->'=:>t-i >:::: ·.-escatY• 
GMP Growth Management Plan 
LACTC Los Angeles County Transportation Commission 
LOS Levels of Service 
MTA Los Angeles County Metropolitan Transportation Authority 
NOP Notice of Preparation 
PAC Policy Advisory Committee 
PMT Person Miles of Travel 
RMP Regional Mobility Plan 
RTIP Regional Transportation Improvement Program 
SRTP Short Range Transit Plan 
SCAG Southern California Association of Governments 
SCAQMD South Coast Air Quality Management District 
SCRTD Southern California Rapid Transit District 
mc::::;fx::::.::y;tvmwat::t::::;;;r1ta@,,t1.11n@unt/-n.uap 
STIP State Transportation Improvement Program 
TG:;-::.J:,,,;...., .. ,-.,.:.i,:.::....,,.-<-·-,.:.;:., .. •w·····=···mme:;;q■..i§!Df.i 
TCM Transportation Control Measure 
TOM Transportation Demand Management 
TIA Transportation Impact Analysis 
TSM Traffic System Management 
VHT Vehicle Hours Traveled 
VMT Vehicle Miles Traveled 

HOV 
ISTEA 
RHNA 

High Occupancy Vehicle 
lntermodal Surface Transportation Act 
Regional Housing Needs Assessment 

-A 1-



I 
RTP Regional Transportation Plan I 
ICU Intersection Capacity Utilization 
V/C Volume/Capacity Ratio I oz Ozone 
NOX Nitrogen Dioxide 
SOX Sulfur Dioxide I PM 10 Particule Meter Less Than 1 O Microns 
UG/M3 Microns Per Cubic Meter 
ROG Reactive Organic Gas I SIP State Implementation Plan 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES 

ENVIRONMENTAL IMPACT 

A. LANDUSE 

Direct Impact: Individual CMP projects may 
result in localized changes in land use. 

A.l 

Indirect Impacts: Should implementation of the A.2 
CMP result in increased urban deconcentration or 
concentration or expansion development in 
outlying areas, which has not been anticipated in 
the regional plans, the CMP could have a 
negative effect on land use. 

Increasing system capacity may encourage A.3 
additionaJ trips (latent demand) on the system, by 
reducing the costs (time and stress) associated 
with trip-making. 

MITIGATION 
LEVEL OF 

SIGNIFICANCE 
AFTER MITIGATION 

The LACTC shall consult with other adjacent CMAs in Less than significant. 
reviewing LOS standards to ensure that differences in LOS 
standards between counties do not'encourage a land use 
pattern which is inconsistent with locaJ land use or 
regional goaJs. 

The LACTC shall participate in on-going forums, 
regarding interjurisdicational impacts including land use 
issues and impact analysis procedures. 

Less than significant. 

The LACTC shall investigate the use of other mobility and Less than significant. 
system performance indices such as Vehicle Miles 
Traveled and Average Vehicle Ridership and shall 
compare the effectiveness of such indices with LOS as 
standards for determining both system mobility and motor 
vehicle emissions performance. These supplemental 
measures shall be incorporated into the program if 
determined to be effective for reconciling localized 
decreases in service against regional improvements. 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAi, IMPACT 

Direct Impacts: The following classes of CMP A.4 
CIP projects could lead to the localized 
displacement of adjacent businesses and 
residences: Class 1 - freeway system management 
(specifically the construction of HOV lanes); 
Class 2 - freeway gap closures; Class 6 - rail 
improvements; Class 4 - commuter rail stations; 
transit centers and park-n-ride lots; and, to a more 
limited degree, Class 3 - arterial system 
improvements. Of the 1992 CIP projects (see 
Table 5) Class 2 and 3 projects present the 
greatest potential for disruption. 

The CMP's Land Use Analysis Program, in 
combination with CMP network monitoring and 
modeling should provide better inf onnation on 
which local jurisdictions can base their analysis. 

Indirect Impacts: The CMP's TOM component A.5 
may result in increased density in the vicinity of 
transit centers and rail facilities. This would be 
supponive of the centers development goals of a 
number of local jurisdictions. 

MITIGATION 
LEVEL OF 

SIGNIFICANCE 
AFTER MITIGATION 

The LACTC shall review project-level EIRs for CMP CIP Less than significant. 
projects. The review shall be intended to ensure that as 
pan of project-level planning and the environmental 
assessments of individual CMP CIP projects, the Lead 
Agency incorporates appropriate mitigations in order to 
minimize the land use impacts of individual CMP CIP 
projects. As part of the review the LACTC may comment 
on the adequacy of the analysis and mitigations. 

None required. Beneficial Impact 

The LACTC shall explore with the cities the desirability of Less than Significant 
including mechanisms in the CMP for encouraging the 
creation of increased density in targeted centers areas. 
Possible mechanisms include specification of density 
related CIP project selection criteria; inclusion of density 
encouraging mechanisms in the TOM component of the 
CMP; or inclusion of mechanisms to encourage targeted 
density development as a component of future deficiency 
planning. 

- - ~-- - ·- -- •- ·- - - ·- ... ;.: .. .. b- - ¢ ... ..... 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENYIRQNMENTAL IMPACT 

B. TRANSPORTATION 

Direct Impact: The CMP has been designed to be 
consistent with the RMP, thus the CMP should 
have a positive impact on working towards 
attainment of Regional Mobility goals. 

Direct Impact; Any potential impacts of the· 
highway and roadway element of the CMP are 
likely to be related to the implementation of the 
specific CIP improvement projects within the 
framework of the CMP process. CIP projects will 
help to maintain LOS. 

Traffic may be re-routed during the construction 
of a particular facility. It is possible that the 
implementation of a transportation improvement 
project may cause traffic to be divened into or 
through sensitive areas including residential 
neighborhoods, creating localized noise or air 
quality impacts. 

Should implementation of the CMP result in 
increased urban deconcentration, or concentration 
or expansion of development in outlying areas, 
which has not been anticipated in the regional 
plans, the CMP could have a negative effect 
onthe 

MITIGATION 

None required. 

Mitigation measure A.4 would mitigate the direct effects of the CIP 
element of the CMP. 

8.1 The LACTC shall review EIRs for CIP projects to ensure 
that mitigation measures are included requiring that the 
Lead Agency give transit operators and affected City 
Departments of Transponation advanced notice of 
construction activities which might impact the 
transportation system. 

Mitigation Measures A.1 - A.3 would mitigate the indirect effects 
of the CIP element of the CMP; mitigation measures A.1 - A.3 and 
mitigation B.1 would mitigate the indirect effects of the CMP 
Highway and Roadway System element. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

Significant Beneficial Impact 

CIP projects will have a beneficial impact 
County-wide on LOS. The potential for 
localized CMP CIP project specific traffic 
impacts to remain after implementation of 
CIP project specific mitigations 
developed as part of CIP project specific 
environmental review can only be 
assessed on a project specific basis. 

Less than significant. 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

transportation system by increasing vehicle miles 
traveled. The potential for the CMP to reinforce 
urban deconcentration is discussed in detail as 
part of the growth inducing impacts analysis 
contained in Chapter IV - Impact Overview, 
where it is concluded that the potential of the 
CMP to foster urban deconcentration is 
negligible. 

Direct Impact: The Highway and Transit None Required 
Elements would provide monitoring information 
to assist in planning. 

C. AIR QUALITY 

Direct Impact: The CMP conforms with the 
AQMP and would help to improve regional air 
quality in the County 

None Required 

MITIGATION 
LEVEL OF 

SIGNIFICANCE 
AFTER MITIGATION 

Beneficial Impact 

Significant Beneficial Impact 

I ' f/. .. - _..__,--•·---;_;. ... _ - - - ---···- - .. - - -
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

Direct Impact; The construction and/or operation 
of CIP transponation improvement projects could 
have the following localized negative air quality 
impacts adjacent to the improvement alignment 
or right-of-way: 

• Consb1Jction of roadway and/or transit 
improvements would have short-term 
consb1Jction impacts. Earth moving activities 
would increase localized particulate levels. 
Improvements to existing roadways may also 
require detours and delays during 
construction which would cause short-term 
increases in emissions. 

• New route locations or freeway gap closures 
have the potential to bring mobile emission 
sources closer to existing sensitive land uses 
as well as create new line sources of pollutant 
emissions in areas where such sources may 
not have existed before. 

• Providing increased roadway capacity by 
widening or re-striping may move vehicle 
travel lanes closer to sensitive land uses 

· adjacent to the roadway. 

MITIGATION 

In addition to mitigation measure B.1, the following mitigation 
measures would partially mitigate direct impacts associated with 
CMP CIP projects: 

C.1 The LACTC shall review project-level EIRs for CMP CIP 
projects. The review shall be intended to ensure that as 
part of project-level planning and the environmental 
assessments of individual CMP CIP projects, the Lead 
Agency incorporates appropriate mitigations in order to 
minimize the air quality impacts of individual CMP CIP 
projects. As part of the review the LACTC may comment 
on the adequacy of the analysis and mitigations to ensure 
that the Lead Agency addresses, as appropriate, the 
following issue areas in the EIR: 

• 

• 

preparation in accordance with applicable 
guidelines (SCAQMD, CALTRANS, FHW A, 
EPA etc.}; 

both construction and operation phase emissions 
and criteria pollutant concentrations, and compare 
emissions and concentrations to established 
SCAQMD daily emissions thresholds, as well as 
to California Ambient Air Quality Standards 
(CAAQS); 

• consistency with the Air Quality Management 
Plan; 

LEVEL OF 
SIGNIFICANCE 

AF[ER MITIGATION 

The potential for localized CMP CIP 
project specific air quality impacts to 
remain after implementation of the 
mitigations and CIP project specific 
mitigations developed as part of CIP 
project specific review can only be 
assessed on a project specific basis. 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

• Creation of rail transit stations and transit 
centers has the potential to attract a 
significant number of vehicles to parking 
locations. Panicularly during peak periods, 
localized carbon monoxide "hot spots" may 
be created by vehicles idling or queuing at C.2 
access points to parking facilities. Station 
circulation may also impeded vehicle flow on 
adjacent anerial streets and this increase 
delays, idling and localized emissions. 

Indirect Effects: Should implementation of the C.3 
CMP result in increased urban deconcentration, or 
concentration or expansion of development in 
outlying areas, which has not been anticipated in 
the regional plans, the CMP could have a 
negative effect on air quality by increasing· 
vehicle miles traveled. The potential for the CMP 
to reinforce urban deconcentration is discussed in 
detail as pan of the growth inducing impacts 
analysis contained in Chapter IV - Impact 
Overview, where it is concluded that the potential 
of the CMP to foster urban deconcentration is 
negligible. 

MITIGATION 

• demonstration that significant air quality impacts 
have been mitigated in a manner consistent with 
the provisions of applicable State and Federal 
clean air legislation. 

The LACTC shall seek Environmental Enhancement and 
Mitigation Demonstration Program Funds made available 
under Section 164.56(b)(1) of the Street and Highways 
Code for highway landscaping and urban forestry projects 
designed to offset vehicular emissions of carbon dioxide 
associated with CIP projects. 

The LACTC, where possible, through the congestion 
monitoring, highway and transit network modeling and 
land use analysis program elements of the CMP, shall 
determine the similarity between observed travel behavior 
with growth rates and geographic distribution assumptions 
of the RMP. The success of the program in working 
toward regional land use and mobility goals will be 
assessed as pan of future CMP updates, and appropriate 
changes to work toward regional goals will be proposed in 
consultation with local, regional, and state agencies. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

Less than Significant. 

- - .... - - ·- ,_ ,,_,_ -- --- ·- •- ,, __ ~ JIii JIii ... JIii All LL ... 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 
' 

CMP-related improvements could potentially 
increase the density of trips and traffic in center 
areas such as near transportation centers, rail 
transit stations, park and ride lots, etc. In these 
cases, the air quality affect of the CMP could 
create "hot spots" of pollutant concentrations, 
particularly carbon monoxide. 

D. NOISE 

C.4 

Noise from the construction of CIP projects may D.1 
be disruptive. Circumstances where noise 
conditions may increase and adverse impacts may 
result including the following: 

Construction·of new routes or freeway gap 
closures through sensitive residential areas. 

Widening of facilities on the existing CMP 
highway network that would bring travel 
lanes and mobile noise sources closer to 
sensitive adjacent land use receptors. 

Construction of elevated HOV lanes or 
elevated rail transit within or adjacent to 
facilities passing through residential areas or 
adjacent to sensitive land uses. 

MITIGATION 
LEVEL OF 

SIGNIFICANCE 
AFTER MITIGATION 

The LACTC shall encourage and participate in the Less than Significant 
evaluation and reconciliation of localized adverse impacts 
with regional improvements. Such evaluation is intended 
to broaden the understanding of "hot spots" of pollutant 
emissions, and the tradeoffs between hot spot creation and 
regional emission reductions. · · 

The LACTC shall review project-level EIRs for CMP CIP 
projects. The review shall be intended to ensure that as part 
of project-level planning and the environmental assessments 
of individual CMP CIP projects, the Lead Agency 
incorporates appropriate mitigations in order to minimize 
the noise impacts of individual CMP CIP projects. As part 
of the review the LACTC may comment on the adequacy of 
the analysis and mitigations to ensure that the Lead Agency 
addresses, as appropriate, the following issue areas in the 
EIR: 

• preparation in accordance with applicable local and 
State guidelines (FHW A FHMP 773, State Office of 
Noise Control, local noise ordinance and general noise 
element, etc.} 

The potential for localized CMP CIP 
project specific noise impacts to remain 
significant after implementation of the 
mitigations and CIP project specific 
mitigations developed as part of CIP 
specific review can only be assessed on a 
project specific basis. 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

Operational improvements on the CMP 
network that would increase traffic speed and 
flow that may incremental increase noise 
levels. 

Increase in the frequency of transit service 
(bus and/or rail) would increase Community 
Noise Equivalent Levels (CNEL). · 

New transit alignments or the construction of 
new elevated transit facilities would increase 
ambient noise levels. 

New transit stations may cause an increase in 
mobile and stationary levels for adjacent land 
uses. 

New park-and-ride locations may cause an 
increase in mobile noise levels for adjacent 
land uses as a result of a significant increase 
in vehicle trips to lhe area. Stationary noise 
levels may also increase as a result of the 
construction of parking structures with 
ventilation systems or from parking areas 
where sounds such as engine run-ups, door 
slams, car alarms etc. would be more 
common. 

MITIGATION 

• demonstration that all significant noise impacts have 
been mitigated in a manner consistent with the provisos 
of applicable local ordinances, as well as State and 
Federal guidelines . 

.. ,. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT MITIGATION 

Indirect Effects: Should implementation of the Mitigation measure C.3 addresses indirect noise impacts. 
CMP result in increased urban deconcentration, or 
concentration or expansion of development in 
outlying areas, which has not been anticipated in 
the regional plans, the CMP could have a 
negative effect on noise by increasing traffic in 
areas with 
relatively low background noise levels. The 
potential for the CMP to reinforce urban 
deconcentration is discussed in detail as part of 
the growth inducing impacts analysis contained in 
Chapter IV - Impact Overview, where it is 
concluded that the potential of the CMP to foster 
urban deconcentration is negligible. Also a 
possibility is that CMP-related improvements 
could increase the density of trips and traffic in 
center areas such as near transportation centers, 
rail transit stations, park-and-ride lots, etc.· In 
these cases, the noise effect of the CMP could 
concentrate an increase in both mobile and 
stationary noise levels in the immediate vicinity 
of these new facilities. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

Less than significant. 

• ,.·.( 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

E. GEOLOGY 

Direct Effects: Construction of CIP projects 
could result in the following geotechnical 
impacts: construction related erosion; increased 
risk of slope failures, mudslides, and rock falls; a 
limited potential for subsidence or soil-related 
impacts; and seismic risks. 

E.1 

MITIGATION 

The LACTC shall review project-level EIRs for CMP CIP 
projects. The review shall be intended to ensure that as part 
of project-level planning and the environmental assessments 
of individual CMP CIP projects, the Lead Agency 
· incorporates appropriate mitigations in order to minimize the 
geological impacts of individual CMP CIP projects. As part 
of the review the LACTC may comment on the adequacy of 
the analysis and mitigations to ensure that the Lead Agency 
addresses, as appropriate, the following issue areas in the 
EIR: 

• preparation in accordance with applicable local and 
State guidelines (Caltrans, Division of Mines 
Geology, local ordinances). 

• adequate geotechnical investigations regarding 
grading, slope stability, seismic hazards, potential 
ground acceleration. 

• the appropriate level of coordination with the State 
Division of Mines and Geology and identify specific 
mitigation measures to be implemented. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

The potential for localized CMP 
CIP project specific 
geotechnical impacts to remain 
after implementation of the 
mitigations and CIP project 
specific mitigations developed 
as part of CIP project specific 
review can only be assessed on 
a project specific basis. With 
mitigation, the CMP is not 
anticipated to result in any 
significant regional geotechnical 
impacts. 

-·- ---l----~-~•-·•-··- - -·- - -::- - -- -
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT MITIGATION 

• are designed in accordance with County and local 
code requirements for seismic ground shaking with 
special attention to the seismic design of bridges, 
elevated structures and tunnels. 

• demonstrate that all significant·geotechnical factors 
have been mitigated in a manner consistent with the 
provisions of sound engineering practice and 
applicable local ordinances. 

Indirect Effects: Should implementation of the Mitigation measure C.3 addresses indirect geological impacts. 
CMP result in increased urban deconcentration, or 
concentration or expansion of development in 
outlying areas, in closer proximity to active faults 
which has not been anticipated in the regional 
plans, the CMP could have a negative effect on 
seismic risk by increasing vehicle miles traveled. 
The potential for the CMP to reinforce urban 
deconcentration is discussed in detail as part of 
the growth inducing impacts analysis contained in 
Chapter IV - Impact Overview, where it is 
concluded that the potential of the CMP to foster 
urban deconcentration is negligible. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

Less than Significant 

·v.~, 

I.. 
•;_l~ 



Cl) I 

,!.. OJ 
~~ 

I\) 
I 

TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

Also a possibility is that CMP-related 
improvements could increase pressures for 
increased population and employment density in 
areas adjacent to transit stations, transit lines, 
transportation centers, etc. A new concentration 
of population and/or employment, particularly in 
multi-story buildings could increase human 
exposure seismic event risks. 

F. WATER 

Direct Impacts: CIP projects could affect 
beneficial uses through the destruction of habitat 
and changes in surface water quality. 
Implementation of the CMP could have a short­
term adverse effect on nearby surface water 
bodies during construction CIP related projects. 
these effects would include increased 
sedimentation engendered by excavation and 
grading activities, as well a pollution from 
vehicular oils and grease. Long-term impacts 
could result from increased highway and transit 
associated facilities operations and their 
associated pollution (such as vehicular oils and 
grease emissions). The level of pollution 
produced would be a function of the number and 
lengths of trips made on these new facilities. 

F.1 

• 

MITIGATION 

The LACTC shall review project-level EIRs for CMP CIP 
projects. The review shall be intended to ensure that as part 
of project-level planning and the environmental assessments 
of individual CMP CIP projects, the Lead Agency 
incorporates appropriate mitigations in order to minimize the 
water resource impacts of individual CMP CIP projects. As 
part of the review the LACTC may comment on the 
adequacy of the analysis and mitigations to ensure that the 
Lead Agency addresses, as appropriate, the following issue 
areas in the EIR: 

For large-scale capital improvement projects, such as 
freeway, HOV, rail and interchange projects, appropriate 
ecologically-oriented maps are obtained and used during the 
planning process for CIP projects. Every effort is made to 
avoid areas that are currently used or are anticipated 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

With implementation of the 
mitigation measures, program 
level water resource impacts on 
beneficial uses, supply and 
demand, and water quality are 
not anticipated to be significant. 
The potential for significant 
adverse water resource impacts 
to remain after implementation 
of CIP project specific 
mitigations developed as part of 
ClP project specific 
environmental review, can only 
be assessed on a project specific 
basis. 

~ ;>.i& 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

• 

MITIGATION 

to be used for ecologically beneficial purposes. Every 
effort is made to minimize all disturbances in areas 
where construction is mandatory. All areas are 
restored to their original pre-construction condition, 
including the re-introduction of all uncontaminated 
soil and the replacement of all 'native vegetation. In 
the coastal zone, coastal zone planning and 
management programs reduce adverse impacts to 
coastal water quality and preserve or improve areas of 
special water quality significance such as bays and 
estuaries . 

For large-scale CIP projects such as freeway, HOV, 
rail and interchange projects, a comprehensive site 
investigation is conducted by ecological and water 
quality specialists to provide input into the above 
planning and mitigation design process and to confinn 
expected onsite conditions prior to the initiation of 
demolition and construction activities. 

• Planning, construction, and operational activities are 
coordinated with appropriate ecological and water 
resources agencies and are conducted in accordance 
with the requirements of the Federal Water Pollution 
Control Act, the Water Quality Act and the Clean 
Water Act, including NPDES and Section 404 pennit 
requirements. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 
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ENVIRONMENTAL IMPACT 

- 1111, i.,-- ~ .. - . -

MITIGATION 

• Natural conditions are maintained or simulated 
wherever possible to minimize effects at stream 
crossing. Single-span bridges are used when feasible. 

• Erosion control measures and runoff management, 
such as drainage channels, delention basins, and 
vegetated buffers, are employed to prevent pollution 
of adjacent water resources by runoff from 
transportation facilities. Wherever physically 
feasible, detention basins are equipped with oil and 
grease traps which are cleaned regularly. Treatment 
and disposal of excavated materials is well-planned. 

• Water conservation measures listed in the BMP are 
incorporated into the planning and design of CIP 
projects and their mitigations. 

• Use of permeable surfaces and channelization of flows 
to recharge areas are incorporated into project design, 
where possible, to promote water percolation and 
removal of metals. 

• All demolition, construction, and operational activities 
are conducted in accordance with all applicable 
regulatory requirements. 

Mitigation measure A.3 would reduce long-term water quality 
impacts associated with CIP project operation: 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

Indirect Effects: Should implementation of the 
CMP result in increased urban deconcentration or 
concentration or expansion of development in 
areas containing beneficial uses, significant 
indirect impacts could result. 

Deconcentration could also decrease the amount 
of open land that is currently available for ground 
water recharge, either through natural means or 
though use of reclaimed water. Efforts to foster 
reclamation projects to increase local ground 
water supplies could be significantly curtailed 
because of the area requirements associated with 
the reuse of treated effluent. Lastly, the 
interdependent effects of deconcentration would 
increase the need for and restrictiveness of large­
scale water conservation programs. 

MITIGATION 

Mitigation measure C.3 would reduce the indirect impacts of the 
CMP of beneficial uses and the water supply/demand balance: 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

Less than Significant 

-~j 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

G. BIOLOGICAL RESOURCES 

Djrect Impacts: To the extent that the CMP is G.1 
successful in maintaining LOS in the vicinity of 
SEAs, the CMP would have a beneficial impact 
as a result of reduced congestion and air 
pollution. If the CMP results in the diversion of 
traffic to corridors passing through SEAs, or from 
already-congested corridors to corridors which are 
currently relatively free-flowing, leading to 
increased levels of congestion, traffic, and air 
pollution in proximity to SEAs, the CMP may 
have an adverse effect on biological resources. 
Some CMP CIP projects may be routed through 
SEAs. Any capital improvement projects located 
in or near SEAs pose the potential for significant 
biological impacts . 

.. ,~ ·-····-·-~ 

MITIGATION 

The LACTC shall review project-level EIRs for CMP CIP 
projects. The review shall be intended to ensure that as part 
of project-level planning and the environmental assessments 
of individual CMP CIP projects, the Lead Agency 
incorporates appropriate mitigations in order to minimize the 
biological resource impacts of individual CMP CIP projects. 
As part of the review the LACTC may comment on the 
adequacy of the analysis and mitigations to ensure that the 
Lead Agency addresses, as appropriate, the following issue 
areas in the EIR: 

• Prior to any new construction on existing or proposed 
highways within the boundaries of an SEA, the need for 
construction is reviewed and substantiated, and 
alternative alignments or appropriate mitigation 
measures are investigated and implemented as feasible. 
If no feasible alternative or mitigation is found, the 
project is performed in the most environmentally 
sensitive manner possible. 

- .. - - -·- -

LEVEL OF 
SIGNIFICANCE 

AFfER MITIGATION 

With implementation of the 
mitigation measures listed 
above, program level biological 
resource impacts are not 
anticipated to be significant. 
The potential for significant 
adverse biological resource 
impacts to remain after 
implementation of CIP project 
specific mitigation's developed 
as part of CIP project specific 
environmental review, can only 
be assessed on a project specific 
basis. 

-. ·:•-·" 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 
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MITIGATION 

• Site-specific studies are required for each CMP capital 
improvement project located in the vicinity of an SEA, or in any 
area identified as potentially environmentally significant by the 
local jurisdiction, to detennine whether significant plant or 
animal life or plant or animal life protected by local ordinance 
is present in a proposed alignment, and the level of impact on 
those resources. In consultation with the California Department 
of Fish and Game, the U.S. Fish and Wildlife Service and the 
local jurisdiction in which the project is located, detailed 
biological surveys are conducted prior to the adoption of 
roadway alignments which have the potential to adversely affect 
significant or protected biological resources. 

• Appropriate consultation with the California Deparunent 
of Fish and Grune occurs to detennine is special status 
species, not identified under the SEA progrrun, occur in 
the project vicinity. 

• Vegetation removal occurs only where absolutely 
necessary for grading; revegetation with appropriate 
native plants is be implemented as feasible. 

• Capital improvement projects which take place in 
recognized wetlands comply with local, state, and 
federal regulations governing the protection of these 
areas. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

Indirect Impacts: Should implementation of the 
CMP result in increased urban deconcentration, or 
concentration or expansion of development.in 
outlying areas, particularly areas containing 
significant ecological resources, which has not 
been anticipated in the regional plans, the CMP 
could have a negative effect on biological 
resources. The potential for the CMP 10 reinforce 
urban deconcentration is discussed in detail as 
part of the growth inducing impacts analysis 

MITIGATION 

• Capital improvement projects within the coastal zone 
comply with coastal zone planning and local 
government management programs which prevent or 
reduce impacts on biological resources within the 
coastal zone. 

0.2 The LACTC shall seek Environmental Enhancement and 
Mitigation Demonstration Program Funds made available 
under Section 164.56(b)(2) of the Streets and Highways 
Code for acquisition or enhancement of resource lands to 
mitigate the loss of, or the detriment to, resource lands lying 
within the right-of-way acquired for proposed transportation 

· improvements 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

Mitigation measure C.3 would reduce the indirect impacts of Less than significant. 
the CMP on biological resources. 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

contained in Chapter IV - Impact Overview, 
where it is concluded that the potential of the 
CMP to foster urban deconcentration is 
negligible. 

H. CULTURAL RESOURCES 

Direct Impacts: While prehistoric sites or 
artifacts could be discovered in the urbanized 
areas of Los Angeles County, it is likely that any 
archaeological sites on the surface would have 
been destroyed during past urbanization. 
Generally in the urbanized or urbanizing areas, 
archaeological and paleontological resources are 
uncovered during the construction phase of a 
project. 

The National Register entries, National 
Landmarks, State Landmarks, local designations, 
and Los Angeles Historic-Cultural Monuments 
are located along or near many of the streets and 
highways of the CMP Roadway System. 
Inclusion of a roadway or highway segment on 
the CMP network could ultimately lead to 
improvement projects on or near that segment, 
should service deteriorate below CMP Level of 

H.I 

MITIGATION 

The LACTC shall review project-level EIRs for CMP CIP 
projects. The review shall be intended to ensure that as part 
of project-level planning and the environmental assessments 
of individual CMP CIP projects, the Lead Agency 
incorporates appropriate mitigations in order to minimize the 
cultural resource impacts of individual CMP CIP projects. 
As part of the review the LACTC may comment on the 
adequacy of the analysis and mitigations to ensure that the 
Lead Agency addresses, as appropriate, the following issue 
areas into the EIR: 

• The project sponsor contacts either the archeological 
resource information depository at UCLA or Cal State 
Northridge to determine the status of each site or 
corridor proposed for development, if it is determined 
during project-specific environmental review that the 
site or corridor is likely to contain archaeological 
resources. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

With implementation of the 
mitigation measures listed 
above,programlevelcultural 
resource impacts are not 
anticipated to be significant. 
The potential for significant 
adverse cultural resource 
impacts to remain after 
implementation of CIP project 
specific mitigation's developed 
as part of CIP project specific 
environmental review, can only 
be assessed on a project specific 
basis. 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

Service standards. This could potentially lead to 
impacts on historic slructures as part of CIP 
projects. 

MITIGATION 

• A professional archaeologist is retained to aid in the 
assessment of those sites or corridors considered to have 
moderate to high likelihood of containing archaeological 
resources, and to recommend a course of action for 
preservation of significant resources. 

• During conslruction, at sites judged to have moderate to 
high likelihood of containing paleontological resources, 
a qualified paleontologist approved by the California 
Archaeological Inventory Regional lnfonnation Center 
is on call to remove fossil remains found during 
construction. If fossil remains are discovered during 
construction, all activity at the fossil site shall be 
stopped until the paleontologist has removed the 
remains. 

• For those sites or corridors for which environmental 
review or subsequent analysis indicates a less than 
moderate likelihood of containing archaeological 
resources, the following measures are taken: If any 
archaeological materials are encountered during the 
course of the project development, the project shall be 
halted. The services of an archaeologist shall be secured 
by contacting the Center for Public Archaeology - Cal 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

Indirect Impacts: Should implementation of the 
CMP result in increased urban deconcentration, or 
concentration or expansion of development in 
outlying areas or the mountain or desen ponions 
of the County, which has not been anticipated in 
the regional plans, the CMP could have a 
negative effect on cultural and archaeological 
resources in these areas. 

• 

MITIGATION 

State University, Northridge, or a member of the Society 
of Professional Archaeologist (SOPA), or a SOPA­
qualified archaeologist to assess the resources and 
evaluate the impact. Copies of the archaeological 
survey, study or repon are submitted to the UCLA 
Archaeological Information Center. All specimens 
collected are donated to the most appropriate 
educational research not possible to evaluate the 
potential impact until specific projects are proposed. 

The environmental assessment adequately evaluates the potential 
for significant impacts to nearby historic resources, including 
locally designated resources, and includes appropriate 
mitigations. 

Miligation measure C.3 would reduce the indirect impacts of the 
CMP on historic resources: 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

Less than significant. 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continued) 

ENVIRONMENTAL IMPACT 

I. PUBLIC SERVICES 

Direct Effec1s: The construction of individual 
CIP projects may temporarily slow police and fire 
department responses and disrupt access. 

Some CIP projects may require additional right­
of-way adjacent to existing parks and recreational 
facilities, reducing the already limited parkland in 
the County. Increased traffic volumes and/or 
speed in proximity to parks and recreational 
facilities could result in increased noise impacts, 
inhibited access to facilities, and an increased 
number of automobile-related accidents. Site­
specific studies required for each capital 
improvement project of the CMP with a potential 
for adversely affecting parks and recreational 
facilities will determine the level of impact on 
those facilities. 

I.I 

MITIGATION 

The LACTC shall review project-level EIR's for CMP CIP 
projects. The review shall be intended to ensure that as 
part of project-level planning and tl1e environmental 
assessments of individual CMP CIP projects, the Lead 
Agency incorporates appropriate mitigations in order to . 
minimize the public service impacts of individual CMP 
CIP projects. As part of the review the LACTC may 
comment on the adequacy of the analysis and mitigations 
to ensure that the Lead Agency addresses, as appropriate, 
the following issue areas in the EIR: 

• Prior to the construction of individual CMP capital 
improvement projects, the lead agency consults with 
affected police and fire departments to ensure these 
agencies adequate access to the affected portions of 
the CMP roadway network. 

• An assessment of the potential impacts to parks and 
recreational facilities is included in the 
environmental assessment of any CMP transportation 
facilities to be locate:.- in proximity to parks and 
recreational facilities which includes an as_sessment 
of traffic, noise, and access impacts. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

With implementation of the 
mitigation measures listed 
above, program level public 
services impacts are not 
anticipated to be significant. 

· The potential for significant 
adverse police, fire and parks 
and recreational impacts to 

· remain after implementation of 
CIP project specific mitigation's 
developed as part of CIP project 
specific environmental review, 
can only be assessed on a 
project specific basis. 

• An assessment of the potential impacts to schools is included in 
the environmental assessment of any CMP capital improvement 
project to be located in proximity to a school, which includes an 
assessment of traffic, noise, and access impacts. 
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TABLE S-1: SUMMARY OF IMPACTS AND MITIGATION MEASURES (continu~d) 

ENVIRONMENTAL IMPACT 

Local governments' compliance with the CMP 
could result in the diversion of local government 
personnel and revenues. 

MITIGATION 

1.2 The LACTC shall seek Environmental Enhancement and 
Mitigation Demonstration Program Funds made available 
under Section 164.56(b)(2) of the Streets and Highways 
Code for acquisition or enhancement of resource lands to 
mitigate the loss of, or the detriment to, resource lands 
lying within the right-of-way acquited for proposed 
transportation improvements 

1.3 The LACTC shall work with local jurisdictions to 
investigate a county-wide process to deal with future year 
CMP implementation. 

1.4 The LACTC shall continue to work with public and 
private interests regarding CMP requirements to minimize 
adverse public/private cost impacts associated with the 
CMP. 

LEVEL OF 
SIGNIFICANCE 

AFTER MITIGATION 

With implementation of the 
mitigation measures listed, 
impacts are not anticipated to be 
significant. 
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Los Angeles County 

... ~- ... 

Metropolitan 

Transportation 

Authority 

818 West Seventh Street 

Suite 300 

Los Angeles. CA 90017 

213.623-1194 

) 

To: 

From: 

Subject: 

Project: 

ORIGINAL REC'D 

;/ . MJ '(✓ -2 J\ 1993 

touN · J· 
NOTICE OF PREPARATION AND INITl~l,,J.nlUD . / K! 

-~, · " DEPUT' 

County Clerk, 111 North Hill Street, Room 106, 
Los Angeles, California 90012 

Los Angeles County Metropolitan Transportation Authority 

Notice of Preparation of a Draft Environmental 
Impact Report and Initial Study 

1993 Congestion Management Program for Los Angeles County 

The Los Angeles County Metropolitan Transportation Authority (MTA) will 
be the Lead Agency for the preparation of an Environmental Impact Report 
for the 1993 Congestion Management Program for Los Angeles County 
(CMP). We encourage the submittal of comments from agencies regarding 
those aspects of the scope and content of the Environmental Impact Report 
which are germ~e to the agency's statutory responsibilities in connection with 
the proposed project. We would also welcome comments from concerned 
organizations, parties and persons regarding aspects of the scope and content 
of the Environmental Impact Report which are felt to be of concern. General 
comments on the Congestion Management Program should be sent separately 
and labelled separately. 

Due to the time limits of State law, your response must be sent at the earliest 
possible date, but not later than 5:00 p.m. on June 23, 1993. Facsimile 
submittals will be accepted provide they are received prior to the deadline, 
and are sent only to (213) 244-6025. Please address your responses to Kendra 
Morries, Land Use Project Manager, Congestion Management Program, at 
818 West Seventh Street MIS 2200, Los Angeles, California 90017. Please 
include the name of a contact person. 

A description of the proposed 1993 Congestion Management Program and the 
potential environmental effects of the proposed program are contained in the 
attached Initial Study. More information on the Congestion Management 
Program is available by calling the CMP Hotline at {213) 244-6599. 
Information about on-going CMP related meetings and work progress is also 
available by calling the Hotline. 

~~ ~ ~1 '2.l.2\q9~ 
Kendra Morries Date 
Land Use Project Manager l'llIS l'QTJ:CE WA$ l'O~ 
Congestion Management Program ,, 

(213) 244-6579 tl~-~r:~/, }U~·'l ~~ . 
... -1- .. Jfff ' ). 
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213-623.1194 

INITIAL ENVIRONMENTAL STUDY 
1993 CONGESTION MANAGEMENT PROGRAM (CMP) 

I. BACKGROUND 

1. 

2. 

3. 

4. 

5. 

6. 

Name of Proponent: Los Angeles County Metropolitan 
Transportation Authority 

Address of Proponent: 818 West Seventh Street MS-2200, 
Los Angeles California, 90017 

Date of Environmental Assessment: May 1993 

Contact Person: Kendra Marries, Land Use Project Manager, 
Congestion Management Program, {213) 244-6579 

Name of Proposal: 1993 Congestion Management Program 
for Los Angeles County 

Location of Proposal: Los Angeles County 

Assembly Bill 152, signed by Governor Pete Wilson on May 19, 1992, 
merged the Los Angeles County Transportation Commission (LACTC) and 
Southern California Rapid Transit District (SCRTD) into the new Los Angeles 
County Metropolitan Transportation Authority (MTA). Effective February 1, 
1993, the new MTA assumed responsibility for all programs and services 
previously provided by LACTC and SCRTD. Among these will be the 
responsibilities of the Congestion Management Agency and the 
implementation and administration of the CMP. Therefore, the new MTA has 
been referred to throughout this document. 

In November of 1992 the Los Angeles County Metropolitan Transportation 
Authority (MTA) adopted the first Congestion Management Program (CMP) 
for Los Angeles County and certified the accompanying Final Environmental 
Impact Report (EIR). That EIR is a Program EIR and is tiered from the EIR 
for the 1989 Regional Mobility Plan (RMP). The CMP is required by law to 
be consistent with the RMP which is prepared by the Southern California 
Association of Governments (SCAG). The EIRs for both the 1992 CMP and 
RMP are incorporated herein by reference. 1 

1
Los Angeles County Congestion Management Program Final Environmental Impact 

Report, November 1992 (SCH NO. 91121062; SCAG Clearing House #LA55791-MT); Draft 
Environmental Impact Report Regarding the SCAG Regional Mobility Plan: October 1988 
and the Final Environmental Impact Report Regarding the 1988 SCAG Regional Mobility 
Plan, (SCH# 87-121613), December 1988. Portions of the CMP EIR are summarized in 
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Because the CMP was a new program, the MTA adopted a first year CMP that was 
designed to meet the basic legislative requirements for a CMP and to establish a 
countywide planning framework for addressing congestion on the regional transportation 
network. The requirement for a CMP originated in the State Legislature with the passage 
of Assembly Bill 471 (1989) and Assembly Bill 1791 (1990). The requirement for a CMP 
became effective when California voters approved Proposition 111 in June of 1990, which 
increased the state gas tax by nine-cents-per-gallon. These revenues are expected to 
generate approximately $18.5 billion to fund transportation investment statewide over a 
ten year period. A portion of these funds are returned to local governments for 
transportation related purposes. In order to receive these funds, local jurisdictions must 
comply with local CMP requirements, established in Section 65088 through 65089.2 of the 
California Government Code. 

Each urban county in the state is required to designate a Congestion Management 
Agency (CMA) to develop and periodically update a CMP. The Los Angeles County 
Metropolitan Transportation Authority (MTA) is the CMA for Los Angeles County. 
Preparation of a CMP is a condition for eligibility to receive the new gas tax subventions. 
Government Code Section 65089 (b) requires that each CMP contain the following 
elements: 

1. 

2. 

3. 

4. 

5. 

An element designating the CMP transportation system and establishing 
LOS. standards for the highways and roadways included in that system. 

A transit standards element for service frequency, routing, and coordination 
among multiple transit agencies operating within the CMP's jurisdiction. 

A transportation demand and trip reduction element that includes 
alternatives to single-occupant auto use and promotes strategies to manage 
overall travel demand. 

A land use program to analyze the impacts of land use decisions by local 
jurisdictions on the regional transportation system. 

A seven-year capital improvement program (CIP) to maintain or improve the 
traffic and transit standards or to mitigate the impact of new development. 

The adopted 1992 CMP for Los Angeles County approached each of the elements 
required by CMP statute as follows: 

relevant sections of this Initial Study. All three EIRs are avaUable for review at the offices of 
the MTA located at: 818 West Seventh Street, Los Angeles, California 90017. 
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• 

• 

• 

• 

Highway System. Designation of 1,000 miles of freeways, state highways 
and roads as the CMP system in Los Angeles County. Over time, CMP 
effectiveness will be measured by the Levels of Service (LOS) on this 
system. Levels of Service range from "A" (free-flow) to "F" (heaviest 
congestion). One of the objectives of the CMP is to maintain this system 
at LOSE, or prevent further degradation if it's already at "P'. 

Traffic volumes were measured during spring 1992 to establish the base 
year LOS. This base year monitoring provides the first uniform countywide 
picture of how our transportation system is currently operating. Local 
jurisdictions and Caltrans will take these measurements annually which will 
help track changes in travel patterns, determine the impact of growth on 
countywide mobility, and determine the effect of transportation 
improvements. 

Transit Standards. Designation of a transit monitoring network comprised 
of transit routes on, or parallel to, the CMP highway system. Information 
gathered annually about passenger volumes, seat capacity, and travel 
speed in broad transit corridors will provide a picture of how transit assists 
in relieving congestion and where transit will be needed in the Mure. 

Transportation· Demand Management (TOM). Transportation Demand 
Management programs encouraging transit ridership, carpooling, 
vanpooling, bicycling, or otherwise reducing the number of vehicles on the 
road. The CMP required local jurisdictions to adopt their own TOM 
ordinance by April 1, 1993. 

To help cities meet this requirement, a model ordinance was developed to 
complement existing efforts by the South Coast Air Quality Management 
District. The ordinance requires "TOM-friendly" design standards for new 
non-residential construction. Local jurisdictions must also provide transit 
operators the opportunity to comment on the impacts of new development 
through the California Environmental Quality Act (CEQA) process. 

Land Use. When making land use decisions, the CMP requires local 
· jurisdictions to consider the impact of new development on the regional 
transportation system. Transportation Impact Analysis (TIA) guidelines 
incorporated in the CMP, provide a common measure countywide for 
assessing these regional impacts. CMP Transportation Impact Analysis is 
required only for projects preparing an Environmental Impact Report (EIR). 
This approach effectively coordinates CMP requirements with the California 
Environmental Quality Act (CEQA}, thereby minimizing additional analysis 
requirements. The ultimate decision on addressing congestion -eoncerns 
identified in an EIR remains the responsibility of the local jurisdiction. Local 
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• 

jurisdictions were required to adopt the this CMP land use analysis program 
by April 1, 1993. 

Capital Improvement Program. In order to qualify for funds through the 
State Transportation Improvement Program (STIP), projects must first 
demonstrate a benefit to the CMP highway system. The Capital 
Improvement Program for the 1992 CMP identifies those State funded 
projects that are already included in the 1992 STIP. Statute requires that 
these projects be included in the CMP in order to remain eligible for State 
funding. 

PROPOSED 1993 CMP UPDATE: 

The 1993 CMP Update includes the following proposed modifications: 

1. 

2. 

3. 

1993 Highway and Transit Monitoring Data 

The 1992 CMP produced the first consistent, multi-jurisdictional analysis of traffic 
congestion throughout the County. The 1993 CMP will provide comparable data, 
and identify changes in congestion levels over the· past year. Transit frequency 
and routing data are also being compiled, through information provided by transit 
operators as part of the Short Range Transit Plan. 

Addition to the CMP Highway and Roadway System 

The 1992 CMP established a mechanism for adding routes-through the biennial 
CMP update. In January 1993, local jurisdictions were asked to nominate routes 
that they would like considered for addition to the CMP system. In response to that 
request, routes recommended from various jurisdictions were considered. 

The CMP Policy Advisory Committee (PAC) discussed this issue in great detail in 
March and April of 1992. As a result of this discussion, the PAC recommended 
that La Cienega Boulevard between the Santa Monica Freeway (1-10) and the San 
Diego Freeway (1-405) be added to the system. 

Refinement of the Land Use Analysis Program 

The 1992 CMP established guidelines for analyzing the impacts of new 
development on the regional transportation system, integrated through existing 
California Environmental Quality Act (CEQA) requirements. These 9uidelines 
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4. 

5. 

included technical procedures for analyzing the impacts of individual development 
projects at CMP intersections and freeway segments. 

Through implementation, CMP staff has found that a brief supplement to these 
guidelines would allow for the analysis of longer range and more generalized 
development programs such as local general plans and community plans. By 
allowing the analysis of these plans to focus on CMP street segment analysis 
rather than intersections, comparable evaluation of regional impacts and mitigation 
measures can be provided. This supplement will improve effectiveness of the land 
use analysis program at capturing cumulative development impacts, while 
permitting more generalized technical evaluation appropriate to the nature of 
general plans and minimizing administrative costs. 

Update of the Capital Improvement Program 

State programming statutes require that projects competing for state Flexible 
Congestion Relief (FCR) funds be included in the CMP, and that projects 
competing for Traffic System Management (TSM) funds be consistent with the 
CMP. 1992 CMP monitoring data and analysis have been integrated into the 
MTA's ongoing Multi-Year Call for Projects, and will be used in evaluating the 
regional significance of project applications. Once project selection is complete, 
those projects which are proposed for State funding will be incorporated into the 
1993 CMP Capital Improvement Program. 

Deficiency Plan Procedures: 

Statute requires that local jurisdictions prepare deficiency plans when portions of 
the CMP highway system deteriorate to LOS F, or worsen within LOS F. The 
purpose of the deficiency plan is to implement strategies that either fully mitigate 
congestion or alternatively, provide measurable improvement to congestion and 
air quality. The contents of a deficiency plan are specified in statute, as are 
guidelines for the determination of deficiencies and the agencies that must be 
consulted. 

In March 1992, a workshop was held to discuss CMP deficiency plan 
requirements. In response to previous Commission direction, staff reported on 
various CMP deficiency plan alternatives. Based on extensive testimony, the 
Commission directed staff to develop a coordinated, countywide approach to meet 
deficiency plan responsibilities. The countywide approach described below has 
now been developed and is being proposed for addition to the CMP as part of the 
1993 update. It includes: 
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• Identification of the magnitude of deficiencies anticipated to occur on the 
CMP highway system by the year 2010, with completion of transportation 
improvements expected to be funded during this time period. CMP model 
runs indicate that roughly 15% of the trips generated by growth within Los 
Angeles County through the year 201 O will contribute to deficiencies on the 
CMP highway system. This 15% is new trips is equivalent to 3% of all trips 
in the year 2010. 

• A program for assigning deficiency points to jurisdictions based on local 
land use decisions and their contribution to deficiencies on the CMP 
highway system. Local jurisdictions will annually track and report on new 
development activity, in order to establish its congestion mitigation goal. 

• The local jurisdiction implements mitigation measures by selecting from a 
toolbox of capital, demand reducing, and land use strategies. A local 
jurisdiction is responsible for balancing its congestion mitigation goal with 
commensurate mitigation strategies. Mitigation points will be based on the 
trip reduction value of various mitigation strategies. Both the impact and 
mitigation point systems will be refined over time. 

• Local jurisdictions claim credits for mitigation strategies implemented after 
January 1, 1990. The actions for which credit can be claimed and the 
amount of credit is determined by the CMP mitigation toolbox and value 
system. If a local jurisdiction contributes partial funding to a mitigation 
project, the credit is based on the mitigation value of the project and the 
proportion contributed by the jurisdiction. Local jurisdictions report the 
implementation of mitigation actions. The MTA is responsible for assessing 
the effectiveness of mitigation actions, not local jurisdictions. 

• Since mitigation goals are determined annually for each jurisdiction based 
on total new development activity, there is no required linkage of mitigation 
to project-by-project development approvals. A jurisdiction may, in fact, 
choose to implement mitigation actions which affect existing activity rather 
than new development. Each jurisdiction has the flexibility to choose 
mitigation measures - multi-jurisdictional, citywide, subarea, or project-

. specific - it deems most appropriate. 

• Funding for implementation of mitigation actions can be from any source 
programmed by the local jurisdiction. Projects funded through MTA 
discretionary sources, such as State Flexible Congestion Relief. (FCR) funds, 
DO NOT count toward meeting local jurisdiction deficiency plah obligations. 
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This avoids double counting of mitigation actions that reduce the 
countywide congestion gap. 

• As a countywide program, all local jurisdictions must participate in the 
deficiency plan process, regardless of the number of CMP intersections or 
congestion levels specifically within their geographic limits. This required 
participation recognizes the complexity of Los Angeles County travel 
patterns and related interjurisdictional impacts. Local CMP conformance is 
determined by participation in the program, defined by: (1) tracking new 
development activity, (2) selecting commensurate mitigation strategies, and 
(3) implementing selected mitigation strategies. First-year CMP 
conformance requirements (highway and transit monitoring, TOM ordinance, 
and land use analysis) will also continue. 

Environmental Review of the 1993 CMP 

According to Section 21094 of CEQA, where a prior environmental impact report has 
been prepared and certified for a program, plan, policy, or ordinance, the lead agency 
for a later project shall examine significant effects of the later project upon the 
environment by using a tiered environmental impact report, except that the report on the 
later project need not examine those effects which the lead agency determines were 
either~) mitigated or avoided pursuant to subdivision (a) of Section 21081 of CEQA as 
a result of the prior environmental impact report, or (2) examined at a sufficient level of 
detail in the prior environmental impact report to enable those effects to be mitigated or 
avoided by site specific revisions, the imposition of conditions, or by other means in 
connection with the approval of the later project. 

The EIR prepared for the 1992 CMP, and the EIR prepared for the Southern California 
Association of Governments (SCAG) 1989 Regional Mobility Plan {RMP}, shall be 
considered the "first tier'' of the CEQA process for the 1993 CMP. The 1993 CMP EIR 
shall constitute the second tier and shall be limited to examining impacts and mitigation 
measures which were not evaluated in the 1992 CMP EIR or the 1989 RMP EIR as 
provided by State CEQA Guidelines Section 15152. 

The purpose of an Initial Study for a tiered project or program is to analyze whether the 
later project or program may cause significant effects on the environment that were not 
examined in the prior Environmental Impact Report(s). That is the purpose of this Initial 
Study. Section II of this Initial Study contains a checklist assessment of the 1993 CMP's 
potential to create additional impacts not previously analyzed. The basis for the checklist 
judgements are explained in Section Ill of this Initial Study. 
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II. ENVIRONMENTAL IMPACTS 

May the 1993 CMP result in significant effects on the environment that were not 
examined in the RMP EIR or the 1992 CMP EIR? (Explanations of all "yes" and 
"maybe" answers are provided in Section 111.) 

I. EARTH. Will the proposal result in: 

a) 

b) 

c) 

d) 

e) 

f) 

g) 

Unstable earth conditions or changes in geologic 
substructures? 

Disruptions, displacements, compaction, or overcovering 
of the son? 

Change in topography or ground surface relief features? 

The destruction, covering, or modification of any unique 
geologic or physical features? 

Any increase in wind or water erosion of soils, either on 
or off the site? 

Changes in deposition or erosion of beachsands, or 
changes in siltation, deposition, or erosion which may 
modify the channel of a river or stream or the bed of the 
ocean or any bay, inlet, or lake? 

Exposure of people or property to geologic hazards, 
such as earthquakes, landslides, mudslides, ground 
failure, or simRar hazards? 

II. AIR. Will the proposal result in: 

a) 

b) 

c) 

Substantial air emissions or deterioration of ambient air 
quality? 

The creation of objectionable odors? 

Alteration of air movement, moisture, or temperature, or 
any change in climate, either locally, or regionally? 
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I Yes Maybe No 

I 
111. WATER. Will the proposal result in: 

a) Changes in currents, or the course of direction of water )( movements, in either marine or freshwaters? □ □ 

I b) Changes in absorption rates, drainage patterns, or the ~ rate and amount of suriace runoff? □ □ 

I 
c) Alterations to the course or flow of flood waters? □ □ ~ 

I d) Changes in the amount of suriace water in any water 
□ □ ~ body? 

I e) Discharge into suriace waters, or in any alteration of 
□ □ A suriace water quality, including, but not limited to, 

I 
temperature, dissolved oxygen or turbidity? 

f) Alteration of the direction or rate of flow of ground 
~ waters? □ □ 

I g) Change in the quantity of ground waters, either through 1( direct additions or withdrawals, or through interception □ □ 

I of an aquifer by cuts or excavations? 

h) Substantial reduction in the amount of water otherwise 
□ □ fl I available for public water supplies? 

ij Exposure of people or property to water related hazards 
□ □ ~ 

I such as flooding or tidal waves? 

IV. PLANT LIFE. Will the proposal result in: 

I a) Change in the diversity of species, or number of any 
□ □ species of plants Oncluding trees, shrubs, grass, crops, 

I 
and aquatic plants)? 

b) Reduction of the numbers of any unique, rare, or ~ endangered species of plants? □ □ 

I c) Introduction of new species of plants into an area, or in 
~ a barrier to the normal replenishment of existing □ □ 

I species? 

I 
d) Reduction in acreage of any agricultural crop? □ □ )( 

I -C10-
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v. ANIMAL LIFE. Will the proposal result in: 

a) Change in the diversity of species, or numbers of any 
species of animals (birds; land animals, including 
reptiles; fish and shellfish, benthic organisms or 
insects)? 

b) Reduction of the numbers of any unique, rare, or 
endangered species or animals? 

c) Introduction of new species of animals into an area, or 
result in a barrier to the migration or movement of 
animals? 

d) Deterioration to existing fish or wildlife habitat? 

VI. NOISE. Will the proposal result in: 

a) Increases in existing noise levels? 

b) Exposure of people to severe noise levels? 

VII. LIGHT AND GLARE. Will the proposal: 

a) Produce new light or glare? 

VIII. LAND USE. Will the proposal result in: 

a) Substantial alteration of the present or planned land use 
of an area? 

IX. NATURAL RESOURCES. Will the proposal result in: 

a) Increase in the rate of use of any natural resources? 

b) Substantial depletion of any non-renewable natural 
resource? 

-C11-
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X. RISK OF UPSET. Will the proposal result in: 

a) A risk of an explosion or the release of hazardous 
substances (including, but not limited to: oil, pesticides, 
chemicals, or radiation) in the event of an accident or 
upset conditions? 

b) Possible interference with an emergency response plan 
or an emergency evacuation plan? 

XI. POPULATION. Will the proposal: 

a) Alter the location, distribution, density, or growth rate of 
the human population of an area? 

XII. HOUSING. Will the proposal:· 

a) Affect existing housing, or create a demand for 
additional housing? 

XIII. TRANSPORTATION/CIRCULATION. Will the proposal result in: 

a) Generation of substantial additional vehicular 
movement? 

b) Effects on existing parking facilities, or demand for new 
parking? 

-­, ' 
'~ 

c) Substantial impact upon existing transportation systems? 

d) Alterations to present patterns of circulation or 
movement of people and/or goods? 

e) Alterations to waterborne, rail, or air traffic? 

f) Increase in traffic hazards to motor vehicles, bicyclists, 
or pedestrians? 
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XIV. PUBLIC SERVICES. Will the proposal have an effect upon, or 

I result in a need or for a new or altered governmental services in any of 
the following areas: 

a) Fire protection? D i D I 
b) Police protection? D )( D I 
c) Schools? D 1' D I 
d) Parks or other recreational facilities? D ~ D 

I 
e) Maintenance of public facilities, including roads? D , D 

I 
)( f) Other governmental services? D D 

I xv. ENERGY. Will the proposal result in: 

a) Use of substantial amounts of fuel and energy? D 'fl D I 
b) Substantial increase in demand upon existing sources of 

D }( D I energy, .or require the development of new sources of 
energy? 

I 
I 
I 
I 
I 
I 
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XVI. UTILITIES AND SERVICE SYSTEMS. Will the proposal result in a 
need for new systems, or substantial alterations to the following utilities: 

a) Power or natural gas? 

b) Communications systems? 

c) Water? 

d) Sewer or septic tanks? 

e) Storm water drainage? 

f) Solid waste and disposal? 

XVII. HUMAN HEAL Tl-I. Will the -proposal result in: 

a) Creation of any health hazard or potential health hazard 
(excluding mental health)? 

b) Exposure of people to potential health hazards? 

XVIII. AESTI-IETICS. Will the proposal result in: 

a) The obstruction of any scenic vista or view open to the 
public? 

b) The creation of an aesthetically offensive site open to 
public view? 

XIX. RECREATION. Will the proposal result in: 

a) Impact upon the quality or quantity of existing 
recreational opportunities? 

-C14-
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xx. CULTURAL RESOURCES. Will the proposal: 

a) Result in the alteration of or the destruction of a 
□ □ )l I 

prehistoric or historic archaeological site? 

b) Result in adverse physical or aesthetic effects to a 
□ □ )( I 

prehistoric or historic building, structure, or object? 

c) Have the potential to cause a physical change which 
□ □ '( I 

would affect unique ethnic cultural values? 

d) Restrict existing religious or sacred uses within the 
□ □ )zi I 

potential impact area? 

XXI. MANDATORY FINDINGS OF SIGNIFICANCE. I 
a) Potential to degrade: Does the project have the 

□ □ I potential to degrade the quality of the environment, 
substantially reduce the habitat of a f1Sh or wildlife 
species, cause a fish or wildlife population to drop below 

I self sustaining levels, threaten to eliminate a plant or 
animal community, reduce the number or restrict the 
range of a rare or endangered plant or animal or 
eliminate important examples of the major periods of I California history or prehistory? 

b) Short-term: Does the project have the potential to 
□ □ I achieve short-term, to the disadvantage of long-term, 

environmental goals? (A short term impact on the 
environment is one which occurs in a relatively, brief, 

I definitive period of time. Long term impacts will endure 
well Into the future.) 

c) Cumulative: Does the project have impacts which are 
□ □ I individually limited but cumulatively considerable? (A 

project may impact on two or more separate resources 
where the impact on each resource is relatively small, 

I but where the effect on the total of those impacts on the 
environment is significant.) 

d) Substantial adverse: Does the project have 
□ □ I environmental effects which will cause substantial 

adverse effects on human beings, either directly or 
indirectly? I 

I 
-C15-
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Ill. DISCUSSION OF ENVIRONMENTAL EVALUATION (Narrative description 
environmental impacts). 

1. Earth 

a.-g. No. The 1992 CMP EIR addressed earth related impacts. It identified the following 
direct and indirect effects of the CMP: 

Direct Effects: Construction of Capital Improvement Program (CIP} projects could 
result in the following geotechnical impacts: construction related erosion; increased 
risk of slope failures, mudslides, and rock falls; a limited potential for subsidence 
or soil-related impacts; and seismic risks. 

This would be true as well for Deficiency Plan related mitigation projects or any CIP 
updates. The following ·mitigation was included in the 1992 CMP EIR for these 
impacts: 

E. 1 The MTA shall review project-level EIRs for CMP CIP projects. The review 
shall be intended to ensure that as part of project level planning and the 
environmental assessments of individual CMP CIP projects, the Lead 
Agency incorporates appropriate mitigations in order to minimize the 
geological impacts of individual CMP CIP projects. As part of the review, the 
MTA may comment on the adequacy· of the analysis and mitigations to 
ensure that the Lead Agency addresses, as appropriate, the following issue 
areas in the EIR: 

• preparation in accordance with applicable local and State guidelines 
(Caltrans, Division of Mines Geology, local ordinances). 

• adequate geotechnical investigations regarding grading, slope stability, 
seismic hazards, potential ground acceleration. 

• the _appropriate level of coordination with the State Division of Mines and 
Geology and identify specific mitigation measures to be implemented. 

• are designed in accordance with County and local code requirements for 
seismic ground shaking with special attention to the seismic design of 
bridges, elevated structures, and tunnels; and 

• demonstrate that all significant geotechnical factors have been mitigated in 
a manner consistent with the provisions of sound engineering practice and 
applicable local ordinances. 
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The 1993 CMP Deficiency Plan mitigation projects and projects included in any CIP 
update would have the same impacts as those described in the 1992 EIR. The 
1992 discussion is adequate to address these impacts and no additional 
discussion of these impacts is required in the 1993 CMP EIR. 

Indirect Effects: Should implementation of the CMP result in increased urban 
deconcentration or concentration or expansion of development in outlying areas, 
in closer proximity to active faults which has not been anticipated in the regional 
plans, the CMP could have a negative effect on seismic risk. The potential for the 
CMP to reinforce urban deconcentration is discussed in detail as part of the growth 
inducing impacts analysis contained in Chapter IV - Impact Overview of the 1992 
CMP EIR, where it is concluded that the potential of the 1992 CMP to foster urban 
deconcentration is negligible. 

Also discussed in the 1992 CMP EIR is the possibility that CMP related 
improvements could increase pressures for increased population and employment 
density · in areas adjacent to transit stations, transit lines, transportation centers, 
etc. A new concentration of population and/or employment, particularly in 
multi-story buildings could increase human exposure to seismic event risks. 

As discussed under Item 8 of this Initial Study, the addition of the Deficiency Plan 
requirement may result in changes in land use. However, given the region's 
seismic activity, the prevalence of faults, existing building code requirements, and 
statutory requirements for assessing seismic risk as part of the development 
permitting, it is not anticipated that a general redistribution of population, if any, 
would have a significant effect of seismic risk. 

Mitigation Measure C.3, included in the 1992 CMP EIR, provides for monitoring for 
changes from the anticipated regional land use pattern. 

The 1992 CMP discussion of earth impacts is sufficient to address potential 1993 
CMP earth impacts. No additional discussion of these impacts is required in the 
1993 CMP EIR. 

2. Air 

a. Maybe. The 1992 CMP EIR included a qualitative discussion of potential air quality 
impacts. That document identified the following impacts and included the following 
mitigation measures: 

Direct Impact: The 1992 CMP is consistent with the AQMP and would help to 
improve regional air quality in the County. 
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The 1993 CMP Deficiency Plan component would add additional capital 
improvement and TOM related projects to the list of planned improvements. 
Although these projects are consistent with the goals of the AQMP the 1993 CMP 
with the deficiency plan component may result in significant positive or negative 
impacts not previously addressed. The 1993 CMP EIR will contain such an 
analysis. 

Direct Impact: The construction and/or operation of CIP transportation 
improvement projects could have the following localized negative air quality 
impacts adjacent to the improvement alignment or right-of-way: 

• 

• 

• 

• 

Construction of roadway and/or transit improvements would have 
short-term construction impacts. Earth moving activities would increase 
localized particulate levels. Improvements to existing roadways may also 
require detours and delays during construction which would· cause 
short-term increases in emissions. 

New route locations or freeway gap closures have the potential to bring 
mobile emission sources closer to existing sensitive land uses as well as 
create a new source of pollutant emissions in areas where such sources 
may not have existed before. 

Providing increased roadway capacity by widening or restriping may move 
vehicle travel lanes closer to sensitive land uses adjacent to the roadway. 

Creation of rail transit stations and transit centers has the potential to attract 
a significant number of vehicles to parking locations. Particularly during 
peak periods, localized carbon monoxide "hot spots0 may be created by 
vehicles idling or queuing at access points to parking facilities. Station 
circulation may also impeded vehicle flow on adjacent arterial streets and 
this increase delays, idling and localized emissions. 

This would be true as well for Deficiency Plan mitigation projects or any CIP 
updates. The following mitigation was included in the 1992 CMP EIR for these 
impacts: 

In addition to Mitigation Measure 8.1 , the following mitigation measures would 
partially mitigate direct impacts associated with CMP CIP projects: 

C.1 The MTA shall review project-level EIRs for CMP CIP projects. The review 
shall be intended to ensure that as part of project level planning and the 
environmental assessments of individual CMP CIP projects, the Lead 
Agency incorporates appropriate mitigations in order to minimize the air 
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• 

quality impacts of individual CMP CIP projects. As part of the review the 
MTA may comment on the adequacy of the analysis and mitigations to 
ensure that the Lead Agency addresses, as appropriate, the following issue 
areas in the EIR: 

Preparation in accordance with applicable guidelines {SCAQMD, 
CALTRANS, FHWA, EPA, etc.); 

• Both construction and operation phase emissions and criteria pollutant 
concentrations, and compare emissions and concentrations to established 
SCAQMD daily emissions thresholds, as well as to California Ambient Air 
Quality Standards {CAAQS) ; 

• Consistency with the Air Quality Management Plan; and 

• Demonstration that significant air quality impacts have been mitigated in a 
manner consistent with the provisions of applicable State and Federal clean 
air legislation. · 

C.2 The MT A shall seek Environmental Enhancement and Mitigation 
Demonstration Program Funds made available under Section 164.56{b){1) 
of the Street and Highways Code for highway landscaping and urban 
forestry projects designed to offset vehicular emissions of carbon dioxide 
associated with CIP projects. 

The 1993 CMP capital projects and mitigation projects included in the Deficiency 
Plan would have the same impacts as those described in the 1992 EIR. The 1992 
EIR discussion is adequate to address these impacts. No additional discussion of 
these impacts is required in the 1993 CMP EIR. · 

Indirect Effects: Should implementation of the· CMP result in increased urban 
deconcentration or concentration or expansion of development in outlying areas, 
which has not been anticipated in the regional plans, the CMP could have a 
negative effect on air quality by increasing vehicle miles traveled. The potential for 
the CMP to reinforce urban deconcentration is discussed in detail as part of the 
growth inducing impacts analysis contained in Chapter IV of the 1992 CMP EIR -
Impact Overview, where it is concluded that the potential of the CMP to foster 
urban deconcentration is negligible. 

As discussed under Item 8 of this Initial Study, the addition of the Deficiency Plan 
requirement may result in changes in land use which will be assessed in the 1993 
CMP EIR. The following mitigation was included in the 1992 CMP -EIR and was 
designed to monitor for such changes and to trigger additional analysis if they 
occur: 
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C.3 The MT A, where possible, through the congestion monitoring, 
highway, and transit network, modeling, and land use analysis 
program elements of the CMP, shall determine the similarity between 
observed travel behavior with growth rates and geographic 
distribution assumptions of the RMP. The success of the program in 
working toward regional land use and mobility goals will be assessed 
as part of future CMP updates, and appropriate changes to work 
toward regional goals will be proposed in consultation with local, 
regional, and state agencies. 

This mitigation would be sufficient to address this potential indirect effect of the 
1993 CMP as long as significant unmitigatible land use redistribution impacts are 
not found to result from the 1993 CMP. 

The 1992 CMP EIR also discussed the fact that CMP related improvements could 
potentially increase the density of trips and traffic in center areas, such as near 
transportation centers, rail transit stations, park and ride lots, etc. In these cases, 
the air quality affect of the CMP could create "hot spots" of pollutant 
concentrations, particularly carbon monoxide. The following mitigation was included 
in the 1992 CMP EIR for this potential indirect impact: 

C.4 The MTA shall encourage and participate in the evaluation and 
reconciliation . of localized adverse impacts with regional 
improvements. Such evaluation is intended to broaden the 
understanding of 0 hot spots" of pollutant emissions, and the tradeoffs 
between hot spot creation and regional emission reductions. 

This mitigation would be sufficient to address this potential impact of the 1993 
CMP. No additional discussion of these impacts is required in the 1993 CMP EIR. 

b.-c. No. The 1993 CMP does not contain any elements that would create objectionable 
odors, or alter air movement or climate. 

3. Water 

a.-i. No. The 1992 CMP EIR included a qualitative discussion of potential water related 
impacts. That document identified the following impacts and included the following 
mitigation measures: 

Direct Impacts: CIP projects could affect beneficial uses through the destruction 
of habitat and changes in surface water quality. Implementation of the CMP could 
have a short-term adverse effect on nearby surface water bodies during 
construction of CIP related projects. These effects would inclutie increased 
sedimentation endangered by excavation and grading activities, as well as pollution 
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from vehicular oils and grease. Long-term impacts could result from increased 
highway and transit associated facilities operations and their associated pollution 
(such as vehicular oils and grease emissions). The level of pollution produced 
would be a function of the number and lengths of trips made on these new 
facilities. 

This would be true as well for Deficiency Plan mitigation projects or any CIP 
updates. The following mitigation was included in the 1992 CMP EIR for these 
impacts: 

F. 1 The MTA shall review project-level EIRs for CMP CIP projects. The review 
shall be intended to ensure that as part of project level planning and the 
environmental assessments of individual CMP CIP projects, the Lead 
Agency incorporates appropriate mitigations in order to minimize the water 
resource impacts of individual CMP CIP projects. As part of the review, the. 
MTA may comment on the adequacy of the analysis and mitigations to 
ensure that the Lead Agency addresses, as appropriate, the following issue 
areas in the EIR: 

• For large-scale capital improvement projects such as freeway, HOV, 

• 

• 

. rail and interchange projects, appropriate ecologically-oriented maps 
are obtained and used during the planning process for CIP projects. 
Every effort is made to avoid areas that are currently used or 
anticipated to be used for ecologically beneficial purposes. Every 
effort is made to minimize all disturbances in areas where 
construction is mandatory. All areas are restored to their original 
preconstruction condition, including the reintroduction of all 
uncontaminated soil and the replacement of all native vegetation. In 
the coastal zone, coastal zone planning and management programs 
to reduce adverse impacts to coastal water quality and preserve or 
improve areas of special water quality significance such as bays and 
estuaries. 

Planning, construction, and operational activities are coordinated with 
appropriate ecological and water resources agencies and are 
conducted in accordance with the requirements of the Federal Water 
Pollution Control Act, the Water Quality Act, and the Clean Water Act, 
including NPDES and Section 404 permit requirements. 

Natural conditions are maintained or simulated wherever possible to 
minimize effects at stream crossing. Single span bridges are used 
when feasible. 
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• 

• 

• 

• 

Erosion control measures and runoff management, such as drainage 
channels, detention basins, and vegetated buffers, are employed to 
prevent pollution of adjacent water resources by runoff from 
transportation facilities. Wherever physically feasible, detention basins 
are equipped with oil and grease traps which are cleaned regularly. 
Treatment and disposal of excavated materials is well planned. 

Water conservation measures listed in the BMP are incorporated into 
the planning and design of CIP projects and their mitigations. 

Use of permeable surfaces and channelization of flows to recharge 
areas are incorporated into project design, where possible, to 

. promote water percolation and removal of metals. 

All demolition, construction, and operational activities are conducted 
in accordance with all applicable regulatory requirements. 

In addition, Mitigation Measure A.3 included in the 1992 CMP EIR would reduce 
long-term water quality impacts associated with CIP project operation. 

With implementation of the mitigation measures, program level 1992 CMP and 
1993 CMP water resource impacts on beneficial uses, supply and demand, and 
water quality are not anticipated to be significant. The potential for significant 
adverse water resource impacts to remain after implementation of CIP project 
specific mitigations developed as part of CIP project specific environmental review, 
can only be assessed on a project specific basis as part of subsequent 
environmental review. 

The 1993 CMP capital projects and mitigation projects included in the Deficiency 
Plan would have the same impacts to those described in the 1992 EIR. The 1992 

· discussion is adequate to address these impacts. No additional discussion of these 
impacts is required in the 1993 CMP EIR. 

Indirect Effects: Should implementation of the CMP result in increased urban 
deconcentration or concentration or expansion of development in areas containing 
beneficial uses, significant indirect impacts could result. Deconcentration could also 
decrease the amount of open land that is currently available for ground water 
recharge, either through natural means or through use of reclaimed water. Efforts 
to foster reclamation projects to increase local ground water supplies could be 
significantly curtailed because of the area requirements associated with the reuse 
of treated effluent. Lastly, the interdependency effects of deconcentration would 
increase the needed for and restrictiveness of large-scale water; conservation 
programs. 
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4. 

Mitigation Measure C.3 included in the 1992 CMP EIR would reduce the indirect 
impacts of the 1992 CMP and 1993 CMP on beneficial uses and the water 
supply /demand balance. 

No additional impacts are expected to result from the 1993 CMP. The discussion 
of potential CMP related impacts contained in the 1992 CMP EIR is sufficient to 
address potential 1993 CMP impacts. 

Plant Life 

a.-d. No. The 1992 CMP EIR included a qualitative discussion of potential biological 
resource impacts of the CMP. That document identified the following impacts and 
included the following mitigation measures: 

Direct Impacts: To the extent that the CMP is successful in maintaining LOS in the 
vicinity of Significant Ecological Areas (SEAs), the CMP would have a beneficial 
impact as a result of reduced congestion and air pollution. If the CMP results in the 
diversion of traffic to corridors passing through SEAs, or from already-congested 
corridors to corridors which are currently relatively free-flowing, leading to 
increased levels of congestion, traffic, and air pollution in proximity to SEAs, the 
CMP may have an adverse effect on biological resources. Some CMP CIP projects 
may be routed through SEAs. Any capital improvement projects located in or near 
SEAs pose the potential for significant biological impacts. 

This would be true as well for the 1993 CMP for mitigation projects included in the 
Deficiency Plan or any CIP updates. The following mitigation measure was included 
in the 1992 CMP EIR for these potential impacts. 

G.1 The MTA shall review project-level EIRs for CMP CIP projects. The review 
shall be intended to ensure that as part of project level planning and the 
environmental assessments of individual CMP CIP projeds, the Lead 
Agency incorporates appropriate mitigations in order to minimize the 
biological resource impacts of individual CMP CIP projects. As part of the 
review, the MTA may comment on the adequacy of the analysis and 
mitigations to ensure that the Lead Agency addresses, as appropriate, the 
following issue areas in the EIR: 

• Prior to any new construction on existing or proposed highways 
within the boundaries of an SEA, the need for construction is 
reviewed and substantiated, and alternative alignments or 
appropriate mitigation measures are investigated and -implemented 
as feasible. If no feasible alternative or mitigation is found, the project 
is performed in the most environmentally sensitive manner possible. 
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• 

• 

• 

• 

• 

Site-specific studies are required for each CMP capital improvement 
project located in the vicinity of an SEA, or any area identified as 
potentially environmentally significant by the local jurisdiction, to 
determine whether significant plant or animal life or plant or animal 
life protected by local ordinance is present in a proposed alignment, 
and the level of impact on those resources. In consultation with the 
California Department of Fish and Game, the U.S. Fish and Wildlife 
Service and the local jurisdiction in which the project is located, 
detailed biological surveys are conducted prior to the adoption of 
roadway alignments which have the potential to adversely affect 
significant or protected biological resources. 

Appropriate consultation with the California Department of Fish and 
Game occurs to determine if special· status species, not identified 
under the SEA program, occur in the project vicinity. 

Vegetation removal occurs only where absolutely necessary for 
grading; revegetation with appropriate native plants is to be 
implemented as feasible. 

Capital improvement projects, which take place in recognized 
wetlands comply with local, state, and federal regulations governing 
the protection of these areas. 

Capital improvement projects within the coastal zone comply with 
coastal zone planning and local government management programs, 
which prevent or reduce impacts on biological resources within the 
coastal zone. 

G.2 The MTA shall seek Environmental Enhancement and Mitigation 
Demonstration Program Funds made available under Section 164.56(b}(2} 
of the Streets and Highways Code for acquisition or enhancement of 
resource lands to mitigate the loss of, or the detriment to, resource lands 
lying within the · rights-of-way acquired for proposed transportation 
improvements. 

With implementation of the mitigation measures listed above, program level 
biological resource impacts are not anticipated to be significant. The 
potential for significant adverse biological resource impacts to remain after 
implementation of CIP project specific mitigation's developed as part of CIP 
project specific environmental review, can only be assessed on a project 
specific basis as part of subsequent project level environme')ta~ review. 
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5. 

The 1993 CMP capital projects and mitigation projects included in the 
Deficiency Plan would have the same impacts to those described in the 
1992 EIR. The 1992 discussion is adequate to address these impacts. No 
additional discussion of these impacts is required in the 1993 CMP EIR. 

Indirect Impacts: Should implementation of the CMP result in increased 
urban deconcentration, or concentration or expansion of development in 
outlying areas, particularly areas containing significant ecological resources, 
which has not been anticipated in the regional plans, the CMP could have 
a negative effect on biological resources. 

Mitigation Measure C.3 included in the 1992 CMP EIR would reduce the 
indirect impacts of the CMP on biological resources. 

No additional impacts are expected to result from the 1993 CMP. The 
discussion of potential CMP related impacts contained in the 1992 CMP EIR 
is sufficient to address potential 1993 CMP impacts. 

Animal Life 

a.-d. No. See discussion under Item 4 above. 

6. Noise 

a.-b. No. The 1992 CMP EIR included a qualitative discussion of potential noise impacts 
of the CMP. That document identified the following impacts and included the 
following mitigation measures. 

Direct Effect - Noise from the construction of CIP projects may be 
disruptive. Circumstances where noise conditions may increase and 
adverse impacts may result including the following: 

• Construction of new routes or freeway gap closures through 
sensitive residential areas. 

• 

• 

Widening of facilities on the existing CMP highway network that 
would bring travel lanes and mobile noise sources closer to sensitive 
adjacent land use receptors. 

Construction of elevated HOV lanes or elevated rail transit within or 
adjacent to facilities passing through residential areas or adjacent to 
sensitive land uses. 
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• Operational improvements on the CMP network that would increase 
traffic speed and flow that may incrementally increase noise levels. 

• 

• 

• 

Increase in the frequency of transit service (bus and/or rail) would 
increase Community Noise Equivalent Levels (CNEL). 

New transit alignments or the construction of new elevated transit 
facilities would increase ambient noise levels. 

New transit stations may cause an increase in mobile and stationary 
levels for adjacent land uses. 

• New park and ride locations may cause an increase in mobile noise 
levels for adjacent land uses as a result of a significant increase in 
vehicle trips to the area. Stationary noise levels may. also increase as 
a result of the construction of parking structures with ventilation 
systems or from parking areas where sounds such as engine 
run-ups, door slams, car alarms, etc., would be more common. 

This would be true as well for mitigation projects included in the Deficiency 
Plan or any CIP updates. The following mitigation was included in the 1992 
CMP EIR for these impacts: 

D. 1 The MTA shall review project-level EIRs for CMP CIP projects. The 
review shall be intended to ensure that as part of project level 
planning and the environmental assessments of individual CMP CIP 
projects, the Lead Agency incorporates appropriate mitigations in 
order to minimize the noise impacts of individual CMP CIP projects. 
As part of the review, the MTA may comment on the adequacy of the 
analysis and mitigations to ensure that the Lead Agency addresses, 
as appropriate, the following issue areas in the EIR: 

• Preparation in accordance with applicable local and state guidelines 
(FHWA FHMP 773, State Office of Noise Control, local noise 
ordinances and general plan noise elements, etc.). 

• Demonstration that all significant noise impacts have been mitigated 
in a manner consistent with the provisions of applicable local 
ordinances, as well as state and federal guidelines. 

The potential for localized CMP CIP project specific noise impacts to remain 
significant after implementation of the mitigations and CIP project specific 
mitigations developed as part of CIP specific review can only· be-assessed 
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on a project specific basis. This would occur as part of subsequent project 
specific environmental review. 

The 1993 CMP capital projects and mitigation projects included in the 
Deficiency Plan would have the same impacts to those described in the 
1992 EIR. 

Indirect Effects: Should implementation of the CMP result in increased urban 
concentration, or concentration or expansion of development in outlying 
areas, which has not been anticipated in the regional plans, the CMP could 
have a negative effect on noise by increasing traffic in areas with relatively 
low background noise levels. The potential for the CMP to reinforce urban 
deconcentration is discussed in detail as part of the growth inducing 
impacts analysis contained in Chapter IV of the 1992 CMP EIR - Impact 
Overview, where it is concluded that the potential of the CMP to foster 
urban deconcentration is negligible. Also, a possibility is that CMP related 
improvements could increase the density of trips and traffic in center areas, 
such as near transportation centers, rail transit stations, park and ride lots, 
etc. In these cases, the noise effect of the CMP could concentrate an 
increase in both mobile and stationary noise levels in the immediate vicinity 
of these new facilities. 

Mitigation Measure C.3 included in the 1992 CMP EIR addresses indirect 
noise impacts. 

No additional impacts are expected to result from the 1993 CMP as long as 
significant unmitigatable land use changes are not created by the addition 
of the Deficiency Plan -component. 

The Deficiency Plan process would result in additional capital, land use, and 
TOM type mitigations aimed at mitigating deficiencies. The intent of the 1992 
and 1993 CMPs is to maintain the level of service standards on the CMP 
highway system. In general, a doubling or halving of traffic on roadways is 
required to create noticeable changes in noise levels. The 1993 CMP will 
not result in this magnitude of change when compared to traffic levels under 
the 1992 CMP, except potentially in the vicinity of capital improvement 
projects which would be subject to project specific level environmental 
review. The 1992 CMP EIR discussion is therefore adequate to address 
potential 1993 CMP noise impacts. No additional discussion of these 
impacts is required in the 1993 CMP EIR. 
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7. Light and Glare 

8. 

No. As explained in the Initial Study for the 1992 CMP EIR, individual projects 
included in the CMP could potentially create light and glare. The degree of impact 
would depend on the type of project and the specifics of the project design. 
Individual improvement projects would be subject to subsequent environmental 
review in accordance with CEQA. Additional project specific mitigations would be 
identified, as needed to mitigate significant project impacts, as part of any 
necessary subsequent project level environmental review. Therefore, light and glare 
impacts were not addressed in the 1992 CMP EIR. This will be true for the 1993 
CMP as well. 

Land Use 

Maybe. The 1992 CMP EIR included an assessment of the 199.2 program's 
potential to create land use changes. It was concluded that the. potential for the 
1992 CMP to affect land use was limited and the following impacts and mitigations 
were described for the 1992 CMP: 

Direct Impact: Individual CIP projects may result in localized changes in land use. 

This direct and indirect impact would be true as well for Deficiency Plan related 
capital improvement projects, land use mitigation strategies, or any CIP updates. 
The following mitigation was included in the 1992 CMP EIR for these impacts: 

A. 1 The MT A shall consult with other adjacent CMAs in reviewing LOS 
standards to ensure that differences in LOS standards between counties do 
not encourage a land use pattern which is inconsistent with local land use 
or regional goals. 

Indirect Impacts: Should implementation of the CMP result in increased urban 
deconcentration or concentration or expansion development in outlying areas, 
which has not been anticipated in the regional plans, the CMP could have a 
negative effect on land use. 

This would be true as well for Deficiency Plan related mitigation projects or any CIP 
updates. The following mitigation was included in the 1992 CMP EIR for these 
impacts: 

A.2 The MTA shall participate in on-going forums, regarding interjurisdictional 
impacts including land use issues and impact analysis procedures. 

Indirect Impacts: Increasing system capacity may encourage addition·a1 trips 0atent 
demand) on the system, by reducing the costs (time and stress) associated with 
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trip-making. This would be true as well for Deficiency Plan related capital 
improvement projects, -land use mitigation strategies, or any Cl P updates. The 
following mitigation was included in the 1992 CMP EIR for these impacts: 

A. 3 The MTA shall investigate the use of other mobility and system performance 
indices such as Vehicle Miles Traveled and Average Vehicle Ridership and 
shall compare the effectiveness of such indices with LOS as standards for 
determining both system mobility and motor vehicle emissions performance. 
These supplemental measures shall be incorporated into the program if 
determined to be effective for reconciling localized decreases in service 
against regional improvements. 

Direct Impacts: The following classes of CMP CIP projects could· lead to· the 
localized displacement of adjacent businesses and residences: Class 1 - freeway 
system management (specifically the construction of HOV lanes); Class 2 - freeway 
gap closures; Class 6 - rail improvements; Class 4 - commuter rail stations; transit 
centers and park-n-ride lots; and, to a more limited degree, Class 3 - arterial 
system improvements. Of the 1992 CIP projects (see Table 5) Class 2 and 3 
projects present the greatest potential for disruption. 

This would be true as well for mitigation projects included in the Deficiency Plan 
or any CIP updates. The following mitigation was included in the 1992 CMP EIR 
for these impacts: 

A. 4 The MTA shall review project-level EIRs for CMP CIP projects. The review 
shall be intended to ensure that as part of the project level planning and the 
environmental assessments of individual CMP CIP projects, the Lead 
Agency incorporates appropriate mitigations in order to minimize the land 
use impacts of individual CMP CIP projects. As part of the review, the MTA 
may comment on the adequacy of the analysis and mitigations. 

Indirect Impacts: The CM P's Land Use Analysis Program, in combination with CMP 
network monitoring and modeling should provide better information on which local 
jurisdictions can base their analysis. This is a beneficial impact of both the 1992 
and 1993 CMPs. 

Indirect Impacts: The CMP's TDM component may result in increased density in 
the vicinity of transit centers and rail facilities. This would be supportive of the 
centers development goals of a number of local jurisdictions. The following 
mitigation was included in the 1992 CMP EIR for these impacts: 

A.5 The MTA shall explore with the cities, the desirability -of- including 
mechanisms in the CMP for encouraging the creation of increased density 
in targeted center areas. Possible mechanisms include specification of 
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9. 

density related CIP project selection criteria; inclusion of density 
encouraging mechanisms in the TOM component of the CMP; or inclusion 
of mechanisms to encourage targeted density development as a component 
of future deficiency planning. 

This would be true as well of the 1993 CMP. No further analysis of these issues is 
required. 

The key change in the 1993 CMP which could potentially impact land use is the 
addition of the Deficiency Plan requirement. The 1992 CMP relied on compliance 
with CEQA to identify and deal with potential development related impacts on the 
regional system. CEQA allows for the permitting of projects which would create 
significant unmitigatable impacts as long as the proper Findings and Statement of 
Overriding Considerations are made. The addition of the Deficiency Plan 
compon~_nt may create greater mitigation requirements and additional costs for 
development, which could potentially result in changes in land use locational 
decisions. Potential impacts associated with the Deficiency Plan component of the 
1993 CMP include: (1) the potential to foster development patterns inconsistent 
with local and regional plans within the County; (2) the potential to alter the 
geographic distribution of current and projected development patterns within the 
County; and (3) the potential to retard or stimulate the assumed rate if growth 
either based on historical trends or on the levels of development anticipated in 
local and regional plans. The potential for the 1993 CMP to result in these three 
types of impacts will be assessed in the EIR for the program. 

Natural Resources 

a.-b. No. As explained in the Initial Study for the 1992 CMP, Natural Resource impacts 
were not addressed in the AMP EIR. Aggregate Resource impacts are addressed 
in the EIR for the Growth Management Plan (GMP), which is also incorporated 
herein by reference. The construction of CMP related capital improvement projects 
may increase the rate of use of gravel and concrete materials in the region. 
However, no significant depletion of these resources is anticipated to result from 
the implementation of the CMP since these resources are plentiful. Implementation 
of the CMP would also affect fuel use. Fuel use impacts are assessed under the 
discussion of energy. Thus no further discussion of these types of impacts is 
required in the 1993 CMP EIR. 
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1 o. Risk of Upset 

a.-b. No. As explained in the Initial Study for the 1992 CMP, construction of CMP related 
capital improvements may disrupt surface traffic during the construction period. 
The construction of capital improvements could therefore create short-term 
localized interference which could slow emergency vehicle response time. This is 
addressed as part of the traffic discussion in the 1992 CMP EIR. Implementation 
of the CMP should improve overall emergency response time by maintaining 
mobility on the region's highway system. Response time impacts are discussed in 
the Public Services section of the 1992 CMP EIR and this Initial Study. 

No increased risk of explosion or release of hazardous substances is anticipated 
as a result of the implementation of the CMP. Individual projects under the CMP 
would be subject to subsequent environmental review in accordance with CEQA. 
If individual projects are determined to present the potential to create risk of upset, 
the potential will be assessed as part of subsequent environmental review. Thus 
no further discussion of these types of impacts is required in the 1993 CMP EIR. 

11. Population 

Maybe. See discussion under Item 8, Land Use, above. 

12. Housing 

Maybe. See discussion under Item 8, Land Use, above. 

13. Transportation/Circulation 

a.-e. Maybe. The 1992 CMP EIR included a qualitative discussion of the potential 
transportation/circulation related impacts. That document identified the following 
impacts and included the following mitigation measures: 

Direct Impacts: The CMP has been designed to be consistent with the RMP, thus 
the CMP should have a positive impact on working towards attainment of Regional 
Mobility goals. This is true of the 1993 CMP as well, although the 1993 CMP 
consistency with the RMP has not been formally assessed. The 1993 CMP EIR will 
include a discussion of the 1993 CMPs consistency with the RMP. 

Direct Impact: Any potential impacts of the highway and roadway element of the 
CMP are likely to be related to the implementation of the specific CIP ·improvement 
projects within the framework of the CMP process. 
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Traffic may be re~routed during the construction of a particular facility. It is possible 
that the implementation of a transportation improvement project may cause traffic 
to be diverted into or through sensitive areas, including residential neighborhoods, 
creating localized noise or air quality impacts. These potential for these impacts to 
occur would be addressed as part of subsequent project specific level 
environmental review. 

This would be true as well for Deficiency Plan related capital improvement projects 
or any CIP updates. The following mitigation was included in the 1992 CMP EIR 
for these impacts: 

Mitigation Measure A.4 included in the 1992 CMP EIR would mitigate the direct 
effects of the CIP element of the CMP. 

B. 1 The MTA shall review EIRs for CIP projects to ensure that mitigation 
measures are included requiring that the Lead Agency give transit operators 
and affected City Departments of Transportation advanced notice of 
construction activities which might impact the transportation system. 

CIP projects will have a beneficial impact county-wide on LOS. The potential for 
localized CMP CIP project specific traffic impacts to remain after implementation 
of CIP project specific mitigations developed as part of CIP project specific 
environmental review can only be assessed on a project specific basis. This is true 
as well of 1993 CMP CIP and Deficiency Plan projects. 

Direct Impact: The CMP will help to maintain LOS. This is a beneficial impact which 
would be true as well of the 1993 CMP. However, the Deficiency Plan component 
of 1993 CMP will result in the implementation of additional land use, TOM and 
capital improvement strategies. The congestion and system impacts of the 
Deficiency Plan Component have not previously been formally assessed. The 1993 
CMP EIR will therefore include an assessment of the potential congestion and 
transportation system impacts of the Deficiency Plan component. 

Indirect Effect: Should implementation of the CMP result in increased urban 
deconcentration or concentration or expansion of development in outlying areas, 
the CMP could have a negative effect on the transportation system by increasing 
vehicle miles traveled. The potential for the CMP to reinforce urban 
deconcentration is discussed in detail as part of the growth inducing impacts 
analysis contained in Chapter IV of the 1992 CMP EIR, Impact Overview, where it 
is concluded that the potential of the CMP to foster urban deconcentration if 
negligible. 
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The 1993 CMP could potentially also have these same impacts. The following 
mitigation was included in the 1992 CMP EIR for these impacts: 

Mitigation Measures A.1 - A.3 included in the 1992 CMP EIR would mitigate the 
indirect effects of the CIP element of the CMP; mitigation measures A.1 - A.3 and 
mitigation 8.1 from the 1992 CMP EIR would mitigate the indirect effects of the 
CMP Highway and Roadway System Element. 

No additional impacts of this kind are expected to result from the 1993 CMP as 
long as significant unmitigatable land use changes are not created by the addition 
of the Deficiency Plan component. 

Direct Impact: The Highway and Transit Elements would provide monitoring 
information to assist in planning. This is a beneficial impact of both the 1992 and 
1993 CMPs. 

f. No. The 1993 CMP does not contain any element that would increase traffic 
hazards to motor vehicles, bicyclists, or pedestrians. 

14. Public Services 

a.-f. Maybe. The 1992 CMP EIR included a qualitative discussion of the potential public 
service related impacts. That document identified the following impacts and 
included the following mitigation measures: 

Direct Effects: The construction of individual CIP projects may temporarily slow 
police and fire department responses and disrupt access. 

Some CIP projects may require additional right-of-way adjacent to existing parks 
and recreational facilities, reducing the already limited parkland in the County. 
Increased traffic volumes and/or speed in proximity to parks and recreational 
facilities could result in increased noise impacts, inhibited access to facilities, and 
an increased number of automobile-related accidents. Site-specific studies required 
for each capital improvement project of the CMP with a potential for adversely 
affecting parks and recreational facilities will determine the level of impact on those 
facilities. 

This would be true as well for Deficiency Plan related capital improvement projects 
or any CIP updates. The following mitigation was included in the 1992 CMP EIR 
for these impacts: 

1.1 The MTA shall review project-level EIRs for CMP CIP projects. The review 
shall be intended to ensure that as part of project level planning and the 
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environmental assessments of individual CMP CIP projects, the Lead 
Agency incorporates appropriate mitigations in order to minimize the public 
service impacts of individual CMP CIP projects. As part of the review, the 
MTA may comment on the adequacy of the analysis and mitigations to 
ensure that the Lead Agency addresses, as appropriate, the following issue 
areas in the EIR: 

• Prior to the construction of individual CMP capital improvement 
projects, the lead agency consults with affected police and fire 
departments to ensure these agencies adequate access to the 
affected portions of the CMP roadway network. 

• An assessment of the potential impacts to parks and recreational 
facilities is included in the environmental assessment of any CMP 
transportation facilities to be located in proximity to parks and 
recreational facilities which includes an assessment of traffic, noise, 
and access impacts. 

• An assessment of the potential impacts to schools is included in the 
environmental assessment of any CMP capital improvement project 
to be located in proximity to a school, which includes an assessment 
of traffic, noise, and access impacts. 

1.2 The MTA shall seek Environmental Enhancement and Mitigation 
Demonstration Program Funds made available under Section 164.56(b}(2) 
of the Streets and Highways Code for acquisition or enhancement of 
resource lands to mitigate the loss of, or the detriment to, resource lands 
lying within the right-of-way acquired for proposed transportation 
improvements. 

With implementation of the mitigation measures listed above, program level public 
services impacts are not anticipated to be significant. The potential for significant 
adverse police, fire, and parks and recreational impacts to remain after 
implementation of CIP project specific mitigation's developed as part of CIP project 
specific environmental review, can only be assessed on a project specific basis. 

No additional impacts are expected to result from the 1993 CMP. The discussion 
of potential CMP related impacts contained in the 1992 CMP EIR is sufficient to 
address these potential 1993 CMP impacts. 

Direct Effect: Local government's compliance with the CMP could result in the 
diversion of local government personnel and revenues. 
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15. 

a.-b. 

16. 

a.-f. 

This would be true as well for the 1993 CMP. The following mitigation was included 
in the 1992 CMP EIR for these impacts: 

1.3 The MTA shall work with local jurisdictions to investigate a county-wide 
process to deal with Mure year CMP implementation. 

1.4 The MTA shall continue to work with public and private interests regarding 
CMP requirements to minimize adverse public/private cost impacts 
associated with the CMP. 

The level of detail of the discussion in the 1992 CMP EIR was based on the level 
of refinement of the description of the program elements. The new Deficiency Plan 
component of the 1993 CMP addresses mitigation measure 1.3. However, the 
potential of the proposed approach to: (1) result in a diversion of local jurisdictional 
resources away from the provision of other services to a degree which significantly 
impacts the provision of public services; and, (2) the administrative implementation 
impacts has not been assessed. This will be done in the 1993 CMP EIR. 

Energy 

Maybe. The 1993 CMP will result in the construction of additional capital 
improvement projects and will result in a greater level of mobility on the regional 
system than the 1992 CMP. This will result in the expenditure of additional 
construction energy and will affect fuel use in the County. The 1993 CMP will 
assess these potential energy impacts. 

Utilities and Service Systems 

No. As explained in the Initial Study for the 1992 CMP EIR, the AMP EIR does not 
contain an analysis of utilities impacts since the RMP was formulated in conjunction 
with the Regional Growth Management Plan (GMP) and utilities impacts associated 
with the land use pattern changes resulting from the GMP are discussed in the EIR 
for the GMP. As long as the CMP does not result in a land use Mure which is 
significantly different than the adopted regional forecast, no additional negative 
program level impacts are anticipated. 

Individual projects under the CMP would be subject to subsequent environmental 
review in accordance with CEQA. If an individual project is determined to present 
the potential to create utilities impacts, the potential will be assessed as part of the 
environmental assessment for that project. 

Construction of individual CMP related capital projects could alter existing storm 
drainage. The nature of the alteration would depend on the specifics· of the design 
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of the individual projects. Individual projects under the CMP would be subject to 
subsequent environmental review in accordance with CEQA. 

For these reasons no utilities impact discussion was included in the 1992 CMP, 
and no discussion is required in the 1993 CMP EIR. 

17. Human Health 

a.-b. No. As explained in the Initial Study for the 1992 CMP EIR, the RMP EIA does not 
include a discussion of human health impacts. Human health impacts associated 
with seismic safety and air quality impacts of the CMP are discussed under those 
issue areas. No exposure to agents of disease is expected to result from the CMP. 
Any human health impacts involving risk of upset would be the result of the specific 
design and operation of facilities and facilities improvements funded under the 
CMP. Individual projects under the CMP and updates to the CMP would be subject 
to subsequent environmental review in accordance with CEQA. If an individual 
project, or CMP update, is determined to present the potential to create human 
health impacts, the potential will be assessed as part of the subsequent 
environmental review of those projects. 

For these reasons, no human health section will be included in the 1993 CMP EIR. 

18. Aesthetics 

a.-b. No. As explained in the Initial Study for the 1992 CMP EIR, the RMP EIA includes 
a discussion of the factors which determine a project's potential to create aesthetic 
impacts as well as a discussion of how classes of AMP projects and specific AMP 
projects would affect aesthetics. The classes of AMP project's discussed in the 
AMP EIA are TOM, TSM, high-flow arterial, high-occupancy vehicle facilities, 
mixed-flow facilities, transit facilities, and non-motorized transportation. The AMP 
EIA concludes that the adverse impacts of AMP facilities can be reduced through 
design, the specific aesthetic elements of which must be determined on a case by 
case basis. It includes under mitigations general considerations which should be 
incorporated in facilities design. These mitigations are incorporated by reference 
in the CMP EIR since the CMP EIA is tiered off the RMP EIR. Individual projects 
under the CMP and updates to the CMP would be subject to subsequent 
environmental review in accordance with CEQA. If an individual project, or CMP 
update, is determined to present the potential to create aesthetic impacts, the 
potential will be assessed as part of the subsequent environmental review of those 
projects. 

For these reasons, no aesthetics section will be included in the 1993 GMP EIR. 
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19. Recreation 

a. No. Recreation impacts are addressed as part of the Public Service discussion in 
the 1992 CMP EIR. As explained under 14 above, no additional impacts are 
anticipated to result from the 1993 CMP, and no further analysis is required. 

20. Cultural Resources 

a.-cl. No. The 1992 CMP EIR included a qualitative discussion of the potential cultural 
resource related impacts. The 1992 CMP EIR identified the following impacts and 
included the following mitigation measures: 

Direct Impacts: While prehistoric sites or artifacts could be discovered in the 
urbanized areas of Los Angeles County, it is likely that any archaeological sites on 
the surface would have been destroyed during past urbanization. Generally in the 
urbanized or urbanizing area, archaeological and paleontological resources are 
uncovered during the construction phase of a project. 

The National Register entries, National Landmarks, State Landmarks, local 
designations, and Los Angeles Historic-Cultural Monuments are located along or 
near many of the streets and highways of the CMP Roadway System. Inclusion of 
a roadway or highway segment on the CMP network could ultimately lead to 
improvement projects on or near that segment, should service deteriorate below 
CMP LOS standards. This could potentially lead to impacts on historic structures 
as part of CIP projects. 

This would be true as well for mitigation projects included in the Deficiency Plan, 
any CIP updates, or any network additions included in the 1993 CMP. The 
following mitigation was included in the 1992 CMP EIR for these impacts: 

H.1 The MTA shall review project-level EIRs for CMP CIP projects. The review 
shall be intended to ensure that as part of project level planning and the 
environmental assessments of individual CMP CIP projects, the Lead 
Agency incorporates appropriate mitigations in order to minimize the public 
service impacts of individual CMP CIP projects. As part of the review, the 
MTA may comment on the adequacy of the analysis and mitigations to 
ensure that the Lead Agency addresses, as appropriate, the following issue 
areas in the EIR: 

• The project sponsor contacts either the archeological resource 
information depository at UCLA or Cal State Northridge. to.determine 
the status of each site or corridor proposed for develdpment, if it is 
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determined during project-specific environmental review that the site 
or corridor is likely to contain archaeological resources. 

• A professional archaeologist is retained to aid in the assessment of 
those sites or corridors considered to have moderate to high 
likelihood of containing archaeological resources, and to recommend 
a course of action for preservation of significant resources. 

• During construction, at sites judged to have moderate to high 
likelihood of containing paleontological resources, a qualified 
paleontologist approved by the California Archaeological Inventory 
Regional Information Center is on call to remove fossil remains found 
during construction. If fossil remains are discovered during 
construction, all activity at the fossil site shall be stopped until the 
paleontologist has removed the remains. 

• For those. sites or corridors for which environmental review or 
subsequent analysis indicates a less than moderate likelihood of 
containing archaeological resources, the following measures are 
taken: If any archaeological materials are encountered during the 
course of the project development, the project shall be halted. The 
services of an archaeologist shall be secured by contacting the 
Center for Public Archaeology - Cal State University, Northridge, or 
a member of the Society of Professional Archaeologist (SOPA), or a 
SOPA-qualified archaeologist to assess the resources and evaluate 
the impact. Copies of the archaeological survey, study or report are 
submitted to the UCLA Archaeological Information Center. All 
specimens collected are donated to the most appropriate educational 
research facility. 

• The environmental assessment adequately evaluates the potential for 
significant impacts to nearby historic resources, including locally 
designated resources.and includes appropriate mitigations. 

No additional impacts are expected to result from the 1993 CMP. The discussion 
of these potential CMP related impacts contained in the 1992 CMP EIR is sufficient 
to address potential 1993 CMP impacts. 

Indirect Impacts: Should implementation of the CMP result in increased urban 
deconcentration or concentration or expansion of development in outlying areas 
or the mountain or desert portions of the County, which has not been anticipated 
in the regional plans, the CMP could have a negative effect on. cultural and 
archaeological resource in these areas. 
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Mitigation Measure C.3 included in the 1992 CMP EIR would reduce the indirect 
impacts of the CMP on historic resources. 

No additional impacts are expected to result from the 1993 CM P. The discussion 
of potential CMP related impacts contained in the 1992 CMP EIR is sufficient to 
address potential 1993 CMP impacts. 

XX]. MANDATORY FINDINGS OF SIGNIFICANCE. 

a-b,d. No. The 1993 CMP does not contain any elements that would have the potential 
to degrade the quality of the environment, cause short term environmental goals 
to the disadvantage of long-term goals, or cause substantial adverse effects on 
human beings. 

c. Maybe. The 1993 CMP will propose modifications to the adopted 1992 CMP 
including modifications to the highway and transit monitoring data, additions to the 
CMP highway system, refinement of the land use analysis program and, update 
of the Capital Improvement Program. The 1993 CMP will also incorporate a 
Deficiency Plan component whose purpose is to implement countywide mitigation 
strategies that either fully mitigate congestion, or alternatively, provide measurable 
improvement to congestion and air quality. Although the impact of individual CMP 
CIP or deficiency plan mitigation programs or projects alone may be small, the 
programs or projects as a whole may pose the potential to create significant 
positive or negative air quality, land use, population, housing, transportation, public 
service, or energy impacts. As noted in the checklist discussion of specific impact 
categories, the 1993 EIR will address the potential of the 1993 CMP to create 
significant environmental impacts in these issue areas. 

As detailed in the checklist, no significant program level impacts on earth, water, 
plant life, animal life, noise, light and glare, natural resources, risk of upset, energy, 
utilities and service systems, human health, aesthetics, recreation and cultural 
resources are identified. The CMP CIP projects and projects included in the 
Deficiency Plan Mitigation Menu would have the same impacts as those described 
in the 1992 EIR. The 1992 CMP EIR contained qualitative discussions of these 
impacts, and the related adopted mitigation measures adopted for direct and 
indirect impacts, are sufficient to address potential 1993 CMP impacts. 
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IV. ENVIRONMENTAL DETERMINATION 

On the basis of this initial evaluation: 

I find that the proposed project COULD NOT have a significant 
effect on the environment, and a NEGATIVE DECLARATION will be 
prepared. 

I find that although the proposed project could have a 
significant effect on the environment, there will not be a 
significant effect in this case because the mitigation measures 
described on attached sheets have been added to the project. 
A NEGATIVE DECLARATION WILL BE PREPARED. 

I find the proposed project MAY have a significant effect on 
the environment, and an ENVIRONMENTAL IMPACT REPORT is required. 

l'l\aiJ 21,, \ '19 3 
Oat 

Name: Kendra Marries 
Trtle: Land Use Project Manager 

Congestion Management Program 

For the Los Angeles County Metropolitan Transportation Authority 
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faATE OF CALIFORNIA PETE WILSON, Governor 

GOVERNOR'S OFFICE OF PLANNING AND RESEARCH 
1400 TENTH STREET 
SACRAMENTO, CA 95814 e . . 

. . 

DATE: Jun 01, 1993 

TO: Reviewing Agency 

RE: LOS ANGELES COUNTY TRANSPORTATION AUTHORITY's NOP for 
1993 CONGESTION MANAGEMENT PROGRAM FOR LOS ANGELES COUNTY 
SCH f 93051061 

Attached for your comment is the LOS ANGELES COUNTY TRANSPORTATION AUTH 
Notice of Preparation of a draft Environmental Impact Report (EIR) for the 
1993 CONGESTION MANAGEMENT PROGRAM FOR LOS ANGELES COUNTY. 

Responsible agencies must transmit their concerns and comments on the 
scope and content of the EIR, focusing on specific information related 
to their own statutory responsibility, within 30 days of receipt of this 
notice. We encourage commenting agencies to respond to this notice and 
express their concerns early in the environmental review process. 

Please direct your comments to: 

KENDRA MORRIES 
LOS ANGELES COUNTY TRANSPORTATION AUTHORITY 
818 WEST 7TH STREET- MS2200 
LOS ANGELES, CA 90017 

with a copy to the Office of Planning and Research. Please refer to the 
SCH number noted above in all correspondence concerning this project. 

If you have any questions about the review process, call 
Tom Loftus at (916) 445-0613. 

Sincerely, 

Christine Kinne 
Deputy Director, Permit Assistance 

Attachments 

cc: Lead Agency 
-C41-
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KJD: Clearinghouse will assign identification ru.mt>ers for all new projects. If a SO! nuniler alreaqf exists for a project (e.g. 
from a Notice of Preparation or previous draft docuneit) please fill it in. 

l'OIII RE.VISED 4/86 - .REPL1£:ES OJ.89 
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S = sent by lead agency 
X = sent by SCH ..... , ....... , 
□ 

□ 

□ 

JlldyCa~tr 
Dept. of Boallng & Wa1erways 
1629 S Streel 
Sacramcnlo, CA 9~814 
916/445-6281 

Gary L. Holloway 
California Co;u1al Commis,ion 
45 Fremon! Stree1. Suile 2000 
San Francisco, CA 94105-2219 
415/904-5200 

Rffd Hold,rman 
S1a1e Coas1al Conservancy 
1330 Broadway, Suiie 1100 
Oakland, CA 94612 
510/286,1015 

Sieve OU•• 

.. -· - -
, ......... ..,..., ..... 
□ 
□ 

□ 

□ 

Gary Stacey, Regional Manager 
Depanmen1 of Ftsh and Game 
60I L.c,c1n1 
Redding, CA 96001 
916'225-2300 (8-442) 

Ryan Broddriek, Re~ional Manager 
Dcpanmcnt of foh & Game 
1701 Nimbus Road. Suite A 
Raneho Cordova. CA 95670 
9161355-0922 (8-438) 

IL Hunter. Reiional Manager 
Department of Fish and Game 
P.O. Box47 
Yountville. CA 94599 
7071944-5518 

G, Nokes, Regional Manager 
Dcpanmen1 of Fish and Game 
1234 East Shaw Avenue 
Fresno, CA 93710 
209/222-3761 (8-421) 

~ 
Dept. of Conservation 
801 K Street, MS-24-02 
Sacramento, CA 95814 
916/445-8733 

§ Div. of Mines and Geology 

Div. of Oil and Gas 

fa] 
Fred A. Worthley, Jr., Reg. Manager 
Dcpanmeo1 of Fish and Game 
330 Golden Shore. Suiie 50 
Long Beach. CA 90802 
31W590-5132 

Land Resources Protect Unil 

DouclasWlcldur 
□ Dept. of Forestry 

1416 Ninth Sueet, Room 1516-2 
Sacramento, CA 95814 
916/653-9451 

□ 

□ 

□ 

□ 

□ 

,4/30,'93 

ea. Knabllera 
Office of Hiatoric Praervllion 
P.O. Boll 942896 
Sat:nmento, CA 94296-0001 
9161653-9107 

.... Uellaa 
Depc. olParb ud ltecrealioo 
P.O. Box 942896 
Sat:nmento, CA 94296-0001 
9 I 61653--4151 

'Weedyllatft,­
Recllmalioll Board 
1020NialbSu.t.ROMl2'40 
S--.0, CA 9$814 
9161327-1531 

SkftMcAdla 
S.F. BayColllaVllion&Dev'tComm. 
30 V• Ness Ayeoue, Room 2011 
San frlmci,sco, CA 94102 
415/557-368fi 

Nadell Ga,_ 
Dept. of Wacer Resources 
1416 Ninth Suee1, Room 449 
Sacramento, CA 95814 
9161653-6866 

□ 
□ 
□ 
~ 

□ 

□ 

~ 

LorriGtrftls 
California Energy Commission 
1516 Ninlh Sne1, MS-I 5 
Sacnmi:olO. CA 95814 
9161654-3944 

Nlliw AmcriCMI Herita,e Comm. 
915 Capilol Mall, Room 364 
Sacnmeato, CA 9$814 
916/653-4082 . 

D.aalMLeac 
Pllblic Ulililies Commission 
505 V• Neas Avenue 
Saa Fnnc:isco, CA 94102 
4l5n03-2001 

llettyl..._.. 
Sllle Lands Commission 
1807 • 131h Suee1 
Sat:rmmnto. CA 95814 
916132l• 2795 

5-lyH-,.d 
CallnDS • Divisioo of Acrooaulica 
P.O. Box 942874 
Sacnmeoto. CA 94274-0001 
9161324-1833 

T-Mi-
Califomia Hi&bway Patrol 
Office of Specill Pro. CIS 
Plmains a,c1 A»lyJ: Division 
2555 First Aveoue 
S.C-Oto, CA 95818 
916/657-7222 

RonH..-a 
Calrrans • Plannins 
P.O. Box 942874 
5-amento. CA 94274-0001 
916/445-.5570 

- - t .. 

□ 

□ 

□ 

□ 

□ 
□ 

G11y IAllltr 
Caltnns, District I 
1656 Union Street 
Eureka. CA 95501 
707/-145,6407 

Mlthtllt Gallaahtr 
Caltrans, District 2 
P.O. Box 494040 
Redding. CA 96049-4040 
916'225-3259 (8-442) 

Jody Lontrpn 
Caltrans. District J 
703 B Streel 
Marysville, CA 95901 
9161741•4277 (8-457) 

Gary S. Adams 
Caltrans, District 4 
P.O. Box 23660 
Oakland, CA 94623-0660 
510/286-4444 

Wayne Schnell 
Caltrans, District 5 
P.O. Box 8114 
San Luis Obispo, CA 93403-8114 
805/549-3683 (8-629) 

Man: Blmllaam 
Calll'aDS, Dutrlct 6 
P.O. Box 12616 
Fresno, CA 93nB-2616 
209/448--4020 

~

lfwtlMtlkla 
111111, Dlnricl 7 

20 Soulh Spring Suee1 
Aogelea, CA 90012 

2131897-1338 or 897-1344 

□ 

□ 

□ 

□ 

□ 

llaneySnyer 
Cal._., Dlnrla a 
P.O.Boa231 
Sa llernnino, CA 92402 
7141313-4101 (1-670) 

U..Flores 
Calll'IDI, District 9 
500 South Maio S1reet 
Bishop, CA 93514 
6l9m2-5203 

c;:.rat.1'11111111 
Cal111111, District JO 
P.O. Boa 2048 
Stocktoo, CA 952101 
2091948-3962 

MIike Owen 
Calll'atl$, Dlslrla / I 
P.O. Boa 85406 
2829 Jua sne, 
San Diego, CA 92186-5406 
619/688-6750(1-631) 

Allttn Kennedy 
Calll'IIIS. Dutrlct 12 
2501 Pullman S1. 
Santa Ana. CA 9270.5 
7141724-2239 (1-65.5) 

,,. - .. ,_ .. .. ... 
, .............. 

Vtllllek Ctnlnlta 
□ Dept of Food and Atriculture 

1220 N Strcel A-24 
Sacramento. CA 95814 
'16/65)-7640 

llealth&Well•• 

□ 
□ 

Klmblnh 
Dept. of Health 
601 N. 71h Streel, PO Box 942732 
Sacramento, CA 94234-7320 
916/323-6111 

bllWSCJ)· 

State•· C1111atr SIIYICII 

Robert Sltppy 
□ Dept of General Services 

400 P Street, Sui1e 5100 
Sacramento. CA 95814 
9161324-0214 

1a,1r,-11111 Affairs 

lllrbara fl'l 

~ 
Air Resources Board 
2020LSuee1 
Sacramento, CA 95815 
9161322-8267 

~ 
JeealeA..,_. 
Calif. Waa11: Maoagemenl Board 
8800Cal Ccaler Drive 
Sacrameo10, CA 95826 
9161255-2439 

........... , ... c.trel .... 

□ 

□ 

□ 

□ 

Aa.PMtaa 
Siaee W•r Resources C-1 Boan! 
Divilioa nf Clean WMcr Programs 
P.O. Box 944212 
Sacnmento, CA 94244-2120 
916'227--4400 

Din lltrialtr 
5- Wflff lusoun:es Collll'OI Boartl 
Delta UDil 
P.O. Box 2000 
Sacrannto, CA 95812-2000 
9161657-0441 

1"11112-lntr 
s- WIier Raoun:es Cootrol Board 
Divilion of W111:r Quality 
P.O. Boll 944213 
Slt:nmeato, CA 94244-2130 
916/657--0912 

MllleF..._.. 
s-w-a-ca Control Board 
Division ofW11iet Risius 
901 P Street. 3rd Floor 
Sacnme1110. CA 95814 
916/657-1377 (8-437) "3 

rp ..cw•-3 

\; 
SCH# ''. 

............ .....,c..tnl ... ' 

□ 
□ 
□ 

NORTH COAST REGION {I) 
5550 Skyline Blvd • Suite A 
San1a Rosa, CA 95403 
707/576-2220 (8-590) 

SAN FRANCISCO BA\' REGIO~ 
12) 
2101 Webster. Suite 500 
Oakland, CA 94612 
510/286-1255 

CENTRAL COAST REGION (31 
81 Higuera Strcel, Suiie 200 
San Luis Obispo. CA 93401-5427 
805/549-3147 (8,629) 

~ 
LOS ANGELES REGION (4) 
IO I Centre Plaza Ori ve 
Monterey Park. CA 91754-2156 
213/266-7500 

CENTRAL \'ALLEY REGll 'A 
□ 3~3 Roulier Road. Suue A 

Sacrarnen10, CA 95827-3098 
916/1.55-3000 

□ 

□ 
□ 
□ 

□ 

0 
Frtsno Brandl Offltt 
3614 East Ashlan Avenue 
Fresno. CA 93726 
209/445-S 116 (8-421 l 

0 
Rtddl,. Brandl Office 
415 Knollcrcs1 Ori vc 
Reddin~ 96002 
916'22 5 (ATS 441) M 

LAHONTAN REGION (6) oq-
2092 Laite Tahoe Boulevard () 
South Laite Tlboc, CA 96150 , 
9161544-3481 

Vlctomllt Bradt Office 

0 I S42a Civic Driw, Suite 100 
Vic:tOrVille. CA 92392-23.59 
619/241-6583 

COLOltADO ltlVBR BASIN 
UGION(7) 
73720 Fred Wiring Drive, 1100 . ) 
Palm Desert, CA 92260-2564 : 
619/346-7491 "'-

SANTA ANA UGION (I) 
2010 Iowa A-. Suite 100 
Rivaside, CA 92507 
7141782-4130 (1-632) 

SAN DIEGO REGION (9) 
9771 Clairemoot Mua Blvd., Su.iie B 
San Diep. CA 92124-1331 
619/265-5114 (11-636) 

OlHER: ______ _ 

□ OllfER: 

-
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CITY OF CARSON 

June 10, 1993 

Ms. Kendra Morries 
Land Use Project Manager 
Congestion Management Program 
LACMTA 
818 W. Seventh St. 
Los Angeles, CA 90017 

Dear Ms. Morries: 

The City of Carson looks forward to the opportunity to review and comment on the draft EIR 
for the 1993 Congestion Management Program for Los Angeles County. The City of Carson 
is concerned about the economic impact of the program on cities for both the administration of 
the program and the funding of mitigation measures. 

The cities are being required to mitigate all trips (with the exception of specified exempted 
trips) whether or not the project must undergo discretionary review. The roads within the City 
of Carson which are on the CMP system are the freeways (1-405, 1-91 and 1-110) and Alameda 
Street. There are limited improvements which the City can make to the freeway system and 
since the freeways are under the jurisdiction of Caltrans all proposed improvements must be 
approved by the State agency leaving the city few options and little control over the 
improvements. 

The Alameda Corridor is a major improvement project on the only CMP designated street 
within the City. Since this improvement will be financed by federal and state funds, Carson 
would receive no credit for any improvements. The City of Carson has no existing or 
proposed mass transit stations, therefore the city can not get credit for improvements and/or 
development at stations. The City of Carson will be limited in the number of mitigation 
measures that could be implemented. If the cities can not economically enact the program, the 
impact on the regional system will be significant. An economic study should be completed 
which determines at what point the cities can not afford to participate in the CMP program. 

-C44-



Please forward a copy of the Draft EIR·for our review and comment as soon as it is available. 

)ijely, ,-/ 
~--_) &.;\1~ e:t, ~Ll\L-------/--·-

Patrick Brown, 
Community Development Director 

CK 
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South Coast 
AIR QUALITY MANAGEMENT DISTRICT 
21865 E. Copley Drive, Diamond Bar, CA 91765-4182 (909) 396-2000 

Ms. Kendra Morries 
Los Angeles County Transportation Authority 
818 West 7th Street - MS2200 
Los Angeles, CA 90017 

Dear Ms. Morries: 

June 10, 1993 

Subject: Notice of Preparation of a Draft Environmental Impact Report for 
the 1993 Congestion Management Program for Los Angeles County 

SCAQMD# IAC930604-02 

The South Coast Air Quality Management District (SCAQMD) appreciates the 
opportunity to :omment on the Notice of Preparation of a Draft Environmental 
Impact Report (Draft EIR) for the 1993 Congestion Management Program for Los 
Angeles County. SCAQMD is responsible for adopting, im{'lementing, and 
enforcing air quality regulations in the South Coast Air Quahty Management 
District, which includes the project location. As a responsible agency, SCAQMD 
reviews and analyzes environmental documents for projects that may generate 
significant adverse air quality impacts. In this capacity, SCAQMD advises lead 
agencies in addressing and mitigating the potential adverse air quality impacts 
caused by projects. 

To assist the Lead Agency in the preparation of the air quality analysis for the EIR, 
the following is a summarization for evaluating air quality impacts. 

Baseline Information: Describe the existing climate and air quality of the 
region and project site location. 

Identify and quantify all project Sources of Emissions. 

Compare and assess anticipated project emissions with the District's 
Thresholds of Significance and the existing air quality of the region and 
project location. 

Identify and assess Toxic Source Emissions at the project location. 

Assess Cumulative Air Quality Impacts from related projects. 

Assess Consistency of the Congestion Management Program with the 
AQMP. 
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-2- June 10, 1993 

Identify and quantify Project Alternatives that may attain the goals of the 
project with substantially fewer or less significant impacts. 

Identify Mitigation Measures necessary to reduce air quality impacts. 

For additional information please refer to SCAQMD's CEOA Air Quality 
Handbook, 1993 Edition to assess and mitigate adverse air quality impacts. 

SCAQMD has a prescribed role in the development and implementation of the 
CMP. In accordance with State CMP legislation (Section 65089.3(C)), SCAQMD is 
assigned the responsibility of establishing and periodically revising a list of 
improvements, programs, and actions which local agencies can select from to 
address CMP deficiencies. Legislation also requires the lead agency to consult with 
the District during the preparation of the CMP. In addition, if any trips are exempt 
from the modeling analysis, then consultation with the District is required. 

All elements of the CMP should be consistent with the Air Quality Management 
Plan (AQMP). In particular, the CMP should be consistent with the growth forecast 
used in the AQMP and should implement all AQMP transportation control 
measures (TCMs). As you are aware, the deficiency plan of the CMP should 
include actions that go beyond AQMP programs and actions. This can be 
accomplished by accelerating AQMP TCMs and adopting more stringent TCMs 
than those identified in the AQMP or measures that are not identified in the 
AQMP. CMP legislation specifically states that deficiency plans must r~sult in a 
significant benefit to air quality. District Staff has appreciated working with LKCTC 
on developing a deficiency plan. 

Upon completion of the Draft Environmental Impact Report, please forward two 
copies to: 

Office of Planning & Rules 
South Coast Air Quality Management District 
21865 Copley Drive 
PO Box 4939 
Diamond Bar CA 91765-0939 

Attn: Local Government - CEQA 

If you have questions regarding the environmental analysis, please call me at (909) 
396-3055. If you have questions regarding the review of the CMP or deficiency plan, 
please call Alene Taber at (909) 396-3057. 

CAD: 
(cmpnop) 
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Program Supervisor 
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DEPARTMENT OF TRANSPORTATION 
(310) 285-2551 
FAX: (310) 273-0972 

Ms. Kendra Morries 

CITY OF BEVERLY HILLS 
June 14, 1993 

Land Use Project Manager/CMP 
Los Angeles County MTA 
818 West Seventh Street, Suite 300 
Los Angeles, CA 90017 

Dear Ms. Mo~a{,i;, 

455 N. Rexford Drive 
Beverly Hills, CA 90210-4817 

Thank you for the opportunity to comment on the Notice of Preparation 
of a Draft Environmental Impact Report and Initial Study for the 1993 
Congestion Management Program for Los Angeles County. 

We have reviewed the Notice of Preparation and have no comments at 
this time. We appreciate the cooperative nature in which the CMP has 
been prepared and look forward to working with you in the future. 

Executive Assistant 

cc: Maria Rychlicki, Director 
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DEPARTMENT OF COMMUNITY DEVELOPMENT 

ANDREW G. PASMANT 
DIRECTOR 

City of South Gate 
8650 CALIFORNIA AVENUE • SOUTH GATE. CA 90280-3075 • (2131 563-9529 

FAX (21 31 567-0725 

June 16, 1993 N 

Ms. Kendra Marries · -, 
Land Use Project Manager, Congestion Management Program . __ 
LOS ANGELES COUNTY METROPOLITAN TRANSPORTATION AUTHORITY: .• ~ 
818 West Seventh Street, Suite 300 -.l 

Los Angeles, CA 90017 S3 

SUBJECT: 1993 CMP - REVIEW OF NOTICE OF PREPARATION AND INITIAL 
STUDY 

Dear Ms. Marries: 

On behalf of the City of South Gate, I would like to thank you for providing us with th..: 
opportunity to review and comment on the Notice of Preparation and Initial Study prepared tw 
the Los Angeles County Metropolitan Transportation Authority (MTA) for the 1993 Congestion 
Management Program for Los Angeles County. 

At this time, we do not have any comments with respect to the initial study. \Ve would 
appreciate the continued receipt of further environmental documentation during the processing 
of the Draft and Final Environmental Impact Reports once they become available. Should you 
have any further questions, please do not hesitate to contact me directly at (213) 563-9562. 

Sincerely, 

EVELO PM ENT 

By: 
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DEPARTMENT OF PLANNING 
AND "BUILDING SAFETY 

HYRUM B. FEDJE 
Director 

• City Hall • 350 Main Street • El Segundo, California 90245-0989 
• (310} 322-4670 • FAX: (310) 322-4167 

June 15, 1993 

Ms. Kendra Marries, Land Use Project Manager 
Congestion Management Program 
Los Angeles County Metropolitan Transportation Authority 
818 West Seventh Street, Suite 1100 
Los Angeles, CA 90017 

RE: Notice of Preparation of an Environmental Impact Report (EIR) and Initial Study 
for the 1993 Los Angeles County Congestion Management Program . 

Dear Ms. Marries: 

The City of El Segundo has reviewed the Notice of Preparation of a Draft Environmental 
Impact Report and Initial Study for the 1993 Congestion Management Program (CMP) for 
Los Angeles County. We would like to thank you for offering us the opportunity to comment 
on the Draft EIR for the CMP and submit the following comments: 

• In regards to the Deficiency Plan Component of the 1993 CMP, the Initial Study does 
not provide enough information or guidance on reporting and monitoring to the Los 
Angeles County Metropolitan Transportation Authority (LACMTA). We believe that 
the Deficiency Plan responsibilities and approach should be discussed at greater 
length in the Draft EIR. 

• Clearly, LACMTA recognizes that the CMP may have significant impacts on land use 
patterns and planning decisions of local governments. We are concerned that the 
1993 CMP Land Use Analysis and mitigation requirements have not been adequately 
defined to allow full evaluation of the environmental impacts of the projects. 

We look forward to receiving the Draft Environmental Impact Report. 

Sincerely, 

-s~ j\lltJslbh 
Sara R. Mosleh 
Associate Planner 

cc: Hyrum B. Fedje, Director of Planning and Building Safety 
Paul Garry, Acting Senior Planner 

-C50-
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City of 
Santa Clarita 

Jan Heidt 
Mayor 

George Pederson 
Mayor Pro-Tero 

Carl Boyer 
Councilmember 

Jo Anne Darcy 
Council member 

Jill Klajic 
Counci/member 

23920 Valencia Blvd. 
Suite 300 
City of Santa Clarita 
California 91355 

June 21, 1993 

Phone 
(805) 259-2489 
Fax 
(805) 259-8125 

Ms. Kendra Morries, Land Use Project Manager 
Congestion Management Program 
Metropolitan Transportation Authority 
818 West Seventh Street, Suite 1100 
Los Angeles, California 90017 

LA.c f-1 
,oq... .. • I.A 
IJ,.,J f1 •3-1 2 . 

v</1'; 3 
Pi;f 12: I 0 

Re: Notice of Preparation/Initial Study of a Draft Environmental Impact Report for 
the 1993 Congestion Management Program 

Dear Kendra: 

Thank you for the opportunity to comment on the above mentioned document. 
Please forward the DEIR as we would welcome the opportunity to review that as 
well. Our specifi_c comments are as follows: 

1. The use of a countywide fee should be explored as a project alternative 
and/or a mitigation strategy. At some point, the actual cost of mitigation 
strategies needs to be addressed, In addition to the proposed point sys:em. 
Using an In-lieu fee will provide the opportunity to assemble adequate funds 
from multiple projects to implement regional Improvements. 

2. As drafted, all new trips on the CMP Network are equal, regardless of 
whether or not the new trips are being added to deficient or free-flowing 
segments of the highway network. Projects that help Improve the 
jobs/housing balance and/or shift trips to under utilized segments of the 
highway network should not be treated the same as projects that add trips 
to deficient highway segments. 

3. The document specifies that mitigation measures may not necessarily be 
linked to specific projects, and that mitigation can be used to affect existing 
activity rather than new development. This approach requires additional 
legal review and discussion, since the ability to condition a project requires 
a nexus between the project's impacts and the required mitigation. 

Thank you for the opportunity to comment. Please call Kevin Michel at (805) 255-
4351 If you have any questions regarding our concerns. 

Sincerely, 
ii... / - \./;. I l ·.;.__,_)./ 
, "-/, , , I I _, , • '<'j_ .{ <, (' J -

'R•··[/ >/ IL~ , 

I 
Lynn M. Harris 
Deputy City Manager 
Community Development 

LMH:KJM 
currenflcmp_nop2.kjm 
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i=ROM:~ING T□: 2132446025 JUN 23, 1993 1:54PM it328 P.02 

PLANNJNG DIVISION 

CITY OF CULVER dlTY 
I 
i 

4095 OVERLAND AVENUE, CULVER CITY, CAUFOR~IA 90232-0507 

ca10) 202-s1n 

FAX (3101 839-5997 

JAY B. CUNNINGH..v.$ 

City Plannec '. 

June 23
1 

1993 

Ms. KJdra Monies, Land Use Project Manager 
Cong~on Management Program 
818 We$( Seventh Street, M/S 2200 
Los An~eles, CA 90017 : 

: i 
1993 Cl,tfP NOTICE OF PREPARATION COMMENI'$ 

i i 
Dear Mt Morries: l 

The Ci~ of Culver City app=iates the opportunity to~I comment on the Notice. of 
Prepara(ion (NOP) of a Draft Environmental Impact eport (BIR) on the 1993 
Congesq.on Management Program {CMP) for Los Angel County. Culver City has 
been an'. active participant in the CMP process. City staff has reviewed the NOP and 
the City; has the foUowing comments. i 

l i 
0 Tierin& from Previous Pmic:ams and ElRs -! While we appreciate and 

~e the tiering concept and understand its ~fulness in this instance, the 
-.;>raft BIR should be completed jn such a way that ~e resulting document stands 
-1one and is understandable to readers who may not have several years of 
4Xperienoe with the CMP process. The CMP ~evolved significantly in the 
~ year. The quantification of ~pacts and crcdi and other vital components 
qf the CMP are now available. It is important fo the public to understand the 
t,efinements and changes that have occurred and lthe potential impacts of the 
~rogram as is now exists. The changes are more profound that the addition of 
~e deficiency plan to the CMP. Key passages from past RMP and CMP 
program documents, or their EIRs, and from thb current NOP/Initial Study 
~bould be repeated or referenced in the BIR and ptovided in the appendices for 
tpis FlR. In no instances shou1d local or regional ~tential impacts discussed in 
~ubsequent project-specific (i.e., CIP project) El~ address issues which were 
J).ot identified as potential impacts in the 1993 CA4P BIR, which is intended to . 
~e as the master tiering environmental documen( 
. ! 
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FROM:PLANNING TO: 2132446025 JUN 23, 1993 1:54PM tt328 P.03 

Ms. K~ndra Morries, Land Use Project Manager 
Page 2: 
June 2j, 1993 

0 

0 

. . 
At minimum, the complete set of CMP mitigation'. measures should be provided 
-n the EIR. The existing and proposed measures ~uld be separated for clarity. 
~s discussed below, the RMP and 1992 QMP EIRs do not provide 
FOmprehensive impact analysis for several envi~nmental ~ssues. Additional 
Jmalysis in the 1993 CMP BIR will be required. !The 1993 CMP BIR and the 
guide1ines together should provide a complete pi¢ture of the requirements and 
~oals of the CMP. ' 

~uwte,neots to the CMf - The CMP NOP ~e 5) indicates that a brief 
trupplement to the CMP guidelines for analysis: of longer range and more 
keneralized development programs will be forthco,hing. In our discussions with 
~TA staff, we have learned that the supplement jwiJJ be incorporated into the 
CMP Draft EIR. Standard practice throughout ~e CMP process has allowed 
tnterested parties to review proposed revisions I and additions to the CMP 
guidelines prior to including them. The CMP! EIR will also consider the 
addition of La Cienega Boulevard, from 1-10 (~ta Monica Freeway) to 1-405 
{San Diego Freeway). TI,is additbn needs to~ reviewed and analyzed. At 
~s point, it appears that timing for the ElR ~ay not allow this type of 
ineJiminary review, or that the review of the supPlement and network change 
',¥ith the Draft BIR wm occur concurrently. In tije past, the LACMTA (or its 
predecessors) has asked that comments on the p➔ram be submitted separately 
(rom comments on the EIR itself. We therefo~ teserve the right to comment 
90 the supplement as part of the BIR. We will ~ake our comment separately 
C,uring the EIR review period if requested. i 
l i 
koefits as Well as Impacts Should be Discu,K!d -!The initial study indicates no 
J)Otential impacts for Water (III,e), and provi~ a summary of impact 
cJiscussion and mitigation from the 1992 CMP BIR► It should be emphasized in 
the BIR, as mentioned in the Initial Study, that th~ levels of pollution deposited 
qn roadways for eventual transport to the storm dfu.n system would vary with 
qie number and length of trips made on these faci~ities. The CMP encourages 
(ewer trips or reduced length trips. The potential benefit in terms of ~tially 
i,nproved water quatily should be discussed in I the BIR. Similarly, other 
qnvironmental benefits of implementation of the C!yf P should be discussed in the 
ant, as was in the RMP EIR (Page 152). ' 
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o Impacts not Identified in the Initial Study Shoµld be pjscussed - Potential 
~mpacts in the form of traffic hazards to motor vehicles, bicyclists or pedestrians 
~ould be discussed as a potential impact. The initial study states that the 1993 
CMP does not contain any element that would increase traffic hamrds. It is 
ponceivable that lane reconfigurations or restriping, signal timings, and other 
F)mges couJd create traffic hazards, particularly for pedestrians and bicyclists. 
!This js a potential impact that should have been checked •maybe" in the initial 
tmJdy. Discussion of potential impacts should not be discounted in the CMP 
):YR since this BIR will be used for tiering project-specific projects under the 
~MP that may have traffic ha7.ard impact potential. The EIR should discuss 
~s impact potential. 

rile CMP encourages the use of alternative fuel and =-o-emjssion (electric) 
yehicles. These could potential! y impact power or natural gas utilities. Items 
~VI.a and XVI.b should have been checked •maybe" and the BIR should 
~iscuss -potential impacts from increased use of alternative fuel and zero­
~ission vehicles on energy utilities. 

the RMP EIR only discussed the energy impacts _of Amtrak trains in terms of 
passenger rail transit. Although transit improvements that have come on line 
#nee 1988, such as the MetroRaiJ Red and Blue: lines, do not consume fuel, 
~ey should be considered for potential energy conservation issues. This issue 
~ not raised in the 1992 CMP EIR. 

$imilarly, the CMP encourages telecommuting.: The potential impact on 
Q<>mmunications systems should be discussed. 'J'.he impact of fax machines, 
~ular networks, and other devices on communi~tion systems in recent years 
~ been tremendous. The number of area cod~ now serving Los Angeles 
County is ample evidence of this impact. Teleco~muting from home or from 
~tellite telecommuting centers in suburban areas ~ the potential to continue to 
itnpact communication systems. This impact should be discussed in the EIR. 

'fhe potential for CMP roadway improvements ! to create aesthetic imJ)&Cts 
~ould be discussed in the BIR. Grade-separated crossings, for instance, could 
create aesthetic impacts and block views. Culver City commented about the 
rteed for adequate aesthetic impact analysis during preparation of the 1992 CMP 
~R. . 
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fi~ impacts on businesses has not been ~uately addressed in the two 
previous BIRs from which the 1993 CMP EIR: will be tiered. Discussion 
focused on business relocations, employment grpwth, access to employment 
~. and other issues, but did not discuss die fiscal impact on adjacent 
J>usinesses in tcnns of lost on-street parking resul~g from roadway widenings 
~d restripings. The urban design quality and ~etics for sustaining and 
~ businesses along CMP roadways may !negatively affected by street 
Widenings, and needs to be addressed in the CMP BIR-
~ ! 
puttural resources that have yet to be discovere4 are protected by mitigation 
tncasures provided in the State CEQA Ouidelin~ in Appendix K. Since the 
PMP may involve disturbing cultural ~ to complete facilities, the 
potential for impacts should be identified in the C,¥P BIR. Subsequent project­
'1)ecific ElRs should also discuss this potential impact even if cultural resource 
~nventories do not anticipate a likelihood of i~pacting cultural resources. 
~ppendix K provides mitigation measures in ! the event unanticipated or 
pr~viously unidentified cultural resources are discoyered during construction. 
~ ~ 

Growth Induremrd)t - The 1992 CMP BIR states ~at the potential of the CMP 
(o foster urban deconcentralion is negligible. S~fically, the BIR states that 
tin order to avoid congested areas, and any costs ~iated with developing in 
~ subject to deficiency plans, developers may prefer to initiate new projects 
(n relatively uncongested areas. Therefore, the C~ may provide an additional 
ipcentive for growth in outlying areas ••. This ;impact is considered minor, 
Vihm compared to existing incentive to locate new development in less 
qongested areas• (1992 CMP BIR, Page 145). \yhile it might be argued that 
c>ther forces, such as land prices and housing ,uf ordability, are the major 
qontributors to url>an sprawl, the impact of the CMP to encourage growth in 
outlying areas should not be discounted. 

'fhe avoidance of mitigation measures for congesti,:,n for initial development in * area, depending on future •Jast one on the block• developments for 
IJUtigation is a tradition in this region that has led to the congestion problems the 
¢MP was created to address. The potential for improved travel time to 
~courage Jonger commutes should be an integral part of the impact discussion 
ip the CMP EIR. The relationships between regional land use control, growth 
JlW188emcnt and the underlying reasons for traffic congestion should also be 
1'toroughly discussed in the CMP EIR. 
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tJbe RMP BIR stated that the RMP did not c an inducement to growth, it 
~istributes population and employment growth achieve better job/housing 
J>alance within each subregion (RMP EIR, Page 57). The CMP EIR, on the 
pther hand, states that the CMP is not anticl to affect the distn"bution of 
population and employment at the SCAO sub onaI Ieve1 (1992 CMP BIR, 
Page 44). While the argument that the CMP is not likely to induce regional 
population growth makes sense, the CMP·has the tial to greatly impact the 
~stribution of population and employment with. the iqion. The impact on 
~bregions and local jurisdictions could be signifi t. Since it is unlikely that 
the project~specific E1Rs for CIP projects will consider subregional impact 
potential, these impacts should be considered in 1993 CMP EIR. As CuJver 
City has commented on the 1992 CMP BIR the discussion on growth 
inducement potential needs on a subregional or I~ level, if not regional, and 
~ust be supported by recent data and supportable ysis. 

o l{em,nal Centers - The development of regiona centers linked by transit is 
~couraged in the CMP. However> the establi~ ment of regional centers in 
Jurisdictions other than the City of Los Angeles and County of Los Angeles 
tequires intergovernmental coordination, ;aps even Memoranda of 
1Jnderstanding or Joint Powers Agreements. ver City has commented on 
~is issue for the 1992 CMP BIR. 

Local jurisdictions do not want to allow increased~ensity around transit centers 
~til development of the transit system and sit center are guaranteed. 
~lowing the increased density, only to see the sit improvements not come 
~o fruition has created some of the most congest¥· areas in the region. The 
Qffset of locali7.ed •hot spot• impacts to regional air emission reductions has 
~ documented in the 1992 CMP EIR (1993 tjMP Initial Study, Page 19). 
'Pie relationship of local land use policy decisions· to create regional centers in 
~ssociation and coordination with regional transit facilities should be discussed 
i~ the 1993 CMP EIR. i 

i 

the localized impacts of concentrating developm~t at transit centers has been 
ijriefly discussed jn the previous EIRs. The RMP )°llR did not consider impacts 
tp regional centers in the Urban Form and Growth analysis section. Centers 
tere listed on Page 134 and discussed in terms of 90unty employment growth as 
part of the regional economy analysis (RMP EIR, !Page 138). The 1992 CMP 
EIR states that individual CIP projects may resuJi in localized adverse traffic 
impacts, which wm be addressed in future projc¢t-specific ElRs (1992 CMP 
EIR, Page 60). . 

-C56-



f1'n1:PL.,A-INING m: 2132446025 JUN 23, 1993 1: S?PM "328 P. 07 I 
Ms. Kqndra Monies, Land Use Project Manager 
Page6! 
June 2~, 1993 

~ince the CMP network has been developed to in Jude the major highways and 
~ways that are currently experiencing congesti , it is logical to assume that 
µie transit c.enters designated through the CMP p will also be on or nw 
PMP roadways. Concentrated development den ·ties of the intensity and scale 
ponsidered in the CMP will crea.t.e additional im ts on these already congested 
t:oadways. Even if the capture rate for commuter trips is high for deveJopment 
~nd these transit centers, the addition of trips b those coming to and leaving 
the regional centers each day plus daily local trips y transit center residents and 
~loyees outside the transit center will add signi t numbers of local trips to 
the already congested local traffic system. ·---,y, even though the transit 
~ter wiJJ facilitate regional mobility, the densi of the transit centers will 
~Jy increase local congestion and limit l~ mobility. This impact has 
\>=I vaguely referenced in previous EIRs and nee!ds to be completely ana]yr.ed 
~n the 1993 CMP BIR, as wen as future project- ·fie EJRs. The CMP EIR 
(:annot ignore this potential impact, or defer the ic analysis to future project 
~, where.the impact potential will be fragmen • 

~n order to analp.e the potential impact the CMP should consider the level 
<,f concentrated development at a transit center and identify the associated 
(mpacts of that increased development. The analy · of traffic impacts alone is 
~ot sufficient. The impact on existing infrastru , such as water and sewer 
l)nes (conveyance and treatment capacity), eme cy services [the ability to 
provide service to the transit center and system, not just get around town as 
4iscussed in the 1992 CMP ElR (Page 139)], d other public services and 
~tilities, must be discussed as potential impacts of e policies of the CMP itself 
i~ the 1993 CMP BIR. Detailed discussion can be rovidoo in CIP project EIRs 
as these projects relate to specific localized conditils for individual projects. 

1be re.al world intensity and potential impacts of phe development required to 
s,upport the transit centers has not been fully ~ in any of the previous 
~vironmental analysis. We would urge y~ ~- re~ew the work recently 
c;,ompleted by the UCLA Graduate School of A~tecture and Urban Planning 
~nder Professor Jurg Lang, to understand Potenti impacts of regional center 
4evelopment concentration. Those studies of the position Right-of-Way may 
tprther assist in the preparation of the 1993 CMP R. 
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Again, !we appreciate the opportunity to comment on the of the Draft BIR for the 
CMP. I If you have any questions about the above comm ts, please do not hc.gtate to 
call m~ at (310) 280-5949, or John Rivera, Associate P ner, at (310) 202-5783. 

Si~y, 

Steven .... Gerhardt, AICP 
Interim: CBQA Coordinator 

SLG:slf 

Copy: ~ilce Balkman, MaY-or 
Nbert Vera, Vice Mayor 
pr. James D. Boulgaridcs, Councilmember 
Steven Gourley, Councilmember 
fozelle Smith, Councilmember 
Pa.vid M. Glasser, Planning Commission Chai 
$tephen Schwartz, Planning Commission Vice C ~rman 
iohn G. Eddl, Planning Commissioner 
(korge F. Sweeny, Planning Commissioner 
f.dward M. Wolkowitz, Planning Commissioner 
~ody Hall-Esser, Chief Administrative Officer 
~onnan Herring, City Attorney 
~k Winogrond, Community Development Di or 
tay B. Cunningham, City Planner 
la.mes S. Davis, City Engineer 
~velyn Keller, Deputy City Attorney 
~l Delay, Deputy City Planner 
~ohn Rivera, Associate Planner 
1,aclde Freedman, Project Planner 
ten Johnson, Traffic Engineering Consultant 
rolly Garnish, Management Analys1 
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June 23, 1993 

Ms. Kendra Morries 
Project Manager 
Congestion Management Program 
818 West Seventh street, suite 1100 
Los Angeles, CA. 90017 

COMMENTS ON THE CONGESTION MANAGEMENT PROGRAM (CMP) NOTICE OF 
PREPARATION (NOP) OF A DRAFT ENVIRONMENTAL IMPACT REPORT (DEIR) AND 
INITIAL STUDY 

The Department of Transportation, with the assistance of other City 
departments, has reviewed the NOP prepared for the CMP and submits 
the following comments: 

1. 

2. 

3. 

GENERAL COMMENTS - The 1993 DEIR should not be a reiteration 
of the CMP, but rather should examine, quantify, and 
adequately analyze the potential environmental impacts of the 
CMP. 

DEFICIENCY PLAN - All provisions of the CMP Deficiency Plan, 
particularly the valuation of mitigation strategies (which is 
not yet complete), must be considered in the EIR analysis. 
This is a significant element of the CMP and any analysis that 
fails to include it would be inadequate. 

As identified on page 5, subsection 5 (Proposed 1993 CMP 
Update, Deficiency Plan procedures), the 1993 CMP will include 
a provision for Deficiency Plan procedures. As such, the EIR 
should discuss the potential impacts of implementing the 
mitigation strategies as required by the Deficiency Plan. 
Since the mitigation strategies have not yet been determined, 
or at least agreed upon, all potential mitigation alternatives 
must be discussed in the EIR. 

SOCIO-ECONOMIC IMPACTS - Under the California Environmental 
Quality Act (CEQA), the economic and social impacts of a 
project, as they relate to physical changes in the 
environment, must be addressed. Socio-economic analysis of 
the CMP seems appropriate given the potential for large scale 
changes in the regional transportation network and land use 
patterns. A comprehensive analysis of the impacts on jobs and 
business is necessary. The CMP, particularly the Capital 
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4. 

Improvement Program (CIP) projects, will result in a large 
number of physical changes, yet no socio-economic analysis is 
presented. The Department of Transportation recommends that 
the EIR include a discussion of, and provide mitigation for, 
these cumulative impacts. In particular, attention should be 
paid to the CMP's potential to affect the supply of housing; 
its potential to disrupt the structure of communities; its 
impact on local governments' provision of public services; its 
possible effects on population, household income, and 
employment opportunities; and its potential economic impacts 
on the business and development community. 

The DEIR should evaluate how the CMP will benefit the mobility 
of all economic groups. Data should be included which will 
illustrate how the trip needs of commuters from low income 
inner city communities will be accommodated as effectively as 
suburban commuters. 

DECONCENTRATION/LAND USE - The City of Los Angeles' Centers 
Concept has a central goal of citywide congestion reduction, 
linking new development with transportation systems. This is 
also the objective gover~ing the MTA in its development of the 
Joint Land-use Transportation Policy, developed in conjunction 
with the City. If the CMP results in urban deconcentration, 
it would be in direct conflict with our mutual objectives of 
jobs/housing balance and densification at transit stations. 
such deconcentration will reduce housing opportunities for 
city workers, increase commuting distances, increase Vehicle 
Miles of Travel {VMT), add to the deterioration of air 
quality, and create development pressure on open space and 
sensitive ecological areas. The EIR needs to better address 
the above issues, including the Centers Concept. 

The CMP might significantly alter the land use in the region; 
thus, the DEIR should contain discussion of the CMP's effect 
on density, distribution, growth rate, or relocation of 
population. 

The NOP should provide an adequate analysis of the CMP' s 
impacts on deconcentration. The EIR must fully analyze and 
address the CMP's impacts, particularly its relationship to 
land use. Moreover, the EIR should discuss the CMP's effect 
on the long-term goals of improving the region's jobs/housing 
balance and reducing VMT as outlined in the Regional Mobility 
Plan (RMP) and General Mobility Plan (GMP}. 

The 1992 DEIR stated that land use impacts associated with the 
CMP would include potential community disruption and 
displacements, changes in community character, and community 
revitalization effects {page 45, 1992 DEIR). It is further 
reported that various classes of CMP CIP projects could lead 
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to the localized displacement of adjacent business and 
residences. These issues warrant a study of the effects on 
population, employment, and housing in the 1993 CMP EIR. 

5. CONSTRUCTION IMPACTS - The 1992 DEIR indicated that the RMP 
EIR requires the use of.construction techniques that minimize 
disruption effects (on the surrounding community) as a 
mitigation measure; these construction techniques should be 
clearly stated in the 1993 EIR. 

The impact of noise is listed as "no." This should be changed 
to "maybe" and the impact of noise during construction should 
be addressed. 

6. VEHICLE MILES TRAVELED - The CMP's use of Level of Service 
(LOS) standards as the principal measurement of congestion 
does not account for density shifts and the location of 
development, including residential construction near job 
centers, transit stations, and urban centers. While 
concentrating development around centers and transit stations 
may increase specific area congestion as measured by LOS, it 
will reduce VMT citywide. Accordingly, the City of Los 
Angeles recommends the consideration of VMT as an additional 
measure of countywide congestion. An analysis of vehicle 
miles reduced from these policies should also be included. 
This additional gauge will measure whether or not 
deconcentration occurs with implementation of the CMP. 
Deconcentrating effects of the CMP should be offset or 
mitigated. 

7. LINKAGE WITH RMP - The Southern California Association of 
Governments (SCAG) is preparing an update to the RMP, a 
Regional Mobility Element (RME) , as part of the Regional 
Comprehensive Plan. The TOM population, housing, and 
employment assumptions, in the new RME appear to be 
substantially different from those used in the 1988 RMP. We 
urge the MTA to use the updated population, employment, and 
TDM assumptions in the 1993 RMP. 

8. CUMULATIVE IMPACTS - The DEIR fails to adequately address the 
potential cumulative impacts of the CMP. Consideration of the 
project's long-term cumulative impacts, that might otherwise 
be slighted in a case-by-case analysis, is one of the primary 
purposes for preparing a Program EIR. 

9. AIR QUALITY - The NOP lists four potential direct impacts of 
the 1993 CMP that were not covered in the 1992 CMP EIR. In 
addition to the impacts listed, the construction and/or 
operation of CIP projects that add general traffic lanes to 
freeways or highways could encourage additional vehicle trips 
on the affected roadways by providing additional capacity 
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(latent demand). Public transit and/or rideshare trips could 
be encouraged to change back to single occupant vehicle trips 
if general traffic commute times decrease on the affected 
roadways. This potential impact must be analyzed, and 
mitigation measures required, in the air quality section of 
the DEIR.In mitigation measure C.l, construction phase 
emissions and criteria pollutant concentrations should be 
compared to SCAQMD quarterly, as well as daily, emission 
thresholds. (See 1993 SCAQMD CEQA handbook, Chapter 9.) 

The NOP discusses the indirect impacts of the Deficiency Plan 
requirement resulting in the changes in land use and states 
that this impact will be assessed in the 1993 CMP EIR. Since 
this analysis has not yet taken place, it is premature to 
state that Mitigation Measure c. 3 would be sufficient to 
address this indirect impact. In the 1993 CMP EIR, additional 
mitigation measures must be considered to mitigate this 
impact. 

Mitigation Measure C.4, proposed by the 1992 EIR to mitigate 
potential "hot spots" created by CMP-related improvements, 
assumes that regional eMis~ion reductions would represent a 
trade-off with new, localized hot spots. Rather, the 1993 
DEIR should require mitigation measures to reduce the creation 
of new hot spots. This impact, and recommended mitigation, 
should be addressed in the 1993 EIR. 

10. HOUSING AND POPULATION - The analysis under the housing and 
population sections of the DEIR should include an analysis of 
the potential increase in housing demand, and therefore 
population, in outlying areas (if deconcentration results from 
CMP projects) as well as increases in housing demand and 
population in central and transit areas if concentration 
results. 

The NOP states that the 1992 EIR did not contain an analysis 
of utilities impacts since the RMP was formulated in 
conjunction with the Regional Growth Management Plan (GMP). 
If this EIR will rely on the analysis in the GMP EIR for 
utilities impacts, the GMP EIR should be incorporated by 
reference. 

11. MOVEMENT OF GOODS - The movement of goods is vital to the 
economic health of the region yet is virtually ignored in the 
CMP. Providing efficient access to LAX and the Port of Los 
Angeles is critical to maintaining a healthy standard of 
living in Southern California. 

The CMP does not consider the special mobility issues related 
to trucks and goods movement. Trucks have two major impacts 
on the County's highway system: 
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a. Trucks are not as easy to maneuver as cars. The bigger 
the truck, and the more trailers it caries, the more 
highway capacity it uses up. Trucks require more highway 
capacity, especially in heavy traffic, and can hold up 
traffic significantly when making turns at intersections 
and driveways. 

b. Truck accidents can cause a great deal more congestion 
than cars. One truck accident can close a highway for 
several hours. Also, accidents involving trucks 
transporting hazardous waste can close an entire area for 
hours. 

While trucks make deliveries throughout the County, certain 
parts of the County ( such as the cities of Commerce and 
Vernon), including portions of the City of Los Angeles (e.g., 
the Port, Union Station, and the Alameda Corridor), are major 
generators of truck traffic. The EIR should quantify the 
extent of truck traffic in the County, consider the specific 
problems created by them, and determine ways to mitigate them. 

Additionally, 'the CMP should look into monitoring truck 
traffic and, with the help of local jurisdictions, find ways 
to reduce truck traffic and alleviate their impacts. 

12. REGIONALLY SIGNIFICANT PUBLIC FACILITIES - The CMP does not 
adequately deal with trips generated by regionally significant 
public facilities such as major airports and harbors. Los 
Angeles International Airport and the Port of Los Angeles are 
unique public facilities that serve the entire Southern 
California region. Additionally, the City of Los Angeles 
itself is a business center that serves the Southern 
California region, thus attracting trips from outside the 
County. As such, an impact analysis should be included for 
these public facilities that includes the impact of trips 
generated from outside the County of Los Angeles. 

Thank you for the opportunity to respond to the CMP NOP. If you 
have any questions, feel free to call Sarni Wassef, of my staff, at 
(213) 237-2873. 

°771, •,,~, {,<-;) (! , ... i.•,.t, ~ 'j 

THOMAS K. CONNER 
General Manager 

cc: Departments 
City council 
Mayor's office 

c~:\Letters\nop-resp.wp 

-C63-

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 

, I 

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

State of California Business, Transportation and Housing Agency 

Me.morandum 

To 

From 

Subject: 

Mr. Tom Loftus 
State Clearinghouse 
1400 Tenth street, Room 121 
Sacramento, CA 95814 

Wilford Melton -District 7 

DEPARTMENT OF TRANSPORTATION 

Project Review Comments 

SCH No.93051061 

Date 

File No.: 

m w 

July 1, 19~ ~ 
r- • 

IGR/CEQA/NOB, p 
1993 CONGESTIO~ 
MANAGEMENT-SoqftlAM 
FOR LOS ANG~5PCOUNTY 

Vic. LA-vAI$,us 

Caltrans has reviewed the above-referenced document. 
Based on the information received, we have the following comments: 

Precise and detailed provisions, including time-frames are 
needed in the document to provide for: the local jurisdiction 
congestion mitigation goal, MTA assignment of mitigation points, 
and circumstances by which local jurisdiction receives deficiency 
and credit points. 

If you have any questions regarding this response, please 
call me at (213) 897-1338. 

cc: Kendra Morries V 

~lrMI Signed ~ 

WILFORD MELTON 
Senior Transportation Planner 
IGR/CEQA Coordinator 

· Advance Planning Branch 

LA County Metropolitan Transportation Authority 
818 w. 7th Street MS 2200 
Los Angeles, CA 90017 

nh\6022 
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CITY OF LONG BEACH 
DEPARTMENT OF PLANNING & BUILDING 

~~----....:c••~4t .. •r~ .. .r=..:...----~ 
(310) 590-6458 

333 WEST OCEAN BLVD. • LONG BEACH, CALIFORNIA 90802 

Community & Environmental Planning Division 

June 22, 1993 

Kendra Morries 
Land Use Project Manager 
Congestion Management Program 
LACMTA 
818 W. 7th Street, Suite 300 
Los Angeles, CA 90017 

ffi 
'-c:: :z 
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5E 
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Subject: 1993 Congestion Management Program for Los 
Angeles county 

Thank you for the opportunity to review Notice of 
Preparation and Initial Study. We have no comments at 
this time. Please send a copy of the DEIR when it is 
available. 

Sincerely, 

~~ 
Gerhardt H. Felge~r 
Environmental Planning Officer 

GHF:jm 
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Final 
April 4, 1991 

Southern california Association of Governments' 
Regional COnsistency·and Compatibility Criteria for CMPs 

Changes to the Government Code, enacted wi~h the passage of Proposition 
lll in June 1990, require SCAG to perform the following evaluations for 
the Congestion Management Programs (CMPs) developed within the region: 

o consistency between the countywide model/databases and SCAG's 
regional model and databases; 

o consistency. with the regional transportation plans; 
o compatibility with the other CMPs developed within the 

region; and '· 
o incorporation of the CMP into the Regional Transportation 

Improvemen.t Program (RTIP) and the action element of the 
regional transportation plan, SCAG's Regional Mobility Plan 
or RMP. 

According to the california Government Code, Section 11349, "consistency 
means being in harmony with, and not in conflict with or contradictory 
to, existing statutes, court decisions, or other provisions of law". For 
purposes of this document, consistency would be applied as it relates to 
the regional transportation plans and the regional model and databases. 

This document outlines the proc~ss and criteria that will be used in 
making these evaluations. This is a •working" document which may be 
updated periodically to address issues as they arise and in response to 
various State and federal mandates. 

THE EVALUATION PROCESS 

The CMP must be evaluated to determine that it is consistent with the 
Regional Mobility Plan (RMP). Since the RMP incorporates elements of the 
the Regional Growth Management Plan (GMP) and the·Air Quality Management 
Plans (AQMPs) for each air basin in the region, these elements must also 
be included in this evaluation. . 

It should be noted that this process needs to acknowledge the air quality 
conformity requirements for the RTIP. Each county transportation 
commission is responsible for evaluating their respective county TIP 
using the appropriate conformity procedures for projects, programs and 
~lans. SCAG, as the designated metropolitan planning organization (MPO), 
is responsible for the full conformity finding on the RTIP. 
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The evaluation consists of three parts: 
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Part 1: 

Part 2: 

The CMP must be consistent with the actions and programs 
pertaining to growth management, transportation demand 
management, transportation systems management, and facilities 
development contained in the RMP and the appropriate AQMP. 

Note: In the case that the £ongestion Management Agency (CMA) 
is not an implementing agency for an RMP action, the following 
apply: 

1) 

2) 

.CMP guide1ines must support and encourage adoption of 
these measures by th~ appropriate agencies, and 
the CMP database/modeli~g must be consistent with SCAG's 
regional model and database (see Part 2). 

The CNP must demonstrate progress toward the regional mobility 
targets contained in tne RMP. To satisfy this requirement, the 
countywide modeling for the CMP must be consistent with SCAG's 
CMP planning horizon forecasts for the following indicators: 

a. Vehicle ·miles of travel, average trip length, and I 
vehicle hours of travel must be maintained or 
reduced,. 

b. Transit trips and average vehicle occupancy must be I 
maintained or increased. 

c. Total person trips and total vehicle trips both 

1 within and between counties. 

These CMP planning horizon targets will be developed by SCAG 
cooperatively with the CMAs and other interested agencies and 
will incorporate other applicable State and federal 
requirements. If a discrepancy is identified between SCAG's 
forecast for the CMP planning horizon and the forecast·provided 
by the CMA, SCAG's Regional Modeling Task Force and Regional 
Information Task Force will be consulted regarding the reason 
for the discrepancy. Task force recommendations will be 
integrated into the consistency evaluation provided to SCAG's 
policy•committees and Executive Committee for approval. 

l. "Implementing Agency", as applied in this context, refers to the agency 
identified in the Regional Mobility Plan or the appropriate AQMP as 

I 
I 
I 
I 
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I 
I 

having a role in an action or measure contained in these plans, includin~ 
planning, programming, administration, finance, construction, operation, 
maintenance, or monitoring. 
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The CMAs may rely on travel demand forecasts produced 
to develop the CMP. The following criteria apply 
separate model run and/or database are used to develop 
and evaluate traffic impacts of land use decisions on 
highway system: 

Database 

by SCAG 
when a 

the CMP 
the CMP 

The CMA must cooperatively develop the CMP planning horizon 
forecasts of population, housing and employment with local 
jurisdictions. These forecasts must be consistent with local 
General Plans. SCAG will evaluate the CMA forecast for 
consistency. Staff recommendations to align the forecasts 
will need the approval of SCAG's policy committees and 
ultimately the Executive Committee. If necessary, a process 
for reconciling the databases will be undertaken between SCAG 
staff and staff representatives of _the CMA and will produce a 
forecast that-will be the basis of planning applications for 
both SCAG and the CMA. 

.Modeling 

The CMA must participate in an on-going regional model and 
database program through SCAG's Regional Information Task 
Force and SCAG's Regional Modeling Task Force. This program 
is designed to improve consistency between regional and 
county-level model development in the region. To support this 
cooperative process, the CMA must meet the following 
requirements: 

a. The CMP planning horizon must be consistent with that 
agreed upon within the region. 

b. CMP traffic analysis zones must be compatible with 
census tracts or SCAG's traffic analysis zones. 

c. The CMP model must produce, at a minimum, a vehicle 
trip production and attraction table by at least three 
trip types (home-based work, home-based nonwork, and 
nonhome-bas~d). 

d. The CMP modeling network must contain, at a minimum, 
the SCAG's System of Regional Significance which is 
contained in the RMP. 
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Part 3: To ensure compatibility between the CMPs within the region i· 
evaluating the impacts of land use decisions on the CMP highwa: 
system and for monitoring level of service, the CMP must mee: 
the following requirements: · 

a. The CMP transportation system must connect to the syste: 
designated in (the) adjacent counties(y). 

b. Traffic level of service must be assessed using eithe .. 
Circular 212, the 1985 Highway Capacity Manual or ; 
method that SCAG has found consistent with the 1985 
Highway capacity Manual. 

Because the · CMP process. is intended to provide greater detail in the 
short-range actio9 element of the RMP, differences may arise. The RMP 
amendment process provides some flexibility to the oms in addressing 
the CMP requirements. This process would be used to evaluate a project 
or a program to determine whether the project or program is a refinement, 
i.e. an addendum, to the RMP, or would be treated as an RMP amendment. 
Before an RMP amendment can be adopted by SCAG, -the project or progra: 
must satisfy these requirements. 

-D4-
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Appendix E 
Table E-1 

Deficiency Plan Debit Values 

LAND USE CATEGORY DEBIT VALUE 

1 Single Family Residential 6.80 per Dwelling Unit 

2 Multi-Family Residential 4.76 per Dwelling Unit 

3 Group Quarters 1.98 per Bed 

4.1 Commercial (less than 300,000 gsf) 22.23 per 1000 sq.ft. 

4.2 Commercial (300,000 gsfor more) 17.80 per 1000 sq.ft. 

5 Freestanding Eating & Drinking 66.99 per 1000 sq.ft. 

6 Lodging 7.21 per 1000 sq.ft. 

7 Industrial 6.08 per 1000 sq.ft. 

8.1 Office (less than 50,000 gsf) 16.16 per 1000 sq.ft. 

8.2 Office (50,000-299,999 gsf) 10.50 per 1000 sq.ft. 

8.3 Office (300,000 gsf or more) 7.35 per 1000 sq.ft. 

9 Medical 16.90 per 1000 sq.ft. 

10 Government 20.95 per 1000 sq.ft. 

11 Institutional/Educational 7.68 per 1000 sq.ft. 

12 Other 0.71 per Daily Trip 

Source: Draft 1993 CMP, July 1993 
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Appendix E Table E-2 Mitigation Strategy Values 
Refer to Detailed Mitigation Strategy Criteria & Definitions for Additional Information =========================== =·· ···:·::J:~··::k~:~:1:1:1:1 '--::if :~:~:{:1:1 ·=-•.:··:···· :1:~1:~:\~:1( :.: ; .... ;:.\:.·=...-·:·:·-::-··.-·:. :::::·'.---:~. :.: .... ( ........ ~._.; ........ : ... :.~·~·~·· :~:1:~::::-1:1:••:;··:.::·:::;:,~:+~- .. :: .... 

CATEGORY Classification 
ACTION (if applicable) Point Value 

LAND USE STRATEGIES 

Focus residential dev't around transit centers 

2 Focus commercial dev't around transit centers 

3 Focus residential dev't along transit corridors 

4 Focus commercial dev't along transit corridors 

5 Focus residential mixed use projects 

around transit centers 

6 Focus commercial mixed use projects 

around transit centers 

7 Focus residential mixed use projects 

along transit corridors 

8 Focus commercial mixed use projects 

along transit corridors 

9 Provide residential mixed use development 

10 Provide commercial mixed use development 

11 Supportive social services in conjunction 

with development 

Source: Draft 1993 CMP, July 1993 -E2-

Retail 

Non-Retail 

Retail 

Non-Retail 

Retail 

Non-Retail 

Retail 

Non-Retail 

Retail 

Non-Retail 

Residential 

Com. Non-Retail 

2.0 per dwelling unit 

23 per 1000 gross sq. ft. 

11 

0.8 per dwelling unit 

8.7 per 1 ooo gross sq. ft. 

4.1 

4.9 per dwelling unit 

23 per 1000 gross sq. ft. 

11 

1.9 per dwelling unit 

8.7 per 1000 gross sq. ft. 

4.1 

1.6 per dwelling unit 

7.7 per 1000 gross sq. ft. 

3.6 

0.7 per dwelling unit 

3.1 per 1000 gross sq. ft. 

I 
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Appendix E Table E-2 Mitigation Strategy Values 
Refer to Detailed Mitigation Strategy Criteria & Definitions for Additional Information ============================ 
CATEGORY Classification 

ACTION (if applicable) Point Value 

CAPITAL IMPROVEMENTS 

1 High Occupancy Vehicle lane CMP Arterial 20,400 per lane-mile 

Other Major Art 16,320 

2 General use highway lane CMP Arterial 11,504 per lane-mile 

Other Major Art 9,203 

3 Intersection grade separation CMP Arterial Credit determined individually 

4 Freeway ramp addition or modification 1,150 per ramp 

5 Urban rail station 7.9 per Yr 2010 boarding 

6 Commuter rail station 20 per Yr 2010 boarding 

7 Goods Movement Facility 288 per 100 truck-miles 

L .. : ... :._:::.·~:.:::=:.:. :: ............... ·.············.··· . 
TRANSPORTATION SYSTEMS MANAGEMENT 

:.: :.'., .'.,:.:,: ••. ·. ;.;-. •:• .• <: :•:•:•:•:•:•:·· :- : , ;.;,;,;,;,:,:•:•·•:: _:.•)• u•. •··· -::❖'•"•. -~•:•:•· •❖:,:,:•:•:•:•:❖~ H❖:•·•:, .::. •• .... ._.,,, •• 1·"• .:•:•:❖·,: •••• _',,,:,:-·, ,'• •••• : •• ,'.•'• ...... .'.•'❖O• ._. •• : • •• ··•:-:,',:,:,:,:,:-:,:,!,.,: ·,;,;.;,:. ;.;,;, ••••• ,; ••• .' .0 •.• ;,; : •••••. 0,'. :,;,. ,;,;. ;,;,:,;,:, ••• ••• ,;,;,•, •••• • •••• ,'.• •• •"•,❖• ,'.•"•'• .:•··.-:. ',', _.!, ,'.•"❖:,;,;,;,;,;,;,~-·-, ••• 

8 Traffic signal synchronization 

9 Traffic signal surveillance & control 

(including synchronization) 

1 0 Peak period parking restriction for thru lane 

11 Intersection modification 

12 Bicycle lane or path 

13 Park and Ride lot 

Source: Draft 1993 CMP, July 1993 

CMP Arterial 

Other Arterial 

CMP Arterial 

Other Arterial 

CMP Arterial 

Other Arterial 

CMP Arterial 

-E3-

1,841 per mile (4 lane arterial) 

2,761 (6 lane arterial) 

3,681 (8 lane arterial) 

1,473 per mile (4 lane arterial) 

2,209 (6 lane arterial) 

2,945 (8 lane arterial) 

3,221 per mile (4 lane arterial) 

4,832 (6 lane arterial) 

6,442 (8 lane arterial) 

2,577 per mile (4 lane arterial) 

3,865 (6 lane arterial) 

5,154 (8 lane arterial) 

2,301 per lane-mile (2 hr) 

3,451 (3 hr) 

4,141 (4+ hr) 

1,841 per lane-mile (2 hr) 

2,761 (3 hr) 

3,681 (4+ hr) 

575 per Intersection 

700 per lane-mile 

10 per space 



Appendix E Table E-2 Mitigation Strategy Values 
Refer to Detailed Mitigation Strategy Criteria & Definitions for Additional Information 

CATEGORY Classification f-----.------------------------, 
ACTION (if applicable) Point Value 

m;, .. ·it~:m1It;./ :/ ;;. "11t; •,t: : ;:;:; • .::;r-A m;:( • .~ · t · · · · j~r/>: t > :=;;;;f ,~)~~;;~;;i;;;m;;;;i~;;;;;;;mi;:\: ·; ii~;Vi :t .. · · · ;~;mt; >:t~i~;~; 
DEMAND MANAGEMENT PROGRAMS 
• .. •:•.:.-:•:•:•:•:·::;:;:;:;:;·.:,:;:;:;:;; .• ;:;-;:;:;:;::·::.:::: v: :;::: ",:>: u; ;::,; ;:-:· V;~:•;::v::.·;::;:;·;:,• ••"···•·••••••~•- ·.· ............... :.: : !::,:. :·:•:· • :::: •:":" :;:;::· · :,., • :: ·• ;:•:•:;: ·::-0· ::.,." .. :•:• ·•:.::: ", .,:· :•··(. :' ::;· ':" :,'" ;;(;,· :.:: ·•:;:::: .· :,:•· :;";::v:•.·::;;._';':: u H:'..":;"" ;,;:;:::::( ::::;,: U-0• O:"., •-:h•,; Vi'.0·.:::/: :;· • "".•.•./•:·: 

Ridesharing Operations 

1 Formal Trip Reduction Program for Small Employers 

2 Employer-based Alternative Work Schedules 

3 Transportation Management Assoc/Organizations 

4 Aggressive Vanpool Formation Program 

5 Informal Carpool & Vanpool Program 

Ridesharing Support Facilities 

6 Phase I TOM Ordinance 

7 Passenger Loading Areas for Carpools & Vanpools 

8 Childcare Centers at Transit Facilities 

9 Bicycle/Pedestrian Facilities 

10 Preferential Parking for Rideshare Vehicles 

Ridesharing Incentives 

11 Transit Subsidy Program 

12 Vanpool Subsidy Program 

13 Carpool Allowance 

14 Bicycle Allowance 

15 Walking Allowance 

16 Buspool Subsidy Program 

Parking Management & Pricing 

17 Increased Parking Cost for SOV's by $0.50/day 

18 Increased Parking Cost for SOV's by $1.00/day 

19 Increased Parking Cost for SOV's by $3.00/day 

20 Parking Cash Out 

21 Parking Surcharge 

Telecommunications 

22 Telecommuting Program for Small Employers 

23 Neighborhood Telework Center 

24 Business/Education Videoconferencing Center 

25 Remote Access to Government lnfo{rransactions 

Transit Improvements 

26 New Local or Commuter Bus Service 

27 Feeder Services to Multi-modal Transit Centers 

28 Shortening of Headways 

29 Restructuring of Service 

30 Subscription Bus or Buspool Operations 

31 Internal Circulator Shuttle 

Source: Draft 1993 CMP, July 1993 -E4-

36.3 per 1 oo employees 

7.3 per 100 employees 

46 per 1 oo employees 

31 per 100 employees 

28 per 1 oo employees 

0.30 per 1000 square feet 

6.9 per 100 employees 

Credit determined individually 

4.6 per 1 oo employees 

3.9 per 100 employees 

213 per 1 oo employees 

206 per 100 employees 

90 per 100 employees 

9.2 per 1 oo employees 

6.2 per 1 oo employees 

102 per 100 employees 

7.2 per 1 oo employees 

21 per 100 employees 

86 per 100 employees 

Work in progress 

Work in progress 

3.2 per 100 employees 

Work in progress 

Work in progress 

Work in progress 

1.0 per passenger-mile 

1.0 per passenger-mile 

1.0 per passenger-mile 

1.0 per passenger-mile 

1.0 per passenger-mile 

1.0 per passenger-mile 
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State of California Bv~;.kss, Transportation and Housing Agency 

Memorandum 

To 

From 

Mr. Mark Goss 
state Clearinghouse M 

1400 Tenth street, Room 125 2 \ \ 8 HO\J -3 en 
Sacramento, CA 95814 

Wilford Melton-District 7 

DEPARTMENT OF TRANSPORTATION 

Date.~· uctober 28, 1993 

File No.: 

IGR/CEQA 
DEIR UPDATE RESPONSE 
LOS ANGELES COUNTY 
1993 CONGESTION 
MANAGEMENT PROGRAM 
UPDATE 
Vic. LA-VAR 

Subject, ·Project Review Comments 

SCH No.93051061 

Caltrans has reviewed the above-referenced document. Based 
on the information received, we have the following comments: 

Review of the DEIR Update responses indicates that our 
concerns with the DEIR were addressed. We are satisfied with 
the responses to our comments submitted on September 9, 1993. 

Thank you for this opportunity to comment. If you have 
any questions regarding these comments, please call me at 
(213) 897-1338. 

Sincerely, 

.0.rigjnal Signed By 

WILFORD MELTON 
Senior Transp. Planner 
IGR\CEQA Coordinator 
Advance Planning Branch 

cc: Kendra Morries, Land Use Project Manager v 
LA County Metropolitan Transportation Authority 
818 West Seventh street (M/S 2200) 
Los Angeles, CA 90017 

nh\10061 
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FOR THE CONGESTION MANAGEMENT PROGRAM 
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Los Angeles County Metropolitan Transportation Authority 

Congestion Management Program 
Environmental Impact Report 

Mitigation Monitoring Program 
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MITIGATION MONITORING PROGRAM 
FOR THE LOS ANGELES COUNTY CONGESTION MANAGEMENT PROGRAM 

The mitigation monitoring program summarized herein constitutes an amendment to the 
1992 CMP mitigation monitoring program to add the additional mitigation measures 
included in the 1993 CMP EIR. All mitigation measures identified in the 1993 and 1992 
CMP EIRs are included, but are identified separately. These mitigation measures shall be 
considered parts of a single program and shall be reported on together in the biennial 
reports prepared by MT A. 

-G2-
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- - - - - -

Direct Impact: There may be localized adverse effects, 
Including the effects of facility construction, realignment of 
facilities near sensitive uses, and the creation of "hot spots• 
near transit centers/station sand/or park-and-ride lots. These 
are highly localized adverse Impacts of otherwise beneficial 
Improvements. 

Indirect Impact: The proposed project will not systematically 
result In a land use pattern which Is substantially different than 
the adopted regional forecast or which Is systematically 
different than market patterns. 

Direct Impact: There appears to be sufficient funding 
mechanisms and mitigation options available for local 
Jurisdictions to meet their deficiency mitigation obligations while 
avoiding the use of general funds or diversion of funds from 
the provision of other public services. 

- - - - - - -

AIR QUALITY 

3.3.1 The MTAwlll develop Its Tool Box In consultatlonwlth 
SCAG and the SCAQMD to ensure air quality goals are 
addressed. 

LAND USE 

~ In order to ensure that the CMP Is contributing to 
achieving the objectives of the GMP, the MTA shall evaluate 
the growth patterns and determine whether CMP Tool Box 
choices have a significant correlation to the changes In land 
use patterns In the County, H any, after the Deficiency Plan 
Program has been In place for five. years. 

PUBLIC SERVICES 

~ The MTA shall continue to work on both the state and 
regional levels to Integrate CMP deficiency plan reporting 
requirements with the reporting requirements associated 
with the AOMP In order to .reduce the administrative effort 
required by local Jurisdictions. 

~ The MTA.shall allow local jurisdictions to carry over 
from year to year any surplus credit points accumulated. 

~ The MTA, as part of the biennial updates to the CMP, 
shall Investigate adding additional measures to the Tool Box. 

2 

MTA 

MTA 

MTA 

MTA 

MTA 

- - - -
.,.,1 

(A) MTA 
(B) Biennial report 
(C) No 

(A) MTA 
(B) Five years after 
Implementation as part of 
1999 biennial report 
(C) No 

(A) MTA 
(B) Biennial report 
(C) No 

(A) MTA 
(B) Biennial report 
(C) Yes 

(A) MTA 
(B) Biennial report 
(C)No 

-
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Direct Impact: Individual CMP projects may result In localized 
changes In land use. 

Indirect Impact: Should Implementation of the CMP result In 
Increased urban deconcentratlon or concentration or expansion 
development In outlying areas, which has not been anticipated 
In the regional plans, the CMP could have a negative effect on 
land use. 

Indirect Impact: Increasing system capacity may encourage 
additional trips (latent demand) on the system, by reducing the 
costs(tlme and stress)assoclatedwlth trip making. 

Direct Impact: The following classes of CMP CIP projects 
could lead to the localized displacement of adjacent 
businesses and residences: Class 1 • freeway system 
management, specifically the construction of HOV lanes; Class 
2 - freeway gap closures; Class 6 - rail Improvements; Class 4 
- commuter rail stations, transit centers and park-n-rlde lots; 
and, to a more limited degree, Class 3 • arterial system 
Improvements. Of the 1992 CIP projects, Class 2 and 3 
projects present the greatest potential for disruption. 

Indirect Impact: The CMP'sTDM component may result In 
lncreased'denslty In the vicinity of transit centers and rall 
facllltl~s. This would be supportive of the transit center 
development goals of a number of local jurisdictions. 

- - - - - -

lANDUSE 

A.1 MTA shall consult with other adjacent CMAs In 
reviewing LOS standards to ensure that differences In LOS 
standards between counties do not encourage a land use 
pattern which Is lnconslstentwlth local land use or regional 
goals. 

A.2 MTA shall participate In ongoing forums, regarding 
lnterjurlsdlctlonal Impacts Including land use Issues and 
Impact analysls procedures. 

M MTA shall Investigate the use of other mobility and 
system performance Indices such as vehlcle ridership and 
shall compare the effectiveness of such Indices with LOS as 
standards for determining both system mobility and motor 
vehlcle emissions performance. These supplemental 
measures shall be Incorporated Into the program If 
determined to be effective for reconclllng localized decreases 
In service against regional Improvements. 

M MTA shall review project-level EIRs for CMP CIP 
projects. The review shall be Intended to ensure that as part 
of project-level planning and the environmental assessments 
of Individual CMP CIP projects, the Lead Agency 
Incorporates appropriate mitigations In order to minimize the 
land use Impacts of Individual CMP CIP projects. As part of 
the review, the MTA may comment on the adequacy of the 
analysis and mitigations. 

~ MTA shall explore with the cities the desirability of 
Including mechanisms In the CMP for encouraging the 
creation of Increased density In targeted centers areas. 
Possible mechanisms Include specification of density related 
CIP project selection criteria; Inclusion of density 
encouraging mechanisms In the TOM component of the 
CMP; or Inclusion of mechanisms to encourage targeted 
density development as a component of future deficiency 
planning. 
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Direct Impact: Any potential Impacts of the highway and 
roadway element of the CMP are likely to be related to the 
lmplementatlon of the specific CIP Improvement projects within 
the framework of the CMP process. CIP projects wlll help to 
maintain LOS . 

Traffic may be rerouted during the construction of a particular 
facility. It Is posslblethat the Implementation of a transportation 
Improvement project may cause traffic to be diverted Into or 
through sensitive areas, Including residential neighborhoods, 
creating localized noise or air quality Impacts. 

Direct Impact: Should Implementation of the CMP result In 
Increased urban deconcentratlon, or concentration or 
expansion of development In outlying areas, which has not 
been anticipated In the regional plans, the CMP could have a 
negative effect on the transportation system by Increasing 
vehicle miles traveled. The potential for the CMP to reinforce 
urban deconcentratlon Is discussed In detail as part of the 
growth Inducing Impacts analysis contained In Chapter IV • 
Impact Overview, where It Is concluded that the potential of the 
CMP to foster urban deconcentratlon Is negllglble. 

. . 

- - - - - - - - - -
_,_,_f_l 

lRANSPORTATION 

Mitigation measure A.4 would mitigate the direct effects of 
the CIP element of the CMP. 

!!J. MTA shall review EIRs for CIP projects to ensure that 
mitigation measures are Included requiring that the Lead 
Agency give transit operators and affected City Departments 
of Transportation advanced notice of construction activities 
which might Impact the transportation system. 

Mitigation Measures A.1 • A.3 would mitigate the Indirect 
effects of the CIP element of the CMP; mitigation measures 
A.1, A.3, and B.1 would mitigate the Indirect effects of the 
CMP Highway and Roadway System element. 
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Direct Impact: The construction and/or operation of CIP 
transportation Improvement projects could have the following 
localized negative air quality Impacts adjacent to the 
Improvement alignment of right-of-way: 

• Construction of roadway and/or transit Improvements 
would have short-term constructlonlmpacts. Earth 
moving activities would Increase localized particulate 
levels. Improvements to existing roadways may also 
require detours and delays during construction which 
would cause short-term Increases In emissions. 

• New route locations or freeway gap closures have the 
potential to bring moblle emission sources closer to 
existing sensitive land uses as well as create new line 
sources of pollutant emissions In areas where such 
sources may not have existed before. 

• Providing Increased roadway capacity by widening or 
restrlplng may move vehicle travel lanes closer to sensitive 
land uses adjacent to the roadway. 

Creation of rail transit stations and transit centers has the 
potential to attract a significant number of vehicles to parking 
locations. Particularly during peak periods, localized carbon 
monoxide "hotspots"may be created by vehicles Idling or 
queuing at access points to parking facllltles. Station 
circulation may also Impede vehicle flow on adjacent arterial 
streets and thus Increase delays, Idling, and localized 
emissions. 

AIR QUAIJTY 

In addition to mitigation measure B.1, the following mitigation 
measures would partially mitigate direct Impacts associated 
with CMP CIP projects: 

C.1 MTA shall review project-level EIRs for CMP CIP 
projects. The review shall be Intended to ensure that as part 
of project-level planning and the environmental assessments 
of lndlvldual CMP CIP projects, the Lead Agency 
Incorporates appropriate mitigations In order to minimize the 
air quality Impacts of lndlvldual CMP CIP projects. As part of 
the review, the MTA may comment on the adequacy of the 
analysis and mitigations to ensure that the Lead Agency 
addresses, as appropriate, the following Issue areas In the 
EIR: 

• preparation In accordance with applicable guldellnes 
(SCAQMD, Caltrans, FHWA, EPA, etc.); 

• both constructlonand operation phase emissions and 
criteria pollutant concentratlons,and compare emissions 
and concentrations to established SCAQMD dally 
emissions thresholds,as well as to Callfomla Ambient 
Air Quality Standards (CAAQS); 

• conslstencywlth the Air Quality Management Plan; 

• demonstration that significant air quality Impacts have 
been mitigated In a manner conslstentwlth the 
provisions of applicable state and federal clean air 
leglslatlon. 

C.2 MTA shall seek Environmental Enhancement and 
Mitigation Demonstration Program Funds made available 
under Section 164.56(b)(1) of the Street and Highways Code 
for highway landscaping and urban forestry projects 
designed to offset vehicular emissions of carbon dioxide 
assoclatedwlth CIP projects. 
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Indirect Effect Should Implementation of the CMP result In 
Increased urban deconcentratlon, or concentration or 
expansion of development In outlying areas, which has not 
been anticipated In the regional plans, the CMP could have a 
negative effect on air quality by Increasing vehicle miles 
traveled. The potential for the CMP to reinforce urban 
deconcentratlon Is discussed In detail as part of the growth 
Inducing Impacts analysis contained In Chapter IV - Impact 
Overview, where It Is concluded that the potential of the CMP 
to foster urban deconcentratlon Is negligible. 

Indirect Effect CMP-related Improvements could potentially 
Increase the density of trips and traffic In center areas such as 
near transportation centers, rail transit stations, park-and-ride 
lots, etc. In these cases, the air quality effect of the CMP could 
create "hotspots"of pollutant concentratlons,partlculariy 
carbon monoxide. 

------- ----- - - - - -
.Qd MTA, where possible, through the congestion 
monitoring, highway and transit network modeling and land 
use analysis program elements of the CMP, shall detennlne 
the similarity between observed travel behavior with growth 
rates and geographic distribution assumptions of the AMP. 
The success of the program In working toward regional land 
use and moblllty goals wlll be assessed as part of future 
CMP updates, and appropriate changes to work toward 
regional goals will be proposed In consultation with local, 
reglonal, and state agencies. 

C.4 MTA shall encourage and participate In the evaluation 
and reconclllatlori of localized adverse Impacts with regional 
Improvements. Such evaluation Is Intended to broaden the 
understanding of •hotspots• of pollutant emissions, and the 
tradeoffs between hot spot creation and regional emission 
reductions. 
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Direct Impacts: Noise from the construction of CIP projects 
may be disruptive. Clrcumstanceswhere noise conditions may 
Increase and adverse Impacts may result Include the following: 

• Construction of new routes or freeway gap closures 
through sensitive resldentlal areas. 

• Widening of facllltles on the existing CMP highway network 
that would bring travel lanes and mobile noise sources 
closerto sensitive adjacent land use receptors. 

• Constructlonof elevated HOV lanes or elevated rail transit 
within or adjacent to facilities passing through residential 
areas or adjacent to sensitive land uses. 

Operational Improvements on the CMP network that would 
increase traffic speed and flow that may Incrementally Increase 
noise levels. 

Increase In the frequency of transit service (bus and/or rail) 
would Increase Community Noise Equivalent Levels (CNEL). 

New transit alignments or the construction of new elevated 
transit facilities would Increase ambient noise levels. 

New transit stations may cause an Increase In mobile and 
stationary levels for adjacent land uses. 

New park-and-ride locations may cause an Increase In mobile 
noise levels for adjacent land uses as a result of a significant 
Increase In vehicle trips to the area. Stationary noise levels 
may also Increase as a result of the construction of parking 
structureswlth ventilation systems or from parking areas where 
sounds such as engine run-ups, door slams, car alarms, etc. 
would ,be more common. 

NOISE 

Q:!. MTA shall review project-level EIRs for CMP CIP 
projects. The review shall be Intended to ensure that as part 
of project-level planning and the environmental assessments 
of Individual CMP CIP projects, the Lead Agency 
Incorporates appropriate mitigations In order tQ minimize the 

· noise Impacts of Individual CMP CIP projects. As part of the 
review, the MTA may comment on the adequacy of the 
analysis and mitigations to ensure that the Lead Agency 
addresses, as appropriate, the following Issue areas In the 

·EIR: 

• preparation In accordance with applicable local and 
state guldellnes (FHWA FHMP 773, State Office of 
Noise Control, local noise ordinance and general plan 
noise element, etc.) 

• demonstration that all significant noise Impacts have 
been mitigated In a manner conslstentwlth the provisos 
of appllcable local ordinances, as well as state and 
federal guldellnes. 
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Indirect Effects: Should Implementation of the CMP result In I Mitigation measure C.3 addresses Indirect noise Impacts. 
increased urban deconcentration, or concentration or 
expansion of development In outlying areas, which has not 
been anticipated In the regional plans, the CMP could have a 
negative effect on noise by Increasing traffic In areas with 
relatively low background noise levels. The potential for the 
CMP to reinforce urban deconcentratlon Is discussed In detail 
as part of the growth Inducing Impact analysis contained In 
Chapter IV - Impact Overview, where It Is concluded that the 
potential of the CMP to foster urban deconcentratlon Is 
negligible. Also a posslbllltyls that CMP-related Improvements 
could Increase the density of trips and traffic center areas, such 
as near transportation centers, rall transit stations, park-and-
ride lots, etc. In these cases, the noise effect of the CMP could 
concentrate an Increase In both mobile and stationary noise 
levels In the Immediate vicinity of these new facilities. 
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Direct Effects: Construction of CIP projects could result in the 
following geotechnical impacts: construction related erosion; 
increased risk of slope failures, mudslides, and rock falls; a 
limited potential for subsidence or soil-related impacts; and 
seismic risks . 

. ' 

- - - - - -

GEOLOGY 

~ MTA shall review project-level EIRs for CMP CIP 
projects. The review shall be Intended to ensure that as part 
of project-level planning and the environmental assessments 
of individual CMP CIP projects, the Lead Agency 
incorporates appropriate mitigations In order to minimize the 
geological impacts of Individual CMP CIP projects. As part 
of the review, the MTA may comment on the adequacy of 
the analysis and mitigations to ensure that the Lead Agency 
address, as appropriate, the following is~ue areas in the EIR: 

• preparation in accordance with applicable local and 
state guidelines (Caltrans, Division of Mines and 
Geology, local ordinances). 

• adequate geotechnical Investigations regarding grading, 
slope stability, seismic hazards, potential ground 
acceleration. 

• the appropriate level of coordination with the State 
Division of Mines and Geology and Identify specific 
mitigation measures to be implemented. 

• are designed In accordance with County and local code 
requirements for seismic ground shaking with special 
attention to the seismic design of bridges, elevated 
structuresand tunnels. 

• demonstrate that all significant geotechnlcal factors 
have been mitigated in manner conslstentwith the 
provisions of sound engineering practice and applicable 
local ordinances. 
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Indirect Effects: Should Implementation of the CMP result In 
Increased urban deconcentratlon, or concentration, or 
expansion of development In outlying areas, In closer proximity 
to active faults which has not been anticipated In the regional 
plans, the CMP could have a negative effect on seismic risk by 
Increasing vehicle miles traveled. The potential for the CMP to 
reinforce urban deconcentratlon Is discussed In detail as part of 
the growth Inducing Impacts analysis contained In Chapter IV • 
Impact Overview, where It Is concluded that the potential of the 
CMP to foster urban deconcentratlon Is negllglble. 

Also a possibility ls that CMP-related Improvements could 
Increase pressures for Increased population and employment 
density In areas adjacent to transit stations, transit lines, 
transportation centers, etc. A new concentration of population 
and/or employment, particularly In multi-story building could 
Increase human exposure to seismic event risks. 

Mitigation measure C.3 addresses Indirect geological 
Impacts. · 
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Direct Impact: CIP projects could affect beneficial uses through 
the destruction of habitat and changes In surface water quality. 
Implementation of the CMP could have a short-term adverse 
effect on nearby surface water bodies during construction of 
CIP-related projects. These effects would Include Increased 
sedimentation engineered by excavation and grading activities, 
as well as pollution from vehicular olls and grease. Long-term 
Impacts could result from Increased highway and transit 
assoclatedfacllltles operations and their associated pollution 
(such as vehicular oils and grease emissions). The level of 
pollution produces would be a function of the number and 
lengths of trips made on these new facilities. 

'. 

WAlER 

EJ. MTA shall review project-level EIRs for CMP CIP 
projects. The review shall be Intended to ensure that as part 
of project-level planning and the environmental assessments 
of Individual CMP CIP project, the Lead Agency Incorporates 
appropriate mitigations In order to minimize the water 
resource Impacts of Individual CMP CIP projects. As part of 
the review, the MTA may comment on the adequacy of the 
analysis and mitigations to ensure that the Lead Agency 
addresses, as appropriate, the followlnq Issue areas In the 
EIR: 

• For large-scale capital Improvement projects, such as 
freeway, HOV, rall and Interchange projects, 
appropriate ecologically-oriented maps are obtained 
and used during the planning process for CIP projects. 
Every effort Is made to avoid areas that are currently 
used or are anticipated to be used for ecologically 
beneficial purposes. Every effort Is made to minimize 
all disturbances In areas where constructlonls 
mandatory. All areas are restored to their original pre­
construction conditions, Including the reintroduction of 
all uncontaminated soll and the replacement of all 
native vegetation. In the coastal zone, coastal zone 
planning and management programs are utlllzed to 
reduce adverse Impacts to coastal water quality and 
preserve or Improve areas of special water quality 
significance, such as bays and estuaries. 

• For large scale CIP projects, such as freeway, HOV, rail 
and Interchange projects, a comprehensive site 
Investigation Is conducted by ecological and water 
quality specialists to provide Input Into the above 
planning and mitigation design process and to confirm 
expected on site conditions prior to the Initiation of 
demolltlon and constructlonactlvltles. 
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• Plannlng, construction.and operational activities are 
coordinated with appropriate ecological and water 
resourcesagencles and are conducted In accordance 
with the requirements of the Federal Water Pollution 
Control Act, the Water Quality Act, and the Clean Water 
Act, Including NPDES and Section 404 permit 
requirements. 

• Natural conditions are maintained or simulated 
wherever possible to minimize effects at stream 
cros~lngs. Single-span bridges are, used when 
feasible. 

• Erosion control measures and runoff management, such 
as drainage channels, detention basins, and vegetated 
buffers, are employed to prevent pollution of adjacent 
water resources by runoff from transportatlonfacllities. 
Wherever physlcallyfeaslble, detention basins are 
equipped with oll and grease traps which are cleaned 
regularly. Treatment and disposal of excavated 
materials Is well-planned. 

• Water conservation measures listed In the BMP are 
Incorporated Into the planning and design of CIP 
projects and their mitigations. 

• Use of permeable surfaces and channelization of flows 
to recharge areas are Incorporated Into project design, 
where possible, to promote water percolation and 
removal of metals. 

• All demolition, construction.and operational activities 
are conducted In accordance with all applicable 
regulatory requirements. 

Mitigation measure A.3 would reduce long-term water quality 
Impacts assoclatedwlth CIP project operation. 
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Indirect Effects: Should Implementation of the CMP result In 
Increased urban deconcentratlon or concentration or expansion 
of development In areas containing beneficial uses, significant 
Indirect Impacts could result. 

Deconcentratlon could also decrease the amount of open land 
that Is currently available for groundwater recharge, either 
through natural means or through use of reclaimed water. 
Efforts to foster reclamation projects to Increase local 
groundwater supplies could be slgnlflcantly curtailed because 
of the area requirements associated with the reuse of treated 
effluent. Lastly, the Interdependent effects of deconcentratlon 
would Increase the need for and restrictiveness of large scale 
water conservation programs. 

Mitigation measure C.3 would reduce the Indirect Impacts of 
the CMP beneficial uses and the water supply/demand 
balance. 
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Direct Impact: To the extent that the CMP Is successfulln 
maintaining LOS in the vicinity of SEAs, the CMPwould have a 
beneficial Impact as a result of reduced congestion and air 
pollution. If the CMP results in the diversion of traffic to 
corridors passing through SEAs, or from already-congested 
corridors to corridors which are currently relatively free-flowing, 
leading to Increased levels of congestion, traffic, and air 
pollution In proximity to SEAs, the CMP may have an adverse 
effect on blologlcal resources. Some CMP CIP projects may 
be routed through SEAs. Any capltal Improvement projects 
located In or near SEAs pose the potential for significant 
biological Impacts. 

BIOLOGICAL.RESOURCES 

fil MTA shall review project-level EIRs for CMP CIP 
projects. The review shall be Intended to ensure that as part 
of project-level planning and the environmental assessments 
of lndlvldual CMP CIP projects, the Lead Agency 
Incorporates appropriate mitigations In order to minimize the 
blologlcal resource Impacts of Individual CMP CIP projects. 
As part of the review, the MTA may comment on the 
adequacy of the analysis and mitigations to ensure that the 
Lead Agency addresses, as appropriate, the following Issue 
areas In the EIR: 

• Prior to any new construction on existing or proposed 
highways within the boundaries of an SEA, the need for 
constructlonls reviewed and substantlatedand 
alternative alignments or appropriate mitigation 
measures are Investigated and Implemented as feasible. 
If no feasible alternative or mitigation Is found, the 
project Is performed In the most environmentally 
sensitive manner possible. 

• Site-specific studies are required for each CMP CIP 
located In the vicinity of an SEA, or In any area 
Identified as potentially significant by the local 
Jurisdiction, to determine whether significant plant or 
anlmal life Is present In a proposed alignment and the 
level of Impact on those resources. In consultatlonwlth 
the California Department of Fish and Game and the 
U.S. Fish and Wildlife Service and the local Jurisdiction 
In which the project Is located, detailed biological 
surveys are conducted prior to the adoption of roadway 
alignments which have the potential to adversely affect 
significant blologlcal resources. 

• Appropriate consultatlonwlth the California Department 
of Fish and Game occurs to determine If special status 
species not Identified under the SEA program occur In 
the project vicinity. 
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Indirect Impact: Should Implementation of the CMP result In 
Increased urban deconcentratlon, or concentration or 
expansion of development In outlying areas, particularly areas 
containing significant ecological resources, which has not been 
anticipated In the regional plans, the CMP could have a. 
negative effect on blologlcal resources. The potential for the 
CMPto reinforce urban deconcentrationls discussed In detall 
as part of the growth Inducing Impact analysis contained In 
Chapter IV• Impact Overview, where It Is concluded that the 
potential of the CMP to foster urban deconcentratlon Is 
negligible. 

• Vegetation removal occurs only where absolutely 
necessaryfor grading; revegetatlon with appropriate 
native plants Is to be Implemented as feasible. 

• Capital Improvement projects which take place In 
recognized wetlands comply with local, state, and 
federal regulations governing the protection of these 
areas. 

• Capita! Improvement projects within the coastal zone 
comply with coastal zone planning and local 
government management programs which prevent or 
reduce Impacts on blologlcal resources within the 
coastal zone. 

g& MTA shall seek Environmental Enhancement and 
Mitigation Demonstration Program Funds made 
available under Section 164.56(b)(2) of the Streets and 
Highways Code for acquisition or enhancement of 
resource lands to mitigate the loss of, or the detriment 
to, resource lands lylng within the right-of-way· acquired 
for proposed transportation Improvements. 

Mitigation measure C.3 would reduce the Indirect Impacts of 
the CMP on blologlcal resources. 

15 

- - - - - - - - - -·- --

MTA 

-

J@ M®~~~6,i 
1

ii!EB~~••••••••••••••••••••••·• 

(A)MTA 
(B) Blennlal report 
(C) No 

- - - -



- - - - - - -

I 

G) 
....L 

....... 
I 

Direct Impacts: While prehistoric sites or artifacts could be 
discovered In the urbanized areas of Los Angeles County, It Is 
likPly that any archaeological sites on the surface would have 
been destroyed during past urbanization. Generally In the 
urbanized or urbanizing areas, archaeological and 
paleontologlcal resources are uncovered during the 
construction phase of a project. 

The National Register entries, National Landmarks, State 
Landmarks, local designations, and Los Angeles Historic­
Cultural Monuments are located along or near many of the 
streets and highways of the CMP Roadway System. Inclusion 
of a roadway or highway segment on the CMP network could 
ultimately lead to Improvement projects on or near that 
segment, should service deteriorate below CMP LOS 
standards. This could potentially lead to Impacts on historic 
structures as part of CIP projects . 

. . 

- - - - - - -

CULl\JRAL RESOURCES 

fil MTA shall review project-level EIRs for CMP CIP 
projects. The review shall be Intended to ensure that as part 
of project-level planning and the environmental assessments 
of Individual CMP CIP projects, the Lead Agency 
Incorporates appropriate mitigations In order to minimize the 
cultural resource Impacts of Individual CMP CIP projects. As 
part of the review, the MTA may comment on the adequacy 
of the analysis and mitigations to ensure that the Lead 
Agency addresses, as appropriate, the f9llowlng Issue areas 
Into the EIR: 

• The project sponsor contacts either the archaeological 
resource Information depository at UCLA or Cal State 
Northridge to determine the status of each site or 
corridor proposed for development If It Is determined 
during project-specific environmental review that the 
site or corridor Is likely to contain archaeological 
resources. 

• A professlonalarchaeologlstls retained to aid In the 
assessment of those sites or corridors considered to 
have a moderate to high likelihood of containing 
archaeologlcal resources, and to recommend a course 
of action for preservation of significant resources. 

• During construction.at sites judged to have a moderate 
to high likelihood of containing paleontologlcal 
resources, a qualified paleontologlstapproved by the 
Callfomla Archaeological Inventory Regional Information 
Center Is on call to remove fossil remains found during 
construction. If fossil remains are discovered during 
constructlon,all activity at the fossil site shall be 
stopped until the paleontologist has removed the 
remains. 
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I Indirect Impact: Should Implementation of the CMP result In 
Increased urban deconcentratlon, or concentration or 
expansion of development In outlylng areas or the mountain or 
desert portions of the County, which has not been anticipated 
in the regional plans, the archaeological resources In these 
areas. 

• For those sites or corridors for which envlronmental 
review or subsequent analysis Indicates a less than 
mqderate llkellhood of containing archaeological 
resources, the following measures are taken: If any 
archaeological materials are encountered during the 
course of the project development, the project shall be 
halted. The services of an archaeologlstshall be 
secured by contacting the Center for Public 
Archaeology at Cal State University, Northridge, or a 
member of the Society of ProfesslonalArchaeologlsts 
(SOPA), or a SOPA-quallfled architeologlstto assess 
the resources and evaluate the Impact. Coples of the 
archaeological survey, study, or report are submitted to 
the UCLA Archaeological Information Center. 

• The environmental assessmentadequately evaluates 
the potential for significant Impacts to nearby historic 
resources, Including locally designated resources, and 
Includes appropriate mitigations. 

Mitigation measure C.3 would reduce the Indirect Impacts of 
the CMP on historic resources. 
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Direct Impacts: The construction of Individual CIP projects may 
temporarily slow police and fire department responses and 
disrupt access. 

Some CIP projects may require additional right-of-way 
adjacent to existing parks and recreational facilities, reducing 
the already limited parkland In the County. Increased traffic 
volumes and/or speed In proximity to parks and recreational 
facllltles could result In Increased noise Impacts, Inhibited 
access to facilities, and an Increased number of automobile­
related accidents. Site-specific studies required for each 
capital Improvement project of the CMP with a potential for 
adversely affecting parks and recreational facilities will 
determine the level of Impact on thosefacllitles. 

Indirect Impact: Local governments' compliance with the CMP 
could result In the diversion of local government personnel and 
revenues. 

PUBLIC SERVICES 

!:1 MTA shall review project-level EIRs for CMP CIP 
projects. The review shall be Intended to ensure that, as 
part of project-level planning and the environmental 
assessmentsof Individual CMP CIP projects, the lead 
Agency Incorporates appropriate mitigations In order to 
minimize the public service Impacts of Individual CMP CIP 
projects. As part of the review, MTA may comment on the 
adequacy of the analysis and mitigations to ensure that the 
Lead Agency addresses, as approprlat~. the following Issue 
areas In the EIR: 

• Prior to the construction of Individual CMP capital 
Improvement projects, the Lead Agency consults with 
affected police and fire departments to ensure these 
agencies adequate access to the affected portions of 
the CMP roadway network. 

• An assessmentof the potential Impacts to parks and 
recreational facilities Is Included In the environmental 
assessment of any CMP transportatlonfacllltles to be 
located In proximity to parks and recreational facilities, 
which Includes an assessmentof traffic, noise, and 
access Impacts. 

• An assessmentof the potential Impacts to schools ls 
Included In the environmental assessmentof any CMP 
CIP to be located In close proximity to a school, which 
Includes an assessment of traffic, noise, and access 
Impacts. 

• MTA shall seek Environmental Enhancement and 
Mitigation Demonstration Program Funds made 
available under Section 164.56(b)(2) of the Streets and 
Highways Code for acquisition or enhancement of 
resource lands to mitigate the loss of, or the detriment 
to, resource lands lying within the right-of-way acquired 
for proposed transportation Improvements. 

1,1 MTA shall work with local Jurisdictions to Investigate a 
county-wide process to deal with future year CMP 
Implementation. 
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1! MTA shall continue to work with public and private 
Interests regarding CMP requirements to minimize adverse 
public/private cost Impacts assoclatedwlth the CMP. 
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LIST OF ACRONYMS 

l<Jr Quality Management Plan 
l<Jr Resources Board 
Best Mitigation Measures 
Urban Water Conservation Best Management Practices 
California State University at Northridge 

Central Arizona Project 
California l<Jr Resources Board 
California Oean l<Jr kt. 
California Environmental Quality kt. 
California Highway Patrol 
Capital Improvement Program 
Congestion Management Agency 
Congestion Mitigation and l<Jr Quality 
Congestion Management Program 
carbon monoxide 
California Regional Water Control Boards 
Department of Water and Power 
Environmental Impact Review 
Environmental Protection Agency 
Flexible Congestion Relief 
Growth Management Plan 
High Occupancy Vehicle 
lntergovemmental Review Program 
Level of Service 
Metropolitan Transportation Authority (formerly Los Angeles County Transportation Commission) 
"Nitric Oxide" 
Notice of Preparation 
"N"ttrogen Dioxide" 
Policy Advisory Committee 
Small Particulate Matter 
Person Miles of Travel 
parts per million 
Regional Mobility Plan 
React"tve Organic Gases 
Regional Transportation Improvement Program 
South Coast IJr Basin 
Southern California Association of Governments 
South Coast IJr Quality Management District 
Southern California Rapid Transit District 
Significant Ecological Area 

SCAQMD Standard Mitigation Measures 
Society of Professional Archaeologists 
"Sulfur Dioxide" 
Short Range Transit Plan 
State Transportation Improvement Program 
State Water Project 
State Water Resources Control Board 
Transportation Control Measure 
Transportation Demand Management 
Transportation Impact Analysis 
Total Organic Gases 
Traffic System Management 
Total Suspended Particulates 
University of California at Los Angeles 
Vehicle Hours Traveled 
Vehicle Miles Traveled 
Vehicle Trips 
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FINDINGS, FACTS IN SUPPORT OF FINDINGS AND 
STATEMENT OF OVERRIDING CONSIDERATIONS 

REGARDING THE ENVIRONMENTAL IMPACT REPORT 
FOR THE 1993 LOS ANGEl.ES COUNTY 

CONGESTION MANAGEMENT PROGRAM UPDATE 
(STATE CLEARINGHOUSE NO. 93051061; 

SCAG CLEARINGHOUSE NO. 19300263) 

1.0 INTRODUCTION 

1.1 State Law. The State Guidelines ("Guidelines") promulgated pursuant to the 
California Environmental Quality Act ("CEQA") provide: 

No public agency shall approve or carry out a project for which an EIR has been 
completed which identifies one or more significant environmental effects of the project 
unless the public agency makes one or more written findings for each of those significant 
effects, accompanied by a brief-explanation of the rationale for each finding. The 
possible findings are: 

a:. Changes or alterations have been required in, or incorporated into, 
the project which avoid or substantially lessen the significant environmental effect as 
identified in the Final EIR (hereinafter referred to as "finding (1)"). . · 

b. Such changes or alterations are within the responsibility and · 
jurisdiction of another public agency and not the agency making the finding. Such 
changes have been adopted by such other agency or can and should be adopted by such 
other agency (hereinafter referred to as "finding (2)"). 

c. Specific economic, social, or other considerations make infeasible 
the mitigation measures or project alternatives identified in the Final BIR (hereinafter 
referred to as "finding (3)"). 

1.2 Findings. An Environmental Impact Report ("EIR") pursuant to CEQA has been 
prepared by the Los Angeles County Metropolitan Transportation Authority 
(" Authority"). The EIR for the Los Angeles County Congestion Management Program 
("CMP'' or ''Project") identifies significant effects on the environment which may occur as 
a result of the Project. Section 2.0 of this attachment identifies the significant 
environmental effects of the Project which cannot feasibly be mitigated to a level of 
insignificance. Section 3.0 sets forth potential environmental effects of the Project which 
are not significant because of the design of the Project or which can feasibly be mitigated 
to a level of insignificance. Section 4.0 summarizes the alternatives discussed in the EIR 
and makes findings with respect to the feasibility of alternatives and whether. the 
alternatives would lessen the significant environmental effects of the Project.· Section 5.0 
sets forth a Statement of Overriding Considerations with respect to the Project. 
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The BIR and the administrative record concerning the CMP provide additional 
facts in support of the findings herein. The mitigation measures set forth in the 
Mitigation Monitoring Program (Attachment 2) are incorporated by reference in these 
findings, and the findings in sections 2.0 and 3.0 refer to individual mitigation measures 
as appropriate. 

13 Scope of the Project for Environmental Review. The BIR for the 1993 
CMP Update is a "program BIR" describing the effects of the CMP at the general 
county-wide level. Specific projects to be developed under the CMP program cannot be 
identified or evaluated with specificity at this time. As a result, the BIR identifies areas 
of environmental sensitivity which, where necessary, can be evaluated in greater detail in 
project-specific EIRs. The BIR for the 1993 CMP Update is a "subsequent" BIR 
evaluating changes to the Congestion Management Program adopted in 1992. 

Further, the 1993 CMP BIR is a "tiered" BIR which builds on environmental 
analysis of earlier tiers in the environmental review process. Tiering is a procedure 
where broad EIRs are followed by the preparation of more specific EIRs which 
incorporate by reference the general discussions of the prior EIRs and concentrate on 
the issues specific to the stage of the overall program under review. Tiering is intended 
to increase efficiency in the CEQA process by allowing. agencies to deal with broad 
environmental issues in EIRs at planning stages and then to provide more detailed 
examination of specific environmental effects in EIRs on later projects that are 
consistent with, or implement, the plans. As contemplated by CEQA, in a tiered 
environmental review, an BIR at a later tier need not examine those effects which were 
evaluated and mitigated or avoided as part of the prior EIRs. The use of tiering to focus 
on only those issues identified as requiring further consideration allows an individual 
BIR to fit into the process of long-term comprehensive planning, and encourages 
consistency between regional planning and specific project development. The BIR for 
the 1993 CMP Update is tiered from the BIR for the 1992 CMP and from the BIR for 
the 1989 Regional Mobility Plan ("RMP"). The CMP is required by law to be consistent 
with the RMP prepared by the Southern California Association of Governments 
("SCAG"). 

The Authority has evaluated whether the project has the potential to create 
significant effects which were not examined in the BIR for the 1992 CMP or in the BIR 
for the RMP. Based on the initial study and the BIR for the Project, the Board finds 
that, with the exception of the Deficiency Plan addition to the CMP, the changes in the 
CMP due to the 1993 Update do not alter the environmental analysis or conclusions of 
the BIR for the 1992 CMP. As a result, with respect to project impacts addressed in the 
1992 CMP BIR, the Board finds that the mitigation measures adopted in 1992 (1992 
CMP FEIR certified November 18, 1992), which remain in force and are not.superseded 
by these findings, adequately address those impacts. The following sections make 
findings with regard to potential impacts related to the Deficiency Plan portion of the 
CMP Update. 
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2.0 FINDINGS REGARDING POIBNTIAL ENVIRONMENTAL EFFECTS THAT 
CANNOT BE MffiGAIBD BELOW A LEVEL OF SIGNIFICANCE. 

The following sets forth all significant effects of the 1993 CMP update, and with 
respect to each effect, makes one or more of the findings set forth in the Introduction 
above, states facts in support of such findings, and, as appropriate, refers to the 
Statement of Overriding Considerations which is attached hereto. 

2.1 Air Quality. 

2.1.1 Significant Effect. There is the potential for localized adverse air quality effects 
including effects from facility construction, realignment of facilities near sensitive land 
uses, and the creation of "hot spots" near transit centers/stations and/or park-and-ride 
lots. . 

Findings. The Board hereby makes findings (1), (2) and (3). 

Facts in Support of Findings. The following facts or mitigation measures indicate that 
although the identified potential environmental effects have been reduced or avoided to 
the extent feasible, they cannot feasibly be mitigated below a level of significance. The 
remaining unavoidable effect is acceptable when balanced against the facts set forth in 
the Statement of Overriding Considerations. 

(1) Mitigation Measure 33.1 requires the development of the 
Deficiency Plan tool box in consultation with the Southern California Association 
of Governments and the South Coast Air Quality Management District in order to 
assure that air quality goals are addressed. Mitigation Measure 3.3.1 is hereby 
incorporated by reference. 

(2) Further, Mitigation Measures C.1 and C.4 adopted in conjunction 
with the 1992 CMP will reduce the potential for direct air quality impacts 
resulting from the selection of capacity enhancement tool box measures. 

(3) Since the Deficiency Plan component of the CMP provides a "tool 
box" structure, allowing jurisdictions within Los Angeles County to select measures 
most suited to conditions in each jurisdiction, it is not possible to predict the 
precise programs or projects which will be developed under the Deficiency Plan. 
As a result, it is infeasible to adopt additional mitigation measures which address 
project specific impacts related to facilities which will be developed in the future 
consistent with the CMP. 

( 4) Potential hot spot impacts will be minimized to the extent that 
individual jurisdictions pursue Deficiency Plan measures which avoid potential hot 
spot creation. · 

(5) It is infeasible to completely avoid the significant effect due to the 
economic, social and other considerations described in section 5.0 State of 
Overriding Considerations, incorporated by reference herein. 
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3.0 POTENTIAL ENVIRONMENTAL EFFECTS WHICH ARE NOT 
SIGNIFICANT OR WHICH CAN BE MffiGATED BELOW A LEVEL OF 
SIGNIFICANCE. 

The Board has determined that the following potential environmental effects will 
not be significant for the reasons stated below. 

3.1 Transportation. 

3.1.1 Potential Effect. The project could involve inconsistency with regional 
transportation planning. 

Findings. The Board hereby makes findings (1) and (2). 

Facts in Support of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) California law mandating the CMP requires that the CMP be 
developed consistent with the regional plan and that the CMP be incorporated 
into the regional plan. Consistency with the. regional transportation plan was 
evaluated in the EIR for the 1992 CMP, which concluded that there were no 
significant consistency related impacts. In February 1992 and again in November 
1992, SCAG's Executive Committee approved an interim consistency and 
compatibility finding for the 1992 CMP. In April 1993, based on a 
recommendation from SCAG's 1246 Committee to the Executive Committee, the 
interim finding was accepted as a final finding of consistency and compatibility. 

(2) As discussed in section 1.3, the provisions of the 1993 CMP Update, 
with the exception of the Deficiency ·Plan, do not significantly alter the effects of 
the project evaluated in the 1992 CMP EIR. 

(3) The Deficiency Plan is also designed to work toward 
implementation of projects and policies which are consistent with regional 
transportation plan goals. 

( 4) All modeling analysis which was conducted for purposes of 
determining the congestion gap and the number of debit points to be mitigated 
through the CMP Deficiency Plan was based on the MT A county~wide model 
which was originally obtained from SCAG. The modeling included 
socio-economic data, highway networks and transit networks consistent with the 
SCAG regional model. Modeling methodology such as trip generation, . 
assignment and mode choice criteria are also consistent with SCAG modeling 
methodology. 
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(5) The modeling analysis associated with capacity enhancing measures 
under the Deficiency Plan indicates that vehicle miles traveled ("VMT') could 
increase slightly if jurisdictions within the County choose only the capacity related 
tool box measures. 

(6) The Deficiency Plan will result in the implementation of capacity 
improvements which are generally in conformance with RMP projects. As a 
result, the Deficiency Plan is not expected to significantly alter the RMP's analysis 
of transportation demand. 

(7) Since the goal of the CMP is to maintain, rather than improve, 
mobility, it is possible that even if only capacity enhancing measures are chosen by 
jurisdictions in the County, no net increase in vehicle miles traveled or vehicle 
hours traveled will occur. 

(8) The Deficiency- Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. Each local jurisdiction will be 
able to select among the· "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As-a result, it is not possible to 
predict the precise programs or projects which will be developed under the 
Deficiency Plan. Such a prediction would be too speculative to support detailed 
environmental analysis. Therefore it is infeasible -to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under. the CMP Deficiency Plan. 
Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the· 
aggregate distribution of the several types of measures available in the "tool box." 
However, the EIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a ''worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual .program effects will be in the 
middle portion of the range indicated by the EIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 

3.1.2 Potential Effect. The CMP Deficiency Plan could affect the performance of the 
regional transportation system. 

Findings. The Board hereby makes findings (1) and (2). 

Facts in Support of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 
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(1) The county-wide model analysis indicates that the trip reduction 
emphasis package would result in measurable improvements in the CMP system 
as well as non-CMP facilities. Improvements generally occur across the board and 
affect most measures of transportation system effectiveness including the overall 
amount of vehicle travel, the level of vehicle delay and speeds. 

(2) The capacity emphasis package results in increases in VMT and 
VHT but an overall decrease in delay. 

(3) The proposed program would result in between 202 million and 205 
million vehicle miles of travel, 7.1 million and 7.3 million vehicle hours of travel 
and 2.45 million and 2.46 million hours of delay on the regional transportation 
system compared to 202 million VMf, 7.3 million VHT and 2.52 million hours of 
delay under year 2010 baseline conditions. Actual program effects are anticipated 
to be in the middle portion of the range indicated due to the selection of a mix of 
demand reducing and capacity increasing strategies on a county-wide basis. 

( 4) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. -Each local jurisdiction will be · 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed under the 
Deficiency Plan. Such a prediction would be too speculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under the CMP Deficiency Plan. 
Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the EIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a "worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be in the 
middle portion of the range indicated by the EIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 

3.2 Air Quality. 

3.2.1 Potential Effect. The project could lead to regional air quality emissions which 
contribute to violations of federal and state air quality standards. 

Findings. The Board hereby makes findings (1) and (2). 
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Facts in Suru,ort of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) The results of the county-wide traffic model indicate that the 
proposed program would result in county-wide emissions less than the 2010 
baseline of the Air Quality Management Plan. 

(2) The trip reduction emphasis scenario results in an approximate 2.5% 
reduction in air pollutants. In contrast, the increased capacity scenario would 
result in pollutant levels similar to or approximately 0.1% greater than the AQMP 
baseline emissions. Based on these results and given the range of mitigation 
choices the project would provide air quality benefits as compared to baseline 
conditions. 

(3) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. · Each local jurisdiction will be 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed under the 
Deficiency Plan. Such a prediction would be too speculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under the CMP Deficiency Plan. 
Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the BIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a ''worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be in the 
middle portion of the range indicated by the BIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 

· county-wide basis. 

3.3 Energy. 

3.3.1 Potential Effect. The project could result in fuel consumption increases. 

Findings. The Board hereby makes findings (1) and (2). 

Facts in Su1mort of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 
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(1) Fuel consumption under the program would be between 7.6 million 
gallons (under the trip reduction emphasis scenario) and 7.8 million gallons 
{under the enhanced capacity scenario) compared to 7.7 million gallons without 
the proposed program. There will not be a significant effect, as actual program 
effects are anticipated to be in the middle portion of the range, showing little, if 
any, change from the no project condition. 

(2) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. Each local jurisdiction will be 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed ·under the 
Deficiency Plan. Such a prediction would be too speculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under the CMP Deficiency Plan. 
Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the BIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a "worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be in the 
middle portion of the range indicated by the BIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 

3.3.2 Potential Effect. The project could increase energy consumption related to 
alternate traffic modes. 

Findings. The Board hereby makes findings {l) and (2). 

Facts in Support of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) As local jurisdictions place more emphasis on IDM-intensive 
measures, energy consumption related to electric power generation for rail transit 
and commuter rail as well as for electric buses and cars will increase. 
Additionally, an emphasis on mass transit may also increase diesel fueJ . 
consumption by existing bus fleets serving the county. However, such -a shift 
toward high occupancy vehicle modes would increase energy efficiency overall by 
decreasing energy consumption per person trip. 
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(2) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. Each local jurisdiction will be 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed under the 
Deficiency Plan. Such a prediction would be too speculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under the CMP Deficiency Plan. 
Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the EIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a ''worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be in the 
middle portion of the range indicated by the EIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 

33.3 Potential Effect. The project could result in increases in fuel consumption in and 
around transit stations or park-and-ride lots due to increased traffic delays and reduced 
traffic speeds at these centers. 

Findings. The Board hereby makes findings (1) and (2). 

Facts in Sup_port of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) The increase in fuel consumption at transit stations or park-and-ride 
lots is not anticipated to have a material effect on the overall beneficial aspects of 
project with respect to energy consumption. The amount of vehicle miles traveled 
near such centers would be less than 1 % of the total vehicle miles of travel and 
would not increase. estimated fuel consumption above predicted levels. 

(2) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. Each local jurisdiction will be 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed under the 
Deficiency Plan. Such a prediction would be too :,peculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under the CMP Deficiency Plan. 

-19-



1993 CMP EIR Findings 
Page 10 

Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the EIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a "worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be in the 
middle portion of the range indicated by the EIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 

3.3.4 Potential Effect. The project could result in short term increases of energy 
consumption due to construction of capital projects. 

Findings. The Board hereby makes findings (1) and (2). 

Facts in Support of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) Energy consumption related to capital construction projects is not 
anticipated to result in a need for new energy sources or significantly exceed 
current and projected usage. 

(2) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. Each local jurisdiction will be 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed under the 
Deficiency Plan. Such a prediction would be too speculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under the CMP Deficiency Plan. 
Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the BIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a "worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be.in the 
middle portion of the range indicated by the BIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 
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3.4 Land Use. 

3.4.1 Potential Effect. The CMP could systematically result in land use patterns 
substantially different than those anticipated in the Regional Growth Management Plan, 
or systematically alter land use development patterns. 

Findings. The Board hereby makes findings (1) and (2). 

Facts in Support of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) The potential effect on land use patterns will be influenced by the 
manner in which local jurisdictions fund development of Tool Box measures. In 
order to evaluate this potential environmental effect, the EIR considers four 
possible funding scenarios and analyzes the effect of each scenario on _land use . 
patterns. 

(2) The "local revenue scenario" calls for local jurisdictions payment for 
mitigation measures through various local funding sources. No land use effects 
would result from this approach, as using general funding sources would _neither 
encourage or discourage modification of currently projected land use patterns. 

(3) The "impose direct transportation costs scenario" would focus local 
jurisdiction mitigation measures on forms of mitigation which could be funded by 
imposing direct costs on users, such as parking fees. A cost or fee imposed by a 
local jurisdiction on a particular transportation mode choice or incentive programs 
for transit use, may affect travel behavior but is unlikely to affect land use 
patterns. 

(4) The "development charges or fees scenario" provides for the 
imposition by local jurisdictions of exactions on new development. Although the 
imposition of exactions in the form of development fees does run the risk of 
discouraging development, this possibility is unlikely to produce significant land 
use effects. As a practical matter, jurisdictions likely to impose exactions would 
be those facing significant development pressure, indicative of strong market 
support. Under strong market conditions costs will be passed on to tenants and 
consumers in the form of higher leases or product prices and would not 
substantially affect land use development patterns. Under weak market 
conditions the inability to pass through exaction costs could exert some pressure 
on development to move out of the jurisdiction. The CMP, however, js ~elf 
regulating in this regard, as jurisdictions facing low development demand .would 
also have low CMP mitigation responsibilities. As a result, even under this 
scenario, effects on land use patterns would not be signifi~t. Further, while 
development may be encouraged, in the aggregate, to locate in jurisdictions which 
do not impose exactions, the structure of the CMP is also self regulating in this 
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regard. If development is drawn to particular jurisdictions, those jurisdictions will 
be required to mitigate the congestion impacts of the new development and will 
therefore need to obtain mitigation funding or act to slow the new development 
pressure. 

(5) The fourth funding scenario addresses local jurisdictions which may 
elect to provide mitigation by creating "development incentives in the vicinity of 
transit stations or transportation terminals." The creation of land use 
development incentives would induce redistribution of development within a 
jurisdiction, but would be unlikely to capture growth from other jurisdictions. 
This localized redistribution of development would result in greater densification 
in transit corridors or transit station areas. This type of change is consistent with 
the objectives of the Growth Management Plan and would not have a significant 
effect on market based regional land use patterns. 

(6) In general,-while CMP related mitigation measures may have 
localized effects on land use patterns, they are not expected to significantly alter 
current market trends. The CMP related mitigations are unlikely to provide 
sufficient incentive for growth to shift away from the patterns predicted by the 
Growth Management Plan. Regional growth patterns are governed by 
over-arching market based and geographic trends, which are unlikely to be 
affected by the relatively small incentives or disincentives associated with CMP 
deficiency planning. 

(7) Neither the IDM intensive nor the capital intensive deficiency plan 
scenarios will generate a cumulative effect on regional land use patterns. TDM 
intensive measures focus on travel behavior and do not directly effect land use. 
Capital improvements likely to be considered under the CMP are not 
geographically concentrated and are unlikely to extend the County transportation 
system into less developed areas where they would have a significant effect on 
development patterns. 

(8) Mitigation Measure 3.5.1 requires the Authority to evaluate growth 
patterns and determine whether CMP Tool Box choices have a significant 
correlation to changes in land use patterns over a five year period. Mitigation 
Measure 3.5.1 is hereby incorporated by reference. 

(9) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. Each local jurisdiction will be 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed und~r the 
Deficiency Plan. Such a prediction would be too ~peculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under the CMP Deficiency Plan. 
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3.5 

Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the EIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a "worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be in the 
middle portion of the range indicated by the EIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 

Public Services. 

3.5.1 Potential Effect. The·project may have an impact on governmental services if the 
benefits of compliance with the-administrative implementation requirements of the CMP 
do not outweigh the staff resource costs. 

Findings. The Board hereby makes findings (1) and (2). 

Facts in Suimort of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) The 1992 CMP EIR acknowledged the potential for the CMP to 
result in a diversion of local government personnel and revenues. As mitigation, 
the 1992 CMP EIR included measures calling for development of a county-wide 
process for deficiency plan implementation and continued efforts to minimize 
adverse cost impacts associated with the CMP. The Project's county-wide 
approach to deficiency mitigation is consistent with the mitigation measures 
adopted in conjunction with the 1992 CMP. 

(2) Although the 1993 CMP will impose additional administrative 
requirements on local jurisdictions, administrative costs are more than offset by 
the return on administrative time invested. This return takes the form of both 
access to formula allocation funds requiring CMP compliance, and the potential 
administrative efficiencies created by the 1993 CMP. Administrative efficiencies 
are greatest for local jurisdictions taking a demand reduction approach to 
deficiency mitigation, due to the ability to coordinate with Transportation Control 
Measure reporting under the Air Quality Management Plan. However, 
efficiencies are also created through capacity enhancing approaches to. deficiency 
mitigation. Thus the fiscal and administrative efficiency benefits of co·mpliance 
outweigh administrative implementation costs. The project would result in the 
use of additional staff resources, however, the impact is not significant since the 
benefits of compliance outweigh the costs. 
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(3) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. Each local jurisdiction will be 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed under the 
Deficiency Plan. Such a prediction would be too speculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under the CMP Deficiency Plan. 
Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the EIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a "worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be in the 
middle portion of the range indicated by the BIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 

35.2 Potential Effect. Compliance with the CMP could result in substantial diversion 
of city fiscal resources away from the provision of other public services. 

Findings. The Board hereby makes findings (1) and (2). 

Facts in Support of Findings. The. following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) The 1992 CMP BIR acknowledged the potential for the CMP to 
result in a diversion of local government personnel and revenues. As mitigation 
the 1992 CMP BIR included measures calling for development of a county-wide 
process for deficiency plan implementation and continued efforts to minimize 
adverse cost impacts associated with the CMP. The county-wide approach to 
deficiency mitigation is consistent with the mitigation measures adopted in 
conjunction with the 1992 CMP. 

(2) The degree to which compliance with deficiency plan requirements 
will result in fiscal impacts to local jurisdictions will depend on the ease of 
offsetting the mitigation debits from development with mitigation credits. The 
Tool Box alternatives for mitigation credits provide local jurisdictions with 
substantial flexibility regarding the choice of deficiency mitigation strategies. 
Since local jurisdictions have a variety of funding approaches available for 
deficiency mitigation and the Tool Box deficiency plan approach provides a 
number of mitigation options, it is anticipated that local jurisdictions will be able 
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3.6 

to meet their deficiency mitigation obligations without a significant diversion of 
funds from other public service areas. 

(3) While it is difficult to predict how a particular community may 
respond with regard to the type of mitigation strategy that may be implemented, it 
is reasonable to expect that local jurisdictions will choose an approach which is 
consistent with the jurisdictions' current policies and which results in the least 
amount of disruption to the community. 

( 4) Mitigation Measure 3.6.1 requires MT A to continue to work with 
local jurisdictions to reduce the administrative burdens of carrying out the CMP. 
Mitigation Measure 3.6.1 is hereby incorporated by reference. 

(5) Mitigation Measure 3.6.2 requires MTA to allow local jurisdictions 
to carry over from year to year surplus credit points accumulated. Mitigation 
Measure 3.6.2 is hereby incorporated by reference. 

(6) Mitigation Measure 3.6.3 requires MTA to investigate adding 
additional mitigation measures to the Tool Box. Mitigation Measure 3.6.3 is 
hereby incorporated by reference. 

(7) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. Each local jurisdiction will be 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed under the 
Deficiency Plan. Such a prediction would be too speculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed by local jurisdictions under the CMP Deficiency Plan. 
Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the EIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a ''worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be in the 
middle portion of the range indicated by the EIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 

Growth Inducing Impacts. 

3.6.1 Potential Effect. The project could effect regional growth or result in significant 
redistribution of population and employment within the region. 
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Findings. The Board hereby makes findings (1) and (2). 

Facts in Support of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) As described in section 1.3, the growth inducing impacts of the 1993 
CMP update would be essentially the same as those potential effects analyzed in 
the BIR for the 1992 CMP. 

(2) While it is possible that the imposition of development exactions 
would increase the potential for development to shift to areas where there would 
be no exactions or other added development costs, it is not likely to be the case 
under the Deficiency Plan approach. The potential for a jurisdiction to capture 
development away from another jurisdiction is limited, since the program affects 
all jurisdictions in the County and because the design of the "tool box" measures 
and mitigation funding approaches make it unlikely that one jurisdiction will 
amass a substantial number of surplus mitigation credits which can be used to 
capture new growth. 

(3) It is also unlikely that Deficiency Plan capital improvements would 
be concentrated in undeveloped portions of the County in a manner inducing 
growth. The type of capital improvements that are likely to be considered will in 
most cases be gap closure or retrofit projects on existing facilities that would not 
extend the County transportation system into undeveloped areas. 

(4) The imposition of trip reduction measures under the deficiency plan 
is unlikely to result in a redistribution of growth within the County attributable to 
the Project. The trip reduction goal of the 1993 CMP update is less than the trip 
reduction goal under the Air Quality Management Plan (which incorporates the 
Growth Management Plan). 

(5) The Project is unlikely to result in a redistribution of growth 
between Los Angeles County and other counties in the region which would be 
substantially different than the regional policy forecast. Each of the counties in 
the region is charged with helping to work toward implementation of the Regional 
Mobility Plan and Growth Management Plan. Additionally, each county is subject 
to the CMP legislation and must also require deficiency planning by local 
jurisdictions. Further, other counties are also subject to the trip reduction goals 
of the Air Quality Management Plan. As a result, there will be little incentive for 
development patterns to alter across county boundaries in response to . the benefits 
or requirements of the Project. · 

( 6) The project is unlikely to result in a substantial alteration in the 
markets for office, retail, industrial or housing development. Significant factors 
continue to exist in the Los Angeles region which encourage a deconcentration of 

-116-

I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

1993 CMP EIR Findings 
Page 17 

land use and associated development of land in undeveloped areas. These factors 
have lead to Los Angeles' development as one of the world's first polycentric 
cities or urban regions. These factors include: (1) the desire to purchase 
affordable housing leading to development in less developed areas of Los Angeles 
County and neighboring counties with lower land costs, (2) the desire to avoid the 
consequences of urban development, including congestion, and (3) Los Angeles' 
reliance on automobiles as a major form of transportation in the region. 
Additionally, market forces have resulted in the existing distribution of land uses 
within the highly developed county. When compared to the power of locational 
decisions that are based on market forces and quality of life issues, the potential 
deconcentration or redistributional affect of the Project is minimal, and is not 
expected to alter development patterns or significantly influence growth. 

(7) Deconcentration of urban development patterns can be encouraged 
by both very good and very bad levels of service on the transportation system. 
Because the Project is not anticipated to lead to substantial improvements in 
current levels of service,· or associated increases in travel speed which could make 
housing in outlying areas more attractive it is not likely to further the 
deconcentration resulting from ease of mobility. Similarly, by maintaining 
mobility at established levels, the project is unlikely to encourage, beyond current 
trends, deconcentration related to avoidance of congestion. 

(8) The facts in support of finding 3.4.1, regarding land use impacts, are 
hereby incorporated by reference. 

3.7 Cumulative Impacts. 

3.7.1 Potential Effect The project may contribute to the cumulative environmental 
effects associated with regional growth and transportation projects. 

Findings. The Board hereby makes findings (1), (2) and (3). 

Facts in Support of Findings. The following facts or mitigation measures indicate that 
this potential environmental effect is not significant, or will be mitigated below a level of 
significance. 

(1) The CMP is consistent with and would aid achievement of the 
Regional Mobility Plan and Air Quality Management Plan, the two key 
components in the region's existing growth strategy. Cumulative development in 
the region is described in these two regional plans and controlled by the general 
plans of the 89 local jurisdictions in the County. The environmental effects of the 
transportation improvements planned for the Los Angeles region to accommodate 
anticipated growth are analyzed in the EIR for the Regional Mobility _Plan. 

(2) Mitigation measures adopted in conjunction with regional plans, 
including the Regional Mobility Plan, the Growth Management Plan and the Air 
Quality Management Plan have addressed the full range of feasible mitigation 
measures to minimize potentially significant cumulative effects of transportation 
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and growth development in the region. 

(3) Because the CMP is required to be consistent with the Regional 
Mobility Plan, and fit within the framework of regional growth and transportation 
planning, the CMP will not contribute to cumulative impacts beyond those 
analyzed in the EIR for the RMP. 

( 4) The Deficiency Plan component of the CMP is designed as a "tool 
box" of measures available to local jurisdictions. Each local jurisdiction will be 
able to select among the "tool box" options in forming a congestion mitigation 
strategy tailored to the needs of the jurisdiction. As a result, it is not possible to 
predict the precise programs or projects which will be developed under the 
Deficiency Plan. Such a prediction would be too speculative to support detailed 
environmental analysis. Therefore it is infeasible to adopt additional mitigation 
measures which address project-specific impacts related to facilities or programs 
which will be developed _by local jurisdictions under the CMP. Deficiency Plan. 
Such mitigation measures are within the responsibility of the jurisdictions adopting 
specific "tool box" measures. Further, local jurisdictions will determine the 
aggregate distribution of the several types of measures available in the "tool box." 
However, the EIR analyzes two scenarios of "tool box" choices which bracket the 
possible future actions under the Deficiency Plan. The Authority finds that this is 
an appropriate method for assessing the effects of the Deficiency Plan and, to the 
extent feasible, evaluates a ''worst-case" level of impacts for the Deficiency Plan as 
a whole. It is reasonable to anticipate that actual program effects will be in the 
middle portion of the range indicated by the EIR analysis, as local jurisdictions 
select a mix of demand reducing and capacity enhancing measures on a 
county-wide basis. 
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4.0 FINDINGS REGARDING ALTERNATIVES. 

4.1 Scope of the Alternatives Analysis. 
Environmental documentation for the project, including development and review 

of alternatives, has taken place in the context of development of the Regional Mobility 
Plan and the 1992 CMP. Environmental review for the project has been carried out as a 
tiered process designed to focus environmental analysis on those issues ripe for decision 
at each point in the planning process. Following from the Regional Mobility Plan and 
the 1992 CMP, the current project is constrained by the decisions made at earlier points 
in the planning process. As a result, the range of alternatives considered with respect to 
the Project has been limited to those alternatives which are consistent with alternatives 
selected in the Regional Mobility Plan and the 1992 CMP. 

The Regional Mobility Plan BIR analyzed five alternatives to the selected project. 
The CMP is required to be consistent with the RMP. The BIR for the 1992 CMP 
contained an analysis of four alternatives. The project alternatives evaluated were 
designed to be consistent with the adopted Regional Mobility Plan alternative, assessing 
a reasonable range of alternative CMP programs within the constraints of the adopted 
RMP. 

Similarly, the alternatives evaluated for the 1993 CMP address a reasonable range 
of alternatives which are consistent with the program adopted as the 1992 CMP. 
Specifically, the alternatives analysis focuses on alternatives to the proposed Deficiency 
Plan strategy, the portion of the 1993 CMP with the potential for significant 
environmental effects. 

I 4.2 Overview of Standards for Determining a Reasonable Range of Alternatives. 

I 
I 
I 
I 
I 
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CBQA requires that BIRs examine feasible mitigation measures and feasible 
alternatives to a proposed project. A critical element of an BIR is the selection of which 
alternatives warrant detailed review in the document. 

In any environmental review, the lead agency must determine the range of 
alternatives to be examined. As the California Supreme Court has found, "both the 
California and the federal courts have ... declared that the 'statutory requirements for 
consideration of alternatives must be judged against the rule of reason."' The court 
further noted that "these statutory and judicial concepts are carried forward in the 
[CBQA] Guidelines": 

[An BIR] must describe a range of reasonable 
alternatives to the project or the location of the 
project, which could feasibly attain the basic 
objectives of the project, and evaluate the 
comparative merits of the alternatives. ( CBQA 
Guidelines, § 15126, subd. (d).) 
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It is important to note that the range of alternatives is defined by those 
alternatives ''which could feasibly attain the basic objectives of the project .... " 
(Emphasis added.) Accordingly, in determining the scope of the alternatives analysis and 
of the reasonable range of alternatives, the alternatives analysis in the EIR was framed 
by the project objectives and purposes identified for the Project in the course of its 
planning history and in relation to the regional planning framework provided by the 
RMP and the adopted 1992 CMP. 

Not only must a range of alternatives reflect those alternatives capable of 
attaining the basic objectives of the project, but the alternatives must also comprise 
actions that can feasibly be implemented. Recently, the California Supreme Court has 
noted that "in determining the nature and scope of alternatives to be examined in an 
EIR, local agencies shall be guided by the doctrine of feasibility." As defined in CEQA, 
the term "feasibility" involves an assessment of whether the mitigation measures and 
alternatives are "capable of being accomplished in a successful manner within a 
reasonable period of time, taking into account economic, social and technological 
factors." The feasibility of alternatives to the Project is limited both by the existing 
regional planning framework for transportation set forth in the RMP, and by the 
program adopted as the 1992 CMP. 

43 Deficiency Plan Alternatives. 

4.3.1 · No-Project Alternative (No Deficiency Plan Addition). 

Under this alternative, no deficiency plan component would be added to the CMP 
and the MT A would not review and approve any deficiency plans generated by local 
jurisdictions. The existing adopted CMP would remain in place. The lack of a 
deficiency plan mechanism would result in local jurisdictions losing their Section 2105 
monies, losing their ability to compete for state funding through the State Transportation 
Improvement Program (STIP), and the loss of federal funds linked to compliance with 
the CMP. The net result would be no change in the existing transportation system. 
None of the programmed improvements would be built. This alternative would have the 
same impacts as the No-Project (Existing System) Alternative discussed in the 1992 CMP 
EIR. 

The No Project Alternative is infeasible, or not environmentally preferable for the 
following reasons: 

(1) Trans.portation - On a systemwide basis, this alternative would result 
in 10,911,636 vehicle hours of travel (VHT), 5,661,786 hours of delay, and 
218,389,015 vehicle miles of travel (VMT) in the region, compared to 7,9-45,118 
VHT, 2,467,030 hours of delay, and 205,154,425 VMT under the worsf case 
(Countywide use of only capacity enhancement Tool Box strategies) for the 
proposed deficiency plan approach. 
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(2) Air Quality - Under this alternative air quality emissions would be 
substantially higher than with the proposed project. Year 2010 emissions are 
estimated at 707 tons per day ( tpd) of Carbon Monoxide (CO), 38 tpd of Ozone 
(ROC), 87 tpd of Nitrogen Dioxide (NOX), 22 tpd of Sulfur Dioxide (SOX), and 
38 tpd of particulates (PMl0) compared to 597 of CO, 38 tpd of ROC, 88 tpd of 
NOX, 20 tpd of SOX, and 36 tpd of PMl0 under the worst case scenario 
(Countywide use of only capacity enhancement Tool Box strategies) for the 
proposed deficiency plan approach. 

(3) Energy - Fuel consumption due to VMT in the County would be 
significantly greater under this alternative than under the proposed deficiency plan 
approach, 8.3 million gallons per day, compared to 7.8 million gallons per day 
under the worst case (Countywide use of only capacity enhancement Tool Box 
strategies) for the proposed deficiency plan approach. 

( 4) Land Use - Under this alternative, the transportation system would 
not be improved to accommodate anticipated growth. This would have a 
significant effect on future land use. It can be expected that land use would be 
displaced from congestion core parts of the County to areas of the County where 
the transportation system still had existing capacity. In addition, growth would be 
displaced to other adjacent counties which were still making the transportation 
improvements included in the RMP. Both the displacement within the County 
and the displacement to other counties would result in additional urban sprawl, 
which would in tum have an indirect impact on air quality not anticipated in the 
model runs which are the basis of the air emission figures cited above. 

(5) Public Services - The loss of funding for transportation 
improvements would likely result in local jurisdictions using additional general 
fund revenues for maintenance of the transportation system. This would have a 
significant impact on public service provision. Increased congestion on the 
regional network would increase emergency vehicle response times, which would 
be a significant impact under this alternative. 

( 6) This alternative would not comply with the requirements of the 
CMP statute since there would be no deficiency plan component incorporated in 
the CMP by the time deficiencies are identified on the CMP network. This 
alternative would fail to fulfill the aims of the CMP legislation and would be 
inconsistent with the RMP. 

4.3.2 No-Countywide Deficiency Plan Alternative. 

Under this alternative no uniform Countywide approach to deficiency planning 
would be adopted. Instead, the CMP Update would specify the general content of 
deficiency plans, and local jurisdictions would be left to develop their plans i1ldividually. 
Local jurisdictions would also be responsible for determining the degree to which 
mitigations result in an improvement in deficiency conditions. Plans would then be 
submitted to the MT A for review and approval. 
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The No-Countywide Deficiency Plan Alternative is infeasible, or not 
environmentally preferable, for the following reasons: 

(1) Under this alternative, local jurisdictions would be held responsible 
for mitigating any deficiencies identified on portions of the network within their 
jurisdiction, regardless of the degree to which they contributed to the creation of 
the deficiency, since no method for sharing responsibility for deficiency creation 
would be in place. Jurisdictions on portions of the network serving as key 
connectors between portions of the County would be unfairly burdened with the 
responsibility for mitigating deficiencies on these segments. Imposition of 
additional TDM requirements within the impacted jurisdiction may have little 
impact on curing a deficiency, since the deficiency may be largely the result of 
trips originating and terminating in other jurisdictions. This would mean that 
deficiency mitigation would primarily take the form of capacity enhancements, 
which generally have less environmental benefit than trip reduction approaches. 
Local jurisdictions on heavily traveled portions of the network would thus have 
the burden of major capital improvements. 

(2) Transportation - This alternative would not encourage the degree of 
additional TDM activities encouraged by the Project, and it would place a greater 
responsibility for the funding of capacity enhancing mitigations on jurisdictions 
containing heavily traveled portions of the network which act as regional 
connectors. This approach would increase the probability that identified 
deficiencies would not be mitigated, which would have a significant impact on the 
maintenance and improvement of the transportation system, as well as the 
consistency of the CMP with the RMP. 

(3) Air Quality - It is anticipated that air quality emissions would be 
somewhere between the levels identified for the Baseline Scenario and the levels 
identified for the capacity enhancement scenario for the proposed program. Air 
quality emissions would, therefore, be higher than under the Project. 

( 4) Energy - Similarly, it is anticipated that energy use would be 
somewhere between the levels identified for the Baseline Scenario and the levels 
identified for the capacity enhancement scenario for the Project. Energy use 
would thus be greater than under the Project. 

(5) Land Use - Under this alternative, it is anticipated that unmitigated 
deficiencies may occur on portions of the network which serve as major County 
connectors and that the jurisdictions containing these portions of the network 
would have disproportionately high mitigation costs, which would effect ~eir 
ability to mitigate deficiencies, as well as the likelihood they would enact_ 
deficiency mitigation related fees or exactions. Since the urban core portions of 
the County are the portions containing the majority of these segments of the 
network, this alternative may result in additional urban deconcentration as 
potential growth responds to either the additional congestion which could occur 
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under this alternative, or the higher mitigation costs in core areas which might 
occur under this alternative. 

( 6) Public Services - Under this alternative, jurisdictions containing 
portions of the network which serve as major regional connectors would have 
higher mitigation costs and less ability to mitigate deficiencies through TDM and 
land use controls than under the proposed program, thus their mitigation costs 
would be higher. This could result in public service provision impacts. 
Unmitigated deficiencies would result in increases in the response times of 
emergency vehicles, which would be a significant public service impact In 
addition, the lack of deficiency plan development assistance under this alternative 
could increase local jurisdictional staff resources used for plan development 
substantially. 

(7) This alternative does not meet the MTA's deficiency plan goals and 
objectives regarding provision of a Countywide approach, minimization of 
administrative costs, consistency among jurisdictions, sensitivity to the economy or 
jobs, or promotion of inter-jurisdictional mitigation. 

4.3.3 Countywide Fee Alternative. 

Under this alternative, a Countywide traffic impact fee would be imposed on new 
development. It would be established based on a nexus study which would establish the 
casual connection between the creation of deficiencies on the network and development 
activity. The fee would be used to fund capacity enhancements on the regional network. 

The Countywide Fee Alternative is infeasible, or not environmentally preferable, 
for the following reasons: 

(1) Transportation - This alternative would have similar transportation 
system benefits as the capacity enhancement scenario discussed for the proposed 
program. Therefore, the benefits would be somewhat less than under the 
proposed program, which is likely to result in a combined use of demand 
reduction and capacity enhancement strategies, on a Countywide basis. 

(2) Air Quality - This alternative would have similar air quality benefits 
as the capacity enhancement scenario discussed for the proposed program. 
Therefore, the benefits would be somewhat less than under the proposed 
program, which is likely to result in a combined use of demand reduction and 
capacity enhancement strategies, on a Countywide basis. 

(3) Energy - This alternative would have similar energy benefits as the 
capacity enhancement scenario discussed for the proposed program. Therefore, 
the benefits would be somewhat less than under the proposed program, which is 
likely to result in a combined use of demand reduction and capacity enhancement 
strategies, on a Countywide basis. 
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( 4) Land Use - The countywide fee would be imposed Countywide. It is 
possible that this would make development less attractive in areas with weak 
markets, than in areas with strong markets, but it is difficult to ascertain without 
conducting special land use impact related studies for this alternative, whether or 
not it would result in a systematic displacement of land uses. Any development 
inhibiting impacts of this alternative are likely to be greater than under the 
proposed program, which allows flexibility in the degree to which mitigations are 
funded with public or private resources. 

(5) This alternative does not provide the deficiency mitigation and 
funding flexibility of the proposed program, and sensitivity to the economy or jobs, 
or the transit-enhancing land use effects. 

4.3.4 Monitoring Based Approach Alternative. 

Under this alternative, the MT A would not provide a mitigation Tool Box. 
Instead, each local jurisdiction would select their own mitigation measures, monitor their 
effectiveness, and get credit based on the demonstrated effectiveness of their mitigation 
measures. 

Local jurisdictions would still be responsible for calculating and mitigating the 
effects of development within their boundaries. The impacts of new development activity 
would still be calculated according to ·formulas prepared by the MTA staff and used 
countywide. However, rather than using the standardized list of options for mitigation 
credits, where the benefits have been prequantified by the MT A staff, each local 
jurisdiction would implement its own measures and, through monitoring, determine their 
effectiveness in reducing the impacts of new development. The monitoring results would 
be submitted to the MTA for their evaluation. This alternative would add a strong 
element of uncertainty to the process of compliance with the CMP. 

The Monitoring Based Approach Alternative would be infeasible, or not 
environmentally preferable, for the following reasons: 

(1) Transportation - Because jurisdictions could tend to select mitigation 
options where the benefits could be easily monitored and ascertained, there would 
be a concentration of certain capital improvements, traffic system management 
improvements and those demand management options that are easily quantified. 
Land use measures and those demand management measures that reduce or 
shorten the long term need for trips would be harder to monitor or quantify and 
would tend to be selected less frequently. As a result, this alternative is likely to 
result in selection of more capacity enhancing measures than the propos~d 
project. 

(2) Air Quality - Because the selection of mitigation measures would be 
skewed towards capacity enhancement measures, this alternative could have 
similar air quality effects as the capacity enhancement scenario discussed for the 
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proposed program. Therefore, the air quality benefits would be somewhat less 
than under the proposed program, which would result in selection of a mix of 
demand reduction and capacity enhancement measures. 

(3) Energy - Because the selection of mitigation measures would be 
skewed towards capacity enhancement measures, this alternative would have a 
similar energy use effect as the capacity enhancement scenario discussed for the 
proposed program. Therefore, the energy benefits would be somewhat less than 
under the proposed program, which would result in selection of a mix of demand 
reduction and capacity enhancement measures. 

(4) Land Use - While this alternative would continue the flexibility of 
allowing jurisdictions to choose their mitigation strategies, the short term difficulty 
in quantifying or monitoring the benefits of transit facilities could decrease the 
attractiveness of these types of mitigation strategies. This alternative could, 
therefore, provide less incentives for local jurisdictions to consider the siting of 
new development in close proximity to transit facilities. 

(5) Public Services - This alternative would place substantially more 
responsibility on local jurisdictions. The monitoring based approach would 
eliminate the element of certainty that exists in the Tool Box approach, and the 
reporting process would be substantially lengthened. In addition, jurisdictions 
would have to select appropriate monitoring strategies and conduct their 
monitoring on a regular basis. After implementation and monitoring a strategy, 
local staffs might find that it did not produce the anticipated results; they would 
then have to select and implement additional strategies to mitigate their 
development credits. This alternative would also make the mitigation process 
much more subjective, requiring additional staff time from the local jurisdiction as 
well as from the MTA staff. The larger burden on both staffs could result in 
increased administrative costs for the local jurisdiction and the MTA and result in 
less allocated and discretionary funds available for project implementation. 

(6) This alternative does not meet the MTA's goals and objectives 
regarding transit enhancing land use, effectiveness and flexibility of actions, 
sensitivity to the economy and jobs, and consistency and fairness among 
communities and developments. 

4.3.5 Modified Tool Box - Hot Spot Reducing Am,roach Alternative. 

Under this alternative, those Tool Box measures which are likely to result in air 
quality hot spots would be eliminated from the Tool Box. Strategies targeted for 
removal would include: land use strategies which result in an intensification of land use; 
rideshare support facilities such as passenger loading areas for carpools; capital _ 
improvements such as park and ride lots, transit and goods movement facilities, High 
Occupr.ncy Vehicle (HOV) lanes and general use highway lanes; and some 
transportation systems management improvements, such as some intersection 
modifications. 
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The Modified Tool Box Alternative is infeasible, or not environmentally 
preferable, for the following reasons: 

(1) Transportation - Classes of project's included in the RMP would be 
precluded from nomination for STIP funding under this alternative. The 
prohibition on projects which create air quality hot spots would, therefore, be 
inconsistent with the RMP. This would invalidate the CMP and could, under a 
worst case scenario, result in the same effect as the No-Project Alternative. 

(2) Air Quality - As long as sufficient strategies remain in the Tool Box 
to allow local jurisdictions to meet their mitigation obligations, air quality impacts 
should be similar on a regional level as under the proposed program. This 
alternative would reduce or eliminate the hot spot impacts identified for the 
proposed program. 

However, elimination of all hot spot producing mitigations is likely 
to constrain the choices available to jurisdictions such that impacts would be 
somewhere between those of the proposed program and the No-Project 
Alternative. If this alternative is found inconsistent with the RMP, the effect 
could be the same as the No-Project Alternative. 

(3) Energy - As long as sufficient strategies remain in the Tool Box to 
allow local jurisdictions to meet their mitigation obligations, energy impacts 
should be similar on a regional level as under the proposed program. However, 
elimination of all hot spot producing mitigations is likely to constrain the choices 
available to jurisdictions such that impacts would be somewhere between those of 
the proposed program and the No-Project alternative. If this alternative is found 
inconsistent with the RMP, the effect could be the same as the No-Project 
Alternative. 

(4) Land Use - Land use effects would generally be similar as those 
under the proposed program as long as deficiency mitigation occurred. 
Otherwise, land use effects would be similar to the No-Project Alternative. 

(5) Public Services - This alternative would provide local jurisdictions 
with fewer Tool Box measures and thus less flexibility in meeting deficiency 
mitigation targets. Less flexibility could result in greater staff resources needed 
for deficiency planning and greater use of fiscal resources. Local jurisdictions 
would be limited in the projects they could nominate for the STIP. If this 
alternative is found inconsistent with the RMP, local jurisdictions could lose their 
Section 2105 funding, their ability to compete for state funding through tbe STIP, 
and all federal funds that are linked to compliance with the CMP. 
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( 6) This alternative would provide less flexibility of action than under 
the proposed program. It may be difficult to achieve the MTA's goals and 
objectives regarding the promotion of transit enhancing land uses, and this 
alternative may not be found consistent with the RMP. Given the number of 
strategies which could produce hot spots, this alternative is unlikely to meet the 
CMP statute's requirement to measurably improve congestion and air quality. 
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5.0 STATEMENT OF OVERRIDING CONSIDERATIONS. 

The CMP EIR indicates that if the CMP is adopted, certain significant impacts 
may be unavoidable. Additionally, the CMP EIR acknowledges that potential 
environmental effects related to specific projects developed pursuant to the CMP may 
occur, although the specific projects and significant environmental effects related to those 
projects are currently too speculative to evaluate. If the benefits of a proposed project 
outweigh the unavoidable adverse environmental effects, the adverse effects may be 
considered "acceptable." The Board finds that the unavoidable significant effects 
described in section 2 are acceptable, and alternatives with less significant environmental 
effects are not preferable, as described in section 4 due to the following overriding 
considerations. 

5.1 Economic Effect of a Balanced Transportation System. 

The CMP will contribute to a balanced transportation system in the County. The 
existence of a balanced and efficient regional transportation system is necessary to the 
development and maintenance of a healthy economic climate. The California 
Legislature, in adopting the CMP statute, found that "although California's economy is 
critically dependent upon transportation, its current transportation system relies primarily 
upon a street and highway system designed to accommodate far fewer vehicles than are 
currently using the system. ... The lack of an integrated system and the increase in the 
number of vehicles are causing traffic congestion that each day results in 400,000 hours 
lost in traffic, 200 tons of pollutants released into the air and three million one hundred 
thousand dollars ($3,100,000) added costs to the motoring public." The Legislature 
declared its intention that to develop California's economy to its fullest potential federal, 
state and local agencies should join with transit districts, business, private and 
environmental interests to develop and implement comprehensive strategies to meet 
transportation needs. 

5.2 Consistency with Comprehensive Regional Transportation Planning. 

As described in detail in the CMP BIR, and the RMP and RMP BIR, region wide 
transportation planning has focused on the development of a balanced system of capital 
improvements, balance between jobs and housing, and transportation demand 
management and transportation systems management measures. This regional approach 
is necessary to address the tremendous transportation needs of Los Angeles County and 
the Southern California region. In adopting the CMP statute, the California Legislature 
found that California's transportation system is characterized by fragmented planning, 
both among jurisdictions involved and among the available means of transport, and 
further found that to keep California moving, all methods and means of transp~rt 
between major destinations must be coordinated to connect vital economic and _ 
population centers. 
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The CMP is designed to provide an essential coordinating mechanism within Los 
Angeles County and to provide planning linkages with other counties to assure an 
integrated transportation system. To assure consistency and integration between levels of 
transportation planning, the CMP is consistent with the provisions of the RMP, as 
required by the CMP statute. 

5.3 Emergency Access and Evacuation. 

The effect of the CMP in maintaining regional mobility and maintaining or 
improving Levels of Service on the highway network, will be essential to maintaining 
access for emergency services to all portions of the County. In the event of an 
emergency, such as an earthquake, it is vital that the transportation system have 
sufficient capacity and potential alternative routes and modes to handle large volumes of 
evacuation traffic in a short period of time. The importance of alternative routes was 
highlighted after the recent earthquake in the San Francisco Bay area when parallel 
systems and modes were able t<;> provide emergency access and evacuation capacity when 
some major highway systems had been damaged. The CMP will maintain or improve 
access to emergency sites for law enforcement, fire and medical vehicles. 

5.4 Environmental Superiority. 

Alternative 5, the Hot Spot reducing approach will have a reduced impact on air 
quality with respect to creation of hot spots than the Project. However, regional air 
quality impacts may be greater if the alternative is found inconsistent with the RMP. 
Further, by providing fewer Tool Box measures, this alternative would make it more 
difficult for local jurisdictions to meet their deficiency mitigation obligations resulting in 
greater public service impacts than the proposed project. If this alternative is found to 
be inconsistent with the RMP, it is clearly inferior to the project with respect to 
environmental effects, as well as failing to meet the RMP consistency requirement of the 
CMP statute. Even in the event that the hot spot reducing approach is determined to be 
consistent with the RMP, it is not clearly superior to the proposed Project. 

The other alternatives are clearly inferior to the proposed 1993 CMP Update 
deficiency plan approach. Alternative 1, the No-Project Alternative, would have negative 
transportation, air quality, energy, land use, and public service impacts. Alternative 2, 
the No-Countywide Deficiency Plan Approach Alternative, would have less air quality 
and energy benefits than the proposed program and it could have negative 
transportation, land use, and public service impacts. Alternative 3, the Countywide Fee 
Alternative, would have less transportation, air quality, and energy benefits than the 
proposed program, and could have land use impacts. Public service effects may be less 
than under the proposed program, however, Alternative 4, the Monitoring Based 
Approach Alternative, would have less transportation, air quality, and energy• benefits 
than the proposed program. It would encourage less densification around transit stations 
and it would result in significant public service impacts. 

-129-



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 



I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 
I 

Appendices 

APPENDIX H 

NOVEMBER 17, 1993 STAFF REPORT 
TO THE LOS ANGELES COUNTY METROPOLITAN TRANSPORTATION 
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FOR THE 1993 CMP UPDATE 

Environmental Impact Report 
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~ 
Los Angeles County 

Metropolitan 

Transportadon 

Authority 

818 West Seventh Street 

Suite 300 

Los Angeles. CA 90017 

213-623-1194 

October 25, 1993 

TO: PLANNING AND PROGRAMMING COMMITTEE 

THROUGH: FRANKLIN E. WHITE 

FROM: JUDITH A. WILSON/ 

SUBJECT: CERTIFICATION OF CMP ENVIRONMENTAL IMPACT 
REPORT AND ADOPTION OF 1993 CONGESTION 
MANAGEMENT PROGRAM 

RECOMMENDATIONS 

Based upon comment received at the public hearing of 
November 17, 1993, the Board of Directors is requested 
to: 

1. Certify that the MTA Board has independently reviewed 
the EIR fc;,r the 1993 Congestion Management Program and. 
that it conforms to California Environmental Quality 
Act (CEQA} requirements and that the repor~ reflects 
the Board's independent judgment. 

• Adopt the Statement of. Findings and Overriding 
Considerations (Attachment A}. 

• Adopt the Mitigation Monitoring Plan and the 
·mitigation measures described therein (Attachment 
B). 

• Direct staff to file a Notice of Determination. 

2. Adopt the 1993 Congestion Management" Program 
(Attachment D). 

ALTERNATIVES CONSIDERED 

The· 1993 CMP and Deficiency Plan are mandated by state 
statute. The CMP update is the result of an extensive 
process of consultation with local jurisdictions,. the 
private sector and environmental interests. The CMP 
Policy Advisory committee (PAC) has guided the 
development of this document to devise a program 
consistent with State statute while.responsive to the 
needs of Los Angeles County. 

IMPACT ON BUDGET AND OBJECTIVES 

The 1993 CMP and Deficiency Plan has been developed in 
accordance with the adopted FY 93-94 budget. The 
Countywide Deficiency Plan will encourage local 
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jurisdictions to mitigate regional congestion due to growth using 
strategies that complement regional improvements and enhance 
countywide mobility. The technical work completed by MTA through 
the Countywide Deficiency Plan also eliminates the need for site­
level ana1ysis and represents a significant cost savings to local 
jurisdictions~ · 

BACKGROUND 

A complete review of the 1993 Congestion Management Program was 
presented to the MTA Board in October. The following sections 
summarize key refinements to the program over the last month and 
findings of the CMP Environmental Impact Report. The resulting 
proposed 1993 CMP is provided as Attachment D, and incorporates the 
·october 20, 1993 recommendations of the CMP Policy Advisory 
Committee. 

1. THE 1993 CONGESTION MANAGEMENT PROGRAM 

The first CMP for·Los Angeles County was adopted in November 1992. 
Linking transportation, land use and air quality decisions, the CMP 
is designed to address regional congestion in a comprehensive 
manner. The first year CMP consisted of core program elements 
required under statute: a designated highway system with level of 
service (LOS) ~tandards, transit analysis, transportation demand 
management, land use- .analysis, a capital improvement program, and 
a countywide transportation model. 

The 1993 CMP will add the countywide Deficiency Plan, as well as 
update a number of elements which were included in the 1992 CMP. 
State statute requires the CMP to be updated by December 1, 1993 
and biennially thereafter. 

Devel9pment of the Co~ntywide Deficiency Plan has been underway 
since early 1992~_ in consultation with local jurisdictions 
throughout the cou~ty, other agencies involved in transportation, 
private sector and environmental groups, and other interested 
parties. A Draft 1993 CMP including the Deficiency Plan was 
circulated for public comment in July 1993. In response to 
comments received and further program refinement, a. Final Draft 
1993 CMP was recirculated in October. 

Statute requires that local jurisdictions prepare Deficiency Plans 
when portions of the CMP highway system deteriorate to LOS For 
worsen within LOS F. The purpose of the Deficiency Plan is to 
implement strategies that eit,her fully mitigate congestion or 
alternatively, provide measurable improvement to congestion and·air 
quality. In order to-implement this requirement in_ a fair and 
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effective manner and based on broad support, the Countywide 
Deficiency Plan has been developed. 

In essence, the Countywide Deficiency Plan requires all local 
jurisdictions to annually determine their "contribution"· to 
regional traffic congestion as growth occurs. Local jurisdictions 
are then responsible for implementing mitigation strategies ·that 
commensurably benefit the CMP system. The Plan provides a simple 
point system for assessing the impact of growth as we2.l as the 
benefit of selections from a "toolbox" of mitigation strategies. 
The Plan provides local flexibility for selecting strategies and 
encourages multi-jurisdictional and city-wide programs and 
projects. 

In response to seventeen letters received on the July Draft CMP and 
continued consultation with advisory groups, the document was 
revised as highlighted ·in the Final Draft (Attachment D). These 
changes generally added clarification, additional information, and 
technical refinements of various parts of the program. 

The Final Draft CMP was then presented to the CMP Policy Advisory 
Committee (PAC) on October 20th. After qiscussing two outstanding 
technical issues, the PAC recommended that the MTA Board adopt the 
·1993 CMP as revised regarding credit definitions for land use 
strategies along transit corridors and non-CMP system highway 
improvements. These revisions do not alter the . analysis or 
conclusions of the environmental impact report, discussed below. 

In addition to development of the Countywide Deficiency Plan, 
smooth implementation of the program by local jurisdictions will 
require that MTA provide technical support throughout the phase-in 
period. MTA staff will assist local jurisdictions in fulfilling 
their CMP responsibilities by providing ongoing consultation and 
support to local jurisdictions, with particular emphasis on 
workshops and one-on-orie assistance prior to the May 1, 1994 
reporting deadline. As the CMP is an evolving process, MTA staff 
will also continue to refine the program as experience is gained 
with implementation and such refinements will be incorporated into 
the 1995 CMP update. 

2. THE 1993 CONGESTION M1..NAGEMEN'l' PROGRAM ENVIRONMENTAL IMPACT 
REPORT (EIR) 

The Draft EIR analyzed the potential of the 1993 CMP to create 
significant environmental impacts which were not analyzed in the 
EIR for the-1992 CMP, from which the 1993 CMP EIR was tiered. The 
Draft EIR also analyzed alternatives to the proposed CMP deficiency 
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plan approach and recommended a set of measures to mitigate any 
potentially significant adverse impacts. The Draft EIR concludes 
that there may be significant localized adverse air quality effects 
including the creation of "hot spots" near transit centers/stations 
and/or park-and-ride-lots. These would be highly localized impacts 
of otherwise beneficial improvements. With implementation of the 
recommended mitigation measures, no other significant direct or 
indirect program level adverse impacts would result from the 1993 
CMP. 

Attachments E details actions taken to comply .with CEQA 
requirements, as related to the EIR. 

The MTA Board, as the lead agency under the California 
Environmental Quality Act (CEQA), is required to identify and make 
findings with regard tp each significant impact of the proposed 
project, prior to approving and adopting the project. A 
description of the effects of the project and the proposed 
mitigation measures and findings with regards to the effects are 
summarized in Attachment A, Statement of Findings and Overriding 
Considerations. · 

The. MTA Board 'is also required to adopt a Mitigation Monitoring 
Plan. Attachment D describes each mitigation measure, the agency 
responsible for implementation, and monitoring responsibility and 
reporting requirements. 

Upon certification of the EIR and adoption of the project, staff 
will file the required Notice of Determination with the Los Angeles 
County Clerk and the Governor's Office of Planning and Research. 

PREPARED BY: 

Edward ~hikada 
Manager 

· Congestion Management Program 

-H4.: 

·Kendra Morries 
Land Use Project Manager 
Congestion Management Program 
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. ATTACHMENTS A THROUGH D 

Available Under Separate Cover 
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ATTACHMENT E 

Compliance with CEQA requirements, as related to the EIR for the 
1993 CMP, was met in the following ways: 

I 
I 

.I 
May 21 

June 22 

July 24 

Notice of Preparation released 

Filed with County Clerk and State of California; .copies 
distributed to: all local jurisdictions; all MTA Board 
members and Alternates; all CMP Policy Advisory Committee 
and Technical Forum members; regional, state and fed~ral 
agencies; other interested individuals/organizations. 

Scoping Session conducted 

Draft EIR released 

I 
I 
I 

Notice of Availability {NOA) published in LA: Times; EIR I 
and NOA/NOC filed with County Clerk and State of 
California; copies distributed to: _ all local 
jurisdictions; all MTA Board members and Alternates; all I 
CMP Policy Advisory Committee and Technical Forum 
members; regional, state and federal agencies; all Notice 
of Preparation responders; other interested individuals/ 

1 organizations. 

August 24/25 

October 13 

Public EIR Workshops conducted 

Notice of Availability (NOA) for EIR Response to 
comments and notice of public hearing for CMP 
adoption/EIR 9ertification published in LA Times. 
NOA filed with county Clerk and State of 
Calif orni~. R~spo_nse to · Comments on Draft EIR 
released (Attachment C). · Copies distributed to: 
all local jurisdictions; all MTA Board members and 
A_l ternates; all CMP Policy Advisory Committee and 
Technical Forum members; regional, state and 
federal agencies; all Draft EIR responders; other 
interested individuals/organizations. 

I 
I 
I 
I 
I 
I 

October 15 
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PLANNING AND PROGRAMMING 

COMMITTEE RECOM'.MENDATION 

The Committee concurred with the staff recommendation to: 

a. Certify that the EIR for the 1993 Congestion Management 

Program reflects the Board's independent judgment and 

that it conforms to California Environmental Quality Act 

(CEQA} requirements. 

b. Adopt the Statement of Findings and Overriding 

Considerations; 

c. Adopt the Mitigation Monitoring Plan and the mitigation 

measures described therein; 

d. Direct staff to file a Notice of Determination; 

e. Adopt the 1993 Congestion Management Program. 

f. Approve CMP Policy Advisory Committee recommendations. 

Planning & Pr0gramming Co~Jnittee, ~ove=.ber 10,1993 
•• 
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Los Angeles County 

Metropolitan 

Transportation 

Authority 

818 West Seventh Street 

Suite 300 

Los Angeles, CA 90017 

213.623-1194 

COMMITTEE RECOMMENDATIONS 

CONGESTION MANAGEMENT PROGRAM 

POLICY ADVISORY COMMITTEE 

October 20, 1993 

The Congestion Management Program (CMP) Policy Advisory 
Committee (PAC) took the following actions at their 
meeting on October 20, 1993: 

1. 

2. 

3. 

The PAC recommends that the Deficiency Plan 
definition of a "transit corridor" for land use 
strategies be revised to include headways of 10 
minutes or less in the PM peak. 

The PAC recommends that the Deficiency Plan credit 
for improvements on non-CMP arterials retain 
simple credit factors, based on congestion 
alleviated from the CMP highway system. The PAC 
recommends that staff conduct additional technical 
analysis to develop the credit factors and provide 
a recommendation to the MTA Board within 90 days. 

The PAC recommends that the MTA Board adopt the 
1993 Congestion Management Program for Los Angeles 
County. 
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