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T,he Urban Mass Transportation Administration (UMTA) in cooperation 
with the Southern California Rapid Transit District (SCRTD) has 
prepared the enclosed Final supplemental Environmental Impact 

.Statement/Subsequent Environmental Impact Report (FSEIS/SEIR) for 
the Los Angeles Rail Rapid Transit Project (Metro Rail). This 
document supplements the Final Environmental Impact 
Statement (FEIS) published in December 1983 and the Final 
Environmental Impact Report (FEIR) published in November 1983 for 
this project. 

This supplemental effort was undertaken to consider alternate 
alignments for the middle portion of the original 18.6 mile 
project. Revision to the previously approved alignment was .~ 
necessary due to concerns about subsurface conditions in that 
portion of. the alignment which passed through the Wilshire/Fairfax 
methane gas zone. This FSEIS/SEIR addresses the impacts of the 
new locally preferred alternative alignment for Metro Rail. The 
document also contains revisions to the Draft Supplemental 
Environmental Impact Statement/Draft Subsequent Environmental 
lmpact Report (DSEIS/OSEIR) published in November 1987 and its 
May 1988 Addendum. In addition, the document updates project 
information contained in the December 1983 FEIS/FEIR for those 
portions of the original locally preferred alternative that have 
not been revised. ' 

This document is being sent to appropriate Federal, State and 
local agencies as well as to all those who COmmented on or 
received the DSEIS/OSEIR. The Urban Mass Transportation 
Administration will wait a,minimum of thirty days, ending on 
September 4, 1989; before reaching a decision on whether to 
provide financial assistance for this project. 

Sincerely, 

/1,;J;:dll J .. ~ 
~~H~~erin 
Western Area Director 
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Submitted pursuant to Section 102(2)(c) of the National Environmental Policy Act of 1969; 
California Environmental Quality Act, State Public Resources Code, Division 13, Section 21000 
et. seq.; Sections 3(d) and 14 of the Urban Mass Transportation Act of 1964, as amended; 
Section 106 of the National Historic Preservation Act of 1966; and Section 4(f) of the 
Depl\rtlIlent of Transportation Act of 1966 by the 

LEAD AGENCY: U. S. DEPARTMENT OF TRANSPORTATION 
URBAN MASS TRANSPORTATION ADMINISTRATION 

COOPERATING AGENCY: SOUTHERN CALIFORNIA RAPID TRANSIT DISTRIcr 

The following persons may be contacted for additional information: 

Carmen C. Oark, Acting Director 
Office of Grants Assistance 
Urban Mass Transportation Administration 
211 Main Street, Suite 1160 
San Francisco,California 94105 
Telephone: (415) 974-7317 

ABSIRAcr 

Nadeem Tahir, P.E., Project Engineer 
Transit Systems Development 
Southern California Rapid Transit pistrict 
425 South Main Street 
Los Angeles, California 90013 
Telephone: (213) 972-3858 

The purpose of this document is to amend the December 1983 Final Environmental Impact 
Statement (FEIS) and November 1983 Final Environmental Impact Report (FEIR) for the 
Los Angeles Rail Rapid Transit Project (Metro Rail). The report addresses the impacts of the 
new locally preferred project alternative, described herein as a 17.3-mile subway with 16 stations, 
which runs from Union Station through downtown, west along Wilshire Boulevard to Vermont 
Avenue, where it branches into two lines. One branch proceeds west to a Wilshire/Western 
Station, and the other branch proceeds north along Vermont Avenue, west along Hollywood 
Boulevard, then north through the Santa Monica Mountains with a terminal point in North 
Hollywood. Revisions to· the previously approved alignment occur between the Wilshire/ 
Alvarado and the Universal City stations. The portion of the project from Union Station to 
Wilshire/Alvarado and from Universal City to North Hollywood remain essentially as proposed 
in the 1983 FEIS and FEIR. 

This document includes revisions to the Draft Supplemental Environmental Impact Statement/ 
Draft Subsequent Environmental Impact Report published in November 1987 and its May 1988 
Addendum. Comments received on these reports along with responses to these comments also 
are included. In addition, the document updates project information contained in the December 
1983 FEIS and November 1983 FEIR for portions of the original locally preferred alternative that 
have not been revised. 

This Final SEIS/SEIR was made available on August 4, 1989. 
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SUlOWI.Y 

SECTION 1. ImQPUCTION 

In December 1983, the U.S. Department of Transportation/Urban Mass 
Transportation Administration (UKrA) and the Southern California Rapid Transit 
District (SCRTD) published a Final Environmental Impact Statement (FEIS) on the 
Los Angeles Rail Rapid Transit Project, Metro Rail. In compliance with 
California Environmental Quality Act (CEQA) requirements, a Final Environmental 

.:·lmpact Report (FEIR) was published in November 1983. These documents provide 
detailed analyses of the Metro Rail Locally Preferred Alternative (LPA) , herein 
r~ferred to as the "Original LPA," adopted by the SCRTD in 1983. The Original 
LPA is a component, the central link, of a 150-lIile regional rapid transit system 
under development in Loa Angeles County in accordance with Proposition A. 

Proposition A, approved by a majority of the voters of Los Angeles County in 
November 1980, authorized the collection of a one-half of one percent retail 
sales tax to fund the improvement of public transit in the County. Other 
elements of the l50-mile Proposition A system include the 11-mile El Monte 
Rusway, which is to be converted to rail. The Rusway has been in operation since 
1974 and carries 22,000 daily riders. Nearly 41 miles of light rail transit are 
now under construction in the Los Angeles-Long Reach Corridor (planned opening 
1990) and Century Freeway Corridor (planned opening 1993). A light rail project 
in the San Fernando Valley is now under study by the Los Angeles ~ounty 

Transportation Commission, and a busway on the Harbor Freeway is under 
construction by the California Department of Transportation. Future extensions 
of Metro Rail are planned to provide additional. rail capacity in the more heavily 
traveled corridors of the County. 

The Original LPA is an 18.6-mile subway adopted for construction for which a 
capital grant application was submitted to UKrA. Due to budget constraints and 
a legislative prohibition on the commitment of federal funds beyond Fiscal Year 
1986, UKrA determined that it was unable to commit to funding the full 18.6-mile 
system or a shorter 8.8-mile segment identified in the FEIS. In response, SCRTD 
proposed a 4.4-mile, five-station Minimum Operable Segment (MaS-I), extending 
from a yard and shop facility south of Union Station to a Wilshire/Alvarado 
Station, as an initial segment for funding purposes. In August 1984, UKrA and 
SCRTD completed an Environmental Assessment (EA) for MaS-I. A finding of no 
significant impact (FONSI) for this segment was issued in November 1984. On 
December 19, 1985, the President signed legislation requiring that the Secretary 
of Transportation enter into a full funding contract with SCRTD for the 
construction of MOS-l. That contract was signed on August 27. 1986, and 
construction of MaS-I was initiated in September 1986. 

In Karch 1985, a fire occurred at the Ross Dress-for-Less Store at Third and 
Ogden Streets. Subsequent investigation of this event by a special City of Los 
Angeles Task Force resulted in the conclusion that the source of the fire was 
naturally-occurring ~thane gas. The "Task Force Report on the March 24, 1985, 
Methane Gas Explosion and Fire In Fairfax Area," dated June 10. 1985. identified 
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specific zones where subsurfsce conditions indicated a 'potential risk" or 
·potential high-risk" of encountering methane gas during subsurface excavations. 
As a result of concerns associated with the subsurface presence of methane gas, 
the U.S. Congress attached to Public Law No. 99-1980 (December 19, 1985) the 
stipulation that the SCRTD could not tunnel in any of the risk zones identified 
in the City Task Force report. The U. S. Congress also stipulated that the SCRTD 
should identify and study candidate alignments that would avoid tunneling in 
these risk zones. 

In compliance with the Congressional mandate, the SCRTD initiated the 
Congressionally Ordered Re-Engineering (CORE) Study. The CORE Study includes 
the identification and evaluation of candidate alignments, the investigation of 
4ubsurface conditions, and the assessment of environmental impacts. The goal 
cif the CORE Study was to identify an appropriate alignment, the New LPA, to Unk 
thl! San Fernando Valley. the Wilshire Corridor, and the Central Business 
District. This alignment will provide service to the Los Angeles Regional Core 
comparable to the service that would have been provided by the Original LPA, 

,while avoiding tunneling through any portion of the risk zones identified in the 
Task Force Report. This document contains a discussion of the anticipaeed 
impaces associated with the New LPA. 

A California Seate Draft Subsequent Environmeneal Impace Report (DSEIR) was 
completed and circulated in February 1987. The DSEIR was incorporated into the 
joint federal and seate documene -- the Draft Supplemental Environmeneal Impact 
Seaeement/Subsequent Environmental Impact Report (DSEIS/SEIR) -- Which was 
published in November 1987. The DSEIS/SEIR included changes in one of the 
alternative alignmenes and additional data developed between Februar)' and 
November 1987. The DSEIS/SEIR was prepared to supplement the original 1983 FEIS, 
since new information and impacts were introduced in the course of evaluating 
five new build aleernatives and a revised null alternative for the middle portion 
of the original 18. 6-mlle project. The supplement also provides updated 
information on projece revisions for those portions of the original LPA alignment 
that not being significanely Changed. These revisions include: changes to the 
Universal City station parking and access plan; updated capital and operating 
costs; verification of land use, parking and traffic impacts; re-analysis of 
displacsmants and cultural resources; and updated system requirements based on 
such factors as patronage, peak loada and headways. 

In addition to the ,above documents, an Addendum to the DSEIS/SEIR which addressed 
the impaces of a sixth alternative alignment waa published in Kay 1988. This 
Addendum waa circulated in the same manner IlS a second supplement but iii referred 
to here as an Addendum to avoid confusion between the two supplemental documents. 

On July 14, 1988, the SCRTD Board of Directors selected a New Locally Preferred 
Alternative (New LPA) for inclusion in this Final SEIS/SEIR. On December 19. 
1988. the Los Angeles County Transportation Commission (lACTC) became the grantee 
for Metro Ratl and subsequene1y agreed co negoeiaee with UKrA on federsl funding 
for the firse portion of thia New LPA. which is referred to in this document as 
Case 1. wieh terminal stations to be locseed at Wilshire Boulevard/Western Avenue 
for one segment and Hollywood Boulevard/Vine Street for ehe other. 
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SECTION 2. L09UY PlUIjFpnp ALTERNATIVE 

t9ti~Jl!li:-!(i.~l988 .-~f;:he_~SCRro~ Roardof Dtrectors ad9Pted<;!l¥~~te __ ~lJ&!IIlIent-l ~~ 
(thee New .LocallY Preferred AlternatiVe-(New LPA) for iricllis.lon ~in ~thls Final 
fSEIS/SEl.R,::] Kinor -m;;diffcationshav~ be';n made in the -number and iocati.on~of 
stations, the impacts of which have already been assessed as part of Candidate 
Alignment 3. cSpecifically. the optional Hollywood Bowl Station for Candidate 
Alignment 1 is replaced with a station at the intersection of Hollywood Boulevard 
and Highland Avenue. 

The New LPA is a 17.3 mile, all subway alignment with sixteen stations, including 
the five-station, 4.4 mile, K08-1 initial segment (See Figure S-l). The 

cli\l1gnment proceeda from the KOS-l Station at Wilshire/Alvarado Station along 
Wilshire Boulevard to Western Avenue. and north along Vermont Avenue from the 
WUcshire/Vermont Station, west along Hollywood Roulevard, north through the 
Hollywood Hills to Universal City, and then terminating at LanJcershim and 
Chandler in North Hollywood. 

This New LPA was selected following substantial community involvement in the 
process. Three public hearings were held on various options. Numerous public 
meetings were held in the community, and the SCRro consulted with elected 
officials, business leaders, neighborhood organizations and interested citizens 
throughout the process. (I"rior :t<>~j'>J,ect1orL by the SCRTllRO@r~ ~oCtne~New~LPA1, 

,(two-colDlllittees of ~ the -Los Angeles ~ity .<;o~cn,_ .tl!.e~ fijlLCity~ :Co~cl1 and.:the 
'Los~~ge;les_City~lanning Commiss.i9n each JlnanilllO~us!y ..!eco~e!lded- tliat_the.SCRTO 
(Soard.adop.t.J:h.!'JI-'~~LPA_alignmeli~ as_:A~~in"~Lh.~.i 

~. 

The New LPA is a combination of two prior alignments. Between the KOS·l segment, 
the WilshirejYestern Station and the Hollywood/Vine Station, the New LPA 
alignment is identical to Candidate Alignment 1, as defined in the November 1987 
Draft SEIS/SEIR. Between the Hollywood/Vine Station and the North Hollywood 
Station, the New LPA alignment is identical to Candidate Alignment 3, as defined 
in the 1987 Draft SEIS/SEIR. 

Three of the eleven neW stations have been defined as potential temporary 
termini, depending on the availability of construction funda and the staging of 
construction. 

1) WilshirejVermont Station; 
2) Hollywood/Vine Station; and 
3) Universal City Station. 

Negotiations are currently underway for funding of a second operable segment 
(KOS·2) with terminal stations at WilshirejYestern and Hollywood/Vine. 

Following selection of the New LPA, the SCRTD Soard of Directors expressed its 
strong desire to receive funding from the City of Los Angeles for completion of 
appropriate environmental studies and development of a local funding plan for 
implementation of a direct transit connector between the Hollywood/Highland 
Station on the New LPA and the Hollywood Sowl. The secondary and cumulative 
impacts of such a connector are reviewed in the Kay 1988 Addendum to the Draft 
SElS/SElR. 
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SECTION 3. NllLL ALTERNATIVE 

A Null Alternative is included in this Final SEIS/SEIR for comparison purposes. 
Impacts associated with the Null Alternative are provided in the November 1987 
Draft SEIS/SEIR and the May 1988 AddendWII to the Draft SUS/SElR. These 
projected impacts have not changed. The Null Alternative includes a completed 
and operational 4.4-mile KOS-l subway system. extending from a yard and shop 
facility south of Union Station to a terminal station at Wilshire at Alvarado. 
and-a supporting bus system. KOS-l is the initial segment of the 18.6-mile 
Original LPA defined for funding purposes. A full funding contract for MOS-I 
was signed August 27, 1986. and construction was initiated September 29. 1986. 
Service initiation for this segment is expected in January 1993. 

--The MOS-I alignment blllgins at Union Station. where it turns northwest and runs 
through the Central Business District (CBD) along Hill Street. Turning on 
Seventh Street. the MOS·1 heads toward the west side of the CBD. past the Harbor 
Freeway. and continues to WilShire and Alvarado. Crossover tracks are located 

_ 'just east of the terminal station at Wilshire/Alvarado to satisfy operational 
requirements. In addition to a Union Station and a Wilshire/Alvarado Station. 
stations are located at the Civic Center. Fifth and Hill Streets. and Seventh 
and Flower Streets. 

S·)-l 



SECTION 4. KEY SYSTEK CHARACTERISTICS 

Key system characteristics of the Null Alternative and the New LPA are presented 
in Table S·l. The Null Alternative consists of the 4.4-mile MOS·l rail system 
with a supporting regional feeder bus operation. The MOS·l segment of Metro Rail 
is currently under construction in downtown Los Angeles. Phase II of Metro Rail 
is the l2.9-liIlle planned extension of MOS-l to the west and north of the 
Wilshire/Alvarado Metro Rail Station (i.e .• that portion of the New LPA not yet 
constructed). The New LPA consists of MOS-l and Phase II taken together. 

Th~ New LPA would have daily rail boardings of just under 300.000~ The Null 
Alternative is projected to have 55,000 rail boardings per day in the Year 2000 . 

.. UMTA considers the SCRm patronage forecasts to be at the high end of reasonable 
expectations. Therefore. for each environmental impact associated with 
ridership, explicit consideration is given in this document to the effects if 
the SCRTD forecasts are not realized. Rail capital costs in December 1985 
dollars are $3,024 million for the New LPA ($1.151 for MOS-l and $1,873 for 
'Phase II). Annual rail operating costs in the year 2000 are projected to be 
$35 million for the New LPA and $15.4 million for the Null Alternative. 

MOS·2 is that portion of Phase II that. will be funded with the $667 million 
authorized by the Surface Transportation and Uniform Relocation Assistance Act 
of 1987 (STURA). Negotiations between the federal government, Urban Kass 
Transportation Administration and the Los Angeles County Transportation 
Commission are currently underway to enter into a contract for the tunding of 
an MOS·2 with terminal stations at WilshirefWestern and Hollywood/Vine (called 
Case 1). MOS·3 is the remainder of the New LPA beyond KOS·2. r 

The reader is referred to the November 1987 Draft SEIS/SEIR and its Kay 1988 
Addendum for discussions on the operating characteristics of Candidate Alignments 
1 through 6. 
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TABLE S-l 

SYSTEH CHARACTERISTICS OF OPTIONS EVALUATED 

System 
Characterhtics 

SCRTD Rail System 
o Length· (Miles) 
o Alignment (Miles) 
,. - Subway 

- Aerial 
o No. of Stations 
o Daily Boardings 
o Fleet Size (Cars) 
o Total Capital 

Costs* 
(1985$ Millions) 

o Annual Operating 
(1985$ Millions) 

o Annual Rail Car 
Miles of Travel 
(in l,OOO's) 

SCRTD Sus SYstem 
o Peak Buses Reqd 
o Daily Boardings 

O,OOO's) 
o Annual Operating 

& Maint. Costs 
(1985$ Millions) 

o Annual Vehicle 
Miles of Travel 
(VHT in l,OOO's) 

Automobile 
o Regional Daily Vehicle 

Miles of Travel 
(VMT in l,OOO's) 

N.A. - Not Applicable· 

Null Phase 
Alt. II 

4.4 12.9 

4.4 12.9 
0 0 
5 11 

55,000 N.A. 
30 72-90 

$1,151 $1,873 

$15 N.A. 

865 N.A. 

2,Oll N.A. 

1,357 N.A. 

$543 N.A. 

110,928 N.A. 

260,425 N.A. 

New 
LPA. 

17.3 

17.3 
0 

16 
298,000 

100 

$3,024 

$35 

6,300 

2,029 

1,648 

$532 

103,700 

259,015 

* Revised Since Nov. 1987 Draft SEIS/SElR and Since May 1988 Addendum. 
See Chapter 4. 

~. 

Sources: SCRTD/General Planning Consultant and Environmental Assessment Los 
Angeles Rapid Transit Project Union Station to Wilshire/Alvarado, SCRTD with the 
cooperation of U. S. Department of Transportation, Urban Mass Transportation 
Administration, August, 1984. 
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SECTION 5. EVALUATION OF ALTERNATIVES 

The following paragraphs present a summary of the direct and indirect impacts 
associated with the two project options. Key evaluation data for these options 
are presenced in Table 5-2. The reader is referred to the November 1987 Draft 
SEIS/SEIR and its May 1988 Addendum for examinations of impacts associated with 
Candidate Alignments 1 through 6. 

5.1 TRANSPORTATION 

Consideration of the alternative alignments has required reassessment of the 
.Supporting Services Plan. which establishes feeder bus routes. Changes to the 
S~pporting Services Plan that would be necessary for efficient support of rapid 
ra'~l service on the full system have been defined for the project options. 
Projected peak vehicle requirements are 2,051 buses for the Null Alternative and 
2,029 buses for the New LPA. 



TABLE $-2 (COITIIUED) 

.-y 01' EVAl.lJllTIClI DATA fOR PIlO.IECT OPTlClI$ 

EVAI.IJIITlIII AREA IU.I. -- -Al.TEUATlllil II LPA 

b. ANNUAL OPERATING COST 

(MILliONS OF 12/8S Sa) 
o Rai l S15.4 N.A. 135.0 
oBua 1542.6 N.A. $532.0 
Total S558.0 N.A. 1567.0 

3. UND USE _ OEVElOFlltNT 

I. CITY CENTERS 
o • of tenter. Served 4 7 11 
o • of Stations fn center. 5 8 13 

b. REOEV£lOFlltNT PROJECTS 
o • of Project8 Served 1 2 3 
o • of Stat tons In ProJ Area 4 3 7 

c. D! SPlACEMENTS 
o Commer~f.l Enterprises N.A. 87 87 
o Reoldentlll Units N.A. 150 150 
o Norvof I t Enterpr i a.a N.A. 2 2 
o Eq,loYftS D 1 apt acementa N.A. 834 834 

4. ENVIRONMENT 

a. TRANSl'CltTATJON 
o Trafffc (Flow at r 

Critical Intersections) 
-Minor If11)eCta N.A. 20 20 
-Moderate lapeet. N.A. 5 5 
'''''Jor I""""t. N.A. 6 6 

o Pertlng (In Space.) 
'Expected Oeficlency 
·wtth 1$840 Project 8urface apeee. 0 3,389 5,174 
'with 7,500 ProJact _es 0 1,029 2,814 

-Park-N-Ride Avallabl. 
-Initial 300 1,540 1,840 
~Ff"Itut'. 2,500 5,000 7,500 

'Kill-N-Rlde Avallabl. 20 254 254 

b. SOC I AI. _ aNIJIIlTT 
(f of Stations exhibiting characterlatlcl) 
o Minority C.....,ltles 

(331 or More 5 OF S 7 OF 11 12 OF 16 
Minority Pap.) 

o Youth Populations 
(101 .... _. 4 OF 5 10 OF 11 14 OF 16 
Age 5-19 Trl.) 

o Elder Populetlons 
(151 or Mora 3 OF 5 6 OF 11 9 OF 16 
Age 65 , Older) 

o %ero-AUIO Households 
(331 or More 5 OF 5 9 OF 11 14 OF 16 

W/O AUt .. , 
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TABLE 1-2 (CDlTIIUED) 

_, Of fVAWATltw DATA FmI PIlOoIECT IlPTltwS 

fVALUATltw AREA IUI.~ PIIASE lEV 
A!,TEIlIATIVE II LPA 

c. ACCESSIBILITY· 
o All ~ C<l<nty H"""ellolds M.A. 13.0 
o Majority Transh u..r. M.A. 10.4 
o Minority Trenslt U.er. 

-AIli_ M.A. 14.S 
'Blacks •• A. IS.S 
-Hi_Ie. •• A. 16.6 

" , 
o Zero-AutO HOiAeholda M.A. 1S.S 

" o Poverty L .... I H ....... olda M.A. 16.7 

d. sua_fACE IMPACTS •• 
LIKELlKOOO Of ENCOUNTERING _ERATE _ERATE 
SUBSURFACE GAS BEYOND ALONG ALONG 
WILSHIREtvERMONT STATION VJ;RMOIIT , VJ;RMOIIT , 
(ALL ALI~NTS SHARE SOKE MOlL YWOCII HOLLYWOCII 
LIKELIHOOD BETWEEN WILSHIREI 
ALVARADO AMD WILSHIREI 
VJ;RMOIIT. ) 

•• NOISE AIIO YIBRATION 
o s-.y 

'Impacted Propertie. Witn 
Mitigation M •• aures 4 0 4 

'Length of Mitigation 
M ••• ur" (In Feet) 
{R.aillent (Soft) Dlract 

Fixation Faatenera 0 10,000 10,000 
<R .. lllentl.,. ,,-rted TI .. 0 1,000 1,000 
{Float'" Slab Trackbed 4,768 7,000 11,768 

f. CULTURAL/HISTORIC 
o Propertl .. AdVeraely 

Affacted 0 0 

N.A •• Not Appll~abl • 
• I of total l.Af County jobs withfn sixty minutes door~to~door transit travel time. 

The Null Alternative would have a negligible effect On parking demand near 
downtown stations. The very limited "commuter shed" of the Wilshire/Alvarado 
Station wll1 utilize a small portion of an existing parking surplus, which is 
expected to continue after MOS-l becomes fully operational. Worst case parking 
deficiencies are estimated at 5,174 spaC,es for the New LPA with the provision 
of 1,840 surface-only Project parking spaces. 

5.2 LAND USE AND DEVELOPMENT 

The Metro Rail Project may promote additional growth in the Regional Core. The 
project would promote the concentration of development in designated Centers 
(consistent with the City Centers Concept), and would help maintain surrounding 
low-density reSidential areas and reduce development pressures on sensitive 
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undeveloped areas oue::side e::he Regional Core. The proj ece:: was designed to 
mi~lgate the effects of growth that have already occurred or are eKpected in 
the Regional Core. Metro Rail may result in upward pressures on land values in 
station areas, an adverse impact which cannot be mitigated. 

The rapid rail componem: of the Null Alternative (MOS·I) would serve four 
designated City Centers. All five stations in MOS·I support the Centers Concept 
of the Los Angeles City and County General Plan. 

Of the eleven new stations in the Phase II, eight reinforce the City Centers 
Concept of the Los Angeles City and County General Plans, supporting the 
revitalization of seven Designated Centers. 

The New LPA presents no unmitigable situations where combined residential and 
c~ercial growth would adversely affect single-family housing in a station area. 

5.3 ECONQKIC AND FISCAL IMPACTS 

Additional property tax revenues and sales tax revenues would accrue to the City 
of Los Angeles as a result of new development occurring in conjunction wie::h the 
Project. The loss of property tax revenues from parcels acquired by SCRTD for 
the project would be negligible relative to increases in property tax revenues 
from new development. Tax revenues could increase even more with development 
incentives which encourage joint development of SCRTD property around ~tations. 

5.4 LAND ACQUISITION AND PIS PLACEMENT 

Construction. of Metro Rail would require SCRT» to acquire real estate to 
accommodate stations, vent shafts, and other ancillary structures. Easements 
through or beneath properties also would be required. These acquisitions would 
result in direct displacements of residents, businesses, and nonprofit 
organizations. 

As currently configured, the New LPA would affect 87 commercial enterprises, 150 
residential units, and 2 nonprofit enterprises for a total of 239 displacements. 
No additional displacements would occur under the Null Alternative. During final 
design, the mathamatized alignment and speCific design of stations will determine 
the specific number and location of displacements. 

Because there would be no displacements under the Null Alternative, no employees 
would be affected. The New LPA would affect 834 employees. 

Though SCRTI> has made and will continue to make every effort to avoid 
displacements in its design of the selected alignment and station entrance 
locations, some would be necessary. Where acquisition and relocation are 
unavoidable, SCRTD would follow the provisions of the Uniform Relocation 
Assistance Act by identifying replacement sites for housing, businesses, and 
nonprofit organizations. SCRT» has established a Relocation Advisory Program 
which coordinates all assistance efforts, using a staff of experienced real 
estate specialists. SCRTDhas and would continue to initiate communication with 
all potentially affected parties through public meetings which would be announced 
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both in the local media and with direct correspondence. These meetings would 
include explanations of relocation benefits, the related eligibility 
requirements, and procedures for obtaining assistance. Each residential and 
commercial occupant would be assigned a real estate specialist for assistance 
throughout the relocation process. 

Policies and procedures adopted by seRTO ensure that all real property acquired 
for Metro Rail is appraised for its fair market value and that just compensation 
is determined. Each person or business required to relocate would be given a 
minimum ninety days notice and may be eligible for certain relocation services 
and/or payments. No residential occupant would be required to relocate until 
decent, safe, sanitary and affordable replacement housing is made available. 
If comparable housing is not found, seRTO may offer a last-resort housing payment 
to eligible residents. Real estate specialists would work with businesses to 
as'!\,ure that comparable facilities are available. In some cases, a business may 
be eligible to receive a fixed sum in lieu of other moving and related expenses. 

'5.5 SOCIAL AND CQHMUNITI IMPACTS 

Social and community impacts of the project options were assessed in two broad 
categories: community cohesion and accessibility. Impacts affecting community 
cohesion include changes in land use, displacements, traffic and congestion, 
aesthetics, and noise and vibration. Accessibility impacts were examined in 
terms of availability of transit services and travel time to and from selected 
points of origin and destination. Transit accessibility was explored with 
particular emphasis given to selected, typically tranSit-dependent, segments of 
the general population. r 

All five stations served by MOS-1 under the Null Alternative have minority 
populations greater than fifty percent. Twelve of the sixteen stations 'in the 
New LPA have minority populations of 33 percent or more. 

Four of the five stations served by MOS-1 under the Null Alternative have youth 
populations (ages 5 to 19 years) greater than ten percent, while fourteen of the 
New LPA's sixteen stations serve such groups. 

Three of the five stations served by MOS-1 under the Null Alternative stations 
have elderly populations (65 years and older) fifteen percent or greater as do 
nine of the sixteen station areas along the New LPA. 

All five stations served by MOS-1 under the Null Alternative have populations 
with more than one-third of the households without private transportation, as 
do fourteen of the sixteen station areas along the New LPA. 

5 . 6 SAFETY AND SECVRITI 

seRTO has developed system safety and fire/life safety design criteria and a 
System Safety Program plan to ensure that Metro Rail equals or exceeds the safety 
and security of other systems currently in operation. There is no appreciable 
difference between the project options in this regard. 
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5.7 AESTHETICS 

The construction of a subway would hava little visual impact on the surrounding 
environment. No facilities would be developed under the Null Alternative; 
therefore, physical aesthetic impacts would not occur. The New LPA, because it 
is completely underground. would present no major visual impacts other than 
station entrances, and at some stations, bus and parking facilities. 

5.8 NOISE AND VIBRATION 

After the recommended mitigation measures, the all-subway KOS-l of the Null 
Alternative would be expected to have noise and vibration impacts on four 
.structures, while the all-subway Phase II is predicted to affect no structures. 
The Null Alternative and the New LPA would not impact single-family residences 
and apartment buildings with airborne passby noise above the adopted criteria 
of '75 and 80 dB(A). Kore detailed criteria are shown in Section 8.3.2 of Chapter 
3. Each alt:ernative would result in increases in ground-borne noise and 

. vibration. 

5 • 9 AIR QUALITY 

A minor reduction of vehicular emissions of carbon monoxide, react:ive 
hydrocarbons, oxides of nitrogen, sulfur dioxide, and suspended particulates 
would be realized in the Los Angeles region with each of the project options. 
Although these reductions would be a benefit of the project, they represent only 
minor improvements in overall regional air quality. 

Localized increases in carbon monoxide (CO) concentrations could occur at 
critical intersections in station areas. The New LPA would affect 11 
intersections listed On Table 3-34 in Chapter 3. 

5.10 ENERGY 

The assessment of energy impact is based on vehicle miles of travel by auto, 
bus, and rail in the six-county Los Angeles region. The energy categories 
include construction of rail facilities, vehicle manufacture, vehicle maintenance 
and propulsion, and station operation. The New LPA is projected to result in 
an annual regional energy savings over Null Alternative conditions of 2.759 
billion BTU's. 

5 . 11 SUBStlRlACE CONPITIOl'IS 

In response to a methane gas explosion and fire at the Ross Store at Third Street 
and Ogden Drive, Karch 24, 1985, the CORE Study was mandated by Congress to 
determine the possibility of encountering subsurface gas (including methane) 
along the routes of alternative alignments. The Subsurface Conditions section· 
of this document examines the results of the CORE Study. Also examined were the 
local and regional geologies and their potential influence on alternative 
alignments in terms of seismicity and subsurface soil and strata compositions 
and characteristics. Finally, the hydrological characteristics of proposed 
alignment routes were examined. 
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There are eight: known oil fields in various stages of production and/or 
abandotUl1ent in che Regional Core, the area to be served by Metro Rail. The 
alternative alignments would pass "over or within 500 feet of four of these 
fields. The likelihood of encountering subsurface gases associated with these 
oil fields would be greatest west of the Wilshire/Western Station. Along Vermont 
Avenue, the likelihood would be slightly less; along Hollywood Boulevard, the 
chances would "be reduced still further. 

The New LPA would not completely avoid the possibility of encountering subsurface 
gas. In areas known to contain gas, SCRTD will utilize a barrier in the form 
of a high-density polyethylene (HOPE) membrane to line the tunnels. This HOPE 
membrane has a 99 percent calculated effectiveness for preventing the migration 
.~f subsurface gsses into Ketro Rail facilities. Other, more detailed mitigation 
measures are described in Section 11 of Chapter 3. 

Extensive discussion concerning tunneling and surface excavations for KOS-l, 
the rail component of the Null Alternative, are presented in the 1983 FEIS and 

. '1984 EA and are includad herein by reference. The EA states hydrocarbon 
accumulations are expected in the western Wilshire Corridor, and construction 
actions may expo,e gassy ground near the Wilshire/Alvarado Station. Oily or tar 
saturated ground is not expected except for a small deposit west of the 
Seventh/Flower Station. Appropriate design and construction methods are being 
employed to minimize potential seismic, soU liquification/densification, tunnel 
excavation/stability, and hydrocarbon accumulation problems. 

The potential for significant seismic effects on Ketro Rail has been thoroughly 
examined. Eleven known faults have been identified in the study area. Ho'¥ver, 
only two of the eleven, the Hollywood Fault and the Santa Konica Fault, are 
considered active or potentially active. "Active" faults are those that are 
believed to have !!loved within the last 10,000 years. 'Potentially active" faults 
are believed to have moved between 10,000 and 2 million years ago, Geologists 
esti!!late that the probability of a Richter magnitude seven earthquake associated 
with these faults in the next 100 years is five percent. The system has been 
designed to a limiting peak horizontal acceleration of O. 7g from a maximum 
credible earthquake of 7.0 on the Richter scale related to the Santa Konica 
Fault. 

Intersections of faults with the New LPA are likely. The segment along Wilshire 
Boulevard between Alvarado Street and "Vermont Avenue intersects the MacArthur 
Park Fault and another unnamed fault. The Vermont segment intersects the Los 
Angles Anticline near Beverly Boulevard. The Hollywood Boulevard segment of the 
New LPA intersects the Santa Konica Fault just west of Normandie Avenue. The 
New LPA crosses the Hq11ywood Fault and the Hollywood Syncline as it heads north 
to the San Fernando Valley. 

5.12 HYDROLOGICAL IKPAClS 

The project area is drained by the Los Angeles River, Tujunga Wash, and Ba110na 
Creek. These watercourses have been channelized for flood control. The 
construction of netro Rail would not have a significant impact on the ability 
of present flood control facUities. Additionally, it is not expected that Ketro 
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&ail service and operations would be significantly affected by a lOO-year flood 
in the Regional Core. 

5.13 BIOLOGICAL RESOURCES 

"ecause the lIew LPA passes through a highly urbanized area, it would not 
adversely affect unique or endangered biological resources. The only significant 
biological resources are in the natural areas associated with Laurel Canyon and 
Cahuenga Pass in the Santa Monica Mountains. The New LPA passes through the 
Santa Monica Mountains in a subway configuration, and only two required air vent 
shafts would result in any disturbance. These air vents would disturb less than 
~ne acre of native vegetation. Short-term impacts of human presence and noise 
>during construction would also occur. No impacts to state or federally listed 
rfre, threatened or endangered wildlife species are anticipated because no 
significant impacts on wildlife habitats are anticipated. When detailed 
construction plans are completed, a site-specific survey would be conducted to 

. .confirm that no rare or endangered plants are present. If such a plant is found 
to be affected, appropriate consideration will be given to avoiding the impact 
in final design. 

5.14 ELECTROMAGNETIC IKISSIONS 

Electromagnetic emissions from operations of trains in subway are attenuated by 
the tunnel structure and the earth cover to a level of insignificance. The 
Metro Rail system design specifications would result in a system that radiates 
electromagnetic emissions below the ambient level. 

5.15 CONSTRUCTION IMPACTS 

Several short-term impacts would result from the construction of Metro &ail. 
Each impact and its relation to the project options have been analyzed and 
examined for mitigating measures. The cut-and-cover construction methOd for 
stations would have greater impact, in general. than would the tunnel 
construction of the guideway elements of the Null Alternative and the New LPA. 
Most impacts will be short-term and occur during the construction period. 

Circulation impacts include the disruption of traffic movement in the areaS of 
construction causing delays and inconvenience. To maintain reasonable traffic 
flow to the greatest possible extent. contractors will be required to follow the 
Ilorksite Traffic Control Plans (IlTCP) approved by the City of Los Angeles 
Department of Transportation. No major or secondary streets or highways are 
expected to be closed except at nights and weekends. Community impacts include 
temporary disruption of access to local facilities and construction noise which 
will disturb community life. 

Economic impacts. in terms of business disruption, are dependent on commerCial 
density and pedestrian orientation. Station areas outside the CBD are expected 
to be less impacted. Approximately 9,000 feet of cut-and-cover construction for 
the New LPA involves commercial frontage. To mitigate the impacts and disruption 
of businesses. a IlTCP would be required along with specific facilities to 
maintain pedestrian movement. Construction during peak commute hours may be 
restricted. 
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Noise impacts and vibration from construction would be minimi~ed to the extent 
possible. Several maximum permissible noise levels are to be observed and noise 
reduction techniques would be required, including restrictions by time of day 
on use of specific equipment. Air quality impacts caused by construction 
activities are fugitive dust and emissions from construction equipment. 
Regulations of the South Coast Air Quality Management District (SCAQKD) would 
be enforced try SCRTD. These regulations include site watering and street 
sweeping to suppress dust. Energy impacts would be reduced by consolidation of 
material delivery schedules and the routine maintenance of gasoline- and diesel
powered equipment. 

Geology and hydrology impacts would result from the substantial volume of subsoil 
.~nown as "muck" to be excavated in each of the alternative alignments. Disposal 
of muck and any associated material that may be ha~ardous must be in strict 
conformance to state and federal laws and regulations and specifications of 
SCRTO. The type of muck expected to be encountered and potential disposal sites 
have been identified. Of particular concern is the presence of Class I materials 

. prinCipally along the Wilshire corridor. Class I soils can be an unstable 
environment for construction and contain pockets of explosive gas. Construction 
in the Class 1 soils would utili~e extensive testing, constant monitoring and 
ventilation. Some station areas may need to have groundwater removed during 
construction. Final design and construction will be coordinated with the 
California State Division of Safety and Health, Which has responsibility for 
safety of subsurface tunneling through hazardous material. 

Construction tmpacts cannot be completely offset. Some residual, unmitigable 
impacts will occur such as the disruption of daily routines with regald to 
circulation and commercial access, temporary increases in dust and noise 
associated with construction, increases in vehicular congestion and some 
reduction of on-street parking in and around construction sites. 

No construction impacts would occur under the Null Alternative. However, on 
February 26, 1987, the SCRTD Board of Directors approved the realignment of MOS-l 
some 50 to 400 feet in the vicinity of Union Station. Realignment would mitigate 
the need to remove large quantities of contaminated material. An Environmental 
Assessment entitled, "Metro Rail Project, Minimum Operable Segment 1, Realignment 
Between the Civic Center Station and the Yard and Shops," has been prepared to 
review the impacts of this realignment near Union Station; UMTA issued a Finding 
of No Significant Impact for the realignment on September 30, 1987. 

5.16 CVLTURAL IISOURCES 

The Null Altet'tl4tive .and the New LPA are not predicted to have any long-term 
adverse effects on culturaljhistorical properties. 

S-5-9 



SECTION 6. LONG-TERM AND CUMULATIVE IMPACTS 

Although most temporary short-term construction impacts and most long-term 
operation impacts could be mitigated to acceptable levels, continuation of the 
Metro Rail Pr~ject by construction of Phase II of the New LPA would result in 
some adverse impacts which could not be completely avoided or mitigated. Long
term unavoidable adverse impacts include: 

o Additiot'Sl traffic on local arterial and collector streets near 
Metro R&i1 stations. Metro R&il patrons looking for parking may 
intrude into adjacent residential areas or use parking normally 
available for customers or employees of businesses near stations. 

Some displacements, although SCRTO is committed to the relocation 
of all businesses and residents displaced by the Metro R&U 
Project. However, it is possible that some businesses and residents 
will not be relocated within the same station area. 

o An increase in ground-borne noise and vibration. The Null 
Alternative and the New LPA would not impact single-family 
residences and apartment buildings with airborne passby noise above 
the adopted criteria of 75 and 80 d8(A) respectively. More detailed 
criteria are shown in Section 8.3.2 of Chapter 3. 

The SCRTO Board weighed these recognized adverse and long-term impacts against 
the benefits of Metro R&il. Benefits include increased accessibility t~ all 
centers in the Regional Core, improved travel times and decreases in vehicle 
hours of travel, and accommodation of more concentrated yet regulated,growth 
pursuant to regional growth goals. The SCRTO Board found the project to be 
justified because of severe traffic congestion in the Regional Core, OVer
crowding of the pre~ent bus system and the need for a more efficient transit 
system. A balanced transit system would reduce transit operating deficits. A 
more efficient transit system would save users time and money. The Metro R&il 
Project would accelerate the achievement of goals for transportation, air 
quality, energy policy, redevelopment, the City Centers Concept and commercial 
growth. 

The Metro R&il Project would require the irreversible and irretrievable 
commitment of land, manpower, construction materials and money. Long- term 
funding' support would be required. The Metro R&il Project would likely induce 
additional growth in the Regiona~ Core, but would help concentrate development 
at designated Centers, consistent with -the City Centers Concept. 

The Null Alternative, would not require the long-term use and ongoing commitment 
of resources beyond those already committed for MOS-I. Increased traffic and 
parking impacts may occur at the WUshire/Alvarado Station in its role as a 
terminal station. 
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SECTION 7. ISSUES TO BE RESOLVER 

A public works project the si~e of Metro Rail passing through a highly urbani~ed 
area typically will have associated with it issues that need to be resolved. 
The following'sections discuss key remaining issues. 

7 • 1 HOLLYIlOOD BOWL CONNECTOR 

Over the course of the CORE Study, numerous candidate alignments and station 
locations Were proposed and evaluated. As a part of this review, substantial 

:q.1scussions Were held regarding appropriate locations for stations in central 
Hollywood. The City of Los Angeles expressed a strong desire for a station to 
be. ,located at the intersection of Hollywood Boulevard and Highland Avenue, noting 
that such a station would be highly supportive of the Hollywood Redevelopment 
Plan and efforts by the Los Angeles Community Redevelopment Agency to promote 

'appropriate economic development in central Hollywood. 

The City of Los Angeles Planning Commission, City Council and committees of the 
City Council each unanimously recommended the adoption of Candidate Alignment I, 
with mino~ modifications to the number and location of stations, as the New LPA. 
The recommended modification of Alignment 1 inclUded the addition of a station 
at HollYWOOd and Highland. Because Alignment 1 is located on Hollywood 
Boulevard, this station addition precluded' direct Ketro Rail service to the 
Hollywood Bowl. 

Much of the discussion by the SCRTD Board of Directors during its deliberations 
on the adOption of a Locally Preferred Alternative was focused directly on this 
issue. Following ex.tended debate, the SCRTO Board adopted Candidate Alignment 1, 
with mino~ modifications to the number and location of stations, as the Locally 
Preferred Alternative. During the meeting, the follOWing resolution later was 
passed in response to the station location issue: 

BE IT RESOLVED, that in recognition of the significance of the 
Hollywood Bowl to the residents and businesses of the City of Los 
Angeles, the City of Los Angeles shall commit to: (1) the completion 
of an environmental impact report by the SCRTD and funded by the 
City in an amount not less than $200,000 covering alternative direct 
transit linkages between the Metro Rail System and the Hollywood 
Bowl, and (2) identify a plan for considering all possible public 
and private funding to construct this direct transit linkage in time 
for its .simultaneous opening with the Metro Ran System' in 
Hollywood. 

IT IS FURTHER RESOLVED, that this commitment be made by the City of 
Los Angeles concurrent with its funding agreement with the District 
for construction of the MOS·2 Project. 

Initiation of this study awaits agreement on the full funding contract for the 
nex.t segment of Metro Rail. 

S-7-1 



SECTIOR 8. CHANGES BETW!!H TH! DRAFT SEIS/S!IB & FINAL SEIS/SEla 

Planning and limited preliminary engineerig activities have continued since 
circulation of the Draft SEIS/SEIR and the Addendum. These activities and the 
public review process resulted in clarification and refinement of some 
information relating to the alternatives. Modifications that have been made 
since the circulated documents for production of this document include: 

o The identification of a Locally Preferred Alternative (New LPA) as 
defined by the SCRTD Board of Directors; 

o Refinement of capital cost estimates for the New LPA; 

o More detailed plan and profile draWings and station footprint 
drawings; 

o Adjustments to the alignments in the Wilshire/Vermont and 
HollywoodjHighland station areas; 

o More detail on the impacts to MacArthur Park and planned mitigation 
action; 

o An updeted analysis of Wilshire/Alvarado Station area 
impacts; 

parking 
~ 

o An updeted analysiS of Noise/Vibration impacts for the New LPA; 

o The inclusion of substantive public comments resulting from 
circulation of the Draft SEIR, Draft SEIS/SEIR, and the Addendum to 
the Draft SEIS/SEIR and the public hearings, and 

o Responses to these comments. 

This document contains analyses related only to the Nsw LPA and the Null (MOS· 
1 only) alternatives. The reader is referred to the Draft SEIS/SEIB of November 
1987 and its May 1988 Addendum for detailed analyses of Candidate Alignments 1 
through 6. Pertinent information from these earlier documents is incorporated 
into this document by reference. 

8 .1 REFItilllElT or CAPITAL COSTS 

Capital cost estimates for the New LPA alignment have been revised since 
publication of the November 1987 Draft SEIS/SEIB. These revisions are a result 
of preliminary engineering efforts that are being performed for the New LPA. 
The updated costs are based on specific construction and procurement bid 
experience for MOS·l, which is under construction. Unit costs for tunneling 
and stations have been revised to reflect recent bid experience and, in some 
cases, more stringent guidelines related to safety and the maintenance of traffic 
and street capacity. 
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these revised capital costs are provided in the Summary and Chapter 2 of this 
document, with a more extensive analysis provided in Chapter 4. Given that these 
revised costs were developed subsequent to publication of both the Draft 
SEIS/SEIR and the Addendum, Chapter 4 of the Draft SEIS/SEIR has been replaced 
with an updated Chapter 4 for this document. this updated Chapter contains the 
revised costs. 

8.2 KACARTHQR PW 

the Hay 1988 Addendum to the SEIS/SEIR contained an updated analysis of the 
impacts of the Metro Rail Project (all alignments) on MacArthur Park. Various 
slternatives to the construction of Metro Rail, including a necessary pocket 
,track, were evaluated along with associated impacts on the,Park and necessary 
$itigation measures. this analysis was performed subsequent to the circulation 
of ,the November 1987 Draft SEIS/SEIR. For this document, this analysis has been 
incorporated into Chapter 3, Section 15 ("Construction Impacts"). A resolution 
regarding the MacArthur Park construction program has been reached among involved 

, pardes. 

8.3 WILSHlREIALVABADO PARKING DEFICIENCY 

Table 3-15 of the Draft SEIS/SEIR contained incorrect figures for the projected 
parking deficiency at the Wilshire/Alvarado Station. The situation, caused by 
the misreading of computer printout information, has been corncted in this 
document. 

8.4 NOISElVIBRAIIQN IMPACTS 

Prior to the Public Hearing on the Draft SIIR, the Los Angeles City Council and 
the SCRTD Board of Directors recommended that Candidate Alignment 4 be adopted 
as the Locally Preferred Alternative, resulting in a more intense interest on 
the part of the broadcasting and recording industry in the possible impacts 
associated with an aerial alignment along Sunset Boulevard. In response, the 
Mayor of the City of Los Angeles appointed an Independent Technical Review Panel 
(ITRP) , which issued a report regarding noise; vibration and electromagnetic 
impacts of Metro Rail. the SCRTD performed additional analyses of these impacts. 
The results of these findings were published in the May 1988 Addendum to the 
SSIS/SEIR. The noise and vibration analysis has been revised for the New LPA 
and is contained in Chapter 3, Section'8 of this document. 

8.S CObdjdlS 01 THE PROpoSED ACTION 

During the circulation perioda and public hearings for the Draft SEIR, the Draft 
SEIS/SEIR, and the Addendum to the Draft SEIS/SEIR, numerous cOllllHnrs were 
received from citizens, organizations, and public officials. The comments are 
summarized and catalogued according to relevant issue areas in Chapter 7. The 
responses indicate an action taken or to be taken or explain the rationale for 
not taking any action. In all cases, the SCRTD has attempted to be as responsive 
as possible to the specific concerns or suggestions submitted. 
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8 • 6 ALIGNMENT ADJUSTMENTS 

Minor adjus~ents to the alignment of the New LPA in the Wilshire/Vermont and 
Hollywood/Hiihland station areas have been made based on information regarding 
existing st~ctures and proposed development. These adjustments are shown in 
Figures 2·5, 2·7, 2·8 and 2·14 and described in Section 1.3.1 of Chapter 2. 

8.7 RUNYAN CANYON PARK 

Runyan Canyon Park was discussed in the Draft SEIS/SEIR and the 1983 FEIS as part 
of the Santa Honiea Mountains National Recreation Area. This discussion is found 
in Chapter 3, Section 12 of the November 1987 Draft SEIS/SEIR and in Table 4·2 
~d Figure 4·11 of the 1983 FEIS. To assure full compliance with Section 4(f) 
'('-f the Department of Transportation Act of 1966, the Park is now also discussed 
in Section 16.6.2.3, "Runyan Canyon Park," of this Final SEIS/SEIR. 

In 1983, it was determined by the u.S. Department of Interior that no impact was 
,apparent from the "La Brea Bend" alignment, one of the alignments then under 
review (See "Technical Report on Biological Resources," Westec Services, Inc, 
January 1983 incorporated herein by reference). This alignment corresponds 
almost exactly with the New LPA as it passes through the Runyan Canyon Park. 
The Park was acquired by the City of Los Angeles in 1984. This area became 
parkland following publication of the 1983 FEIS. 
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I. 

CHAPTER 1: PURPOSE OF AND NEED FOR PROJECT 

SECTION 1. PROJECT CONTEXT AND BACKGROUND 

Under provisions of the National Environmental Policy Act (NEPA), 1969, the U.S. 
Department of Transportation/Urban Hass Transportation Administration (UHTA) 
and the Southern California Rapid Transit District (SCRTD) published in December 
1983 a Final Environmental Impact Statement (FEIS) on the Los Angeles Rail Rapid 
Transit Proj ec;t, "Hetro Rsil." In compliance with California Environmental 
Quality Act (CEQA) requirements, a Final Environmental Impact Report (FEIR) was 
published in November 1983. 

The Original LPA, an l8.6-mile subway with eighteen stations, was selected to 
serve the Regional Core of Los Angeles. The Regional Core is a 75-square mile 
financial, retail, cultural, and entertainment center of Southern California 
(Figure 1-1). The Original LPA included a subway beginning in downtown Los 
Angeles, running from Union Station in a roughly southwestern direction through 
the Central Business District (CBD) with stations along Hill Street at First and 
at Fifth streets (Figure 1-2). The route turned west under Seventh Street, with 
a station at Flower Street. After passing under the Harbor Freeway, the route 
paralleled Wilshire Boulevard to a station at Alvarado Avenue between Wilshire 
and Seventh Street. The route proceeded west along the Wilshire Corridor, and 
then north through the Fairfax and West Hollywood areas, with stations at 
Wilshire(Vermont, Wilshire/Normandie, Wilshire/Western, Wilshire/Crenshaw, 
Wilshire/La Brea, Wilshire/Fairfax, FairfaX/Beverly, and Fairfax/Santa Honica. 
The subway then proceeded eastward to serve Hollywood at Sunset/La Brea and 
Hollywood/Cahuenga and northward to serve the Hollywood Bowl. It then continued 
underneath the Santa Honica Hountains just west of the Cahuenga Pass to the San 
Fernando Valley, with final stations along Lankershim Boulevard at Universal City 
and at Chandler Boulevard in North Hollywood. 

The Original LPA was selected in 1983 for construction, and a capital grant 
application was submitted to UHTA. However, UHTA determined that it was unable 
to commit to the funding of the full 18.6 -mile system or even an 8. 8-mile segment 
because of budget constraints and legislation granting funding authority that 
prohibited the commitment of federal funds beyond the Fiscal Year 1986. UHTA 
requested that SCRTD define a project that could be funded within the 
authorization limits. SCRTD proposed a four-mile, five-station Hinimum Operable 
Segment (HOS-l), extending from a yard and shop facility south of Union Station 
to the Wilshire/Alvarado Station, as an initial segment for funding purposes. 
In August 1984, UHTA and SCRTD completed an Environmental Assessment (EA) for 
HOS-l. UHTA issued a Finding of No Significant Impact (FONSI) on November 21, 
1984. On August IS, 1986, UHTA signed a full-funding contract with the SCRTD 
for construction of HOS-l. Contracts were also signed with other state and local 
funding sources: (1) California Transportation Commission, (2) Los Angeles County 
Transportation Commission, and (3) City of Los Angeles. 
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The ground-breaking ceremony for KOS·l occurred on September 29, 1986, and 
construction on the KOS-1 segment has progressed on schedule and within the 
full-funding contract budget of $1,249,900,000. In Fiscal Year 1988, thirteen 
construction contracts were awarded. with a total value of $239,555,000. Of the 
active contracts, five have been completed and twenty are in progress. Eight 
construction/procurement contracts are scheduled to be awarded in fiscal year 
1989 (July 1, 1988 - June 30, 1989) for a total estimated value of $18,544,000. 
Service initiation for this segment is expe~ted in January 1993. 

l 

1-1·4 



SECTION 2. CONGRESSIONALLY ORDERED RE-ENGINEERING (CORE) sTIiDY 

In March 1985. a fire occurred at the Ross Dress-for-Less Store near the Wilshire 
Corridor at Third and Ogden Streets. Subsequent investigation by a special City 
of Los Angeles task force resulted in the conclusion that the source of the fire 
was naturally-occurring methane gas. The "Task Force Report On the March 24. 
1985. Methane Gss Explosion and Fire in Fairfax Area.· dated June 10, 1985. 
identified specific zones where conditions indicated a "potential risk" or 
"potential high risk" of encountering methane gas during subsurface excavations 
(Figure 1-3). An approximately three-mile segment of the Original LPA. including 
the Wilshire/La Brea. Wilshire/Fairfax. and Beverly/Fairfax Stations, fell within 
the' boundaries of these risk zones. 

As a result of concerns associated with the subsurface presence of methane gas, 
the U.S. Congress attached to Public Law No. 99-190 (December 19. 1985) the 
stipulation that the SCRTD could not tunnel in any of the risk zones identified 
in the City Task Force Report. The Congress also stipulated that the SCRTD 
should identify and study alternatives which would avoid these risk zones. 

In compliance with the Congressional mandate, the SCRTD initiated the 
Congressionally Ordered Re-Engineering (CORE) Study. The goal of the CORE Study 
wss to revise the Original LPA to avoid tunneling through gas risk zones while 
still providing servi.;:e in the Los Angeles Regional Core comparable to the 
service that was to have been provided by the Original LPA. The CORE Study was 
structured to respond to five decision milestones: 

One --- Public Consultation Plan; 
Two --- Subsurface Conditions Study; 
Three - Preferred Alignments and Stations; 
Four Operable Segmenta; and 
Five -- Supplemental Environmental Impact Statement/Subsequent 

Environmental Impact Report (SEIS/SEIR). 

To achieve the study goal. attention was focused on three main objectives: the 
identification and evaluation of alternative Metro Rail routings, the 
investigation of subsurface conditions. and the assessment of environmental 
impacts. The resulting "New LPA" avoids tunneling through the methane gas risk 
zones. 

The CORE Study was formally initiated in January 1986 and incorporated an 
extensive technical and public involvement process. Chapter 6 of the November 
1987 Draft SEIS/SEIR provides detailed !nformation.on the community involvement 
process. A chronological account of;tne evaluation of various project options 
may be found in the AppendiX to the' Draft SEIS/SEIR. The CORE Study process 
followed a two-level screening proc~dure instituted to promote examination of 
all feaSible options. an appropriate' level of community discussion. and an 
objective decision-making framework for identifying a New LPA. 
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The Draft SEIS/SEIR of November 1987 and its Kay 1988 Addendum document the 
activities undertaken by the SCRTD to comply with Congress' December 1985 
Kandate. These documents were developed consistent with federal and state 
regulations that require a supp1ements1 (NEPA) and subsequent (CEQA) document 
when changes have occurred to the proposed action that would result in 
significant environmental impacts that were not evaluated previously in the 
EIS/EIR. The additional documents. when taken in conjunction with the 1983 FEIS 
and 1984 EA, complete the environmental review of the changed project. On July 
14, 1988, the SCRTD Board of Directors selected Candidate Alignment 1. with 
minor modifications in the number and locstion of stations, as the New LPA 
(Figure 1-4). Negotiations between the federal government, Urban Kass 
Transportation Administration and the Los Angeles County Transportation 
Commission are currently underway to enter into a contract for funding of an 
KOS-2 with terminal stations at Wi1shire/Western and Hol1ywood/Vine. 
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SECTION 3. NEED FOR PROJECT 

The Original "Needs" for the Los Angeles Metro Rail Project were put forth in 
Chapter 1, Section 3, of the December 1983 FEIS. These justifications, as well 
as those additional stated in the November 1987 Draft SEIS/SEIR, are still valid. 
The major need for the New LPA is to allow the SCRTD to resume its original goal 
of providing transit accessibility throughout the Regional Core while, at the 
same time, complying with the Congressional Mandate to avoid tunneling through 
identified methane gas risk zones. 
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CHAPTER 2; PllOJECT ALTEWTIYlS 

SECTION 1. DESCRIPTION or ALTERN4TIYIIS 

1.1 INTBODQCTIQI 

A discussion of eight project alternatives is presented in this section: the 
Null or No Action Alternative, six build alternatives (CORE Study Candidate 
Alignments 1 through 6). and the New Locally Preferred Alternative (LPA). The 
New LPA is Candidate Alignment 1. modified to include a station at 
Hollywood/Highland and to omit the Hollywood Bowl Station. All project options 
include the MOS-l segment from the yard and shops south of Union Station to the 
Wilshire/Alvarado Station. The Valley segment between the Universal City and 
North Hollywood Stations is common to Candidate Alignments I through 6 (see the 
FEIS and the FEIR, or the EA for description and characteristics of these 
segments). A supporting bus system has been defined and incorporated into each 
of the project options, Plans and profiles. typical sections, and station 
layouts for Candidate Alignments 1 through 6 are contained in the Appendix to 
the Draft SEIS/SEIR of November 1987 and its Kay 1988 Addendum. The reader is 
referred to these documents for more in-depth discussion of Candidate Alignments 
1 through 6. Plans, profiles. and station layouts for the New LPA are included 
in this chapter. 

Potential temporary terminal stations were identified for each candidate 
alignment. The impacts of these termini are analyzed in-depth in the Draft 

·SEIS/SEIR of November 1987 and its Addendum of Kay 1988. to which the reader is 
referred. The New LPA is similarly treated. and descriptions of potential MOS-
2 segments are presented in this chapter. Negotiations are currently underway 
for the funding of an MOS-2 with terminal stal::ions at Wilshire/Western and 
Hollywood/Vine. 

As described below. Candidate Alignments 2, 4, 5 and 6 inc lude a segment of 
Metro Rail west of the Wilshire Boulevard/WesJ:ern Avenue Station. The Council 
of the City of Los Angeles and the SCRTD Board of Directors recommended that this 
portion of the project undergo additional stUdy conducted jointly by the City 
of Los Angeles and the SCRTD. Federal involvement in a Metro Rail extension 
beyond Wl1shire/Western is .not certain. 

1.2 NULL ALTEWTIVE 

1.2.1 ROUTE/ALIGNMENT DESCRIPTION 
t 

The Null Alternative includes a comple~e~ and operational MOS-I, the 4.4-mile 
subway system extending from a yard fnd shop facility south of Union Station to 
a terminal station at Wilshire Boulevard at Alvarado Street (Figure 2-1). MOS-l , . 
is the initial segment of the Origin~l ~cally Preferred Alternative defined for 
funding purposes. A full funding co~tract for MOS-l was signed August 27. 1986, 
and construction was initiated September 29, 1986. The MOS-l subway is scheduled 
to be operational in 1993. The Null Alternative includes this 4.4-mile subway 
system and a supporting bus system. 
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-The route for MOS-l begins at Union Station, where it turns west and south and 
-1"\ln5 through the CBO along Hill Street. Turning on Seventh Street, MOS-l heads 
toward the west side of downtown, past the Harbor Freeway, and continues to the 
Wilshire and Alvarado Station. Crossover tracks are located Just east of the 
terminal station at Wilshire/Alvarado_to satisfy operational requirements. In 
a~ition to the Union Station and Wilshire/Alvarado, stations are -located at 
the Civic Center (First and Hill Streets), Fifth and Hill Streets, and Seventh 
and Flower Streets. Operating characteristics of HOS-l are described in detail 
in the EA of 1984. 

1.2.2 NULL ALTERNATIVE BUS SYSTEM 

Southern California has the largest all-bus transit system in North America, 
dominated by SCRTO's 2400 bus fleet including spares. The SCRTO system extends 
frOm the Ventura County Line on the west to Riverside snd San Bernardino on the 
esst, a distance of approximately 90 miles, and from the north end of the San 
Fernando Valley to San Pedro and Long Beach on the south, a distance of 40 miles. 
Typical weekday patronage on the SCRTO's service system is apprOXimately 1.3 
million. The SCaTO operates approximately 1,900 buses in each peak and almost 
1,100 during the base period. Figure 2·2 illustrates the intensive bus service 
system in place in the Western and San Fernando Valley sectors. 

A bus feeder operating plan was developed as part of the Environmental Assessment 
for MOS-l (August 1984), Routes would be changed in order to directly serve the 
two terminal stations of the MOS-I aUgnment -- namely Union Station and 
Wilshire/Alvarado. Specifically, lines operating along Wilshire Boulevard would 
be modified to serve the Wilshire/Alvarado station. A layover for terminating 
buses would be created on Westlake Avenue immediately behind the station. While 
some Wilshire Boulevard buses would continue to run past the Alvarado Station 
to the Los Angeles Central Business District, the limited services (lines 320 
and 322) and the express line operating on Wilshire Boulevard (line 426) would 
be terminated at the Wilshire/Alvarado Station. In addition, Line 26 (FrankUn -
Virgil) would be routed to the Westlake terminal. 

Buses serving Union Station directly would proceed to a terminal on the west side 
of the station site. A future ramp from the bus terminal would allow El Monte 
Busway buses to immediately begin the return trip to the El Monte terminal. A 
shuttle system from El Monte to Union Station is contemplated for the busway 
operations. Lines currently using the busway which do not enter the busway at 
El Monte Station would also run to Union Station. Some buses would continue to 
run past the Union Station terminal 'to provide locsl service in the CliO, 
providing bus service connections between the Civic Center and Union Station 
along the rail line. A more detailed description of the proposed bus system 
changes is contained in the Milestone 9: Supporting Services document published 
in 1983 and the Environmental Assessment published in 1984. Prior to the opening 
of the rail system in 1993, the SCRTO will undertake an extensive community 
notification campaign to alert riders to the bus system changes. All proposed 
changes to the bus system will be the subject of a public hearing and affirmative 
action by the seRTO Board before implementation. 
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1.2.3 COSTS 

1.2.3.1 Capital Coat 

Under the Null Alternative, no additional rail capital costs beyond those 
associated with construction of MOS-l would be incurred. 

1.2.3.2 Operating Cost 

.The annual Year 2000 rail operating cost for MOS-l would be $15.4 million (1985 
dollars). The associated bus system operating cost would be $542.6 million in 
the same year. The operating total cost is predicted to be $558.0 million .. 

1. 3 m LOCALLY PlW'EBRIW ALTElUfATIYI 

On July 14. 1988. the SCRTD Board of Directors selected the CORE Study Candidate 
Alignment 1 with minor modifications in the number and location of stations as 
the New Locally Preferred Alternative (New LPA). Like the others, Candidate 
Alignment I waa extensively analyzed during the CORE Study. The reader is 
referred to the Draft SEIS/SEIR of November 1987 for further details. The New 
LPA differs from Candidate Alignment I chiefly in its substitution of the 
Hollywood Bowl Station with one at Hollywood Boulevard and Highland Avenue. This 
substitution results in the New LPAdiffering from Candidate Alignment 1 in terms 
of patronage, costs, and environmental impacts. Descriptions of the New LPA's 
alignment, operating characteristics, and costs follow. 

1.3.1 ROUTE/ALIGNMENT DESCRIPTION 

1.3.1.1 Full Alignment 

The New Locally Preferred Alternative (New LPA) is a 17.3-mile all-subway line 
with sixteen stations (Figure 2-3). Plans and profiles (Figures 2·4 through 2-
19) illustrate the route, station locations, and lengthS of cut-and-cover and 
bored-tunnel construction for Phase II of the New LPA. Leaving the 
Wilshire/Alvarado Station, the alignment would proceed west, passing under 
MacArthur Park Lake to Wilshire Boulevard at Park View. It would follow 
Wilshire Boulevard to Virgil Avenue, where it would turn .northwest to the 
Wilshire/Vermont Station, located on a diagonal in the northern half of the 
block formed by Wilshire Boulevard, Vermont Avenue, Sixth Street, and Shatto 
Place. After leaving the Wilshire/Vermont Station, the alignment would 
branch, one line continuing west in the Wilshire Corridor and the other line 
turning north along Vermont Avenue to Hollywood and the San Fernando Valley. 

The Valley branch would leave the Wilshire/Vermont Station heading northwest 
and curve back under Vermont Avenue at Third Street. It would continue north 
under Vermont, passing through stations at Beverly, Santa Monica and Sunset 
Boulevards. It would curve west under Hollywood Boulevard and continue to the 
Hollywood/Western, Hollywood/Vine, and Hollywood/Highland stations. It would 
then continue to the northwest along the Original LPA alignment through the 
Santa Monica Mountains to the Universal City and North Hollywood stations. 
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Leaving the Wilshire/Vermont Station, the.W6stern ~ranch would curve back under 
Wilshire Boulevard west of Alexandria Avenue to serve stations at 
Wilshire/Normandie and WilshireJWestern. 

Adjustments to Alignment 

During preparation of the Final SElS/SElR and the conduct of limited preliminary 
engineering, data on building foundations were obtained along the 
~ilshire/Vermont curve and the Hollywood Boulevard to North Hollywood curve to 
determine solutions that would remove or minimize impacts· to building 
foundations. During Project final design, these solutions will be further 
refined based on additional detailed data and calculations. Adjustments along 
the two curving sections of the alignment are described as follows. 

Wilshire/Yerwont Curve 

Several solutions were examined to minimize impacts to the u.s. Borax building 
at 3075 Wilshire, and other buildings, including the Fireman's Fund Building, 
the United Church of Religious Science Headquarters and the Hampshire Place 
Apartments. The adjusted alignment, as shown in Plan-and-Profile Figures 2-5, 
2 -7 and 2 -8, would significantly reduce the impacts to these buildings. 
Adjustments have been made to the radius of the curve and the length of the 
over/under segment of the tunnel arrangement. Detailed design and foundation 
support procedures will be determined during finsl design. 

HollywoodtHighland to North Hollywood Curve 

Several solutions were examined to minimize impacts to the new development, 
called the Galaxy Project, now under construction at the corner of Hollywood and 
Sycamore. Without changes to the alignment, the New LPA would pass directly 
under and through the underground parking structure of this development with 
significant cost impacts for the Metro Rail Project and the Galaxy Project. As 
shown in Plan-Profile Figure 2-14, the alignment has been adjusted to go around 
this development. 

1.3.1.2 Temporary Terminal Stations 

UMTA intenda to fulfill federal environmental reporting requirements for the 
entire New U'A with this document. Negotiations among the various funding 
agencies on funding commitment are in progress. To complete the environmental 
work while allOWing flexibility for the negotiating process and final design, 
possible pairings of terminal stations along the New LPA have been identified. 
The impacts of terminati~g either temporarily or permanently at these stations 
have been evaluated in .the Draft SEIS/SElR and are repeated in this document. 
Unless there are project changes resulting in significant new impacts or 
significant changes in impacts, this document will fulfill federal environmental 
reporting requirements for this New LPA, regardless of the outcome of these 
funding negotiations. 
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For purposes of evaluating potential impacts associated with opening only 
portions of the New LPA alignment. the following three station pairs have been 
identified (Figure 2-20): 

Case 1: 
Case 2: 
Case 3: 

Termini at Wilshire/Vestern and at Hollywood/Vine; 
Termini at Wilshire/Vestern and at Universal City; 
Termini at Wilahire/Vermont and at Univeraal City; 

Impacts associated with these possible terminal stations. both individually and 
when in pairs, are investigated in the Draft SEIS/SEIR and are repeated in this 
document. Negotiations are currently underway for the funding of Case 1. 

1.3.1.3 Station pescription' 

Station footprint plans for the New LPA have been developed as a part of 
Preliminary Engineering during the CORE Study and are shown in Figures 2-21 
through 2-37. For stations that may operate as terminals, both a ststion site 
plan and station location plan are shown. ~ese station footprints are subject
to change durJ.ng final deSign, during which tha exact dimensions, structural 
design and 19cationa of entrances and aneilliary facilities will be finalized,' 
General descriptions of Metro Rail Station design features also can be found in 
Chapter 2, pages 2-11 and 2-32, of the December 1983 FEIS. TO,best serve as muc~ 
of, the regional population as posSible,all. lI,tations'jilll be designed to mee1=
'~niform FederaLAccessiblll,ty, Standa,ds'.' 

Wilshire!Vermpnt 

The 11llshire/Vermont Station (Figures 2-21 and 2-22) is a two-level facUity with 
side platforms on each level. Entry is from stairs, escalators, and elevators 
located at the northeast corner of'Wilshire Boulevard and Vermont Avenue. A 
second station entrance is located approximately mid-block between Wilshire and 
Sixth Street on the east side of Vermont. Transit patrons descend to fare 
vending areas. Beyond banks of turnstlles is the paid area of tha concourse and 
more stairs, escalators and an elevator to the upper level train platform. For 
this level, one may descend via stairs. escalator, or elevator to the lower 
platform. 

The llilshire/Vermont Station will have 28 kiss-and-ride spaces off of Shatto 
Place. A through-block drive with 10 parking locations is planned for feeder 
bus service. A bus turnout for loading and unloading is currently planned for 
the east side of Vermont just north of its interaection with Wilshire. The 
length of the turnOut will' be determined during final design and will be adjusted, 
to meet traffic conditions. No tsark-and-ride spaces are planned for this 
station. 

~,llllshire/Vermont has been chosen as a potential temporary terminal station. As 
such, it will serve as a termination point for Bus Lines 21. 22. 320. and 322. 
These lines wUl move to the Wllshire/Vestern Station upon its completion. 
Chapter 3 contains a discussion of possible temporary terminal impacts and 
mitigation prOVisions for Wilshire/Vermont. 
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il1shlrelNormand1e 

The Wllshire/Normand1e Station (Figure 2-23) is a center-platform facility 
located in the Wilshire Boulevard right-of-way. A single entrance is to be 
located in the vacated right-of-way of Irolo Street just south of Wilshire 
Boulevard. Entry will be by stairs, escalators and elevator to a mezzanine at 
the station's eest end containing free and paid areas. A knock-out panel will 
be provided across the mezzanine from the planned entry to provide for a 
potential future entrance from the north side of Wilshire. Transit petrons will 
have access to the train platforlll from the mezzanine by means of stairs, 
escalators, or elevator. A bus turnout is planned for Irolo Street south of its 
curve to Normand1e. No other access features are planned for this station. 

'"illshireliest;ern 

The WilshireJllestern Station (Figures 2-24 and 2-25) ls a center-platforlll 
facility located in the Wilshire Boulevard right-of-way. A single station 
entrance will be located in the block in the northeast corner of the intersection 
of Wilshire and Western Avenue. Patrons will have access to a mid-platforlll 
mezzanine via stairs, escalators, and elevator. A knock-out panel at the foot 
of the stairs will allow future entry from the west side of Western Avenue. 
A second knock-out panel to be located across the mezzanine from the entrance 
will allow for a future entrance on the south side of Wilshire. Each end of 
the mezzanine will have stair and escalator access to the train platforlll below. 
An elevator will be located near the eastern end of the mezzanine. 

A through-block drive between Western and Oxford Street north of Wilshir, will 
provide layover spaces for twelve buses. Bicycle parking will also be provided 
near the station entrance. Chapter 3, Sections 1.2 and 1.3, conte ins a 
discussion of traffic impacts and mitigations for thie terlllinsl statlon. 

Y'mont/Beverly 

The Verlllont/8everly Station (Figure 2-26) is a center-platform facility located 
in the Verlllont Avenue right-of-way. Entry is planned from the northeast corner 
of the Verlllont and Beverly Boulevard intersection. Stairs, escalators, and an 
elevator will lead to a passageway which will turn to allow access to a mezzanine 
over the southern end of the train platform. A 1mock-out panel across the 
mezzanine from the entrance will allow for future access from the west side of 
Verlllont. Access to the pfatforlll will be via stairs, escalator, and elevator. 
Crossover tracks will be located south of the station platform. 

Vermgnt/SIDt. Ionica 

The Vermont/Santa Monica Station (Figure 2-27) is a ce~ter-platform facility 
located in the right-of-way of Vermont Avenue. A station entrance ls planned 
for the west side of Vermont between .Santa Monica Boulevard and Willowbrook 
Avenue. Stairs, escalators, and an elevator will aerve e mezzanine located above 
the center of the train platform. Stairs and escalators on either end of the 
mezzanine serve to the platform below. And elevator from the mezzanine to the 
platform will be located near the north end of the mezzanine. 
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V'mont/sunset 

Th, Vermont/Sunset Station (Figure 2-28) is a center-platform facility located 
in the right-of-way of Vermont Avenue. Two station entrances are planned. The 
first, located on the west side of Vermont between Fountain Avenue and Sunset 
Boulevard, will serve a mezzanine over the south end of the train platform. 
Access at this entrance will be provide via stairs and escalators. A knock
out panel On the mezzanine level will allow future access from the east side of 
Vermont. Stairs and escalators will lead from the mezzanine to the train 
platform. 

The second station entrance, located at the southeast corner of Vermont and 
,Haubert Avenue, will serve a mezzanine over the north end of the train platform. 

"'Access at this entrance will be provided via stairs, escalators, and elevator. 
~ passageway leads from the entrance to the mezzanine where transit patrons may 
USe stairs, escalators and an elevator for access to the train platform. 
Crossover tracks will be located south of the platform. 

HollyyoodlWesterq 

The Hollywood/Western Station (Figure 2-29) is a center-platform facility with 
a single entrance located at the southeast corner of the Hollywood Boulevard and 
Was tern Avenua intersection., Patrons will use stairs, escalators, and elevator 
to enter a long passageway leading to a mazzanine over the middle of the train 
platform. A knock-out panel across the mezzanine from the passageway allows 
for future access from the north side of Hollywood Boulevard. Stairs and 
escalators on either end of the mezzanine allow access to the platform below • • An elevator from the mezzanine to the platform will be located near the east end 
of mezzanine. 

HollyyoodlVine 

The HollywoodjVine Station (Figures 2-30 and'2-31) is a center-platform facility 
located in the right-of-way of Hollywood Boulevard. Two station entrances are 
planned. The first, located on the south side of Hollywood between Vine Street 
and Argyle Avenue, will serve a meZZanine over the west end of the train 
platform. Access at this entrance will be provided via stairs, escalators, and 
elevator. Staira, escalators, and an elevator will lead from the mezzanine to 
the train platform. 

The second atation entrance will be 'located on the north side of Hollywood 
between Argyle and Vista del Kar. Stairs and an escalator will serve a mezzanine 
over the e&at end of the train platform. Stairs and an escalator will lead from 
the mezzanine to the platform. 

HollywoodjVine has been chosen as a potential New LPA temporary terminal. 
Chapter 3, Section 1.2.3.2, contains possible provisions to be used to 
accommodate the predicted high volume of bus traffic at this station reSUlting 
from its use as a temporary terminal. Twenty kiss-n-dde spaces with access from 
Argyle will be located immediately north of the second station entrance. 
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HollywoodlBighlan4 

The Hollywood/8ighland Scacion (Figure 2-32) is a cencer-platform facility wich 
a single entrance located at the northeast corner of the Hollywood Boulevard and 
Orchid Avenue intersection. Stairs, escalators and an elevator provide access 
to a shorc passageway leading to a mezzanine over the west end of the train 
platform. Access from the mezzanine to the platform will be via· stairs, 
escalators, and elevator. eli: s·iicond-mezzanine -.over the: ea!!!; e!ld of· the platform, - J 

with --ii.:.knock.-o!!c panellead!,ng. to. the -southeast corner. of the .Hollywood sn.<t ) 
.Highland -Avenye - inte.~seccions , __ will be _provided .for. a~future_second station J 
Centrance.' - ,,- --~~ - "- ---

. An off-street facilicy thac will require layover space for eighc buses is 
4esireable. However, in che event an off-street facility cannot be secured, 
layover for eighc buses using on-street curb space in the vicinity of the station 
will be needed. Bus lines 1 (short line), 2 (short line), 5 (short line), and 

·210 will utilize the layover spaces. 

Universal Clty 

The Universal City Station (Figures 2-33, 2-34 and 2-35) is a center-platform 
facility located in the northwest corner of the Lankershim Boulevard and 
Hollywood Freeway intersection. A station entrance is planned for the west side 
of Lankershim Boulevard, adjacent to the Campo de Cahuenga State Historic Site. 
Stairs, escalators, and an elevator will serve a mezzanine located above the 
center of the train platform. . Stairs and escalators on either end 0/ the 
mezzanine sarve to the platform below. An elevator from the mezzanine to the 
platform will be located near the north end of the mezzanine. 

A new station access road, parallel to Bluffside Drive and spanning the freeway, 
will link three large surface parking lots. Park-and-ride patrons will occupy 
1,175 spaces, while kiss-and-ride patrons '111.11 use 40 spaces. UltUaately, 2,500 
spaces will be provided in surface and structure parking. A bus terminal will 
occupy the southern portion of the station site. Four bays will be available 
for passenger loading and unloading, and seventeen layover bays wnl be provided. 
Universal City hes been chosen as a potential New LPA temporary terminal. As 
a result, projected high volumes of bus and auto transit lJIS.y result in the 
impacts discussed in Chapter 3, Section 1.2.2.2. Possible mitigation measures 
for these impacts are discussed in Chapter 3, Section 1.2.3.2. 

Nqrth Hollyy004 

The North Hollywood Station (Figures 2-36 and 2-37), the northern terminus of 
the New LPA, is a center-platform facility located in the right-of-way of 
Lankershim Boulevard. The station has two entrances. The first, at the 
southeast corner of Lankershim and Chandler Boulevard South, is served by stairs 
and an escalator. A short passageway leads to a mezzanine over the south end 
of the train platform. A knock-out panel located across the mezzanine from the 
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entrance will allow future access from the southwest corner of the Lankershim 
and Chandler Boulevard South intersection. A surface parking lot with acceSS 
from Chandler Boulevard South will be located across the street from the station 
entrance. This lot will accommodate 146 park·n-ride and kiss-n-ride spaces. 

The second station entrance will be located at the northeast corner of the 
Lankershim Boulevard and Chandler Boulevard North intersection. Stairs, an 
escalator, and an elevator will Serve a passageway leading to a mezzanine over 
the north end of the train platform. A knock-out panel located across the 
mezzanine from the entrance will allow future access from the southwest corner 
of the Lankershim and Chandler Boulevard North intersection. Stairs, an 
escalator, and an elevator from the mezzanine will Serve the platform below. 

""A surface parking lot located immediately north of the second station entrance 
Vill contain 700 park-n-rida spaces. Access to this lot will be from Compston 
Avenue on the north and Fair Avenue on the eest. Future plans call for the 
construction of a parking garage to increase total park-n-ride capacity at the 
station to 2,500 automobiles. A driveway served by and parallel to Chandler 
Boulevard North will accommodate twelve bUSes for drop-off/pickup and layovers. 
A bicycle parking area is planned for near the station entrance. 

1.3.2 OPERATING CHARACTERISTICS 

1.3.2.1 Patronag. 

SCRTD expects daily rail boardings in the Year 2000 for the New LPA (including 
KOS-l) to be: 

o Case 1 (Wilshire~estern & Hollywood/Vine): 
o CaSe 2 (Wilahire~estern & Universal City): 
o Case 3 (Wilshire/Vermont & Universal City): 
o Full LPA (Wilshire~estern & North Hollywood): 

260,000 
288,000 
278,000 
298,000 

•• 

Total daily regional transit boardings for the "SCRTD system would be 1,946,000 
of which 1,648,000 would be on the bus system. Daily rail boardings by mode of 
access are shown in Table 2-1. Figur. 2-38 shows the aVe rag. daily rail 
boardings at all stations in th. Year 2000, as well as patronage along the 
various sections or "links" of the alignment. The highest link volume is 
expected to occur between the Seventh and Flower Station and the 
Wilshire/Alvarado Station, where about 79,000 patrons would be accommodated 
daily in each direction. UltTA considers the SCllTD patronage forecasts to be 
at the high end of the range of reasonable expectations. 

1.3.2.2 BpI Acc ••• 

Bus access would be providad either at off-street bus facilities or on-street 
bus bays or "turnouts." Off-street facilities would includa separate areas 
for passenger boarding/alighting and bus layover. Off-street bays would be 
used, in most cases, by buses terminating at the stations; on-street turnouts 
generally would be used by buses not terminating at the stations. Bus access 
facilities are shown on the station layout plans and are listed in Table 2-2. 
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TABLE 2-1 

SCRTD-PREDICTED DAILY RAIL TRANSIT BOARDINGS BY HODE OF ACCESS: 
REV LOCALLY PREFElUl.ED ALTERNATIVE 

(Including HOS-1) 

Stat;12ll l!i1~ EIl:k-n-11dl Kf.1II -n -IUIlII Ill!! 121;11 
1m.::.! 
Union Sta.tion 3,874 3,737 1,425 21,918 30,954 
Civic Center 12,614 0 0 11,364 23,978 
Fifth/Hill 28,972 0 0 18.722 47,694 
Seventh/Flower 8,951 0 0 22,194 31,145 
Wilshire/Alvarado 17.557 0 3.631 7,633 28.821 

PbaseII 
Wilshire/Vermont 16,656 0 3.419 15.186 35,261 
Wilshire/Normandie 2.376 0 1.811 909 5,096 
Wilshire/Western 3.413 0 3,196 10,383 16,992 
Universal City , 1,276 2,539 450 11.203 15,468 
North Hollywood 251 2,188 356 7.671 10,466 
Vermont/8everly 2,026 0 338 4.593 6.957 
Vermont/Santa Monica 3,098 0 237 4,064 7,399 
Ho11ywood/Vine 5,463 0 759 3.467 9,689 
Hollywood/Highland ~,527 ,~o ,802 ' 5.050 12,379 
Vermont/Sunset 1,552 0 483 4.284 6.319 
Hol1ywood/Western 1.803 ---ll 553 6.759 2,115 

TOTAL 116,409 8,464 17.460 155,400 297,733 

ihlln Opllrating As A Teminal; 

Case 1: 
0 Wilshire/Western 3.288 0 1,161 10.745 15.794 
0 Ho11ywood/Vine 4,670 0 1.457 14.741 21.165 

Case 2: 
0 Wi1shire/Western 3.393 0 3,177 10,322 16,892 . 
0 Universal City 1,270 3,868 678 15.088 20.904 

Case 3: 
0 Wilshire/Vermont 21,918 0 4.469 20,729 46,416 
0 Universal City 873 3;849 674 15.071 20,467 

Source: General Planning Consultant, Patronage Technical Report, 1987. 
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Statipn 

TABLE 2·2 

SUKMAaY OF STATION ACCESS FEATURES 
NE'Il LDCALLY PBEFEItIlED ALTERNATIVE 

Rigbt-of 
Way 

Ipcation 
Bus Facilities 
BayaCl) Turnout 

Off-Street 
Auto Facilities 

(Spaces) 
Park-t!.- Kin 

Ride -n-
(2) Ride 

Union Station(S) 
Civic Center . 
Fifthjl!ill 
Seventh/Flower 
Wilshire/Alvarado (5) 

Off-Street 27+20 300/2,500 
.Hill Hill 

Seventh 
Off-Street AlvaradO 20 

Phase U 

Off-Street 5+5 Vermont 28 
Wilshire 0 Iralo 
Ililshire 0+12 Western 
Vermont 
Vermont 
Vermont 
Hollywood 
Hollywood 20 

Off-Street 4+17 840/2,500 40 

Wilshire/Vermont(4) (5) 
Wilshiie/Normandie 
Wilshire/Yestern(4) 
Vermont/Beverly(5) 
Vermont/Santa Monica(S) 
Vermont/Sunset(S) 
Hollywood/yestern(5) 
Hollywood/Vine(3) (5) 
Hollywoodjl!ighland(5) 
Universal City(3)(S) 
North Hollywood(S) Lankershim 6+6 Chandler 700/2,500 146 

(1) Bus facilities identified are for boarding/alighting and for layover bays, 
respectively. 

(2) Park-and-ride capacities shown are for surface-only spaces, and for 
sutface + structure(s) spaces, respectively 

(3) Potential temporary terminus for north branch of Phase II. 
(4) Potential terminus· for western branch of Phase II. 
(5) Bicycle racka or lockers will be provided at all but the three CaD 

.stations and Ililshire/Normandie. 

Source: SCRTD. 
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1.3.2.3 Parking_ 

The drop-off and pick-up of kiss-and-ride passengers will be accommodated 
either off-street or on-street at all stations outside the CBD. For Phase II. 
park-and:ride facilities are planned at two stations: Universal City and North 
Hollywood. The surface-only spaces will be provided initially as part of the 
system construction project. Additional spaces are planned to be provided as 
demsnd warrants. Station access facilities are listed in Table 2-2. 

1.3.2.4 Service Frequency 

Operation of service for the New ~A will consist of trains running alternatively 
from Union Station to the Wilshire/Western Station and from Union Station to the 
North Hollywood Station. On each of these branches, trains will operate every 
six to eight minutes during peak perioda (Table 2-3). Because trains on both 
branches will operate over the section of line from Union Station to 
Wilshire(Vermont, this section of line will have a service frequency of five 
minutes for most of each weekday and 3 to 4 minutes in the peak periods. In the 
late evening, trains would operate at twenty-minute intervals on each branch, 
giving a combined headway On the downtown to- mid-Wilshire section of ten minutes. 

On weekends, service on each branch would be operated at fifteen-to-twenty-minute 
intervals, giving a downtown to mid-Wilshire service interval of 7 1/2 to 10 
minutes. 

Hours of operation for other rail rapid transit systems vary from 14 hours to 
24 hours per day. The operating characteristics described here assume a 20-
hour day for purposes of estimating fleet size, operating costs, and other system 
information. The 20-hour dsy allows a regular period for maintaining the tracks 
and other parts of the system. Table 2-3 shows the proposed hours of operation 
during the week and the frequency of service. 

1.3.2.5 Estimated Trayel Time 

Travel times depend upon the length of the line, the number of stations to be 
serviced, the speed restrictions encountered at curves on the line and the 
performance capabilities of the trains. One-way travel times from Union Station 
to terminal stations are shown in Table 2-4. 

1.3.2.6 Train Size 

Trains will consist of either four or six cars, dependi~ upon the capacity 
required to satisfy ridership levels. For the full alignment, peak period 
trains will have six cars and off-peak trains will have four cars. 

1.3.2.7 Fleet Size 

Fleet size depends upon the peak period service frequency, length of peak period 
trains and the- round-trip time for each branch service established to serve 
expected demand. Fleet size also includes vehicles needed for standby US~ (in 
the event a train in revenue service must be replaced) and spare vehicles to 
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TABLE 2-3 

PRELIKINARY YEAR 2000 SERVICE FREQUENCY: 
NULL ALTERNATIVE AND NEll LOCALLY PREFElI.RED ALTERNATIVE 

~,bedgl~d B~adwav 
NULL ALTERNATIVE NEll LEt. 

North Branch & Common 
Day/Period Time nros-ll Rest BranAA Section* 

lieekdays 

Early Morning 5:30 a.m~ - 6:30 a.m. 20 minutes 10 minutes 5 minutes 
A.M. Peak 6:30 a.m. - 8:30 a.m. 5 minutes 6-8 minutes 3-4 minutes 
Midday 8:30 a~m. - 3:30 p.m. 10 minutes 10 minutes 5 minutes 
P.M. Peak 3:30 p.m. - 5:30 p.m. 5 minutes 6-8 minutes 3-4 minutes 
Evening 5:30 p.m. - 7:30 p.m. 10 minutes 10 minutes 5 minutes 
Late, Evening 7:30 p.m. 1:30 a.m. 20 minutes 20 minutes 10 minutes 

Saturdays 

Morning 5:30 a.m. 7:30 a.m. 20 minutes 20 minutes 10 minutes 
Day/Evening 7:30 a.m. - 7:30 p.m. 20 minutes 15 minutes 7.5 minutes 
Lste Evening 7:30 p.m. - 1:30 a.m. 20 minutes 20 minutes 10 minutes 

Sundays {Hol idays 

All Day 5:30 a.m. - 1:30 a.m. 20 minutes 20 minutes 20 minutes 

*From the branching point east to Union Station. 

Source: SCRTD. 

account for vehicles undergoing maintenance and repair. Table 2-5 shows. the 
fleet size required. The Case 3 fleet requirement is based on a service plan 
in which all trains operate to Universal City. For the other two Phase II Cases 
and for the New LPA, train service would alternate between the north branch and 
the shorter west branch. The full LPA will require a fleet of 100 cars. 

1.3.2.8 Vebicle Loading 

Service frequency and train size have 'been set to ensure that a peak load of 
169 passengers per car is not exceeded on the heaviest link. This loading 
standard provides for 59 seated passengers, one patron in a wheelchair and 109 
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Project 
Option 

Null Alternative 

New LPA 

Source: SCRTD. 

TABLE 2-4 

ONE-WAY RAIL TRAVEL TIKES 
PaOK UNION STATION 

Terminal Statiop 

Wilshire/Alvarado 

Wilshire/Western (Full LPA) 
Universal City (Cases 2 6 3) 
North Hollywood (Full LPA) 

One-Vay 
Travel Time 

7 minutes 

13 minutes 
26 minutes 
30 minutes 

standees, each of whom will have 3.3 square feet of standing room. During the 
off ·peak periods, it is expected that the number of passengers in each' car will 
not exceed 100. 

1.3.2.9 System Capacity 

The ultimate capacity shown in Table 2-6 is the maximum number of .passengers that 
could be carried given various schedule headways and passenger loads per car. 

1.3.2.10 Subsystems 

Subsystems, the operating equipment portions of the rail transit project, include 
passenger vehicles, train control, communications, traction power, and fare 
collection. 'The following discussion covers tr'ain control; communication, and 
traction power only, since the other subsystems have already been described 
elsewhere. 

Train Control 

Metro Rail trains would be controlled automatically and manually. A central 
control facility will be located in a separate operations control center in the 
downtown area near Union Station. The facility will house the necessary 
displays, control consoles, communication, apparatus, and operating personnel 
responsible for the overall safety and security of passengers, and for the daily 
operation of trains, stations, and all supporting wayside apparatUS. Central 
Control will serve as the focal point from which all Metro Rail operations are 
to be supervised. Automated train controls will be installed to ensure train 
protection. 

2-1-52 



TABLE 2-5 

FLEET SIZE 
NULL ALTERNATIVE AND NEW LPA 

Oatlons 
Number of Rall Cars 

Required in Total Fleet 

Null Alternative 30 

Phase II 

Case 1 (Wilshire/Western & Hollywood/Vine)* 72 

Case 2 (Wilshire/Western & Universal City)* 88 

Case 3 (Wilshire/Vermont & Universal City)* 90 

New LfA* . 100 

*Including MOS·l Fleet 

Source; SCRTD. 

TABLE 2-6 

SYSTEM CAPACITY PASSENGERS PEB. BO'CR 

P1ann601 Peak Ult1mate Peak 
Load Passengers/ Sq. Ft./ Headway HIl§dway 

Standard Cars Standee (3 Hinutu) (2 Minutes) 

Peak 169 3.3 20,280 30,420 

Crush 220 2.25 26,400 39,600 

UMTA Standard 163 3.5 19,560 29,340 

Source; SCRTD Systems Operating Plan, October, 1986 
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Communications 

The communications subsystems will convey information among management, 
operations, maintenance, and security personnel, and to transit patrons. The 
communications subsystems include the following services: 

o Radio service between various areas for operations and 
maintenance, security purposes, and emergency needs; 

o Telephone services, including direct line emergency, 
administrative, maintenance, and public telephone service; 

o Public address and intercommunication systems services within the 
passenger stations; 

o Closed circuit teleVision surveillance at passenger stations; 
o Transmission via wire and cable to carry communications between 'the 

stations and Central Control. 

Traction Power 

The traction power subsystem provides power to the 'Passenger vehicles. 
Substations along the route will convert the higher commercial AC voltage to 
the lower DC voltage (750 volts) used by the trains. From the substations, the 
energy will be transferred to the third rail that supplies power to the train. 
Components of the traction power subsystem include transformers, rectifiers, 

switches and circuit breakers. 

-1.3.3 COSTS 

1.3.3.1 gapital Cost 

The capital costs (in December 1985 dollars) associated with the New LPA and the 
operable segments alternatives for Phase II are shown in Table 2·7. Operable 
segments alternatives are referred to as Cases 1, 2, and 3 as defined in Section 
1.3.1.2 of this Chapter (pg. 2-1-23). Negotiations are currently underway for 
the funding of Case 1 with terminal stations at Vilshlre/Western and 
Hollywood/Vine. These costs are based on unit costs per running foot for tunnel 
and cut-and-cover construction and applied to lengths taken off current plan and 
profile sheets. Average costs are used for each station, although special costs 
are included for three of the stations (North Hollywood, Universal City, and the 
over-under station at VUshire/Vermont).. .other costs for items such as tail 
tracks, crossovers, systems components, right-of-way, etc. are derived from 
earlier cost estimates based on specific quantities for this alignment. Included 
in the cost data for the New LPA are the costs of 1,840 surface-only parking 
spaces at Union Station, Universal City and North Hollywood. COst data have been 
revised based on bid experience for MOS-l. The total cost of Phase II is 
estimated to be $1,813 million while the New LPA is estimated to cost $3,024 
million in December 1985 dollars. 

1.3.3.2 .operating gosts 

The annual o'Perating cost of the New LPA in the Year 2000 is presented by 
operable segment and modal system in Table 2-8. For the full alignment \ the 
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annual rail oper4ting cost would be $35 million. The associated bus system 
operating cost would be $532.0 million in the same year. 

1. 4 OTHER ALTERNATIVES 

Other alternative alignments were considered during the CORE Study and evaluated 
in the Draft SEIS/SEIR and Addendum. These alternatives are described below. 

1.4.1 CANDIDATE ALIGNMENT 2 

Candidate Alignment 2 is a 15. 9-mile aerial and subway line with fourteen 
stations (Figure 2-39). Leaving the Vilshire/Alvarado Station. ,the alignment 
would proceed west, passing under MacArthur Park Lake and following Vilshire 
Boulevard to the VilshirefVermont Station. After leaving the VilshirefVermont 
Station the alignment would branch with one line continuing west in the Vilshire 
Corridor and the other line turning north along Vermont Avenue to Hollywood and 
the San Fernando Valley. 

The San Fernando Valley branch would transit from subway to aerial between Third 
and First Streets and continue as an aerial structure in the center of Vermont 
Avenue through stations at Beverly, Santa Monica, and Sunset Boulevards. It 
would curve to the west over a corner of Barnsdall Park, then continue west in 
,the center of Hollywood Boulevard. The aerial structure would continue along 
Hollywood Boulevard to the HollywoodjVestern Station, transit from aerial to 
subway between Bronson Avenue and Gower Street, and would continue by cut-and
cover construction to the subway station at HollywoodfVine. It would curve to 
the Hollywood Bowl Station and continue to the northwest along the Original LPA 
alignment through the Santa Monica Mountains to the Universal City and North 
Hollywood Stations. ' 

Leaving the VilshirefVermont Station. the western branch would continue under 
Wilshire Boulevard. passing through the Wilshire/Normandie and VilshirejVestern 
stations. The alignment would transit from subway to aerial between Vilton 
Place and lrving Boulevard and continue as an aerial structure in the ,center 
of Wilshire Boulevard to the Wilshire/Crenshaw Station" the Wilshire/La Brea 
Station, and an interim terminal at Fairfax Avenue. 

1.4.2 CANDIDATE ALIGNMENT 3 

Candidate Alignment 3 ia a IS. 4-mile aerial and subway line wi th thirteen 
stations (Figure 2-39). Leaving the Wilshire/Alvarado Station, the alignment 
would proceed west, passing under MacArthur Park Lake and following Wilshire 
Boulevard to the WilshlrefVermont Station. After leaVing the WilshirefVermont 
Station, the alignment would branch with one lIne continuing west in the Wilshire 
Corridor and the other line turning north along Vermont Avenue to Hollywood and 
the San Fernando Valley. 
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FIGURE 2-39 (Continued) 
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The Valley branch would leave the Wilshire/Vermont Station, transit from subway 
to aerial between Third and First Streets, and continue as an aerial structure 
in the center of Vermont Avenue through stations at Beverly, Santa Monica, and 
Sunset Boulevards. It would curve to the west over a corner of Barnsdall Park, 
then continue west in the center of Hollywood Boulevard. 'The aerial structure 
would continue along Hollywood Boulevard to the Hollywood/Western Station, 
transit from aerial to subway between Bronson Avenue and Gower Street, and 
continue by cut-and-cover construction to subway stations at Hollywood/Vine and 
Hollywood/Highland. It would curve to the Hollywood Bowl Station and continue 
to the northwest along the Original LPA alignment through the Santa Monica 
Mountains to the Universal City and North Hollywood Stations. 

Leaving the Wilshire/Vermont Station, the western branch would continue west 
under Wilshire Boulevard, passing through the Wilshire/Normandie 'and 
Wilshire/Western Stations. The alignment would turn south under Crenshaw 
Boulevard and proceed to a station at Crenshaw/Olympic. It would turn west 
under Pico Boulevard east of Plymouth Boulevard. From Pico Boulevard, the 
alignment would turn south through a reverse curve to the interim terminal at 
the Pico/San Vicente Station. 

1.4.3 CANDIDATE ALIGNMENT 4 

Candidate Alignment 4 is a l6.0-mile aerial and subway line with fifteen stations 
(Figure 2-39). Leaving the Wilshire/Alvarado Station, the alignment would 
proceed west, under MacArthur Park Lake and follOWing Wilshire Boulevard to the 
Wilshire/Vermont Station. After leaving the Wilshire/Vermont Station, the 
alignment would branch with one line continuing west in the Wilshire Corridor 
and the other line turning north along Vermont Avenue to Hollywood and the San 
Fernando Valley. 

The alignment for the Valley branch would leave the Wilshire/Vermont Station, 
transit from subway to aerial between Third and First Streets, and continue as 
an aerial structure in the center of Vermont Avenue through stations at Beverly 
and Santa Monica Boulevards. Leaving the Vermont/Santa Monica Station, the 
alignment would continue on Vermont, then curve west onto Sunset Boulevard. It 
would proceed on Sunset Boulevard, passing through stations at Edgemont and 
Western Avenues. Between Argyle Avenue and Gower Street it would transit from 
aerial to subway and continue beneath Sunset Boulevard to the Sunset/Vine 
Station. Turning northwest, it would pass through the Hollywood/Highland 
Station. The alignment then would curve to the Hollywood Bowl Station and 
continue northwest along the Original LPA alignment through the Santa Monica 
Mountains to the Universal City and North Hollywood Stations. Leaving the 
Wilshire/Vermont Station, the western branch would be the same as for Alignment 
2, described previously in Section 1.4.1. 

1.4.4 CANDIDATE ALIGNMENT 5 

Candidate Alignment 5 is a l5.2-mile aerial and subway line with twelve stations 
(Figure 2-39). Leaving the Wilshire/Alvarado Station, the alignment would follow 
the Original LPA Wilshire Corridor route under the MacArthur Park Lake to 
Wilshire Boulevard, continuing in an underground easement between Wilshire 
Boulevard and Sixth Street. After passing through the Wilshire/Vermont 
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Station, it returns to Wilshire Soulevard near Mariposa Avenue, passing through 
the Wilshire/No~ndie Station. The alignment then would branch with one line 
turning north up Western Avenue and the other continuing west on Wilshire 
Boulevard. 

The alignment for the Valley branch would leave the Wilshire/Normandie Station 
in a northwesterly direction and curve under Ilestern Avenue to the 
Ilestern/Beverly and Western/Santa Konica Stations. It would curve northwest 
to the Sunset/Vine Station, then continue on to the HollYWOOd Sowl Station and 
follow the Original LPA route to the North Hollywood Station. 

Leaving the ~ilshire/Vermont Station, the western branch would be tbe same as 
for Alignment 2, described previously in Section 1.4.1. 

1.4.5 CANDIDATE ALIGNMENT 6 

Candidate Alignment 6 is a 15. 9-mile aerial and subway line with fourteen 
stations '(Figure 2-39). Leaving the Wilshire/Alvarado Station, the alignment 
follows Ililshire Boulevard to the Ililshire/Vermont Station. After leaving 
the Wilshire/Vermont Station, the alignment branches, with one line continuing 
west in the Wilshire Corridor and the other line turning north along Vermont 
Avenue to the HollYWOOd area and the San Fernando Valley. The western branch 
1s the same as for Candidate Alignment 4, described in Section 1.6.1 of this 
chapter. 

The alignment for the Valley branch leaves the Ililshire/Vermont Station, transits 
from subway to aerial between Third and First Streets, and continues as an aerial 
structure in the Vermont Avenue right-of-way where it serves the Vermont/Beverly 
and Vermont/Santa Konica StationS. It then curves west along Sunset Boulevard 
to the Vermont/Sunset and SunsetjWestern Stations, transits to subway,' and heads 
west beneath Hollywood Soulevard to the Hollywood/Vine and Hollywood/Highland 
Stations. Ilest' of Ho1lywood/Highland, the alignment curves northwest through 
the Santa Konica Mountains to the Universal City and North Hollywood Stations. 
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SECTION 2:. SELECTION OF mE m LOGAr.r.y PiElEllRED ALTERNATIVE 

2 .1 ImOD'OCTION 

The environmental impact assessment process is designed to provide 
decision-makers with information pertinent to the anticipated effects associated 
with reasonable alternatives. This document in conjunction with other 
sssociated information provides the basis for selecting a New Locally Preferred 
Alternative (LPA). The SCRID Board of Directors considered for decision 
purposes six CORE Study candidate alignment:s and a Null Alternative. These 
options were presented in the Draft SEIS/SEIR (November 1987) and the Addendum 
t:o the Draft SEIS/SEIR (May 1988). Expected environmental imPacts, service to 
ehe Regional Core, community support, costs, and other evaluation measures were 
reviewed in the selection of the New LPA. 

The New LPA alignment could not be configured so as to include both the 
lIollywood/Highland and Hollywood Bowl Stations and support local land use 
objectives in the Regional Core. The Board considered whether (1) to not 
establish a direct link between the Hollywood Bowl and Metro Rail or (2) to 
design and implement a direct transit connector. The Bosrd expressed a strong 
desire to receive funding from the City of Los Angeles for completion of 
appropriate environmental studies and development of a local funding plan for 
implementation of a direct transit connector between the Hollywood/Highland 
Station and the Hollywood Bowl. 

2.2 DECISION iATIQNALE 

Candidate Alignment 1, with minor modifications to the number and location of 
stations, was selected as the New LPA after careful review of the benefits, 
actua~ and potential environmental impacts, service characteristics, costs. and 
community support associated with each candidate alignment and the Null 
Alternative. Substantial public input was included in this decision-making 
process. Also considered were the recommendations of the City of Los Angeles. 
Specific elements making up the decision rationale for selecting the New LPA are 
discussed below. The reader is referred to the November 1987 Draft SEIS/SEIR 
and its Kay 1988 Addendum for more detailed discussion of Candidate Alignments 
1 through 6. 

2.2.1 PUBLIC INPUT 

Since inception of the CORE Study in January 1986. strong public support has 
been received for extending Metro Reil service beyond the initial MOS-l project. 
participation in tha planning and enviionmental analysis of the CORE Study 
alternatives has been coordinated through the Interagency Management Committee 
(IMC) composed of representatives of local. regional. and·state agencies; the 
CORE Forum meetings engaging community representatives and elected officials; 
neighborhood presentations which sought public input on alignment and sequencing 
considerations; and. periodic presentations to the Los Angeles CitY Council and 
its committees as required for information and action. 
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The overwhelming majority of comments received regarding the CORE Study candidate 
alignments are in favor of an all-subway system. The New LPA is consistent with 
an apparent public consensus. Comments that have indicated some acceptance of 
alignments with aerial segments have done so largely from the perspective of the 
potential cost savings. Potential savings were significantly reduced as a result 
of an increase in the length of subway, higher displacement costs and revised 
capital cost estimates. Strong opposition to aerial operations was expressed 
by those who live and work in the corridors considered for aerial treacment. 

2.2.2 CAPITAL COSTS 

In Harch 1988, the Urban Kass Transportation Administration (UHTA) approved an 
Letter of No Prejudice (LONP) permitting the SCRTD to initiate Limited 
Preliminary Engineering (LPE) on Phase II of the Metro Rail Project. As part 
of this work, the District revised and updated the capital cost estimates for 
all CORE Study candidate alignments. The new estimates reflect recent bid 
experience on HOS-l and include revised estimates for right-of-way acquisition 
and other District costs. These new estimates reflect recommendations made by 
independent consultants on costing methodologies which take into account the 
varying degrees of uncertainty regarding subway and aerial construction in the 
regionsl core. 

The revised costs differ from those published in the Addendum to the Draft 
SEIS/SEIR on Kay 20, 1988. These revised costs were provided to the IKC for 
consideration and to the City of Los Angeles and the LACTC for their LPA and 
Phase II deliberations. Revised costs also were presented at the June 21, 1988 
public hearing on the Addendum to the Draft SEIS/SEIR. 

Base.d on these cost revisions, it is now estimated that the capital costs, for 
example, of const.ruction segments .terminating at Vl1shire/Western and Universal 
City for Candidate Alignment 1 (all-subway) and for Candidate Alignment 6 (subway 
and aerial) would be virtually the same. (It must be noted that Candidate 
Alignment 6 has one additional station at Hollywood Boulevard and Highland 
Avenue. ) Candidate Alignments 2 through 4, which have nearly four miles of 
aerial guideway, are $20-100 million less expensive (1.2\ to 5.9\). Candidate 
Alignment 5. which as three leu stations than Candidate Alignment 6 and two less 
stations than Candidate Alignment 1. is $200 million less. 

The savings associated with the inclusion of aerial segments in Candidate 
Alignments 2, 3. 4, 5, and 6 largely are diminished by: 

o the relatively short length of aerial segments; 

o the considerable real estate costs associated with right-of-way 
acquisition at subway-aerial transition zones; 

o special bridge construction over the Hollywood Freeway; 

o right-of-way costs associated with Fire/Life/Safety requirements for 
emergency exists from station platforms; and. 
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o requirements for maintaining street capacity which necessitate 
addieional real estate acquisition in some areas. 

Although the New LPA costs more than other alignments considered, the scaTD 
Board of Directors believes that the LPA choice is justified principally because 
of: (1) the added benefits of service (the New LPA is 0.8 miles longer and has" 
two more stations than the equivalent Phase II portion of the least costly 
alignment), (2) the support of local land use plans by the New LPA, (3) the 
environmental impacts associated with aerial alternatives (noise, vibration, 
land use, relocation/displacement, traffic, parking, visual, historic/cultural, 
etc.), and (4) the conformance of the New LPA with the expressed public support 
for an all-subway system. 

2.2.3 SElI.VICE 

The goal of" the Metro Rail Project is-to serve the Regional Core of Los Angeles 
in support of the City and regional land use objectives, specifically including 
the interconnection of the Los Angeles Central Business District (CBD) , the 
Alvarado/Westlake District, the Wilshire District, Hollywood and the San Fernando 
Valley. All candidate alignments meet these objectives to varying degrees; 
however, the New LPA appears to more satisfactorily reflect local objectives 
relative to service, land use, and environmental impacts as discussed below. 

2 .2 . 3 . 1 Vermont Avenue versus Western AVenue AliKDment 

All candidate alignments, except Candidate- Alignment 5, serve Vermont Avenue. 
Vermont Avenue is the second most heavily patronized route in the SCRTD bus 
system. 

Several major institutions and traffic generators would" be served by an alignment 
on Vermont Avenue, "including Los Angeles City College, the Braille Institute, 
and the Kaiser, Hollywood Presbyterian, and Children's Hospitals. No major 
generators or institutions are located on Western Avenue and the street primarily 
has residential-oriented commercial businesses. All public comment favored a 
Vermont Avenue alignment. There was no support expressed from the community 
for a Western Avenue alternative. 

2.2.3.2 Hollywood Boulevard versus Sunset Boulevard Alignment 

Both Hollywood and Sunset Boulevards are highly developed and hav~ high bus 
ridership. Hollywood Boulevard rail ridership potential is higher initially 
given the existing commercial and tourist attractions and given that Hollywood 
Boulevard serves as the terminus for several bus lines and provides more suitable 
station locations for this purpose. The existing land uses "on both streets 
would be supported by Metro Rail, although Sunset Boulevard has a higher joint 
development potential. In the long run, considerable Metro Rail patronage could 
be generated from new Sunset Boulevard development; but there is considerable 
concern by the Sunset Boulevard broadcast and recording industry regarding 
environmental impacts (especially, noise, vibration, and electromagnetic 
interference) resulting from either aerial or subway alignments. 
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2.2.3.3 Bollywood/Bighland Statign versus Hollyyood Iowl Station 
-

~ 'Downtown Hollywood 111 generally defined all the area surrounding' the 
l' Hollywood/Highland intersection. Major redevelopment actions proposed to 'the 

west of the Hollywood/Highland Station would provide substantial additional 
i ridership currently not reflected in patronege esi:imates. Also; the 
'Hollywood/Highland Station is located at the center of the major Hollywood 
tourist attractions, which undoUbtedly would generate ridership. This potential 
riderllhip is not reflected in patronage 'estimates., The Hollywood Bowl is an 
important regional resource for its events and museums. but a Hollywood Bowl 
Station does not provide the continuous. year-round transportation benefits that 
is anticipated with the Hollywood/Highland Station included in the New LPA. 

The desire by the City of Los Angeles to locate a Metro Ran station at Hollywood 
and Highland effectively precludes a future station at the Hollywood Bowl and 
adds approximately $66 million to the cost of-the project when compared with 
Candidate Alignment 1. This additional station is justified on the basis of 
its transportation benefits and conformance with the land USe and growth 
msnagement Objectives for Hollywood. It will be located in an area of high 
popUlation and employment density which ia planned to receive additional. high 
quality development in future years. 

This decision, while benefiting Hollywood, has negative regional impacts in that 
it eliminates direct rail transit service to the Hollywood Bowl. a significant 
cultural resource for the people of the Los Angeles Metropolitan area. 
Recognizing the significance of the HollYWOOd Bowl. the SCRTO Board of Directors 
adopted a resolution for the City of Los Angeles to commit to: (1) ,the 
completion of an environmental study of alternate transit linkages between Metro 
Rail and the Hollywood Bowl. and (2) securing the necessary public and private 
funding to construct this 'linkage in time for its simultaneous opening of Metro 
Rail service in Hollywood. . 

The Hollywood Bowl Transit Connector is d1scussed in this document and the 
Addendum to the Draft SEIS/SEIR to satisfy the Council on Environmental Quality 
requirement that the secondary and cumulative impacts resulting from the Federal 
project and other reasonably foreseeable future projects be assessed. The 
construction of a Hollywood Bowl Connector would not involve the use of UMTA 
funds. 

2.2.4 ENVIl!.OlOIENTAL IlIPACTS' 

The New LPA, like the other all-subway candidate alignments, would have the 
least adverse environmental impacts, particularly impacts relating to noise, 
vibration, land use, relocation and displacement, traffic and parking, and the 
number of cultural and historic properties affected. The New LPA would require 
relocation of 87 commercial properties, 834 employees, and 150 residential units. 
Candidate Alignment 6, by comparison, would require location of 154 commercial 
properties, 2,636 employees, and 311 residential units. 

Public review of the 1983 Final EIS plan for traffic facilities in the Vicinity 
of the Universal City Station resulted in the identification of additional 
facilities to mitigate the anticipated traffic impacts. The addition of these 
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facilities to the program has been endorsed by the California Department of 
Transportation (qaltrans), area developers, property owners. and also the Los 
Angeles City Planning Commission. the Los Angeles City Council, and the LACTC. 
This multi-agency program includes s parking structure, street widening, a new 
six-lane roadway, and changes to ramp connections to the Hollywood Freeway. 
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CHAPTER 3: AFFECTEP ENVIROmNT AIm ENVIRONMENTAL CONSEQUENCES 

This chapter describes the existing and probable future environmental setting 
of the Regional Core, the likely environmental effects associated with the New 
LPA and the Null Alternative, and mitigation measures to minimize or avoid 
potential adverse effects. At times, reference is made to the FEIS (November, 
1983) or EA (August, 1984) for the details of existing conditions and impacts 
related to portions of the Original LPA, specifically MOS·l and the San Fernando 
Valley segment, that have not changed. In some cases, information in the FEIS 
and EA has been updated to reflect changes since publication. In other cases, 
additional material is included to cover new relevant areas not described in the 
FEIS or EA. This chapter focuses on segments of the New LPA that were not 
evaluated in the FEIS. Impacts for the New LPA have been evaluated for various 
geographic subareas of the Regional Core (e.g., specific alignment segments, one· 
half mile and one-quarter mile radii from the stations, general station areas, 
defined community areas, etc.). 

SECTION 1. TRANSPORTAtIOH 

This section provides discussion of existing transportation conditions in the 
Regional Core and expected transportation impacts of the New LPA. Transportation 
impacts encompass changes associated with transit, traffic, and parking. More 
detail on existing conditions can be found in the FEIS (see pp. 3-2 through 3·6, 
pp. 3-9 through 3·12, and pp. 3-27 through 3-29). The "Traffic and Parking 
Technical Report" (Schimpeler Corradino Associates, 1987), the "Special Analysis 
of Traffic Impacts of Vermont Aerial Alignment" (Schimpeler Corradino Associates, 
1987), and the "Patronage Technical Report," (SCRTD General Planning Consultant, 
1987) , should be consulted for more detail on potential transportation impacts. 
The Draft SEIS/SEIR of November, 1987 and its May 1988 Addendum summarize the 
impacts of Candidate Alignments 1 through 6. Discussion of circulation impacts 
during Metro Rail construction may be found in Section 15.2 of this chapter. 

1.1 TRANSIT 

1.1.1 EXISTING TRANSIT SERVICES 

Existing conditions in the Regional Core are described in the FEIS. SCRTD's 
"Milestone 9 Report: Supporting Services Plan," published in 1983, contains a 
detailed discussion of the bus routing plan for the Original LPA. 

1.1.2 TRANSIT SERVICE IMPACTS 

Consideration of the candidate alignments required an assessment of the 
Supporting Services Plan, which establishes feeder bus routes. As a result of 
this assessment, the SeaTD prepared a report addressing the "Bus-Rail Interface 
for CORE Alignments." The report specifies changes to the Supporting Services 
Plan necessary to attain efficient bus support of each rapid rail alignment. 
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Table 3-1 identifies the bus routes that would be affected by the New LPA. The 
New LPA would have a fleet requirement exceeding 2,000 vehicles. With reduced 
requirements for "feeder bus" service, the Null Alternative would require a fleet 
of 2,051 buses. 

1.2 TRAFFIC 

1.2.1 EXISTING TRAFFIC CONDITIONS 

Freeways serving the Regional Core become severely congested during peak commuter 
periods and operate at or near capacity during much of the day. The daily travel 
demand on freeways is projected to increase by approximately twenty percent by 
the year 2000. Given the capacity constraints on existing freeways, the majority 
of travel between major destinations within the Regional Core occurs on arterial 
streets. Without major improvement in transit service, traffic congestion will 
worsen significantly, affecting an increasing number of facilities. 

1.2.2 TRAFFIC IMPACTS 

Traffic flow associated with the New LPA would be expected to differ from the 
Null Alternative. Travel diverted to an extended rapid rail transit system would 
reduce the number of auto trips in the Regional Core. However, auto trips also 
would be associated with travel to and from Metro Rail stations. Thus, there 
will be localized traffic increases in the area of stations, especially those 
with parking facilities offering high levels of access for park-and-ride and 
kiss-and-ride patrons. Increases in traffic volumes on streets in station areas 
could have an effect on traffic flow at intersections critical to transit station 
access. 

Traffic conditions for the Null Alternative in the year 2000 were established 
as "background" traffic volumes in the Regional Core, with only KOS-l in place. 
Only station access. traffic associated with KOS-l stations is included. To 
determine traffic impacts associated with the New LPA, base traffic volumes 
established for the Null Alternative were modified to include additional station 
access traffic. Station access traffic includes park-and-ride and kiss-and-ride 
auto traffic and bus traffic consisting of feeder and line-haul buses. Physical 
and operational intersection improvements assumed under the Null Alternative also 
were assumed with respect to analyses of the New LPA. Impacts at critical 
intersections near temporary terminal stations were analyzed. 

Changes in auto trips between the Null Alternative and the New LPA were examined 
in terms of the diversion from auto to transit. Four .screenlines were 
established to measure changes in auto trips In both the east-west and north
s.outh. direction within the Regional Core. Changes in the number of auto trips 
across the screenlines were obtained from mode-choice model output generated by 
the SCRTD from total person trip projections produced by the Southern California 
Association of Governments (SCAG) for the region. 

The screenline analysis predicted a 2.1 percent average reduction in auto trips 
in the east-west direction under "with project" conditions. For the north-south 
screenlines, a 1. 25 percent average reduction in auto trips was calculated. The 
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Bus 
Line 

1 
18 
21 
22 
26 
51 
66/67 
180 
181 
201 
204 
207 
208 
209 
210 
212 
217 
304 
320 
322 
420X 
424X 
425X 
427X 
434X 
436X 
439X 

TABLE 3-1 

BUS ROUTES THAT ClWiGE VITH THE !!lEV LPA* 

Route Name 

Century City/Hollywood B1vd./Sunset Blvd. 
W. 6th St./Wi1shire Blvd. 
Wilshire Blvd. 
Wilshire Blvd. 
W. 7th St./Virgil Ave./Franklin Ave. 
W. 7th St. 
E. Olympic Blvd./8th Street 
Hollywood/Glendale/Pasadens 
Hollywood/Glendale/Pasadena 
Silverlake Blvd. 
Vermont Ave. 
Western Ave. 
Beechwood Shuttle 
Van Ness Ave./Arlington Ave. 
Crenshaw Blvd./Vine St. 
La Brea Ave./Hollywood Way 
Fairfax Ave./Hollywood Blvd. 
L.A./S. Monica Ltd. 
Wilshire Blvd. 
Wilshire Blvd. 
S.F. Valley/Cahuenga Pass/L,A. CBO 
S.F. Valley/Hollywood Fwy/L.A. CBO 
S.F. Valley/Hol1ywood Fwy/L.A. CBO 
S.F. Val1ey/Hollywood Fwy/L.A. CBO 

. Westwood/So Monica Fwy/L.A. CBO 
Venice Blvd./S. Monica Fwy/L.A. CBO 
Westwood/So Monica Fwy/L.A. CBD 

* Routes identified are those for which operationsl changes are anticipated 
to support Metro Rail services. Other routes that may be affected 
indirectly (i.e., more ridership) are not identified. 

Source: MOS-I, Environmental Assessment; Candidate Alignments, 'Sus-Rail 
Interface for CORE Alignments," SCRTO. 
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overall reduceion in aueo erips from ehe Null Aleernaeive was calculaced to be 
1.6 percene for the Regional Core. This eseimated decrease in auto erips within 

the Regional Core should result in reduced congestion. However, the analysis 
of traffic impacts of'che candidate alignments at selected ineersections did not 
include an adjustment of traffic volUDIes eo reflect the expected shift to 
eransit. More exeensive analysis of previous work by LADDT may show a eraffic 
decrease of up to five percent due to che presence of Metro Rail stations at 
intersections along the New LPA alignment. The use of unadjusted traffic 

_ volumes. in effece. represenes a "worst ease" analysis. 

Expected changes in critical volUDIes and level of service (LOS) at affected 
ineersections were identified (see Table 3-2 for definieions of level of 
service) • This was accomplished by assigning station access traffic to 
background traffic volUDIes established for the Null Alternative. Level of 
service 1) was considered to be accepeable. Service levels E and F were 
considered unaccepeable. At these service levels, severe congestion would be 
expected to occur and efforts would be required to mitigate the impact of station 
access traffic. 

The method used for calculating capacity followed procedures for planning 
applications as described in Circular 212. "Interim Materials on High.:ay 
Capacity," published by the Transportation Research Board (TRB). The capacity 
estimation procedures adopeed from Circular 212 are referred to as "critical 
movement" analysis. - Critical movement analysis involves the assessment of 
intersection geometry and traffic signal operation to establish the level-of· 
service (or capacity) for an intersection as an operating unit. The calculation 
of capacity assumed che existence of street improvements included in che City's 
Capital Improvement Program, Communicy Redevelopment Agency projects, and private 
development projects. In addition. possible operational improvements normally 
implemented by LADDT were identified for intersections expected to be operating 
at LOS E or F in the Year2DOO. 

The severity of impact of station access traffic was qualitatively determined 
to be "minor," "moderate,· or "major.· If the change in critical volume was 
calculated to be 75 vehicles or less, the impact was determined to be minor. 
Moderate traffic impaccs would be exPected if the change in critical volume was 
more than 75, but less than 150 vehicles. A change in critical volume greater 
than 150 vehicles was eons ida red to be a major impact on traffic flow at the 
intersection. This rating of traffic impacts was derived from threshold levels 
of critical volumes for levels of servic'e A through F for planning applications 
as described in Circular 212. A review of the critical volumes by level of 
ser'V'iee revealed that a change in crit'ical volUlDjil of 150 vehicles per hour would 
produce ,a change in service level from one level to the next. 

1. 2.2.1 Null Alternative 

The Null Alternative includes a 4.4-mile rail transit system serving the CBD and 
Westlake area. Projected residential and employment growth in the Regional Core 
will- further burden an already inadequate traffic circulation system. By the 
year 2000, demand on the Regional Core's arterial system will increase by nearly 
two million vehicle miles daily; such an increase will result in severe deiays. 
Assuming that no major addition to capacity occurs and that only currently 
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TABLE 3-2 
LEVEL OF SERVICE OPERATING CHARACTERISTICS 

Level-of-Seryice Interpretation 

A & B Uncongested operations; all vehicles clear intersection in a single 
signal cycle. 

C Light congestion; occasional backups on critical approaches to 
intersection. 

o Congestion on critical approaches, but intersection is functional. 
Vehicles required to wait through more than one cycle during short 
peaks. No long standing lines formed. 

E Severe congestion at intersection with some long standing lines on' 
critical approaches. Blockage of intersection may occur if traffic 
signal does not provide for protected turning movements. 

F Total breakdown with stop-and-go operation. 

Source: Highw,ay Capac! ty Manual. 

planned intersection and roadway improvements are implemented, it is projected 
that the number of severely congested key intersections ~nd freeway sections 
will increase significantly by year 2000. 

The above conclusion is based on an analysis of traffic conditions established 
for the Null Alternative. TraffiC volumes were, obtained from the auto 
assignments performed for the FEIS, as reported in the "Working Paper, Revised 
2000 Base Condition Traffic Volumes," prepared by the Department of 
Transportation, City of Los Angeles (IAOOT) , October 1982. The year 2000 traffic 
assignment was validated using current traffic counts through the year 1985 as 
obtained from LADOT. The accuracy of LADOT's auto assignment was found to be 
within the acceptable range of error for simulated travel forecasts. 

Traffic conditions for the Null Alternative were established for a total of 58 
selected intersections. The selection of intersections was guided by the routes 
of the candidate alignments and traffic access requirements related to the 
location of stations. The selection thus facilitated establishing impacts' 
related to the availability of rail service in corridors examined. Selected 
intersections generally lie within a one-half mile radius of proposed station 
locations in the San Fernando Valley and a one-half mile corridor along each of 
the candidate alignments outside of the Valley. The selected intersections 
aSSOCiated with each station were identified through a review of existing traffic 
volumes within the station areas and the directional distribution of the 
projected station access trips. The previous work performed by LADOT in support 
of the FEIS and EA also was incorporated in the process to select intersections 
for traffic analysis. 
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The results of the analysis of volume and capacity at selected intersections 
under the Null Alternative are presented in Table 3·3. Intersections operating 
at LOS 1£ or F during the p.m. peak hour are displayed graphically in Figure 3-1-
Of the 58 intersections analyzed for traffic impacts, a total of 43 would operate 
at LOS E or F. Fifteen would operate at LOS D or better. 

The most Severe traffic congestion under the Null Alternative would occur south 
of the Hollywood area as a result of increasing population and employment 
densities. In contrast, traffic congestion in the North Hollywood area is 
expected to be relieved somewhat by street improvements. These include a new 
Universal City access bridge across the Hollywood Freeway and the recent 
reconstruction of the complex, six-way intersection at Camarillo, Lankershim, 
and Vineland. Other improvements, programmed to accompany redevelopment in the 
North Hollywood Commercial Core (Lankershtm between Magnolia and Chandler), are 
expected to 'improve traffic flow, even when the traffic from planned neW 
developments is included. Only in the vicinity of Universal City along 
Lankershim Boulevard would traffic delays in North Hollywood appear likely to 
worsen. The Universal Place on-ramp to the Hollywood Freeway is expected to 
become a particular problem area. Level of service E or F 1s expected to be 
commonplace on the Hollywood and Ventura Freeways during peak commute periods. 

1.2.2.2 New Locally Preferred Altexnat1ye 

System Traffic Impacts 

Table 3-4 summarizes the impacts of station access traffic on critical volumes 
and levels of service .at critical intersections for the New LPA. Figure 3-2 
shows the location of these intersections. Analysis.of the Null Alternative data 
reveals that 16 of 31 critical intersections along the New LPA alignment would 
be operating at LOS F in the year 2000, with five at LOS E, and ten at LOS D or 
better. Adding station access traffic, the number of intersections at LOS F 
would increase by three to nineteen, and the number at LOS E would decrease to 
four. The remaining eight intersections would operate at LOS D or better. 
Station traffic impacts on critical volumes at these intersections were rated 
as major for six intersections, moderate for five intersections, and minor for 
20 intersections. If patronage on the New LPA is lower than SeaTO projections, 
traffic impacts would be less severe and some traffic control measures discussed 
in Section 1.2.3 of this Chapter may not be necessary. 

Temporary T'rm!nal StBtion Impacts 

At temporary terminal stations, increased kiss-and-ride and park-and-ride auto 
activity would occur as a result of the larger travel sheds that the stations 
would serve. Because they are considered temporary terminals, however, no 
additional facilities are planned to accommodate' the increased auto access. 
Increased auto activity, combined with the station serving as a major destination 
for feeder buses, could result in increased volumes of traffic at critical 
intersections (Table 3-5). 
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Beverly • Virlil 
Chandler • Tujunaa (N) 
Chandler • Tujunaa (S) 
Cr.nah ... OlympiC 
Crenah ... Pico 
Fair!az • Beverly 
Fairtaz • Olympic 
Fairtaz • Sapta Manice 
FountaiD • "liD. 
Hishland • OdiD eE) 
Hiahland • Odiu (W) 
Hollywood • Cahu.aa. 
8011_ • 8iohlmd -
Hollywood' ViDe __ _ 
Hollywood • We.tera 
L. Brea • Fountain 
La Brea • Hollywood 
La BUa • Pico 
L. Brea • Venice 
Lankerah~ • Burbant/TuJunsa 
Lank.rah~ • Cahuena. 
Lanterah~ • Chandler 
Lant.r.h~ • Ventura/Cahuensa 
Ho~die • Olympic 
Rormandi. • Si~ 
Pico • San Vicente 
San Vicente • La Br •• 
San Vi cent. • Venice 
San Vicente • Wilshire 

"Santa Monica • Normandia 
Santa Manica • V.rmont 
Sant.a l1cmica • Virl11 
Santa Manica • W.at.rn 
Sun •• t • CBhuenaa 
Sun.et • Fairtaz 
Sun.et • Gardner 
Sun •• t • Hishland 
Sun.et • L. Brea 
Sun.et • V.rmont 
Sua •• t • "lin. 
Sun.et • We.tera 
Vermont • Beverly 
Vermont • Fountain 
Vermont • HIIlro .. 
Vermont • 01,mpic 
V.rmont .. Sixth 
Veraxnit • Third 
V.rmont • Wil.hire 
W •• t.ra • Bev.rly 
We.tera • HIIlro •• 
W •• tern • 01,mpic 
W •• Urn • third 
Wilabira .. Crenab .. 
Wil.hire • Fairtaz 
Wilshire • L. Br •• 
Wil.hir. • Ro~di. 
Wil.hire • W •• tern 

SIHIARY--
~~r ot Iutaraactioua: LOS D or' nttar 

LOS E 
LOS F 

TOtAL 

3-1-7 

1.91.5 
618 
"6 
1 • .595 
2.'32 
1 • .5.58 
1,199 
1.388 
1.10.5 
1,488 
1.1611 
1.112 
1.401 ........ 
1.111_ 
1 • .548 
1,363 
2,112 
1.696 
3,523 
1.168 
1.110 ,., 
1.320 
1,484 
1.616 
1.314 
1.433 
1.421 
2.222 
1.342 
1,3.51 
1.301 
1 • .588 
l.l19 
1.294 
1.481 
1.818 
1,410 
l.'l' 
1,634 
1,131 
1,489 
1,314 
1.303 
1,818 
l.609 
2,.584 
1.483 
1,481 
1,390 
1,888 
1,909 
1.553 
1,881 
1,486 
1,102 
1,809 

l' 
lO 
33 

'6 

F 
A 
A 
F 
F 
F 
F 
F 
F 
D 
C 
F 
E
D
F 
E 
F 
F 
F 
D 
C 
A 
E 
E 
F 
E 
D 
D 
F 
D 
E 
11 
F 
C 
E 
E 
F 
F 
F 
F 
F 
F 
D 
D 
F 
F 
F 
F 
E 
F 
F 
F 
F 
F 
F 
D 
F 



HGURE3-1 

LEVEL OF -SERVICE AT SELECTED INTERSECTIONS: 

Studio 
City 

NULL ALTERNATIVE 

Source Q-.a\ Planning Con.lll1a"" Tralflc and PU1I.Ing Report, 1la87 
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TABLE 3-4 

IHPACT OF YEAR 2000 STATION ACCESS TRAFFIC: 
NlN LPA 

(WITHOUT MITIGATION MEASURES) 

NOLL ALTERHATm !lEVLPA Absolute 
Cdtical Critical Change 
Volume Vol_ in 

(Vehicle (Vehicle Critical Expected 
!ntersectioD Per Hour) LOS Per Dour> LOS Volume Impact 

Severly @ Normandie 2,208 F 2,208 F 0 Minor 
~ilshire @ Normandie 1,102 D 1,102 D 0 IUnor 
Vermont @ Fountain 1,314 D 1,317 D 3 Minor 
Vermont @ Third 2,564 F 2.569 F 5 Minor 
Hollywood @ Highland 1,401 E C]. • .it.Ol E) 6 Minor 
Santa Monica @ Virgil .1,343 D 1,347 D 4 Minor 
Vermont @ Melrose 1,303 D 1,313 D 10 Minor 
Chandler @ Tujunga (S) 476 A 487 A 11 Minor 
Hollywood @ Vine 1,271 D 1.286 D 15 Minor 
Santa Monica~ Vermont 1,351 E 1,367 E 16 Minor 
Vermont @ Beverly 1,499 F 1.518 F 19 Minor 
Western @ Sunset 1,737 F 1,758 F 21 Minor 
8ever1y @ Virgil 1,975 F 2.003 F 28 Minor 
Sunset @ Vermont 1,515 F 1,544 F 29 Minor 
Chandler @ Tujunga (N) 678 A 718 A 40 Minor 
Normandie @ Sixth 1,816 F 1,876 F 60 Minor 
Hollywood @ Cahuenga 1,712 F 1,775 F 63 Minor 
Hollywood @ ~estern 1.546 F 1,611 F 65 Minor 
Vermont @ Sixth 1,609 F 1,675 F 66 Minor 
Western @ Olympic 1.668 F 1,738 F 70 Minor 
Normandie @ Olympic 1.484 E 1.568 F 84 Moderate 
Lankershim @ Chandler 797 A 901 B 104 Moderate 
Sunset @ Cahuenga 1,179 E 1,289 E 110 Moderate 
Vermont @ Olympic 1.616 F 1.729 F 113 Moderate 
Wilshire @ Crenshaw 1.553 F 1,679 F 126 Moderate 
Wilshire @ Western 1.809 F 1,984 F 175 Major 
Lankershim @ Cahuenga 1,170 C 1,425 E 255 Major 
Vermont @ Wilshire 1,483 F 1,752 F 269 Major 
Sunset @ Vine 1,634 F 1,927 F 293 Major 
Lankershim @ Venturaj 

Cahuenga 1,320 E 1,636 F 316 Major 
Lankershim.@ Burbank 1,168 D 1.767 F 599 Major 

Source: General nanning Consultant, Traffic and Parking Technical Report, 1987 
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Studio 
City 

-

• 
FIGURE 3·2 

IMPACI' OF STATION ACCESS TRAFFIC: 
NEW LOCALLY PREFERRED ALTERNATIVE 

(20 /NmRSECIlONS) 

MODERATE TRAFFIC IMPACT 
(5 /NmRSECIlONS) 

MAJOR TRAFFIC IMPACT 
(6 /NmRSECIlONS) 

t 
N 

SOURCE: GENERAL PlANNING CONSULTANI'. TRAFFIC AND PARKING R!!PORT. 1987 
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TABLE 3-5 . 
IMPACT OF YEAR·2000 STATION ACCESS TRAFFIC: 

NEIl LPA TEKPOBAll.Y TEl!.HINAL STATIONS 
(WITHOUT HITIGATION MEASURES) 

NULL ALTERNATIvE NEw lolA Absolute 
Critical Critical Change 
Volume Volume in 

(Vehicle (Vehicle Critical Expected 
Intersection Per Hour) LOS Per Hour) LOS Volume Impact 

wilshiIe[HesteIn 
Western @ Third 1,909 F 1,945 F 36 Minor 
Western @ Olympic 1,668 F 1,817 F 149 Moderate 
Wilshire @ Crenshaw 1,553 F 1,768 F 215 Major 
Wilshire @ Western 1,809 F 2,155 F 346 Major 

l!olly!!ooda!ne 
Fountain @ Vine 1,705 F 1,733 F 28 Minor 
Hollywood @ Highland 1,401 E 1,441 F 40 Minor 
Hollywood @ Cahuenga 1,712 F 1,776 F 64 Minor 
Cahuenga @ Sunset 1,179 C 1,287 F lOS Moderate 
Hollywood @ Vine 1,271 D 1,423 F 152 Major 
Sunset @ Vine 1,634 F 1,829 F 195 Major 

l1n!versal q,tI 
Lankershim @ Ventura/ 

Cahuenga 1,320 E 1,362 E 42 Minor 
Lankershim @.Cahuenga 1,170 C 1,401 E 231 Major 

wilsh!Ieae~ont 
Vermont @ Sixth 1,609 F 1,760 F 97 Moderate 
Vermont @ Olympic 1,616 F 1,790 F 174 Major 
wilshire @ Western 1,809 F 2,176 F 367 Major 
wilshire @ Normandie 1,102 D 1,273 E 171 Major 
wilshire @ Vermont 1,483 F 1,878 F 395 Major 

Source: General Planning Consultant, Traffic and Parking Technical Report, 1987. 

~ 
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With Wilshire!lJestern as a terminal station, the increased auto traffic generated 
by the station would result in a major impact on two of four intersections 
critical to station access. The impacts at the other intersections were rated 
as moderate for one intersection and minor at one intersection. Traffic would 
be operating at LOS F at the four intersections near Wilshire!lJestern in the year 
2000. 

With Hollywood/Vine as a temporary terminal station, the increased auto traffic 
generated by the station would likely result in a minor impact at three of the 
intersections critical to station access, a moderate impact at one intersection 
and a major impact at two intersections. All six of those intersections would 
deteriorate" to LOS F. 

With Universal City as a temporary terminal atation, increased auto traffic 
generated by the station would likely result in a minor impact at one 
intersection and a major impact at another intersection. Both would operate at 
LOS E. 

With Wilshire/Vermont as a temporary terminal station, traffic impacts were rated 
as major for four of five interse!!tions identified as critical for station access 
traffic. The level of service would continue at LOS F at four intersections, 
and would decline from D to·E for the remaining one. 

1.2.3 MITIGATION OF TRAFFIC IHPACTS 

1.2.3.1 General Mitigatiqn Measures 

Traffic mitigation measures will be needed in the vicinity of Metro Rail 
stations, particularly those with park-and-ride facilities, those expected to 
be major points of access for park-end-ride and kiss-and-ride patrons, and those 
that serve as temporary. terminal stations. Measures include: 

o Restricting parking to increase intersection approach capacities. 

o Restriping intersection approaches to provide additional through 
and/or turn lanes. 

o Instituting left-turn restrictions/prohibitions. 

o Adding or revising signal phases. 

o Widening intersection approaches. 

o Providing reversible lanes, if peak period traffic is highly 
directional. 

o Constructing bus turnout lanes and loading/unloading areas. 

o Consulting with local school officials in the formulation of traffic 
management plans for stations with schools nearby. per agreelllent·with 
the Los Angeles Unified School District. 
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Factors to be considered in the selection of appropriate mitigation measures 
include costs, public acceptance, effectiveness, and responsibility for funding 
and/or enforcement. The first two mitigation options are generally but not 
always implemented together. Street widening is not considered feasible at 
locations where either extensive building demolition or remodeling is required. 
Street widening is considered to be a realistic mitigation measure at locations 
contiguous to station sites where property acquisition is contemplated (see 
Section 1.2.3.2 below). 

Measures not applicable in the immediate vicinity of stations would probably not 
qualify for project funding, but could be implemented by the Los Angeles City 
Capital Improvement Program and the Proposition A Program based on available 
funds. Due to limitations on available funds, the Capital Improvement Program 
presently is limited to such projects as resurfacing and'maintenance of roadway. 
Additionally, final roadway design related to the project will be developed in 
consultation with the LADOT. 

1.2.3.2 Mitigation Measures Related to Design Refinements at Stations and 
Roadway and Intersection Improvements 

As design proceeds , the operational needs of individual transit routes become 
increasingly apparent, raising potential for design options to ,mitigate site 
specific impacts. A number of operational design considerations are presented 
below. 

WilshirelVermont StatIon 

For the Wilshire/Vermont Station, a kiss-and-ride lot is planned on the west side 
of Shatto Place, south of Sixth Street. A two-way bus roadway will be designed 
for loading and unloading. This road wili be located immediately north of the 
kiss-and-ride lot, extending from Shatto Place to Vermont Avenue. This facility 
will be used as a terminal by short line service on Lines 18 and 204, as well 
as full time by Lines 51 and 201. Line 20, Wilshire Boulevard, will continue 
to operate through trips past the station. To facilitate transfers between bus 
and rail, the follOWing suggestions and modifications will have to be considered:, 

1. The designated kiss-and-ride area will be 'temporarily used as a bus-only 
layover area. 

2. The east side of Vermont Avenue between the bus roadway and Wilshire 
Boulevard will be used a discharge zone for buses whose routes terminate 
at the station. This includes Lines 51 and 204 (short line); as well as 
Lines 21, 22, 320, 322, and 426 until such time as Metro Rail Service is 
extended to the Wilshire/llestern Station. This stop will also be used for 
both pick-up and discharge by through Line 204 buses. 

3. The curb along the north side of Wilshire Boulevar4 between Shatto Place 
and Vermont Avenue will be used as the primary loading area for westbound 
buses on Wilshire Boulevard, including terminal Lines 21, 22, 320, 322 and 
426 as well as through Line 20 buses. When rail service is extended to 
the Wilshire/llestern Station, activity at this location will be reduced 
to use only by through Line 20 buses. 
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4. The majority of bus movements on Shatto Place between Sixth Street and 
Wilshire Boulevard will be in the southbound direction. 

5. An exclusive bus lane along the east side of Vermont Avenue north of 
Wilshire Boulevard will extend to Sixth Street, to avoid potential bus/auto 
weaving conflicts. At least ten permanent bus stop locations (five on each 
side) along the north and the south curbs of the two-way bus only roadway 
will be required. Lines 51 and 204 (short line) would use the south curb, 
and Lines 18 (short line) and 201 would use the north curb. Sufficient 
space between Shatto Place and Vermont Avenue appears to be available for 
this purpose. 

6. The two-way bus roadway will not have sufficient capacity to accommodate 
the terminating Wilshire Boulevard lines (21, 22, 320, 322 and 426) during 
the interim period lasting until Metro Rail service is extended to 
Wilshire;Western. The terminating buses on these lines will layover in 
a temporary facility of a pull-through design, to be located on the 
permanent site of the kiss-and-ride lot. This facility is being displaced 
because up to ten buses will layover at one time, and this function can 
most effiCiently be accommodeted at this location. The kiss-and-ride 
facility would temporarily be relocated to another area within the station 
site, pOSSibly along the east side of Vermont Avenue, south of the bus 
roadway, with auto access to and from Vermont Avenue. In their temporary 
terminal facility, Wilshire buses could take their lay-over, and then 
leave by going south on Shatto Place and west on Wilshire Boulevard, making 
their first passenger pick-ups on· the northeast corner of Wilshire and 
Vermont. 

'rhese mitigation measures will positively impact the traffic problems identified 
in Table 3-4 for the WilshireJVermont intersection. 

Wl1shlre!Westsxn StatIon 

The Wllshire/Western Station will become the terminus for Lines 21-22, 66/67, 
209, 210 (short line trips), 320 and 322. Layover space for 12 buses is 
reqUired. Because of the high volume of bus passenger activity anticipated, it 
would be best to separate the layover area from passenger loading and alighting. 
A bus layover area is located on the north side of Wilshire Boulevard between 
Western and Oxford. This mitigation measure will positively impact the traffic 
problems identified in Table 3-4 for the Wilshire/Western intersection. 

VermgntlBever1y Statipn 

The Metro Rail entrance could be placed on the northwest corner of Vermont and 
Beverly rather than the northeast corner. This would create an easier bus-rail 
transfer by allowing bus stops adjacent to the station entrance on both Vermont 
Avenue and Beverly Boulevard. This future entrance is shown on the station 
footprint (Figure 2-26). 

3-1-14 



Hpllywood/Western StAtion 

To facilitate bus-rail passenger transfers. the Hollywood/Western station 
entrance could be located at the northwest corner of the Hollywood Boulevard and 
Western Avenue intersection. This placement will be evaluated during final 
design. Line 207. the Western Avenue bus. and Line 206. the Normandie bus. will 
terminate near this station. rts present operation has northbound buses turning 
west on Hollywood. north on Garfield and east on Franklin to loop back and 
layover southbound on Western Avenue. This zone must house up to five buses to 
accommodste both lines and be far enough north of Hollywood Boulevard to allow 
line 206 to turn left. This operation brings both north and southbound Western 
Avenue buses to the northwest corner of Hollywood and Western. so placement of 
the station entrance at this corner would serve the Western line as well as the 
Hollywood Boulevard lines. 

HollywoodlV1ne Station 

Lines 26. 208. 217 and shortline trips on Line 212 will end at the Hollywood/Vine 
Station. Because of the volume of buses re'i~g lay-over (up"~~..!'ight at a' 
time) at this station, an area north of Hollywood Boulevard has been designated 
for kiss-and-ride parking for bus layovers. An additional area pp)gr_B_'!1!lle,d_fC?r_ ' 
acquisition on the south side of Hollyw'ood Bouleyard_,could DeUsecLfor_kiss,,-and:... 
-!:~ctIYJties. lihUe the Hollywood/Vine Station is an' interim terminal, 
l:ayover space for eight more buses on Lines 420, 424. 425. and 427 will be; 
required. Line 426 will also end here after the WilshirefWestern Station is 
opened. The need could most efficiently be accommodsted by acquiring additional 
space north of Hollywood Boulevard. adjacent to the permanent bus layover area. 

~'iS mitigation measure may.positively impact the traffic problema identifie~ 
in Table 3·4 for the Sunset/Vine intersection. The LADOT may consider additional', 
mitigations, however. for this intersection. ~ 

Hollywood/B1gh1and StAt10n 

An off-street facility that will require layover space for eight buses is 
desirable at the Hollywood/Highland Station. In the event an off-street facility 
cannot be secured, layover for eight buses using on-street curb space in the 
vicinity of the station will be needed. Bus lines 1 (short line), 2 (short 
line), 5 (short line) and 210 will utilize the layover spaces. 

Universal City Stat10n 

For the Universal City Station. specific solutions were identified in the FEIS. 
The original plan in the FEIS has been modified and now includes the following 
adopted measures: 

o Removal of the existing Riverton Avenue off-ramp. 
o Six-lane (in lieu of ~o-lane) station access road. 
o Six-lane (in lieu of ~o-lane) freeway overpass. 
o Six-lane (in lieu of ~o-lane) station area road. 
o Rec()nfigur~tion of Bluffside Drive Road into a ~o-lane frontage 

road. 
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o Videning of certain streets and intersections. 
o A dual lane extension of Universal Place Road. 

The chsnges·can be accomplished without requiring additional right-of-way beyond 
that identified in the original FEIS site plan. The Riverton Avenue off-ramp 
will have to be removed to accommodate the reconfiguration of roads within the 
station area. The most probable rerouting of this traffic would be to exit the 
freeway via the Lankershim Boulevard off-ramp and either turn onto Lankershim 
to access Ventura Boulevard or continue across Lankershim to the station access 
road and then to Ventura near the previous terminus of the Riverton Avenue Ramp. 
This would require traffic exiting the Hollywood Freeway to Ventura Boulevard 
to travel on surface streets rather than a freeway ramp for a small portion of 
their trip (approximately one-third of a mile). The reconfiguration of Bluffside 
D~ive, the additional lanes on the new station access road and Universal Place, 
and the revised northbound on-ramp to the Hollywood Freeway can be accomplished 
entirely within the previously identified right-of-way. The additional lanes 
on the access road and the ramps provide increased roadway capacity and serve 
to mitigate potential traffic congestion problems associated with both access 
to and circulation around the Metro Rail Station. 

The reconfiguration of the station area and the additional lanes havet.een 
designed in a manner which will not preclude the construction of a proposed 
auxiliary lane On the east side of the Hollywood Freeway connecting the Station 
Access Road to Vineland Avenue at some future date. 

These mitigation measures will positively impact the traffic problems identified 
in Table 3-4 for the Lankershim/Ventura/Cahuenga intersection and for the 
Lankershim/Cahuenga intersection. The LADOT could consider construction of an 
additional through lane southeastboun!1 on Lankershim, which would require 
widening a bridge over the Los Angeles River but no right-of-way acquisition. 

North Hollywood Station 

For the BurbankfLankershimfTujunga intersection identified in Table 3-4, an 
eastbound right-turn only lane and optional right-turn lane and associated 
parking restriction eastbound on Burbank could be considered by the LADOT. 

1.2.3.3 Post~Construction RoadwaY Widths 

The LADOT, in a letter to SCRTD, identified desired post-construction roadway 
widths for Wilshire Boulevard, Vermont Avenue, and Hollywood Boulevard (all city
designated Major Highways). These general requirements are 10 foot sidewalks 
and 80 foot roadways. Specific desired widths, by roadway section, are listed 
in Table 3-6. SCRTD will restore roadways torn up for Metro Rail construction 
to LADOT specifications where feasible. 

Impacts and mitigation measures to be taken during New LPA construction are 
discussed in Section IS of this chapter. 
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Wilshire/Vermont 
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aou,- Blvd. 

Uoll,..,ocl Blvd. 
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Lockwood ltv. t.o Sau toboic. Blvd 
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Wut..m A". to ''''t.rly tharllCf 

80 t •• t 
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60 t •• t. 

40 f •• t north and lOUt.b 
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80 ' •• t. . 
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Parking demand in the Los Angeles Central Business District (CBD) would be 
expected to decrease by the number of automobile trips diverted to transit. At 
$tations where the demand for park-snd-ride spaces is greater than the number 
of spaces provided, the potential for negat1ve impacts would exist. Therefore, 
parking is relevant to the Metro Rail Project in two ways: 

o The ra11 project could reduce the need for parking facilities in the 
Los Angeles CBD and other regional centers. 

o Rail patrons driving to and parking at a station will demand 
,increased parking in the immediate vicinity of a station. 

A comprehensive survey of parking spaces, usage, and costs was undertaken in 
August 1986. It updated a parking survey conducted in 1981 and referenced in 
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the FEIS. The 1986 survey, like the 1981 survey, covered an area within a one
quarter mile radius of each station. The number of parking spaces, parking 
restrictions, and the hourly cost of curbside parking were gathered. Off-street 
facilities were classified as commercial, patron, or other parking, and the cost 
to park for one hour and all day was noted. Detailed survey data ruay be found 
in the 1986 SeaTO Technical Report on Parking. Based on these data and 
anticipated development plans, future conditions at each station area were 
projected. 

1.3.1 EXISTING PARKING CONDITIONS 

The 1986 survey found 55,560 spaces in the CBD station areas (Tsble 3·7). 
Average usage in these areas exceeds' eighty percent of supply. In the original 
parking study conducted in 1981 and discussed on page 3·27 of the PElS, the ssme 
areas provided a total of 50,869 spaces. Thus, there was an eight percent 
increase in parking spaces in that five year period (less than 2\ per year). 
Usage increased proportionately. 

Station areas along Wilshire Boulevard have more parking spaces and higher usage 
levels than other station areas outsids the CBD. The station araas with the 
highest usage rates outside the CSD are Vermont/Sunset and Universal City with 
82 and 75 percent usage, respectively. 

1.3.2 PARKING IMPACTS, 

Impacts on station area parking can result from the "spillover" of rail patron 
parking into surrounding,neighborhoods. Parking impacts were identified for each 
station with auto access and for streets directly affected by the siting of Metro 
Rail facilities. Parking impacts at temporary terminal stations were also 
assessed. Parking impacts presented below are based on a condition of maximum 
parking demand at stations. This condition assumes no constraints on park-and
ride demand relative to available parking supply. This "worst case" scenario 
depicts projected parking conditions that would exist in a station area if all 
rail patrons who desired to park at the sta,tion could do so. In reali ty however, 
the actusl park-and-ride usage at a station WQuld be constrained by the supply 
of parking available. If a park-and-ride patron could not locate a space, they 
would simply drive to the ultimate trip destination or to another station. 
Also, estimated parking deruand under this condition of maximum deruand does not 
account for the effect of enhanced accessibility to the area provided by Metro 
Rail. With improved accessibility to destinations in the station area, it is 
anticipated that auto drivers would become transit users. This shift to transit 
would increase the supply of available spaces in the station area. Therefore, 
the parking impacts presented here are considered to be greater than those that 
actually would occur. 

1.3.2.1 System Impacts 

Projections of parking demand in the year 2000 include three components: (1) 
total parking demand in,each station area; (2) Metro Rail patron parking deruand; 
and, (3) deUland generated by future development. If the estimated parking supply 
does not meet the projected demand, a parking deficiency is predicted .. The 
potential for negative impacts then must be considered and mitigated, if 
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Station 
Union Station* 
Civic Center* 
5 th/lU 11* 
7th/Flower* 
Vl1shire/Alvarado 
~ilshirejVermont 
Vl1shirejNormandle 
VilshirejVestern 
Vermont/Beverly 
Vermont/Santa Monlea 
Vermont/Sunset 
HollywoodjVestern 
Ho11ywoodjVine 
Hollywood/Highland 
Universal City 
North Hollywood 

* CBD Stations 

TABLE 3-7. 
1986 PABXING CONDITIONS 

Available 
Supply 
(Spaces) 

4,981 
12,743 
13,351 
24,485 
5,865 

15,623 
11,256 
10,187 

2,979 
3,961 
9,979 
3,423 
9,329 
6,973 
4,924 
2,753 

Spaces 
4,259 

10,582 
11,785 
18,299 

3,583 
11,297 

7,014 
6,066 
1,481 
2,442 
8,199 
1,931 
6,161 
4,574 
3,709 
1,435 

Source: SCRTD, Survey of Parking Spaces, 1986. 

current UBage 
Percent of Supply 

86 
83 
88 
73 
61 
72 
62 
60 
50 

.62 
82 
56 
66 
66 

. 75 
52 

possible. Table 3-8 shows anticipated parking deficiencies by station area in 
the year 2000 for the New LPA, if no mitigation were provided. Note that parking 
demand increases downtown as the New LPA allows "reverse" commutes. 

Demand for parking is influenced by the extent of parking subsidies and supply. 
Currently, parking is heavily subsldized and zoning codes requlre large amounts 
of parking for new developments. As a result, demand for parking will continue 
to. increase as new development occurs. Supply will grow concurrently consistent 
with zoning laws. The parking supply is expected to increase in almost all 
station areas except Union Station. The station areas expected to have the 
greatest increase in parking supply, due to new development, include Civic 
Center, Fifth/Hill, Seventh/Flower, VilshirejVestern, Hollywood/Highland, 
Universal City, and North Hollywood. The expected increase in parking supply 
between 1986 and 2000 at each of these seVen station areas exceeds twenty 
percent. The overall increase in the total parking supply In all station areas 
is estimated at 28 percent. However, the median (50' above and 50, below) 
increase in parking supply in the statlon areas is expected to be only seven 
percent. Parking demand is prOjected to increase even more than supply by the 
year 2000: 37 percent overall, with a median increase of 29 percent. 

3-1-19 



TULE 3-8 

EXPECTED PABXING DEFICIENCY BY STATION AREA (1) 
(YEAR 2000, NO IcrTIGATION) 

INITIAL ULTIHATE 
1,840 S'IlUACE 7.500 

HETltO BAlL lIETllO BAlL 
STATION AI!tU. SPACiS SPACES 

~ DVICmtcX 

Union Station 0 0 
Civic Center 0 0 
Fifth/Hill 0 0 
Seventh/Flower 0 0 
Wilshire/Alvarado 1,785 1,785 

PHASE II 

WilshirefVermont 634 634 
Wilshire/Normandie 0 0 
Wilshire/Western 395 395 
Vermone/Deverly 0 0 
Vermont/Santa Monica 0 0 
Hollywood/Weseern 0 0 
HollywoodfVine 0 0 
Hollywood/Highland 0 0 
Universal City 1,260 0 
North Hollywood l...l.2ll 0 

tOtAL 5,174 2,814 

(l)A parking deficiency is assumed when usage exceeds ninety (90) percent of 
available or estimated supply. Deficiencies indicated assume continuation of 
the current high level of parking subsidies offered by employers and retailers. 
Increases in the cost of parking would result in lower or no parking deficiency . 
at Metro Rail stations. 

Source: SCRtD/Gerieral· Planning Consultant. 

At Union Station, a surplus of parking is anticipated under the Null Alternative, 
which assumes provision o~ an ultimate 2,500 park-and-ride spaces. Under the 
New LPA, the reverse commute co points west on Metro Rail would increase parking 
demand ae Union Seaeion relative co ehe Null Alternative by about 2,500 vehicles. 
this increased demand could be accommodaeed by the projected surplus of 
commercial spaces in the year 2000 (approximately 2,300 spaces) coupled with the 
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surplus park-and-ride spaces to be provided. Since direct connection to the El 
Monte park-and-ride is also planned at Union Station. patrons coming to Metro 
Rail from the east will have an. additional 1.500 parking spaces available. 

At the llilshire/Alvarado Stat:ion. no park-and-ride spaces would be provided 
because this atation would not serve the main park-and-ride commuter sheds of 
the San Fernando Valley or Hollywood or the West Los Angeles areas of Century 
City, Beverly Hills, Westwood, and Culver City. A surplus of 2.300 commercial 
spaces is projected in this station area under the Null Alternative. llith the 
New LPA. parking demand would increase substantially over the Null Alternative 
(almost 3,500), resulting in a parking deficiency in the llilshlre/Alvarado 
Station area of almost 1,800 spaces. 

Under the New LPA. two additional stations are anticipated to hsve parking 
deficiencies: Wilshire/Vermont would have a deficiency of over 600 spaces and 
llilshire/llestern. about 400. Parking deficiencies would occur at Universal City 
and North Hollywood if park-and-ride spaces were not provided. Provision of an 
ultimate 2,500 park-and-ride spaces at each location will result in projected 
surpluses in peak demand periods of about 400 and 700 spaces, respectively. 

1.3.2.2 Temporary Terminal Station' 

Parking demand at temporary terminal stations bykiss-and-ride and park-and-ride 
patrons would be greater than the number of spaces projected to be available in 
the station area, because of the larger travel sheds these stations would 
temporarily serve. and because no additional parking facilities are proposed to 
accommodate this short-range parking demand. 

Table 3-9 illustrates projected parking deficiencies for temporary termini for 
the three segment cases. Deficiencies would be most significant at 
llilshire/llestern under Cases 1 or 2 and Wilshire/Vermont under Case 3. At 
Universal City. deficiencies would be significant when this is paired as a 
terminal station with llilshire/llestern under Case 2. 

1.3.3 MITIGATION OF PARKING rKPACTS 

Mitigation measures will be needed to control spillover parking from the 
stations: The difference between the demand for parking spaces and the amount 
to be supplied does not represent the total number of spillover parkers. Some 
people would not ride Metro Rail due to the unavailability of readily accessible 
parking. 

Possible parking mitigation measures that require the participation of agencies 
and/or the private sector include: 

1. Encouraging or requiring employer-sponsored rideshare or transit 
incentive programs to reduce potential parking usage. As of 
January 1. 1988. the City of Los Angeles requires employers that 
subsidize parking and that have more than 200 employees to subsidize 
employees' transit costs up to $lS/month. 
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Case 1 

Case 2 

Case 3 

TABLE 3-!II 
NEW LPA TEHPORARY TERHINAL STATION PARKING DEFICIENCIES 

Terminal Stationa 

liIilshireflilestern 
Hollywood/Vine 

Wilshireflilestern 
Universal City 

liIilshire/Vermont 
Universal City 

Parkins peficiency 

1,376 
o 

1,518 
769 

1.343 
115 

2. Encouraging developers and employers to take advantage of the City 
of Los Angeles Parking Management Plan. Application of this plan 
can effectively reduce both the cost (by allowing off-site 
facilities) and the need for parking (by encouraging vanpools, 
ridesharing. and transit). Parking supply increases can be 
counterproductive to diverting auto trips to the Metro Rail system. 
Metro Rail itself is a principal parking mitigation measure, since 
it makes transit a more attractive alternative to the automobile: 

3. Promoting joint development at stations. This approach offers the 
opportunity of providing a transit trip direct to a destination 
reducing parking demand while supporting development. The City of 
Los AngeleS! is working with SCRT» to maximize joint development 
opportunities. 

4. Establishing preferential parking districts within residential 
neighborhoods adjacent to station areas. This ongoing program 
managed by LADOT requires local property owners to prepare petitions 
and obtain City Council approval. This program has been implemented 
in 26 districts in Los Angeles. Sixteen of the already established 
districts are in the City's densely developed Westside area. It has 
not been establiahed in the Loa Angelea County, but it is under 
consideration by the West Hollywood Citizens plan Advisory Committee 
for application in the Metro Rail station areas. Although parking 
districts will .ensure that parking does not occur on a given street 
without a permit, parking supply is restricted and may promote 
increased cruiSing for available parking. Where parking districts 
are needed due to Metro Rail, the seRTD will assist residents in 
preparing and circulating the necessary petitions. 

5. Including more project-provided parking for the Metro Rail Project. 
This could be the responsibility of SCRT», but current funding 
sources appear insufficient for this option. 
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6. Operating an extensive network of feeder bus lines serving the 
stations, thereby providing ,an alternative to the park-and-ride mode 
of station access. SCRTD w11l provide these bus services as 
specified in the discussion of transit improvements. Over sixty 
percent of Ketro Rail riders are expected to access stations using 
feeder buses. For example, the City of Los Angeles is now sponsoring 
express commuter bus service in the Vantura corridor that could in 
future be routed to Ketro Rail stations. 

7. Providing more metered curb spaces in commercial areas, effectively 
reserving chese spaces for short-term use by customers of commercial 
establishments. Implementation and enforcement would be the 
responsibility of the City of Los Angeles and of Los Angeles County 
in the unincorporaced areas. 

B. Providing bicycle parking at Ketro Rail stations outside the CBD, 
and at Union Station. 

9. Evaluating preferential parking for carpools and vanpools. 
immediately adopted upon opening of Ketro Rail. this option 
remain available should condicions warranc its adoption. 

If not 
should 

As a policy cool. increased parking fees in Downtown Los Angeles and the Ililshire 
Center would discourage some parking and help mitigate projecced parking 
shortages. Paople who would otherwise drive to these areas would divert to other 
Mecro Rail stations which have less costly and/or more parking or, in the 
Ililshire Corridor, would divert to feeder buses. 
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SECTION 2. LAND USE AND DEVELOPMENT 

Based on observed land use and development patterns associated with other heavy 
rail systems in the United States, land use impacts resulting from the operation 
of Metro Rail are'expected primarily to occur in the station areas. Although 
recent observation indicates development of a transit system cannot by itself 
create growth, the location of growth may be influenced. Accordingly, Metro Rail 
is expected to influence the location of growth within the Regional Core and 
could marginally increase the proportion of growth occurring in the Regional 
Core relative to the remainder of the Los Angeles region. 

The land use and development. analysis involved examining the land use and 
development potential of areas around Metro Rail stations. A radius of one
quarter mile from each station was used to define the potential impact area. 
Thus, each station impact area consists of approximately 125 gross acres, of 
which approximately 75 percent generally is developable land. Use of the one
quarter mile radius ensures consistency in the projection of development and the 
analysis of the supply of land in the station impact areas, and avoids overlap 
between station areas. Maps showing the precise impact area for each station 
considered are included in both the Technical Report on ~nd Use and Development 
Impacts (1987) and in the Appendix to the Draft SEIS/SEIR (which includes 
generalized land use maps). 

2.1 EXISTING CONDITIONS 

Existing conditions in prospective station areas were evaluated with respect tOo: 
(1) current land use, (2) land use plans and policies applicable to the ares, 
(3) existing and permitted development intensity, and (4) the capacity of each 
station area to accommodate new development. Further background information on 
land use and development may be found in the following documents: SCRTD Technical 
Report, "Existing Conditions--Regional and Community Settings," (1982); SCRTD 
'Milestone 6 Report, "Land Use Development Policies," (1982); SCRTD Technical 
Report, "Summary of Public Policies, and the Impact Assessment Methodology," 
(1982); SCRTD Technical Report, "Land Use and Development Impacts," (1983); and 
SCRTD Technical Report, "Land Use and Development Impacts" (1987). 

2.1.1 EXISTING LAND USES IN STATION AREAS 

Phase II of the New LPA has four station areas which can be characterized as 
predominantly commercial. Four of the stations are classified as mixed-use 
areas and three of the stations are residential in character. Table 3-10,lists 
the Phase II stations by predominant land use type. 

Table 3-11 shows the absolute levels' of existing commercial floor area, 
employment, dwelling units, and population in the areas studied. This 
information is summarized by Community Planning Area, Designateclc Centers, and 
Conglomerate Station Areas. Community Planning Areas and Designated Centers are 
shown in Figure 3-3. The largest amount of commercial space in the Regional Core 
is in the CBD. Ninety-seven percent of the commercial and seventy-five percent 
of the population are located in designated centers. 
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FIGURE 3-3 

LOCAL lAND USE DEVELOPMENT PlANS 

StudiO 
City 

• C'B'D. lWN1Q!:I\ KlU. <It l.J'I'I1..B "tOKYO DB'VSI.DPMBN't AII.BA,S 

SOURCE$: crrv OF LOS ANOE1..ES OBl'AFl'I'MENT OF PfAN'N'tNO. 2:OtfINO CXICB 
LOS AHCiEl..B5 COtJHTY REOlONA.L pL.\NNtHO 0EPAanQ!HJ' 
WEST t'OLLYWOOD COMMUW1'lY PLAN 

3·2·2 

._ ..... 
D 

• 
REGIONAL CENreRS 

COMM1JNITY PLAN 
BOUNDARIES 

REDEVELOPMENl' 

PARK MILl! SPEClFlC PLA 



TABLE 3-10 

NEIl LPA PHASE II 
STATION AREA LAND USE PROFILES, 1986 

STATIONS BY 
PREDOMINANT 
LAND USE TYPE 

COMMERCIAL 

Wilshire/Vermont 
Hollywood/Vine 
Universal City 
North Hollywood 

RESIDENTIAL 

Vermont/Beverly 
Vermont/So Monica 
Hollywood/Western 

Source: General Planning Consultant. 

2.1.2 LAND USE PLANS AND POLICIES 

2.1.2.1 Land Use Planning and Regulation 

MIXED USE 

Wilshire/Normandie 
Wilshire/Western 
Sunset/Vermont 
Hollywood/Highland 

The Centers Concept of the Los Angeles General Plan (refer to Figure 3-3) 
establishes the primary framework for the growth of the community. The ·Centers 
Concept was adopted by the City of Los Angeles in 1974. Similar concepts have 
been adopted by the County of Los Angeles and the Southern California AssociatIon 
of Governments (SCAG) for their areas of responsibility. The Concept envisions 
a series of Centers connected by a regional rapid transit system. The Centers 
Concept Plan is further refined and localized in the twenty-year City-Wide Plan 
and short-term Community or District Plans. Community or District Plans may be 
further refined by Specific Plans that address both planning and zoning.issues 
for a discrete area. Land use must conform to the Community or District Plan. 
The requirements of Specific Plans supersede the zoning ordinance. 

The Los Angeles Community Redevelopment Agency (CRA) has designated five areas 
in the Regional Core as redevelopment project areas: North Hollywood, Hollywood, 
Central Business District, Bunker Hill, and Little Tokyo. The New LPA provides 
direct service to three of these areas -- Central Business District, Hollywood 
and North Hollywood -- and less direct service to the other two. The Hollywood 
Redevelopment Project area was designated since the adoption of the FEIS. Also, 
West Hollywood became an incorporated city, assuming responsibility for planning 
functions within its jurisdiction. 

Figure 3-3 shows the City Centers designated in the City's Centers Concept Plan, 
Community Plan areas boundaries, the Park Mile Specific Plan area, and the· five 
redevelopment project areas in the Regional Core. Figure 3-4 shows the 
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TABLE 3-11 
EXISTING SOCIOECONOKIC CHARACTERISTICS OF AFFECTED AREAS 

FOIt '1'lI.Il: NEW LOCALLY PllJ!:FEIlI!.E» ALTEB.NATIVE 

SOCIOECONOllIC CHA1\ACTQ.ISTICS 
COM!lEll.CIAL 
SPACE* 

IltIELLING 
WITS 

EMPLOYEES POPULATION 

PHASE II 
Wilshire Planning Area 12,000 18,476 9,123 38,993 

Wllshire/Vermont 
WilshirefNormandie 
Wilshire/Vestern 
Vermont/Beverly 

Hollywood Planning Area 6,350 12,946 29,884 26,543 
Vermont/Santa Monica 
Vermont/Sunset 
Hollywood/Vestern 
Hollywood/Vine 
Hollywood(Highland 

Universal CityfNorth 
Hollywood Planning Area. 1,500 2,734 24.716 5,264 

Universal City 
North Hollywood 

Designated Centers 17,750 23,242 41,438 46,551 

ALl.. HE\:! UtA 
16 Station Areas 19,850 34,156 56,470 70,800 

* l,OOO's of Square Feet, Includes Office, Retail, and Hotel. 

Source: Commercial Space, SCRro and Los Angeles Department of Planning; 
Employees, Dwelling Units, and Population, U.S. Census Bureau. 
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development intensities permitted by the City zoning code, County plans and CRA 
redevelopment projects for the Regional Core. Additional information may be 
found in the FEIS, 1983, pages 3·37 to 3·38. 

2.1.2.2 Cgnsistency Between Planning and Zoning 

California State law requires that zoning be consistent with a community's 
General Plan. The City of Los Angeles Department of Planning (LADOP) is in the 
process of bringing zoning into conformance with its General Plan. Major 
discrepancies between zoning and supporting Community or District Plans exist 
in the Wilshire Corridor and in the Hollywood area. In these areas, a floor area 
ratio (FAR) of 13:1 is permitted by zoning, yet the Community Plans establish 
a FAR of 6: 1. SCRTD anticipates' the formulation of Specific Plans for each 
station area ultimately associated with the New LPA. The Specific Plans 
supercede existing zoning and, therefore, serve as a mechanism to achieve 
conformance with the Co~unity Plans. Additional information on land use plans 
and policies may be found in the FEIS, 1983, Section 2.2.2., pages 3-37 through 
3·41. 

2.1.3 COMPARISON OF EXISTING AND PERKITTED LAND USE INTENSITIES 

In general, existing land use is consistent with the pattern of land use types 
designated in the Community Plans and zoning regulations. However, the intensity 
of existing development in prospective station areas is less than allowed by 
existing plans and zoning. 

With the passage of "PropOSition U· on November 4, 1986, the FAR was reduced 
from 3:1 to 1.5:1 in commercial zones within Height District One. Hid- to high· 
rise buildings fronting on Wilshire typically have FARs of 4: 1 to 6: 1. 
community. serving commercial uses are typically developed at FARs of 0.5 to 1. 
Thus development rarely reaches the intensity permitted by zoning. 

2.1.4 PARCELS SUSCEPTIBLE .TO REINVESTMENT 

The ability of a station area to accommodate development is a key measure of land 
use impact potential. Two categories were identified to evaluate the development 
potential in each station area susceptible to reinvestment: 

o Station areas where the asaessed value of the existing improvement 
was less than the value of the land (termed "underutllized parcels"); 

o Station areas with vacant parcels. 
,#' 

It should be noted that the presence of improvements with an assessed value 
greater than the assessed value of the land may not always indicate that the 
property is currently developed to its highest and best use. Future land use 
decisions would be influenced by a variety of factors. including market 
conditions, the ability to assemble parcels, property owner and developer 
objectives, community plans, and land use controls. 
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If property is z9ned commercial and is included in one of the two categories 
identified above. it is considered to be susceptible to commercial development. 
If property is zoned multi-family residential, it is considered to be susceptible 
to residential development. Industrially zoned property was not considered in 
this analysis because projected industrial growth in Metro Rail station areas 
is negligible. 

Table 3-12 identifies the amount of residential and commercial parcel area 
susceptible to reinvestment for the New LPA. More detail by station area. 
regarding (1) the intensity of commercial development that would be permitted 
by zoning. (2) the maximum intensity of commercial development identified by 
applicable plans. (3) the most likely commercial development intensity based on 
current conditions in the station areas and (4) the number of residential units 
permitted by zoning. may be found in the Appendix to the Draft SEtS/SEtR. The 
New LPA has 360 acres zoned commercial which is susceptible to reinvestment and 
164 acres of residentially zoned property susceptible to reinvestment. The Null 
Alternative would have little potential for supporting residential development. 

The Vermont/5everly station area has the least amount of commercial property 
susceptible to redevelopment. The Hollywood commercial core. station areas 
(Hollywood/Vine and Hollywood/Highland) have the largest amount and highest 
concentrations of commercial properties susceptible to redevelopment of the 
station areas studied. 

The Vermont/Santa Monica station area has the highest amount and proportion of 
property susceptible to residential redevelopment. The Universal City station 
area has the least amount of property susceptible to residential development. 
The City: s zoning code permits residential development on commercially-zoned 
property. The Hollywood/Vine, Hollywood/Highland. and North HollYwood Stations 
are located within CRA Redevelopment Areas. The plans for these stations must 
conform to adopted Community and District Plans, including their land use and 
intensity components. Additional information may be found in the FEIS. 1983, 
pages 3-42 through 3-45. Section 2.2.4. 

2 • 2 LAND USE AND DEVELOPMENT tMPACTS 

2.2.1 METHODOLOGY AND HEASUBBS 

Development that occurs in conjunction with the Metro Rail Project may produce 
either positive or negative impacts. tn general. new development in the Regional 
Core and around stations is considered a positive land use impact when the. 
stations are designated as Centers in accordance with the City Centers Concept 
and when growth can be accommodeted without adverse impacts. The New LPA would 
support implementation of the Centers Concept by connecting Centers. by promoting 
development at designated growth centers, by revitalizing economically stagnant 
areas, and by providing commercial services· and employment near established 
population concentrations. The New LPA would benefit not only the Hollywood and 
North Hollywood Centers, but other Centers in the Regional Core. If growth 
cannot be readily accommodated. particularly in residential neighborhoods, new 
development in station areas can be potentially negative. 
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TABLE '·12 

PARCEL AREA SUSCEPTIBLE TO BEINVESTKE5T (1986) 

fiEW LOCAU.Y Pll.El!'EBJlEI) ALTERNATIVE 

PROPERTY CATEGORX 

COMMERCIAL 

Commercial 'Parcel Area (Acres) 

Avg. Percent of Net Parcel Aras 
Within 1/4 Mile Radius 

Max. Floor Area Ratio-(FAR)(l) 
Probable Developed FAR(2) 

Probable Developed Relative, 
To Maximum FAR 

RESIDENTlAL* 

Residential,Parcel Area (Acres) 

Percent of Net Parcel Area 
Within 1/4 Mile Radius 

Development 
By Zoning 
Units(3) 

Intensity Permitted 
Net Dwelling 

292 

34 

5.55 
4.09 

.74 

180 

23 

18,570 

17.23Q 

(1) Maximum Floor Area Ratio permitted by Community, District, of Specific 
Plan. FAR - The ratio of building floor area, exciuding parking and 
mechanical equipment space, to bUildable area of lot or parcel. 

(2) Likely development intensity based on current land use patterns, trends, 
and projected land uses in each affected station area. 

(3) Net dwelling units account for unitB that would be displaced. 
* CRA and District Plans must, by State law, conform to adopted Community 

and District Plans, including their land use and intensity components. 
No special CRA authority is required to develop residential uses on 
commercially-zoned properties in Los Angeles. 

Source: SCRTD/General Planning Consultant. Refer to Appendix to Chapter 
Three, Section 3, in November 1987 Draft SElS/SEIR. 
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A two-step process was used to evaluate the land use and urban development 
impacts of the project options. First, residential and commercial growth 
projections were developed for the station areas. In order to assess the range 
of potential growth impacts, projections were made for three scenarios: (1) a 
year 2000 Dispersed Growth Condition representing the Null Alternative; (2) a 
year 2000 "Maximum Impact Condition;" and, (3) development expected under the 
Maximum Impact Condition in which there was a concerted effort by SCRTO and other 
agencies to promote station area development (termed "Maximum Impact Condition 
with Efforts To Promo~e __ Development."). 

The Dispersed Growth Condition (i.e., the Null Alternative) and the Maximum 
Impact Condition are based upon a differing set of· assumptions as to the 
distribution of growth in the Regional Core in the year 2000. The Dispersed 
Growth Condition assumes that the growth expected to occur in the Regional Core 
basically would be distributed evenly throughout the Regional Core. This 
condition reflects generalized growth throughout the Los Angeles Metropolitan 
Area. The assumptions used for the Maximum Impact Condition differs from the 
Dispersed Growth Condition in two ways: (1) the Regional Core would receive a 
slightly higher share of total regional growth than under the Dispersed Growth 
Condition and (2) Regional Core growth would be more concentrated in designated 
Centers. As a result, the projected growth rates for commercial and residential 
development can be expected to vary significantly between the Dispersed Growth 
Condition and Maximum Impact Condition. 

The .Maximum Impact Condition is considered to be reflective of the potential of 
Metro Rail to influence the location of growth and, therefore, represents the 
New LPA. The experience of other rail transit projects suggests that the land 
use impacts of transit stations are not uniform, but would vary according to the 
charscteristics of the station areas. ~ecause designated Centers are areas of 
high activi.ty already, it· is not unreasonable to expect that Metro R&il would 
enhance the extent to which these areas may attract growth. Although total 
Regional Core growth is higher under the Maximum Impact Condition, the data which 
follow indicate that the higher growth rates in some station areas do not simply 
reflect concentration of this additional growth in those station areas. The 
Maximum Impact Condition also reflects redistribution of some of the growth 
projected for non-Center station areas and for stations located at the edge of 
the Regional Core (such as Universal City and North Hollywood) into designated 
Centers of the Regional Core (excluding the San Fernando Valley). 

The differences between the two scenarios are most readily apparent in the 
projections of residential growth. Residential development prOjections were 
based on growth projections developed by the Southern California Assoc~stion of 
Governments in the process of adopting the SCAG-82 Growth Forecast Policy (1982). 
The projected Dispersed Growth Condition for the year 2000 corresponds to 
SCAG-82M, which is the currently adopted projection used by SCAG for regional 
plsnning. This projection assumes· substantial growth throughout the region and 
s moderate amount· of infill and intensification within existing urban subregions, 
such as the Regional Core. The residential growth projection under the Maximum 
Impact Conditions corresponds. to SCAG-82S, an alternative projection developed 
by SCAG in 1982 which incorporates the assumption of a higher concentration of 
new growth in the most densely developed aress of the region, includin~ the 
Regional Core. The SCAG-82S projection corresponds closely to the assumptions 
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outlined above and represents the maximum concentration of growth which 
be induced by construction of a rail transit system, such as Metro Rail. 
the SCAG-82K and SCAG·82B projections are based on 1980 Census data. 

could 
Both 

COlllll\ercial growth projection presented in the RIS were integral to analyses 
performed in support of this SElS/SEIR. The·commercial growth projections were 
developed for the three growth scenarios just dascribed. Six categories of 
commercial development were examined: major office, community office, hotel, 
employee-servins retail, regional retail, and community r.etail. The projections 
for major office, community offiee;-and hotel growth were developed using market 
absorption projections through the year 2000 based on historic absorption rates 
and development trenda. The assumptions used for these projections were re
evaluated using tha most current data and were found to remain valid. 

In order to maintain continuity, the previously darived projections for these 
categories were used unchanged for this analysis. The projections of employee
serving retail growth are based upon the projections of office growth. The 
projections of regional and community retail growth were updated in accordance 
with projected population increases in the station areas, using SCAG-82M 
population data for the Dispersed Growth Condition and SCAG·82B population data 
for the Maximum Impact Condition. In addition, distribution of taxable sales, 
per capita taxable sales, and average retail sales per square foot were updated 
usins 1984 data. All commercial growth projections are calculated from a 1980 
base. The 1980 base was considared appropriate. because the projections of some 
categories of commercial growth are dependant upon population projections 
calculated frpuj a 1980 Census base. Additional information on commercial growth 
projections can be found in the Technical Report ,on Land Use and Development 
Impacts (1987). 

Projections for the six categories were combined to produce a projection of total 
commercial growth in each station area. The square footage of development 
projected for each category also was used to estimate the amount of parcel area 
required to accommodate the development, usins assumptions of the probable 
density of development for each land use category. These projections were 
adjusted to reflect development which has occurred since 1980, because the amount 
of parcel ,area available to accommodate growth was calculated uaing 1987 data. 

The growth projections then were used in the second step of the analysis to 
assess the land use impacts in each station areas. Two measures were used to 
conduct the impact assessment: (1) consistency with land use plans and policies 
and (2) the extent that projected growth can be accommodated in a station area 
or alignment without adverse impacts. The followins sections provide an analysis 
of these impact measures. 

2.2.2 GROWTH PROJECTIONS 

2.2.2.1 Station Areas 

Table 3·13 shows the net change in commercial and residential development 
projected to occur in the station areas 'between 1980 and 2000 for the New LPA 
and the Null AlternatiVe (see the Appendix to the Draft SEIS/SEIR for a'more 
detailed tabulation of projected residential and commercial development). A 
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'fABLE 3-13 
I!XPBC'fED lilT CIWiGB DI comumCIAL 

AND RESIDENTIAL DEVELOPMENT DI Jm1'Il.O BAIL STATIOR AREAS 
1980 - 2000 

DEVELOPMENT CATEGORY 
BY PLANNDlG AREA 

CDD PLANNING AREA 
Commercial Floor Area * 
Residential Units 

liES'fIAKE PLANNING AREA 
Commercial Floor Area * 
Residential Units 

WILSHIRE PLANNING AREA 
Commercial Floor Area * 
Residential Units 

HOLLYWOOD PLANNING AREA 
Commercial Floor Area * 
Residential Units. 

Ney LPA 
Vitbout Vith 
Eff~t Effort 

19,650 - 24,500 
11,330 

500 • 1,200 
2,170 

9,820 • 11,890 
11,020 

3,883 • 4,846 
7 .. 185 

unIVERSAL CITY/NORTH BOLLNOOD PLANNING AREA 
Commercial Floor Area * 4,600 • 5,300 
Residential Units 210 

DESIGNATED CENTERS 
Commercial Floor Area * 
Residential Units 

ALL PLANNDlG AREAS 
Commercial Floor Area * 
Residential Units 

* In thousands of square feet 

33,350 • 41,850 
21,980 

38,453 - 47,736 
31,915 

troLL 
ALTEl.!.RATlVE 

Vitbout Vitb 
Effort Effort 

15,410 - 19,650 
11,330 

500 - 1,200 
2,170 

7,160 - 7,160 
5,060 

3,100 • 3,100 
4,025 

4,100 • 4,100 
150 

15,560 - 20,150 
13,500 

29,920 - 34,510 
22,735 

'Without Effort" - Reflects projected activity without a concerted station 
area development effort. 

'With Effort" - Reflects projected activity with a concerted station area 
development effort. 

Source: SCRTO/General Planning Consu1tant/SCAG·82B & SCAG-82M Growth 
Projections. Refer to Appendix to the Draft SElS/SEtR, Section 4 for 
more detail by Station Area. 
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range of expected development is defined for commercial floor area reflecting 
activity ~ andwitbout a concerted station area development effort. A range 
of 38,930,000 to 48,710,000 square feet of commercial development is expected 
in the Regional Core. Approximately 8S, of the commercial development is 
expected in designated centers. Approximately 32,685 additional dwelling units 
are expected by the Year 2000 in the Regional Core. 

2.2.2.2 Regional Core 

Table 3-14 summarizes the incremental commercial and residential growth 
projections for the New LPA and compares them with the total development and 
population for 1980 in the Regional Core area. Projections of commercial growth 
are expressed in gross square footage (including office, retail and hotel 
development). With the construction of the New LPA under the Maximum Impact 
Condition commercial development added within the Regional Core would be expected 
to increase by a range of 23 to 26 percent over the existing 1980 Base 
conditions.' Under the Null Alternative (year 2000), an increase of seven percent 
in commercial development is expected. 

The number of dwelling units added to, the Regional Core ia expected to increase 
about 34 percent over 1980 Base under the Year 2000 Maximum Impact Condition and 
fourteen percent under the Null Alternative. 

2.2.3 ASSESSMENT OF LAND USE AND DEVELOPMENT IMPACTS 

As discussed in Section 2.2.1, two primary measures were used to aasess the 
impacts of projected growth associated with the project options: (I) consistency 
wi,th local land use plans and poliCies and (2) ability to accommodate projected 
growth. Within these two primary measures, several sub-measures ,were identified 
for use in the evaluation. These sub-measures were applied at both the station 
area and system levels. To determine the impacts of projected growth, the 
current conditions in the station areas for the project options were compared 
to year 2000 Maximum lmpact and Null Alternative. The potential impacts 
identified by these analyses are contained in Table 3-15. 

lmpacts are identified as potentially beneficial impacts, potentially adverse 
impacts which can be mitigated, and potentially adverse impacts which cannot be 
mitigated. If a beneficial impact and adverse impact would be expected for the 
same station under different conditions, an adverse impact is shown in the table. 
Mitigation measures for potentially adverse impacts identified in this analysis 
are discussed in the next section. The following paragraphs address each of the 
impact measures identified in Table 3-15. 

2.2.3.1 Consistency with Lpcal Land Use Plans and Policies' 

To determine the extent to which the stations and alignment are consistent with 
adopted local land ~e plans, fiVe sub-measures were used: 

1. The extent to which growth would be concentrated at City Centers 
along the Metro Rail route. 
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1980 Base 

Null Alternative 

New LPA 

'rOLE 3 -14 

nO.1ECTEJ) Il.!GIOHAL CORE Cll.0'II'l'Il 
1980-2000 

Commercial l1eaidGntial 
Development Development 

1,000 Percent Dwelling Percent 
8g.ft. Chenge Units Obange 

232,800(1) 403,291(1) 

40,300 17 '50,330 12 

54.200- 23 136,260(2) 34 
60,700(3) 26 

(1) Sourc,e: December 1983 FElS. 

Ile&lonal Growth 
Percent 

Population Change 

833,389(1) 

115,639 14 

181,333 22 

(2) Although this level of residential development is projected in SCAG-82B 
for the entire Regional Core, it is more likely to occur at this intensity 
only within station areas and to be less for the Regional Core as a whole. 

(3) Renge reflects amount of development with, and without a concerted effort 
by SCRID and other agencies to promote 'tation area development. 

Source: Southern California Association of Governments, SCAG·82M and SCAG-82B 
Growth Projections: SCRLD, General Planning consultant. 

2. the extent to which growth would be concentrated at other Centers 
(non-station) in the Regional Core. 

3. the extent to which economically stagnant or declining areas would 
be revitalized. 

4. the extent to which commercial services and employment would be 
increased at or near popUlation centers. 

5. the extent to which the implementation of Community Plan, Specific 
Plan, or Redevelopment Plan objectives would be supported., 

the effects or impacts associated with each project option are discussed for 
'each of these measures. first relative to sta,tion areas and then to the system 
as a whole. 
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Concentration of Growth at Centers Along the Metro Sail Route 

Station Area Impacts 

The City Centers Concept calls for growth to be concentrated in designated 
Centers located throughout the City. A number of these Centers are located in 
the Regional Core. Stations located in designated Centers would support this 
concept by stimulating growth within the Center. For this reason, stations 
located within .designated Centers of the City of Los Angeles General Plan were 
assessed to have potentially beneficial impacts under this sub-measure. Table 
3-16 shows the proportion of commercial and residential growth projected for each 
project option that is expected to be located in designated City Centers. This 
table shows that the majority of projected growth for all project options would 
be expected to occur in Centers in support of the Centers Concept. 

Because the Centers Concept does not preclude the location of transit stations 
outside of Centers and does not establish that growth outside of Centers would 
be in conflict with the Concept, the impacts of growth at stations outside the 
Centers were assessed to be neutral under this measure. 

System Impacts 

Phase II of the New LPA would benefit the region by supporting development at 
designated City Centers within the Regional Core and will have eight stations 
located in Centers. All five stations associated with KOS-.l under the Null 
Alternative are in Centers. 

Null Alternative 
New LPA 

TABLE 3-16 

CONCENTRATION OF YEAR 2000 PROJECTED GROWTH 
IN DESIGNATED CITY CENTERS IN REGIONAL CORE 

Percent of 
Projected Commercial 

Development Occurring 
in City Centers 

52-5S% 
87-88% 

Percent of 
Projected Residential 
Development Occurring 

in City Centers 

59% 
75% 

Source: General Planning Consultant. 
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Qoncentration pf Growth at Non-statipn Centers In the RegIonal eore 

Station Area Impacts 

No stations would be so isolated as to potentially cause growth to concentrate 
in other designated Centers or which could potentially attract growth from 
designated Centers. 

System Impacts 

It is possible that the New LPA could cause some growth to shift from Centers 
not located along the Metro Rail route to Centers that are on the route. 
However, the precise probability and extent of this outcome could not be 
determined. Similarly, the extent to which Metro Rail may attract additional 
growth to the Regional Core, which may then concentrate in non-station Centers 
could not be determined. These Centers, which include Sunset Strip, Beverly 
Hills, and Century City, are expected to continue to attract substantial amounts 
of new development. 

Bevitalizatipn of Economicslly Stagnant or Declinipg Aress 

Station Area I~scts 

construction of transit stations in economically stagnant or declining areas may 
stimulate beneficial development interest in those areas. It was determined that 
stations located in designated Redevelopment Project areas would have potentially 
beneficial impacts under this sub-measure. 

System I~a.cts 

!he New LPA was assessed to have potentially beneficial impacts with respect to 
revitalization of economically stagnant or declining areas. Phase II of the New 
LPA would serve the North Hollywood and Hollywood Redevelopment Projects and 
would have three stations located in Redevelopment Project Areas. The Null 
Alternative, which includes the KOS-l segment, includes four stations in 
Redevelopment Project areas. 

lpcrease in Commercial ServIces/Employment At or Rear Populskion Centers 

Station Area I~acts 

Construction of transit stations may stimulate beneficial development interest 
near population centers. Stations with projections of high commercial growth 
and also located in areas of high population concentration Were assessed to have 
potentially beneficial impacts under this sub-measure. Accordingly, stations 
located in Centers, as identified under the first sub-measure. potentially would 
h~ve beneficia.l impacts. 

3-2-16 



System Impacts 

In general, for all project options, retail development would be attracted to 
the Regional Core and station areas in proportion to the redistribution of 
population groWl:h. Much less redistribution of the population would be expected 
under the Null Alternative; therefore. increase in cOlIDDercial services/employntent 
would be proportionately less. The presence of community-serving retail 
development. 'which tends to be located in small centers in predominantly 
residential areas, would increase within the Regional Core with Metro Rail 
development. Regional retail development likely would concentrate with Metro 
Reil development in station areas. 

II!/.I21emem;at:ion at CO!!ll!lW!i t:y PIM. Specific Pian. or Redevelopment Plan Ob fect:lves 

St:atlan Area Impacts 

Projections of growth in station areas were assessed for their consistency with 
established land use plans. The concentration of growth in Centers or 
Redevelopment Project Areas that may result from station construction would be 
a beneficial impact. For this reason, stations located in Centers and in the 
Redevelopment Project areas were assessed to have potentially beneficial impacts 
under this sub-measure. 

All of the stations in the New LPA are assessed as having a potentially, 
beneficial impact under this measure. The location of the New LPA would atcract 
growth in centers in conformance with the Centers Plan, Community Plans, and 
Redevelopment Plans. 

System Impacts 

Phase II of the New LPA would serve two designated Redevelopment areas with three 
stations and have eight stations in deSignated centers. The Null Alternative 
would serve the CBD Redevelopment areas and centers. 

2.2.3.2 MC9!!!!!!odadon of Pro1ected Stadon Area Growth lUth91lt Adverse 
Impacts 

To determine the extent to which the stat:1ons and alignmencs were able to 
accommodate projected growth without adverse impacts, seven ~ub-measures were 
used: 

1. The extent to which projected residential growth could be 
accommodated in station areas. 

2. The extent to which projected commercial growth could be accommodated 
in station areas. 

3. The extent to which residential development pressure could lead to 
increasing residential density in stable single family areas. 

4. The extent to which commercial development pressure could lead to 
rezoning of residential areas for commercial use. 
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5. The extent to which stable land values in surrounding neighborhoods 
can be maintained. 

6. The extent to which historic and/or cultural reSOurces will be 
preserved. 

7. The extent to which projected growth is compatible with existing 
land uses and community character. 

By comparing projected commercial and residential growth between 1980 and 2000 
to the parcel area susceptible to reinvestment in each station area (refer to 
the Appendix to the Draft SEIS/SEIR), the ability to accommodete growth may be 
measured. Table 3-17 identifies the percentage of available parcel area that 
would be needed to accommodete growth projected for each station area. The 
resulting percentages provide an indication of the relative projected development 
pressure in the vicinity of each station. The findings from this analysis then 
were used to assess the potential impacts in station areas and related to the 
system as a whole of projected growth. 

Accommodation of Protected Residential Growth on ReSidentially-Zoned Land 
Susceptible to Reinvestment in Station Areas 

Station Area Impacts 

Residential growth in conjunction with Metro Rail would be beneficial when 
accommodeted within the station areas on residentially-zoned land susceptible 
to development. Under the year 2000 Maximum Impact Condition, station areas were 
divided into three categories based on the .projected increase in residential 
units: High (greater than 50' increase in residential units forecast), Moderate 
(20 to 50' increase forecast), and Low (less than 20, increase forecast). 
Stations where projected residential growth would be expected to be High or 
Moderate then were examined to determine whether adequate parcel area existed 
to accommodate the forecasted growth. For station areas where the projected 
growth would require 75 percent or less of the available parcel area (see Table 
3-17), the impact of the growth was assessed to be potentially beneficial. This 
condition is expected to occur at the Vermont/Sunset and Vermont/Santa Monica 
station areas. 

The impacts of residential growth can be potentially adverse when forecasted 
levels of residential growth are expected to exceed the supply of land available 
for residential development. For station areaS where projected growth would 
require 75 percent or more of the available parcel area (see Table 3-17), the 
impact of growth was assessed to be potentially adverse. These conditions could 
occur in the following Planning Areas: 

Wilshire Center - Wilshire/Vermont, Wilshire/Normandie, Vermont/Beverly; 

Hollywood Planning Area - Hollywood/Highland, Hollywood/Vine. It is 
anticipated that these potentially adverse impacts could be mitigated in 
all cases. 
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TABLE 3-17 

ACRES OF PARCEL AREA REQUIRED TO ACCOHKODATE aaOVTH 

HilI; !<oUDllnc1a;!. l2evlllQlll!IlUlt* Bat Resldent1al Peve12lll!1ent* 
Null Null 

AJ.t!lm!!Uve lIel! LlA All;em!!t1ve New LlA 
St!!t1on Area Acres Percent Asres brcent Acres Perc!!Ilt Acres Percent 

Wilshire/Vermont 5 16 6-10 21-34 8 62 31 239 
WilshirefNormandie 8 26 10-13 32-42 11 92 25 200 
Wilshire/Western 9 33 9-12 33-43 15 83 11 61 
Vermont/Beverly 1 17 3-7 50-117 8 38 53 252 
Vermont/Santa Konica 1 7 2-2 13-13 4 8 17 32 
Vermont/Sunset 2 9 2-3 9-13 4 36 7 64 
Hollywood/Western 1 4 1-1 4-4 3 14 5 23 
Hollywood/Vine 3 7 8-13 19-30 5 71 24 343 
Hollywood/Highland 4 9 7-10 15-22 16 229 23 329 
Universal City 13 131 10-12 100-121 4 100 0 0 
North Hollywood 5 14 6-7 17-20 1 8 1 8 

* Net growth is projected new development minus floor area or dwelling units 
displaced. An average of one Single-family or duplex unit would be 
displaced for every thirteen multi-family units added in areas outside the 
CBP. 1.2 times dwelling unit demand used (efficiency). 

Source: SCRTD/General Planning Consultant. 

The same analysis was conducted for the Null Alternative, represented by the 
dispersed growth condition. Station areas were divided into three categories 
based on the projected increase in residential units (see the Appendix to the 
Praft SEIS/SEIR): High (greater than 20% increase in residential units forecast), 
Moderate 12% to 20% increase forecast) and Low (less than 12% increase forecast). 
Stations where projected residential growth would be expected to be High or 
Moderate then were examined to determine whether adequate parcel area existed 
to accommodete the forecasted growth. For station areaS where the projected 
growth would require 75 percent or less of the available parcel area (see Table 
'-17), the impact of projected growth was assessed to be potentially beneficial. 
This condition is expected to occur at the Wilshire/Vermont, and Hollywood/Vine, 
~tation areas. The impact of prOjected growth was assessed to be potentially 
adverse at the following station areas: WilshirefNormandie, Wilshire/Western, 
Hollywood/Highland, and Universal City. Residential redistribution expected to 
occur at Wilshire/Western and Universal City station areas under the New LEA 
... ould be more favorable than expected under the Null Alternative. For the 
remaining station areas in which residential growth is forecast to be low, the 
impact was assessed to be neutral. 
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Sysr:em Impacr:s 

the concentration of growth in Centers cllu1d cause the potentially adverse 
impacts of residential growth to exceed potentially beneficial impacts. Under 
the Year 2000 Maximum Impact Conditions, the New LPA hes eleven stations where 
impacts of residential growth are assessed to be potentially adverse. It is 
anticipated that the potentially adverse impacts could be mitigated in all cases. 
the New LPA has two stations which have potentially beneficial impacts. the 
impacts of the Null Alternative would be less that the Maximum Impact Condition 
because the protected growth would be more evenly dispersed. 

Accommodation ot Profested CPmmercial Growth op COmmercIally-Zoned Land 
Susceptible to Reinyestment in Statipn Areas 

Scation Area Impacts 

Commercial growth projected to occur in station areas would be beneficial. if 
it could be accommodated on commercially-zoned land susceptible to investment. 
Using the data developed for the Year 2000 Maximum Impact Condition (see Appendix 
to November 1987 Draft SEIS/SEIR), station areas were divided into three 
categories based on the projected increase in square footage of commercial 
development: High (greater than 90, increase in commercial development forecast), 
Moderate (51 to 90' increase forecast), and Low (less than 50' increase 
forecast). Stations where projected commercial growth was High or Moderate then 
were examined to determine whether adequate parcel area'existed to accommodate 
the forecasted growth. For station areas where the projected growth would 
require 75 percent or less of the available parcel area, the impact of the growth 
was assessed to be potentially beneficial (see Table 3-15). 

this beneficial impact occurred at: 

,Wilshire Planning Area 
Wilshire!Western: 

Wilshire/Vermont, Wilshire/Normandie, 

Hollywood Planning Area Vermont/Santa Monica, Vermont/Sunset, 
Hollywood/Vine. Hollywood/Highland; and 

Unlversal/North Hollywood Planning Area - North'Hollywood. 

Commercial growth projected to occur in station areas would be adverse, if,the 
land available to accommodate development is inadequate: therefore, where 
projected growth could require 75 percent or more of the available parcel (see 
Table 3.17), the impact of commercial growth was assessed to be potentially 
adverse. For the year 2000 Maximum Impact Condition, this would occur at the 
Vermont/Beverly and Universal Cicy station areas. It is expected that potential 
adverse impacts could be mitigated in all station areas. 

Under the Null Alternative, station areas were divided into three categories 
based on the projected increase in square footage of commercial development: 
High (greater than 40' increase in commercial development forecast), Moderate 
(10 to 40' increase forecast), and Low (less than 10, increase forecast). For 
station areas where the projected growth would require 75 percent or less of the 
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available parcel area (see Table 3-17), the impact of the growth was assessed 
to be potentially beneficial (see Table 3-15). This condition would occur at 
the following station areas: 

Wilshire Planning 
Wilshire/Western; 

Area 

Hollywood Planning Area 
Hollywood/Highland, and 

Wilshire(Vermont, Wilshire(Normandie, 

Vermont/Sunset, Hollywood/Vine, 

Universal(North Hollywood Planning Area - North Hollywood. The impact of 
a dispersed growth condition was assessed to be potentially adverse at 
the Universal City Station. It is anticipated that the potentially adverse 
impacts could be mitigated in all cases. 

System Impacts 

For the New LPA, the potentially beneficial impacts of commercial growth are 
assessed to exceed the potentially adverse impacts of growth. In all cases, the 
potentially adverse impacts could be mitigated. The New LPA has two station 
areas, Vermont/Beverly and Universal City, in which the supply of land 
potentially could be inadequate to support protected growth. Eight station areas 
in Phase II of the New LPA have potentially beneficial impacts. 

Avoidance of Pressure eo Increase Resiqeot1a1 Density in Stable Slngle·fSml1y 

~ 

Station Area Impacts 

If an insufficient supply of land exists to accommodate residential growth, 
there would be an adverse impact on surrounding residential areas. Pressure 
would be present to re-zone single-family or lOW-density residential 
neighborhoods for a higher density residential use, assuming that residential 
growth attracted by Metro Rail would be multi-family in nature. These impacts 
conceivably could occur at station areas: (1) where projected residential growth 
has been assessed to have a potentially adverse impact and (2) where the 
predominant surrounding land use, Community Plan designation,· and zoning is 
single-family residential. Based on these criteria, potentially adverse impacts 
could occur at the Universal City station. It is anticipated that the 
potentially adverse effects at this station could be mitigated. 

The impact was assessed to be neutral in the remaining station areas: (1) where 
projected residential growth could be accommodated without adverse impact or (2) 
where projected residential growth may spillover into multi-family residential 
or commercial areas. 

System Impacts 

The New LPA has one station area (Universal City) that would potentially have 
adverse impacts resulting from residential development pressure which could lead 
to rezoning or development of single-family neighborhoods. There would be no 
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potentially adverse impacts associated with the Null Alternative relative co this 
sub-measure. 

Ayoidance pf Pressure to ie-zgne R,sId@Qtial Areas fgr COmmercIal Use 

Station Area Impacts 

There would be an adverse impact on surrounding residential areas if: (1) an 
insufficienc supply of land exists to accollUDodace cOllUDercial growth; (2) pressure 
to rezone residential areas for cOllUDercial use exists; and, (3) development 
subsequently "spills over" into the residential area. Therefore,· adverse impacts 
would be expected at station areas where projected cOllUDercial growth has been 
assessed to have a potentially adverse impact (i.e., pressure to rezone is 
evident) and the predominant land use is residantial. Potentially adverse 
impacts could occur at th~ Vermont/Beverly, and Universal City stations. It is 
anticipated that the potentially adverse effects could be mitigated in all cases. 

The impact was assessed to be neutral for the remaining s"tation areas where 
projected cOllUDercial growth can be accommodated without adverse impact or where 
projected cOllUDercial growth may spillover into cOllUDercial areas. 

System Impacts 

Phase II of the New LPA has evo stations, Vermont/Reverly and Universal City in 
which the supply of land potentially could be inadequate to support projected 
cOllUDercial growth and which are located in predominantly residential -areas. 
Station areaa of the Null Alternative would not be adversely impacted under this 
sub-measure. 

Maintenance of Stable Land Valyes 1n SYrrounding Nel~bborhoqds 

Station Area Impacts 

In general, it is expected that land values would increase to some extent at all 
station areas where development occurs. Potentially adverse impacts could occur 
in station areas where an inadequate land supply exists to accollUDodete projected 
commercial and/or residential development. This condition would exist at the 
following station areas: 

Wilshire Planning Area Wilshire/Vermont, Wilshire/Normandie, 
Wilshire/Western, Vermont/Beverly 

Hollywood Planning Area - Hollywood/Highland, Hollywood/Vine; and 

Univeraal/North Hollywood Planning Area - Universal City Station. 

The greatest pressure 1& expected to occur where land susceptible to reinvestment 
(regardless of cOllUDercial or residential classification) is exceeded by the 
combination of projected commercial and residential growth -- Vermont/Reverly 
and Universal City. The greatest. impact would be at Universal City where the 
predominant land use is single-family residential. Because land values are 
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determined by marke~ forces beyond the control of public agencies, these impacts 
are expected to ~e unmitigable. 

The impacts on land values are assessed to be neutral for the remaining station 
areas where land supply is adequate to accommodate projected commercial and 
residential growth. 

System Impacts 

Phase 11 of the New LPA has seven stations in which potentially adverse impacts 
on land values in surrounding neighborhooda could occur. They are: 

Wilshire Planning Area Wilshire(Vermont, WilshirejNormandie, 
Wi lshi re/Ves tern , and Vermont/Beverly; 

HollytJOOd Planning Area • Hollywood(Vine, Hollywood/Highland; 

UniveraaljNorth Hollywood Planning Araa • Universal City Station. 

Five of these stations may have difficulty accommodating projected residential 
growth. Vermont/Beverly and Universal City may have difficulty accommodating 
both residential and commercial growth. The concentration of development in the 
Regional Core resulting from the Metro Rail Project could cause land values to 
rise in general. 

Preservation of Hlstoric and Cultu'fl Resources 

Station Area Impacts 

As described in Section 16 of this Chapter, historic and cultural resources 
within station areas could be affected either positively or negativelY by growth 
induced by the Metro Rail project. If the floor area ratio allowed by zoning 
is significantly higher than the floor area ratio of existing structures and 
projected development pressure is assessed to be high, an adverse impact may 
occur with a replacement of the structure. Potentially adverse impacts could 
occur in station areas containing historic or cultural resources, where 
inadequate land supply exists to accommodate projected commercial or residential 
growth. This condition exists in the Hollywood/Highland, and Hollywood(Vine, 
station areas. In these station areas, mitigation measures would be established 
to pr01l\Ota the restoration/renovation of historic structures rather than 
displacement under the pressure' of commercial or residential development. 

System Impacts 

The New Ll'A might have potentially adverse impacts on cultural and historic 
resources resulting from development pressures in the station areas. 
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n,lntenarce of CompatibIlity with Existing LInd Uses and Cpmmupity Cbaracher 

Station Area Impacts 

Projected growth in a station area mayor may not be compatible with surrounding 
land uses or with the desired characteristics for 'a particular station area. 
Potentially adverse impacts could occur, if the projected growth is inconsistent 
with surrounding uses. This is primarily true for a station area where the 
predominant land use is reSidential (i.e., station area categorized as primarily 
residential) and where high levels of commercial growth (50% or greater) are 
forecast. This condition exists for the Vermont/Beverly station of the New LPA. 
At this station area, prOjected commercial development may be potentially out 
of scale with surrounding residential areas. Mitigation measures, however, could 
be employed at this station area. 

System Impacts 

The New LPA has one station, Vermont/Beverly, in which projected commercial 
development could poasibly be incompatible with existing residential uses. 

2. 3 MITIGATION OF POTENTIAL ADVERSE LAND US! ANn DEVELOPMENT IMPACTS 

This section identifies actions to mitigate the potentially adverse impacts 
discussed in the previous section (refer to Table 3-15). 

Table 3-18 identifies mitigation measures, techniques for implementing them, 
agencies responsible' for implementation, and applicability of techniques to 
affected station areas. SeRTO has limited authority in implementing all of the 
stated mitigation measures, but SCRTD's cooperation and support with the 
responsible agencies identified in Table 3-18 will be required. 

Measures encouraging the use of joint development techniques will require active 
participation by SCRTO in cooperation with the CRA, Los Angeles Department of 
Planning (!ADOP) , the Los Angeles County Department of Regional Planning (lADRP) , 
and other responsible agencies. 

The SCRTD in Kay 1983 adopted policies guiding the agency concerning land use 
and development around Metro Rail stations. In particular, the policy 
establishes the basis for the re-use of land acquired for construction purposes 
as well as the development of air rights above System facilities. Further in 
1984, enabling . legislation was passed giving the SCRTO the furth~r capability 
to work with adjacent property owners to develop projects on combined parcels 
which voId support or otherwise enhance the Metro Rail system. 

The SCRTD, as part of the project cost, will prepare station plans for those 
stations where available land owned by the SCRTD is most susceptible to 
development. The SCRTO will conform to the adopted land use goals set forth in 
adopted City Specific Plans, Community Plans, and Redevelopment Agency Plans for 
the Hollywood and North Hollywood station areas. These station plans will be 
used as the basis for obtaining development proposals, community support for 
development projects, and furtherance of the SCRTO's minority business enterprise 
utilization goals. 
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In areas identif~ed for residential investment, the SCRTO will require, on land 
it owns, mixed use developments which will provide for the provision of new 
hoUsing stock, or where appropriate, the rehabilitation of existing housing 
stock. In areas identified for commercial investment, the SCRTD will seek City 
approval for the transfer of development rights between station areas as a means 
of targetIng growth and protecting those areas where community and City goals 
seek protection or reduced development pressure. 

these measures are applicable in the following station areas; 1Jllshire/Vermont. 
1Jilshire/yestern, Hollywood/Vine, and Hollywood/Highland. 

Other mitigation measures for potential adverse land use and development impacts 
are identified below. More detail concerning the actions to be taken in each 
station area may be found in the Appendix to the Draft SEIS/SEIR and in Table 
3-18. 

2 . 3.1 POTENTIAL INABILITY TO ACCOMMODATE PROJECTED ll.I!:SIDI!:NTIAL Gll.Oll'1'll IN STATION 
AB.EA.S AND POTENTIAL Pll.I!:SSUU; TO DlCRl!:ASE ll.I!:SIDI!:NTIAL DENSITY IN SINGLE
FAKILY AB.EA.S 

the accommodation of residential growth in the station areas of the Regional 
Core is the most significant potentially adverse impact 'under all project 
options. Three actions will be appropriate to mitigate the potentially adverse 
impacts of residential growth. 

1. Develop residential projects on commerCially-zoned land. 

2. Increase density of new residential development in existing multi
family residential zones. 

3. Divert potential residential growth to other station areas where 
multi-family residential development would be more appropriate. 

these measures are applicable in the following station areas (as shown on Table 
3-18). 

o Wilshire Planning Area 1Jilshire/Vermont. Wilshire/Normandie. 
Wilshire;Vestern, and Vermont/Beverly; 

o Hollywood Planning Area - Hollywood/Vine. Hollywood/Highland;,and 

o Universal/North Hollywood Planning Area . Universal City 

2.3.2 POTENTIAL DlABILITY TO ACCOMMODATE Pll.OJECTED COMMERCIAL Gll.Oll'1'll IN STATION 
AB.EA.S 

Three actions will be appropriate to mitigate the potentially adverse impacts 
of commercial growth. 

4. Redirect commercial development to other station areas by creating 
incentives to develop elsewhere. 
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5. "Expand the station area" by directing commercial development to 
sites adjacent to the currently defined station area boundaries 
through the Specific Plan and master planning process. 

These measures are"applicable in the following station areas (as shown on Table 
3-18) . 

o Wilshire Planning Area - Vermont/Beverly 
o Universal/North Hollywood Planning Area ~ Universal City 

2.3.3 POTENTIALLY ADVERSE EFFECTS ON BISTOaIC AND CULTURAL RESOURCES 

Two actions will be appropriate to mitigate the potentially adverse impac:-ts 
associated with historic and cultural resources. 

" 6. Promote use of existing tax incentives and rehabilitation loans. 

7. Downzone and create a mechanism to transfer unused develop_nt 
potential. 

These measures are applicable to the following station areas (as shown on Table 
3-18). 

o Hollywood Planning Area - Hollywood/Highland and Hollywood/Vine. 

2. 3 • 4 POTENTIAL INCOHl'ATIBILITY OF PltOJ'ECTED GIlOWTB WITH EXISTING LAND USES AND 
COHKUNITY CHARACTER 

One action will be appropriate for mitigating potentially adverse impacts on 
existing land uses and community character. 

8. Develop special station mitigation measures to preserve community 
character. 

This mitigation measure is applicable to the Vermont/Reverly station for the 
New LPA. Refer to the Appendix to the Draft SEIS/SEIR for a detailed station
by-station examination of mitigation measures for potential adverse land use and 
development impacts. 

2.4 SIDf!WlI OF :MITICATION HEASUlW! lOR m m LPA 

Metro Rail may attract growth to the Regional Core that may locate at City 
Centers not served by a rail station. This is treated as an unmitigable adverse 
impact. 

It is recommended that residential projects be developed on commercially zoned 
land to accommodate excess residential growth when the supply of land susceptible 
to reinvestment (both residential and commercial) exceeds the combined commercial 
and residantial growth demand. This mitigation measure is proposed for four 
stations -- in the Wilshire Planning Area: Wilshire/Vermont. Wilshire/Normandie, 
Wilshire/Western; and in the Hollywood Planning area: Hollywood/Highland. 
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The diversion of 90mmercial and/or residential development to other stations is 
ptoposed when the commercial an4/or residential growth exceeds the total land 
available or when the development of residential projects on excess commercially 
zoned land is not desirable. This mitigation is being proposed for the following 
sl:ations": 

Hollywood Planning Area 

o Vermont/Beverly where excess commercial and residential growth may 
be transferred to the Kid-Wilshire stations and where selective 
rezoning of multi-family parcels to higher densities may be 
appropriate. 

o Hollywood/Vine where eXcess residential growth may be transferred 
to the Hollywood/ll'estern station and where development of residential 
projects on exceSIl commercially zoned land may conflict with the 
intent of the Hollywood Redevelopment Project. 

Universal City/North Hollywood Planning Area 

o Universal City where excess residential growth may be accommodated 
as a component of commercial projects or diverted to other stations; 
and where eXcess commercial growth could be diverted to other 
stations and appropriate adjacent areas. Maintaining stable land 
values is considered an unmitigable adverse impact because inadequate 
land exists to accommodate residential and/or commercial demands. 

The use of preservation incentives and transfer of development projects is 
proposed where excess commercial and/or residential demand may adversely affect 
historic structures. This mitigation measure is proposed for Hollywood/Vine and 
Hollywood/Highland. 

In summary. all adverse impacts are considered mitlgable except land value 
stability and growth at Centers without stations. 

3-2-28 



SECTION 3. ECONOMIC AND FISCAL IMPACTS 

Construction of the New LPA will result in regional and subregional economic and 
fiscal impacts. Potential economic impacts involve changes in the overall level 
of economic activity within the Los Angeles region as well as direct development 
effects in station areas. Potential fiscal impacts would be related to the 
revenues and service costs associated with implementation of a particular 
alternative. 

3.1 CHANGES IN ECONOMIC ACTIVITI 

3 .1 • 1 LOCAL EKPLOYKENT IMPACTS 

The number of construction jobs associated with the New LPA is expected to be 
in the 3,000 to 5,000 range, as was the case for the Original Locally Preferred 
Alternative described in the FEIS (see Section 3.2, "Local Employment Impacts," 
page 3-69). There would be no rail construction jobs generated· under the Null 
Alternative. 

3.1.2 REGIONAL ECONOMIC IMPACTS 

When the cumulative effect of direct, indirect, an.d induced impacts is 
considered, a dollar spent on operations is. conservatively expected to generate 
between one and two additional dollars in total regional economic activity, as 
defined by the gross regional product (see' Section 3.3., "Regional Economic 
Impacts," page 3-70 of the FEIS, 1983). Applying this relationship, the New LPA 
would generate $35 million to $70 million secondary economic activity .. Operating 
costs of the Null Alternative would be about $15.4 million annually. Therefore, 
secondary economic activity associated with the Null Alternative would be less 
than $30 million under the best condition. 

3.1.3 MINORITY BUSINESS PARTICIPATION 

The SCRTD has adopted a policy which affords meaningful and appropriate 
participation by Disadvantaged Business Enterprises (DBE's) and other minority
owned enterprises in all contract and j oint development opportunities. An 
extensive survey and assessment of the capability and availability of DBE's in 
the construction and construction-supply industries was completed in April 1985. 
This assisted the SCRTD in contacting ORE's to inform them about Metro Rail 
business opportunities and to anticipate any barriers to their successful 
competition and performance in these contracts. Survey results also were used 
to develop the annual and contract-specific DBE goals which UKTA grant recipients 
are required to establish pursuant to 49 CFR, Part 23. 

DBE consultant:s have participated extensively in the planning, design, and 
construction management of Metro Rail. Their estimated level of partiCipation 
is 30.5 percent of total dollars committed for these contracts let to date. In 
the construction phase, contract-specific goals are averaging 22 percent for DBE 
participation. Overall annual goals for construction contracts are set at twenty 
percent for DBE's. 
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The SCRTO currently is reviewins the existing OBE policy. The followinS steps 
are designed to lead to full integration of a joint development component for 
this policy: 

o Develop a program to open communication with minority developers, 
bankers, architecture and' engineering firms, and suppliers, to inform 
them of SCRT»'s project and direction, and to get policy advice from 
them on structuring a DBE involvement program; , 

o Review and revise. as required. current SCRTD policies to better 
define DBE participation in joint development projects; 

o Conduct a conference to stimulate ideas on inclusion of DBE, YBE, 
and other minority-owned enterprises in joint development 
construction, operation and project equity; and 

o Finalize a SCRTD DBE Joint Development Participation Plan. 

3 • 1. 4 V ALOE CAPTtT8.E REVENUES n.Oll KETRO RAIL 

Considerable economic benefits can accrue to properties in the viCinity of Metro 
Rail stations, especially to properties that are appropriate for high-intensity 
commercial development. SCRT» will pursue a range of measures to recapture a 
portion of these benefits resulting from the expenditure of public funds. 

3.1.4.1 Benefit Assessment pistricts 

Sections 33000 et. seq. of the California State Public Utilities Code provide 
the SCRm Board of Directors with authority to establish benefit assessment 
districts around Metro Rail stations, when it is determined that property would 
receive special benefits by virtue of being located near the station. Under the 
proviSions of this law (described in detail on pages 3-71 and 3-72, of the FElS, 
1983), benefit assessment districts were established for the Central Business 
District and Yi1shire/A1varado stations on July 11, 1985, in conjunction with 
implementation of MOS-l. An assessment rate will be applied to all property 
within these districts, with the exception of residential properties and 
properties owned and used by either public or nonprofit organizations. The 
assessment rate will be set every two years at a level designed to support 
repayment of the $130 million in bonda, uaed to finance a portion of the KOS-l 
construction cost for MOS-l. 

SCRTD will pursue establishment of benefit assessment districts.in the vicinity 
of any stations added to Metro Rail system. Characteristics of the assessment 
districts (including boundary designations, properties to be assessed, assessment 
rates and other issues, as appropriate) will depend upon the characteristics of 
individual station areas. There will be no further designations of benefit 
assessment districts should the Null Alternative be the selected course of 
action. 

To provide a preliminary indication of the general financial impact: of assessment: 
districts ,in relation t:o t:he New LPA, an estimat:ed assessment: rate of 30 cent:s 
per square foot for property improvements used as offices, commercial, retail 
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and hotels/motels was applied. The projected floor space within one-quarter mile 
of Hetro Rail sta~ion areas would generate approximately $10.4-12.0 million for 
the New LPA. These amounts could be used over many years to amortize bonds which 
could provide substantial, near- term construction funds. Assessment rates, 
district boundaries (e.g., use of 1/3 mile vs. 1/2 mile boundaries), and other 
assessment district characteristics will be re-evaluated as the assessment 
districts are established. 

Benefit assessments for HOS-l were collected for the first time in the ·1986/87 
assessment year, with final payments due April 10, 1987. The assessment rate 
was thirty cents per assessable square foot, below the maximum permitted rate 
of forty- two cents. Heetings were held wi th property owners and the general 
public as a continuation of the meetings held during the benefit assessment 
district formation process. SCRTD determined as a result of these meetings that 
it would be feasible to defer benefit assessments until 1992 when Hetro Rail 
operation is scheduled to begin. SCRTD's outside financial consultants, Seidler
Fitzgerald Public Finance, examined the feasibility of a five-year deferral in 
collection of assessments and the impact on bond financing .. Seidler-Fitzgerald 
determined there are several bonding alternatives that would ra1se the 
construction funds of $130.3 million yet accommodate the five-year deferral in 
collection of assessments. These alternatives included, but were not limited 
to, a bond issue to finance the entire $130.3 million with interest capitalized 
to 1993 and a cash contribution of the full 1986/87 revenues, or a series of 
three bond issues tied to the construction schedule, with the cash contribution 
of the 1986/87 revenues in the Series A issue. 

After consideration of the financial consultant's report, the SCRTD's Board of 
Directors resolved on February 26, 1987, to endorse in principle a deferral of 
assessments until 1992 and consider further staff recommendations to implement 
the deferral. Under a revised bond schedule to accommodate the assessment 
deferral, additional revenues to cover increased interest costs needed to be 
raised. In December 1986, SCRTD's Board of Directors approved the issuance of 
bonds in the amount of $187 million for the two HOS-l benefit assessment 
districts. On Hay 21,1987, after a public hearing,·the SCRTD's Board of 
Directors approved the issuance of bonds in the amount of $200 million to provide 
for the addi tional interest required to support the deferral. There is no 
schedule yet for issuing the bonds. On July 31, 1987, the SCRTD filed a petition 
in the Los Angeles Superior Court seeking to compel the signing and certification 
of the two resolutions to incur bonded indebtedness. The Superior Court granted 
~he petition. The action is pending in the California Court of Appeals and is 
designed to validate the benefit assessment program in the courts. 

On August 13, 1987, the SCRTD's Board of Directors voted to set the assessment 
rate for the 1987/88 assessment year at zero cents per square foot. 
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3.1.4.2 Station Cost Sharing and Cqnpection Pee. 

At some locations, Metro Rail facilities can be integrated with private 
commercial development. Integration provides significant economic benefits to 
Metro Rail <in the form of reduced stations operating costs and/or lease revenues 
and benefits to the owner of the development in the form of accessibility and 
high pedestrian activity. SCRro will evaluate the feasibility of such 
possibilities at all proposed stations, and initiate dlscU!i<siotis with private 
developers and property owners in order to achieve financial agreements regarding 
cost sharing or connector fees. The potential financial return of these 
agreements will depend upon the circumstances and characteristics of the 
individual station areas. 

3.1.4.3 Joint Develq;ment of SCRIP Property 

SCRro will need to acquire certain parcels of property for sta<tions, train yarde, 
parking lots, bus facilities, and auxiliary equipment. Careful design of these 
facilities may sometimes permit joint use of the p.roperty by p.rlvate development. 

Table 3-19 identifies potential revenues from the development of parcels that 
have been preliminarily identified for acquisition to support construction of 
specified stations and ancillary fac'ilities for the New U'A. Land acquisition 
costs are assumed to reflect the market-based development potential for each site 
'in 1986. No additional purchases of property are anticipated in relation to the 
Null Alternative. 

Assuming a simple ground lease rate of nine<percent of land value, the potential 
annual lease income in December 1985 dollars to<SCRro along the New U'A could 
be as high as $1,649,000. The gross land value for potential <lease sites 
(estimated acquisition cost) would be $18,316,000. Over a representative 65-
year lease life, the income-generating potential of these leases (in current 
undiscounted dollars) 1s estimated to range as high as $107 million for the New 
U'A (1985 dollars). 

TABt! 3-19 
POTENTIAL REVENllES TO SCRro Ji'll0Jl LEASE B..IGHTS ON PROPERTY 

ACQUIJl.ED POR '!1I.AlISIT USE (DECEHBER 1985 DOUAU :m 'l'BOUSANDS) 

Statign 

Wilshire/Vermont 
Sunset/Vermont 
Hollywood/Vine 
Universal City 

Acquisition 
Coats 

$13,110 
2,578 

950 
1.678 

Source: SCRTD Preliminary Land Acquisition Costs. 
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Income frem Leale 
Annual 65 years 

$1.180 
232 

86 
151 

$76,691 
15,081 

5,560 
9.816 



3.2 FISCAL IMPACTS 

This section elt8lllines the revenues and service costs Metro Rail would generate 
to local governments in the Regional Core, particularly the City of Los Angeles. 
Such fiscal illlPacts can be both direct and indirect. Direct illlPacts would 
include public service costs associated with the construction and operation of 
the Metro Rail system. Indirect illlPacts would result from changes in land use 
stimulated by Metro Rail, including potential increases in tS>t receipts from new 
development. SCRTD's Police will be responsible for system security. In 
conjunction with system-wide design measures intended to increase security for 
transit patrons ,(see Section 6 of this chapter for further detail), the 
occurrence of crime throughout the system is expected to be controllable. As 
a result, the Metro Rail system is not expected to increase demand for Los 
Angeles City police services. Similarly, the Los Angeles City Fire Department 
has indicated that existing fire protection services in the Regional Core, 
combined with SCRTO system-wide fire safety measures, would adequately serve 
Metro Rail. On balance, it is anticipated that the Metro Rail project would not 
adversely affect the City's fiscal situation. 

For a discussion of fiscal illlPacts during Metro Rail construction, refer to 
Section 15.4 of this chapter, "Business Disruption." 

3.2.1 REDUCTION OF TAX REvENuE 

Acquisition ~f parcels for Metro Rail would remove some land from the property 
tS>t base, reducing public revenues. The estimated annual property'tax loss due 
~o acquisitions along the New LPA alignment would be $271,000 (property with a 
total 1986 assessed valuation of $27.1 million). The loss of property taxes 
will be mitigated by the illlPlementation of joint development projects. which 
will return property acquired for Metro RaU use to the tax rolls. Because 
joint development would result in more intensive use of land acquired, the 
negative fiscal impacts of land acquisition may be translated into a positive 
benefit. The ultimate effect depends upon joint, development agreements that 
can be consummated. In addition', the increase in property valuation resulting 
from the Metro Rail-induced concentration of growth in the Regional Core should 
more than offset reductions in the tS>t base due to property acquisition. 

Land acquisition also will displace some eltisting buainesses, thus affecting 
sales tax revenues. Because SCRTO is obliged to help businesses in relocation, 
this impact would be only telllPorary. The magnitude of the impact would depend 
largely upon the length of time between the closure of a business and its 
reopening at another site. The I1IOre intensive development and increased economic 
activity attracted by Metro Rail would be eltpected, in the long run, to increase 
tS>table sales in station areas and, thus, offset the telllPorary loss of sales talt 
reVenues. No additional purchases of property are anticipated in relation to 
the Null Alternative. Displacement effects and mitigation measures are discussed 
in Section 4 of this chapter. 



3.2.2 GROWTH AND REVENUE IMPLICATIONS 

The Metro Rail Project is expected to stimulate new development and/or 
redevelopment in the vicinity of many proposed stations. This transit-induced 
growth is expected to generate both tax revenues and demand for public services. 
However, to the extent that Metro Rail supports the concentration of new 
development in the Regional Core, increases in the cost of providing public 
services would be minimized and increases in revenues would be maximized compared 
to the effects of more dispersed growth which would be expected to occur in the 
absence of Metro Rail. As noted above. the increased property tax revenues 
resulting fJ;om this concentration would be expected to completely offset' any loss 
of property tax revenues resulting from the acquisition of property for Metro 
Rail construction. Pages 3-76 thJ;ough 3- 79 of the FEIS, 1983, descdbe pJ;ojected 
incJ;eases in sales and property tax revenues expected to accrue to the City of 
Los Angeles as a result of Metro Rail. 

3.3 lITIgATION OF ECONOMIC AND FISCAL IHPACTS 

In the establishment of benefit assessment district:s for each Met:J;o Rail stat:ion, 
SeaTO will work closely with affected property owners. Fot:mal task fOJ;ces or 
committ:ees will be est:ablished t:o ensuJ;e that district: boundaJ;ies, assessment 
fot:mUlas. assessment rates, and other key issues are addressed and resolved in 
an equitable manner so as not to create excessive financial hardships on property 
owneJ;s. 

WheneveJ; it. becomes desirable or necessary for-SCRTO to acquire property. the 
existing level of revenues contributed to taxing jurisdict:ion by that property 
will be ident:ified. Met:hods co compensate ehe t:axing "jurisdiction will be 
explored. S,CRTO will seek co identify feasible and desirable addit:ional 
development poeent:1al of ehe property and, in coordinat:ion wieh appropriaee local 
auehorities, will actively seek co pJ;omoee use 'of the property through t:he 
negotiation of joint development agreement:s wit:h private developers designed t:o 
return acquired property to the tax rolls. 

Additionally, SCRTO joint developmant programming will identify residual 
developmant capacity in excess of fOJ;eseeable OJ; likely commercial demand. In 
cooperation with local public and nonprofit agencies concerned with housing, 
SCRTO will seek to have housing development incorporat:ed into station area 
development where its site costs can be effectively 'carried" by commercial 
development. This additional hOUSing supply should, in t:urn, reduce pJ;essures 
on housing costs 1n station areas. 
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SECTION 4. WD ACOIlISI1IQlf AND DISPLACmm 

SCRTD has the power to acquire "by grant, purchase, gift, devise, or lease, or 
by condemnation ... real and'personal property of every kind within or without 
the District necessary to the full or convenient exercise of its powers," as 
outlined in the California Public Utilities Code Section 30600. Section 30503 
of the Code gives SCRTD the power to "exercise the right to eminent domain within 
the boundar.1es of the District to take any property necessary or convenient to 
the exercise of the powers granted in this part." The exercise of the right of 
eminent domain must comply with the requirements of the California Eminent' Domain 
Law (Code of Civil Procedure Section 1230.010, et seq.). 

During the construction and operation of Metro Rail, SCRTD will need to acquire 
different types of real property. Full and partial acquisitions of parcels may 
be necessary for stations, ancillary structures and vent shafts. Easements, 
which are interests in land owned by another that entitle its holder to a 
specific limited use, will be necessary for both construction and the operation 
of the all-subway New LPA .. Temporary construction easements w'ill be necessary 
for construction Sites, and underground easements will be required where the New 
LPA passes under private property. Construction of Metro Rail may directly 
displace some residents, homes, and businesses. Indirect displacement due to 
development induced by Metro Rail may also occur. This section discusses only 
the direct physical removal of structures for project construction and operation. 
In all cases, the acquisition of property and the relocation of residents and 
businesses by SCRTD will be in accordance with the Federal Uniform Relocation 
and Real Property Acquisition Policies Act of 1970 (Uniform Relocation Act) and 
the procedures adopted under this law. 

4. 1 METHODOLOGY 

The New LPA and the other candidate alignments were overlain on maps of the Los 
Angeles County Assessor which show the real estate parcels in the project area. 
The New LPA is discussed in this report. The other alignments are contained in 
the Draft SEIS/SEIR of November 1987 and its May 1988 Addendum. The right-of
way requirements for the line and station segments of the candidate alignments 
w~re superimposed on the Assessor's maps. These included stations, straight 
tracks, curves, crossovers, turnouts, pocket tracks, tail tracks, and transitions 
from subway to aerial guideways. The Assessor's map book, sheet and parcel 
numbers, general location and type of acquisition for each parcel intersected 
by the New LPA alignment were recorded. Field checks were made to determine the 
status of the parcel, such as whether the property was used for commercial or 
residential purposes, the number of stories, the square footage and/or the number 
of units in existing structures. The worksheets also were used to record the 
al.ignment and operable segment involved and the square footage of the ecquisition 
for subsurface elements. A summary was developed from the worksheets giving the 
residential units, commercial properties, parking footage, and service or 
nonprofit units displaced. 
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4.2 DISPLACEMENT WACTS OF THE NEll LPA 

Table 3-20 presents information on the type and extent of displacements that 
would occur for the New LPA. It should be noted that this information is 
preliminary and subject to change during final design. The parcels impacted 
could change based upon final engineering solutions and exact locations of 
station boxes, entrances, ancillary facilities, etc. 

Service and r.etall businesses account for the majority of displaced commercial 
establishments. Most of those displaced are small- to medium-sized businesses. 
Table 3·20 presents the approximate number of displaced commercial and non-profit 
establishments. This information was obcained from Assessor's records and field 
observations. Employee estimates were calculated from che floor areas of 
displaced buildings, using 500 square feet per employee for retail 
establishments. Offices. reGcaurant and nonprofit establishments employee daca 
was calculated at 200 square feet per employee. Parking spaces displaced were 
calculaced using 300 square feet per parking space. In most cases, it will be 
feasible to relocace businesses in che general vicinity of cheir Original 
locations. .' 

The displacemenc effects of the New LPA can be examined by reviewing che station 
plans in Chapter 2. These drawings show station locations, facility entrances, 
and related station facilities, such as space for bus bays and kiss-and-ride 
parking spaces. Other areas affecced by the New LPA can be examined by reviewing 
the plan and profile drawings which show the location of ~he project alignment. 
These drawings also show the segmencs of the alignment which will be constructed 
by cut-and-cover method. These areas will be acquired for the project if they 
ate in private rights-of-way. Other areas shown as tunnel conscruction segments 
will only be considered for sub-surface easemenCS. 

4.3 MITIGATION OF LAND ACQUISITION AND DISPLACEMENT IMPACTS 

The Surface Transportation and Uniform Relocation Assistance Act of 1987 (Public 
L$W 91-646) mandates that certain relocation services and payments by SCRro be 
made available to eligible residents. business concerns, and nonprofit 
otganizations displaced by the construction and operation of Metro Rail. The 
Act provides for uniform and equitable treatment of persons displaced from their 
homes, business, or farms by federal and federally assisted programs and 
establishes uniform and equitable land acquisition policies. The State of 
cd ifornia' s revised Government Code Section 7260, et seq., brings the 
California Relocation Act into conformance with the Federal Uniform Relocation 
Act. In the.acquisition of real property by a public agency. both the federal 
and state acts seek: (1) to ensure consistent and fair treatment for owners of 
real property; (2) to encourage and expedite acquisition by sgreement in order 
to avoid litigation and relieve congestion in che courts; and (3) to promote 
confidence in public land acquisition. One of the fundamental requirements of 
the legislation is that no person be required to mOVe from his or her home unless 
affordable, decent, safe, and sanitary replacemenc housing is available which 
is not generally less desirable with regard to public utilities and public and 
commercial facilities than the home from which the individual is displaced. 
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DISPLACP.HER1' OJ' 0HiEkC1AL aIID "-fIImI'IT 1ST'. TZ=IS 
BY lEW ux:&u:r ril£iiillliD ALDIIMrIVB 

Coamarctal EaUblbl t.! 
PaU.iDa ....... -

(Spaces) Retail ret. Of'~ic. Tota1 

o Wll.nl~e/V.rmon~ 2.(464 ) 1 1 4 0 
o Wllahir./W.a~.rD 0(100) 7 0 0 7 
o V.rmon~IB.v.rly 0(0) 1 0 0 1 
o V.rmcntlSanta Monic. 0(10) 2 1 0 3 
o V.rmontISUZ1 •• t 0(20) 4 1 1 B 

o BollywoodIWea~.rD 0(0) 3 0 0 3 
o EollywoodlVin. 1(2~0) 1 1 2 ~ 
o EollywoodlEi&hland 0(20) ~ 1 0 6 
o Univeraal City 0(362) 0 0 24 24 
o North Hollywood 0(0) 8 0 18 24 

totel 3(1232) 30 ~ 49 87 

-~.ct. tor th ••• at.tion. are UDchanaed trom FEIS. 

Source: SCR'l'O. 

rrolJmDazy 
K.t~u Total 
o~ Total 8oD
Elml.o!m!pt Profit 

10~ 0 
38 0 
~ 0 

30 0 
33 0 

1~ 0 
20 0 
30 0 

276 0 
222 2 

834 2 

Tot.oJ. 
Ilaid .. ttal 
UDlt .• 

O· 
O· 
0 
0 
0 

0 
0 
0 

136-
14· 

1~0 

In addition to the legislation discussed above, owners of private "property have 
federal and state constitutional guarantees that their property will not be 
taken or damaged for public use unless they first receive just compensation. 
Just compensation is measured by the "fair market value" of the property taken, 
where "fair market value" is taken to be the: 

"highest price on the date of valuation that would be agreed to 
by" a seller, being willing to sell, but under no particular or 
urgent necessity for so doing, nor obliged to sell, and a buyer, 
being ready, willing and able to buy but under no particular 
necessity for so doing, each dealing with the other with full 
knowledge of all the uses and purposes for which the property is 
reasonably adaptable and available." (Code of Civil Procedure 
Section l263.320a) 

The preferred approach is to avoid displacements by modifying either the 
"alignment or station entrance locations. However, it is not always feasible to 
avoid displacements through such modifications. Where acquisition and 
relocation are unavoidable, SCRTD will follow the provisions of the Uniform 
Relocation Act by identifying replacement sites for housing, business, and 
nonprofit organizations. (UKrA's Circular 4530.1 dated March 1, 1978 covers the 
appraisal and acquisition of real property, relocation serVices, moving and 
replacement housing payments, and other allowable expense payments mandated by 
the Uniform Relocation "Act.) SCRTD will establish a Relocation AdVisory Program 
which will coordinate all such assistance efforts by using a staff of 
experienced real estate specialists. 
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As part of the Relocation Advisory Program, public information meetings will be 
held to describe ~he Program and to identify impacted parcels. These meetings 
will be held as frequently as necessary in the project station areas and at 
times that are convenient for potentially affected persons to attend. 
IndiVidual letters announcing the public meetings will be mailed to the affected 
owners and occupants. Dates for public meetings will be advertised in local 
newspapers. Written information which explains the relocation benefits, the 
related eligibility requirements, and the procedures for obtaining assistance 
will be distributed. Each residential and commercial occupant will be assigned 
a Real Estate Specialist for assistance throughout the relocation process. 

Policies and· procedures to ensure that displaced residentIal and commercial 
owners and occupants obtain information regarding acquisition and relocation 
services are described in SCRTO'a "Milestone Report 5: Right~of-Way Acquisition 
and Relocation Policies and Procedurea" and in internal operating procedures. 
These policies and procedures stipulate that all real property acquired by seRTD 
will be appraised for its fair market value and just compensation shall be 
determined. An offer is made based on the appraisals. Each person or business 
required to relocate will be given ninety days notice and may be eligible for 
certain relocation services and payment. No residential occupant will be 
required to move until other available housing that is decent, safe, sanitary, 
and within the financial means of the displaced person has been offered. If it 
is determined that a sufficient amount of affordable, comparable housing is not 
available for replacement purposes, SCRm may offer a last resort housing 
paYlDent to supplement. the relocation payments,. on a. case-by-case basis, to 
qualified reaidential occupants. Real Estate SpeCialists will work with 
businesses to assure that comparable facilities are available. In some cases, 
a business may not be able to relocate without a substantial loss of· its 
eXisting patronage. If so, the business may choose to receive a fixed paYlDent 
in lieu of actusl moving and related expenses in order to mitigate negative 
impacts snd business losses. . 
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SECTION 5. SOCIAL AND COMMUNITY IMPACTS 

The New LPA alignment traverses communities with many diverse social 
characteristics. This section identifies communities that comprise the station 
environs. Social and community impacts on neighborhoods are evaluated for an 
area within one-half mile of each station compared to land use and.development 
impacts which are expected to be more concentrated (within a quarter mile) near 
the stations, major streets, and major activity centers. This section discusses 
existing characteristics, community values, and trends. Specific impacts 
associated with the construction and operation of the Metro Rail system along 
the New LPA, as well as those that may result from transit-induced development, 
are identified. 

For a discussion of community impacts during Metro Rail Construction, refer to 
Section 15.3 of this chapter, ·Community Impacts.· 

5.1 EXISTING CONDITIONS 

The following discussion examines existing social and community characteristics 
at all stations incorporated in the New LPA alignment that were not included in 
MOS-l. Those stations identified as serving MOS-l are discussed in Chapter 3, 
Section 5, ·Social and Community Impacts," pages 3-88 through 3-103, of the 1983 
FEIS. The discussion presented here focuses on recognized community areas, 
which are considered to possess unique social characteristics. These community 
areas are identified and are followed by a description of the environs 
surrounding each proposed station. 

5.l.l KID-WILSHIRE AREA 

The Mid-Wilshire community area would be affected by the siting of three 
stations of the New LPA. A general discussion of the Mid-Wilshire area, 
originally presented on pages 3-89 through 3-90 of the 1983 Metro Rail FEIS, 
follows. 

The Wilshire/Vermont, WilshirejNormandie, and WilshirefWestern Station environs 
are ethnically similar, with considerable White, Asian, and Hispanic 
populations. In the last decade, the Asian population has formed Koreatown, 
which concinues Co grow. Hispanics represent a larger percenCage of the 
population at Wilshire/Vermont than at eicher of the other station environs. 
North of Wilshire Boulevard, incomes are higher and white residents constitute 
a larger percentage of the population. Overall, the population tends to be 
young. Important attributes of the area include central location, good public 
transportation, and convenient amenities. In the future, Koreatown will 
probably expand, and Hispanics will continue to migrate westward along Wilshire 
Boulevard. The relatively large increase in younger members of minority groups 
suggest that the median age will become more youthful. 
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5.1.1.1 Wlisbir'/Vermont 

The generally low· income resident population in the lIilsbire/Vermont Station 
area' reflects a diversity of ethnic groups. The population is 45 percent 
Hispanic, 30 percent lIbite. and 15 percent Asian and, in general. is relatively 
young -- the median age is 30 years _. residing almost exclusively in renter 
occupied units. The area is an important lIilsbire Corridor location. with a 
very high daytime employment population and heavy volumes of pedestrian and auto 
traffic. The hierarchy of primary auto and pedestrian traffic arteries supports 
the definition of the land use pattern. lIilsbire Boulevard and Vermont Avenue 
are clearly primary, Seventh and Sixth Streets are secondary. and there are. 
"tertiary" residential streets. The intersection· of lIilshire and Vermont is a 
main bus transfer point. 

5.1.1.2 Wl1shlre/Normandie 

In tha lIilshire/Normandie Station area. the residential areas north and south 
of lIilshire (north of Sixth, south of Seventh) support a large. ethnically 
diverse'resident population: 30 percent Hispanic. 32 percent lIbite. 10 percent 
Black. and 25 percent Asian. There is little overlap in the spatial and 
movement patterns between the area's employment and resident populations. High 
rise office buildings, between Howard Avenue and the Ambassador Hotel or 
IIi Ish ire Boulevard, attract a large dey time employment population. 

5.1.1.3 Wllsbire/Westeru 

The lIilshire/llestern Station area is a blend of regional and local influences: 
maj or office buildings are near neighborhood' churches. retail stores, and 
hOUSing. The resident and employment population are fairly independent of each 
other. A relatively dense population lives north and south of the office. 
commercial. and retail uses along lIilshire Boulevard. This population is 
ethnically diverse -- 22 percent Hispanic. 35 percent lIbite, 25 percent Asian, 
and 14 percent Black .- and predominantly low and low-middle income. 

5.1.3 NORTH AREA 

None of the stations in the North Area are located in designated City Centers. 
Existing development is smaller in scale than in other community areas. 
Commercial development serves auto traffic. as well as the surrounding 
neighborhood. A description of the environs of stations proposed for the North 
Area is presented below. 

5.1.3.1 Vermont/Beverly 

The resident population of the Vermont/Beverly Station area is 51 percent lIbite. 
with large Asian (22%) and Hispanic (19%) minorities. Retail stores Hne 
Vermont Avenue and Beverly Boulevard. Residential areas. including numerous 
apartments. are situated off the major thoroughfares. Virgil Junior High School 
is located one block south of the proposed station location on Vermont. The 
median income is 61 percent of the county average. Thirty·six percent of area 
households are without access to private automobiles. 
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5.1.3.2 vermont/Santa Mgniea 

The Vermont/Santa Monica Station area 'includes the Los Angeles COmun1nity College 
(LACC) .lind the Braille Institute. LACC is a major regional destination. 
Businesses along Vermont adjacent to the college cater to the student comanxnity. 
The resident population is 58 percent White, 22 percent Asian, thirteen percent 
Hispanic, and five percent Black. The station area includes a Spanish-language 
multiscreen movie complex and a Spanish-1anguage,medica1 clinic. Thirty-six 
percent of area households do not have access to private automobiles. Median 
family income for the area is 59 percent of the Los Angeles County average. 

5.1.4 HOLLYWOOD AREA 

The New LPA would serve 'the mixed retall-office-residential community of 
Hollywood. If recent trends continue, the Hollywood area will experience slight 
increases in minority and immigrant populations. New residential development, 
however, will likely be oriented to higher-income families and individuals. 

5.1.4.1 Vermont/Sunset 

The Sunset/Vermont Station area in East Hollywood is a major regional medical 
center including Children's Hospital and Presbyterian Hospital on Vermont and 
Kaiser Hospital on Sunset, four blocks to the west:. In this area are many 
medical-re1at:ed facilities such as medical offices, laboratories, and 
pharmacies. Six,ty-five percent of the residents are White, with Asians forming 
the largest: minority (19'). Thirty-five percent of area households are without 
access t:o private automobiles, and the med~an family income is 73 percent of the 
County average. 

5.1.4.2 Hollywpod/Restern 

The area surrounding the Hollywood/Vestern Station reflects an historically low 
level of new development. Occupants of the surrounding residential areas have 
pressed for an' increased police presence along Hollywood Boulevard. The 
resident population is composed of 74 percent Whites, nine percent Hispanics, 
nine percent Asians, and six percent Blacks. Median family income for the area 
is 58 percent of the County average, and 37 percent: of local households do not 
have access to private automobiles. 

5.1.4.3 Hollywo041V1na 

The Hollywood/Vine Station area is located in the heart of the commercial core 
of Hollywood. This is perhaps the most famous inters'ection in Hollywood with 
the landlnark Capitol Records Tower one half block to the north. Pedestrian 
traffic along Hollywood Boulevard's renowned Walk of Fame is heavy at all hours, 
increasing significantly at night. Much of the land behind the major bUildings 
on Hollywood Boulevard and Vine Street is used for surface parking. Although 
the station area is nationally associated with the excitement of the movie 
industry, the median annual family income in the station area is 56 percent of 
the County average, and 41 percent of area households do not have access to 
private automobiles. 
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5.1.4.4 HollywoodlHighland 

The Hollywood/Highland Station area is in the heart of Hollywood. This area 
cO!;1tains a mix of retail and office development serving the tourist and 
entertainment industries. This station area has a resident population, a 
transient population, and a significant population of tourists, visitors, and 
patrons. The resident population is 77 percent White with eight percent each 
Black and Hispanic and Seven percent Asian. Auto traffic and pedestrian 
movements are high most of the day. At night, pedestrian· movement is 
particularly heavy. Almost half of srea households (46,) are without access to 
private automobiles, and median family income is only 57 percent of the County 
average. 

S. L 5 VALLEY AREA . 

The general description of the two San Fernando Valley stations' environs, 
originally on pages 3-92 and 3-93 of the FEIS, 1983, is reproduced below. 

The Universal City and North Hollywood Station environs, like the CRD, are not 
heavily populated. Predominantly, residents are White and have higher incomes, 
but the North Hollywood commercial district also contains large Hispanic 
cOlllJllUnities. In the Universal City area, residents reported neighborhood 
stability and atmosphere to be important community qualities. Inexpensive 
housing and convenient amenities are the valued characteristics in the North 
Hollywood Station environs. Roth station environs would experience dramatic 
land· use changes by the year 2000. Office space in Universal City would 
increase significantly. This may not, however, affect the relatively isolated, 
small residential communities within the station environs. The North Hollywood 
Station environs are within a CRA Redevelopment Project Area, Which is expected 
to induce a major expansion of retail, office, and residential land uses. This 
CRA project would increase the· elderly population and would also make North 
Hollywood a more regionally-oriented office center. 

5.l.S.l Universal City 

Most of the small, predominantly White, upper-middle income resident population 
in the Universal City Station area lives in single family dwellings in the hills 
south of the proposed station site, south of Ventura Boulevard. The station 
ares has direct access to major planned and existing corporate facilities, the 
Campo de Cahuenga historical landmark, Weddington Park. and the residential 
areaS south of Ventura Roulevard. Unl.versal Studios is a ma~or 1:OU-.:151: 

attraction. 

S.l.5.2 North Hollywood 

The North Hollywood Station area is a juncture of 11ght industrial, retail, 
public', and residential uses. The resident population is 66 percent White and 
27 percent Hispanic, and predominantly lower-middle income. 
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5.2 ASSESSMENT OF SOCIAL AND COKMplI%y IMPACTS 

Social and community impacts of the New LPA alignment have been assessed in two 
broad categories: community cohesion and accessibility. Impacts affecting 
community cohesion include land use and displacements, traffic, aesthetics, and 
noise and vibration. Both regional and local accessibility are addressed, with 
particular emphasis given to special user groups. Accessibility was evaluated 
in terms of the availability of transit aervice and cravel cime Co selecced 
des!:inations. 

5.2.1 COHMUNITY COHESION 

Social Change in neighborhoods Can be perceived as boch positive and negative, 
depending on the social values and characteristics extant within the community. 
A significant effort has been made to involve the community in the CORE Study 
planning process (refer to Chapter 6, Community Participation). As a result, 
the maintenance of essential neighborhood qualities, which are important to a 
community's cohesiveness. has been an' important concern in the assessment of 
impacts. Project options have been assessed carefully to determine potential 
impacts relating to: 

o Land Use Changes and Displacements; 
o Traffic and Congestion; 
o Aesthetics; 
o Noise and Vibration. 

A discussion of expected effects in these four evaluation categories is 
presented below. 

5.2.1.1 Land use Changes and Displacements 

Two types of displacement, potentially affecting community cohesion, could occur 
as a result of the construction and operation of the Metro Rail system. Direct 
displacement, resulting from acquisition and removal of existing residences and 
commercial facilities for Metro Rail construction, has been discussed in the 
Land Acquisition and Displacements section of this chapter (Section 4). 
Generally, displacements in most stacion areas would be minimal relative to the 
total popUlation, and a loss of cohesiveness for the majority of station 
environs has been determined to be insignificant, if occurring at alL .... Direct 
displacements identified in Section 4 are subject to change during Final Design. 

Indirect displacement could occur as a result of transit-induced development. 
As documented in Section 2. Land Use and Development. increased development 
primarily would be a positive impact in the station environs. 'especially if the 
station is proposed within a City Center. Economically stagnant or declining 
areas would be revitalized; additional commercial services and jobs would be 
more accessible to the surrounding community; and opportunities would be created 
for pedestrian-oriented actiVity. Additionally, the increased suitability of 
station environs for residential uses could lead to a net increase in housing. 
In the environs of many stations, increased development could increase community 
cohesion by fostering a higher degree of social and economic interaction. 
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Transit-induced development may be considered negative when it displaces 
existing uses, such as housing, commercial services, and public facUities, 
which are perceived by residents as vital to community cohesion. Displacements 
may occur either ae a direct result of redevelopment or indirectly, if rents 
rise beyond the financial means of existing tenants. Increased rents may affect 
the viability of social, recreational, and cultural services which generally 
operate on tight budgets and can quickly feel economic pressures. Generally, 
the degree of impact on the cohesiveness of a neighborhood as a result of direct 
and indirect displacements is directly related to the degree of ethnic 
homogeneity, frequency of daily interaction at local social or religious 
institutions, and cultural and social perceptions. Probable effects on 
community cohesion within each of the Regional Core's community areas are 
described below by station location. 

Hid·~11shire dres 

The anticipated conditions at each of the IUd-llilshire area's three proposed 
stations are discussed below. 

~ ilsblrefV tlI.l1llOnt 

The location of this station off-street and the presence of SUbstantial amounts 
of developable land will help mitigate any negative impacts. New development 
may help unify existing development separated by surface parking and, thereby, 
increase community cohesion. Development of a Station Area Development Plan by 
the Los Angeles City Planning Department (in progress) should help ensure that 
Ketro Rail becomes a positive force in enhancing community cohesion. The New 
LPA would require the displacement of eight commercial enterprises. 

~11sblre/Normandle 

AnalYSis contained in the Land Use section of this chapter indicates that demand 
for residential land in the Vilshire!Normandie Station area may exceed supply 
in the Year 2000 with Ketro Rail. However, the axistence of a large site (the 
Ambassador Hotel site) in this station afea and the development of a Station 
Area Development Plan by the Los Angeles City Planning Department (in progress) 
should ensura that new development enhancas community cohesion. No direct 
displacements are anticipated in this station area. 

~ llsblrejWestern 

The Vilshire!llestern Station area contains substantial developable land and is 
the subject of a Station Area Development Plan (in progress) by the Los Angeles 
City Planning Department. The adoption of a Station Area Development Plan will 
provide a sound"framework within which new development can proceed in an orderly 
fashion. This planning framework will help maintain and enhance community 
cohesion in the station area. The New LPA would require the anticipated 
displacement of seven business enterprises. 
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North Area 

Metro Rail will bring increased accessibility to the North Area through service 
in, the Vermont Avenue corridor. The anticipated land use and displacement 
situation for the New LPA in this corridor is presented below. 

Vermont/Beverly 
Vermont/Santa Mon1ca 

The Vermont Avenue corridor has growing Hispanic and Asian populations. and a 
significant number of households are without automobile aCCess. Even though the 
areas served are not designated City Centers, Station Area Development Plans 
prepared for the Vermont/Beverly station area will enhance the potential for 
attracting new development. The New LPA is anticipated to require the direct 
displacement of one commercial activity in the Vermont/Beverly station area and 
three businesses in the Vermont/Santa Monica station area. 

Hollywood ArM 

The Metro Rail project could playa major positive role in eliminating existing 
blight and stimulating redevelopment efforts in the Hollywood community area. 
Developed in conjunction with implementation of the Community Redevelopment 
Agency's Hollywood Redevelopment Project. Metro Rail could be a major mitigating 
influence on the area's traffic problems and a source' of patrons for new 
commercial development. Thus. Metro Rail hes the potential to be a contributing 
factor in reestablishing community cohesion in Hollywood. Four proposed station 
locations in the Hollywood community are discussed below. 

Vermont/Sunset 

The Vermont/Sunset Station would provide increased access to the designated East 
Hollywood CitY Center. The station would be designed in accordance with adopted 
SCRTD noise and vibration standards in order to avoid intrusive impacts on the 
adjacent hospitals. It is anticipated that ,the New LPA would require the direct 
displacement of six commercial enterprises in this station area. 

Hollywood~estern 

Metro Rail, in conjunction with Community Redevelopment Agency's Hollywood 
Redevelopment Project, would encourage redevelopment in this station area. where 
market demand for neW development has been low. The New LPA would require the 
displacement of three commercial enterprises in this station area. 

, !follywoodfVine 

Although only one quadrant of the Hollywood/Vine intersection is subject to 
immediate redevelopment. surrounding areaa used for surface parking could 
accommodate substantial development, helping to increase community cohesion. 
Metro Rail would provide improved transit service for the large percentage of 
station area residents without access to automobiles. The New LPAwould require 
the displacement of five commercial ventures in this station area. 
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Hollywood/Highland 

Metro Rail would significantly aid projected commercial develop!llent in the 
Hollywood/Highland station area. This station area has a large proportion ,of 
vacant land and surface parking (over 20 percent). It: i,l";anticipated that !tetro 
RaIl would be a significant stimulating influence on, the potential for ,'new 
di!,velopment. Coordination of the preparation of a Station Area'Development Pl,m 
.with planning efforts of, the Community Redevelopment Agency, as part of ... the 
Hollywood Redevelopment Project, would ensure mitigation of any negative effects 
associated with add~ti~nalgrowth and redevelopment. 

New residential development'in the Hollywood/Highland station area will probably 
attract residents with higher incomes. This would have the' effect of raising 
the station area's median inco!lle and, therefore, have a positive influence on 
commercial activity. A rising economic level,would possibly curtail the influx 
of different immigrant groups to the Hollywood community area, and it might slow 
the growth of the youth population. Although some direct residential 
displacements would occur, it is anticipated that a substantial amount of new 
development activity will take place on presently undeveloped or underdeveloped 
land. The New LPA would require the anticipated displacement of six commercial 
ventures. 

Valley Area 

Universal City 

A description of anticipated land use changes for the Universal City Station 
area can be found on page 3·97 of the FEIS, 1983. It is anticipated that Metro 
Rail will require the displacement of 136 residential units and 24 businesses 
in this station area. 

North Hollywood 

A description of anticipated land use changes for the North Hollywood Station 
area can be found on page 3-97 of the FEIS, 1983. Metro Rail will require the 
displacement of fourteen residential units, 24 commercial ventures, and two non
profit organizations in this area. ' 

5.2.1.2 Traffic and Congestion 

Traffic and congestion are projected to worsen substantially in the Regional 
Core by the Year 2000 without Metro RAil. Mobility within neighborhoods and 
acceSSibility to activity centers and other desired destinations currently is 
impaired in many neighborhoods in the Regional Core, largely due to congestion 
and parking deficiencies. AS documented in Section 1 of .this chapter, 
"1ransportation, ft Metro Rail is projected to have a positive impact on such 
conditions by diverting a number of automobile users to transit. In the station 
environs, however, Metro Rail would lead to increased vehicular and pedestrian 
volumes on streets leading to and surrounding the stations. The impacts of the 
traffic and parking demands of Metro Rail users could reduce the current level 
of dsily social interaction at local facilities with a perception of a somewhat 
reduced neighborhood quality. 
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These potential impacts have been given careful consideration in defining the 
route configuration and station locations of the New !.Pi... For some of the 
stations, bus bays will be included to avoid the problems associated with on
street bus boardings and alightings. Parking is planned at the Universal City 
and North Kollywood Stations with the objective of intercepting riders at these 
locations. Kiss-and-ride facilities are planned at four stations, and feeder 
bus service to the stations has been designed to support the rail system. The 
system and stations will be designed to minimize the impacts of 'spillover" 
traffic and parking to adjacent neighborhoods. Additional mitigation actions 
are discussed in Section I, "Transportation." 

5.2.1.3 Aesthetics 

Properly designed stations can enhance communlty activity centers and promote 
the revitalization of declining areas. An important objective in the design of 
stations and joint development projects will be to ensure that Metro Rail 
facilities complement the environs and present an attractive architectural 
addition to the station area (refer to Section 7, "Aesthetics"). An additional 
design consideration for all stations will be the inclusion of attractive art 
work. In other systems, stations have become symbolic gateways to a 
neighborhood or community, such as the Bay Area Rapid Transit System's Lake 
Merritt station with its sculpture wall, and the Louvre station of the Paris 
Metro with its artwork and statuary. 

All stations will been designed to be attractive, easily maintained, safe, and 
secure. Impacts on neighborhood stability and atmosphere associated with the 
visual appearance of an aerial guideway were cr:l,tical concerns arising from 
public meetings held ~o obtain comments from citiZens, and this issue Weighed 
heavily in the choice of the all-subway New !.PA alignment. 

5.2.1.4 Noise and Vibration 

In community meetings and public hearings, possible noise and vibration effects 
of the candidate alignments Were raised by such groups as mid-Wilshire 
homeowners and the sound studies along Sunset Boulevard as a primary factor 
which could disrupt overall neighborhood quality and cohesion. The subway 
portions of all alignments would incorporate mitigation measures such as 
resiliently supported ties or a floating slab track bed as needed to ensure that 
noise and vibration levels meet established seRTO design standards. 

With appropriate mitigation measures in place, the New !.PA is not expected to 
have noise and vibration impacts on any structures. Expected noise and 
vibration impacts' and proposed mitigation measures are discussed in greater 
detail in Section 8 of this chapter. "Noise and Vibration.· During final 
design. the SCRTO will conduct additional analysis and further refine 
apllrOllriate mitigation measures. as necessary. to meet Proj ect noise and 
vibration criteria. 
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5.2.2 ACCESSIBILITY 

5.2.2.1 Speeial User Grgups 

One major social impact of transit improvements is the increased mobility and 
aecessibllity provided to segments of the population. These 'special user 
groups· typically have limited or no access to private transportation and, 
therefore, would be major beneficiaries of the services provided by Metro Rail. 
The following section identifies six segments of the community which are 
generally considered to be transit-dependent: minority populations, youth (ages 
5 to 19 years) populations, the elderly (ages 6.5 years and older). the transit 
disabled, households without private transportation, and low-income famlly 
populations. Teble 3-21 shows the representetion of each of these groups within 
each half-mlle stetion impact area. Metro Rall would significantly improve 
accessibility throughout the Regional Core for persons in special user groups. 

Minority PopulatIqns 

The New LPA passes through ereeS with significant minority popUlations. This 
characteristic is important, for nearly seventy percent of transit users in 
SCRTO's service area are members of ethnic minorities. 

Seven of the proposed eleven stations along the Phase II route of the New LPA 
are located in communities with minority populations of 33 percent or greater. 
IlUshire!Normandie and ll11shire/W'estern each have 57 percent minority 
communities followed by Yllshire/Vermont (53'), Vermont/l'>everly (49'). 
Vermont/Santa Monica (42%), North Hollywood (34%), and Vermont/Sunset (33,). 

Population dees 5 to 19 Years 

Almost all of the proposed Phase II transit stations serve communities wlth 
youth populations of ten percent or greater. The only exception is Universal 
City, which serves a youth community of eight percent of the total population. 
The proposed Vermont/Santa Monica station would serve a youth population of 18 
percent. All remaining station areas have youth populations which are ten to 
fifteen percent of the total population. 

PopulatIon Ages 65 Years and Qlder 

All of the communities surrounding proposad station locations have significant 
populations of elderly persons. The station areas witn the greatest 
proportional population of persons aged 65 years and older are Vermont/Sunset 
and Hollywood/W'estern. each with sixteen percent. Over half of the Phase II 
station areas have elderly populations of fifteen percent or greater (6 of 11 
stations) • 
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TABLE 3-21 

SPECIAL USEl GROUPS 

19,'i2D of lQ~.l fooulltl2D !!rou1! (ll 
Households Hedian 
Without Annual 

Total Age: Age: Transit Prlvate family 
Popu- Hinor- 5-19 65+ Disabled Transpor- Itll::ome 

Station Area (1)· ladon f.tym Yrs. Yrs. (3) tation « ($) 

Yilshire/Vermont 22,220 53 12 15 1.2 51 11,388* 
YilshirefNormandie 23,510 57 10 15 1.3 44 12,246* 
YilshirefWestern 18,172 57 11 14 1.8 35 15,906* 
Vermont/Beverly 15,246 49 14 12 1.2 36 12,964* 
Vermont/Santa Monica 16,897 42 18 12 1.4 36 12,564* 
vermont/Sunset 12,593 33 15 16 1.0 35 15,497* 
HollywoodfWestern 19,497 25 13 16 1.8 37 12,264* 
Hollywood/Vine 11,799 26 10 15 1.3 41 11,915* 
Hollywood/Highland 18,675 23 10 16 1.2 46 12,063* 
Universal City (4) 5,133 14 8 13 2.2. 8 48,675 
North Hollywood (4) 8,959 34 15 12 4.0 14 15,978* 

*The State of California defines "Low Income" as a median family income of 
eighty percent or less of the county average (in Los Angeles, $16,900 or less) 

(l)"Station area" is defined as that area within a one-half mile radius of the 
station, which includes pedestrian (1/4 mile) and auto traffic impacts. 

(2) "Minority" includes Hispanic, Black, Asian, and Native American and other 
. populations identified by U.S. Census. Percentages have been rounded off. 

(l)"Transit disabled" refers to those residents of working age (16 to 65 years) 
with physical handicaps who cannot easl1y use normal transit. 

(4)Information on these stations taken from Table 3·30 on page 3-100 of the 
FEIS, 1983. 

Source: U.S. Bureau of Census, 1980 

transit.Disabled Populations 

Persons of working age (16 to 65 years) with physical handicaps which restrict 
or prohibit normal use of transit facUities are considered to be "transit 
disabled. " Proposed station areas with comparatively large populations of 
transit-disabled persons include North Hollywood, Universal City, 
wilshirefWestern and HollywoodfWestern. To better serve handicapped patrons, 
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all Metro Rail Stations will be designed in accordance with the Uniform Federal 
Accessibility Standards. 

Housebolds Without Private TransportatiOQ 

In all but two of the proposed Phase II station locations, more than one third 
of the households in the surrounding communities are without access to private 
transportation. Station communities· with the highest proportions of households 
lacking private transportation include WilshirefVermont with 51 percent, 
Hollywood/Highland with 46 percent, Wilshire/Normandie with 44 percent, and 
HollywoodfVine with 41 percent. 

Low-Income familIes 

The 1980 median family income for Los Angeles was $21,125. The State of 
California defines low family income as not meeting or exceeding eighty percent 
of that figure ($16,900). With the exceptions of the Universal City station, 
all of the communities to be served by Metro Rail have median family incomes 
below $16,900. 

5.2.2.2 Local Accessibility 

The Metro Rail alignments could improve local accessibility in two ways. First, 
as the number of commercial services around stations increases, those services 
become more accessible to residents, particularly to those without automobiles. 
Access to commercial services adjacent to stations would be particulariy 
convenient for residents who commute by transit, because they would be able to 
shop on their way home from work. Second, accessibility to other destinations 
along the corridor is increased. Metro Rail would significantly increase 
accessibility to destinations within its station environs as discussed below. 

5.2.2.3 Regional Accessibility 

Improved accessibility throughout the Los Angeles region is one of the single 
most important social effects arising from the Metro Rail project. Area 
residents will gain direct benefits through reduced travel times attributable 
to Metro Rail. There are a number of regionally significant employment, 
shopping, educational, and cultural sites within the Los Angeles region to which 
Metro Rail can improve access. Additionally, the effective integration of bus 
and other surface transportation services with Metro Rail stations will further 
enhance regional accessibility. 

Table 3-22 exemplifies how accessibility may be improved in the Los Angeles 
region. Three significant trip origin locations within the region were selected 
and the travel times .with and without benefit of rail travel were estimated to 
four destinations within the region. All trips reflect travel from selected 
trip origins to destinations within the Regional Core. Travel time is shown in 
minutes for selected trip origins. Table 3-22 indicates, for example, that a 
forty-two-minute travel time savings could be realized if a person traveling 
from the Sherman Oaks Galleria in the San Fernando Valley to the Los Angeles 
County Art Museum utilizes a combination of bus and rail, rather than bus-only 
travel. 
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TABLB 3·22 

REGIONAL ACCESSIBILITY UNDEa SYSTEHVID& ALTERNATIVES Foa YEAR 2000 
(Travel T1me in Minutes for Selected Trips)* 

Selected Trip Origins 
Null Alt. (1) 

Bus 
New LPA (2) 

Bus and Rail 

DESTINAtION: Los Angeles 
East San Gabriel Valley 

El Monte Station 
Westwood - U.C.L.A. 

Central Buaineaa Diatrict, Seventh/Flover Station 

San Fernando Valley 
Sherman Oaks Galleria 

67 
97 

95 

DESTINATION: L.A. City College. 855 North Vermont Avenue 
East San Gabriel Valley - > 

38 
59 

58 

£1 Monte Station 67 52 
Westwood· u.e.L.A. 95 67 
San Fernando Valley • 

Sherman Oaks Galleria 116 52 

DESTINATION: Los Angeles County Art Huseum, 5801 Wilshire Boulevard 
East San Gabriel Valley -

El Monte Station 70 65 
Westwood - U.C.L.A. 72 44 
San Fernando Valley -
Sherman Oaks Galleria ll4 72 

pESTINATION! Universal City/Universal Studios 
East San Gabriel Valley 

El Monte Station 131 
Westwood - U.C.L.A. 148 
San Fernando Valley -

Sherman Oaks Galleria 70 

67 
64 

N/A 

*Transit travel times based on current bus schedules, projected Metro Rail 
9chedules, and bus routings under each condition. 

N/A: Not Applicable--projected to be bus-only trips not utili~ing Metro Rail. 
(1) Current travel time for selected trips. Speeds on non-grade separated 
tIIodes (auto,bus) are projecced co decrease by year 2000, due co increased 
development and activity in the Regional Core>. 
(2) Metro Rail Projecc Travel Times somecimes include a combinacion of rail and 
bus 
Source: SCRTD, Technical Reporc-"Regional Accessibilicy & Travel Time 
Analysis", 1983. 
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With a selected trip destination at the Seventh/Flower Metro Rail station in the 
Los Angeles central business district and a trip origin at the El Monte bus 
station in the East San Gabriel Valley. the New LPA would have an estimated 
twenty-nine minute travel time savings in comparison to an all-bus trip. 

5.2.2.4 Accessibility to Los Angeles County Employment 

In this section, an analysis is made of the transit accessibility of jobs in Los 
Angeles County (Table 3-23). This comparison of the completed Metro Rail system 
and the Null Alternative is based on the number of jobs within' a sixty-minute 
door-to-door travel time for five categories of transit user groups: all 
households, majori'ty (Yhite) transit users. minority transit users (further 
broken down into subcategories of Asian. Black, and Hispanic transit users). 
households without private transportation, and poverty-level households. 

All Hpuseholds in LpS AnB,l" COunkY 

There are 3,970,164 jobs in Los Angeles County. Using transit services with 
the New LPA, l2.98'percent of those jobe (5l5,327) are within sixty-minute door
to-door trsvel time for all households in the county. Under the Null 
Alternative, 3.18 percent of countywide jobs (l26,251) are within an hour's 
door-to-door travel time for all county households. 

Na'orltY Trinsi' Ussrs 

With the New LPA, 412,897 (10.40') of the 3,970.164 jobs in Los Angeles County 
are within a Sixty-minute door-to-door transit travel time of all Yhites in the 
county. The Null Alternative benefits 111,165 of all countywide jobs (2.80t). 

Minoricy Trsnsit Users 

Asians 

Under the New LPA, 14.80 percent of the 3,970,164 jobs in Los Angeles County 
(587,584) are within an hour's door-to-door transit travel time for all Asian 
residents in the County. Under the Null Alternative, 4.21 percent of jobs 
(167,144) are within the one-hour travel time. 

Blacks 

Under the New LPA, 18.78 percent of all jobs in Los Angeles County (745,597) are 
within an hour's door-to-door transit travel time for all Black residents in 
the County. The Null Alternative serves 3.14 percent of Countywide jobs 
(124,663) for this group. 

Hlspsnlcs 

Under the New LPA. 16.57 percent of all jobs in Los Angeles County (657,856) are 
within sixty minutes' door-to-door transit travel time for all Hispanic 
residents in the county. The Null Alternative is less with 4.79 percent of 
Countywide jobs (190,171) served in 60 minutes for this group. 
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TABLE 3-23 

PEI!.CENT OF TOTAL LOS ANGELES COtJIIITY JOBS WITHIN 60 KINUTES 
DOOR-TO-DOOR TRANSIT TRAVEL TIHK OF SELECTED USER GROUPS 

(Total Jobs in Los Angele. County - 3,970,164)* 

Null 
Alt. 

.-
All Households in Los Angeles County: ·3.18 

Majority Transit Users in Los Angeles Councy: 2,80 

Minority transit Users in Los Angeles County: 

o Asians 4.21 
o Blacks 3,14 
o Hispanics 4,79 

Households .1l1thout Private Transportation: 4.67 

Povercy-Level Households: 3,99 

*U.S. Bureau of Census, 1980. 

Source: SCRTD. 

Households Without Prlyste Transpprtation 

New 
LPA 

12.98 

10.40 

14.80 
18.78 
16,57 

18,52 

16.75 

Under the New LPA, 735,274 (18,52,) of Los Angeles County's 3,970,164 jobs are 
within an hour's door-to-door transit travel time for all autoless households 
in the Councy, The Null Alternative benefits 185,407 jobs (4.67,). 

Poverty-Level Hpuseholds 

Under the New LPA. 665,002 (16.75') of Los Angeles County's 3,970,164 jobs are 
within an hour's door-to-door transit travel time for all poverty-level 
households in the County. The Null Alternative serves 158,410 jobs (3,.99.') 
within one hour for this group, 

5 • J SOCIAL AND COH!!t!I!'In IKPACTS FOI!. THE NUIJ. ALTQNATIVE 

The Null Alternative will stimulate both residential and commercial development 
in the station areas, particularly those in the CllD. Joint development actions 
could further stimulate increases in the value of surrounding property. leading 
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to either redevelopment or increased rents. It is expected that the demographic 
p:tofile of the -CBD will change towards a higher median income, greater 
a~tomobile ownership, and a greater portion of residents being white, middle and 
upper income professionals. A similar trend, though to a much more limited 
degree, is expected in the Yilshire!Alvsrado station area. 

5.4 MITIGATION OF SOCIAL AND COHMUNITY IMPACTS 

Table 3·24 summarizes mitigation measures and options, their effectiveness, and 
their applicability to affected station areas or environs. Mitigation measures 
are identified which SCRIO will implement along with those which may be 
~plemented by obher public agencies, possibly in coordination with SCRIO. The 
Planning Department and Community Redevelopment Agency of the City of Los 
~geles along with the SCRIO will prepare station area plans for stations along 
the New LPA route. Citizen Committees for each station area will be advising 
planning staffs on land use, traffic, and other types of mitigation measurea to 
be incorporated into these plans. 

For mitigation options which"will be implemented by other publiC agencies, SOme 
msy be implemented during early stages of the project's construction and 
operations, while others may be implemented after several years of Metro Rail 
operation. Additional consultation is needed with these agencies regarding the 
.ful1 application and timing for these mitigation measures. 
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SECTION 6. SAFm AND SECURITY 

6.·1 INTRODUCTION 

Safety and Security were addressed in Chapter 3, Section 6, pages 3-101 through 
3-111 of the FEIS, 1983. Applicable portions of that original discussion are 
reproduced below. ,Safety issues regarding mitigation measures addressing 
subsurface gas conditions are discussed in Section 11.1.4 of this chapter. 

The Metro Rail Project will create new public areas and change the daily travel 
patterns of residents and employees of the Regional Core. Attention to the 
design of these new areas and their relationship to the surrounding community 
can both encourage ridership on the system and contribute to the vitality of the 
urban environment. System design can help achieve both of these benefits by 
creating a safe and secure environment. This section provides an overview of 
the safety, fire/life safety, security and system assurance design requirements 
which will provide for the construction and operation of a safe, seCure and 
reliable system. 

6.2 SAFETY 

safety refers to the prevention of accidents to passengers and employees 
resulting from such events as fires, faulty equipment, and improper boarding. 
The safeey record of rail rapid transit (measured in deaths per millions of 
passenger miles) is better than any other form of urban transportation. To 
ensure that the operation of the Metro Rail system will equal or exceed the 
safety sys.tems ·currently in operation, safety planning has been a primary focus 
of architectural design and site planning work. . o· 

SCRTO has formulated policies and a system safety program plan as part of the 
Milestone 7 Report: Safety, Fire/Life Safety, Security, and systems Assurance. 
Sasic to the program are safety procedures, training programs, accident 
reporting procedures, system hazard tests, and fire/life safety requirements 
drawn from applicable local, state and federal codes. Specific guidelines cover 
safety features for stations, communications, passenger vehicles, automatic 
train control, electrification, central control, ways and structures, and 
personnel. 

6.3 SECURITY 

Security refers to the prevention of acts defined as unlawful, criminal or 
intended to bring harm to another person or damage property. In a broader 
sense, it also means freedom from threats or uncertainty about the likelihood 
of such acts. Crime and anti:sDcial behavior is a potential problem in any 
public environment because there is often uncertainty about who is reaponsible 
for supervising the space and how undesirable acts can be controlled. 

Sy careful, systematic design and planning, experience in recently constructed 
l."apid transit systems (loTashington, D.C., Atlanta) suggests that rail rapid 
transit facilities not only can make an improvement over what transit patron 
security has been, but can also help reduce crime r1sk!J in surrounding 
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neighborhoods and create new public space that is often frequented and, thus, 
informally surveiJled. As a result, most of the security problems rail transit 
riders are likely to experience do not differ from security problems in other 
public places. Nevertheless, there is a general perception that people around 
or in the stations or even aboard the trains are subject to higher crime risks. 

Potential security problems for the project have been examined for each station 
complex, station area, and'station environs so that the potential for criminal 
activity could be reduced, through preliminary architectural design and site 
planning. Each of these areas and the condftions affecting crime risks are 
outlined below. 

6.3.1 STATION COKPL!X 

The station complex consists of station components such as parking facilities, 
entrances, pedestrian passages, bus bays, and bus terminals. These components 
are designed to avoid areas that are remote, dark, or out of public view, so 
that potential impacts •• including rIsk of muggings, assaults, robberies, and 
auto thefts .• can be avoided. 

6.3.2 STATION AREA 

This impact area includes the immediate vicinity around a station. Security 
concerns within this area include increased pedestrian activity; increased bus 
and auto boardings, exits, and drop·offs; increased curbside parking; and 
increased off street parking. These concerns require specific measures to 
control the risk of crime to people and property. 

6.3.3 STATION ENVIRONS 

The more territorially defined the residential base of a community, the more it 
will resist crime impacts. Metro Rail will induce development into communities 
around stations. New development should be properly integrated with ~he 
existing communities to preserve or to better perceptions of neighborhood 
security, boundaries, and territory. With adequate security, increases in the 
risk of robberies and burglaries can be avoided in higher density development, 
with high rise offices and multiple occupancy residential buildinss. 

6.4 IMPACT ASSESSMENT 

The most significant determinent of crime seelJlS to be the type of community 
through which the transit system runs. Thus, the likelihood of criminal 
activities varies with the "ambient" crime level of the communities served. At 
the station complex level, it is expected that crime impacts would be minimal. 
Attention to speci~!c;,., measures for mitigation should lead to control of the 
potential for increased crime in and around stations. Particular attention is 
needed to provide adequate surveillance where long passages are need to connect 
the station entrance and loading platforms. 

In station environs and station areas, the impact of Metro Rail depends on the 
character of the surrounding development.'Areas with many vacant lots and 
parking areas are considered ·porous,· allowing criminals to escape eaSily. In 
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other areas, well-defined land uses and stable neighborhoods, reduce 
opportunities fOE crime. In Ilashington, D.C., the beginning of subway rail 
rapid transit operations in the central city area was accompanied by a drop in 
ttte crime rate in a number of the areas surrounding the system. This drop in 
reported crime has been attributed to a variety of factors: the perception by 
criminal elements of an increased law enforcement presence in the areas near 
stations; greater number of people around the sta,tion areas which tended to 
increase ·public surveillance" (especially in the evening hours); and 
reinvestment snd upgrading of the buildings and neighborhoods around stations 
which discouraged lOitering by criminal elements. The successful security 
practices and methods developed by BART, Ilashington Metropolitan Area Transit 
Authority (WKATA) , and other recent rapid transit systems should generally 
become "standard practice" for the Los Angeles Metro Rail system. Metro Rail 
in Los Angeles can be expected to achieve the high levels of station area 
security typified by these other new systems. 

6 . 5 MITIGATION 

6.5.1 SAFETY CONSIDERATIONS 

Safety considerations involved the mitigation of potential hazards and 
prevention of accidents so that passengers and employees are not injured and 
transit system property is not damaged. SeaTO has determined criteria which are 
essential to the design and operation of a safe system and has developed a 
safety program plan.' Design criteria associated with the prevention of 
accidents in stations, aboard vehicles, and in other areas of the transit system 
place heavy emphasis on architectural features that will minimize the potential 
for accidents. Following are some of the design criteria which have been 
utilized. 

o The stations and surrounding sites will be designed to avoid 
conflicts between Metro RaU-generated bus and automobile traffic 
and pedestrian and street traffiC. Clear, comprehensible signs, as 
well as high levels of visibility between pedestrians and vehicle 
drivers will be utilized. 

o Station architectural design criteria include provisions such as 
those for adequate lighting, walking surfaces constructed of nonslip 
materials, safe pedestrian access to station entrances, and fail 
safe train control apparatus. 

o· Design criteria focusing primarily on protection of people and 
properly include plarming for adequate emergency exits, stand-by 
electrical power supplies, appropriate alarming systems and 
emergency communications systems. The communications system will 
include closed circuit television monitors, a public address system, 
and emergency telephones. 

3-6-3 



------------------------------:----_._--

6.5.2 FIRE/LIFE SAFETY CONSIDERATIONS 

Fire/life sabey deals with emergency preparedness for all cypes of major 
incidents including fires and other major disasters. Fire/life safety 
considerations involve preventive design criteria and those which provide 
protection for people and properey in the event an emergency should occur. 

6.5.2.1 Preventive Keasures 

Preventive design considerations rely on the use of low combustion or non
combustible materials to the maximum extent possible. Where low-combustion 
materials are used, as in seat cushions or electrical wiring, the materials will 
be low smoke and toxic fume producing substances. Preventive criteria include 
those requiring extensive fire sprinklers and standpipe installations, smoke and 
gas detectors, alarm systems, adequate exits and other emergency prOVisions for 
safeey walkways, exits to streets and cross passages for safe egress to an 
adjacent tunnel should a fire occur. Tunnel ventilation equipment will be 
designed to keep smoke and toxic fumes to safe levels until patron evacuation 
is completed. 

6.5.2.2 Protective Keasures 

Protective criteria include planning emergency procedures and responses by and 
for SCRTD personnel and local emergency response agencies. Periodic and 
extensive training drills will be developed and cond~ted by these various 
agencies to assure rapid and effective emergency response, 

6.5.3 SECURITY CONSIDERATIONS 

Many of deterrence. detection, and apprehension measures that can reduce crime 
risks are described in detail in the Milestone 7 Report. The following 
discussion highlights some of these securiey measures from the transit user's 
standpoint. 

6.5.3.1 Station Supervision 

A key element in assuring transit patron security is station layout (see also 
Station Design following) and the effective employment of transit station 
personnel. Hetro Rail personnel will operate out of a supervisor's command 
center. . Direct visual surveillance will be assisted by closed-circuit 
television cameras that scan all parts of the train platform and each station 
entry point. Emergency telephones w11l also be located in station areas so that 
patrons can report problems or incidents directly to the supervisor. Public 
address systelllS will allow supervisors to broadcast to patrons. These measures. 
combined with immediate, direct radio communication with transit police, will 
enable transit personnel to quickly detect undesirable behavior and take 
necessary steps to apprehend any suspects. 

Because all tickets are expected to be issued by automated ticket -machines, the 
station supervisor handles no money. He will be free to move around the 
station, to assist patrons. respond to infractions. and assist transit police. 
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The station supervisor should thus be able to assert a presence that will help 
relieve perceptio~s by patrons that the station areas are unsupervised. 

People's perceptions of their security needs will also be recognized in station 
design. Station interiors will be open and clearly lighted. Low ceilings, 
excessive numbers of columns, and darkened areas will be avoided. Clear sight 
lines will be emphasized, and designs will seek to eliminate any blind spot or 
potential hiding places for criminals. Passages to the stree t, often a 
troublesome area, will get particular attention. Stair passages will generally 
be kept straight and will be sufficiently wide so that their entire length can 
be readily seen, thus reducing unanticipated (and unobserved) conflicts with 
other users. 

SCRTD designers recognize that station appearance can have a subtle but 
important influence on behavior and attitudes. Station facilities that seem 
overly utilitarian, impersonal and/or uncared for tend to eliCit anti-social 
behavior more than other environments. For these (and other) reasons, station 
cleanliness will be given attention, and vandal- and graffiti-resistant 
materials in both stations and vehicles will be used to facilitate quick repair 
and restoration of any abused areas. Station architects will seek to instill, 
within the limits of available funding, a sense of care and civic pride. The 
special arts program will also help give stations a more human, personalized 
character. 

6.S.].] Train Security 

Each car-will have intercoms that patrons can use to report disturbances to the 
train operator. The train operator will then alert transit security people to 
board and/or otherwise intercept any suspects at the next station. Transit 
police will also be assigned to routine patrols. on board trains. 

Over the past several years, SCRTO has expanded and upgraded its own transit 
police force. Transit police officers now complete essentially the same 
tigorous academy training as LAPD officers and participate in a wide range of 
police activities, including undercover and investigative work. The State 
legislature has given SCRTO's transit police the power to make arrests, write 
tickets and enforce laws as sworn peace officers. Officers covering Metro Rail 
facilities will be professionally trained in the use of firearms in confined 
6paces and bodily defense techniques. 

SCRTD now deploys officers to patrol areas in the community where transit 
patrons congregate and to quickly respond to complaints of disturbances on board 
buses. With the beginning of Metro Rail operations, additions would be made to 
the transit police force sO that Metro Rail security can receive priority 
attention. SCRTO Transit Police will work cooperatively with the Los Angeles 
Police Department and the Los Angeles County Sheriff's Department. Metro Rail 
design criteria involving interagency law enforcement will include extensive 
communications systems, as well as detection and alarm apparatus. 
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SECTION 7. AESTHETICS 

Existing conditions in the Regional Core are described on pages 3-111 through 
3-116 of the FEIS, 1983. Because the identification of visual impacts depends 
on the individual observer's perspective and sense of aesthetics, such an 
analysis can be extremely subjective. Experience shows, however, that the 
construction of a subway alignment will alter, to varying degrees, the visual 
setting of the community through which the system passes. 

A subway. alignment generally would not directly create significant long-term 
effects on the aesthetics or visual quality of the streetscape. Direct visual 
impacts would be short-term and associated with construction, especially at 
station areas. Indirect impacts may occur as a result of development induced 
in station areas. Impacts related to subsurface segments of the candidate 
alignments are fully addressed in the FEIS and are incorporated herein by 
reference. 

7 . 1 IMPACTS OF THE NEll LOCALLY PREFERRED ALTERNATIVE 

The New Locally Preferred·Alternative will have relatively insignificant adverse 
impacts on the overall character, scale, and form of the visual setting in the 
Regional Core; however, changes will result from placement of station entrances, 
and fan vent shafts at stations and construction of park-and-ride, kiss-and-ride 
and bus loading and layover facilities. 

Displacement of buildings and joint development will also affect the visual 
setting of some stations areas. Where Metro Rail construction requires removal 
or disruption of buildings or other features that contribute to the scale, 
continuity, appearance, and utility of pedestrian-serving streets, the impacts 
are negative. When, however, Metro Rail construction eliminates buildings or 
spaces that detract from the street facade or creates opportunities for future 
·construction that could enhance the pedestrian portions of the street space, the 
result is positive. 

Park-and-ride facilities for Phase II will be constructed at Universal City and 
North Hollywood. In each case, surface lot spaces would be supplemented by 
parking structures as the system matures. Kiss-and-ride facilities will be 
provided at Wilshire/Vermont, Hollywood/Vine, Universal City, and North 
Hollywood. Bus bays will be provided at Wilshire/Vermont, Wilshire(Western, 
Universai .City and North Hollywood. 

7.2 MITIGATION 

I~proving project aesthetics can take several forms, depending on the scale of 
facilities, for example, station entrances versus vehicle related facilities 
such as bus bays and parking. 

For the most part, station entrances have been located where impacts to major 
e~isting structures are minimized or can be integrated into existing structures 
or planned future development. Where existing structures are taken, they are, 
for the most part, low rise. This is advantageous not only from the standpoint 
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of cost and potential redevelopment, but also from the standpoint of aesthetics 
as the change to ~he street scale is minimized. 

AC Yilshire/Vermont, kiss-and-ride and bus boarding and layover bays will be 
located mid-block with bus and auto access and egress from Vermont and Shatto. 
At YUshire/Normandie. there would be a bus turnout southbound on Irolo Street 
where it meets Normandie south of Yilshire. At Yilshire/yestern, there would 
'be a turnout on the east side of Yestern north of Wilshire. with bus layover 
bays mid-block north of, Yilshire on the east side of Western. At 
Hollywood/Vine, kiss-and-ride spaces would be on the east side of Argyle (one 
block east of Vine) north of Hollywood. again in a mid-block location. 
Placement of the kiss-and-ride facilities and bus bays at the above stations in 
mid-block locations helps screen these vehicle related func&ions. 

Major parking facilities would be provided at 'the Universal Ciey and North 
Hollywood Stations. Surface lots would be utilized initially, ,with later 
construction of structures ultimately bringing park-and-ride space available to 
2,500,at each location. At Universal Ci&y. parking would initially be spread 
over three lots, one adjacent to the bus terminal off Lankershim and the other 
two south of the Hollywood Freeway. One of the latter is the existing SCRTD 
park-and-ride lot. Bus terminal development and parking usage is compatible 
with the incense vehicle-related usages in the area (freeway and existing 
parking). The same is true at North HOllywood. where the major ,parking 
development would occur north of the relocated Chandler Boulevard with bus bays 
off of Chand~er and kiss-and-ride facilities to the south. 
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SECTION 8: NOISE AND VIBRATION 

8.1 INTROPUCTION 

This section presents the impacts of the noise and vibration expected from Metro 
Rail operations along the New LPA. 

The noise and vibration criteria for the Metro Rail Project are given and 
compared to the predicted levels at locations along the New LPA alignment. The 
locations where the criteria are exceeded by the predicted levels are specified 
and measures are recommended to mitigate these excessive levels. 

Noise and vibration impacts of Candidate Alignments 1 through 6 can be found in 
the November 1987 Draft SEIS/SEIR and its May 1988 Addendum. Specific details 
regarding the study methodology and findings can be found in "Noise and 
Vibration Analysis for the Metro Rail Project CORE Study," Ililson Ihrig & 
Associates, Inc. (ilIA), March 1987; an addendum to this report, "Noise and 
Vibration Survey for the Metro Rail Project CORE Study," ilIA, August, 1987; ilIA 
Letter to the SCRTD, subject, "Noise Levels Near Television/Recording Studios," 
August 31, 1987; Draft, "An Assessment of Existing and Projected Noise Levels 
Near Radio and TV Studios and Other Sensitive Facilities on Sunset Boulevard, 
Hollywood," ilIA, September 28, 198.1; Draft, "An Assessment of Existing a~d 
Projected Noise and Vibration Levels near Studios and Other Sensitive Facilities 
on Sunset Boulevard," IlIA, October 5, 1987; IlIA Letter to SCRTD, subject, 
"Additional Noise and Vibration Data Concerning Proposed Metro Rail Sunset 
Boulevard Alignment," October 17, 1987; and ilIA Letter to SCRTD, subject, 
"Supplemental Data to ilIA Noise and Vibration Report of 17 October, 1987, for 
Proposed Metro Rail Sunset Boulevard Alignment," October 27, 1987. The important 
results and conclusions from these documents are incorporated into a November 
.1987, Noise and Vibration Technical Report. Also applicable is a ilIA report on 
Ground-Borne Vibration Propagation investigation for the Proposed Metro Rail 
Sunset Boulevard Alignment, dated December 1987. The January 1983 "Technical 
Report on Noise and Vibration" by IlESTEC Inc., contains more information on the 
noise and vibration criteria established for the Metro Rail Project based on a 
review and analysis of applicable fedaral, state, and local guidelines and 
transit industry practices. In several locations along the candidate 
alignments, the conditions described in the SCRTD, December 1983, Final 
Environmental Impact Statement (FEIS) are unchanged. . These documents are 
incorporated herein by reference. 

8.2 EXISTING CONDITIONS 

Evaluation of the typical noise and vibration levels and type of occupancy in 
each community area provides a basis for selecting the appropriate noise and 
vibration criteria which should be applied. Comparison of the expected Metro 
Rail performance with the criteria provides a means for determining those areas 
where special design features are needed to reduce the noise and vibration to 
levels below those for standard design facilities. 
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The Projece noise and vibration consultane, liilson Ihrig and Associates, 
determined the setlBitive recepeors along the alignment in tems of use. 
location. and type of construc.tion based on information supplied by SeaTO and 
th~ Metro Rail Transit Consultants (MaTC). 

8.2.1 AMBIENT NOISE ENVIRONMENT 

The noise environment created by air-borne noises was measured along liilshire 
Boulevard in 1981 and along a shore section of Lankershim Boulevard in 1982. 
Additional measurements of existing noise and vibration were made in 1987. The 
five locations along the Nev LPA are shown in Table 3-25. 

Table 3-26 presents the results of ehe statistical analysis of the noise 
observed at each of the five noise measurement locations. All of the noise 
levels are preseneed in tet:u19 of A-weighted sound level in decibels. abbreViated 
dB(A). This measurement scale is. used because it has become accepted as the 
bese-compromise scale, using frequency weighting which approximates the hearing 
characteristics of the average human ear. The A-weighted sound level shows good 
correlation between the subjective response of people and communities with 
measured noise levels. Also. most noise ordinances. standerde and 
specifications are written in terms of A-weighted sound level. 

The measurements to determine the noise data in Table 3-26 consisted of ten 
minute long continuous samples of noise at the site recorded by means of a 
calibrated multi-channel.precision magnetic· tape recorder equipped with a sound 
level meter microphone. The recordings obtained were later analyzed to obtain 
the statistical distribution and other descriptors of the noise levels. The 
tape recordings can be used in the future to obtain spectral analysis of the 
noise at the sites (such as octave band or 1/3 octave band analyses) and are 
permanently retained as a record of the noise environment existing at the time 
of ehe measurements. Kost measurement sites were visited at least twice to 
ensure that the measured levels were characeeristic. The data obtained on each 
dey were averaged to obtain the results shown in Table 3-26. 

The results of environmental noise measurements are presented in terms of a 
statistical analysis of the observed noise levels in decibels. The factors 
derived from the analysis are the levels exceeded 99 percent of the time, 90 
percent of the time, 50 percent of the time, 10 percent of the time, and one 
percent of the time designeted La;, ~, ~. Lu. and ~. respectively. Sound 
level Ll approximates the maximum observed noise level, or t"..,., 

Review of· the sound level deta obtained during the spoe check or ten-minute 
measuremencs indicates that the residual background noise levels are typical of 
areas with considerable street and freeway traffic at all times of dey. At most 
locations. the noise levels do show a significant decrease during the evening 
and nighttime hours when compared with those measured during the daytime and 
rush hour. 
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of Firat Str •• t in front of Full Go.~L Clwrch; 

On sid ... a on ... t aid. of Varmoat Avtlll\la appoaite Mar.thOll Str •• t, approll'imataly 20 f •• t frCGI 
Do~l curb of Vermont Avenue, 11'1 front of Braill. In.tituta at 761 Vermont Avenua: 

On s1d ... U. at nortln, .. t c;;omer of Varmaat Av.nua aDd Sunaat Bou.levard., approsimately 180 f •• t 
aouth of Sunaat Bou.levud in front of new hasp! tal; 

At perimeter of pukina lot ... t of BuuclaU Puk. nau Hollywood Bou.levud aDd Varmoat 
Av.nua. in fiOllt of B. SaLt Fi.h " ChiP': 

On ai~.llt at nort.bAIaat comer of Bl&hlaDd Avcu. aDd Ball'JWQOd, Boul.evud 8vprotimataLy 100 
f •• t ... t of Stabled AVe!lua. 

source: WU"OII, Ihria &; AssoUat .. , Inc.. Auauat 1881 "1101 .. md Vibration Burv..,. for the Hittro Rail Project 
COllI! Study.-

UIIUI 3-28 

av~ .aJSB tz9BLB "SUPDJ A% 
rrn: ta:ArICE ~ 1l1li _ LPA '_t • __ 7. 11187) 

.... -.. r~ o~ Data _ .. .....a - dB'AI 

!Ia!b!r Day (AUI!!'t. 1987) ... ... Ie L., L L , 
1 Ruab Sour • • 8 8' 51 12 18 88 1. 

Doy , .. 1 8, 88 12 11 ., 7' 
!venln& , .. 8 82 8, 70 74 80 71 
Miabt , .. 1 '3 '8 e4 71 78 88 

2 Rullh Sour , . , 82 8' 88 73 79 71 
Doy , • 7 81 8' 88 74 81 71 
EveaiDl , • 8 ,a 83 88 73 11 10 
Miabt , • 1 '8 '8 88 72 11 88 

3 Rullb Sour , . , 8' 87 72 18 8' 74 
Doy , .. 7 8' 87 71 78 8' 74 
lIv",,_ , • 8 80 81 51 11 79 88 
Miabt , .. 8 '7 80 8' 72 11 89 

• Ruab Sour • • , 80 81 8. 88 73 88 
Doy , 83 8. 8' 88 74 87 
!venln& , • , " '8 82 88 11 88 
IUaht , 

" '8 112 88 7, 8, 

lluab Bow: , .8 88 70 7, 82 90 80 
Doy , .7 89 70 73 n 87 78 
Ev",,_ , 88 70 72 78 83 7, 
liabt 8 81 10 11 OlD 8' 15 

source: ~Rol •• aDd Vlbratioa S......,. for the Hetro RaiL Project CCIRE Study," WiLaoa, rhria & ~.O~l.t.lI. Inc., 
Auauat. 1987. 
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For all of tha locations, the deta for lt~ and lt show typical levels for a high 
volume of vehicular traffic on city streets. These readings at'e considered high 
noise levels for commercial and residential developed areas. At several of the 
measurement locations, there was only a slight decreaae in the lt and lt~ noise 
levels during the evening and nighttime hours,indicating a significant volume 
of nearby vehicular traffic at night. 

The Energy Equivalent Level, L.q, ia widely used aa a single-number descriptor 
of environmental noise. It is an energy integral over time and represents the 
constant or steady sound level which would give the same energy level as the 
fluctuating value integrated over the total time period. This measure is an 
effective descriptor of the average at' typical noise exposure in a community, 
and long-term noise evaluation descriptors such as CNEL and ~ use'the enet'gy 
equivalent concept. As with the noise levels chat'acterized by the other 
statistical descriptors, the values of L.q are quite high and at'e due primarily 
to vehiculat' traffic on nearby streets. 

As indicated in Section 8.3, ct'iteria have been developed for ground-borne noise 
and vibration from tt'ain operations and airborne noise from ancillary 
facilities. Since the'New LPA is entirely subway, criteria for airborne noise 
levels from train operations are not applicable, and thus ambient noise levels 
cannot be directly compared with critet'ia. However, the ambient airborne noise 
levels are used, along with actual land use, to characterize specific areas into 
one of the five community category areas which are an integral pat't of the 
criteria. This process and the characteristics of each community category are 
described in the Metro Rail 1983 Technical Report on Noise and Vibration. 

Ambient noise measurements were not made inside individual buildings since the 
noise inside one building is not comparable to another in the same way that the 
exteriot"noise level at a location can characterize the noise environment for 
an entire neighborhood. The interior noise level in a building depends on 
Various factors, including: the noise genet'ated by the uses within the 
building, the type of construction of the building, the level of extet'iot' noise 
transmitted into the building, and the amount of gt'ound-borne vibration ft'om 
vat'ious sout'ces which is tt'ansmitted into the building and reradiated as 
airbot'ne noise within the bUilding. 

Because of these factot's, it is cumbet'some and expensive to determine the 
ambient interiot' noise levels along an alignment. In addition, except in 
unusual situations, interior noise deta do not pt'ovide significant additional 
information necessary to determine appropriate ct'iteria, since this is 
adequately determined by exterior ambient noise measurements and actual land or 
building use. 

8.2.2 AMBIENT ~IBRATION ENVIRONMENT 

The Committee on Heat'ing Bioacoustics and Biomechanics (CHABA) has developed a 
IIlechanism fat' weighting vibration velocity measut'ements to approximate the human 
t'esponse to vibt'ation. This mechanism 19 descdbed in the Mett'o Rail 1983 
Technical Repot't on Noise and Vibt'ation. 
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For this survey. the vibration level data were taken simultaneously with. and 
at the same locations as. the sound level data. Vibration acceleration was 
measured using a piezoelectric accelerometer. with a signal recorded on one 
channel of the data tape recorder. The data were analyzed to obtain a 
single-number velocity level. weighted in such a way to approximate the CHABA 
weighting previously discussed. " 

Although the CHABA weighting is not a standardized measurement. the resultant 
weighted velocity level is a good single-number indication of the human response 
to vibration.. Ileighted vibration velocity levels below about 69 dB overall 
level are generally imperceptible or just perceptible as vibration to" the 
average person under normal conditions. 

The weighted vibration '~elocity levels obtained in this manner were 
statistically analyzed to obtain the Same statistical parameters used to 
describe the existing noise levels -- ~, ~. Ls, ~ •. ~. and ~. 

Table 3-27 presents a complete tabulation of the statistical" analysis of the 
weighted vibration velocity levels observed at each measurement site. In 
general. those locations with the highest noise levels also have the highest 
vibration levels and vice versa, since, in most cases, trucks and buses which 
produce high noise levels also have the highest vibration levels and vice versa .. 
This correlation is not always true, since airplanes. motorcycles. and some cars 
csn produce high noise levels but not necessarily high vibration levels. 

Review of the data obtained shows that the vibration velocity ~ ranges from 36 
to 57 dB. The higher levels are typical of areas near mOderately to heavily 
traveled streets and highways in commercial and residential areas. A comparison 
of these data with that obtained during other. environmental vibration studies 
performed by ilIA indicates that the vibration levels are typical of those in 
other large cities (e.g., Baltimore. Chicago. and Dallas). 

8.3 DESIGN FEATURES AND CRITERIA 

Although a number of specific design features and the exact locations of 
facilities have not yet been determined, certain general assumptions have been 
made as to the type of Metro Rail structures and facilities that will be used. 
Structures and facilities similar to that for MOS-l have been assumed. The 
standard design features for the New LPA in subway alignment include ms.ny 
provisions which result in ~h lower noise and vibration levels than are 
traditionally· expected for a rail system. These features include such items as 
continuous welded rail. direct fixation rail fasteners. the use of wheel and 
rail grinding or truing machines to maintain the smoothness of the wheels and 
rail, use of vehicles with lightweight trucks to provide minimum unsprung 
weight. and the setting of noise and vibration limits in the specifications and 
contract documents. All of these actions result in baseline noise and vibration 
levels for !letro Rail that are considerably less than those experienced with 
older systems. 
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TABLE 3-27 

WlaaTED OVERALL VIllUTIOIf VELOCITY LEVELS 
IIEAS'OltED AT FIVE LOCATIOIfS ALONG TIlE !lEW LPA 

Weighted Vibration Velocity 
Location Tillie of Date Lavela - dB re 1. micro in/sec 

Nutnb,r pay (August, 1987> L. • I.,o I,1~1 b. • 

1 Rush Hour 4 & 6 38 43 49 56 65 54 
Day 5 & 7 33 39 46 55 62 51 
Evening 5 & 6 32 38 47 55 63 52 
Night 5 & 7 24 28 40 50 60 47 

2 Rush Hour 4 & 5 32 34 38 46 59 46 
Day 5 & 7 31 34 38 46 55 44 
Evening 5 & 6 26 29 34 40 52 40 
Night 4 & 7 24 26 32 38 48 36 

3 Rush Hour 4 & 5 35 38 42 48 60 47 
Day 5 & 7 36 38 42 50 pO 48 
Evening 5 & 6 32 34 38 44 52 42 
Night 4 & 6 29 31 36 42 52 40 

4 Rush Hour 4 & 5 33 36 38 45 54 42 
Day 5 42 -43 45 48 55 46 
Evening 4 & 5 26 29 34 42 52 40 
Night 4 24 27 33 41 53 40 

5 Rush Hour 4 & 6 47 50 54 60 67 57 
Day 5 & 7 43 46 50 58 64 56 
Evening 4 47 48 52 58 65 55 
Night 6 49 50 52 56 65 55 

Source: "Noise and Vibration Survey for the Metro Rail Project CORE Study," 
Vilson, Ihrig & Associatas, Inc., August, 1987. 

As a Project mitigation, the SCRTD has established strict criteria for maximum 
noise and vibration caused by the new transit system facilities and equipment. 
The procedures and facilities used for noise and vibration reduction, depend 
upon the need for these features. Thls need is evaluated by determining 
projected noise levels and comparing the levels with the criteria for acceptable 
or appropriate noise levels in the community where the transit system facilities 
are placed. Thus, the impact of the New LPA has been evaluated in terms of 
facilities and operations incorporating the design features recommended herein 
for control and reduction of noise and vibration. 
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As e~plained in the 1983 FEIS and the January 1983 "Technical Report on Noise 
and Vibration," the SCRTO developed a comprehensive set of noise and vibration 
criteria based upon a review and analysis of applicable Federal guidelines and 
transit industry practices. These criteria, which are e~plained and summarized 
in the following pages, specify numerical limits for allowable noise and 
vibration emissions for the Ketro Rail Project. The criteria require control 
of air-borne and ground-borne noise and vibration from construction. train 
operations, and ancillary facilities. NOis.e levels e~perienced by patrons when 
riding the trains are controlled by the transit vehicle specifications. 

The selection of appropriate criteria and the determinstion of specific. design 
features has been based on tha type of occupancy of affected buildings and 
e~isting noise and vibration measuraments as indicated in Section 8.4 of this 
chapter. 

In order to assist the reader in understanding the levels of noise referred to 
in the criteria and in the predictions contained in this report, Figure 3-5 
contains a scale of typical noise levels. Note that the character of noise from 
transit trains operating at grade is different than the character of noise which 
arises from transit trains operating in subway. The noise from trains operating 
at grade is airbOrne and can be perceived by individuals outside of a building 
or inside of a building at an attenuated level after the noise has passed 
through the windows, doors, or walls of the ~uilding. The noise from trains 
operating in subway is ground-borne and can be perceived only when an'individual 
is inside a building near the subway; outdoors ground-borne noise is inaudible. 
A train operating in subway creates vibration at the wheel/rail interface which 
is transmitted to the subway structure, to the ground. and then through the 
ground 'to a building structure. It is then radiated in the form of a low
frequency noise which can be heard and sometimes felt as mechanical vibration 
only inside buildings near the subway. Thus for the New LPA, it is appropriate 
to have airborne criteria for ancillary equipment, and ground-borne noise and 
vibration criteria for 'train operations. 

8.3.1 AIR-BORNE NOISE CRITERIA 

Since the New LPA is all-subway, there will be no direct air-borne noise from 
train operations. The sources of air-borne noise will be traffic increases near 
the stations, and any above ground ancillary equipment such as ventilation 
machinery and openings. 

SCRTD has set noise criteria for tha maximum sound levels from related and 
ancillary equipment and facilitias. Table 3-28 depicts a summery of the 
criteria. Secause the noise from ancillary equipment only affects a localized 
area around the equipment, thase criteria are set in terms of the maximum sound 
levels or~. Noise limits for traction power substations and emergency power 
generators are 5 d&(A) less than shown in Table 3-28 because of the obtrusive 
tonal components of these sources. A full e~planation may be found in the 1983 
Technical Report on Noise and Vibration. The criteria is generally more severe 
then is placed on typical rasidential air cond1tioning systems and other 
mechanical equipment found in residential and semi· residential/commercial areas. 
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fIGURE 3-5 

TYPICAL NOISE LEVELS 

dBA 

RIVETING ON lARGE STEEL ~I II 
PlATE AT 6 fT 

120 

CHAIN SAW 
OPERATOR'S EAR 

UNSILENCED MOTORCYCLE 
AT 3 fT FROM EXHAUST 

110 

100 

PlATFORM NOISE, TRAIN PASSING 
THROUGH CTA TUNNEL STATION 
WITH CONCRETE TRACKBED 

TRANSIT TRAINS ON CTA STEEL 
.,,-- ELEVATED STRUCT1JIlE 

(50MPH AT 50 fT) 

DIESEL LOCOMOTIVE (SOLID STEEL WHEELS) -f~ 
WHEEL SQUEAL NOISE AT 2S fT 

AT 50 fT 
INSIDE OLD CTA CAR. CONCRETE 
TRACKBED SUBWAY (50 MPH) 

. 90 

HEAVY TRUCK AT 15 M 
(50 MPH) 

----H-.... lI----RAPID TRANSIT TRAIN ON 
BALLAST·ANn-TlE TRACK 

80 
(50 MPH AT 50 fT FROM TRACK) 

AUTOMOBILE AT 15 M 
(50 MPH) 

INSIDE MODERN AUTOMOBILE 
(50 MPH) =$11 TRAIN ENTERING ANn LEAVING 

BART SUBWAY STATION 

r-rt-_~ INSIDE NEW TRANSIT CAR 
BALLAST-ANn-TIE TRACK 
(60 MPH) 

ELECTRIC TYPEWRITER 

MAN'S VOICE AT 3 fT ----

lARGE TRANSFORMER -~ 
AT 100 FT 

SOURCE: WILSON. IMIlIG & ASSOClATr:S I:-:C.. OCTOIlER 5. 1987 
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60 

INTERIOIl OF STATIONARY BART CAR 

ON SUBWAY PlATFORM WITH 
STATIONARY BART TRAIN 

.JL_ BACKGROUND NOISE LEVEL INSIDE .. 11--- MODERN SUBWAY STATION 

50 

I 
40 

\I II 
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AN ASSr,5SME:'>.T OF EXISTl:>lG AND PROJEcmD :-:015C AND VIDAAllO:': LI::VEI..'i 
NEAR SI'UDIOS AND OlllER SIl/'o'SmvI' FACllml'.s 0:; SUNSET BOt:lEVARD 
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8.3.2 GROUND-BORNE NOISE CRITERIA 

Ground-borne noise criteria are summarized in Table 3-29. 
in terms of L.a. A full explanation of ground-borne noise 
in'the 1983 Technical Report on Noise and Vibration. 

8.3.3 'VIBRATION CRITERIA 

The criteria are set 
criteria may be found 

'Vibration criteria have been established based on the human response to 
vibration, which varies with the frequency of the vibration. Studies indicate 
that weighted vibration velocity levels below about 69 dB' are generally 
i~erceptible as vibration to the average person under normal conditions. Since 
weighted vibration velocity levels are not standardized, the criteria have been 
written in terms of unweighted velocity levels. These criteria are adjusted for 
different community area categories and for the type of receptor in the area as 
shown in Table 3_30. The vibration criteria are set at the maximum or ~ for the 
s8lDe reasons as given in Section 8.2.1 of this chapter concerning ambient ground
borne noise. 

8.4 METHODOLQGY 

The noise and vibration consultant, Wilson Ihrig and Associates, followed a 
widely accepted methodology to evaluate the noise and vibration impacts of the 
Project. The follOWing elements of the methOdology were applied equally to air
borne and ground-borne noise, and to vibrations: 

o Determine the type of structures and related design 
features for the Metro Rail Project; 

o Determine the sensitive receptors along the routes in 
terms of use, location and type of construction; 

o Determine noise/vibration criteria that apply to the 
sensitive receptors; 

o Predict the noise levels at the sensitive receptor 
assuming standard design features; 

o Compare the predicted noise level for the receptor with 
the applicable standard; 

o Determine the mitigation measures needed to reduce the 
predicted noise to criteria or below. 

8.4.1 AIllBOBNE NOISE METHODOLOGY 

The main sources for air-borne noises from the all-subway New LPA are the 
station ventilation openings, ancillary facilities, and the increase in traffic 
around the stations. The noise and vibration consultant measured the ambient 
air-borne noise levels for selected locations and representative receptors along 
the routes. A discussion of these measurements is contained in Sections 8.2.1 
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II 

III 

IV 

V 

TABLE 3-28 

DESIGN CRITERIA POR NOISE FROK TRANSIT SYSTEK 
PAN AND VENT SBAFl'S 

C01IIIIlU1lity Area Maximum ~~§I Leve~. ~§'A) 
Categoty Vent Shaft Pan Shaft 

Low-Density Residential 50 40 

Average Residential 55 45 

High-Density Residential 60 50 

Commercial 65 55 

Industrla1/Highway 7S 65 

Note: The criteria shall be applied at a distance of 50 feet from the shaft 
outlet or shall be applied at the setback line of the nearest building or 
occupied area, whichever is closer. 

Source: Yi1son, Ihrig & Associates, Inc. (1982). 

3·8·10 



TABLE 3-29 

Cll.IT!lI.IA FOR. KAXIHUII GROUND- BORNE NOISE 
FROK TRAIN OPEJATIONS 

A. Residences and Buildings with Sleeping Areas 

Communi ty Area 
Category 

I Low Denaity Residential 

II Average Residential 

III High Density Residential 

IV Commercial 

V Iridustrial{Highway 

B. Special Function Buildings 

Type of Building 
or Room 

Concert Halls and TV Studios 

Auditoriums and Music Rooms 

Churches and Theaters 

Hospital Sleeping Rooms 

CourtroolllS 

Schools and Libraries 

University Buildings 

Offices 

Commercial Buildings 

3-8-11 

Maximum Pass by Ground-Borne 
Noise Level 

Single Multi- Hoeall 
Family Family Moeel 

Dwellings Dwellings Buildings 

30 dRA 35 dBA 40 dBA 

35 40 45 

35 40 45 

40 45 45 

40 45 50 

Maximum Passby Ground-Borne 
Noise Level 

dB 

25 

30 

30-35 

35-40 

35 

35-40 

35-40 

35-45 

45-55 

; 



I Low D.nalt7 ~.ld-ntl.1 

II Av.r ... R •• ld.ntill 

III Blah D«Da1ty l1.eddenUll 

IV Coc:me.tchl 

~1 to,d,QtIIa cm4 Hwtic IixcDa 

Churcb.. and th •• tara 

ao'piUl Sbepina Rooa:&a 

CourtrOClM 

University IUildinaa 

Offic •• 

~rcl.1 Butldinaa 

Vi~.tiOD Senaitivi Industrial or 
R •••• reb Labat.tory 

IGiLiiUIIt Pu.S;: GrOUiid-BOm. 
Vibration V.~2city ~.l 

(dB ra 10 In!a.c) 
-~------.-.«--------------.-
S11\11. 1»1 .... - !Iou11 
'_1" '_1" tt:Jt.l 

llnW".o Dwell1aa. BU11dlaaa 

70 7. 70 

70 70 75 

70 75 75 

70 7~ 75 

7! 7! 7! 

IGiLiiUIIt , .. ;&; 
Vi~.tion V.~it" ~1 

(dB r. 10- in/'.c) 

13 

70 

7!-1ID 

7!1-11D 

7!-" 

1ID-7' 

, 

and 8.2.2 of this chapter. The consultant reviewed the design specifications 
of the ancillary facilities and ventilation equipment and determined that the 
maximum allowable sound levels were within Project criteria or could be brought 
within the criteria with available mitigation measures. During final design. 
the consultant: will predict noise levels of ancillary facilities and ventilation 
equipment and select the appropriate mitigation measures to bring the noise 
levels within Project criteria. 

8.4.2 aROUND-BORNE NOISE METHODOLOGY 

The noise and vibration consultant determined the type of soil and the vibration 
propagation characteristics for that tYPe soil at representative points along 
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~he route. As indicated above, the consultant predicted the ground-borne noise 
levels at the sensitive receptors, compared the predicted noise levels with the 
criteria, and determined necessary mitigation measures. Predicted noise levels 
lire contained in the 1987 Noise and Vibration Technical Report for the CORE 
Study. Both the predicted noise levels and the Project criteria for ground
borne noise are given in terms of~. For purposes of comparison, the measures 
of pre-project noise given in the Lt column of Table 3-26 approxima~e the pre
project ~ values at the monitor locations. The. number of. locations where the 
predicted levels exceed the criteria is shown in Table j-31.· During final 
design, the consultant will review the predicted ground-borne noise levels in 
1111 buildings and select the appropriate mitigation measures to reduce the 
ground-borne noise levels to .Project criteria. 

8.4.3 VIBRATION METHODOLOGY 

The methodology used for determining ground-borne vibration is much ~he same as 
that used for determining ground-borne noise. The consultant determined the 
type of soil and the vibration propagation characteristics for that type soil 
lit representa~ive points along the route. The consultant then predicted 
vibration levels at the sensitive receptor, compared the predicted vibration 
levels with the criteria, and determined the necessary mitigation measures. 
Predicted vibration levels are contained in the 1987 Noise and Vibration 
Technical Report for the CORE Study. Both the predicted vibration levels and 
the Project criteria for ground-borne vibration are given in terms of~. For 
purposes of comparison, the measures of pre-project vibration given in the Ll 
column of Table 3-27 approximate the pre-project ~ values at these monitor 
locations. The number of locations where the predicted vibration levels exceed 
the criteria is combined with the noise level predictions and is shown in Table 
3-31. During final design, the consultant will review the predicted ground
borne noise levels in all buildings and select the appropriate mitigation 
measures to reduce the ground-borne noise levels to project criteria. 

8.5 ASSESSMENT Or NOISE AND VIBRATION IMPACTS 

Operating methods, technology applications, vehicles, and physical design of 
facilities for the New LPA are similar to those for the Original LPA. 
Therefore, the conclusions and' findings presented in the FEIS relative to 
related noise impacts are incorporated herein by reference. 

8.5.1 AIRBORNE NOISE FROK RELATED SOURCES 

For the all-subway New LPA, air-borne noise is generated by traffic near the 
stations and from ventilation openings and other anCillary facilities. 
Section I, "Transportation," of this chapter indicates that the largest traffic 
volume increase will be 51 percent at one intersection by the year 2000 near 
Metro Rail stations. Traffic volumes must double to cause a significant 
increase of 3 dB(A) in the neighborhood noise levels, so traffic increases from 
the Project are not expected to cause significant increases in noise. The 
impacts of air-borne noise from ancillary facilities and ventilation equipment 
will be predicted during final design, when the exact locations are known. 
Sensitivity of the surrounding land uses to noise will be an important 
consideration in the selection of locations for this equipment. 
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8.5.2 NOISE AND VIBRATION IHPACTS FROK SUB~AY OPERATIONS 

Operations of rail rapid transit systems can result in the transmission of 
groun4-borne vibration and noise to adjacent buildings. The level of 
ground-borne noise and vibration reaching nearby buildings is dependent on the 
source level (i. e.. subway operations). the intervening medium between the 
subway tunnel and building foundation. and the response of the building to the 
ground-borne vibration. To an individual inside a nearby building. the passage 
of a train may be perceived by the actual. physical motion of the floor or 
objects (ground-borne vibration) or by a low frequency rumble radiating from the 
floor and/or walls (ground-borne noise). It should be noted that the vibration 
is of such a low level that there is virtually nO possibility for structural 
damage due to the ground-borne vibration transmitted to buildings near subways. 

Table 3-31 summarizes the anticipated impacts of ground-borne noise and 
vibration from Metro Rail trains operating in subway. The Table also shows the 
approximate lengths of the general or specific mitigation measures that will be 
required. as discussed below. The exact lengths .. and locations of these measures 
will be determined during final design. 

8.6 NOISE AND VIBRATION MITIGATION MEASURES 

This section contains general noise and vibration mitigation measures related 
to design of the system. additional mitigation measures that will be applied at 
specific locations to meet the project criteria, and extraordinary measures that 
will be considered where additional measures are not adequate to meet Project 
criteria. Preliminary engineering results indicate that. 'with the proposed 
general and specific mitigation measures discussed below. all noise and 
vibration impacts in excess of Project criteria will be eliminated. During 
final design. the noise and vibration consultant will analyze each building 
along the route to determine the actual uses of space. construction details. and 
the ambient levels. 

Anyone or a combination of the specific and extraordinary mitigation measures 
will be implemented as needed at the location where noise and vibration levels 
exceed criteria adopted for the Project. The range of measures is expected to 
be adequate to mitigate noise and vibration impacts generated by the Project. 

8.6.1 GENERAL MITIGATION MEASURES 

Mitigation measures for noise and vibration impacts are contained in Section 8.4 
of the FEIS. 1983. and are incorporated herein by reference. The mitigation 
measures shown below are standard design features used throughout the Metro Rail 
system. They were applied to the MOS·l and will be applied to the Phase II. 

o Use of continuous welded rail instead of jointed rail to reduce 
noise on the steel wheel/rail interface. 

o Use of rail vehicles with lightweight trucks rather than heavyweight 
trucks in order to provide minimum unsprung weight. 
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TABU: 3-31 

SllHIWI.Y Oil' ANT!CIPATE1I IHPACT OF PHASE II caOlJND-BOlUIE NOISE AND 
VIBRATION FROX HETRO RAIL OPERATIONS IN SUBWAY 

Number of Structures that Experience lmpacti 

Structure Type 

commercial/Office 
Apartments 
Residential 
Kotel 
Church 
School 
Hospital 
Theater and Kuseum 
Rec/TV Studio 

Without Specific 
Mitigation Heasure, 

9 
17 
20 

1 
2 
2 
2 
4 

With Specific 
Mitigatign Measures 

o 
o 
o 
o 
o 
o 
o 
o 
o 

Approximate Length of Specific KitigationKeasures for Both Tunnel Bores (feet) 

Recommended Mitigation 

Resilient (Soft) Direct Fixation Fasteners 
Resiliently Supported Ties 
Floating Slab Trackbed 

Phase II 

10,000 
1,000 
7,000 

Source: "Noise and Vibration Analysis for the Ketro Rail CORE Study," Wilson, 
Ihrig & Associates, Inc., Karch 1987. 
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o Use of special grinding (truing) equipment to ensure the smoothness 
of w~eel/rail interaction. This standard maintenance feature will 
be done based on specified vehicle miles of service. 

o Use of Direct Fixation Fasteners as a track fixation method. 

The calculation of baseline Project noise and vibration 
implementation of these general mitigation measures. 

8.6.2 SPECIFIC MITIGATION MEASURES 

levels assume 

Yhere the general mitigatiQn measures listed above are not adequate to reduce 
noise and Vibration to criteria levels. additional measures s,\>ecific to the 
problem area will be applied: 

o Use of resilient (soft) direct fixation fasteners. 

o Use of resiliently supported ties. This feature lowers ground-borne 
noise by approximately 6 to 10 dB below baseline and ground-borne 
vibration by lesser amounts. 

o Use of floating slab trackbed, where resilient (soft) direct 
fixation fasteners are inadequate to satisfy applicable noise 
standards and criteria. Floating slab trackbed lowers ground. borne 
noiSe by as much as 15 to 20 dB below baseU-ne. It abo lowers 
ground-borne vibration by approximately 5 to 10 dB,which is 
generally sufficient. 

Based on the results of preliminary engineering, specific mitigation measures 
are prescribed in several areas of Phase II of Hetro Rail as follows: 

~!lsh!re Boulevard Cgrridor 

There are several locations where soft fasteners will be used to reduce ground
borne noise and vibration from train operations to within criteria. These 
locations include an office building at Sixth Street and Vermont Avenue, five 
office buildings at Sixth Street from Vermont Avenue to Berendo Street, and two 
office buildings north of Sixth Street between Berendo and Catalina Streets. 
Resiliently supported ties will be used at the Vilshire/Yestern Station cross
OVer. 

Vermont Avenue Corridor 

Soft fasteners will be used at several locations to reduce ground-borne noise 
and vibration from train operations to within criteria. These locations include 
one office building on the northwest corner of Sixth'Street and Vermont Avenue 
and six apartments on New Hampshire Avenue north of First Street. At the 
Hollywood Presbyterian hospital at Vermont and DeLongpre Avenues. floating slab 
trackbed will be required to reduce the noise from trains o,\>erating through a 
crossover. 
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Uollywpod Boulevard Corridor 

Soft fasteners will be used to ·reduce noise and vibration levels from train 
operations to within Project criteria at eleven apartments north of Hollywood 
Boulevard between Sycamore and La Brea Avenues and floating slab track bed will 
be used at the pocket track at Hollywood and Vine. 

Norch Hollywood 

Soft fasteners will be used to reduce noise levels from train operations to 
within criteria at several locations, including the Saint Charles Borromeo 
Church at Lankershim Boulevard and Moorpark Street, a recording studio at 
Lankershim Boulevard and Landale Street, and the Guild Theatre on Lankershim 
Boulevard north of Hartsook Street. Floating slab trackbed would be used to 
reduce noise and vibration levels to within criteria at ten residences southwest 
of Lankershim and Ventura Boulevards, ten residences along Willowcrest Avenue 
north of Valley Heart Drive, three recording studios on Lankershim Boulevard 
near Huston, Hesby, and McCormick Streets, and at El Portal Theatre on 
Lankershim Boulevard at Weddington Street near a cross-over. 

For Phase II, the approximate length of adopted mitigation measures for both 
~unnels is 10,000 feet of resilient (soft) direct fixation fasteners, 1,000 feet 
of resiliently supported ties and 7,000 feet of floating slab trackbed . 

. 8.6.3 EXTRAORDINARY MITIGATION MEASURES 

During final design, SCRTD may discover situations. where the 
specific mitigation measures discussed above are not adequate to 
noise and vibration criteria. In these cases, the SCRTD will 
following extraordinary measures to supplement the general 
measures: 

o Non-standard floating slab design; 

general and 
meet Project 
consider the 

and specific 

o Vibration isolation by blocking direct transmission of vibration 
where the subway structure is unusually close to buildings and their 
foundations. This can be accomplished by using elastomer pads in 
intervening soil as special resilient elements; 

o Crossover relocation; 

o Rail system structure modification; 

o Minor shifts in horizontal or vertical alignment; 

SCRTD will include technical feasibility and economic reasonableness in its 
consideration of extraordinary mitigation measures. In some situations, a 
particular extraordinary measure listed above may not be feasible from an 
engineering standpoint. For example: 

o Minor shifts in the alignment may be impossible because building 
foundations or other immovable structures intervene. 
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o Relocation of a crossover may be impossible because operational 
considerations dictate its location. 

In such a case, the infeasible extraordinary measure will not be further 
considered. 

SCRTI> will also take into account costs and benefits when considering an 
extraordinary mitigation measure. Where SCRTI> can show that a minor reduction 
in project noise of 3 dBA or less (or, if vibration is the offending impact, a 
minor reduction in project-generated vibration of 2 dB or less) can be achieved 
through application of a particular extraordinary mitigation measure, and this 
benefit would accrue only to a relatively small number of people in comparison 
with its cost, SCllTI> may forego further consideration of that particular 
extraordinary mitigation measure. 

In the case of an exceedence of a ground-borne noise criterion, SCllTl> may forego 
consideration of extraordinary mitigation measures under the following 
condItion: 

If the project-generated noise expressed as one-hour Leq's will not exceed 
the noise generated by activities in the building during each hour of the 
dey or night that the building is occupied. 

SCRTD expects to be able to reduce all project-generated noise and vibration to 
project criteria levels. However, there is a small possibility that for the 
economic or technical reasons discussed ·above it would not be reasonable to 
mitigate all noise and Vibration impacts. In such cases, a few impacts may 
remain as unmitigable over the long term. If SCllTD should discover during final 
design an exceedance of the noise or vibration criteria· that will not be 
mitigated, SCRTD will: 

o inform the property owner and affected residents and tenants of the 
property, 

o afford the people so informed a reasonable opportunity to comment 
on the proposed design and its impacts either in writing or at a 
hearing, 

o include the comments received with the proposed design when it goes 
to the Board for approval. 

8.6.4 FAN AmI VENT SHAFTS III'lIGATION HEASURES 

Fan and vent shaft facilities will be designed to minimize noise intrusion by 
including the following mitigation measures as necessary to meet criteria in 
Table 3-28: 

o Cellular glass and mineral fiber applied to the wall and ceiling 
surfaces of the shafts to maximize absorption; 

o Standard duct attenuators; 

3-8-18 



o Contrjlct specifications requiring certified l1UIXimum· sound power 
levels for the fans. 

8.6.5 ANCILLARY PACILITIES HITIGATION HEASUBES 

Ancillary facilities, including power substations and emergency power generation 
equipment, will be designed using the following mitigation measures as necessary 
to reduce noise levels to 5 dBA below the appropriate criteria in Table 3-30: 

o Below-ground location. of power transformers; 
o Total enclosure of noise source; 
o Absorption material embedded within the facility; 
o Barrier walls surrounding the source; 
o Sound attenuators on fans and ducts; 
o Special mufflers. 
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SECTION 9. AIR OUALITY 

The Metro Rail Project is located within the South Coast Air Basin (SOCAB), 
which includes 6,580 square miles of the Los Angeles metropolitan area. 
Included within this air basin are the highly urbanized portions of Los Angeles, 
San Bernardino, and Riverside Counties and all of Orange County. Existing air 
quality conditions and future projections are summarized from the ·SCRTD 
Technical Report on Air Quality (1987), which is incorporated herein by 
reference. 

For a discussion of air quality impacts during Metro Rail construction, refer 
to Section 15.7 of this chapter, "Air Quality Impacts." 

9.1 EXISTING CONDITIONS 

Section 9.2 of Chapter 3 of the 1983 FEIS covers the conditions to be found in 
the SOCAB and discusses air pollution meteorology, air quality standards, study 
area air quality, the local air quality setting, and consistency with regional 
transportation planning. This material is summarized below in sections 
ad6ressing air quality standards and consistency with regional transportation 
planning. 

9.1.1 AIR QUALITY STANDARDS 

The State of California and the Fede·ral Government each have established air 
quality standards for various pollutants. These standards are set at or below 
levels with a sufficient margin to protect public health and welfare. 

The South Coast Air Quality Management District (SCAQHD) monitors air quality 
at numerous locations in SOCAB, three of which are within the. study area. A 
summary of air quality data collected at study area monitoring stations for the 
year 1986 is provided in Table 3-32. Federal standards were not met for ozone, 
carbon monoxide, and nitrogen dioxide. Except for sulfur dioxide and lead, 
SOCAB has been designated a nonattainment area for each <if the primary 
pollutants. California failed to meet the 1982 attainment standard deadline for 
total suspended particulate matter and the 1987 deadline for carbon monoxide and 
ozone. EPA has imposed restrictions on major developments as a consequence of 
this failure. 

9.1.2 A~R QUALITY KANAGEKENT PLAN AND REGIONAL TRANSPORTATION PLANNING 

An assessment of a project's consistency with local, regional, state, and 
federal plans is required for all projects receiving federal funding. Two plans 
are of particular concern: the Regional Transportation Plan (RTP) and the Air 
Quality Management Plan (AQKP). The RTP provides the basis for projecting 
future growth and associated traffic patterns and for determining the emissions 
changes associated with that growth. In the Southern California Region, the 
AQKP is the regional component of the State Implementation Plan (SIP), prepared 
pursuant to the federal Clean Air Act. The AQKP currently has a long-range 
target of reducing reactive organic gases (nitrogen oxides and hydrocarbons) by 
fifty tons per day through transportation management and design. 
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TABLE 3-32 
AIR QUALITY stIMIWlY FOR STUDY AIIEA KONlTOIURG STATIONS, YEAR 1986 

Days Days Ka.z1mwD* Air 
Exceeding Exceeding Air Quality Standards" 

Contaminant State Pederal Contaminant State Pederal 
Station Standarda Standarda Concentrationa Standard Standard 
o 2.LIma 
~est Los Angeles 
Los Angeles CBD 
Burbank 

o Carbon Honoxide 
West Los Angeles 
Los Angeles CBD 
Burbank 

o Nitrogen pioxide 
West Los Angeles 

Los Angeles CBD 

Burbank 

o Sulfur Pioxide 
West Los Angeles 
Los Angeles CBD 
Burbank 

o Iotal Suspended/ 
Particulate Hatter 
~est Los Angeles 

Los Angeles CBD 

Burbank 

o l&!.!I. 
~est Los Angeles 
Los Angeles CBD 

81 30 
99 48 

142 93 

o 
2 

21 

o 
2 

16 

.20 ppm 

.22 ppm 

.28 ppm 

11 ppm 
13 ppm 
19 ppm 

o annual .24 ppm 

7 

2 

o 
o 
o 

NH 

NH 

NH 

0 
0 

standard met 
annual 

standard 
exceedad 

annual 
standard 
exceeded 

o 
o 
o 

0/1(10) 

0/3(10) 

0/3(10) 

0 
0 

.33 ppm 

.28 ppm 

.02 ppm 

.03 ppm 

.02 ppm 

175 ug/m 

235 ug/m 

241 ug/m 

0.45 ug/m 
0.64 ug/m 

Burbank 0 0 O. 74 ug/m 

.1Oppm;hr .12ppm;hr 

9ppm/8 hr 9ppm/8 hr 
and and 

20ppm;hr 35ppm;hr 

.2Sppm;hr . Sppm 
annual average 

.5pPm/24 hr .14ppm/24hr 

Primary 
260 ug/m 24 hr 

Secondary 
150 ug/m 24 hr-

1.5 ug/m 1.5 ug/m 
30-dey quarterly 
average average 

Notes: *Kaximum concentrations are instantaneous measurements 
**Air Quality Standarda are average measurements over the time period 

indicated. 
ppm: Parts Per Million 
ug/m: Micrograms per cubic meter. 
NH: Not monitored. 

Source: "Air Quality Data, 1986," SCAQKD 
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9.2 IKPAC'! ASSESSMENT 

9. 2 .1 DlPACT HEAS1lR.ES AND ASSESSHEliT IIETHODOLOCY 

Impacts on air quality have been assessed from three perspectives: consistency 
with air quality management and regional transportation planning; a subregional 
analysis; and a micro scale analysis. The subregional analysis provides 
estimates'of prOject-induced emissions savings for the five primary pollutants: 
ozone. carbon monoxide. nitrogen dioxide, sulfur dioxide. and lead. Emission 
estimates were related to vehicle miles of travel (VMT) of passenger vehicles. 
The micro scale analysis, examining carbon monoxide (CO) concentrations, used 
a combination of methodologies. including CALINE 3, and a screening procedure 
based on idle-time levels and emission changes related to speed changes. Carbon 
monoxide concentrations pertinent to both the federal one-hour and eight-hour 
standards were assessed. Existing and projected background CO levels reported 
in the 1983 FEIS (Table 3-36) are incorporated herein by reference. 

9.2.2 CONSISTENCY·VITH AIR QUALITY AND REGIONAL TRANSPORTATION PLANNING 

To the extent that Metro Rail reduces automobile VMT, trip generation. and/or 
congestion by diverting trips to transit. it is consistent with the long-range 
strategies' of the AQMP and, therefore, the Clean Air Act. The Metro Rail 
Project is in conformance with the AQMP. because it fulfills the three basic 
requirements (identified in Section IX.7 of the AQMP) to be addressed in any 
review for conformity: 

o The AQMP/SIP is being implemented in the area where the project 
is proposed. 

o The Southern California Association of Governments (SGAG) has 
found that the project is consistent with the adopted SGAG 82 
growth forecast. 

o The Metro Rail project has been part of the SGAG Regional 
Transportation Plan (and listed on the applicable transportation 
project list) for a sufficient number of years. 

The proposed action is also consistent with, and a part of. the Regional 
Transportation Plan for Southern California. 

9.2.3 SUBREGIONAL ANALYSIS 

'A pollutant burden analysis was performed in the FEIS. 1983 (pg. 3-141) to 
determine the areawide regional vehicular emissions without Metro Rail. The 
"pollutant burden" is the total amount of pollutants emitted in a given time 
period. In this case, it represents the total daily amount of pollutants. in 
tons and by type. that would be emitted by passenger vehicles in the region in 
the year 2000. Table 3-33 presents the added benefit of the New LPA oVer and 
above the Null Alternative. 

If patronage on the New LPA is lower than SGRTD projectiOns, the air quality 
benefits would also be less. 
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TABLE 3-" 

DIllJ!:C'f UCIONAL AD. QUALITY BENlt17ITS - NEll Ll'A 
YlWI. 2000 

(TONS/DAY UDUC'fION OF POLLllTAHT BU!iJ)EN nOli Nt1LL ALTSllNATIVE) 

Pollutant New Ll'A 

Carbon Konoxide 5.44 

Reactive Hydrocarbons 0.34 

Oxides of Nitrogen 0.69 

Sulfur Dioxide 0.06 

Suspended Particulates 0,20 

TOTAL 6.73 

Source: General'Planning,Consultant. 

9.2.4 HICROSCALB ANALYSIS 

A screening methodology was used to determine what intersections would 
experience the greatest increase in carbon monoxide (CO) as a result of the 
project. ,The analysis assumes that negative impacts will be limited to those 
intersections identified in the traffic analysis as "critical,· i.e., those 
intersections that would experience an increase in traffic due to the Project 
(see Section 1.2 of this chapter). For the most part, these were intersections 
immediately adjacent to or very near the station locations. 

The critical-intersection analysis identified total approach volumes and 
critical approach volumes for each intersection for the Null Alternative and the 
New LPA. Based on current traffic projections. most of the identified 
intersectiona would operate at a level of service F in the year 2000, even 
before station-related traffic is considered. Level of service F in the context 
of this analysis implies that the theoretical cepacity of the intersections 
would be exceeded. The approach taken here is to describe the relative impacts 
of station traffic by assuming that increased traffic results in increased delay 
and/or a speed reduction for vehicles passing through the intersections. 

The traffic impact analysis produced an estimate of the capacity utilization of 
each ·critical" intersection (most of these are in excess of lOOt). The 
increased delay (idle-time) or reduced speed at each intersection for the New 
LPA is determined by finding the product of total approach volume and capacity 
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utilization for a given intersection and comparing this to the equivalent 
product for the Null Alternative. An increase in total vehicle idle-time was 
estimated for intersections already at level of service F. For intersections 
not already at level of service F, the introduction of new traffic to an 
intersection would slow traffic. Reduced travel speeds would result in 
increased CO emissions. Thus, CO impacts can be estimated by multiplying the 
appropriate emission factor for the Null Alternative speed times the Null 
Alternative volume and comparing this to the emission factor appropriate to the 
lower speed times the higher project volume. The speeds and emission factors 
associated with each level of service for 2000 are shown below (these factors 
are derived from information from a Kay 1986 run of EKFAC7, the California air 
pollution emissions factor model, supplied by the California Air Resources 
Board): 

0 Level of service A - 30 mph - 5.4 grams per mile 
0 Level of service B - 25 mph - 6.7 grams per mile 
0 Level of service C - 18 mph - 9.2 grams per mile 
0 Level of service 0 14 mph 10.9 grams per mile 
0 Level of service E 10 mph 13.0 grams per mile 
0 Level of service F - 7 mph - 15.1 grams per mile 
0 Idle emission factor - 0 mph - 1.8 grams per mile. 

The above procedure predicts a burden of CO based on delay. The methodology 
employed in the technical memorandum for the FEIS translated this burden into 
a concentration. It assumed that for small changes in traffic emissions, the 
change in CO concentrations equals the change in the hourly emission factor (in 
grams/mile!hour) divided by. the dispersion factor calculated from CALINE 3 (a 
CO dispersion model). For purposes of impact analysis, a change in local CO 
concentrations of 2 ppm for one hour was considered significant. 

Translation of the burden at an intersection· into a concentration permitted the 
screening of intersections to determine which, if any, might experience 
significant changes in CO concentrations. It should be noted that the 
~ethodology actually overstates the potential CO impacts because it is 
expressing the impacts of total approach volumes. Table 3-34 lists 
intersections where, under the New LPA, potentially significant increases in CO 
concentrations could occur. 

9.3 MITIGATION OF AIR QUALITY IMPACTS 

The Metro Rail Project constitutes a planned air quality benefit for the region 
but will create minor, localized, adverse air quality impacts. Project-related 
traffic will contribute to local CO concentrations at a number of intersections 
through associated increases in congestion and reductions in the level of 
service. However, because CO standerds will be exceeded at thes·e locations even 
.. ithout: the project, Metro Rail does not of itself create unhealthful air 
quality. The traffic mitigation measures discussed in the transportation 
section of this chapter are proposed in o.rder to improve the level of service 
at these locations, which in turn will minimize air quality problems. 
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TABLE 3-34 

IN'l'ERSECTIONS VITB POTENTIALLY 
SIGNIFICANT INCREASES IN CAIl..80N !(ONOXID! LEVELS - NEll LPA 

1. Normandie/Olympic 7. Lankershim/Cahuenga 
2. Lankershim/Chandler 8. Vermontf'i/llshire 
3. Sunse t/Cahuenga 9. Sunset/Vine 
4. Vermont/Olympic 10. Lankershim/Ventura 
5. Wilshire/Crenshaw 11. Lankershim/Burbank 
6. Wilshiref'i/estern 

Total Intersections: 11 

Source: General Planning Consultant. 
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SECTION 10. ENERGY 

This section discusses the energy implications of the Metro Rail Proj ect. 
Energy use estimates for automobiles and buses based on Vehicle Miles Traveled 
(VMT) were compiled, and where applicable, a comprehensive energy use analysis 
of the rail alignments was added. All calculations have been converted to 
British Thermal Units (BTUs) to allow direct comparison. The area of analysis 
for this impact category is the six-county region. 

For a discussion of energy impacts during the construction of the New LPA, refer 
to Section 15.8 of this chapter, "Energy Requirements." 

10.1 EXISTING CONDITIONS 

The description of the sources of electrical power for the Los Angeles Region 
and the regional usage of electrical and petroleum energy is contained in 
Section 10.2 of Chapter 3 of the FEIS, 1983. Electrical power is obtained from 
plants throughout the western states, although nearly half is produced within 
the Los Angeles Basin by steam generating plants. Casoline sales for the year 
2000 are projected at 4,140 million gallons. 

10.2 IMPACT ASSESSMENT 

The energy analysis takes into acco.unt both day-to-day operating and maintenance 
energy, and the one-time, front-end energy uses required to. construct both 
vehicles and the guideway system. Energy use for construction of physical 
facilities (including vehicles) has been annualized over the anticipated 
l~fespans of the facilities. The energy analysis splits energy use into five 
ate as as follows: 

0 Subway construction; 
0 Vehicle manufacture; 
0 Vehicle maintenance; 
0 Vehicle propulsion; 
0 Station operations. 

Subway construction energy was estimated on a "per mile" basis using the same 
factor reported in the FEIS, 1983. This factor, which includes station 
construction, is 585 billion BTUs per mile. Miles of subway were multiplied by 
tbe factor and divided by an anticipated fifty year lifespan to yield estimated 
annual energy consumption for construction. Auto, bus, and rail manufacturing, 
maintenance, and propulsion energy were based on vehicle miles of travel (VMT) 
by mode for each alternstive. Rail VMT was calculated based on the proposed 
operating schedule and the length of the lines. Rail car miles rather than 
ttain miles were used. Car miles were estimated by multiplying the number of 
ttain runs by the number of cars in each run. The VMT factors in the FEIS, 1983 
(Table 3-40, page 3-147 and Table 3-41, page 3-148) were utilized for rail 
vehicle manufacturing. Rail maintenance energy was calculated based on shop 
building electrical energy requirements and the power required to move rail 
vehicles within the yard. Vehicle propulsion was calculated using computer 
simulations that are sensitive to such system parameters as cars per train, 
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vehicle weight, alignment, grade and curvature. Station operation energy was 
based on the number of stations. Annualized station operating energy factors 
were the same as -those used in the FEIS. 

AS indicated in Table 3-35, the New LPA results in substantial energy savings 
compared to the Null Alternative, aa ·fewer street vehicles would be 
manufactured, driven and maintained. If patronage on the system is lower than 
SCRTD projections, energy savings would be less. 

TABLE 3-35 

REGIONAL TRANSPORTATION BRERGY SAVINGS - NEW LPA 
(YEAR 2000. ANNUAL BILLIONS OF BTUs. COllPABED TO l!Ill'LL ALTI!:RNATIVE) 

Energy Category 

Construction 
o Subway 

Vehicle Hanufacture 
o Auto 
o Bus 
o Rail 

Subtotal 

Vehicle Kaintenance 
o Auto 
o Bus 
o Rail 
Subtotal 

Propulsion 
o Auto 
o Bus 
o Rail 
Subtotal 

Operations 
o Subway Station 

Total Annual Ene~gy Savings 

-206 

482 
11 

-13 
480 

701 
10 

-152 
559 

2280 
405 

-335 
2350 

-424 

2,759 
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10.3 MITIGATION Of ENERGY IMPACTS 

The SCRTD evaluated numerous energy conservation options for the construction 
and operation of Metro Rail. Sections 10.3.1 and 10.3.2 below are dra~ from 
Section 10.4 of Chapter 3 of the FEIS, 1983. These measures relate to 
propulsion energy conservation and station and facility design and are still 
applicable, except as described. 

10.3.1 PROPULSION ENERGY CONSERVATION 

The measures that reduce propulsion energy uae are summarized below. Metro Rail 
will utilize ·chopper" (semiconductor) traction motor speed controls instead of 
conventional ·cam" (mechanical) speed controls. Although somewhat heavier and 
bulkier. the new ·chopper" control technology is considerad to offer. on 
balance. Significant energy benefits for Metro Rail. 

Significant kinetic energy is typically wasted when a rail train decelerates. 
SCRIO will recapture some of the energy used to stop trains through regenerative 
electrical braking. a generally proven technique. This energy would otherwise 
be dissipated into the subway as heat, requiring additional ventilation and 
cooling. Regenerative braking pumps energy back into the traction power system 
SO that one train's braking energy can serve another train's acceleration. 

A variety of other mitigation measures will improve propulSion energy 
efficiency. A special aluminum-clad steel "third rail" which would be a much 
more efficient condUctor than the conventional steel rail will be used. An 
automatic control system for train speed which promotes coasting has been 
implemented. Rail vehicles are designed and operated so that they are switched 
off whenever not in service. In addition, the traction system has been designed 
SO that it can eventually be integrated with any adjacent future electrical 
transit systems such as trolley buses and light rail systems. "It hss been 
determined that KOS-l will not share electricity generated by regenerative 
braking with the Long Beach-Los Angeles Light Rail, because the largely at-grade 
Long Beach-Los Angeles Light Rail will cause stray-current corrosion problems 
for the KOS-1 subway. It would not be practical to provide adequate corrosion 
control if the two lines were interconnected to share regenerated electricity. 
However. the Metro Rail Seventh/Flover Station will still be able to supply 
emergency backup power to the adjoining Light Rail Subway Station in the event 
of loss of the normal light rail traction power supply. 

"Gravity Profiling· was considered in the Draft EIS/EIR as a potential energy 
conservation technique. This technique involves contouring the vertical profile 
of the tunnels so that gravity helps to pull a train away from a station and to 
slow it do~ as it approaches "a station. After discussing the technique with 
the Transit Technical Advisory Committee, SCRIO decided not to adopt "Gravity 
Profiling." 
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10.3.2 STATION AND FACILITIES DESIGN 

Keasures to reduce station and facility energy use are summarized below. 
Opportunities for saving energy in and around stations c·an come from integrating 
station design and construction into stores, offices, and apartment complexes. 

During final design, every aspect of station design will be reviewed in order 
to minimize lighting, heating, ventilating, and air conditioning loads. Air 
conditioning requirements will he minimized by designing the stations to 
facilitate ",arm air exchange by utilizing the pistop effect of the trains, 
Passenger areas within stations will be designed SO that lights can be turned 
off· during off-service hours. In the maintenance yard, ·cold water will be 
utilized for vehicle washing. The track layout will be designed to minimize 
non-revenue vehicle movements. All major Ketro Rail facilities (the yard, 
administrative buildings. individual stations, .sections of the traction rail. 
etc.), except the car wash facility, will have separate electric meters to 
facilitate energy consumption monitoring and conservation. 

Because additional operating and construction energy savings would result if all 
auto driving Ketro Rail riders used feeder buses. SCRTD studied the effect of 
totally eliminating station area parking. Using computerized Kode Choice and 
Kode of Arrival Kodeling, the travel patterns in the .Project impact area Were 
recalculated without station parking. Energy factors were applied to the 
revised mode and mileage data, yielding the projected energy impacts of a no 
parking policy. These studies showed that transportation energy use would 
increase if station parking were not prOVided. 

10.3.3 CHANGES TO MITIGATIONS PROM HOS-l STATION AND FACILITY DESIGN EFFORTS 

Solar pre-heating for station domestic hot water has been found not to be cost
effective. The SeRTD hes determined that the storage of energy captured from 
regenerative braking is not feasible because of excessive equipment costs, 
Further, it is not likely thet adjacent developments could use energy recaptured 
from regenerative braking. Sharing of regenerative braking energy with the Long 
Beach-Los Angeles Light Rail Line bas been found to be infeasible because of 
problems with stray-current corrosion. 
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SECTION 11. SUBSURFACE CONDITIONS 

An,extensive inves~igation of subsurface conditions was conducted as part of the 
CORE Study to determine the potential for encountering subsurface gas (including 
methane) along thE' proposed Metro Rail route. The Study has evaluated the 
potential for encountering subsurface gas by identifying gas migration pathways 
and analyzing data on underground oil and gas reservoirs, abandoned oil, gas and 
water wells, and geologic and seismic characteristics. An analysis of recent 
and past combustible gas monitoring data also was undertaken. 

The evaluation of subsurface conditions was conducted in response to a methane 
gas explosion and fire at the Ross-Dress-for-Less Store at Third Street and Ogden 
Drive, March 24, 1985. In the appropriations bill for the first 4.4-mile segment 
of the Metro Rail system, there was an amendment added stipulating that no part 
of the Metro Rail project may involve tunneling into or through any ·potential 
risk zone" as identified by the Los Angeles City Task Force Report dated June 10, 
1985. 

Following the explosion and fire, the City of Los Angeles convened a special task 
force to investigate the cause of the fire and to make recommendations to prevent 
recurrence. In addition, the SCRTO convened an independent board of review to 
discuss and provide recommendations on various elements of the Metro Rail Project 
potentially impacted by the presence of subsurface gas concentrations.. Since 
that time, as a result of intense public scrutiny of the causes of the fire, 
there have been numerous studies completed that specific'ally deal with the 
methane and oil/g4s well issues relating to the Metro Rail Project. Of 
particular'significance are: 

o ·City of Los Angeles Task Force Report on the March 24, 1985 Methane, 
'Cas Explosion and Fire in Fairfax Area," June 10, 1985. 

o "Board of Review Report of Construction and Operation in Gaseous 
Areas," September 5, 1985. 

o "A Board Report of Independent Review Board - Designs, Construction, 
and Operation in Gaseous Areas," October3l, 1984. 

o "Report of the Independent Technical Review Committee Evaluation of 
the MOS-l Portion of the Los Angeles Metro Rail Project," January 3, 
1986. 

Discussion in this document regarding subsurface conditions focuses on the 
existence and hazards of methane gas and oil/gas wells, geologiC formations, 
and hydrologic conditions along the New LPA route. The six candidate alignments 
are discussed in the Draft SEIS/SEIR of November 1987 and its Kay 1988 Addendum. 
The findings and conclusions that follow reflect existing data and information 
in the 1983 FEIS as well as additional data and information developed in the 
ongoing and evolutionary process of responding to the engineering and 
environmental issues which have arisen during the design and implementation of 
the Metro Rail Project. 
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11.1 SUBSURFACE GAS CONpITIONS 

11.1.1 EXISTING CONDITIONS 

Extensive investigation of the possibility of encountering subsurface gas was 
'accomplished and reported in ·CORE Study Subsurface Conditions Report: An 
Evaluation of· Methane Gas Potential Along Candidate Alignments of the Los Angeles 
Metro Rail Project" (Engineering-~cience, Kay 1986), which is incorporated by 
reference. Gases investigated during the subsurface conditions analysis were 
hydrocarbon gases. These gases are combustible when mixed with oxygen. Yhile 
numerous forms of hydrocarbon gases are found in association with hydrocarbon 
reservoirs, the most common is methane gas. Methane gas typically constitutes 
more than ninety percent of the gas cap in an 'oil reservoir, and the term "gas' 
as used herein refers to methane gas. 

Methene gas is combustible in air, and a methane-air mixture in the range of 
about five to fifteen percent methane (by volume) can explode. A mixture with 
more than fifteen percent methane will burn, but will not explode. Methane does 
not burn underground, because the flame cannot "flash back" through a hole that 
is smaller than about one-eighth of an inch in diameter. 

The possible presence of gases from leaks in gas mains, liquid hydrocarbon (fuel) 
tanks, or pipelines was not evaluated, because the location of these manmade 
sources is known. The design and maintenance of these sources can be monitored 
and, if leaks should occur. repaired. 

011 snd Gas Fields 

The major potential sourCe of gas which may be encountered during the 
construction of Metro Rail is the existing inventory of hydrocarbons below the 
Los Angeles area. Natural hydrocarbon accumulations (oil and gas fields) are 
reservoirll of liquid or gaseous hydrocarbol!s under pressure. The amount of 
pressure increases with the depth of the field. Hydrocarbon reservoirs tend to 
be of two types: (1) liquid hydrocarbon reservoirs (principally crude oil mixed 
with water) and, (2) gas hydrocarbon reservoirs (principally gases). Most 
reservoirs have a mixture of these two types of hydrocarbons. Oil reservoirs 
have a "gas cap," and gas reservoirs have some liquids that would condense out 
if the reservoir were at atmospheric pressure. 

The term "reservoir" may lead one to envision a subterranean pool of liquid oil 
or gas. In fact, oil or gas reservoirs are layers of sandstone' or other 
permeable geologic structures that permit the accumulation of a liquid or gaseous 
substance within the pore spaces of the formation. Furthermore, there must be 
a barrier associated with the formation so that the oil or gas accumulates 
underground rather than disperses to the surface or to other formations. It is 
not until the barrier is compromised. either through deliberate penetration in 
the creation of an oil or gas well or as the result of geologic movement, that 
the oil or gas can escape. 
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Hydrocarbon reservoirs are under substantial pressure due to the weight of the 
overlying strata~ For example, the pressure of a reservoir at 7,000 feet would 
be over 3,000 pounds per square inch (psi). Thus, oil or gas released from a 
deep reservoir may be at substantial pressure. The pressures in oil or gas 
reservoirs increase as a function of depth from the surface. 

Biogenic Gas 

Oil and gas reservoirs have developed over millions of years under' high 
temperature and pressure conditions. There is, however, another natural, gas
producing process: the decomposition of plant or animal matte.r in the absence 
of oxygen. This process results in the generation of methane gas such as occurs 
at landfills. ~en this gas is released from decaying detritus on the bottom 
of stagnant lakes or other standing water, it is usually referred to as swamp 
gas. Where the decaying organic matter is overlain by a physical barrier as 
noted above, a zone of gas-impregnated soil or rock may develop. A disturbance 
to the confining barrier could result in the escape of gas. 

11.1.1.2 Possible Gas Pathyays 

To estimate the likelihood of gas occurring in the area in which underground 
construction would take place (approximately the first 100 ft. below the 
surface), the ways in which gas can travel to the near surface from a possible 
source must be. considered. Two situations can be envisioned. In the first and 
most common situation, the gases diffuse through the porous soil materials. The 
rate of movement of the gas depends on the pressure of the gas at the source 
and the transmissibility of the soiL For example, gas passes more easily 
through dry. young alluvium than older, more consolidated materials. Also, soil 
saturated with water will be a greater barrier than will the same soil' if it is 
dry. Soils that are saturated with fluid hydrocarbons, such as oil, tar, or 
asphalt can also provide a barrier to gas movement. 

The second possible situation is one in which gas trapped at high pressure in 
one location is permitted to move to another. .This is done intentionally when 
a well is drilled into a deep, pressurized reservoir to obtain the oil or gas 
for use; but this situation may also occur inadvertently or naturally. The 
following .sections describe ways in which reservoirs of subsurface gas may escape 
to the surface or travel to other underground locations. 

Abandpned Wells 

Movement of gaseous hydrocarbons can occur via improperly sealed, abandoned oil 
wells. The gas would leave the well through holes in the well casing and would 
move through a horizontal, permeable stratum. Figure 3-6 illustrates this 
process by which methane gas could be transferred to the near-surface zone. 

If ehe above process were to occur continuously, then gas should be present 
throughout the permeable stratum. The pressure would be dependent upon the 
pressure in the casing, the leakage rate from the casing. distance from the 
casing, and the nature ~f the overlying stratum. Gas monitoring probes may 
detect the escaping gas. 
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If the abandoned casing were pressuri~ed and the gas did not escape, then gas 
would not be detected by the shallow probes. If the gas were released only 
periodically or released on a one-time basis from the casing, then the shallow 
mon1~oring probes would not indicate an upcoming episode. Also, it is possible 
that hydrocarbon gas could migrate between confining formations via producing 
or abandoned water wells. . 

Geq Loria raul cs 

The possible role of faults in the transmission or movement of gas is difficult 
to define due to the complex mechanisms involved and the lack of knowledge about 
the structure and behavior of ·specific faults. Two situations have been 
considered. The first considers how past fault movements have changed 
underground structures and how this relates to gas presence and movement; the 
second considers how movement along a fault might affect gas movement. 

Shifting of the earth along a fault plane may create a passage that would allow 
the relatively free movement of subsurface gas. On the other hand, continued 
small movements along a fault may grind the materials at the points of movement 
into a fine powder ("gouge") that seals the passage and prevents easy movement 
of gas along the fault. Also, the displacement of strata relative to each other 
(as a result of ground movement along a fault plane) can trap oil and gases. 
Such trapped gases might be released in the future if seismic activity were to 
open a passage for the gases .to escape. 

Figure 3-7 illustrates the potential role of a geologic fault in the transmission 
of gas from a subsurface reservoir to the surface zone. The amounts and· 
pressures of gas around a subway tunnel would depend in part on the distance of 
the tunnel from the fault, the permeability and thickness of the zone, and the 
degree to which geologic layers permit gases to escape to other formations and/or 
the atmosphere. 

Figure 3-8 shows how a fault can trap gas. The illustration depicts an inactive 
reverse fault that has not fractured the near-surface alluvium. The fault 1s 
sealed so that no gas can accumulate except where the older strata has been 
warped. The upper alluvial strata are neither oi1- nor gas-bearing. 

Diffused Ga.s 

Gas may move into the near-surface ~one by diffusion from deeper sources. 
Factors influencing the amount of gas at a tunnel alignment would be the presence 
of a deep reservoir, the permeability of the formation through which the tunnel 
passes, and the presence of a confining cap which may cause increasing gas 
pressures around the tunnel. 
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11.1.2 IMPACT ASSESSMENT FRAMEWORK 

11.1.2.1 pata Sources 

tnis saction summarizes the data that were obtained in support of the CORE Study 
and previous analyses of subsurface conditions, especially gas. Detailed data 
are contained in Appendices to 'CORE Study Subsurface Conditions Report," and 
Chapter 3, Section 11 of the FEIS, 1983, which are incorporated by reference. 

Geologic Characteristics 

Information collected about the geological characteristics of the area include; 

o Surface and near-surface soils 
o Subsurface strata 
o Depth to groundwater 
o Locations of faults 
o Locations and depths of oil reservoirs. 

Host of the data were available from technical literature, reports, drilling 
permits, and other sources of existing public information. Key sources include 
the California Division of Oil and Gas, the U.S. Geological Survey, and the 
geological consul tants·, Converse, Ward, Davis, Dixon/Earth Science 
Associates/Geo!Resource Consultants. This information was supplemented by data 
obtained in a field investigation. 

-
The field investigation consisted of drilling 51 holes, 40 to 88 feet deep, for 
installation of gas probes. In a 1983 study, Engineering Science installed 64 
probes. Figure 3 -9 shows the locations of the probes. The shaded area 
represents the New LPA alignment. During the drilling of the probe holes. the 
60il cuttings brought to the surface by the drill bit were examined to datermine 
ehe structure of underground formations. 

The near-surface geology of the area is characterized primarily by four types 
of formations; 

o Alluvial Fan, composed of silt, sand, gravel, and boulders. which 
is primarily unconsolidated and granular but dense material. 

o Young Alluvium. a similar composition and consisting of loose, recent 
deposits of sands and gravels. 

o Old Alluvium, containing more fine-grained and cohesive material 
(clay. silt, sand, and gravel). 

o Puente Formation, composed of claystone, siltstone, and sandstone 
with some local hard sandstone beds. 

the San Pedro Formation, composed of cohesionless sands (sometimes impregnated 
with oil or tar), is also found in the area, but is not exposed at the surface. 
Most of the surface of the Regional Core is overlain by alluvium. In the Core's 
eastern portion, the Puente Formation reaches the surface. 

3-11-7 

• 



FIGURE 3·9 

LOCATIONS OF GEOLOGICAL PROBES 

.< Willhite elvd 
J-~;~--~~~-,-

HOLLY ..... OOD 
BOWL 

HOLLYWOOD 

."" 

-rA:-~~"~HH"~~~~i~~~~~ 

l!XlSTlNO PROBES (1983) 
NEW PROBES (198S) 

WILSHIRE 
CE~!TER 

I 

" 
~ 

> 

" " i ~ ~ 
~ Ii 

. 
> 

" ;; 
~ 

j • > g 
r 

SOURCE: Al)A.PTED FROM COB STUDY SUBSURPACB CONDmON REPORT. MAY. 1986 

3-11·8 

DOWNTOWN ,~' 
LOS AIIIGELES itn 

~ 

:~ 
I~ 
i 



The locations of known faults are shown on Figure 3-10. Eleven faults, one 
syncline and one anticline have been identified in the study area. They are: 

o Santa Honica Fault 
·0 Sixth St;reet Fault 
o San Vicente Fault 
o Los Cienega Fault 
o Third Street Fault 
o HacArthur Park Fault 
o Hollywood Fault 
o Four unnamed faults 
o Hollywood Syncline 
o Los Angeles Anticline 

Only two of the above faults are considered active or potentially active. 
"Active" faults are those that are believed to have moved within the last 10,000 
years. "Potentially active" faults are believed to have moved between 10,000 
and 2 million years ago. The Hollywood fault is considered active, and the Santa 
Konica fault is considered potentially active. Geologists estimate that the 
probability of a Richter magnitude seven earthquake associated with these faults 
in the next 100 years is five percent. Hetro Rail has been designed to a 
limiting peak horizontal acceleration of O. 70g from a maximum credible earthquake 
of magnitude 7.0 on the Richter Scale related to the Santa Honica Fault. 

The New LPA Hid-Wilshire Segment intersects the HacArthur Park Fault and another 
unnamed fault between Alvarado Street and Vermont Avenue. The North Segment 
(along Vermont) of the New LPA intersects the Los Angeles Anticline near Beverly 
&oulevard. 

The Hollywood Boulevard segment of the New LPA intersects the Santa Honica Fault 
Just west- of Normandie Avenue. The Valley segment intersects the Hollywood 
Syncline and the Hollywood Fault. 

Oil field locations also are shown on Figure 3-10. Eight known oil fields have 
been identified in the study area. They are: 

o Los Angeles City Oil Field 
o Western Avenue Oil Field 
o Las Cienegas Oil Field (encompassing the Hurphy, Fourth Avenue, Good 

Shepherd, and Pacific Electric Areas) 
o Beverly Hills Oil Field 
o South Salt Lake Oil Field 
o Salt Lake Oil Field 
o San Vicente Oil Field 
o Sherman Oil Field 

The Hid-Wilshire Segment and the North (Vermont Avenue) Segment of the New LPA 
cross over or near the Los Angeles City Oil Field in the area of Wilshire 
Boulevard and up Vermont Avenue nearly to Beverly Boulevard. This field is 
estimated to be at a depth of 375 feet. This is the only oil field in the path 
of the New LPA. 
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Information on groundwater was obtained from the drilling program. Water was 
found in virtually all of the holes drilled. The groundwater depth ranged from 
twenty to forty feet on the North Segment of the New LPA. 

The hydraulic conductivity or permeability of a formation describes the'relative 
ease or difficulty which fluids (liquids or ,gases) have in moving through it. 
Coarse sands have a higher permeability than silty clays and, therefore, would 
permit gas to move through more easily. 

Data on permeability were not obtained during the 1986 drilling program; however, 
some of the data obtained during the 1981 Converse field investigation are 
applicable to the New LPA alignment. Those data show that there is a wide range 
in the permeabilities of the formations studied. For example, the San Pedro 
Formation is about 1,000 times more permeable than the Puente Formation. 

Gas Measurements 

Subsurface gas conditions along the New LPA alignment have been investigated by 
Engineering Science and reported in the Subsurface Conditions Report (1986). 
The program consisted of monitoring both the sampling probes installed in 1986 
and the probes that were installed in 1983. The program consisted of initial 
gas mO,nitoring during drilling of borings, a second set of measurements upon 
completion of the probe installations, and twO subsequent monitorings four to 
fourteen days later. Water levelS in each boring were measured during the 
drilling. Portable gas detectors were used to monitor new borings for 
combustible gas. The presence of hydrogen sulfide (if detected by smell) wss 
noted, and gas pressure was measured. 

Gas data are reported in percent by volume of combustible gas and pressure in 
pounds per square inch (psi). The concentrations of hydrogen sulfide, when 
measured, are reported in parts per million (ppm). Concentrations of up to 
approximately four percent were recorded along Vermont Avenue. Data also show 
pressures of up to 0.24 psi along Vermont Avenue and up'to 7 psi along Wilshire 
&ou1evard. 

11.1.2.2 Vell Locations 

Oil and Gas Wells 

Information about oil and gas wellS in the project area was obtained from the 
California Division ,of Oil and Gas records, including the Regional Wildcat Kap 
for this area. Early California State Mining Bureau and U.S. Geological Survey 
maps were inspected for the presence and location of 'wells. 

The location of a number of dry wells or boreholes was determined. While such 
wells do not necessarily indicate the presence of a deeper hydrocarbon reservoir, 
they may serve as potential channels for gas movement. There exists in the 
vicinity of Vermont Avenue a high occurrence of abandoned oil wells. 
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To pursue further study of such well characteristics as depth of drilling and 
abandonment condltions, additional recorda from the Division of Oil and Gas snd 
State Mining Bureau were obtained. These recorda consisted of Special Reports 
o~ Operations ~itnessed,' ~ell Summary Reports, ~ell Completion Reports, 
Abandoning Reports, Proposed Operations and oil and gas well logs. Many records 
were incomplete or unavailable, and many were dated from the early 1900's. 

Many of the wells in the Los Angeles City Field were drilled during a period 
from the mid 1800's to the early 1900's. The earliest wells were drilled with 
springpole cable tools or were hand dug. Early wells which were completed with 
steel pipe casing used a lightweight casing called "stove pipe." The stove pipe 
was often a slip joint connec.t1on type of liner. 

Early abandonment methoda were not as thorough as those used today. Old wells 
were filled with bricks, wood, and refuse to bridge the hole, then packed with 
soil and clay. This abandonment procedure left the well in a condition to be 
a potential conduit for gas movement from one zone to another. Recent 
abandonment procedures require that wells be sealed completely, and there is 
little likelihood of gas escaping through a properly sealed well. 

flster flelIs 

gater well information was obtained from the State of California Department of 
gater Resources (OW) and the County Flood Control District. gell locations were 
obtained from well logs, well reports, and visual inspection. There are many 
wells identified on the OW maps that do not have corresponding logs or other 
data in OW files. 

gater wells have been drilled in the.area at least since the 1880's. Recording 
of water well data was haphazard until the late 1940·~. This change was due to 
the passage by the State Legislature of Chapter 1552 of the "Statute of 1949." 
Under this law, since codified as Section 13751 of the California State Yater 
Code, water well drillers were required to 'submit to the OW· logs of wells 
drilled. Section 13752 requires that a report be submitted to the OW within 
thirty days of the plugging or destruction of a well. 

The data for wells drilled before 1951 are public information available for 
inspection; all of the files for these wells Were reviewed. The data for wells 
drilled after 1951 are considered confidential information under state law and 
were not available. Data were available for 46 of the 179 wells identified in 
the study area. 

11.1.2.3 Uncertainties in the Data 

The data collected for this study are as complete as possible at this time. 
There are, however, some limitations to the data that should be kept in mind. 
Groundwater depths were measured in'1983. Additional measurements were taken 
in 1988, and piezometers have been installed for additional readings during final 
design. Significant influence on shallow groundwater levels can result from 
local and short-term events. Thus, One severe rainstorm will result in an 
observable change in groundwater levels. 
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The hydrocarbon reserYoir data were compiled from public information; including 
California Division of Oil and Gas recorda. Information on hydrocarbon 
reserYoirs is generally considered by oil exploration or development companies 
to be highly proprietary and confidential. 

The identification of geological formations was made from disturbed auger bit 
samples rather than from continuous cores. Mixing of materials in the samples 
from uphole sloughing may affect the accuracy of the lithological data. In some 
cases, the underlying formation was not penetrated, and continuity assumptions 
.. ere made from bor.eholes on either side. Additionally, a borehole provides data 
only for that sampling location. Variations in strata in all directions from 

~ a borehole are not unusual, and sampling at even nearby locations may yield 
different results. 

11.1.2.4 Assessment Methodolggy 

The central question with respect to subsurface conditions is the likelihood of 
encountering gas in the vicinity of the subway tunnel. The observed presence 
of gas in an area over a period of time is, of course, a convincing· indicator. 
However, the absence of obserYed gas in an area at this time cannot be taken as 
evidence that gas might not be present in the future. This is the reason for 
identifying the possible mechanisms by .. hlch gas might appear near or at the 
ground surface as noted in Section 11.1.1.2. These mechanisms or pathways were 
the basis for evaluating the candidate alignments, using the following criteria: 

o Types of soils becween the ground surface and the bottom of 
proposed tunnels; 

o Shallowest level of observed groundwater along the alignments; 

o Number of faults crossing or near the candidate alignments; 

o Length of the Ne .. LPA alignment over or near known oil fields; 

o Depth of known oil fielda that are under the alignment; 

o Number of known oil wells .. ithin 500 feet of the alignments; 

o Number of known water wells within 500 feet of the alignments; 

the 

o Observed presence (and concentrations) or absence of gas 
the New LPA alignment. 

along 

A discussion of each of these evaluation criteria is provided below. 

aeo1o,ical and Soil Characteristics 

The gas permeability of subsurface soil surrounding the tunnel is important. 
The Puente Fo-.::mation is less permeable than Young Alluvium, for example. Thus, 
if gas is present at some distance from a tunnel in the Puente Formation, other 
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factors being equal, less gas will flow towards the tunnel than if the tunnel 
Were in Young Alluvium. 

The permeability of soil in the surface layer also is important. If the surface 
soils are porous and there is no relatively impermeable covering (e.g., concrete 
or asphalt), gases in the ground can escape to the atmosphere and would be less' 
likely to accWllUlate around the tunnel. Conversely, asphalt or impermeable soils 
in the surface layer could trap gases rising from below. 

, ' 

The presence or absence of impermeable surface covering hes'not been considered 
in this analysis, because, it may change with time. Areas may be developed with 
greater impermeable surface, coverage, and areas nov developed might be 
redeveloped with less impermeable surface coverage. Therefore, the conservative 
approach used in this study is to consider all areas. to be covered with an 
impermeable surface. 

Level of GrPundwster 

If the tunnel is below the watertable, the soils around the tunnel would be 
saturated, and gases could not move as freely from one point to another as they 
could in dry soil. If the watertable rises from below a gas reservoir, it could 
increase the pressure on the gas in the reservoir and force it to the surface. 
This mechanism is thought to have occurred in the Ross Store explosion and fire. 

Presence of F,u~ts 

The potential presence of faults crossing or near the New LPA alignment is 
considered important for the following reasons: 

o Oil fields are often associated with faults; 

o Faults can create conditions where gases Can be trapped and 
accumulate underground; 

o Fissures may form in the vicinity of a fault as a result of ground 
movement, and these fissures could provide a relatively unobstructed 
path through which gases, if present, might move easily. 

The amount of coincidence between the tunnel alignment and potential methane gas 
sources raises the opportunity for problems to occur or develop OVer time. The 
linear distance or length of each of the candidate alignments in close proximity 
(within 500 ft.) to oil fields was measured. 

Presence of Oil Fields 

Oil fields typically have accumui-;'clons of gases; therefore, the distance of an 
alignment from an oil field is important. The depth of the field should also 
be considered. Petroleum geologists use a rule-of-thumb relationship which 
states that the pressure in an oil or gas field in pounds per square inch (psi) 
is 0.43 times the depth of the field in feet. For example, if a field is 2,000 
feet below the surface, the pressure in the reservoir will be about 860 psi. 
The SCRTO has assumed that deeper oil fields are more likely to be a source of 
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gas than are shallow fields, because there is a greater distance from the field 
to the surface -in which there may be more opportunities for significant 
quantities of gas to be trapped and accumulate. Also, if a direct route to the 
near-surface strata is created, the gas from a deep field will travel more easily 
at a higher pressure than gas associated with a shallower field. 

In the absence of information, it was not possible to predict accurately the 
volume of gas in any of the underlying hydrocarbon reservoirs identified. Thus, 
while the productive limits of known oil fields are shown on Figure 3-10, data 
on the possible volumes is not available. 

lIells 

Improperly abandoned wells can provide a route for gases to move easily and 
quickly from deep strata to the near-surface strata. Given the lack of detailed 
and accurate information on all wells or knowledge of how the wells were 
abandoned. it has been assumed that the number of unknown or improperly abandoned 
wells is proportional to the number of known wells. It is not possible to define 
accurately a zone outside of which an alignment would not be influenced by gas 
moving toward the surface through a well. Consequently. a distance of 500 feet 
on each side of the· alignment centerline Was chosen. because that distance 
provided a large sampling of the total number of wells in the area. 

Oil wells are of greater concern tha~ are water wells. 9il wells obviously are 
associated with oil fields and their associated gases. Also, oil wells generally 
are deeper than the water wells. 

Observed Presence pf Gis 

The last but possibly most important criterion is the observed presence or 
absence of combustible gas and its concentration as measured by the probes 
installed along the candidet.eal1gnments. This criterion is based on direct 
measurements and, therefore, recorded deta are considered to be of particular 
significance. The other criteria are considered to be theoretical predictors 
of the possibility that gas may be present now or in the future; however, it is 
uncertain whether these conditions would ever be realized in the appropriate 
combination to result in gas being present near the ground surface. 

The actual detection of gas is indicative that conditiOns have occurred in the 
necessary combination to result in its presence. Furthermore, it is reasonable 
to assume that history can repeat itself; if gas were present in the past, it 
can be present again in the future. Finally, the observed concentration and 
pressure of gas are important. A high concentration may be associated with a 
large quantity of gas in the soil, and a higher pressure may provide a greater 
volume of gas. 

11.1.3 IMPACT EVALUATION OF THE REV LPA 

To facilitate the evaluation of subsurface conditions, the New LPA alignment was 
divided into segments. These segments, used during the CORE study of subsurface 
conditions, are listed in Table 3-36. Summary of the deta for each segment is 
shown in Table 3·37. These deta show that, from the standpoint of the likelihood 
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Source: 

Segment 

Wilshire-l 

Wilshire-2 

Vermont 

Hollywood-l 

Hollywood-2 

TAllLE 3-36 

NEIl LP A ALIGl'llIElrr SEGMENTS 

pescription 

Wilshire Soulevard from 
Alvarado to Vermont 

Wilshire Soulevard from 
Vermont to Western 

Vermont Avenue from Wilshire 
to Hollywood Boulevard (c) 

Hollywood Boulevard from 
Vermont to Cahuenga 

Hollywood Boulevard from 
Cahuenga to Highland 

CORE Study Supsurface Conditions.Report, "An Evaluation of Methane 
Gas Potential Along Candidate Alignments of the L.A. Metro Rail 
Project,· prepared for Metro Rail Transit Consultants, prepared by 
Engineering- Science, May, 1986. 

of encountering subsurface gas, the analysis segments can be ranked on a 
continuum, as shown in Table '3-38. 

There ts a significant difference between the northern and southern portions of 
the Nell LPA alignment. Gas is more Uke1y to be found in the area around. Vermont 
Avenue than the affected section of Wilshire Boulevard. Final classifications 
of the tunnels will be II14de by California OSHA. It is SCl:l.TD's intention to 
construct all subsurface facilities classified as "gassy· or ·potentially gassy· 
using precautions and gas mitigation measures developed for MOS-l. 

11.1.4 MITIGATION OF SUBSURFACE IMPACTS 

An extsnsive technical data base was devsloped to investigate the occurrence of 
. subsurface gas. That data base and the findings drawn from it will be applied 
to define specific safety design measures to be incorporated into the Metro Rail 
Project. In addition, construction safety requirements will comply with the 
regulations of the California State Division of Safety and Health. The 
applicable controlling provisions of the California Administrative Code (Title 8, 
"Industrial Relations,· Chapter 4: ·Division of Occupational Safety and Health," 
and Subchapter 20: "Tunnel Safety Orders") are among the most stringent tunnel 
safety orders in the country. These procedures have been adopted and are being 
applied to MOS-l construction. 
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TABU! 3-37 

DATA SIHIARY FOR TB! !lEW LPA ALIGIIIIElIT SEGHERTS 

CRITERIOII WILSHIRE - 1 WILSIIIRE - 2 VPlHlIIT BOLLYWOClD - 1,2, ee) 

Soil Typ •• Pu.ut..(.) Pu.ut.aCa) Pu.ut.. Alluvium 
POaDaticm POaDat.ion POaDat.icm 

Dortb 

Moatly Moat.l,. Moat.l,. Hod.l,. Groundwater l.v.l. 
with raapect. to tunnel above tUllDe1 .bon tuzmel .bon tuzmal abcN'. t'lDmal 

Lanath ot: uiplllente aver 1,000 ft.. 
or near Inowa oil fi.ld. 

Number of oil .. 11.8 0 
within 500 f •• t. 

Humber of .atar .. 1L. 
within 500 f •• t. 1 

Number of prob •• with ob •• rved 
,a./total uumbar of prOb.. 6/6(b) 

Hu::imum m ••• ured au (I by volume) 4.01 

Mazimum mea.ured pr ... ura (pd.) O.18(b) 

o 

o ft.. 

lot 
Applicable 

o 

o 

5ISlb) 

2.01Ib) 

Olb) 

1 

1,.500 ft. 

37.5 ft. 

104 

2 

7/14 

.5.01 

0.22 

Ca) Probable el ••• ifleatloa of FOUDd.t1cm EDain •• rinl. Inc. data. 
Cb) Includ •• 1983 , •• probe data. 

1 

Oft. 

Rot 
Available 

o 

o 

1{3 

0.11 

o 

(c) Hollywood BoubvU'd •• sment ... UDMId to b. dmJ.lu to S\UUlat. Boubvard, 81tbouah 
no prob .. nre placed alon& Hollywood Boul..,yU'd. S •• DraLt. SEIS/SEm for 
information Oft Sun. at. ~ulev.rd. 

Source: Ad.pt~ from CORE Study Subaurfac. Ccmditiotl a_port. Hay 198B. 

TABLE 3-38 
NEll LPA 

LIKELIHOOD OF ENCOUNTERING SUBSURFACE GAS 

MostLike1y--------------------------------------------------------LeastLike1y 

Group 1 Group 2 Group 3 Group 4 . 

None Vermont Ho11ywood-1 (West Section) Wi1shire-2 
Wilshire-1 
Ho11ywood-1 
(East Section) 
Ho11ywood-2 

Source: CORE Study Subsurface Condition Report, May 1986 
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SCRTD has chosen a high-density polyethylene (HOPE) membrane, one-tenth of an 
inch thick, to prevent the entry of hydrocarbons (including methane gas) in.to 
the tunnel and stations. It is .calculated that this HOPE membrane will be 99 
pe-rcent effective in preventing gas entry. This effectiveness rate exceeds 
design assumptions, which call for a 90 percent effectiveness rate. In addition, 
SCRTD has established procedures for sealing potential leaks in the membrane by 
the use of collars, clamps, and gaskets. 

Studies of.data have provided the basis for defining a set of recommendations 
to minimize the gas-related hazard. The mitigation recommendations were formally 
adopted by the SCRTD Board and applied to MOS-l construction. Significant work 
on these measures has been done as contained in the MOS-l Mitigation Measures 
Report. SCRTO will apply where appropriate the mitigation measures that were 
successfully used for constructi.on of HOS-I. The subsurface mitigation measures 
are divided into categories for construction and operation of the system. 

Construction 

o The SCRTO has developed a method of locating uncharted oil and gas 
wells before such wells are encountered and ruptured by a tunnel 
excavator. A magnetometer will be used in holes bored into the 
tunnel heading to detect sny ferrous metals in the path of the 
excavator. In coordination with the California Division of Oil and 
Gas, the SCRTO has established procedures to safely plug and abandon 
any oil or gas well encountered. The use of the magnetometer and 
the well abandonment procedures will be included in the construction 
contracts. No magnetometer will be used outbound of the 
Hollywood/Highland Station. 

o The SCRTD will provide all its available methane gas documentation 
and interpretations by qualified experts to those bidding on the 
construction contracts involving tunneling or station construction. 

o The SCRTD will include in bid documents for tunneling or station 
construction the requirement that, prior to commencing underground 
work, the contractor provide all employees involved in underground 
construction work with at least eight hours of training in dealing 
with the hazards created by methane gas, safety precautions and 
emergency procedures to be followed when working underground. In 
addition, periodic emergency drills and simulated rescues will be 
staged to reinforce the training. These procedures will be 
implemented through the Metro Rail Project "Construction Safety and 
Security Manual." 

o In tunnels classified "gassy· or "potentially gassy,· the SCRTD will 
require that all equipment at the face meet .CAL OSHA requirements 
for permissible or Class I Division 11 equipment. The tunneling 
machines will have gas sensors that will automatically stop 
operations at present levels and all workers in the tunnels will 
have, at all times, self-contained self rescuers. 
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o To detect unknown geologic faults, ground water, or methane gas 
pockets that the LPA may cross, SCRTO will assign a trained and 
qualified geologic technician under the direction of a certified 
engineering-geologist to monitor the working faces of the tunnel. 
The engineering-geologist will inspect and log the tunnel geology 
to obtain accurate information about, and timely interpretation of, 
geologic conditions encountered during construction. SCRTO will use 
this information to map the location of ground water, gassy ground. 
and geologic faults and can modify the tunnel design to accommodate 
these factors. 

o SCRTD and consultants have reviewed a copy of the USGS Professional 
paper 1360 and all other available literature on seismic structural 
design. SCRTO has considered the possibility of fault displacement 
and related damage to the tunnel. If faults are discovered during 
t:unnel construction, SCRTO will determine if the fault is potentially 
active or inactive, using crit:eria established in a contingency plan. 
\/here a potentially active fault is encountered, the standard 
"concrete tunnel liner will be replaced by a specially reinforced 
cast-in-place concrete tunnel liner or a welded steel lining as 
appropriate. 

The SCRTO will better define the groundwater environment for the next 
phase of the Metro Rail Project by making additional geologic borings 
and preparing a detailed" profile along the tunnel alignments, 
illust:rating the position of the water levels. Plans for evacuation 
of personnel during construction will be prepared by' the Contractor 
in cooperation with SCRTO. During operation. evacuation will be in 
accordance with procedures to be established by the SCRTD Fire-Life 
Safety Committee. 

o Rased on the results of the geologic evaluation of tunnels. SCRTD 
will review its plans for incorporating adequate backup power 
supplies and utilize fixed or mobile generators to supply emergency 
power for the ventilation and dewatering pumps in critical areas. 

o The SCRTO has specified the use of membrane clamps and seals on 
grout holes and grout pipes to insure that t:he membrane surrounding 
the tunnel lining is properly sealed and closed off after grouting. 
Conduit seals and collars will be installed on any penetrations. 
SCRTD has included detailed procedures for installing membrane in 
contract specifications. This same procedure will be used for the 
next phase of construction. 

o The SCRTO will comply with Title 8, Subchapter 5, Groups land 2 of 
the Elect:rical Safety Orders', CAC, and other speCial orders, as may 
be issued by the California Division of Occupational Safety and 
Health. Compliance with Electrical Regulations and other special 
orders waS included in the contract specificationa for MOS-l and will 
also be required for the next phase. 
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o The SCRTO has analyzed the applicability of using underground coal 
mine electrical equipment, as outlined in Parts 18 and 75 of 
Title 30, Code of Federal Regulations. There is no essential 
difference between coal mine equipment and the equipment required 
in California Electrical and Tunnel Safety Orders. 

o The SCRTO will coordinate final design and construction of the next 
phase of the Metro Rail Project with the California State Division 
of Occupational Safety and Health. which has responsibility for 
comp11ance with state orders on safety of subsurface tunneling 
through hazardous material. 

o The SCRTO will continue to ensure ongoing coordination with local 
fire departments and invite key personnel underground during 
construction to familiarize them with the tunnel. 

o The SCRTO will locate all the gas probes and abandon them in a safe 
manner. SCRTO has established procedures for backfilling the borings 
after there is no further need to monitor the probes. 

o A separate group. responsible to the Construction Manager, will 
collect, reduce, and interpret gas data. This group, the 
Environmental Monitoring Section, is functioning and will assume the 
same duties for Phase II of the New LPA. 

o Monitoring 

The SCRTO will monitor measurements taken by existing gas 
probes and the ventilation air in the tunnel before and during 
construction. ' 

Automatic and manual gas monitoring equipment shall be provided 
for the heading and return air of tunnels wherein mechanical 
excavators are being used. The monitor equipment shall shut 
down the mechanical excavators under specific defined 
conditions. 

Audible and visual warning devices will be .installed on tunnel 
excavating machines and in the tunnels to alert employees when 
detectors have identified the presence and levels of methane 
gas. 

Recorda of gas tests and air flow measurements shall be 
available at the surface and to the California Division of 
Industrial Safety/Kining and Tunneling Unit. 

o Ventilation 

Contractors shall submit to SCRTO and implement a detailed 
ventilation plan similar to thet required by the federal Mine 
Safety Health Administration. 
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An emergency ventilation system of fans and controls will be 
_ provided by SCRtl) that can bring in fresh air and exhaust gases 

when required. The system sball bave explosion relief 
mechanisms and shall be fireproof' with a reversible main 
ventilation flow. 

Fresh air shall be delivered in adequate quantities to all 
underground work areas. The supply shall be sufficient to 
prevent bazardous or harmful accumulations of dust, fumes, 
vapors, or gases and shall not be less than 200 cubic feet per 
man per minute at a velocity of sixty linear feet per minute. 

o Spark Control 

Smoking and other sources of ignition will be prohibited. 

~e1ding, cutting, and other spark-producing operations shall 
be done only in armospherescontaining less than twenty percent 
of the lower explosive limit and under the direct supervision 
of qualified persons. 

o Gas Control 

o Refuge 

For areas known to contain gas, SCRTDwi11 install gas barrier 
membranes in all concrete tunnel sections and in the stations. 
SCRTD has 4etermine4 that the'HOPE membrane is as effective 
as steel in resisting gas intrusion at tunnel depth and is less 
expensive. The HOPE membrane will not be used under the Santa 
Monica Mountains. 

Where needed, collect:ion wells will be sunk ahead of che tunnel 
excavation machines so gas can be pumped out. 

Refuge chambers or alternate escape roUCes shall be provided 
in accordance with requirements of the California Division of 
Industrial Safety. ~orkers shall be provided witb emergency 
rescue equipment and trained in iis use. 

o In all tunnels classified "gassy" or pocentia11y gassy'. equipment:, 
procedures. and schedules for air teseing will be ueilized in 
accordance with eseablished t:unnel safety orders of California OSHA. 

For a fureher descripeion of precautionary measures to be caken during Mecro Rail 
conscruction. the reader is referred to Section 15.9.3 of this chapter. 
"Mitigation of Impacts of Hydrocarbon Accumulaclon." 
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Operations 

-
o The SCRTD will provide natural ventilation, ventilation created by 

train movements, and under-platform exhaust systems that will operate 
continuously during revenue service. This has been designed into 
the Metro Rail System and will be continued in the balance of the 
new LPA. 

o The SCRTD shall institute its procedures for control room operators 
activation of emergency ventilation fans. SCRTD has designed an 
automatic system for the control room so that, 'if the alarm should 
warn of increasing levels of methane gas and the appropriate actions 
required of a human operator, do not occur wi thin 30 seconds, a 
computerized sequence of events will be initiated to activate the 
required fans, blowers, and vents of the regular ventilation system, 
etc. 

o As provided in MOS-l, SCRTD will continue to institute for Phase II, 
a system for collecting and testing of air samples from underground 
areas of Metro Rail to monitor flammable and toxic gases before 
harmful or explosive concentrations can accumulate. Such a system 
has been designed for MOS-l. The collection tubes for the system 
wtll sample gases from stations, tunnels, cross passages, equipment 
rooms, exhaust ducts, and other high or low areas where hydrocarbon 
or hydrogen sulfide gases are likely to collect. The tubes are 
located so that the gas monitor data can help identify the source 
of gas intrusion, should one occur. 

o The SCRTD has examined its construction designs and has incorporated 
sufficient planning to accommodate the special needs of the 
handicapped patron to use emergency egresses with as little 
assistance from employees or other patrons as can reasonably be 
expected. SCRTD has set up a Fire/Life Safety Committee to review 
this issue during final design for the Project. 
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SECTION 12: 1IYI!lt0LOGIC4L IKPACTS 

12.1 EXISTING CONDITIONS 

The Los Angeles River. Tujunga Wash, and Ballona Creek provide drainage in areas 
affected by the Metro Rail project. Each of these drainage systems-has been 
channelized for flood control. The natural capacity to accommodete runoff in 
the project area has been increased considerably. and flood hazards to nearby 
land uses have been minimized. 

Flooding hazards would exist at eight different locations in the Regional Core 
(Figur-e 3-11). These areas on Wilshire, between Alvarado and Western. are within 
the 100-year flood boundsries (Flood Hazard Zone A). One other Zone A is located 
on Vermont at Melrose. north of the Hollywood Freeway. The three remaining flood 
hazard areas are classified as Zone B, 100- to SOO-year flood probability. 

12.2 IMPACT ASSESSMENT 

Figure 3-11 reveals that the all-subway New LPA would not be affected in the 
Wilshire Zone A section. The subway would not significantly add to current 
runoff enough to affect the carrying capacity of existing storm drain systems. 
As with Ililshire Boulevard, no significant impacts are anticipated for the 
subsurface configurations on Vermont Avenue. No impacts are anticipated in 
relation to the construction and operation of the subsurface Metro Rail system 
in the Zone B Flood Hazard areas. 

For a discussion of hydrology impacts during Metro Rail construction. refer to 
Section 15'.9 of this chapter. "Geology and Hydrology Impacts." 

No facet of the New LPA would alter the findings and conclusions regarding water 
quality presented in the FEIS. Therefore, they are incort'orated herein by 
reference. Primary concern regarding water quality is the disposal of soils 
containing oil and dissolved gases excavated in areas where - hydrocarbons 
accumulations are most probable. 

The U.S. Army Cort's of Engineers inquired about the details of the impacts the 
Metro Rail Project would have on the Los Angeles River in the Universal City 
area. SCRTO provided the Cort's with maps, engineering drawings. and extraets 
of Project impaet deseriptions and asked for a determination of jurisdiction. 
The Corps has reviewed the material submitted by the SCRTD. In a letter dsted 
December 15, 1988. the Cort's stated that the Project is not subject to 
Section 404 regulatory jurisdiction, and no permit is required. The letter and 
plans have been forwarded to the Cort's Operations Branch for further review. and 
this Branch may want to review final designs for structural strength. 

12.3 MITIGATION or 1IYI!lt0LOGICAL IMPACTS 

Mitigation measures associated with hydrologic and water quality aspects of the 
Metro Rail Project are fully addressed in Sections 11.3.7 and 11.3.8 of Chapter 3 
of the FEIS, 1983 and are incorporated by reference. 
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SECTION 13. BIOLOGICAL RESOJIRCES 

The New LPA is an all.subway alignment that passes through a highly urbanized 
environment. All station entrances are located in urban areas. Wildlife and 
vegetative resources in urban areas consist of species introduced by man, as well 
as native species that have adapted. Accordingly, the Metro Rail Project would 
not adversely affect unique or endangered <biological resources over much of its 
route. The only significant biological resources are in the natural aress 
associated with Laurel Canyon and Cahuenga Pass in the Santa Monica Mountains. 
Thus, as in the FEIS (1983), the impact analysis of biological resources reported 
herein "focuses on habitats in the Santa Konica Mountains portions only. 

13.1 EXISTING CONDITIONS 

The New LPA pa<sses beneath the Santa Monica Mountains, where there is a mixture 
of low density residential areas and natural open< space. The natural portions 
are characterized by chaparral and steep slopes covered with coastal sage sc<rub. 
The following is a summary of the principal physical and natural qualities of 
this area as contained in Chapter 12.2 of the FEIS (1983) pages 3·166 through 
3-167. 

o The chaparral areas are on the ridge tops and the more easterly 
and north· facing slopes. 

o Coastal sage scrub occupies the more arid south- and west-facing 
slopes in the area. 

o No truly natural riparian habitats are in the area. 

o Wildlife is principally composed of species naturally adapted to 
rugged shrub lands • along with a mixture of species that have adapted 
to the urbanized environment. 

The FEIS concludes that no state or federally listed rare. endangered, or 
threatened plant or animal species are known to inhabit the area. However, 
several declining species of interest might exist in the area, and the likelihood 
of disrupting the habitats < of these species has been sddressed in SCRTO's 
Technical Report on Biological Resources. Additionally, portions of the Regional 
Core lie within the Santa Monica Mountains National Recreation Area. However, 
no sreas are considered to be sensitive, vital, or representative. 

13.2 IMPACT ASSESSMENT 

Reference was made to the findings and conclusions reported in the FEIS and the 
Technical Report on Biological Resources prepared in January 1983. in developing 
this reanalysis of biological impacts. The Nev LPA vould pass<through the Santa 
Monica Mountains in a subway configuration and, generally, would not affect 
natural biological communities. The Nev LPA would require two vents, several 
hundred feet in depth. These facilities would result in disturbance to a small 
area (less than 1 acre) of native vegetation. if situated within designated 
natural zones. 
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Overlay ~ps and reports from the California Department of Fish and Game Natural 
Diversity Data Base (NODB) were consulted to identify the location of sensitive 
species relative to the proposed Metro Rail vent structures in the Santa Monica 
Mountains. The data base was established in 1982 and is patterned after other 
natural heritage programs which were originally created by the Nature 
Conservancy, a non-profit organization. The NODB identifies in its reports and 
maps species which are listed as endangered or threatened by the California 
Department of Fish and Game (CDFG) and the U.S. Fish and Wildlife Service (USFWS) 
and sensitive species reorganized by the scientific community to be deserving 
of such listing. The sensitive species are ranked by the NDDB in eleven 
categories. 

According to the Hollywood, Burbank, and Beverly Hills overlay maps, there are 
three species in the vicinity of the two vent structure locations. None are 
offiCially listed as endangered or threatened by the California Department of 
Fish and Game or the U.S. Fish and Wildlife Service. The three species in the 
vicinity of the structures represent a "general" occurrence of each species as 
identified by the NODB; source informatlon is only detailed enough for the NODB 
to _p the occurrence of the species within a five mile radius. The exact 
boundary of the species' location is not known. 

The first species identified is the Ksny-stemmed.Dudleya CPudleya multicaulis). 
The last observation of this species in this area, as recorded by the NDDB, was 
in 1905 and 1925. Since no recent field investigations have been recorded which 
would show that the plant is ·no longer present in this area, the species 1s 
presumed extant. This species is listed as a Candidate 2 for the Federal 
Endangered Species list (existing information ~y warrant listing of this 
species, but substantial biological information to support the proposed listing 
is lacking). The NODB ranks this species as A2.l, an extremely rare and 
threatened species. 

The second identified species is Braunton's Milk Vetch (Astragalus brauntonii). 
The last observation of this species in this area, as recorded by the NODB, was 
in 1908. This plant is possibly axtirpated from this area. This species is also 
listed as a Candidate 2 for the Federal Endangered Species List. The NODB ranks 
this species as A2.1, an extremely rare and threatened species. 

The last identified species is the San Diego Horned Lizard (Phrypnosoma. coroMtum 
blainyillei). The last observation of this species in this area, as recorded 
by the NDDB, was in 1926. Since no recent field investigatio:ns have been 
re~orded which show the lizard is no longer present in the area, the species is 
presumed extant. This species is listed as a Candidate 2 for the Federal 
Endangered Species List. The NDDB ranks this species as B2.2, rare and not 
threatened. 

Construction of vents for the New LPA ~y result in "hort-term impacts associated 
with noise and human presence. Because affected areas would be s~ll and the 
disturbances of short duration, no significant impacts on wildlife habitats are 
anticipated. No impacts to state or federally listed rare, threatened, or 
endangered wildlife species are anticipated. No significant biological impacts 
are associated with the Null Alternative. 
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13.3 IITIGAtION.QF BIOLOGICAL IMPACTS 

Sensitive resources and habitats would be disturbed as little as practically 
possible. with surface discurbance limited to more urbanized areas. Construction 
of new roads will be avoided except in the Santa Monica mountains where limited 
new road construction or extension may be necessary to reach isolated sites. 
A biological review of detailed plans will be undertaken and site· specific 
surveys conducted. as necessary. to confirm that there are no plants listed as 
rare or endangered. If any such plant is found to be affected. appropriate 
consideration will be given during final design to mitigate potential adverse 
impact. 
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SECTION 14. ELECTROMAGNETIC EMISSIONS 

This section describes the impact on the environment of electromagnetic emissions 
from projected Metro Rail operations. Of the possible modes of electromagnetic 
emissions, only radiated emissions need be addressed. Conducted and induced 
emissions do not extend beyond the rail and vehicle structure and therefore will 
have no impact upon neighboring operations .. 

The impact assessment is based upon recent measurements of the radiated ambient 
environment in the Sunset Boulevard area, comparative ambient measures from other 
metropolitan areas, and the radiated signature of a modern, chopper controlled, 
heavy rail transit vehicle similar to the vehicle likely to be utilized by the 
SCRTD .. 

14.1 CRITERIA 

The National Institute of Standarda and Technology (formerly the National Bureau 
of Standards) has reviewed available standarda.and measurement procedures to 
determine their applicability to the measurement of electromagnetic interface 
from a moving, electrically powered, steel wheeled rail transit vehicle. It 
concluded that none of the existing standarda could be applied directly to assess 
electromagnetic interface from a rail vehicle. 

The Urban Mass Transportation Administration (UKrA) Electromagnetic Interference 
and Compatibility Program and the International Electromagnetic Interference and 
Compatibility Technical Working Group cooperatively developed Suggested Test 
Procedures for the specific purpose of measuring radiated emissions from rail 
transit vehicles. 

The SAE ARP 1393 limit describes the recommended signal level for specific 
frequencies in the range from 150 kilohertz to 400 megahertz, which radiated 
electromagnetic emissions from the transit vehicle should not exceed. The 
emissions are measured using the suggested Test .Procedures developed by UKrA 
specifically for steel wheel on steel rail transit vehicles. In addition, the 
FCC requires that any incidental emissions must not interfere with licensed radio 
transmissions. If, as is the case in other transit systems, the source emissions 
measured at the worst case 10catiQn of any receptor are below the measured radio 
frequency (RF) ambient, then it is highly unlikely that the emissions will have 
any affect on the sensitive receptor. 

14.2 EXISTING CONDITIONS 

Figure 3-12 presents the RF environment as measured in front of Golden West 
Broadcasting on Sunset Boulevard. Measurements were made approximately sixty 
feet from the centerline of the proposed transit operation. Additionally, the 
RF environment at a similar location in the San Francisco Bay area is presented 
for comparison. 
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Although the local RF environment was measured from 10 KHz to 1 GHz, only a 
small segment of that spectrum is presented here. The segment chosen for 
presentation contains the frequencies where most TV stations and all PM radio 
broadcast stations in the Los Angeles area transmit. The RF environment measured 
at Golden West Broadcasting on Sunset Boulevard is very similar to the example 
presented from the San Francisco Bay area. 

14.3 IMPACT ASSESSMENT 

The vehicle proposed by the SCRTD is very similar to vehicles operating on 
transit systems throughout the nation. As indicated above, the RF environments 
in most major metropolitan areas are quite similar. 

RF signals generated by a modern rail transit subway vehicle will be absorbed 
by the intervening lIoil and tu.nnal IItructures sO that they will be nearly 
undetectable on the surface and unable to interfere with other users of the 
electromagnetic spectrum. 

This comparison indicates that the projected emissions from the proposed vehicle 
will be below the RF environment measured in the Sunset area. 

14.4 IMPACT MITIGATION 

Since the New LPA is in subway and any RF signals generated by the rail transit 
system will be contained within the tunnel and absorbed by the intervening soil, 
there is no need for mitigation measures. 

Further details are provided in a "Technical Report on Electromagnetic 
Compatibility for the Metro Rail Project CORE Study,· Comstock Engineering, 
Inc./Frasco & Assoc., Inc., November 1987. 
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SECTION 15. CONSTRUCtION IMPACTS 

construction impacts of Metro Rail were detailed in Chapter 3, Section 13 of the 
FEIS (1983). These were also discussed for all candidate alignments in the 
Nc>vember 1987 Draft SEtS/SEIR and its Kay 1988 Addlondum. This document addresses 
the construction impacts of the New LPA. The Null Alternative does not have 
construction impacts beyond MOS-l. 

l~.l CONSTRUCTION METHOPS 

Methods for cut-and-cover line and s~ation construction, tunneled line 
cQnstruction, and aerial line and station construction are described in 
Chapter 3, Section 13, of the 1983 Metro Rail FEIS. With the exception of the 
items discussed below, construction methods for the New LPA will generally be 
the same as described in the FEIS for the Originsl LPA. 

15.2 CIRCULATION IMPACTS 

1S • 2 . 1 LOSS OF MOBILITY 

Because Metro Rail will be routed through urban areas, motorists and pedestrians 
will, at times, be delayed and inconvenienced during the construction period. 
These impacts will be felt most acutely in areas of cut-and-cover construction 
in city streets. 

The degree of traffic disruption around areas of cut-and-cover construction would 
vary, depending on whether a station is built on or off-street. Off-street 
stations generally would have less impact on traffic circulation. The plan and 
profile· drawings and station footprint drawings for the New LPA show the 
locations of cut and cover construction where the likely impacts would occur. 

15.2.2 MITIGATION OF CONSTRUCTION CIRCULATION IMPACTS 

The SCRT!) has formulated the following actions as a means of mitigating impacts 
Metro Rail construction will have on affected roadways: 

o Cut-and cover construction has been minimized and used only at 
stations and other special structure locations. 

o Wooden plank decking, constructed to close tolerances, similar to 
that used on MOS-l construction. will be used for temporary travel 
surfaces in areas of cut-and-cover construction as a means of 
maintaining traffic flow. 

o Before the start of construction, possibly during final design, 
Worksite Traffic Control Plans (WTCP) , including identification 
of detour requirements, will be formulated in cooperation with 
the City of Los Angeles and other affected jurisdictions (County, 
State). This is the same procedure as adopted for MOS-l. 
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o The WTCPs will be based on lane requirements and other special 
requirements defined by the Los Angeles City Department of 

. Transportation (LAOOT) for construction within the city and from 
other appropriate agencies for construction in those jurisdictions. 
The excavation and decking of arterial streets crossing the rail 
alignment will be phased so that the capacity ·.of these streets is 
not reduced unnecessarily. . 

o Contractors will be required to follow, during construction. the 
Worksite Traffic C?ntrol Plan (WTCP) for each site as approved by 
LAOOT. This requirement will be incorporated in construction 
contract documents. 

o Barring unforeseen circumstances, no designsted major or secondary 
highway will be closed to vehicular or pedestrian traffic except at 
nights or on weekends. No co11ector.or local street or alley will 
be completely closed, allowing local vehicular or pedestrian access 
to residences, businesses, or other establishments. This will be 
enforced in a manner similar to MOS-l. 

o Comprehensive bus rerouting and detour plans will be adopted prior 
to construction activities. 

o LAOOT traffic control officers will be utilized as part of the WTCP 
at intersections affected by cut-and-cover construction. 

In addition to the above, LAooT has recommended a 
consideration in the Hollywood business district. 
recommendations. SCRTD will do the following: 

number of measures for 
In response to LAOOT 

o A coordinated schedule of construction activities along Hollywood 
Boulevard will be developed to minimize the disruption to the area. 
Subject to the authorization of capital funds. construction beyond 
the Hollywood and Vine Street Station and pocket track complex may 

.not occur in the same sequence but at a later time. 

o A relocation may occur of the cut-and-cover pocket track which is 
currencly proposed co be west of the Hollywood/Vine Stacion. A 
possible relocation of the pockec track to east of chis station would 
mitigate the disrupcion of che incersection and area WesC of Vine 
Street. 

15.3 COMMUNITY IMPACTS 

There will be close coordination with the Bureau of Street Lighting to decermine 
the procedures for the removal, handling, and storage as well as the replacement 
after construction of the electroliers that interfere with construction. 

In addition, the sections of the Walk of Fame sidewalk that are affected by cut· 
and-cover construction will be protected or lifted. safely stored, and replaced 
during the restoration of the street. 
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The SCRTD will work with the CRA to minimize disruption to Hollywood Soulevard. 
during construction of Metro Rail and to define station entrance locations that 
have minimal impacts on cultural and historic resources. (Cooperative efforts 
in this regard have been initiated.) During final design, and as proposed 
Hollywood redevelopment projects mature, the location of specific additional 
station entrances will be identified. 

15.3.1 CONSTRUCTION IMPACTS ON MACARTHUR PARK 

SCRTD and its General Engineering Consultants have conducted a detailed study, 
since the preparation of the November 1987 Draft SEIS/SEIR, to determine impacts 
and mi~gation measures of Metro Rail construction.through MacArthur Park. 

In accordance with the 4(f) requirements, the study has examined several cut
snd-cover and tunnel construction alternatives to minimize impacts on the park. 
Several mitigation measures also have been identified. The results of the study 
are contained in a report entitled ·Construction Options Through MacArthur Park 
Lake" dated February 9, 1988. This study is incorporated herein by reference.· 

Impacts to MacArthur Park would result from the extension of the Metro Rail line 
from the MOS-l interim station terminal at Wilshire and Alvarado. This station 
is situated apprOXimately mid-block between Wilshire Soulevard and 7th Street. 
The park occupies the area between Seventh Street and Sixth Street on the south 
and north and Alvarado and Parkview on the east and west (Figure 3-13). 

There is no way to extend Metro Rail without going through the park, which is 
situated immediately west of the station. The type of impacts on MacArthur Park 
and its lake would depend on the construction method used and the operational 
requirements of Metro Rail. 

15.3.1.1 Need for Pocket Track 

The pocket track is necessary to assure the maximum level of safety for Metro 
Rail operations. The purpose of the pocket track is to remove stalled or 
otherwise unsafe trains from mainline service during opersting hours. The pocket 
crack must be strategically located so that trains can be quickly removed from 
che msinline to reduce the potential for hazardous operating conditions. 

15.3.1.2 Pocket Track Location 

The major reason a pocket track is needed between the Wilshire/Alvarado and 
~ilshire/Vermont Stations is that the New LPA alignment splits into two branches 
at this location, one going north to Hollywood and the other going west along 
che Wilshire corridor. Locating the pocket track west of Wilshire (Vermont would 
require construction of two pocke.t tracks, one for eachJ:>ranch of the alignment. 
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The construction disruption of locating a pocket track under Wilshire Boulevarg 
just west of the park would double the cost and cause more than double the 
community disruption from the presently proposed site. This disruption would 
increase from hundreds of people wanting to use the lake on a seasonal basis. 
to tens of thousands of people using Wilshire Boulevard on a dsily basis for 20 
to 27 months. There also would be disruption to the retail establishments on 
Wilshire Boulevard. 

15.3.1.3 Construction OpdqDs 

Six primary construction options were examined in detail. These consist of. three 
cut-and-cover options and three tunneling options. These are described briefly 
below and summarized in Table 3-39. Detailed descriptions of the options are 
contained in the referenced report. 
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Three tunneling construction alternatives include: 

o Alternative A, which provides for construction of twin tunnels 
under MacArthur Park. It includes excavating of the soils and 
replacing them with lean concrete, draining the lake, tunneling, 
and repairing the bottom of the lake. 

o Alternative A-l, which provides for partial use of MacArthur Lake 
whlle'constructing an earth dike, cofferdam, and preparing the 
substrata for construction of twin tunnels under the lake. Part of 
the lake would be drained, then restored and put, back in service 
prior to tunneling. 

o Alternative A-2, which provides for draining the lake completely 
with use of sloped excavation through the lake bed. Excavation 
would,be carried approximately five feet into the rock and replaced 
with Unreinforced lean concrete. The lake would be restored and 
put b!!lck in service prior' to tunneling. Alternative A-2 would 
require a major portion of the lake for slope excavation and 
temporary storage of material. 

Three cut-and-cover construction alternatives include: 

o Alternative B, which provides for cut-and-cover construction of 
a three-cell subway box structure that extends from 
~ilshire/Alvarado Station to a point east of Park View Street. 

, It involves decking of Alvarado Street, temporary support to 
minimize excavation outside the lake, and sloped side excavation 
through the lake bed. The lake would be drained for construction 
of the box structure, a permanent lining installed on the lake bottom 
to keep water from seeping through the lake bed, and the lake 
restored to its present usage (Figures 3-14 and 3-15). 

o Alternative B-1, which provides for cut-and-cover construction of 
a three-cell subway box structure and installation of an earth dike 
and cofferdam allowing partial use of the lake. The lake north of 
the earth dike would be drained for construction purposes. 
Excavation would be carried out within the cofferdam. A permanent 
watertight concrete seal would be installed to have a dry base for 
the grade slab. Cast-in-place or precast concrete elements may be 
used to build a three-cell box structure. 

Alternat:l.ye B-2, which provides for construction of a three-cell 
subway box structure by cut-and-cover method using sloped side 
excavation through the lake bed and by constructing two small dikes 
at either end of the lake. It involves first completing the subway 
structure inside the banks of the lake and then building the middle 
three-cell box structure. Support of excavation would be used for 
cut-and-cover construction inside the banks and side sloped 
excavation in the center 600 feet of lake bed. Smaller earth dikes 
would be built at the banks. The lake would be drained only for 
construction of this 
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middle 600-foot-long subway box structure in the lake. A mejor 
portion of the lake would be kept in full service while constructing 
the cut-and-cover subway box structures at the east and west banks. 

A pocket track is necessary at the Wilshire/Alvarado Station for safe and 
efficient operation of the Metro Rail system. The analysis completed indicates 
that construction will be least disruptive to the community and more economical 
under MacArthur Park Lake rath~r than under Wilshire Boulevard. Information 
from the Department of Recreation and Parks indicated a relatively small numbers 
of people use the concessions, including the boats. Based upon the analysis of 
the construction options and time frames, it is concluded that the Cut-and-Cover 
Alternative B offers· the best construction· approach and greater long-term 
benefits to the City, the Westlake Community, the ·commuting public, and SCRTD. 
For the preferred option, the lake will be drained and fenced off, muck removed, 
the cut-and-cover excavation completed, the pocket track structure placed, the 
lake bottom sealed and restored and all effected park facilities replaced or 
restored. 

15.3.1.4 Impacts on Use of MacArthur Park 

The Los Angeles Department of Recreation and Parks estimetes that the park is 
used primarily by residents within one-half mile walking distance from the park. 
This translates to 85,250 people within the specified radius of potential users. 
All of the construction options offered will require only three to five percent 
of the park area. Ninety-five to ninety-seven percent of the park area will 
remain available for use by park visitors. 

MacArthur Park is used for numerous activities, one of which is boating on the 
lake. Under all construction options, almost all of the impacts are on boating 
activity on the lake and not on any of the other mejority of park activities. 
Therefore, the community will be able to continue using the park during 
construction. The Recreation and Parks Department was not able to provide lake 
or park utilization data. 

Based on site observation on February 6 and 7, 1988, an estimated 400-500 persons 
were at the area around the lake at MacArthur Park. In speaking with the boat. 
house manager, SCRTD staff was informed that there is a maximum 10 boats on the 
lake on a half hour basis. The rental is $3.50 per half hour. The boat house 
operates six hours from 10:00 a.m. to 4:00 p.m. on weekends all year long, if 
weather permits. All three concessions are open on weekends and two remain open 
daily during the week. The total estimeted commissions from concessionaires, 
including the boat house, yield approximately $70,000 annually. 

MacArthur Park is least utilized on weekdays and during the fall and winter 
months. It is estimated that up to 250 people for peak days and approximately 
50 people for off-peak days would be unable to use the lake for boating 
activities during the 20- to 27-month construction period. These persons would, 
however, be able to continue using all other portions (at least 90') of the park. 
Additionally, boating activities are available· at Echo Park Lake which is a four
tenths of a mile walk or a l2-minute bus ride (Line 200-Alvarado Street) from 
MacArthur Park. Other recreational parks are short bus trips from MacArthur 
Park. Among these are Exposition Park, the home of the Science and Industry 
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··Museum (Line 20 to Une 81 - Figueroa; Une 204 - Vermont; or Unes 66-67 -
Eighth Street to~ine 204). Park patrons qay, if they so choose, utilize other 
parks during the construction period. 

The lake has been drained in the past. It was drained in 1978, for 15 months, 
partly drained in 1983 for four months, and drained in 1984 for two months. 

Based on the information summarized in Table. 3-39, the construction costs for 
che cut-and-cover and tunnel alternatives range from $23.6 to $31. 8 million. 
The estimated construction duration ranges from 20 to 27 months. The time the 
lake would be out of service ranges. from 15 to 25 months. 

Under the cut-and-cover options, the improvement of the lake bottom is a 
reimbursable Project expense, because more than 2/3 of the lake bottom will have 
been excavated to perform construction activities. This provides the added 
benefit of removing bad qaterial. Under the tunneling alternatives, there is 
minimal disruption to the lake bottom, and excavation of unsuitable qaterial and 
lining of the lake·bottom is not needed. Improving the lake bottom under the 
cunneling alternatives is, therefore, classified as a "betterment" of existing 
non-Project facilities. Any costs so incurred would have to be covered by local 
agencies. Currently, Hetro Rail funding agreements with the City of Los Angeles, 
che Los Angeles County Transportation Commission (LACTC) , and the California 
Transportation Commission (CTC) for HOS-l do not provide for payments of 
improvements to facilities not related to Hetro Rail or. necessary for Metro Rail 
construction or operation. The use of Proposition A transit funds for such 
activities is precluded under current LACTC guidelines. 

l5.3.1.S Mitigation Measures 

As a result of meetings and negotiations'with Los Angeles city council members 
and departmental staffs, the SCRm has agreed to specific mitigation measures. 
The costs of these mitigations are included in the estimated cost of the project. 
The SCRm also has begun negotiations with the Los Angeles Department of 
Recreation and Parks to develop an agreement. This agreement will specify the 
method of payment and use of the park during construction, in accordance with 
the agreed constructi.on method and mitigation measures. The mitigation measures 
are as follows: 

o OVerall mitigation measures will include community involvement and 
awareness as an integral part of the construction activities to 
minimize construction impacts. 

o The current hotHne number Used for HOS-l construction will be 
retained for construction of Phase II of the New LPA and will be 
prominently posted and disseminated in a number of locations at or 
near the construction staging area. 

o Public information activities begun under HOS-I will be continued 
and will include meetings with the MacArthur Park Community Council, 
local merchants, community residents, organizations and Los Angeles 
City Council Members. Dissemination of publications such as 
"Hetrogram" will be made by mail or personal deliveries. 
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o SCRTU will refine its construction program to minimize the period 
of time that the Wilshire/Alvarado Station serves as an interim 
terminal. SCRTD is cominitted to advancing the opening of the 
Wilshire/Vermont Station to lessen the short-term impact on 
KacArthur Park and to improve system access to bus patrons. 

The following additional mitigation measures associated with the cut-and-cover 
options will be implemented. 

1. The lake bottom will be entirely cleaned, regraded, restored with 
a permanent lining and bottom'ed with a sand or an asphalt cover. 
The lake will be filled with fresh water. These improvements, at 
an estimated cost of $2 million, will result in fewer and shorter 
maintenance cycles, for cleaning the lake in the future. 

2. Access to and use of the entire park area north of Wilshire Boulevard 
will be maintained, and construction activities on the south side 
of Wilshire will be restricted to the smallest practicable area. 

3. Park visitors will be allowed to continue using the area surrounding 
the lake with the exception of the narrow access areas over the 
tunnel segments on the east side of the lake. 

4. An estimated $1.2 million will be provided for a temporary 
construction easement through the park and lake. 

5. Construction contracts will require actions to ensure the aesthetics, 
cleanliness, and security of the construction site. 

6. The lake's aeration and filtration system will be refurbished or 
replaced. 

7. If practicable, a shorter construction schedule will be required so 
that only one peak summer period would be impacted by the drained 
lake, at an additional cost of up to $1.8 million. 

15.4 BUSINESS DISRUPTION 

Short-term economic impacts resulting from the construction of Phase II of Metro 
Rail are expected to be most intense in the retail core area of Hollywood, where 
the density of businesses (particularly ground-floor'retail establishments) is 
high. These businesses rely heavily on pedestrian accessibility. Construction 
impacts are expected to be less severe outside the Hollywood core area, because 
of lower commercial density and fewer pedestrian-orientated businesses. 

15.4.1 PHYSICAL IMPACTS 

Most physical impacts from construction will occur within one block of the 
construction site and include modified pedestrian and vehicular access, temporary 
disturbances from noise and dust, reduced visibility for storefronts and signs 
and reduced on-street parking. The greatest impacts will be caused by cut-and-
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cover line and station construction. Tunneling will create no significant 
impacts except at tunnel access shafts where debris must be removed and where 
materials and equipment are introduced. 

8usinesses most affected by the physical impacts of construction will be 
generally marginal businesses which rely heavily upon impulse buying and foot 
traffic. These could include tourist-related businesses along Hollywood 
Boulevard. Less severely affected will be establishments that primarily Serve 
other businesses. provide unusual services. or sell unique or expensive 
merchandise. Other types of specialized businesses that might suffer some 
disruption are theaters, motels and hotels. and retail businesses sensitive to 
noise impacts (for example. stores selling stereo equipment). 

15.4.2 ECONOHIC rKPACTS 

The potential economic impacts resulting from construction of the New LPA are 
difficult to estimate. but their significance can be estimated from the following 
indicators: 

o Linear feet of cut-and-cover construction; 
o Linear feet of commercial space (retail uses, auto-related 

businesses, services, and hotels) abutting cut-and-cover 
construction; 

o Ratio of linear feet of commercial space to linear feet of cut-and
cover construction; 

o Streets intersecting cut-end-cover construction. 

The first tvo"measures indicate the probable extent of direct construction impact 
such as declines in sales resulting from noise. dust, and impaired viSibility. 
The third measure, the ratio of commercial frontage to" cut-end-cover 
construction, shows the relative severity of impact per linear foot of 
construction. The fourth indicator, intersecting streets, recognizes the 
possibility for indirect impacts caused by interference with the automobile 
circulation pattern. 

For the New LPA, cut-and-cover construction const"itutes approximately 9,500 
lineal feet. This includes the lengths of all the stations, cross-overs and 
pocket tracks adjacent to the stations, and special construction such as vent 
shafts in the tunnel segment through the Santa Monica Mountains and the cut-and
cover through MacArthur Park. The location of cut-and-cover construction are 
shown on the Plan and Profile sheets in Chapter 2. 

Commercial frontage of approximately 9,000 feet will be affected for Phase II 
of the New LPA. This includes businesses adjacent to stations built in rights
of-way of the IJilshire 8ou1evard, Vermont Avenue, and Hollywood 80ulevard 
corridors and at Universal City and Lankershim Boulevard in North Hollywood. 
The impacts will be less severe when the station excavstion is off-street, such 
as at Wilshire/Vermont. " 
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Vehicular circuljltion will be impaired whenever cut-and-cover construction 
crosses a street, occurs along a street, or removes traffic or parking lanes. 
this, in cum, impedes access to business and can cause a decline in sales. The 
economic impacts, however, depend on the number of trips affected and the extent 
to which particular businesses rely on an auto-oriented clientele. For example, 
the construction of HollywoodjVine Station would affect eight streets. 

15.4.3 HlTlGATION OF BUSINESS DISRUPTION IKP4CTS 

AS discussed in Section 15.2.2 of this chapter, the SCRTD, With the City and 
CoUnty," has developed specific procedures implemented Jor KOS-l construction 
which will be followed for the New LPA. These consist of a traffic maintenance 
plan to minimize traffic disruption. Because some of the cut-and-cover 
operations will overlap sidewalks, a logical program of pedestrian traffic 
lIIOvement and sidewalk restoration will also be established. Measures to be taken 
include restricting to non-peak co~te hours certain construction activities 
such as the replacement of soldier piles and street beams and decking. Where 
residential or commercial access is impacted, a plan will be developed at the 
time of construction to minimize the construction interference at each parcel. 
Pedestrian access to commercial establishments, pedestrian movement and direction 
will be maintained throughout the cut-and-cover construction areas. Construction 
contracts will specify the traffic maintenance plan for the construction area 

"and·the means of implementation. . 

15 . 5 trrILl'lX I11PAC'lS 

There are no changes from the discussion in Chapter 3, Section 13.5. page 3-178 
of the FEIS (1983). Additional information on the utility impacts of New LPA 
alignment is presented below. 

Utility impacts and mitigations described in the Metro Rail Project, FEIS (1983), 
are still valid and apply to all underground excavation. 

Prior to commencement of MOS-l construction, the SCRTD executed agreements with 
each of the affected private utilities and public agencies. These included 
CALTRANS, City and County of Los Angeles, City Department of Vater and Power-
1later System and Power System, Chevron Oil. Pacific Bell, Santa Fe Railway, 
Southern California Gas, 1lestern Union Telegraph, and COllllllUIliCom. The terms of 
the agreements include the responsibility for utility rearrangements or for other 
necessaty work, and the method of reimbursement and credits. The agreements 
were developed to cover construction of the entire Metro Rail Project; hence they 
are in effect for MOS-l and will be applied to the New LPA. 

15.6 ~ONSTlVCTION NOISE LEVELS 

One impact associated with transit construction is the short-term noise and 
vibration from construction activities. Construction will involve the use of 
machines and procedures which, in the past, have resulted in intense noise levels 
and, occasionally, high vibration levels in and around the construction site. 
Construction activities include demolition, clearing, grading, excavating, pile 
driVing. drilling, materials handling and placement, erection and finish work, 
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including the use of the various machines and procedures associated with these 
activities. 

In recent years, considerable progress has been made in the reduction and control 
of construction noise through: (1) modifications of the equipment to reduce noise 
generated at the source, (2) modifications of construction procedures, and 
(3) selection of construction procedures that are less noisy. Also, in many 
areas and for many types of construction projects, there have been noise limits 
and/or noise standerds included in the construction contracts or applied by 
governmental agencies in order to limit the construction noise impact. These 
efforts have produced considerable success in reducing construction noise, and 
work on new construction projects can be and)ls accomplished with considerably 
less impact than in the past. 

Acoustical impacts can be of two different types. In areas where tunneling is 
used, the major impact due to the construction activities (except at access 
shafts) will be ground-borne vibration from the tunnel boring ·machine. There 
also may be some ground-borne vibration due to the vehicles used to remove 
material. For cut-and-cover subway construction, there vill be impacts due to 
ground clearing, excavation, erection, and finishing activities. 

15.6.1 CONSTBDCTION EQUIPKENT NOISE LEVELS 

Considerable information is available on typical noise levels created by modern 
construction equipment, and a growing body of. information addresses how lower 
noise levels can be achieved with modified equipment constructed with noise 
reduction and control as design parameters. 

Measurements made at transit system construction project sites provide the best 
information relative to expected noise levels from the type of construction 
activities which are associated with the Metro Rail system. The PElS (1983), 
Table 3-49, pp. 3-179, presented a series of noise levels observed for various 
types of machines and activities associated with the Washington, D.C. Metro 
construction project. These dsta are for early construction activities using 
standard present-day equipment without noise control or noise reduction 
modifications. The data were obtained before noise restrictions and limits had 
been applied to the construction activities on the Metro project. 

15.6.2 GROUND-BORNE VIBRATION FROH CONSTRUCTION 

Because of the nature of some construction activities, high amplitudes of ground
borne vibration may result in some impact in neighboring community areas. 
Blasting end impact pUe-driving ara two activities traditionally associated with 
high levels of ground-borne vibration. For the Metro Rail Project, blasting will 
not be used except for limited special cases (e.g., starter tunnels, cross 
passages, and shafts) in the Santa Monica mountains. For these special cases, 
application of tight specifications will mitigate the effects of blasting by 
controlling vibration, noise, and air pressure. 
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Some types of heavy vehicles and excavation activities can generate sufficient 
ground-borne vibration levels to be perceptible or noticeable in nearby 
buildings. The vibration levels created by the normal movement of vehicles 
(including graders, loaders, dozers, scrapers, and trucks) generally are of the 
same order of magnitude as the ground-borne vibration created by heavy vehicles 
running on streets and highways. In general, the ground-borne vibration from 
vehicle operations on streets, even very rough streets, is not sufficient to 
create a noticeable widespread impact on adjacent community areas. Thus, it can 
be expected that the normal vehicle activitfes at the, con",truction sites will 
not generate sufficient g,round-borne vibration to result in significant impact. 

Drilling and excavation procedures for cut-and-cover subways can result in 
ground-borne vibration levels which are perceptible or noticeable in adjacent 
community areas. The amplitudes of vibration from such activities are limited 
for safety reasons by procedural techniques. 

The potential noise and vibration associated with tunnel-boring machine (TBM) 
is considerably lower than the noise and vibration resulting from traditional 
blasting techniques. Noise and vibration impacts from TBM operations are not 
significantly greater than those associated with heavy trucks traveling on city 
streets and only affect occupants ins.1de buildings adjacent to the subway 
alignment. Outside of a building, there is little potential of noise or 
vibration impacts from TBM operation. (TBH is used in the gener'al context of 
any tunnel excavation machine, such as a rock boring machine, a roadheader, or 
any number of tunnel shields [e.g .. , digger, slurry face, earth balance]). 

Use of a TBH will create vibration levels which are generally imperceptible at 
distances greater than 75 to 100 feet from the operating TBM. Even at a distance 
of fifty feet, the operation of the TBH will create vibration levels which are 
just perceptible. When the tunnel is approximately 35 feet below grade, there 
is some possibility that the ground-borne noise would be noticed by building 
occupants at buildings which are approximately 100 feet in horizontal distance 
from the alignment. The relative noise levels would depend on the type of 
building structure and the type of activities in the building. However, ground
borne noise and vibration from the TBH is of very short duration. Since the 
machine passes by an area in a few days at most, there would be no significant 
impact. 

15.6.3 MITIGATION OF CONSTRUCTION NOISE IMPACTS 

There are numerous procedures available for reducing the noise generated by 
construction equipment and activities. One of the most effective methods of' 
assuring controlled noise and minimum acoustic impact is the inclusion in and 
enforcement of noise limit specifications in the construction contract documents. 
The following specifications were incorporated in MOS-l contracts and will be 
included in the New LPA Metro Rail contracts: 

For each design section, the construction contracts will includa a section on 
permissible noise limits. The limits are based upon type of nearby land use, 
type of construction activity and time of day. Additional mitigation measures 
may be implemented as necessary to comply with Los Angeles City noise ordinances 
as specified in the following paragraphs. 
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The contractor shall conduct construction activities in such a manner that the 
noise levels measured at the closest point adjacent to the worksite in normal 
use by the public conform to the following: 

o Stationary/Continuous Noise - Prevent noise intrusion from stationary 
sources, and/or mobile sources which produce repetitive or lons-term 
noise lasting more than two hours from exceeding the limits shown 
on Table 3-40. 

TABLE 3-40 
ALLOWABLE somm LEVELS OF STATIO!WI.Y CONSTlI.UCTION EQUIPMENT 

Affect,' StruSeur' or Area 

Res ident"l 
. 0 Sinsle-family residence 

o Along an arterial or in multi-family 
residential areas, including hospitals 

o In semi-residential/commercial areas, 
including hotels 

Commercial 
o In semi-residantial/commercial areas. 

includinS schools 
o In commercial areas with no nighttime 

Industrial 
o All locations 

lIa:.d._ Allowable 
Continuous Noise Leyel dBlA) 

Daytime Nighttime'" 
7;00 am to 8;00 pm 

60 50 

65 55 

70 60 

24 HO'Urs 

70 
residency 75 

80 

* All other perioda including all day Sunday and lesal holidays. 

Source: SeRTO 

o KobUe/intermittent Noise - Prevent noises from nonstationary mobile 
equipment operated by a driver, or from a source of nonscheduled, 
intermittent, nonrepetitive. short-term noises not lasting more than 
two hours from exceeding the limits shown on Table 3-41. 

o Conduct regular. periodic measurements of sound levels at nearby 
structures and maintain recorda of the measurements for inspection 
by the SeRTO or its designee. 

o Measurements as required in Tables 3-40 and 3-41 shall be taken three 
to six feet in front of the building face to minimize the effect of 
reflective sound waves. 
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TABLE 3-41 
ALLOWABLE SOUND LEVELS OF MOBILE CONSTRUCTION EQUIPMENT 

Affected Structure or Area 

Residential , 
o Single-family residence 
o Along an arterial or in multi-family 

residential areas, including hospitals 
o In semi-residential/commercial areas, 

inclUding hotels 

Commercial 
o In semi-residential/commercial areas, 

including schools 
o In commercial areas with no nighttime 

Industrial 
o All locations 

Xasimum Allowable 
~tinuou~ Noise Level dB (A) 

Daytime Nighttime* 
7;00 am to 8;00 pm 

75 60 

80 65 

80 70 

14 Hours 

85 
residency 85 

.90 

* All other perioda including all day Sunday and legal holidays. 

Source; SeaTD 

Special Zone or Special Construction Site; 

o In areas outside of Construction Limits, but for which the Contractor 
has obtained designation as a Special Zone or Special Construction 
Site from the agency having jurisdiction, the noise limitations for 
buildings in industrial areas apply. 

o In zones designated by the local agency having jurisdiction as a 
Special Zone or Special Premise or Special Facilities (such as 
hospital zones), contractor shall follow the more restrictive of the 
allowable levels given above or as established by the local agency. 
These zones and work hour restrictions shall be obtained by the 
Contractor from the local agency. 

The contractor should use only equipment meeting the noise emission limits listed 
in Table 3-42, as measured in SeaTO's "Pollution Controls" (Section 01566), 
Paragraph 3.l.A, in conformity with the provisions of the latest revisions of 
SAE J366b (Society of Automotive Engineers (SAX), 1973, Exterior Sound Level for 
Heavy Trucks and Buses), SAX J88, SAX, 1979 (Exterior Sound Level Measurement 
Procedure for Earthmoving Machinery), and SAX J952b (SAX, 1973, 1973a,b,1979). 
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TAlILE 3·42 
EMISSION ~IMlTS ON CONSTRUCTION NOISE 

lfq1l!!llm Noise Limit 
Date Equipment Kanufactured 

Before On or After 
JllBWI.ry 1. 1983 January 1. 1983 

Equipment other than highway trucks; 
~cluding hand tools and heavy equipment. . 90 dB(A) 85 dB(A) 

Highway trucks in any operating mode 
or location. 83 dB(A) 80 dB(A) 

Note: California Motor Vehicle Law has been relaxed. Highway trucks 
manufactured on or after January 1. 1986 must meet 80 dB(A) maximum 
noise level. For vehicles of less than 10,000 pounds' GVlo1, 
manufactured before January 1. 1983, refer to the California Vehicle 
Code for allowed noise levels. 

The contractor should maintain ~ file of certificates that equipment meets the 
criteria. These certificates will be inspected by the SCRm or its consultants. 

In no Case shall the contractor expose the publlc to construction noise levels 
exceeding 90 dB(A) (slow) or to impulSive noise levels with a peak sound"pressure 
level exceeding 140 dB as measured on an impulse sound-level meter or 125 dB(C) 
maximum transient level as measured on a general-purpose sound-level meter on 
"fast" meter responses. Yhere more than one noise limit is applicable. the more 
restrictive requirement for determining compliance will be used. 

lS.6.3.1 Inside Cgnstructign Limits: 

Blasting is specifically prohibited from use inside Construction Limits. 
Alternative procedures of construction are to be used and the proper combination 
of techniques are to be selected that would generate the least overall noise and 
vibration. Such alternstive procedures include. but are not limited to: 

o Use of drilled piles or vibratory pile drivers instead of impact 
pile drivers. If impact pile drivers must be used. their use is 
restricted to the hours from 8:00 a.m. to 5:00 p.m. weekdeys in 
reSidential and semiresidential/commel'.cial areas. Allowable sound 
levels in Tables 3·40 and/or 3-41 still apply. 

o Use of new or nearly new construction equipment with exhaust muffling 
to reduce noise to acceptable levels. 

o The enclosing, screening or deflecting of construction area or tunnel 
shaft area noise. 

3·15-18 



o The proper placement. securing. and protection of temporary steel 
plates in the street and decking timbers in cut-and-cover areas. 

o Use of only small construction equipment hand tools which are new 
or nearly new and that meet current allowable noise and/or vibration 
standards. such as: 

Use of electric instead of diesel-powered equipment. 

Use of hydraulic tools instead of pneumatic impact tools. 

Use of electric instead of air- 'or gasoline-driven saws. 

Use of effective intake and exhaust mufflers on intental 
combustion engines and compressors. 

The physical separation should be maximized, to the extent feasible, between 
noise generators and noise' receptors. Such separation includes, but is not 
limited to: 

o Provision of enclosures for stationary items of equipment and 
barriers 4round particularly 'noisy areas on the site or around the 
entire site. 

o Use of shields, impervious fences or other physical sound barriers 
to inhibit noise transmission. 

o Location of stationary equipment to minimize noise and vibration 
impact On the community, subject to approval of the seRTD or its 
designee. 

Noise-intrusive impacts should be minimbed during the moSt noise sensitive 
hours. 

o Noisier operations shall be planned for times of highest ambient 
levels. 

o Noise levels shall be kept at relatively uniform levels. and the 
peaks and impulse noises shall be avoided. 

o Equipment not in use s~ll be turned off. 

15.6.3.2 Outside Construction Limits 

Procedures and techniques identified in Section 15.6.3.1 above can be used 
outside construction limits in Special Zones or Special Construction sites such 
as staging areas. In addition, the following measures, 'as followed for KOS-l, 
will be used: 

o Truck routes for muck disposal shall be selected sO that the noise 
from heavy-duty trucks will have minimal impact On sensitive land 
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uses. 
routes. 

The City of Los Angeles shall authorize the appropriate 

o Construction equipment and vehicles car't)'ing soil, concrete or other 
materials shall be routed over streets that will cause the least 

. disturbance to residents or businesses in the vicinity of the work. 

o Truck loading, unloading and hauling operations shall be conducted 
so that noise and vibration are kept to a minimum. 

The noise impacts associated with the placement of piles are of COncern in 
construction projects utilizing such a foundation system. The Metro Rail Project 
noise criteria set general and specific noise limits which may rule out the use 
of impact pile drivers unless additional steps are taken to isolate or muffle 
the sounds from pile driving. Impact pile drivers may be used only if the noise 
levels can be met and if there are compelling reasons to use them. Experience 
in MOS·l construction indicates that piles can be placed using drilled holes 
without the need for impact pile drivers. Therefore. the likelihood of using 
impact pile drivers is considered small. 

15 .7 AIl', qUALITY IMPACTS 

15.7.1 IMPACTS 

Dust from construction projects, commonly termed fugitive dust and caused by wind 
and construction machine't)', is the primary air quality impact of construction. 
Activities generating fugitive dust during Project construction include cut·and
cover and open-cut excavations; spoil loading, hauling, and disposal; 
construction of surface facilities such as stations; and building demolitions. 
Dust impacts will be .the most severe at station sites and at tunnel access shafts 
which also serve as locations for muck removal. 

Station construction siteEi involVing excavation from the surface and tunnel waste' 
disposal have a high potential for fugitive dust emissions. Construction 
duration of a year or more will protract the period of noticeable dust 
generation. Cut-and-cover, as oppoEled to open-cut, techniques will mitigate 
fugitive dust. since the construction site will be less exposed to wind. 

Another source of fugitive dust emissions is building demolition. While reliable 
emission factors for particulate generation have not been established by air 
pollution control agencies. dust generation varies dramatically from puilding 
to building as a function of size, materials of construction, and the choice of 
demolition methods. 

15.7.2 MITIGATION OP CONSTRUCTION AIR QUALITY IMPACTS 

The mitigation measures discussed in Section 13.7.3 of Chapter 3 (page 3-183) 
of the FEIS (1983) and implemented on Mos-l construction will be employed. 
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15.8 ENERGY REQUIREMENTS 

15.8.1 ENERGY USE 

A discussion of construction energy is presented in Section 10 of this chapter. 

15.8.2 MITIGATION QF CONSTRUCTION ENERGY IKPACTS OF CONSTRUCTION 

The mitigation measures presented in Chapter 3, Section 13.8.2 (?age 3-184) of 
the FEIS (1983) still apply. 

15.9 GEOLOGY AN!> HYDllOLOGY IMPACTS 

15.9.1 EXCAVATION, HUCK HANIlLING, AN!> VATEIl RESODllCES 

Impacts and mitigation measures for these impacts were addressed in Section 13.9 
of Chapter 3 (pages 3-185 to 3-189) of the FEIS (1983). In addition to these 
measures, construction contractors will be required to clean up immediately any 
accidentally spilled materials, including sediment, vehicle fuels and lubricant 
fluids. Nominel operational spills will be removed during periodic cleaning of 
streets and Sidewalks in the construction areas. 

Substantial volumes of subsoil, known as "muck" in construction terminology, will 
be excavated during construction of the New LPA. The subsoil will be removed 
as a result of excavation of tunnel segments using tunnel boring machines and 
stations segments using regular cut-and-cover excavation techniques. 

·15.9.1.1 Classification 9f Soil' for Disposal 

Article 3, Section 2520 of Title 23 of the Los Angeles County Code 'classifies 
waste material and disposal as follows. Group 1 wastes consist of or contain 
toxic substances as defined in Section 2500 and substances which could 
Significantly impair the quality of usable waters. Group 2 wastes consist of 
or contain chemically or biologically decomposable material which does not 
include toxic substances nor those capable of Significantly impairing the quality 
of usable waters. Group 3 wastes consist entirely of non-water soluble, 
nondecomposable inert solids. 

15.9.1.2 Type of SolI 

The sub-soil material along the New LPA consists mainly of the follOWing types 
of soils, as determined by an extensive sub-soil investigation study completed 
as part of the Metro Rail design effort and the CORE Study. (See CORE Study 
Sub- Surface Condi tions Report, dated April, 1986, prepared by Engineering Science 
for the SCRTD and the Geotechnical Investigation Report, dated November. 1981. 
prepared by Co~v;rse Consultants for SeRTO). The principal soil types expected 
to be encountered are: 

·0 Alluvial deposits composed of silt, sand. gravel and boulders. 

o Young alluvium consistin& of similar loose deposits of sands and 
gravel. 
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o Old alluvium containing more fine-grained and cohesive material 
(cla~, silt, sand, and gravel). 

o Puente Formation composed of claystone, siltstone, sandstone with 
some local hard sandstone beds. 

The sub-soil material described above is mown as "inert earth.· It is 
considered non-hazardous Group 3 soil and is suitable as fill material for use 
.in parks and recreation areas, land reclamation, and in highway construction. 
This material has commercial value, and the construction contractor may dispose 
of or sell this type of soil to interested buyers. 

At some locations, the so11 boring samples show the presence of Group 1 
materials. Soils containing Group 1 materials or other manufactured chemicals 
that may ,leach into the sub-soil from industrial plants or underground storage 
tanks are usually classified as hazardous materials (Group 1). The Group 1 soil 
will be disposed of in Class I landfills. Relatively small quantities of these 
materials are expected to be 'encountered. 

Based on the geotechnical and sub-soil investigations referenced earlier and the 
types of soils indicated above, most sub-soil for the New LPA is expected to be 
classified Group 3. If the construction contractor is unable to sell or 
otherwise dispose of Group 3 construction wastes, they could be hauled to 
Class III disposal sites. Some Metro Rail excavated material may be claSSified 
as.Group 1 which is discussed in Section 15.9.1.4 below. 

15.9.1.3 Class III pisposal Sites 

The Los Angeles County "Solid Waste Management Plan Triennial Review," Volume I, 
"Non-Hazardous Waste, Revision A," published in August, 1985, presents an 
extensive evaluation of the various tYPes of waste generated in Los Angeles 
County, the locations and capacities of disposal sites, and future planning for 
expansion of sites and treatment of waste material. This, report shows the 
location of landfills which receive Group 2 and Group 3 waste materials 
(Figure 3-16) and lists them (Table 3-43). The report concludes, in Chapter 3 
on Disposal Sites, that "Class III landfill capacity is sufficient for the long
term planning period and, as such, does not pose a planning concern." 

The projections of long-term Group 2 and Group 3 waste quantities generated in 
Los Angeles County are shown in Table 3-44. An estimated 4.10 million tons/year 
of waste in these two groups are anticipated between 1980 through year 2000. 

A sensitivity analysis is also performed, indicating that these wastes could 
increase from 4.3 million tons/year in 1980 to 6.5 million tons/year in year 
2000", _ Phase II of Metro Ran will produce approximately 4 million tons of 
material for disposal or other dispOSition over the five year construction 
period, for an overall average of less than I million tons per year. It is 
anticipated that only a small portion will constitute Class I material. Much 
of ehe Class III material may be sold or disposed other'than in landfills and 
sufficient capacity at area Class II and III landfills appears to exist for the 
remaining materials. It is expected that Metro Rail disposal would utilize no 
more than seven percent of the remaining landfill capacity. 
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FIGURE 3-16 

LOCATIONS OF MAJOR ClASS II lANDFILLS 
IN LOS ANGELES COUNfY 

-.... -

Pacific Ocean 

,., .",.,,. 
- .. - ~ .. , aiItC:JWfII uta CAt..OWeLI.. OCTO •• II ,~ 

SOURCE: "SOUD WASTE MANAGEMENT PLAN TRIENNIAL REVIEW VOLUME I, 
NON·HAZARDOUS WASTE, REVISION A' LOS ANGELES COUNTY, 1985. 
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City 

Los Angeles 
Long Beach 
Torrance 
City of Industry 
Santa Fe Springs 
Gardena 
Van NUys 
Burbank 
El Monte 
Azusa 
Chatsworth 
Compton 
South Gate 
El Segundo 
Hawthorne 
Carson 
Commerce· 
North Hollywood 
South El Monte 
Wilmington 
Downey 
Huntington Park· 
Lynwood 
Pico Rivera 
Pomona 
Saugus 
Alhambra 
Canoga Park 
Harbor City 
La Mirada 
Sun Valley 
Whittier 
Glendale 

TABLE 3-43 

GEOGRAPHICAL DISTaIBUTIOH or HAZARDOUS WASTE 
TEEATKEHT, STORAGE, AND DISPOSAL 

FACILITIES (TSDF) 
. IN LOS ASGELES COUNTY 

Number of Number of 
'l'SPP's City TSDF's 

86 Norwalk 3 
25 Pacoima 3 
19 Paramount 3 
18 Pasadena 3 
16 Redondo Beach 3 
16 Santa Monica 3 
13 Inglewood 2 
12 La Puente 2 
11 Monrovia 2 

8 Montabel1o 2 
8 Palmdale 2 
8 San Pedro 2 
8 Sylmar 2 
7 Terminal Island 2 
7 Valencia 2 
6 Vernon 2 
6 West Covina 2 
6 Baldwin Park 1 
6 Bel1 Gardens 1 
6 Cerritos 1 
5 Covina 1 
5 Culver City 1 
5 Irwindele 1 
5 La Habra 1 
5 La Verne 1 
5 Lawndale 1 
4 Newhal1 1 
4 Playa Del Rey 1 
4 Rosemead 1 

.4 San Gabriel 1 
4 Signal Hil1 ·1 
4 Venice 1 
3 Westlake Village 1 

Woodland Hills 1 

TOTAL 406 

Source: Los Angeles County Solid Waste Management Plan Triennial Review. 
Volume 1. "Non-Hazardous Waste, Revision A," August, 1985. 
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TABLE 3-44 

CllRB..I!NT GIlOUP 2 AND GIlOUP 3 1JASTE QUAN'l'ITIES I/.!C!IVED 
AT SOLID VASTE DISPOSAL SITES IN LOS ANGELES COUNTY 

Disposal Sites 

Clan II 

Spadrs Landfill 
Scholl Canyon Landfill 
Calabasas Landfill 
Puente Hills Landflll(l) 
Lopez Canyon Landfill 
Burbank City Landfill 
City of Whittier Landfill 
Sunshine Canyon Landfill 
Bradley Avenue Dump 
Penrose Pic 
Azusa lies tern 
BKK Landfill 
OperaCing Induscries Landfill 
Harbor Dump 
Antelope Valley Public Dump 
Lancaster Dump 
Norwalk Dump 
Brand Park Disposal Site (Glendale) 
Other 

Subtotal 

Class III 

NU-IIay Landfill 
Chandler Landfill 
South Gate Landfill 
Stone Canyon Reservoir Landfill 
Livingston Pit(2) 
Manning Brothers Beck and San Company(2) 
Consolidated Rock Products(2) 
Armco Steel (National Supply) 
Sheldon Arleta 
Hewitt Pit 
Other 

Subcocal 

TOTAL 

Vast.. quantity 
(TonslYear) 

38,000 
110,000 

90,000 
90,000 

120,000 
4,000 

15,000 
330,000 
200,000 
430,000 

58,000 
9,000 

18,000 
20,000 
13,000 
16,000 
1,000 

26,000 
2.000 

1,590,000 

1,750,000 
200,000 

6,000 
2l,OOO 

200,000 
30,000 
40,000 
10,000 
14,000 

150,000 
1 000 

2,422,000 

4,012,000 

(1)On1y 90,000 arrive as pure loada consisting entirely of Class III macerials. 
(2)Open only to company's customers. 
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15.9.1.4 Disposal of Hazardous Mlt'ria1 

Subsection 3-5 of Section 01566, "District Specifications for the Metro Rail 
Project,' outlines the procedures and requirements relaeing to hazardous material 
that may be encountered during excavation of the New LPA. Several soil borings 
showed the presence of Group 1 materials at some locations, and as a result of 
leaching from underground storage tanks, minor po11utanes may be present in small 
localized areas. 

These materials will be disposed of in accordance wi th ehe SeaTD Specifications, 
as follows: 

I. 891id and Hazardous iaste Cqptro1s 

!his section applies to solid hazardous waste. Solid waste is 
defined as all putrescible and nonputrescib1e solid, semisolid and 
liquid wastes, but does not include hazardous wastes as defined in 
Section 25117 of the Health and Safety Code, Division 20, 
Chapter 6.5. 

A. Waste Generation - Solid waste or hazardous waste may _ be 
generated by the actions of the Contractor, including but not 
limited to demolition, site preparation, grading, excavation, 
construction, and maintenance of equipment. 

S. Disposal Regulations - Wastes may be disposed of in a number 
of ways, including reuse on the project, sale for fuel through 
controlled incineraeion. donation to other public/private 
projects. and through dumping in approved public or private 
dump sites. either free or for a fee. !he methOd of disposal 
is .estricted according to the classification of the waste 

_ material by the California Hazardous Waste Control Law. !his 
law found in Section 25100, Chapter 6.5, Division 20 of the 
Health and Safety Code. should be followed for disposal of 
hazardous or extremely hazardous materials. !he regulations 
of ehe waste disposal facility shall also be followed. 
Additional definitions, lists, and regulations are found in 
the California Administrative Code, Title 22, Division 4, 
Section 66000. These regulations govern the handling and 
transporeation of hazardous materials and shall_be followed. 

C. Determination of Hazardous Nature - Some of the material 
generated by the Project. espeCially tar or oil-impregnated 
sol1. may not obviously be hazardous. Physical and chemical 
analyses and tests may be required to determine if the material 
meets the criteria set forth in Sections 66693 -66723 
(Article II) of Chapter 30, Minimum Standards for Management 
of HazardOUS and Extremely Hazardous Waste in Division 4, 
Title 22 of the California Administrative Code. !he SCRTD will 
pay for such chemical analyses and will participate with the 
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Toxic Substances Control Division of the California Health 
Services Department to determine the quantity and origin of 
samples to be analyzed for a questionable materisl. . 

. D. Disposal - The SCRTO will investigate different methods of 
treating hazardous waates, including land farming and 
incineration to reduce their hazardous nature prior to 
disposal. Hazardous materials shall be disposed of in class 
I or Class 11-1 waste disposal facilities. Procedures to be 
followed may be found in the 1983 Technical Report on Disposal 
of Tunnel and Station soil. 

E. Haul Routes - The routes to be followed when transporting 
solids or hazardous wastes are subject to the approval of 
the City of Los Angeles. See also Section 15.6.3.2 above. 

The Los Angeles County Solid Vaste Management Plan Triennial Review VolUllle II: 
Hazardous Vaste. Part I-Plan. Part II-Technical Supplement. Preliminary Draft. 
published in June 1986. includes detailed discussions of Hazardous Materials. 
disposal regulations, and disposal sites. Chapter 3, Section II.D on direct 
land disposal indicates that. under existing regulations. land disposal of 
hazardous waste is only permitted at Class I sites. except for selected types 
of hazardous waste which have been granted a variance from hazardous waste 
management requirements pursuant to Section 66310 of the California 
Administrative Code. Currently, there are no Class I land disposal sites in Los 
Angeles County. . The two nearest disposal facilities in Southern California 
serving the generators of Los Angeles County are listed in Table 3-45. 

TABLE 3 -45 

CLASS I LAND DISPOSAL FACILITIES SEllVING LOS ANGELES COUNTY 

Land Disposal 
'facility 

Casmalia Resources 

Chemical Vaste 

Location 

Casmalia. 
Santa 
Barbara 
County 

Kettleman City, 
Kings County 

Jaterials Accepted 

Bulk and containerized solid 
hazardous and PCB wastes; no 
hazardous liquids except 
inorganic acids and bases. 

All wastes except radioactive. 
explosives, and biological 
wastes. 

Source: State Department of Health Services listing of management facilities 
in S~uthern California receiving hazardous waste for disposal. 
December 23. 1985. 
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Chapter 3. Section III.C of the Solid Waste I'Ianagellent Plan indicates that. 
"currently Los Angeles County has no off-site hazardous waste and disposal 
facility. Receipt of hazardous waste was discontinued at the BKK landfill site 
voluntarily on December 1. 1984. and the company withdrew Part B of their RCRA 
application for a hazardous waste facility permit." 

To provide additional information on the treatment. storage. and disposal of 
hazardous materials, relevant portions of Section II and III, Chapter 3 of the 
Solid Waste Management Plan are reproduced as follows: 

II. Hazardous Vaste Management Sutem 

A. General 

The managellent of hazardous waste involves storage. collection, 
transportation. treatment, recycling and disposal. A msjor concern 
in handling hazardous waste is to fully protect public heelth and 
the environment against any type of release. 

Disposel of hazardous waste is generally accomplished by: 
(1) discharge to a sewer system in compliance with sewer discharge 
requirellents; (2) utilization of on-site or off-site treatment 
facilities, and (3) direct land disposal at a hazardous wasce 
landfill. 

The regulatory agencies are continuously in the process of 
reviaing their regulations to tighten current treatment/disposal 
standarda. In general, the regulations in California have always 
been equal to or more stringent than the Federal standards. 

B. Discharge to a Sewer System 

Under the waste discharge requirellents set forth by the responsible 
Regional Water Quality Control Board. municipal sewer districts are 
permitted to discharge waste that meets certain specifications and 
does not exceed maximum concentretion of toxic chemicel constituents 
in their processed effluent. The local sewer districts. in turn. 
regulate the amount and the type of hazardous waste that industries 
_y discharge into the local systems. Dischargers often are required 
to pretreat their waste before discharge to the sewer system. 

It is estimated that 65 to 80 percent of all hazardous ·waste 
generated in this County is discharged to sewer systems or surface 
water after pretreatment process. These waters are generally high 
volume, low toxicity wastes, such as rinse waters. The sewer system 
ia an appropriate mechanism to dispose of low hazard waste as the 
disposed volume is ususlly insignificant in comparison to the volume 
of regular sewage. Acid and alkaline wastes. for example, with 
limitations, can be neutralized by the inherent buffering capacity 
of the sewage, rendaring them non-hazardous. 
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Not all wastes, however, can be discharged safely to the sewer 
syst~m. Toxic wastes can poison the biological organisms causing 
severe environmental and public health problems. Toxic contaminants 
in the by-products of sewage treatment plants can be untreated and 
be in the receiving waters that may be used for drinking, recreation 
and irrigation. Sewage sludge can contain excessive levels of heavy" 
metals and synthetic organic chemicals, such as PCBs, from solute 
accumulation due to precipitation during dewatering of the sludge. 

C. an-site and Off-site Treatment Facilities 

A treatment facility may be either on-site or off-site. An on-site 
"facility is one in which the waste is treated, stored or disposed 
on land at the point of generation owned or leased by the generator. 
An off-site facility is one in which waste is generated some distance 
away from the treatment faCility and is transported to the site for 
treatment, storage and/or disposal ... 

Currently, most planners are turning away from direct land 
disposal of hazardous waste and are considering the treatment 
alternative as one of the safer tools in the management of hazardous 
waste. Treatment technology includes physical, chemical, biological 
and thermal processes that render the material non- toxic, reduce 
its toxicity, or substantially reduce its volume ... 

III. Existing"Facilities in Los Angeles County 

A. General 

A list of the treatment, storage, and disposal facilities (TSDF) in 
Los Angeles County, as compiled by a Department of Public Works 
survey on generators listed with the State Department of Health 
Services and the State Board of Equalization, is included in 
Appendix 3A of the Solid Waste Kanagement Plan. These facilities 
are identified by name, location, and waste management, technique 
used (i.e., treatment, storage) where appropriate. 

Based on the information reported, there are 406 TSDFs in Los Angeles 
County. As shown in ... [Table 3-431, the largest number are located 
in the City of Los Angeles with 86 TSDFs or 21 percent of the Los 
Angeles County total ... 

B. an-Site Land Disposal Facilities 

From the available data, there is only one major on-site disposal 
(land farming) facility in Los Angeles County • Chevron USA (El 
Segundo). The Company is required to report its waste disposal 
quantities regularly to the Regional Water Quality Control Board. 
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Mitigation 

C. Hazardoua Waste Treatment Facilities 

The information on major off-site hazardoua waste treatment 
facilities provided in this section [and Table 3-451 has been 
gathered from available public information sources, governmental 
agencies and private induatries. In addition, there are' two mobile 
units under experimental permit in Los Angeles County: 
(1) Environmental Services Division, ENV, Inc. '- Long Beach; and 
(2) IT -Los Angeles County. 

SCRTD will actively monitor the wastes produced during construction and follow 
applicable regulations in the disposal of these wastes. 

15.9.2 HYDROCARBON ACCOKULATIONS 

Common to all project alternatives are the liquid and gaseoua hydrocarbons in ' 
relatively shallow sediments in portions of the Los Angeles Central Buainess 
District and Wilshire Corridor segments (Converse Consultants, 1981). 

The Phase II alignment will pass through the. west limb of the old Los Angeles 
Oilfield and will encounter heavy hydrocarbons, possibly almost tar- like in 
consistency with a small light fraction. This will create two' problems: (1) 
control of explosive gases and flammable oils, and (2) ground control problems 
reflecting on difficulties in excavation, shoring and bearing capacity. 

The light fractions of gas released during vapor p~essure and temperature 
fluctuations resulting from excavation disturbances of the rock profile are of 
concern. This is reflected in geotechnical studies (Converse Consultants, 1981) 
and will call for a classification of Gassy for that part of the alignment 
intersecting sedimentary rocks. 

15.9.3 MITIGATION OF IMPACTS OF HYDROCARBON ACCOKULATION 

The mitigation of potential impacts related to the presence of Group 1 materials 
will include the following activities: 

o Additional soil borings will be made in critical areas to define 
precisely the vertical and horizontal extent of Group 1 materials. 
These borings will 'also include on site measurements of gas content 
and soil expansion potential. 

o Laboratory testing of Group 1 material samples from the borings will 
be conducted to provide information on their strength and deformation 
characteristics at different temperatures, confining pressures, 
strain rates, and levels. 

o Based on data derived from the above tests, specific excavation, 
shoring, and foundation design criteria will be formulated to ensure 
short- and long-term stability of Project facilities in Group 1 
material areas. Conversely, once the location of shallow Group 1 
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materials is precisely known. further design accommodations may be 
made, 

The avoidence of hazarde from explosive gas in tunnels is a major element in 
MOS-l and will be a major element in Phase II project planning and construction 
efforts as fully described in Section 11.1.4 of Chapter 3. 

15.9.4 GROUNDWATER 

There is groundwater at tunnel depths along the New LPA alignment. Indications 
are that this is usually perched water and not aquifers with the potential for 
substantial flows. The Universal Station area requires excavation below the 
watertable. however. and will require a dewatering system. 

15.10 CONSTRUCTION IHPACTS OF THE NULL ALTlWIATIYI 

No rail-associated construction impacts are associated wit:h t:he Null Alternative. 

15.11 CONSTRUCTION IMPACTS iiICB CANNOT BE lITIGATED 

Mitigat:ion techniques have been ident:ified for all the construct:ion impact:s of 
the New LPA. However. no combination of mit:igation t:echniques will complet:ely 
offset all of these impacts. Therefore. for each of t:he construct:ion impacts 
discussed in this chapter. some residual, unmitigated impacts would occur. 

15.11.1 COKHUNITY IMPACTS 

Daily routines will be disrupt:ed, since mobil!t:y of reSidents. visit:ors, and 
elliployees around construction sit:es will be hampered. The increased traffic and 
noise from construction and dump trucks will be an inconvenience that cannot be 
a"Voided. 

15.11.2 BUSINESS DISRUPTION 

E"Ven with the application of the identified mitigation measures. some disruption 
of commercial activity will occur. Two basic types of construction activity are 
involved; cut-end-cover construction and above-ground const:ruction. 

tunnel segment:s require construction activity on the surface only at stations, 
at crossovers and pocket tracks and at ventilation/access shafts. The cut-and
cover type of construction involved in building the stations, crossovers and 
pocket tracks, however. is of a more continuous end disrupt:ive nature and will 
take longer to complete than construction of the tunnels. 

1'.11.3 DUST AND NOISE 

Under all construction alternatives. temporary increases in dust: and noise will 
occur at construction sites and along the muck disposal routes. even after 
mitigation techniques are applied. 
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15.11.4 VEHICULAR TRAFFIC CONGESTION 

Increases in traffic· congestion in the vicinity of station construction sites 
pr.obably will occur, despite the application of mitigation techniques, because 
of constricted road areas and the addition of construction traffic. 

15.11.5 PARKING 

Parking availability will be reduced in station environs whe~e off-street yards 
for construction employee parking and equipment are not established. 
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SECTION 16: CVL'l'1JRAl. RESOIlRCES 

This section presents an assessment of impacts to four types of cultural 
resources (historical, archeological, paleontological and parklands) that may 
be affected by the New LPA. The focus of discussion in this chapter 19 on 
potential adverse impacts and proposed mitigation measures. 

The detailed architectural descriptions of the properties with their photographs, 
and discussions of properties with no effect or no adverse effect are contained 
in the "Technical Report on Cultural Resources", SCRTD, 1988. 

16.1 PROJECT STATUS 

The appropriate Section 106 consultation has been completed for the initial 
segment of the Ketro Rail Project, Kinimum Operable Segment-l (KOS-l), which is 
now under construction. The impacts on Cultural Resources of KOS·l are discussed 
in the FEISpublished in 1983 and the Environmental Assessment (EA) for the KOS·l 
published in 1984. Contained in these documents are the mitigations for adverse 
impacts on Cultural Resources. Also contained therein is the Kemorandum of 
Agreement (KOA) which is now being implemented berween the SCRTD, the UrbanKass 
Transportation Administration (UKTA), the State Historic Preservation Officer, 
and the Advisory Council on Historic Preservation (ACHP). .This agreement 
outlines specific mitigation measures to be implemented on Ketro Rail. These 
measures, such as archeological and paleontological monitoring of excavation 
work, have been implemented for KOS·l construction and will be carried forward 
into the monitoring of future construction activities for the New LPA. 

16.2 HISTORIC PROPERtIES 

16.2.1 GENERAL REQUIREMENTS ANI) COHl'LIAlIICE 

A cultural resources inventory and assessment waS conducted in accordence with 
the requirements of the National Historic Preservation Act of 1966 (Public Law 
89-665, AS Amended), the National Environmental Policy Act (NEPA) of 1969 (Public 
Law 91-190), Section 4(f) of the Department of Transportation Act (Public Law 
89.670), and Executive Order 11593. Section 106 of the NEPA affords the Advisory 
Council on Historic Preservation (ACHP) the opportunity to review and comment 
on federal undertakings that affect properties included in or eligible for 
inclusion in the Nationel Register of Historic Places (hereinafter referred to 
as the National Register). Procedures for implementing Section 106 are provided 
in 36 CFR 800," "Protection of Historic and Cultural Properties." 

16.2.1.1 Coordination with the State Historic Preservation Officer 

The SCRTD has coordinated with the State Historic Preservation Officer (SHPU) 
since the preparation of the Alternatives Analysis/First Tier EIS/EIR in 
1978·1980. The SCRTD staff has continued this coordination through meetings, 
field tripa, and correspondence to resolve issues on scope of work, Areas of 
Potential Effect (APE), project timing and scheduling, and documentation content. 
In accordance with the KOA, the SHPO will continue to participate actively in 
the environmental review process and will review the New LPA station plans and 
final deaigns that involve cultural resources prior to construction. 



16.2.1.2 Coordination with tbe Los Ans.les ConservaDSY. Hollywood Heritage, 
and £he Los Anlel.s Cultural garitass Board 

Two private groups, the Los Angeles Conservancy (LAC) and Hollywood Heritage 
participated in this stuiSy. The City of Los Angeles Cultural Heritage 80ard was 
also consulted. The directors of all three organizations have been consulted 
about the architectural significance of potentially affected properties, areas 
of particular interest to each group, and definition of potential impact areas. 
The LAC has participated in field visits to sites in question and in meetings 
with staff of the SCRTD. Hollywood Heritage also' consulted with SCRTD staff on 
a number of occasions during preparation of thia document. 

t6.2.2 IDENTIFICATION OF HISTORIC PROPElTIES 

Historic Properties that would be affected by the six candidate alignments are 
contained in the November 1987 Draft SEIS/SEIR and in its Kay 1988 Addendum. 
The New LP~ properties are discussed in this SEIS/SEIR. 

Areas of Potential Effect (APE) were determined based on the same criteria used 
in the 1983 FEIS. Kaps of the APEs are contained in the 1988 Cultural Resources 
Technical Report. Historic properties for which determinations of eligibility 
and effect were completed in the 1983 FEIS are not discussed. Such properties 
are located along Wilshire Boulevard west of Alvarado Street and on Lankershim 
8oulevard, north of Universal City. 

The properties within the APEs wera evaluated to determine if they were of 
, hiStoric aga and significance, or had been determined eligibl'e for or were listed 

on the National Register of Historic Places. Lists of all properties 
in"estigated are included in the 1988 Cultural Resources Technical Report. Where 
properties were determined to be listed on the National Register, eligible for 
listing or potentially eligible for listing, they were referred to the State 
HiStoric Presentation Officer for determination of eligibility. The SHPO 
provided conclusions as to eligibility in a letter dated November 16, 1988 
(Figure 3-17). Figure 3-18 shows the approximate location of each property 
affected. 

16.2.3 APPLICATION OF CRITERIA OF EFFECT 

Section 106 of the National Historic Preservation Act directs federal agencies 
to assess the effects of their projects on any district, site, structure, or 
object included in or eligible for the National Register. 
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FlGUREJ..17 

OFFICE OF HISTORIC PRESERVATION 
D£PARTMlltT DF PARKS AltO RICRlA,tIOIt 
IJ()ST OFFICE BOx 9&1896 
SACRAMENTO. CAI..I'OANIA QoIZ9&OOOt 
{9Un .... s..aooe 

RECEIVED 
!'ICI"l'T.J - TSD 

"; 1O?l ~ r r OSlI rps" 

NOV 23 1988 
':-!,", :z 

ITEM '11'-""":'::""---fILE# ____ _ 

GEORGE OEUKMEJ'AN, Go_r 

NaYeIi:>er 16, 1988 

Mr. J ...... E., crawley, P.E. 
Directar of ~irq!Fall F.!Idlities 
Sr:lUI:hem CalifOrnia ilalpid Ttansit District 
425 Scuth Main st:I:eEIt 
los An:jeles, CA 90013 

Dear Mr. crawley: 

Reply To: tlHDI820708A 

~: los An:jeles Metm Pail- U'A; Determinations of II'at!cnal Rllqister 
Eligibility ard Effect 

Thank you for providirJq JIIe with an ~ty to review ard CCIIIIlent on the 
aecision by the = _ of DixectoLs to ccnsttuct an all~y U'A for 
the te<t jilase of the Metm Rail,Prcject. lis a result of the _'s 
aecision, the = has: 

1. delineate:!. an l\PE for the U'A applyirq the <letinit:ia\ use:!. ~ 
the ccns.Iltatien pr:IXlI!I3S for this 1.ftIer:tald.n;. 

2. iderrtifiecl ard eYaluate:!. proparties within the U'A l\PE for their 
historic signific:ano;, un:ler the National Rllq1ster Criteria. 

J. Detmmined the effects en h:istoric pr"""",Ues of the U'A • 

.m;; 

I CXI!1CUr with the U'A l\PE as defined """"'_ it is oonsistant with the 
precedent ...a haVe beEn usirq ~ ard becffl_ no <np>1lirr;J new 
ci:mlmstar1<:es rd/ exist that warrant ~t:ia\ of our apprcach to 
delineatirg l\P£s for this unclertakinq. 

National Fslis!;er Eligjl:!ility 

1. Ko<ean Philadelr;nla Prest>yterian 01I:I:r1::h 

we agree that this pr~, Whose ~ are the legally reootded lot 
lines, is eligible for io:lUllion in the National Register under Criterion C 
of the Naticnal Register Criteria. 

2. Parlclane J\partID!!nts 

'l!le additicnal dOa:mIentatian pravided was helpful. in dataJ:mininq that this . 
prcpazty. Whose l:>aundaries are the legally ~ lot lines. is eligible 
for in:lusien in the National Register un:ler Criterion c as a goxd exaJ!l>le 
of Bryant's 1oII:Ir!t in this eclectic style. 
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FlGURE 3-17 (ContiJmed) 

3. tlidlolas Priester ewJ.dJ.nq 

The additional doo_ation prOY!ded w. tIel.pfw. In determl.n1ng that this 
property. whose boundaries are the l/l9lll1y recorded lot lWs. is eligible 
for l.nclusion in the National lle9ister under Criterion C as a good e"""'Ple 
of Weston aBi weston's work. 

4. El cadi" ApartlllentS 

'l'bis nioely executed Spanish Colonial lVIival &lsi9l'l l:Jt Milton IUaclI. has 
considerable int"9rity am is eliqible for l.nclusion in the National 
Ile\Iister under CriteriOn C. The l"9ally recorded lot lines are the Ilistorie 
property boundary. 

S. Barry GQrdon Residence 

!lot ~ of the 1904 property's odqinal int"9rity surv iVeB to qualify 
this structure for l.nclusion in the National Ile\Iister under either Criterion 
8 or C, nor do aucoessive alterations create at! entity distinguished e.tltlIlgh 
in its own right to qualify tor l.nclusion in' the lle9ist~r. 

6. Atkinsorvl'armmv'SWain Residence 

'!his property is eliqible for inClusion in the National lle9ister under 
Criterion C as a fine local elI:aIIIpI.e of Mediterranean Revival architecture. 
'!he property might also qualify under Cd terion 8 if it is 
the survivinq resource IIIOSt closely associated with WUlill!! Farnum's 
importance as a sUent motion picture star. Further research wcuJ.d be 
needed to establish such importance. '!hie l"9allY recorded lot lines are the 
Ilistor 1e property boImdar1es. 

7. [)letee Residence 

'l'bis property is eliqible for l.nclusion in the National Ile\Iister under 
Criterion C as a rather rare aBi good ellllllPle of a Sh1nqle Style inspired 
residence in the local context. It appears to hare good int"9rity aBi might 
also qualify for l.nclusion in the Register under Criterion 8 if the 
_iatioo with Farnum described in 46. lIIxtle. CIOUld be established. '!hie 
property'll boundaries are the l"9ally recorded lot lines. 

RfFts 

Section VI of the 10\ eJlei:uted for this undertaking stipulates that 'to the 
enent. feasible. the SIbtIay am related facilities will be designed so as to 
not adversely affect Ilistorie aBi c:uJ.tural. properties d.Je to inCrellSed noise 
aBi vibration. 'l'he standard established to achieve this is 3S d8(A). As 
an added precaution. SCR'ID is l.nspectinq the condition of properties within 
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FIGl,JRE 3-17 (Continued) 

the LB\. AHl and where necessary, will Install ~rpinning for 
greater support and stability. 

Based on the uee t¥ 0CR'lD of these standards and precautionary _ures, I 
amcur in yow: determination that the foll ..... ing historic properties will not 
be affected t¥ the LB\.: Koreen PhUadel(:hia Clutch; ParklaM Ape.rbnents; 
8aI::nscIall Park and A , C Building, IIOllyhDcJt Bouse, Atkinson/FartlllllllSotain 
.Residencel Duffee .Residence. ' 

Based upon my r..,iew at the construction proposals fOr MacArthur Park, I 
concur in your determination that the preferred alternative will not 
adversely affect this historic property. Disruptions and impacts to the 
Park will be tenp)rary and are r..,ersible. Affected vegetation as vell III! 
furniture and f mures will be restored and the present condition of the 
lake !mprOlled. If carded out as proposed, the preferred alternative will 
not jeoperd1"e the Park's lIaI:1onal !legister status. I would suggest, 
however, that if they do not already exist in sufficient quantity and 
quality, that ~accepI:able J;tIQtos of affected p:>rtions of the Park be 
taken pr ior to the start at construction. 

Assuming that 'your intended use at a floating slab trac:kbed and soft 
fastensrs will 8'1<X'essfully IIlI!et the 35 dB standaJ:d, I concur in YQl[ 
debemination that the LB\. will not adverselY' effect either the United 
QlUrch at Religi<lUS Science or the El Cadi" Ape.rtlllents. Sm::e the Barry 
Gordon residence does not appear to be historic, an effect detemination is 
not reoessary •. 

I also amcur in your detemination that reither the planned optional 
station entrance 300 feet south at the Priester Building nor station 
construction within the IIOllywccd Boulevard Historic District will adversely 
affect these historic properties so lono; as applicable sections (IV A. B) of, 
the project IIJA are observed. 

Finally, I coII::Ur in your finding that ..... ing to the _r in which effects 
of the !.HI. on historic: properties will be taken into ao::cunt. there is no 
need to ameni' the project lIlA. 

You must nov notify the Advisory Counc:il on Historic: Preservation 
about the foregoing deteminations of no adverse affect and suwly the 
Counc:U with appropriate IIImIIUY ~tion in IICCOrdanoe with 36 CPR 
800.5(1) Ul. Be sure to include a copy at this letter in your suI:IIIittal to 
the Council. 

If you have arty questions concerning this resp:>11IIe to YQl[ r~st for 
WiWiI"ts Or require additional assistance with this matter. please call !/ans 
Kreutzherg at (916) 322-9621: 
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FIGURE 3-17 (Continued) 

~Ir. . 
eseNation Officer 

oc:: ACBP 
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FIGURE 3-18 
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The ACHP has established guidelines to assist agencies in determining whether 
a historic property will be affected by a project and whether this effect is 
adverse. As cited in 36 CFR 800.9(a): 

An undertaking has an effect on a historic property when the undertaking 
may alter characteristics of the property that qualify the property for 
inclusion in the Nationsl Register. For the purpose of determining effect, 
alteration to features of a property's location, setting or use may be 
relevant depending on a property's significant characteristics and should 
be considered. 

Based on the Criteria of Effect, the SCRTO found that there would be "No Effect" 
on seven properties as shown in Table 3-46 for the reasons listed. 

o Korean Philadelphia Presbyterian Church, 407 South New Hampshire Ave. 
The alignment passes under the street in front of the church, at 
least 60 feet away from and 65 feet down. The Project noise and 
vibration criteria of 35 dB(A) will be met. 

o Parklane Apartments, 3333 West Fourth Street. The alignment passes 
directly under the apartments at a depth of 60 feet, with projected 
noise levels of 34 to 39 dB(A). This is within the project noise 
and vibration criteria o~ 40 dB(A) for multifamily dwellings. A 
subsurface easement will be acquired. 

o Barnsdall Park and the Arts and Crafts Building, 4800 Hollywood 
Boulevard. The New LPA will tunnel under the northesst corner of 
Barnsdall Park where a parking lot is located (see Figure 3-22). 
It will pass about 50 feet north of. and 90 feet below the Arts and 
Craft building, where the noise and vibrati!ln levels would be within 
the criteria of 35 dB(A). A subsurface easement will be acquired. 

o The Hollyhock House, 4808 Hollywood Boulevard. This building is in 
Barnsdall Park but southwest of the Arts and Crafts Building. The 
New LPA will be about 450 feet north of and 105 feet below Hollyhock 
House. Noise and vibration levels will be within the criteria of 
35 dB(A). 

o Atkinson/Farnum/Swain ReSidence, 2003 La Brea Terrace. The alignment 
will tunnel under this property at a depth of SOme 180 feet. A 
subsurface easement will be acquired, however noise and vibration 
levels will be less than the criteria of 35 dB(A) for single family 
residences. 

o Durfee Residence, 2003 1/2 La Brea Terrace. The alignment will 
tunnel under this property ae a depth of Soll1e 180 feet. A subsurface 
easement will be acquired, and noise and Vibration levels will be 
less than the criteria of 35 dB(A) for single family residences. 

o Runyan Canyon Park. The alignment will tunnel under this property 
at a depeh of approximately 100 feet at the southern portion of the 
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IIIBImIC EWJri&iIiS ,.. ~CII ~ Il&IL DII' U& MILL c:AIIR ., znrm:r • ., __ D'I'ICr, MIl __ DnC!II 

a...1 a.f 
lIlJ&ibiUty 

allter'g ]lasT"' LgsAA1S!! (Set Iet.u) 

1 MacArthur Park Wibbire at. Alvarado 1 

8 Unit.d Church of R.liaioua Scienc., 31'1 Bth·Str •• t. 2 

7 Bolly.ood Blvd Hi.torical District 6223-7'01 Bolly.ood Bl. 1 

·13 L3r.en Philad.lphia Pr •• byt'rhn Church .07 S. H_ BIIDp.hh. • 

Parkl.n. Apt.. 333 w .• th Str •• t • 

H Ricbalt. hh.t.n Blela. 1101 R. V.m=t. " 

38 Barn.dall Park, Art ... Cr~t. Buildina .aoo Boll~ Bl. 1 

Barn.d.1l Park, Bo1lyhock Bou.. .BOB Bally.ood Bl. 1 

'3 11 Cadi. Apt.. 1725 H. Syc~r. Av. 3 

" Atkin.oa/Parnum/S.ain R •• idenc. 2003 H. L. Br •• T.rr. 3 

'B Durf •• R •• idene' 2003 1/1 B. La Br •• t.rr. 3 

" Runy.n Caayon Park Santa HDaica Haunt.in. 2 

lID 
U(eeti 

x 
x 

x 
x 

x 

x 
X 

lID -runt 

x 
x 
x 

x 

x 

Rot.a:thi. table do •• nat includ. properti ••• lema Wilahir. Boulevard or north 
D.t.rm!n.tiaa. of Eliaibility or Eff.ct. b.v. b'en mad. in th. 1963 FElS. 

of IJDiv.r.al City for which 

th. d.tisn.tioa of ,UaibiUty 18 d.t.rm!ntel throuah fhld .urvwy, r ••• arch, and th. follawin& criteria 
•• tabU.bed for UII' oa the St.t. of C.lifol"'llia Bi.toric R'DCNEC" lavCltory Pom (DPR. '23): 

1. 
ID 
2. 
3D. 
3. 
3D 

Individu.lly li.t.teI oa the Bat.ioo.l R.si.t..r of Bi'~ric Pl.c ... 
Li.t.d oa the R.tioa.l R'ai.t.r •• part of • district. 
D.t.~ntd individu.lly .1iSibl. to th. ReSi.t.r by th. U.S. D.partm.Dt of Int.rior. 
D.t.rm1ned .liaibl. oaly .. part of • di.trict. 
Appear •• liaibl. for individu.l li.tina. 
App •• r. .liaibl. for li.tina oaly •• • coatributor to • pot.nti.l R.tioa.l R.si.t.r 
Dhtdct. 

4. Hay b.ccme 
.1 

.Uaiblt for li.tina when: 
mor. hi.toric.l or archit.ctur.l r ••• arch i. performed; 
the property h r •• tored to aft .arU.r tpptaranc.; bl 

01 
dl 

4D Hay h.ccme 

mor •• ianU1cent. ftllDpla. of t.b. propezt.y·. arcbit.ctur.l .t.,.l. art d-.ol1ahedj 
the property b.cOlDll. old enouah to lU.t the R'litt.r'. 'O-.,..ar requirement; 

,Ulibla ( .. abowi) oaly ... coatzibutor to • diatrict. 

park to approximately 800 feet at the northern portion. Noise and 
vibration levels will be within the criteria of 35 dB(A). A subsurface 
easement will be acquired. 

By letter dated November 16, 1988, reproduced in Figure 3-17, the SHPO agreed 
with this determination of "No Effect" for the Korean Philadelphia Presbyterian 
Church, Parklane Apartments, Barnsdall Park, Hollyhock House, 
Atkinson/Farnum/Swain Residence and Durfee Residence. 

16.2.4 DETERHINATION OF NO ADVERSE EFFECT 

The ACHP has developed criteria to determine whether a proposed project will have 
an adverse effect on a property included in, eligible for, or potentially 
eligible for the National Register. These Criteria of Adverse Effect are 
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described in 36 CFR 800.9(b). The SCRTD has applied the Criteria of Adverse 
Effect to the six remaining properties, and has determined that there will be 
no adverse effect on these properties for the following reasons: 

o No part of any of the properties will be altered or destroyed. 

o The proposed project will not isolate 
the existing surrounding environment. 
of this issue is contained below. 

the properties > from or alter 
A more detailed discussion 

o The project will not produce visible, audible. or aesthetic elements 
that are out of character with the property or alter its setting. 
A discussion of this point as it relates to individual properties 
is presented below. 

o The proposed project will not contribute to neglect of these 
properties resulting> in the property's destruction or deterioration. 

o Implementation of the project does not require the transfer. lease. 
or sale of these properties. 

6.2.4.1 >Pisepssion of Cultural Prgperties Affected 

Each cultural property for which a Determination of No Adverse Effect was made 
is discussed below. 

HacAr~hyr Park. Wilsbire Boylevard/Alyarado Street 

During construction of the Project, it will be necessary to install a pocket 
track for storage of trains west of the Wilshire/Alvarado Station. It is also 
necessary to drain the HacArthur Park lake and prepare the lake bottom in order 
to construct a tunnel across the Park, either by cut-and-cover or tunneling 
methods. The SCRTD has prepared an engineering study of construction 
alternatives. which indicates that the most feasible location for placemen~ of 
a pocket track is under the HacArthur Park lake. This study was incorporaced 
into the Hay 1988 Addendum to the Draft SEIS/SEIR snd is summarized in Section 
3.15.2.1 of the Addendum and Section 15.3 of this chapter. Other alternatives 
would cost considerably more or would require extensive disruption to nearby 
traffiC on Wilshire Boulevard. 

The chosen Construction Option B calls for a cut-and-cover subway tunnel with 
a pocket track through the lake bed at a cost of up to $23.6 million. The lake 
will be drained for 24 months, and its bottom will be cleaned. restored with a 
permanent lining, and covered with sand or asphalt. The water aeration and 
fountain system will be rehabilitated. On the east side of the park, the>subway 
will be conatructed in s cut from Alvarado to the lake shore with the sidewalk 
area decked to allow pedestrian traffic. Pedestrian circulation along the park's 
east side will be rerouted via the sidewalks. After construction, the park will 
be restored to its original condition through reuse of furniture and fixtures. 
and replacement of landacaping features. 
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Construction through MacArthur Park will taka 24 months during which at lease 
90 percent of the land area of the park will remain open to use. The park's 
boating concession will be idle during the 24 months that the lake is drained. 
P~esently, approximately 250 people use the boats on peak summer holidays and 
weekands while 50 people use the boats on weekdays and during the winter months. 

Mitigation measures for this temporary use of land from MacArthur Park include 
the restoration mentioned above, lease of the parkland occupied by construction 
activities, payment for a subsurface easement, and compensation for the loss. of 
business by concessionaires. If desired, seRTD will investigate scheduling 
construction, for an additional $1.8 million, so that the lake. would be drained 
for only one peak summer season. , 
Because of the temporary nature of the impacts on the park and the mitigation 
measures to be applied, the SCRTD believes there will be no permanent adverse 
effects to the property and recommends a finding of "No Adverse Effect". 

United ChUrch of Rell&ious Science. 3251 6th Street 

In action unrelated to the Metro Rail Project, the United Church of Religious 
Science has damolished an administrative building on the northwest corner of 6th 
Street and New Hampshire Ave. This building was the only portion of the 
religious complex that WaS eligible for listing on the National Register. The 
church has also demolished some outbUildings and apartments on its property. 
The remaining church buildings were constructed in the 1960' s and are not 
historic. The Church plans to build a new administtation building to replace 
the old building •. 

The New LPA will tunnel under the remaining church building at a depth of 35 to 
40 feet, potentially introducing an element of noise. The projected noise level 
in the church from trains operating at 45 miles.per hour is 43 to 48 dB(A) , which 
is above the established criterion of 35 dB(A) for a church. Yith the use of 
a floating slab trackbed, the noise level would be reduced to 26 to 31 dB(A) , 
which meets the project criteria. A subsurface easement would be acquired. 
Since the remaining church bUildings are not historic and therefore ineligible 
for the National Register, this impact is only of interest from the point of view 
of the noise level in the church facility and is not of cOncern in the Section 
106 process. This impact is fully described and mitigation measures adopted in 
Section 8, Noise and Vibration, of this chapter. 

Nicholas Priester Building. 1101 North Vermont AVenY@ 

An optional station entrance is planned apprOXimately 300 feet south of the 
building and in its view. The design of the station entranc.e will be in 
character with and compatible with surrounding urban environment. The Locally 
Preferred Alternative would not introduce visual; audible, or aestheti'e elements 
that would be out of character with the property. 
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Hollywood Bouleyard Histaric Dlsbfict. 6223-75Ql Hollywood Bouleyard 

The New LPA would tunnel under Hollywood Roulevard through the Hollywood 
Roulevard Historic District with stations constructed by cut-and-cover at 
Hollywood/Argyle and at Hollywood/Highland. The entrances of these stations will 
be visible from historic buildings that contribute to the Historic District, 
introducing the potential for aesthetic elements that will be out of character 
with the property or alter its setting. 

At the Hollywood/Argyle station, the visual environment of the Taft Ruilding at 
6264 Hollywood Roulevard on the south side of Hollywood Roulevard, will be 
affected by planned station entrances on the south"side of HollYWOOd Roulevard 
just east o~ Gilbert's Rooks and on the north side of Hollywood Roulevard between 
Argyle and Vista del Mar Avenues. The Pantages Theatre at 6233 Hollywood 
Boulevard will be affected by the planned station entrance on the south side of 
Hollywood Roulevard just east of Gilbert'S Books. 

At Highland Avenue station, the entrance will be on the north side of Hollywood 
Boulevard, east of Mann' a Chinese Theatre and aeparated by an intervening 
building. The entrance will not be visible from the Chinese Theatre's facade. 
but will be visible from the El Capitan/Paramount Theatre at 6834 Hollywood 
Boulevard and from the Masonic Temple at 6840 HollYWOOd Roulevard on the south 
side of Hollywood Roulevard. 

At both stations the design of the entrances will be compatible with the eXisting 
urban environment. The alignment would not introduce visual. audible. or 
aesthetic elements that are out of character with or that would cause the 
neglect. transfer, or sale of the Hollywood Boulevard Historic District. As 
requested by the SHPO and in accordance with Section IV.A and IV.B of the. 
Memorandum of Agreement for the Metro Rail Project, SCRTO will develop design 
guidelines. to ensure compatibility, develop the plans for the station entrances 
in consultation with SHPO, and will provide copies of" correspondence and the 
agreed-on plans to interested local agencies. 

E1 CadI. Apartments, 1125 Nortb Sycemore AYenue 

The New LPA will tunnel directly under the El Cadiz Apartments at a depth of 
approximately 60 feet. The projected noise levels will be from 37 to 42 dB(A). 
slightlY over the project criteria of 40 dB(A) for multifamily dwellings. With 
the application of soft fasteners the levels will be reduced to 30 or 35 dB(A) , 
within the project criteria. A subsurface easement will be acquired. The 
alignment will not introduce any other elements that are out of character with 
or that would cause the neglect, transfer, or sale of the resource. 

Ry letter dated November 16, 1988, reproduced in Figure 3-17. the SHPO agreed 
with the determinstion of "No Adverse Effect" for MacArthur 'Park, United Church 
of Religioua Science, Nicholas Priester Rullding, HollYWOOd Roulevard Historic 
District and the El Cadiz Apartments. 
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16.2.5 DETERKINATION OF ADVERSE EFFECT 

After applying the criteria of Effect, SCRTD found that the New LPA would not 
cause an adverse effect on any historic properties within the APE for the New 
LPA. In a letter dated November 16, 1988 (refer to Figure 3-17), SHPO concurred 
with this finding . 

. . 16.2.6 CONCURRENCE OF ACHP 

The ACHP, by December 30, 1988 endorsement of an UKrA letter dated December 16, 
1988, subject: "Section 106 Process, Los Angeles Metro Rail, Phase 2", concurred 
with the project efforts to document the eligibility of properties involved, and 
the effects of the project on historic and cultural resources along the New LPA 
alignment. The UKrA letter, with ACHP endorsement, is shown in Figure 3-19. 
The letter notes that the current memorandum of agreement (MOA) between the SCRTD 

·.and the Advisory Council remains in effect for Phase II and a revised or new MOA 
is therefore not needed. 

·16.3 ARCHAEOLOGICAL RESOURCES 

For a discussion of the archaeological resources affected by the MOS-l segment 
and the Valley segment of Metro Rail, see the 1983 FEIS (Chapter 4), the 1984 
MOS-l EA, and the Archaeological Resources Technical Report (SCRTD, 1983). As 
noted in Section 1 of this chapter, the Null Alternative, being a "no-build" 
alternative, would have no direct effect. on archeological resources. 

In preparation for the construction of MOS-l, the SCRTD published a "Treatment 
Plan for Potential Cultural Resources Within Proposed Metro Rail Subway Station 
Locations in Metropolitan Los Angeles, California, November, 1985." This Plan 
established general procedures to be followed in protecting cultural resources 
encountered during construction, specific procedures for the protection of 
resources anticipated at individual station areas, and procedures for handling 
the discovery of unanticipated resources. 

Although SCRTD does not anticipate finding any archaeological resources during 
construction of the New LPA, it will follow the provisions of the mentioned 
Treatment Plan for handling unanticipated discovery of cultural resources. 

16.3.1 EXISTING CONDITIONS 

For the CORE Study, the SCRrn searched available maps and literature to determine 
if the Metro Rail Project would affect prehistoric or historic cultural remains 
or buildings. The research revealed that the stations are located in highly 
urbanized areas, where several waves of .development have removed, destroyed, or 
disturbed archaeological remains. The detailed findings of the study are 
contained in the "CORE Study Archaeological Technical Report, October, 1987." 
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FIGURE J.,19 

Mr. Robert Fink, Director 
western Office ot Project Review 

\lEe ! ~ 1989 

Advisory Council on Historic Preservation 
"0 Simms Street, RcOlD 450 
Golden, Colorado 80401 

Attention, Lee Keating 

Dear Mr. Fink: 

Re: Section 106 Precess 
Los Angeles Metro Rail 
Phase II 

The purpose of thie letter is to notity the Advisory council on 
Historic Preservation otlthe completion ot the Determination of 
Elgibility and Determination of Effect tor Pbase It of the Los 
Angeles Metro Rail Project. The SUPO, in a letter dated November 
16, 1988. has concurred that the Metro Rail Project will have No 
AdVerss Effect on the involved historic properties. 

S'Q5i9n lQ§ prosass 

Section 106 of the Nstional Historic Preservation Act directs 
Federal agencies to assess the effects of their projects on any 
district, site, structure, Or objsct inclUded in Or eligible for 
the National Reqister of Historic Places. The Council has 
established ~idelines to assist agencies in determining Whether a 
historic property will be affected by a project end whether this 
effect is adverse. 

In cOMection with the Los Angeles Metro Rail Project, the 
Sou,them california Rapid Transit District (SCRTD) on behalf of 
the Urban Mass ~ansportation Administration (UM'l'A), requeated the 
SHPO to make Determinations of Sligibility and Effect on historic 
properties that are within the Areas of Potsntial Effect (APS) of 
the llecond phase of the project. Attachment 1 contains a copy of " 
the SUPO's response, wbiCb found that thsre are eleven properties 
eligible for listing on the National Reqister. The SUPO concurred 
with ths District and UM'l'A that the project would have No Effect 
on six of the properties, and No AdVerse Sffect on the remaining 
five properties. 

3-16-14 



FIGURE 3-19 (Continued) 

Finding of Ho Advers. Effect 

According to 36 CPR 800.5(d) , the Federal Agency shall notify the 
Council ot the SHPO's COnCUrrence in a tinding ot No Adverse 
Effect and sUbmit to the Council summary documentation supporting 
the finding. That documentation required in the Council's 
pamphlet entitled, "Section 106, Step-by-Stepft is attached to this 
letter and is described briefly in the following paragraphs. 

Maps of the project area are provided through a schematic drawing 
of the Locally Preferred Alternative (LPA)· in Attachment 2, 
profile maps of the LPA in Attachment J, and maps ot the APE's 
containing the affected properties in AttaChment 4. 

The name of the project is the Los Angeles Rail Rapid Transit 
(Metro Rail) Project. The atfected properties lie within the 
second phase of the project. A brief description of the project 
is contained in Attachment 5. This new preferred alignment 
differs from the previously approved alignment in the 1983 FtIS in 
the middle portion from Wilshire/Vermont to universal City. .The 

• section from Union Station to Alvarado, now under construction. 
and the alignment from Universal City to North Hollywood remain 
the seune. 

Attachment 6 contains copies of California Historic Resources 
Inventory Forms Or other descriptions· ot the historic properties 
subject to effect. These forms identify the properties and 
describe their significance. 

The District and UMTA have applied the Criteria of AdVerse Effect 
to those properties for Which an ettect was found. Attachment' 
explains why the project will have no adverse etfect on the 
properties involved. It also indicates what mitigation measures 
are to be applied for each property and Where the District commits 
to these mitigation measures in the SEIS/SEIR. 

The written concurrence ot the SHPO in a November 16, 1988 letter 
is included as Attachment 1. 

Interested persons and agencies have co .... ented on the project's 
impact on cultural resources. Tbese comments and the District's 
responses are found in the CUltural Resources section of Chapter 1 
of the proposed final SEIS/SEIR under CR J, 6, 10 and 11. 
Extracts from the pertinent comments are in Attachment s. 
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FIGURE 3-19 (Continued) 

Memorandum of Aaregm,nl; (MQA) 

The original 1983 FEIS contained the overall project MOA which was 
signed by the Council, UMTA, the California SHPO, and the 
District. A copy of the MOA is enclosed for your information as 
Attachment 9. This MOA is still in effect and will continue to 
apply to Phase II. Therefore, we do not feel that a revised Or 
new MOA is needed. ' 

Please review the enclosed documentation and let us know whether 
you object to the determination of NO Adverse Impact for the 
five subject properties. If we do not hear from you within 30 
days, we will proceed with the final supplemental environmental 
finding for the project per 36 CPR 800.5(d) (2). 

If you have any questions concerning the project, please contact 
Ms. Carmen Clark at (415) 974-7317. 

Attachments 

cc: Gualtieri, SKPO 
Pegg, SCR'l'D 
Taylor, LACTC 

3-16-16 

Sincerely 

/'/&// ' ~~' ,,.W'..~ 
Sriqid/~ynes Cherin 
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16.3.~ IMPACT ASSESSHENT AND MITIGATION 

Review of historical documents resulted in the identification of one property 
wi.th the potential to contain significant cultural resources which, if they 
should be found to retain their integrity, may be eligible for inclusion in the 
National Register. 

'16.3.2.1 Vermont/Santa Monica 

An area known as "Two Springs" was located near the southeast corner of Santa 
Monica and Vermont in 1873. IDDDediately to the south, on the west side of 
Vermont, the house of M. Sullivan was located. While these locations appear to 
be outside of the direct station impact area, it is not possible to correlate 
the locations accurately with the present road alignment, and outbuildings or 
facilities of an isolated homestead of this early dace could occur for some 
distance away from the house. The springs and the State Road depicted on 
Figure 3-20 suggest a node on an early transportation corridor. 

There is further potential for prehistoric remains originating from Indian use 
of the springs. Any intact resources have potential significance for the study 
of Indian sites in an area which was never surveyed prior to development, and 
for the historical archaeology of travel and settlement in an outlying area 
remote at the time from central Los Angeles. Only a few isolated wood frame 
houses existed on either side of Vermont as late as 1919, and only a brick market 

, and bakery, without basement, had been added by 1942. 

Ifitigation 

It cannot be determined without field testing whether prehistoric or'Nineteenth 
Century resources may be present. During construction, mitigation will follow 
the Treatment Plan as indicated above. A Project Archaeologist will be 
contracted and will monitor construction near Vermont Avenue and Santa Monica 
Boulevard as determined appropriate during final design and similar to the 
procedure followed for MOS-l. 

16.3.2.2 Hull Alternatiye 

No rail construction beyond MOS-l activity i,s associated with the Null 
Alternative; therefore, no disturbances of archaeological resources except those 
found in MOS-l are anticipated. 

16.4 PALEONTOLOGICAL RESOURCES 

A discussion of paleontological resources potentially affected by the Metro Rail 
Project may be found in the FRIS, Chapter 4, pages 43 to 49. Additional 
information is provided in the Paleontological Resources Technical Report for 
the CORE Study. 
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F1GUREJ..20 

ARCHAEOLOGICAL RESOURCES AT VERMONT/SANTA MONICA 
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____ ~u:.L...., 

I I 
I 
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16.4.1 . EXISTING CONDITIONS 

Th.e New LPA alignmenc has been divided inco four segmenCs Co facilicace a review 
of che subsurface scracigraphy and Co allow an assessmenc of the potential for 
encountering fossil remains during project excavations. Fossiliferous marine 
and nonmarine sedimentary rock units of middle Kiocene to Holocene Age are 
virtually ubiquitous in the Los Angeles basin. All of these units, except the 
younger (Holocene) alluvium, alluvial fan deposits, and igneous rock within the 
Topanga Group, are considered to have moderate to high potential for yielding 
fossil remains. The paleontologic resources of the units that would be 
encountered in each segment of the New LPA as well as additional information on 
the resources not included in the FEIS, are summarized below and described in 
greater detail in the 1987 Paleontological Resources Technical Report. 

16.4.1.1 Kid-Wilshire Segment (iilshire/Alvarado to iilshire!Western) 

The Puente Formation will be encountered from the Wilshire/Alvarado Station to 
the WilshirejNormandie station at depths greater than thirty to forty feet. 
Older (Pleistocene) alluvium occurs at shallower depths. Bivalve mollusks have 
been found in bore hole samples from the Puente Formation. Additional mollusks 
were found during excavation of the Fifth/Hill Station and a shark tooth was 
~ecovered from this unit during excavation of· the Wilshire/Alvarado Station. 
Elsewhere, this formation has produced other marine vertebrates, as well as 
concinental vertebrace and plant remains. The lower parc of the Quaternary 
alluvium (Palos Verdes Sand) has yielded marine bivalve mollusks in the KOS-l 
area. Continental vertebrate remains are commonly found in the upper part of 
che alluvium in this area. These occurrences indicate that a diversity of fossil 
remains may be encountered in the Puente Formation between the Wilshire/Alvarado 
and WilshirejNormandie Stations. Between the WilshirejNormandie and 
UilshirejWestern Stations, older alluvium would be encountered from the surface 
co depths of fifty to sixty feec. Deeper tunneling would reach che San Pedro, 
Puente, and Fernando Formations, which have yielded marine vertebrate and 
invertebrate fossils, as well as continental vertebrate fossils in che case of 
the San Pedro Formation. Although no known fossil sites' occur along this portion 
of the segment, a moderate potential for uncovering a diversity of fossils during 
excavation exists. 

16.4.1.2 North Segment (Wilshire Bouleyard to Hollywood Boulevard) 

excavacion of the segment north of Wilshire Boulevard along Vermont Avenue will 
encounter older alluvium and the Puente Formation and has a moderace pocential 
for encountering a diversity of fossils· (see Section 16.4.1.1, Kid-Wilshire 
Segment) . 

16.4.1.3 Hollywood Segment (Vermont Ayenue to Highland Avenue) 

excavation of this segment will encounter mostly alluvial fan deposits and 
younger alluvium, which will have only a low potential for yielding fossils. 
Just west of Vermont Avenue, the Puente Formation, which has a moderate potential 
for yielding a diversity of fossils, will be encountered (see Section 16.4.1.1, 
Kid-Wilshire Segment). 
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16.4.1.4 Valley Segment COabuenga Pass to LankershimlChand1er) 

Most of this segment will be constructed in the Topanga Group. Sedimentary rock 
of the Topanga Group occurs in the southern portion of the segment between the 
Hollywood/Vine and Hollywood/Highland Stations, and in the northern portion 
beyond Cahuenga Pass. There is no known fossil site along this part of the 
proposed route. but the occurrence of numerous marine invertebrates and some 
continental vertebrate and plant fossl1 sites from exposures of this unitwlthin 
the Santa Monica Mountains indicates that there would be at least a moderate 
potential for encountering a diversity of fossils during excavation of 
sedimentary rock within the Topanga Group. The central portion of the segment 
from the Hollywood/Highland Station to west of Oahuenga Pass will crOSS 
unfossiliferous igneous rock within the Topanga Group. 

Between the Universal City and North Hollywood Stations, younger alluvium, which 
has only a low potential for containing fossil remains, will be encountered to 
depths of about fifty to eighty feet. Older alluvium underlies the younger 
alluvium. There exists a moderate potential for uncovering continental 
vertebrate remains during excavation of this segment, if the older alluvium is 
encountered at depth. 

16.4.2 IMPACT ASSESSKENr AND KITIGATIOR 

The sensitivity of paleontologic resources to the adverse impacts of excavation 
reflects an assessment of the potential for disturbing fossil remains. This 
assessment is' based On the rock unit that would be encountered" and the number 
of fossils and sites that unit has produced i,n the local area. There are no 
known highly significant and sensitive paleontological resources along the New 
LPA alignment. However, potentially fossiliferous rock would be disturbed, in 
all segments considered. During tunneling activities, any fossils encountered 
would be so disturbed that no useful information could be obtained. Monitoring 
will not be done during tunneling. 

All paleontologic mitigation work conducted to alleviate the adverse impacts of 
excavation will be done following the guidelines in the Treatment Plan referred 
to in Section 16.3 above. 

16.4.2.1 Hid-Wilshire Segment (Vi1shire/A1Yarado to Jilshire!Restern) 

Impact: There exists a moderate potential in the middle segment for disturbing 
a diversity of fossils in the Puente and Fernando Formations and the older 
alluvium. 

Mitigation: SCRrD will contract with a Project Archaeologist, who will provide 
paleontological monitoring of the excavation of stations at Vermont, Normandie, 
and Western Avenues. Investigations will begin when the older alluvium or an 
underlying unit was reached. Excavation of younger alluvium will only be spot 
checked. If Widely varied or highly significant fossils were found in any unit, 
monitoring may be extended to cover excavation of that unit on a full-time basis. 
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16.4.2.2 Northern Segment (Wilshire Boulevard t9 Bgllyvpod lqulevard) 

Impact; There exists a moderate potential for disturbing a diversity of fossils 
frpm the Puente Formation and older alluvium. 

Mitigation; Monitoring of the excavation for stations at Beverly Boulevard. Santa 
Monica Boulevard, and Sunset Boulevard will be on a part-time or as-needed basis. 
Monitoring will be conducted in the manner described for the Mid-Wilshire Segment 
(see Section 16.4.2.1). 

16.4.2.3 Hollywood Segment (Vermont Avenue to Highland Ayenue) 

Impact: There exists a moderate potential for disturbing a diversity of fossils 
from the Puente Formation in the area just west of Vermont Avenue. A low 
potential for disturbing fossils in the alluvial fan deposits and younger 
slluvb1lll exists. ' 

IUtigation: El<cavation of these units at the Hollywood/ll'estern and HollywoodjVine 
Stations and the Hollywood/Bronson Transition will be spot checked. Monitoring 
will be conducted in the manner described for the IUd-Wilshire Segment (see 
Section 16.4.2.1). 

16.4.2.4 valley Segment (Cahuenga Pass to Lankersbim/Cbandler) 

Impact: El<cavation of sedimentary pack within the Topanga Group,may have the 
potential for disturbing a 'diversity of fossils. El<cavation of older alluvium 
~y have a moderate potential for disturbing vertebrate fossils. 

Mitigation: Deeper excavation of the Universal City and North Hollywood Stations 
will be monitored on a part-time or as "needed basis if sedimentary rock or older 
alluvium. respectively, is encountered. Monitoring will be conducted in a manner 
similar to the Mid-Wilshire Segment (see Section 16.4.2.1). 

1.6 • :5 MEMOMNpUK OF AGREEMENT 

The Memorandum of Agreement executed for the Metro Rail Project in November 1983 
by the SHPO, Advisory Council on Historic Preservation, UKTA, and SCRT!) is still 
in effect and is governing the actions of SCRT» as it constructs the first phase 
of the Project, Minimum Operable Segment (MOS-l). Since there is no "Adverse 
Effect" by the Metro Rail proj ect on any historic properties, there is no need 
for a revision to the Memorandum of Agreement for the Project. In a letter deted 
November 16,1988, (Figure 3-17) the SHPO concurred with SCRT» that no revisions 
~o the MOA would be needed. 

16.6 ilCTIO! 4(£) EVALUATION 

16.6.1 INTaODUCTION 

Section 4(f) of the Department of Transportation Act of 1966 (49 USC 1653(f» 
declares a national policy that special effort be made to preserve the ,natural 
beauty of the countryside, public park and recreation lands, wildlife and 
waterflow refuges. and historic sites. Section 4(f) permits the Secretary of 
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Transportation to approve a project that requires the use of publicly-owned land 
from a park. recreation area, or wildlife refuge, or any land from a historic 
site of national, state, or local significance only if the following 
de~erminations have been made: there is no feasible and prudent alternative to 
the use of such land, and all possible planning has been undertaken to minimize 
harm to the 4(f) lands resulting from such use. 

There are chree parks along che Locally Preferred Alcernacive. These are 
MacArthur Park at Yilshire Boulevard and Alvarado Screet, Barnsdall Park at 
Hollywood Boulevard and Vermont Avenue, and Runyan Canyon Park through the Sancs 
Monica Mountains'. These are discwised in the following sectiona. In compliance 
wich Section 4(f) requirements, a study was undercaken co examine construction 
alcernatives and impaccs on HacArchur Park. Sec cion 15.3.1 of chis chapcer 
discusses this study and ics conclusions. Ocher parks in the Regional Core, not 
affecced by the New LPA, are listed and discussed in che 1983.FEIS, Chapter 4, 
Secl:1on 5.2, and the 1980 Final Alternacives Analysis/Environmenca1 Impacc 
Scatemenc/Review, Chapter VII, Section D. 

16 . 6.2 I1SE OF PAB.ltS LANDS AlID RECREATION AIlEAS 

16.6.2.1 HacArChur Park 

DeSCription and SlfnUlcance 

MacArchur Park is a landscaped cicy park of approximacely 32 acres bounded by 
Sixch Screec, Parkview Street, Seventh StreeC and Alvarado Avenue. Ic is 
bisecCed by Yilshire Boulevard an~ contains an eight and one-half acre lake in 
its south half. A map of the park is shown in Figure 3-13, pg. 3-15-4. 

Acquired January 6, 1886' in eXChange for other ciry landa, the park was 
originally called Yesclake Park and renamed in 1942 in honor of General Douglas 
MacArchur. Determined unusable for commercial purposes because of ics swamp
like character, Mayor Yorkman macched citizen and ciry funds to converc it inco 
s park. By che 1890's, the lake was enlarged and pacbways established. There 
was boating and a bandscand to atcracc visitors. Trolleys provided 
transportacion to the park and gradually, major pieces of art were erected in 
che park. The sculpture by Nina Saemundsson (1935), Paul Troubetskoy (1920),' 
and che concributions of H:L. Chapin (Sundial and TriCon on Dolphin, 1936) and 
a stacue financed and construc.;ed by the Hungarian communiry in 1969 all 
contribute to che communiry's cultural awareness through cime and art. In 
support of this, the park was designated an hiscorical cultural monumenc (#1000) 
by che Ciry of Los Angeles in 1972. 

Yilshire Boulevard was cut through the middle of the park in 1934. The gateways 
aC che northwest and southwesc corners are zig-zag Moderne with two massive, 
scepped, concrete pillars On eicher side of che encry pach. Solid concrece 
baluscrades with bench ledges connecc each pillar co smaller poscs beside che 
sidewalk. The boulevard chrough the park is bordered on both sides by a low 
cut-ouc concrel:e wall wich bas-relief ornsmentaCion. The bridge over che 
connecCing pach is in the same sryle as the wall and che gaceway, wich Moderne 
elements. AC the easCern entrance is an eight-fooc call black cast concrete 
statue of Promecheus. This was constructed in 1935 for CM Federal Art Projecc 
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by Nina Saemundsson. Another piece of artwor~ located at the western entrance 
is a stacue of Harrison Gray Otis. designed by Paul Troubetzky. A statue of Hayn 
Solomon was moved from Hollenbeck Park to MacArthur Park in 1953. Street 
furniture includes Nineteenth Century style carriage lamps designed by King 
Lighting. A statue of General Douglas MacArthur Was erected in 1955. A new 
bandshell was constructed in 1957. In 1973, MacArthur Park received extensive 
remodeling and face1ifting with a new boathouse. Other feacures of the park 
include a playground, a small amphitheater. a recreation center. and lake. 
Landscaping incorporates palm, eucalyptus, pine and jacaranda trees as well as 
small plants and shrubs. 

Proposed Us. 

The New LPA will be in eunne1 under MacArthur Park from east to west. The Ketro 
Rail Project requires temporary cut-and-cover construction along the west 
lakeshore, through the lake, and through t:he east side of MacArthur Park to 
construct: a pocket: track for st:oring disabled and out-of-service subway t:rains. 

Al ternatiyes 

The alt:ernatives to using MacArthur Park for temporary construct:ion are 
summarized below. A full discussion is found in the February 1988 Technical 
Report: on MacArt:hur Park prepared by SCRm consu1t:ants. 

The alt:ernatives to the temporary use of MacArthur, Park are not to build t:he next: 
phase of the Ketro Rail Project or to move the rout:e alignment to miss the park. 

It is not prUdent to forego building the next phase of the project. The 1983 
FEIS and the Draft SEIS/SEIR showed that ,there would be more impact:s on the 
environment if the next phase were not built. Categories t:hat would benefit: from 
construction of the next phase are community mobility and accessibi1it:y, land 
use and development: of city centers, and regional air qualit:y. It is not 
feasible t:o move t:he tunnel to avoid t:raversing MacArthur Park. The end of KOS-
1 is on the east side of Alvarado Street, about 100 feet from the east: edge of 
KacArthur Park. The absolute minimum horizontal curve allowed for the project: 
is a 750 foot radius. which would require encroachment on MacArt:hur Park and the 
lake regardless of any realignment:. 'The absolute maximum vertical slope allowed 
is 4' for sustained gradas and 6' for short segment:s. In order to pass under 
the soft muck and weathered siltstone that would have to be removed from t:he 
bot:t:om of t:he lake to reach competent: rock that: would support a tunnel, the 
alignment: would have t:o drop at: 6.1' for 390 feet:. This distance is considered 
a sustained graae; therefore the required slope exceeds the maximum slope allowed 
for either a austained grade or for a short: segment of track. This means that 
under any feasible and prudant alternative, the lake must be drained and the lake 
bottom prepared for construct:ion. 

Heasyrls tq "101m!:;e Harm 

As discussed in Section 15.3.1, ·Construction Impacts of KacArthur Park,· t:he 
period of disruption to MacArthur Park might be shortened by several months if 
the planned pocket track were deleted or moved. These and ot:her measures t:o 
minimize harm are discussed below. 
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It is not feaaible or prudent to delete the poeket traek. A poeket traek is 
required to remove stalled or, unsafe trains from mainline serviee during 
op~rating hours. It must 'be strategieally loeated so that trains ean be quiekly 
removed from the mainline to reduee the potential for hazardous operating 
eonditions. The preferred loeation is on the trunk line before the braneh, in 
this ease beeween the Wilshire/Alvarado and Wllshire/Vermont stations. A poeket 
traek for a subway system ean be eonstrueted by cut-and-cover or tunneling. Of 
these methods the least expensive is eut-and-eover, while tunneling could be 
several times more ex'!'ensive. 

It is not feasible or prudent to move the pocket track. If the pocket track is 
not placed'on the trunk line, it must be placed on one of the branch lines. On 
a branch line, a pocket track will be unable to quickly and safely aecept trains 
that fail on the other branch line, leading to disruptive and potentially 
dangerous train delays. Pocket tracks could be placed on both of the branch 
lines, but at double the cost~ If the pocket track is placed on the trunk line 
it must be placed either under Wilshire Boulevard adjacent to the 
Wilshire/Vermont Ststion or, in MacArthur Park. On Wllshire Boulevard the 
required cut-and-cover construction would disrupt traffic for from 20 to 26 
months, causing delays for tens of thousands of motorists daily and disrupting 
retail and commereial businesses along Wilshire. Adjacent to Wilshire/Vemont 
Station, the cut-and-cover would lie along Wilshire Boulevard but would eut 
through and remove several commercial buildings, causing both traffic and 
business disruptions. Since MacArthur Lake must be drained for tunneling or 
for cut-and-cover construction, the required pocket track can be constructed 
under MacArthur Lake at the same time. 

Three options involving tunneling under MacArthur Park and emplacing the pocket 
track under Wilshire Boulevard were examined. Three more options for emplacing 
the poeket track under MacArthur Lake with cut-and-cover construction were 
examined. These options are described in Section 15.3.1. 

The preferred option is Option B, under which the lake would be drained and 
fenced off, muck removed, pocket track excavated and constructed, lake bottom 
restored, and lake refilled. Portions of the park and lake will be out of 
service for 24 months. Option B was chosen for the following reasons: 

o At $23.6 million. it is less expensive than any of the tunneling 
options (A, A-l. or A-2). or the other cut-and-cover options, B-1 
or B-2. 

o As a cut-and-cover option, it avoids the traffic disruptions that 
would be associated with tunnel in the park and pocket traek in 
Wilshire Boulevard, and 

o The 24 month construction period is the shortest of the cut-and
cover options and shorter than all but one of the tunneling options. 

Mitigation measures associated with the cut-and-cover options are provided in 
Section 15.3.1.5 of Chapter 3. 
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Coord locrt Ipp 

The member of the Los Angeles City Council for the MacArthur Park area and the 
Department of Recreation and Parks have been consulted throughout the COR! Study 
and Preliminary Engineering. They will review the final design for the 
construction and will participate in negotiations for the leases and easements 
needed for construction and operations. 

In a letter to tlKTA dated June 15, 1988 (See Figure 3-21), the Office of 
Environmental Project Review, U.S. Depar~nt of Interior stated that: 

"The Department of Interior has no preference with regard to the 
various construction options for the project's involvement with 
MAcArthur Park. Our major concern here is that the park be restored 
to pre-project condition afte~ construction and that any incidental 
damages '(for adverse impacts such as the temporary restriction of 
park access) are paid to the satisfaction of the Los Angeles 
Department of Recreation and Parks." . 

Under the proposed plan. the Park will be restored to pre-project condition 
after construction. Preliminary indications suggest that compensation for the 
use of the Park will be based on prevailing lease rates for similar property and 
will be determined by an independent appraiser. SCRTD has begun negotiations 
with' the Los Angeles Department of Recreation and Parks, which will result in 
an agreement on the method of compensation and the detailed methOds for applying 
the adopted mitigation measures. 

16.6.2.2 Barnsdall Park 

Barnsdall Park is a landscaped outdoor park at the southwest corner of Vermont 
Avenue and Hollywood Boulevard. The park is on a hilltop and consists of 
approximately 14 acres of lawns. trees, roadways and bUildings. Several of the 
buildings. including the Arts and Crafts Building and Hollyhock House were 
designed by Frank Lloyd Wright. The park also contains an art gallery and 
associated cultural facilities and actiVities. 

Proposed Us, 

The New LPA will be in tunnel under the northeast corner of Barnsdall Park. 50 
feet away from ai\d 90 feet below the nearest of the historic buildings (see 
Figure 3-22). Noise and vibration levels would be below the Project criteria. 
Acquisition of subsurface easement is necessary. Because the Metro Reil Project 
will be completely underground in the vicinity of Barnsdall Park, and the level 
of ground-borne noise generated in buildings of the park by the operation of 
trains will be within the, project criteria, SCRIO finda that there is no "use" 
of the property as contemplated by Section 4(f) of the DOT Act. This finding 
is supported by the finding of the SHOO in consideration of the effects the' 
Metro Rail Project would have on the properties under the provisions of Section 
106 of the National Historic Preservation Act. In a letter to SCRTD dated 
November 16,1988, the SHOO concurred with SCRIO that there would be "No Effect" 
on Barnsdall Park from the Metro Reil Project. 

3-16-25 



F1GURE 3·21 

United States Department of the Interior 

ER 8'f 11271 

OFFICE Of ENVIRONMENTAL PROJECT REVIEW 
WASHINGTON, D.C. _ 

JUNl-_ 
~ ·w E C E I V E 0 

SCRTO-TSO 
TRANSIT FACIUllES Ms. Carmen C. Clark 

Urban M_ Transpa-tatlon Administration 
Region IX 
211 Main S1Het, SUite 1160 
San Pra .... fsco, CaUtomia 94105 

Dear Ms. Clark. 

JUN 111988 

REM "" 3015" ... ---"---~--FIlEf> ____ _ 

TItls responds to your request fer the Department of the Interier's comments on the 
addendum to the draft supplemental environmental statement fer the Los ~ Ilapic:I 
Ball Ttanldt project, Los Angeles County, CIIlifernia. 

The newly proposed Altarnative 6, a combination of Altarnatives 3 end 4, produees no 
new Impacts to Section 4(0 resourees, er other l'IISOW'Ces of ",,""ern to tllis 
Department. Consequently, our previous comments on Altarnatives 3 and 4 are also 
appUcable to Alternative 8. 

The Department of the Interiar has no preterence wilh regard to the various construction 
options far the project's involvement with MoArthur Park. Our major concern here is 
that the park' be restored to p...-project condition atter construction, and that any 
incidental damage. (ter adverse Impacts such as the temporary restriction of park 
aeeesa) are paid to the satisfaetion of the Los Angele. Department of Recreation and 
Parks. 

Thank you fer the opportunity to provide these eomments. 

Sincerely, 

... 

eo. Mr. Nadeem Tahir 
Manager, Environmental Engineering 
Southern CaUtomia Rapid Transit Dlstriet 
425 South Main Street 
Los Angeles, CA 90013 
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SOURCE: Southern California Rapid Transit District 
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Alternatiyes 

The Ne~ LPA ~as chosen in part to avoid adverse impacts associated ~ith other 
alternatives that had aerial rail structures crossing the northeast corner of 
Barnsdall Park. These alternatives ~ould have introduced visual and audible 
elements into the park's setting which could have detracted from its character. 
These other alternatives are described in the November 1987 Draft SElS/SElR and 
in its May 1988 Addendum. Since the all·sub~ay Ne~ LPA ~il1 cause "No Effect" 
on the park, SCRTD does not· consider further study of alternatives to be 
necessary. 

MitIgation 

The Ne~ LPA ~ill not affect the park, sO no mitigation measures are necessary. 

CoprdinatioD 

SCRTD has consulted with the City of Los Angeles Department of. Recreation and 
Parks throughout the CORE Study. 

16.6.2.3 RWlvan Canyon Park 

DescrIptioa and Slgnlflcanes· 

Runyan Canyon Park is a 133 acre wilderness park in the Santa Monica Mountains 
above the Hollywood District of Los Angeles. Yhile surrounded by one of the 
most densely populated areas of Los Angeles, its native ecology remains largely 
intact. 

The Park ~as discussed in the Draft SElS/SElR and the 1983 FElS as part of the 
Santa Monica Mountains National Recreation Area. This discussion is fOUnd in 
Chapter 3, Section 12 of the November 1987 Draft SElS/SElR and in Table 4·2 and 
Figure 4·11 of the 1983 FEIS. To sssure full compliance ~ith Section 4(f) of 
the Deparcment of Transportation Act of 1966, the Park is now also discussed in 
this section of the Final SElS/SEIR. In 1983, it ~as determined by the U.S. 
Deparcment of Interior that no impact was apparent from the "La Bres Bend" 
alignment, one of the alignments then under revie~ (See "Technical Report on 
Biological Resources," Vestee Services, Inc, January 1983 incorporated herein 
by reference). As sho~ in Figure. 3· 23. this alignment corresponds almost 
exactly with the New LPA as it passes through the Runyan Canyon Park. 

The Park was aequh:ed by the City of Los Angeles in 1984. This area became 
parkland following publication of the 1983 FEIS. The Kaster Plan for the Park 
entitled "Master Plan and Design Guidelines" ~as published on March 25.1986 and 
details the current use and improvements planned by the City. 
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Proposed Us, 

The New LPA alignment will be in deep tunnel under !:he Runyan Canyon Park. This 
iQ !:he section of !:unnel that connects the Velley segment of the line to the 
Hollywood segment. The depth of !:unnels range from approximately 100 feet near 
Fuller and Franklin Avenues at the southern boundary· of the Park to 
approximately 800 feet at the northern end near Kulholland Drive. The !:unnel 
alignments are shown in the Plan-Profile Sheets, Figures 2-14 and 2-15 of this 
document. A vent shaft that may be required in the segment of the tunnel 
through the Santa Konica Mountains will be placed near Solar Avenue and is in 
the segment of line outside the park boundary. This is shown in Figure 2-15. 

The New LPA represents a minor Change in alignment through the Park. There are 
no impacts expected other than those presented in the 1983 FEIS. Although the 
status of the parkland changed, the impacts from the revised alignment are the 
same. Therefore, the finding of no Section 4(f) effect in the 1983 document and 
concurred in by the Department of Interior is still valid. 

The New LPA will not affect the Park, so no mitigation measures are necessary. 

CoordinSkl00 

SCRTO has consulted with the City of Los Angeles, Department of Recreation and 
Parks throughout the CORE Seudy. 

16.6.3 Use of Historic Properties 

The New LPA will have "No Effect" or "No Adverse Effect" on eleven historic 
properties as descr.ibed in Sections 16.2.3 and 16.2.4 of this chapter. 
Therefore, there is no use of historic properties as defined in Section 4(f) of 
the Department of Transportation Act of 1966. 
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CHAPTER 4; COST ANALYSIS OF PROJECT OPTIONS 

SECTION 1. CAPITAL COSTS 

1.1 INTRODUCTION 

Operating coata, capital costs, and bus and rail patronage data for the bus and 
rail modes are _ presented in, this chapter. -Capiea1 costs have been annualized 
and combined with ,annual operating costs to determine eotal annual costs', based 
on a 30-year life for rail facilities, a lOO-year life for right-of-way, a 25-
year life for rail cars, and a l2-year life for buses (as defined in "Procedures 
and Technical Methods For Transit Project Planning,· UKrA, February 1986). The 
annualized capital costs are calculated with a discount rate of ten percent as 
recommended by the u.s. Department of Transportation. Cost efficiencies are 
calculated to provide a means of comparing the performance of project options. 
Additionally, a marginal cost analysis was performed to define the incremental 
financial burden associated with the construction and operation of an extended 
rapid rail system beyond that provided by MOS-l under the Null Alternative. 

Four alternative operable segments are identified as project options for MOS-2, 
the second construction segment of the New Locally preferred Alternative for 
Metro Rail. These options are: 

0 Case 1: Temporary terminal stations at llilshire,IYestern and 
Hollywood/Vine; 

0 'Case 2: Temporary terminal stations at llilshire,IYestern and 
Universal City; 

0 Case 3: Temporary terminal stations at Ililshire/Vermont and 
Universal City; 

0 Phase II: The full alignment with terminal stations at llilshire,IYestern 
and North Hollywood. 

Negotiations are currently underway for the funding of Case 1 as the MOS-2. 

1.2 CAPITAL COST ESTIMATES 

Capital cost estimates have been revised since publication of the Draft 
SEIS/SEIR. Current estimates are based on specific construction and procurement 
bid experience on MOS-l. Unit costs for tunneling and stations have been revised 
to reflect recent bid experience and, in some cases, more stringent guidelines 
related to safety and the maintenance of traffic during construction. Capital 
cost data for the alternative operable segments of Phase II of the New LPA are 
presented in Table 4-1 for the following cost categories: construction and 
procurement; contingencies, design and construction management; right-of-way; 
and insurance and agency costs. The components of each cost category are 
described briefly. 
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TABLE 4-1 
CAPITAL COSTS: 

NEV LPA AND ALTElUiATIVE OPERABLE SEGJlERTS 
(Kill ions of 1985 Dollars) 

Alignments & 
$egments 

Construction 
and 

Procuremen!: 

!lOS - 1 : Null $ 586 

MOS-2: Case 1 662 
(Wilshire/Western & 
Hollywood/Vine) 

)(OS-2: Case 2 948 
(Wilshire/Western & 
Universal City) 

)(oS-2: Case :3 839 
(Wilshire/Vermont & 
Universal City) 

Phase II 1,099 

New LPA Alignment 1,685 

Source: SCRTD 

1.2.1 CONSTRUCTION AND PI!.OCOREHENT 

Contlnsency, 
Design and I!.ight-
Conatruction of-
Management Way 

287 91 

247 72 

360 114 

319 105 

422 145 

709 236 

Insurance 
Agency 

. And Oeber 

187 

118 

173 

153 

207 

394 

Total 

$1.151 

1,099 

1,595 

1,416 

1,873 

3,024 

Construction bids received for MOS-l projects generally have been less costly 
than estimated. The experienee gained on MOS-l construction has resulted in 
refined, more accurate cost estimates for all facility and system components of 
capi tal cos ts . 

Construction and procurement costs are based on unit costs per linear foot of 
tunnel and cut-and-cover construction and applied to lengths taken off current 
plan and profile sheets. Average costa are used for each station, with special 
costs for three of the stations (North Hollywood, Universal City, and the over
under station at Wilshire/Vermont). Other costs for ·tail tracks, surface-only 
parking at designated stations, crossovers, systems, rights-of-way, etc. were 
derived from earlier cost estimates based on specific quantities. 
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1.2.2 DESIGN AND CONSTROCTION MANAGEMENT 

Specifications, typical sections, and.a variety of design standarde have been 
deYe10ped for MOS-1, and only minor modifications are anticipated for the next 
phase of Metro Rail design. Consequently, the design and construction management 
cost an estimated 15' of facility cost. With regard to system-wide components, 
the design and construction management cost is estimated at 10, of cost for 
trackwork and fans and air handling equipment. A significant level of 
development for all other system components during MOS-l resulted in five percent 
as the appropriate cost for design and construction management of these systems. 

1.2.3 AGENCY COST 

SCRTD estimated the annual man-years of effort to be expended on the next phase 
of Metro Rail by each of 19 Departments. The addition of overhead, benefits, 
and burdens yields the cost of labor. Other agency costs to be added include 
supplies, telephone, travel and related costs. 

1.2.4 INSURANCE COST 

The SCRTD estimated the many aspects of the insurance program for the next phase 
of Metro Rail including·Workman's Compensation, deductible, liability premiums, 
administrative costs, and errors and omissions coverage. 

1.2.5 RIGHT-O'-WAY COSTS 

SCRTD has prepared detailed estimates of the New LPA's right-of-way requirements 
and, with up-to-dste cost information, developed cost estimates for right-of
way purchases and easements. The right-of-way cost includes a 20, contingency. 

1.2.6 CONTINGENCY 

A contingency is included in all cost estimates to account for unexpected des{gn 
modifications and other factors which may result in a higher cost. SCRTD has 
included a contingency for all cost components of 10, of the total escalated 
project cost. 

1.2.7 OPERATING AND MAINTENANCE COSTS 

Annual bus and rail operating costs of the New LPA in the Year 2000 are presented 
in Table 4-2 for MOS-1 and MOS-2 options for Phase II. 
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TABLE 4-2 
YEAll. 2000 BUS ANI) 'RAIL Ol'EBATiliC COSTS 

FOB. PllASB I AN 
ALTIlIJIATIVI!: 01'!'1!+BLE SBCIIBB'lS OF PllASE II 

(Millions of 1985 Dollars) 

Alignment IDd Segmants Ius System Kgtro B.dl 

KOS-l: Null $542.6 15.4 

MOS-2: Case 1 535.3 27.8 
(Wl1shlrejWestern & 
Hollywood/Vlne) 

MOS-2: Case 2 534.0 31.6 
(Wl1shlrejWestern & 
UnIversal CIty) 

KOS-2: Case 3 539.9 33.8 
(Wllshlre/Vermont & 
Universal Clty) 

New LPA 
Full Alignment: 532.0 35.0. 

Source: SCB.TD. 

4-1-4 

Total COlt 

$558.0 
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SECTION 2. ANALYSIS OF ANNUAL COSTS OF MOS-2 OPTIONS lOl!. PHASE II 

The capital and operating costs associated with the Null Alternative and KOS-2 
options for Phase II of the New LPA are presented in Table 4·3. The basis for 
these cost estimates is presented in the cost sections of the preceding .section. 
A summary of the costs associated with each project option is presented below. 

Upon t:he publication of the Final SEIS/SEU. UltTA w11l be negot:iating a contract 
.. ith the SCRTD to include the construction of the selected KOS-2 option for 
1'hase II. The costs of the New LPA must be valideted prior to that negotiation. 

2.1 NULL 4LTIlUiJATm 

The annualized construction cost associated with the Null ·Alternative is zero. 
because no construction would take place. However. annuslized replacem~nt costs 
for the regional bus fleet are estimated to be $29.1 million. The analysis of 
costs yields an average annual cost per passenger boarding of $1.39 in December 
1985 dollars. The Null Alternative has no incremental rail development beyond 
~he ·MOS-l system; therefore. the marginal analysis is not applicable. 

2.2 m J.P'MOS-2; CASE 1 

The annualized rail construction cos~s of Case 1 (to the Wilshire/Vestern and 
1I011ywood/Vine stations) for MOS-2 is $116.5 million. Annualized bus replacement 
costs for· the bus fleet are estimated to be $29.1 million. ·The analysis of 
average costs indicates that the sum of total annual operating costs and total 
snnualfzed capi~al costs produces an average annual cost per passenger boarding 
of $1.25 in December 1985 dollars. 

The marginal cost of providing rail service to the Regio~al Core would be $2.09 
per year per passenger over the 3D-year life of the system. The marginal cost 
for the regional ra11/bus transit system would be $0.83. The msrginal operating 
effie iency or operating cost per passenger per day would be 20 cents for the raU 
system and 3 cents for the combined rail/bus·system. 

2.3 m J.P'1I08.2; CASE 2 

The annualized rail construction costs of Case 2 (to the Wilshire/Vestern and 
Universal City ststions) for MOS·2 is $169.0 million. Annualized bus replacement 
costs for the bus fleet are estimated to be $28.8 million. The analysis of 
average costs indicates that the sum of total annual operating costs and total 
annualized capital costs produces an average annual cost per passenger boarding 
of $1.33 in December 1985 dollars. 

The marginal cost of providing rail service to the Regional Core would be $2.63 
per year per passenger over the 30-year life of the system. The marginal cost 
for the regional ra11/bus transit system would be $1.16. The marginal 
operatingefficiency or operating cost per passenger per day would be 23 cents 
for the rail system and 5 cents for the combined rail/bus system. 
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AD &tD'R'!'rrq Gl'IIIIAII.B SlDEiiIB 

Clou: CapiUl coete ebeMa. ~ nil ccmatNc:tlon coate 
tor tIlS-l _U.ch i. tully tu:adlld aut UDder catUttructiCD. 
ap.reti~ coat •• bawD are .,.t.a-wide eet~e •. l 

------ ------------~-----IIl1Il1III alImI 
__ 1 _n _II _II 

I'IJI.L 
(lIilU_ o~ Dec UI8!Hlou.n) ...u C:-1 c:- Z c:- , I'.P>\ 

(If/ll & (If/ll & (If'" & .,.,) UI:) UI:) 

_ ... ---------
c.piMleo.t.o 

o Sua a.,l.c.meat 348.7 34&.7 34'.3 3~0.7 304.9 
o bil Corwtructien 0 1.0118.7 1.'114.8 1.01'.8 1,872.7 

~_ c.piMleo.t.o (1) 

o Iua 9.wplactlDlmt 2l1.1 lfl.l la.a ~fI.2 26.7 
o Rail Cc:maUuc:tien --9. .m..J. ...l§Y ...w...1 ....w..z. 
o total Z9.1 14'.8 191.8 179.3 117.1 

-Opor ..... -.- '42.a ~'.3 "4.0 '39.9 '32.0 
.... 11 ....Ia.! ,iH ,~H -rlH ......u.JI 
o total "8.0 "7.0 '1: ___ 

0_ '71.7 '114.4 '82.8 '69.1 ,aO.7 
a _1 ..ll..! m:~ m...l ..l§.Li ....U1..1 
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-------------
A_ alIIf -,1IWI' 

....... U'S 
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__ I. __ 
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----------
IMJIOllW (DIf ...,'I8m (3) --------------------
~ __ I. _ ""rah·. 
~-.., 

• RaH B/A 2.09 2.83 %.'1 2.97 
a ... 11 +_ I/A .83 1.18 1.04 1.34 

~ Opor.UDs lIUlGl_ 
a "'11 I/A .%0 .%3 .27 .27 
o B.dl + hi I/A .03 .0' .10 .08 

(1) C.pltal Co.t. are .aau.l!&~ u.ina • 10: di*count r.t. with ... ""-- Ute ot 30 

(2) 
,. .... tor the rail CCIIIpODeDt md 12, ,.ear. tor bwI ••• 
OpKett..:nc cut elivtdlld by pea .... :u. 

(3) Ml:raiuel maly.i. La be • .s CD the iucZ'.meat.l ~. iu co.t. Gel pu.e!l&U'. compared 
wUh tltfI Ifu.1l Alt.ru.ttve. 

WtM • Wl1aAir./w.at.~ $tatien 
a/v • SollywoodlVlue St.atlen 
uc • tmlftHal CU.,. St.tlCD 
W/V • W11&hlre/Ve~t StatlQD 

Source: SClTO end o.a.ral Plazm1n& CorwultGt. 
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2.4 NEW LPA IOS-2; CUE 3 

The annualized rail construction cost of Case 3 (to the ~ilshire/Vermont and 
Universal City stations) for MOS-2 is $150.1 million. Annualized bus replacement 
costs for the bus fleet are estimated to be $29.2 million. The analysis of 
average costs indicates that the sum of total annual operating costs and total 
annualized capital costs produces an average annual cost per passenger boarding 
of $1.29 in December 1985 dollars. 

The marginal Cost of providing rail service to the Regional Core would be $2.51 
per year per passenger over the 30-year life of the system. The marginal cost 
for the regional rail/bus transit system would be $1.04. The marginal operating 
efficiency or operating cost per passenger per day would be 27 cents for the rail 
system and 10 cents for the combined rail/bus system. 

2. S PRASE II OJ m NEW LPA 

The annualized rail construction cost of the New LPA is $198.4 million. 
Annualized bus replacement costs for the bus fleet are estimated to be $28.7 
million. The analysis of average costs indicates that the sum of total annual 
operating costs and total annualized capital costs produces an average annual 
cost per passenger boarding of $1.38 in December 1985 dollars. 

The marginal cost of providing rail service to the Regional Core would be $2:97 
per year per passenger over the 30-year life of the system. The marginal cost 
,for the regional transit system (rail plus bus) would be $1.34. The marginal 
operating effiCiency or operating cost per passenger per day would be 27 cents 
for the rail system and 6 cents for the combined rail/bus system. 
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SEC,TIOII 3. PRELIIIlWty lItWlCIAL PI.Al!InIG 

Anticipated sources for capital funds for construction of Ketro leil are: 

o UHTA Section 3 and Section 9 grants 
o State Cuideway'Fund 
o City of Los 'Angeles 
o Local private sources (i.e., Benefit Assessment Districts) ,'and 
o Proceeds of the one-half cent sales tax in Los Angeles County, as 

administered by the Los Angeles County Transportation Co~ission. 

The Full Funding Contract for the construction of MOS-l provided for the 
authorization of $401,648,114 as the Federal share of construction cost, while 
acknowledging a shortfall of $203,651,886 in the ,proposed $605,300,000 Federal 
Section 3 requirement for MOS-l. The 1987 Highway Bill (H.R.2) was passed by 
Congress and included an authorization of $870,000,000 for Ketro leil. About 
$667 million will be available for the first construction segment of Phase II, 
called MOS-2. The remaining portion of Phase II construction costs is to be 
funded by Stlate, local and private sources. Details relative to the financial 
commitments of the funding,partners to Phase II construction will be finalized 
during the negodation of the Full Funding Contract. Funding of additional 
parking spaces beyond the 1,840 spaces to be constructed initially will be 
developed at' a later time. The additionsl spaces will be constructed as demand 
for parking grows. Private sector sources will be pursued to the greatest elttent 
possible. ' 

The SCRTO has developed Financial Plans for the construction of KOS·2 options 
of Phase II of Metro Rail. Table 4-4 shows the proposed funding plans. The 
first column shows the levels of participation by each funding partner as agreed 
to in the Full Funding Contract of 1986 for the construction'of MOS-l. 

The total cost listed in Table 4.4 for each Phase II alternative is eltpressed 
in current dollars. A construction project schedule for Phase II was developed 
by, the SCRTD and the December 1985 cost estimate was escalated at an annual rate 
of 4%. The summation of escalated project contract costs for Phase II amounted 
to $2,533 million based on a starting date of July 1, 1989 and a completion date 
of June 30, 2000. These dates are based On revised construction schedules 
developed for the second operable segment of Hetro lei1 and for the third 
operable segment of Metro lei!, the balance of Phase II. 

Negotiations for the funding of Case 1 for 1'105-2 are currently underway. 
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CHAPm!. 5; . LOHG-TERH AND CllH!!LATIVE IMPACTS 

SECTION 1. UNAVOIDABLE N'Y"i'SE IMPACTS 

Construction impacts associated with Metro Rail would be temporary 
be mitigated by SeaTO .. Most long-term impacts associated with the 
can be mitigated. However, the Metro Rail Project would result in 
impacts which could not be completely avoided or mitigated. 
unavoidable adverse impacts are identified below. Unavoidable, 
construction impacts are identified in Section 15 of Chapter 3. 

and many can 
Project also 
some adverse 

Long-term 
short-term 

o Additional traffic is prOjected on local arterial and collector 
streets near Metro Rail stations. Metro Rail patrons looking for 
parking may "spillover" into adjacent residential areas· or use 
parking normally available for customers or employees of businesses 
near stations. 

o Displacements would occur in some station areas. seaTO is 
committed to the relocation of all businesses and residents 
displaced by the Metro Rail Project. However, it is possible that 
some businesses and residents would not be relocated within the 
same station area. Also, some businesses may elect to terminate 
operations altogether. 

o There is a small possibility that ground-borne nois.e from subway 
train operations could not be mitigated at some locations for 
economic or technical reasons. 

o In the vicinity of the Vermont/Santa Monica Station, . the 
archaeological remains of "Two Springs" and an early homestead may 
be affected by construction. To ensure protection of these 
potential resources, a qualified archaeologist will monitor 
construction activities and will implement data recovery programs, 
as necessary, according to the provisions of· the Treatment Plan 
described in Section 16.3.3 of Chapter 3. 

o The New LPA project option would require energy to construct and 
operate. 

o The New LPA may promote additional growth in the Regional Core. 
Much of this growth is consistent with local land use objectives and 
plans (e.g. City Centers Concept) and adverse impacts associated 
with this growth can be mitigated. Two related long-term impacts 
that can not be mitigated are: 

the inability to maintain stable land values in station areas, 
particularly for station areas where an inadequate land supply 
exis.ts to accommodate projected growth, and 

growth in the Regional Core in City Centers not served by 
Metro Rail. 
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SECTION 2. RELATIONSHIP BETWEEN LOCAL SHORT-TERM USES or HAN'S 
ENYIRONHENl AN!! THE lIAINTENANCE AN!! ENIIANCEHENI 

or LONG-TERM PRODUCTIVITY 

Construction of the New LPA would require the use and commitment ,of resources 
which must be weighed against the long-term benefits of building the system. 
Because the Null Alternative does not involve construction, only the resources 
used during operation would be committed. Uses of resources would include the 
following; 

o Acquisition of commercial, industrial, and residential land for 
Metro Rail right-of-way; 

o Displacement of residents and businesses; 
o Potentially adverse effect on archaeological sites; 
o Increased use of electricity. 

The use of these resources is a recognized expenditure worth the investment'when 
weighed against the benefits of transportation services provided by the system. 
By improving transit service and efficiency, the New LPA will achieve the 
following; 

o Increased accessibility to employment, commercial, and recreational 
centers within the Regional Core; 

o Improved travel time throughout the Regional Core by providing more 
efficient means of transportation between certain areas; 

o Decreased total vehicle' miles traveled (VMT) throughout the 
Regional Core; 

o Accommodation of more concentrated yet regulated growth and 
development, satisfying regional growth goals; 

o Aid in meeting land use and environmental goals and objectives in 
local and regional plans; and, 

o Increases in the supply of residential and commercial units, 
through transit-induced development. 

Benefits in these areas would not be as significant under the Null Alternative, 
because rail service would end at the Wilshire/Alvarado Station. 
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SECTION 3. SUKMARX OF HITIGAXIQR HEASURISS 

The following section provides a summary of mitigation measures identified in 
this Final SEtS/SEtR. The measures are or&ani~ed under three categories: 

o Measures committed to ae the. eims of approval of this Final 
SElS/SEIR, 

o Measures ideneified and commieed to bue for which final definition 
awaits final design. and 

o Feasible mitigation strategies that may culminate in spe.cific 
mitigation measures. 

3.1 HI'UGA'UQR KiWltlUS COMHITTEp TO A't; m TIllE or Al'PROJAL or m 
FINAL SElS/SElR. 

3.1.1 TRAFFIC (CONSTRUCTION) 

o 

o 

o 

o 

3.1.2 

o 

o 

Cut-and cover construction has been minimi~ed and is used only at 
stations and oeher special structure locations. 

Vooden plank decking, constructed to close tolerances will be used 
for temporary travel surfaces in areas of cut-and-cover construction 
as a means of maintaining eraffic flow. 

Comprehensive bus rerouting and detout plans will be adopted prior 
to construceion activities. . 

Barring unforeseen'circumstances, nO designated major or secondary 
highway will be closed to vehicular or pedestrian traffic except at 
nights or on weekends. No collector or local street or alley will 
be completely closed, allowing local vehicular or pedestrian access 
to.residences, businesses. or other establishments. 

NOISE AND VIBRATION (CONSTRUCTION) 

Blasting will not be used except for limited speCial cases (e.g., 
starter tunnels, cross passages, and shafts) in the Santa Monica 
mountains. For these special cases, application of tight 
specifications will mitigate the effects of blasting by controlling 
vibration, noise, and air pressure. 

The amplitudes of vibration from TBM's, including any tunnel 
excavation machine, such as a rock boring machine, a roadheader, or 
any number of tunnel shields (e.g., digger, slurry face, earth 
balance) are limited for safety reasons by procedural techniques. 
Ground-borne noise and vibration from. the. TBM is of very short 
duration, since the machine will pass by an area in a few dsys at 
most. 
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o For each design section, construction contracts will include a 
section on permissible noise limits. The limits are based upon type 
of nearby land use, type of construction activity and time of dey. 

o Additional mitigation measures may be implemented as necessary to 
comply with Los Angeles City noise ordinances as specified below: 

o The contractor shall prevent noise intrusion frpm stationary ~ 
sources, and/or mobile sources which produce'repetitive or 
long· term noise lasting more than two hours from exceeding the 
limits shown on Table 3-40, Chapter 3; Section 15. 

o The contractor shall prevent noises from nonstationary mobile 
equipment operated by a driver, or' from a source of 
nonscheduled, intermittent, nonrepetitive, short-term noises 
not lasting more than two hours from exceeding the limits 
shown on Table 3-41, Chapter 3, Section 15. 

o The contractor shall conduct regular, periodic measurements 
of sound levels at nearby structures and maintain records of 
the measurements for inspection by the SCRTO or its designee. 
Keasurements as required in Tables 3-40 and 3-41 shall be 
taken three to six feet in front of the building face to 
minimize the effect of reflective sound waves. 

o In zones designated by the local agency having jurisdiction 
as a Special Zone or Special Premise or Special Facilities 
(such as hospital zones). contractor shall follow the more 
restrictive of the allowable levels given above or as 
established by the local agency. These zones and work hour 
restrictions 'shall be obtained by the Contractor from the 
local agency. 

o The contractor should use only equipment meeting the noise 
emission limits listed in Table 3-42, Chapter 3, Section 15. 

o The contractor should maintain a file of certificates that 
equipment meets the criteria. These certificates will be 
inspected by the SCRTD or its consultants. 

o In no case shall the contractor expose the public to 
construction noise levels exceeding 90 dB(A) (slow) or to 
impulsive noise levels with a peak sound-pressure level 
exceeding 140 dB as measured on an impulse sound-level meter 
or 125 dB(C) maximum transient level as measured on a general
purpose SOund-level meter on "fast" meter responses. Where 
more than one noise limit is applicable, the more restrictive 
requirement for determining compliance will be used. 
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Inside Cqnstruction Limits 

o Alternative procedures of construction are to be used and the 
proper combination of techniques are to be selected that would 
generate the least overall noise and vibration: 

o Use of drilled piles or vibratory pile drivers instead 
of impact pile drivers. 

o Use of new or nearly new construction equipment with 
exhaust muffling to reduce noise to acceptable levels. 

o The enclosing, screening or deflecting of construction 
area or tunnel shaft area noise. 

o The proper placement, securing, and protection of 
temporary steel plates in the street and decking timbers 
in cut-and-cover areas. 

o Use of only small construction equipment hand tools 
which are new or nearly new and that meet current 
allowable noise and/or Vibration standsrds, such as: 

Use of electric instead of diesel-powered 
equipment. 
Use of hydraulic tools instead of pneumatic impact 
tools. 
Use of electric instead of air- or gasoline-driven 
saws. 
Use of effective intake and exhaust mufflers on 
internal combustion engines and compressors. 

o The physical separation should be maximized, to the extent 
feaSible, between noise generators and noise receptors. Such 
separation includes, but is not limited to: 

o Provision of enclosures for stationary items of 
equipment and barriers around particularly noisy areas 
on the site or around the entire site. 

o Use of shields, impervious fences or other physical 
sound barriers to inhibit noise transmission . 

o Location of stationary equipment to minimize noise and 
vibration impact on the community, subject to approval 
of the SaRTD or its designee. 

o NOise-intrusive impacts should be minimized during the most 
noise sensitive hours. 

o Noisier operations shall be planned for times of highest 
ambient levels. 
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3.1.3 

o 

o 

o 

3.1.4 

o 

3.1. 5 

o 

o Noise levels shall be kept at relatively uniform levels, and 
the peake end impulse noisea shall be avoided. 

o Equipment not in use shall be turned off. 

Outside CgnstructiPD Limits 

o Truck routes for muck disposal shall be selected so that the 
noise from heavy-duty trucks will have minimal impact on 
sensitive land uses. 

o Construction equipment and vehicles carrying soil, concrete 
or other matertals shall be routed over streets that will 
cause the least disturbance to residents or businesses in the 
vicinity of the work. 

o Truck loading, unloading and hauling operations shall be 
conducted so that noise and vibration are kept to a minimum. 

REl!OVAL OF 'KUCIt (COJIISTIUJCTIOI!I) 

Disposal of muck and any associated material that may be hazardous 
IllUBt be in strict conformance 'to state and federal laws and 
regulations and specIficstions of SCRTO. The Group 1 soil will be 
disposed of in Class I Isndfil1s. Subsection 3-5 of Section 01566, 
"District Specifications for the Metro Rail Project," outlines the 
procedures and requirements relating to hazardous material that may 
be encountered during excavation of the New LPA. 

Sub-soil classified as Group 3 has commercial value. end the 
construction contractor may dispose of or sell this type of soil to 
interested buyers. If the construction contractor is unable to sell 
or otherwise dispose of Group 3 construction wastes, they could be 
hauled to Class III disposal sites. 

Wastes produced will be actively monitored during construction and 
follow applicable regulations in the dispossl of chese wastes. 

AIIl POt.Ll1'fIOR (CONS'1'I!.UCTION) 

Regulations of the South Coast Air Quality Management District 
'(SCAQMD) will be enforced, including site watering and street 
sweeping to suppress dust. 

Energy conservation standards will be included in construction 
contracts and compliance will be monitored: 

o Material deliveries will be consolidated where feasible in 
order to insure efficient vehicle utilization. 
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3.1.6 

3.1. 7 

o Deliveries to construction sites will be scheduled for non
rush hours both to minimize traffic disruptions and to 
maximize delivery vehicle fuel efficiency. 

o A routine maintenance program for gasoline and diesel 
equipment will be required of all contractors (pumps and 
injectors must be calibrated for optimal fuel consumption). 

o Wherever feasible, material will be directly hauled to 
construction sites as needed, avoiding stockpiling and double 
handling. 

o Several techniques will be utilized to minimize the energy consumed 
in restoring· streets following the cut-and-cover construction of 
stations and crossover tracks: 

o 

o 

o 

o 

o Emulsified asphalts will be used instead of cut-back asphalts 
wherever possible. . 

o To the extent possible, slip form construction will be used 
for curbs and gutters, traffic separators, barrier walls and 
concrete pavement, reducing the need for wood and steel forms. 

o Petroleum product delivery, disbursement and· accounting will 
be monitored to document. that usage is efficient and 
justified. 

SPILLS (CONSTRUCTION) 

Contractors will be required to clean up immediately any non
operational spill of materials, including sediment, vehicle fuels 
and lubricant fluids. Nominal operational spills will be removed 
during periodic cleaning of streets and sidewalks in the 
construction areas. 

MACAltTHDll. PAlUI: (CONSTRUCTION) 

MacArthur Lake will be drained and fenced off, muck removed, the 
cut-and-cover excavation completed, the pocket track structure 
pleeed, the lake bottom sealed and restored and all effected park 
faci11ties replaced or restored. 

Kore than 2/3 of the lake bottom will be excavated thereby removing 
bad material. 

The member of the Los Angeles City Council for the MacArthur Park 
area and the Department of Recreation and Parks w:t1l review the 
final design for the construction and will participate in 
negotiations for the leases and easements needed for construction 
and operations. 



3.l.8 

o Community involvement and awareness will be an integral part of the 
construction activities to minimi~e construction impacts. 

o The current hotline number used for MOS-I construction will be 
retained for construction of Phase II of the New LPA and will be 
prominently posted and disseminated in a number of locations at or 
near the construction staging area. 

o Public information activities begun under MOS-l will be continued 
and will include meetings with the MacArthur Park COOllllunity Council, 
local merchants" community residents, organi~ations and Los Angeles 
City Council Members. Dissemination of' publications such as 
"Metrogram" will be made by mail or personal deliveries. 

o The construction program will be refined to minimi~e the period of 
time that the Wilshire/Alvarado Station serves as an interim 
terminal. SCRT!) is committed to advancing the opening of the 
WilshirefVermont Station to lessen the short-term impact on 
MacArthur Park and to improve system access to bus patrons. 

o The lake bottom will be entirely cleaned, regraded, restored with 
a permanent lining and bottomed with a sand or an asphalt cover. 
The lake will be filled with fresh water. 

o Access to and use of' the entire park area north of Wilshire 
Boulevard will be maintained. and construction activities on the 
south side of Wilshire will be restricted to the smallest 
practicable area. Park visitors will be allowed to continue using 
the area surrounding the lake with the exception of the narrow 
access areas over the tunnel segments on the 'east side of the lake. 
The community will be able to use at least 90 per cent of the park. 
Boating activities are available at Echo Park Lake which is a four
tenths of a mile walk or a 12-minute bus ride (Line 200-Alvarado 
Street) from MacArthur Park. Other recreational parks are short bus 
trips from MacArthur Park. 

o Construction contracts will require actions to ensure the 
aesthetics, cleanliness, and security of the construction site. 

o The lake' s aeration and filtration system will be refurbished or 
replaced. 

o 

AaCHAEOLOGlCAL RESOURCES (CONSTRUCTION) 

The SCRT!) published a "Treatment Plan for Potential Cultural 
R.esources Within Proposed Metro Rail Subway Station Locations in 
Metropolitan Los Angeles, California, November, 1985," which 
establishes general procedures to be followed in protecting cultural 
resources encountered during construction, specific procedures for 
the protection of resources anticipated at individual station areas, 
and procedures for handling the discovery of unanticipated 
resources. Although SCRT!) does not anticipate finding any 
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3.1. 9 

3.1.10 

3.1.11 

o 

o 

o 

archaeological resource. during construction of tha lIIew LPA, it will 
follow the provisions of the Treatment Plan for handling 
unanticipated discovery of cultural resources. A project 
Archaeologist will be contracted and will'monitor construction near 
Vermont Avenue and Santa Monica Boulevard as determined appropriate 
during final design. 

PALEONTOLOGICAL RESOURCES (CONSTRUCTION) 

SCRTD will contract with a Project Archaeologist, who will provide 
paleontological monitoring of the excavation of stations at Vermont, 
1II0rmandie, and Western Avenues. Monitoring of the excavation for 
stations at Beverly Boulevard, Santa Monica Boulevard, and Sunset 
Boulevard will be on a part-time or as-needed basis. Excavation at 
the ilollywood/W'estern and ilollywoodjVine Stations will be spot 
checked. Deeper excavation of the Universal City and 1II0rth 
Hollywood Stations will be monitored on a part-time or as-needed 
basis if sedimentary rock or older alluvium, respectively, is 
encountered. . 

CONSTRUCTION IHPACTS ON ELBCTROLIERS (WILSBIU 80Ul..EVAllD) AN\) llAI.J{ 
OF FAKE (HOLLYWOOD BOUl..EVAllD) 

There will be close coordination with the 8ureau of Street Lighting 
to determine the procedures for the removal, handling, and storage 
as well as the replacement after construction of the electroliers 
that interfere with construction. 

Sections 9f the Walk of Fame sidewalk in ilollywood that are affected 
by cut-and-cover construction will be protected or lifted, safely 
stored, and replaced during the restoration of the street. 

COIIISTRUCTION IMPACTS 0111 BUSINESSES 

o Certain construction activities, such as the replacement of soldier 
piles and street beams and decking will be restricted to non-peak 
commute hours. 

o Where residential or commercial access is impacted, a plan will be 
developed at the time of construction to minimize the construction 
interference at each parcel. Pedestrian access to commercial 
establishments, pedestrian movement and direction will be mainta.1ned 
throughout the cut-and-cover construction areas. Construction 
contracts will specify the traffic maintenance plan for the 
consttuetion area and the means of implementation. A logical 
program of pedestrian traffic movement and sidewalk restoration will 
also be established. 
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3.1.12 

o 

o 

o 

o 

o 

o 

DISPU.CEKEfiTS 

The acquisition of property and the relocation of residents end 
businesses by SCRTD will be in accordance with the Federal Uniform 
Relocation and Real Property Acquisition Policies Act of 1970 
(Uniform Relocation Act) and the procedures adopted under this law. 

The Surface Transportation and Uniform Relocation ASsistance Act of 
1987 (Public Law 91-646) mandates that certain relocation· services 
and payments by SCRTD be made available to eUgible resldents. 
business concerns. and nonprofit organizations displaced by the 
construction and operation of Metro Rail. The Act provides for 
uniform and equitable treat:ment of persons displaced from their 
homes, business, or farms by federal and federally asS isted programs 
and establishes uniform and equitable land acquisition policies. 

In the acquisition of real property by a public agency, both the 
federal and state acts seek: (l) to ensure consistent and fair 
treatment for owners of real property; (2) to encourage and expedite 
acquisition by agreement in ordar to avoid litigation and relieve 
congestion in the courts; and (3) to promote confidence in public 
land acquisition. One of the fundamental requirements of the 
legislation is that no person be required to move from his or her 
home unless affordable, decent, safe, and sanitary replacement 
housing is !\Vailable which is not generally less deairable with 
regard to public utilities and public and commercial facilities than 
the home from which the individual 1s displaced. 

In addition to the legislation discussed above, owners of private 
property have federal and state constitutional guarantees that their· 
property will not be taken or·dameged for public use unless they 
first receive just compensation. Just compensation is measured by 
the "fair market value" of the property taken. 

As part of the SCRTD Relocation Advisory Program, public information 
meetinge will be held to describe the Program and to identify 
impacted parcels. These meetings will be held as frequently as 
necessary in the Project station areas and at times that are 
convenient for potentially affected persons to attend. Individual 
letters announcing the public meetings will be mailed to the 
affected owners and occupants. Dates for public meetings will be 
advertised in local newspapers. Written information which explains 
the relocation benefits, the related eligibility requirements, and 
the procedures for obtaining assistance will be distributed. Each 
residential and commercial occupant will be assigned an SCRTD Real 
Estate Specialist for assistance throughout the relocation process. 

Each person or business required to relocate will be given ninety 
days notice and may be eligible for certain relocation services and 
payment. No residential occupant will be reqUired to move until 
other available housing that is decent, safe, sanitary. and within 
the financial means of the displaced person has been offered. In 
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3.1.13 

o 

3.1.14 

o 

some cases, a business may not be able to relocate without a 
substantial loss of its existing patronage. If so, the business 
may choose to receive a fixed payment in lieu of actual moving and 
related expenses in order to mitigate negative impacts and business 
losses. 

BENEFIT ASSESSHENT DISTRICTS 

SaRm will pursue establishment of benefit assessment districts in 
the vicinlCY of any stations added to Metro Rail system. 
Characteristics of the assessment districts (including boundary 
designatiOns, properties to be assessed, assessment rates aRd other 
issues, as appropriate) will depend upon the characteristics of 
individual station areas. SaRT» will work closely with affected 
property owners. Formal task forces or committees will be 
established to ensure that district boundaries, assessment formulas, 
assessment rstes, and other key issues are addressed and resolved 
in an equitable manner so as not to create excessive financial 
hardships on propercy owners. 

seRm is committed to a number of features that will enhance the 
safety 'of the Metro Rail system: 

o Open and well lighted station interiors with clear sight 
lines, clear comprehensible signs, and without low ceilings, 
excessive numbers of columns, darkened areas or areas that are 
out of public view, 

o Attention to station cleanliness with vandal- and 
graffiti-resistant materials in both stations and 
vehicles, 

o Direct visual surveillance by closed-circuit television 
cameras that scan train platforms and station entry 
points, with particular attention to any long passages, 

o Emergency telephones located in station areas so that 
patrons can report problems or incidents directly to the 
supervisor, 

o Public address systems to allow supervisors to broadcast 
to patrons, 

o Direct radio communication with transit police to enable 
transit personnel to quickly detect undesirable behavior 
and take necessary steps to apprehend any suspects, 

o Intercoms in each car allOWing patrons to report 
disturhances to the train operator. 'Ibe train operator 
will alert transit securiCY people to board and/or 
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o 

o 

ocherwise incercepc any suspeccs at che next station. 
Transit police will also be assigned to routine patrols 
on board trains, 

o Adequate -emergency exics, stand-by electrical power 
supplies, appropriate alarm systems, emergency 
communications systems, extensive fire sprinklers and 
standpipe installations. smoke and gas detectors, 
adequate emergency exits. 

o Tunnel ventilation equipment to keep smoke and coxic 
fumes to safe levels until pacron evacuation is 
completed, and 

o Periodic and extensive training drills to assure rapid 
and effective emergency response. 

The State legislecure has given SCRTD's crenait police the power to 
make arrests, write tickets and enforce laws as sworn peace 
officers. Officers covering Metro Rail facilities will be 
professionally trained in the use of firearms in confined spaces and 
bodily defense techniques. Additions will be made to the transit 
police force so that Metro Rail security can receive priority 
attention. SCRTD Transit· Police will work cooperadvely With the 
Los Angeles Police Department and the Los Angeles County Sheriff's 
Departmenc. 

stl'BSllUACB GAS 

Construction safety requirements will comply with the regulations 
of the California Stace Division of Safety and Health. The 
applicable controlling proviSions of the California Administrative 
Code are Title 8, "Industrial Relations,' Chapter 4; "DiVision of 
Occupational Safety and Health," and Subchapcer 20: "Tunnel Safety 
Orders." 

o SeRTD will apply, where appropriace, the follOWing midgacion 
measures: 

ConstructioD 

o A msgnetomecer will be used in holes bored into the tunnel 
heading to detect any ferrous metals in the path of the 
excavator to locate uncharced oil and gas wells before such 
wells are encouncered and rupcured by the cunnel excavacor. 
In coordinacion with che California DiviSion of Oil and Gas, 
the SCRTD has established procsdures to safely plug and 
abandon any oil or gas well encouncered. The use of the 
magnecomecer and the well abandonment procedures will be 
included in the construccion contracts. No magnetometer will 
be used outbound of che Hollywood/Highland Station. 
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o The SCRTO will provide its available methane gas documentation 
and interpretations by qualified experts to those bidding on 
the construction contracts involving tunneling or station 
construction. 

o The SCRTO will include in bid documents for tunneling or 
station construction the requirement that, prior to cODlDlencing 
underground- work, the contractor provide all employees 
involved in underground construction work With at bast eight 
hours of training in dealing with the hazards created by 
methane gas, safety precautions and emergency procedures to 
be followed when working underground. In addition. periodic 
emergency drills and simulated rescues will be staged to 
reinforce the training. 

o In tunnels classified 'gassy' or 'potentially gassy,· the 
SCRTO will require that all equipment at the face meet CAL 
OSHA requirements for permissible or Class I Division II 
equipment. - The tunneling machines will have gas sensors--that 
will automatically stop operations at present levels and all 
workers in the tunnels will have. at all times, self-contained 
self rescuers. 

o To detect unknown geologic faults. ground water. or methane 
gas pockets that the LPA may. cross. SCRTO will assign a 
trained and qualified geologic technician under the direction 
of a certified engineering-geologist to monitor the working 
faces of the tunnel. The engineering-geologist will inspect 
and log the tunnel geology to obtain- accurate information 
about, and timely interpretation of, geologic conditions 
encountered during construction. SCRTO will use this 
information to map the location of ground water. gassy ground. 
and geologic faults and can modify the tunnel design to 
accommodate these factors. 

o If faults are discovered during tunnel const't'1.lction, SCRTO 
will determine if the fault is potentially active or inactive. 
Where a potentially active fault is encountered, the standard 
concrete tunnel liner will be replaced by a specially 
reinforced cast-in-place concrete tunnel liner or a welded 
steel lining as appropriate. 

o The SCRro will better define the groundwater environment for 
the next phase of the Metro Rail Project by making additionsl 
geologic borings and preparing a detailed profile along the 
tunnel alignments. illustrating the position of the water 
levels. -

o Plans for evacuation of personnel during construction will be 
prepared by the Contractor in cooperation with SCRTD. During 
operation. evacuation will be in accordance with procedures 
to be established by the SCRTD Fire-Life Safety Committee. 
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o The scaTD has specified the use of membrane clamps and seals 
on grout holes. and grout pipes to insure that the membrane 
surrounding the tunnel lining is properly sealed and closed 
off after grouting. Conduit seals and collars will be 
installed on any penetrations. scaTD has included .detailed 
procedures for installing membrane in contract specifications. 

o The scaTD will comply with Title 8, Subchapter 5, Groups 1 and 
2 of the Electrical Safety Orders. CAC '. and other special 
orders, as may be issued by the California Division of 
Occupational Safety and Health. 

o The scaTD "ill coordinate final design and construction of the 
next phase of the !fetro Rail Project with the California State 
Division of Occupational Safety and Health, which has 
responsibility for compliance "ith state orders on safety of 
subsurface tunneling through hazardous material. 

o ·The scaTD will continue to ensure ongoing coordination with 
local fire departments and invite key personnel underground 
during construction to familiarize them with the tunnel. 

o The scaTD will locate all the gas probes and abandon them in 
a safe manner. SCRTD has established procedures for 
backfilling the bori.ngs after there is no further need to 
monitor the probes. A separate group, responsible to the 
Construction Kanager, will collect, reduce, and interpret gas 
data. 

o The scaTD will monitor measurements taken by existing gas 
probes and the ventilation air in the tunnel before and during 
construction. 

o Automatic and manual gas monitoring equipment shall be 
providad for the heading and return air of tunnels wherein 
mechanical excavators are being used. The monitor equipment 
shall shut down the mechanical excavators under specific 
defined conditions. 

o Audible and Visual warning davices will be installed on tunnel 
excavating machines and in the tunnels to alert employees when 
detectors have identified the presence and levels of methane 
gas. 

o Recorda of gas tests and air flow measurements shall be 
available at the surface and to the California Division of 
Industrial Safety/Mining and Tunneling Unit. 

o Contractors shall submit to scaTD and implement a detailed 
ventilation plan similar to that required by the federal Kine 
Safety Health Administration. 
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o An emergency ventilation system of fans and controls will be 
provided by SCRTD that can bring in fresh air and exhaust 
gases when required. The system shall have explosion relief 
mechanisms and shall be fireproof with a reversible msin 
ventilation flow. 

o Fresh air shall be dalivered in adaquate quantities to all 
underground work areas. The supply shall be sufficient to 
prevent hazardous or harmful accumulations ot"· dust, fumes, 
vapors, or gases and shall not be less than 200 cubic feet per 
man per minute at a velocity of sixty linear feet· per minute. 

, 
o Smoking and other sources of ignition will be prohibited. 

o Welding, cutting, and other spark-producing operations shall 
be done only in atmospheres containing less than twenty 
percent of the lower explosive limit and under the direct 
supervision of qualified persons. 

o Where needed, collection wells will be sunk ahead of the 
tunnel excavation machines so gas can be pumped out. 

o Refuge chambers or alternate escape routes shall be provided 
in accordance with requirements of the California Division of 
Industrial Safety. Workers shall be pr~vided with emergency 
rescue equipment and trained in its use. 

o In all tunnels classified "gassy· or ·potentially gassy", 
equipment, procedures, and schedules for air testing will be 
utilized in accordance with established tunnel safety orders 
of California OSHA. 

Operations 

o The SCRTO will provide natural ventilation, ventilation 
created by train movements, and under-platform exhaust systems 
that will operate continuously during revenue service. 

o SCRTD has designed an automatic system for the control room 
so that, if the alarm should warn of increasing levels of 
methane gas and the appropriate actions required of a human 
operator do not occur within 30 seconds, a computerized 
sequence of events will be initiated to activate the required 
fans, blowers, and vents of the regular ventilation system, 
etc. 

o SCRTO will continue to institute for Phase II, a system for 
collecting and testing of air samples from undarground areas 
of Metro Rail to monitor flammable and toxic gases before 
harmful or explosive concentrations can accumulate. 
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3.1.16 

o 

J.LL7 

o 

3.1.18 

o 

o SCllTO bas incorporated sufficient planning to accommodete the 
special neede of the handicapped patron to use emergency 
egresses with as little assistance from employees or other 
patrons as possible. 

FAULTS 

The system has been ,designe4 to a limiting peak horizontal 
accereration of 0.70g from a lII8Ximum e credible earthquake of 
magnitude 7.0 on the Richter Scale related to the Santa Monica 
Fault. Geologists estimate that the probability of a Richter 
magnitude seven earthquake associated with these faults in the next 
100 Years is five percent. 

AESTI1I!.'UCS 

At 1l1lshire/Vermont, ktss-and-ride and bus boarding and layover bays 
will be located mid-block with bus and auto access and egress from 
Vermont and Shetto. At Ililshire/Normandie, there would be a bus 
turnout southbound on Irolo Street where it meets Normandie south 
of Ililahire. At Ililshire/llestern, there would be a turnout on the 
east side of Ilest:etn north of Ililshire, with bua layover bays mid
block north of Ililshire on the east side of lies tern. At 
Hollywood/Vine, kiss-and-ride spaces would be on the east side of 
Argyle (one block east of Vine) north of Hollywood, again in a mid
block' location. Placement of the Riss-and-ride fscilities and bus 
bays at the above stations in mid-block locations helps screen these 
vehicle-related functions. 

CtrLTIlUL RES01JJl.CES 

Mitigations for adverse impacts on Cultural Resources are discussed 
in Chapter 4 of the FEU published in 1983 and the Environmental 
Assessment (EA) for the MOS-l published in 1984. A Memorandum of 
Agreement (MOA) is now being implemented between the SeRTD, the 
Urban Mass Transportation Administration (UKrA), the State Historic 
Preservation Officer (SHPO) , and the Advisory Council on Historic 
Preservation (ACHP). This agreement outlines specific mitigation 
measures to be implemented on Metro Rail. These measures, such as 
archeological and paleontological monitoring of excavation work. 
will be carried forward into the monitoring of future construction 
activities for the New LPA. In accordance with the MOA, the SHPO 
will continue to participate actively in the environmental review 
process and will review the New LPA station plans and finsl designs 
thet involve cultural resources prior to construction. The SHPO has 
concurred with SCllTO thet no revisions to the MOA will be needed. 
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3.1.19 

o 

OTBU. PROPERTIES IS TIlE AIl.IA or POTE!lTIAL EPFECT 

The New LPA will tunnel under the remaining United Church of 
Religious Science building at a depth of 35 to 40 feet, potentially 
introducing an element of noise. The projected noise level in the 
church from trains operating at 45 miles per hour is 43 to 48 dB(A) , 
which is above the established criterion of 35 dB(A) for a church. 
A floating slab trackbed will be used to reduce the noise level to 
between 26 and 31 ,dB(A) , which meets the Project criteria. 

,0 , An optional station entrance is planned approximately 300 feet south 
of the Nicholas Priester building and in its view. The design of 
the station entrance will be in character with and compatible with 
surrounding urban environment. 

o The New LPA would tunnel under Hollywood Boulevard through the 
Hollywood Boulevard Historic District with stations constructed by 
cut-and-cover at Hollywood/Argyle and at Hollywood/Highland. The 
entrances of these stations will be visible from historic buildings 
that contribute to the Historic District, introducing the potential 

o 

3.1. 20 

o 

,for aesthetic elements that will be out of character with the 
property or alter its se~ting. 

At the Hollywood/Vine and Hollywood/Highland Station~, the design 
of the entrances will be compatible with the existing urban 
environment. The alignment would not introduce visual, audible,or 
aesthetic elements that are out of character with or that would 
cause the neglect, transfer, or sale of the Hollywood Boulevard 
Historic District. As requested by the SHPO and in accordance with 
Section IV.A and IV.B of the Kemorandum of Agreement for the Ketro 
Rail Project. SCRTD wlll develop design guidelines to enSUre 
compatibility, develop the plans for the station entrances in 
consultation with SHPO, and will provide copies of correspondence 
and the agreed-on plans to interested local agenCies. 

The New LPA will tunnel directly under the El Cadiz Aparcments at 
a depth of approximately 60 feet. The projected noise levels will 
be from 37 to 42 dB(A) , slightly over the project criteria of 40 
dB(A) for multifamily dwellings. Soft fasteners will be utilized 
to reduce the levels to 30 or 35 dB(A) , within the project criteria. 
A subsurface easement will be acquired. 

HOISE AND VIBRATION (PROJECT OPERATION) 

SCRTD has set noise criteria for the m.aximum sound levels from 
related and ancillary equipment and facilities. Because the noise 
from ancillary equipment only affects a localized area around the 
equipment, these criteria are set in terms of the maximum sound 
levels or L.a. Criteria are contained in Table 3-28, Chapter 3, 
Section 8. The criteria shall be applied at a distance of 50 feet 
from the shaft outlet or shall be applied at the setback line of the 
nearest building or occupied area, whichever is closer. 
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o The impacts of air-borne noise from ancillary facilities and 
ventilation equipment will be predicted during final design, when 
the exact locations are known. Sensitivity of the surrounding land 
uses to noise will be an important consideration in the selection 
of locations f,or this equipment. 

o Fan and vent sheft facilities will be designed to minimize noise 
intrusion by including the following mitigation'measures: 

o Cellular glass and mineral fiber applied to the wall and 
ceiling surfaces of the shafts to maximize absorption; 

o Standard duct attenuators; and 
o Contract specifications requiring certified maximum sound 

power levels for the fans. 

o Ancillary facilities, including power substations and emergency 
power generation equipment, will be designed using the following 
mitigation measures: 

o Below-ground location of power transformers; 
o Total enclosure of noise source; 
o Absorption material embedded within the facility; 
o Barrier"walls surrounding the source; 
o Sound attenuators on fans and ducts; and 
o Special mufflers. 

o Standard design features for the New LPA in subway alignment include 
such items as continuous welded rail, resilient (rubber) rail 
fasteners, the use of wheel and rail grinding or truing'machines to 
maintain the smoothness "of the wheels and rail, use of vehicles with 
lightweight trucks to provide minimum unsprung weight, and the 
setting of noise and vibration limits in the specifications and 
contract documents. 

o scaTD has established strict criteria for maximum noise and 
vibration caused by the new transit system facilities and equipment. 
Criteria have been established based on the human response to 
vibration, which varies with the frequency of the vibration. 
Studies indicate that weighted vibration velocity levels below about 
69 d& are generally imperceptible as vibration to the average person 
under normal conditions. Preliminary engineering results indicate 
that, with the proposed general and specific mitigation measures 
discussed below, all noise and vibration impacts in excess of 
Project criteria will be eliminated. 
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General mitigAtion measures 

o Use of continuous welded rail instead of jointed rail to 
reduce noise on the steel wheel/rail interface. 

o Use of rail vehicles with lightweight: trucks rather than 
heavyweight trucks in order to provide minimum unsprung 
we,ight. 

o Use of special grinding (truing) equipment to ensure che 
smoothness of wheel/rail interaction. This standard 
maintenance feature will be done based On specified vehicle 
miles of service. 

o Use of Direct Fixation Fasteners as a track fixation method. 

Specific mitigation measures 

o Soft fasteners will be used near: 

o An office building at Sixth Street and Vermont Avenue, 
o Five offics buildings at Sixth Street from Vermont 

Avenue to Berendo Street, 
o Two office buildings north of Sixth Street between 

Barendo and Catalina Streets, 
o One office building on the northwest corner of Sixth 

Street and Vermont Avenue, 
o Six apartments on New Hampshire Avenue north of First 

Street, 
o Eleven apsrtments north of Hollywood Boulevard between 

Sycamore and La Brea Avenues, 
o Saint Charles Borromeo Church at Lankershim Boulevard 

and Moorpark Street, 
o Recording studio at Lankershim Boulevard and Landsle 

Street, and 
o Guild Theatre on Lankershim Boulevard north of Hartsook 

Street. 

o Floating slab trackbed will be used to reduce noise and 
vibration levels to within criteria at: 

o Pocket track at Hollywood and Vine, 
o Hollywood Presbyterian hospital at Vermont and DeLongpre 

Avenues near a cross-over, 
o Ten rllsJ.dences southwest of Lankershim and Ventura 

Boulevards , 
o Ten residences along Willowcrest Avenue north of Valley 

Heart Drive, 
o Three recording studios on Lankershim P>oulevard near 

Huston, Hesby, and McCormick Streets, and 
o El Portal Theatre on Lankershim Boulevard at Weddington 

Street near a cross-over. 
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o Resilienely supporeed eies will be 
Wilshire/Veseern Seaeion cross-over. 

used ae ehe 

o For Phase II, the approximaee lengeh of adopeed mieigation measures 
for boeh eunnels is 10,000 feee of resiliene (sofe) direce fixation 
faseeners, 1,000 feee of resilienely supporeed eies and 7,000 feee 
of floaeing slab erackbed. 

~ Extraordinary ~itigation meASure, 

o SCRTO will include eechnical feasibility and economic 
reasonableness in ies consideraeion . of exeraordinary 
mieigaeion measures. In Bome sieuaeions, a areicular 
e:l<eraordinary measure listed above may noe be feasible from 
an engineering standpoine. In such a case, the infeasible 
e:l<traordinary meaaure will not be further considered. SCRTD 
will' also cake ineo account coses and benefits when 
considering an e:l<eraordinary mitigaeion measure. Where SCRTD 
can show chat a minor reduceion in project noise of 3 dSA or 
less (or, if vibration is the offending impact, a minor 
reduction in projece-generated vibration of 2 dB or less) can 
be achieved through application of a pareicular extraordinary 
mieigaeion measure, and this benefic would accrue only to a 
relatively small number of people in comparison wieh ies cost, 
SCRTO may forego further consideration of that particular 
'exeraordinary mieigation measure. 

In the case of an exceedance of a ground-borne noise 
crieerion, SCRTO may, forego consideration of extraordinary 
mieigaeion measures under the following condition: If the 
projece-generaeed noise expressed as one-hour Leq's will noe 
e:l<ceed ehe noise generated by aceivieies in the building 
during each hour of the day or nighe that the building is 
occupied. 

SCRTO e:l<pects eo be able to reduce all projece-generated noise 
and vibration to project criteria levels. However, there is 
a small poasibility thae for ehe economic or technical reasons 
discussed above, ie would not be reasonable to mieigaee all 
noise and vibration impacts. In such caseS, a few impaces may 
remain as unmieigable over the long term. If SCRTD should 
discover during final design an exceedance of the noise or 
vibraeion crieeria that will noe be mitigated, SCRTD will: 

o inform ehe property owner and affected residenes and 
tenants of the property, 

o afford ehe people so informed a reasonable opporeunity 
eo commene on ehe proposed design and ies impacts either 
in writing or ae a hearing, 
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3.1.21 

3.1.22 

o include the comments received with the proposed design 
when it goes to the Board for approval. 

o Metro Rail will utilize "chopper" (semiconductor) traction motor 
speed controls instead of conventional "CIlDl" (mechanical) speed 
controls. 

o SCRTO will recapture some of the energy used to stop trains through 
regenerative electrical braking. 

o A special aluminum-clad stael "third rail." which is a more 
efficient conductor than the conventional steel rail, will be used. 
An automatic control system for train speed which promotes coasting 
has been implemented. Rail vehicles are designed and operated so 
that they are switched off whenever not in service. 

o The track layout will be designed to minimize non-revenue vehicle 
movements. 

o 

o 

o 

o 

All major Metro Rail facilities (the yard, administrative buildings, 
individual stations, sections of the traction rail, etc.), except 
the car wash facility, w111 have separate electric meters to 
facilitate energy consumption monitoring and conservation. 

LOCAL STATIOlil TBAFFIC 

The LADOT has identified desired post-construction roadway widths 
for Wilshire Boulevard; Vermont Avenue, and Hollywood Boulevard (all 
city-designated Kajor Highways). These' general requirements are 10 
foot sidewalks and 80 foot roadways. SCRTO will restore roadways 
torn up for Metro Rail construction to LADOT specifications where 
feasible. 

For the Wilshire/Vermont Station, a kiss-and-ride lot is planned on 
the west side of Shatto Place, south of Sixth Street. A two-way bus 
roadway will be designed for loading and unloading. At least ten 
permanent bus stop locations (five on each side) along the north and 
the south curbs of the two·way bus only roadway will be required. 
An exclusive bus lane along the east side of Vermont Avenue north 
of Wilshire Boulevard wlll extend to'Sixth Street, to avoid 
potential bus/auto weaving conflicts. These mitigation measures 
will positively impact t:he traffic problelllS identified for the 
Wilshire/Vermont intersection. 

Layover space for 12 buses is required for the Wllshire/llestern 
Station. A bus layo"er area is located on the north side of 
Wilshire Boulevard between Western and Oxford. This mitigation 
measure will positi"ely impact the traffic problems for the 
Wilshire/llestern intersection. 
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3.1. 23 

o Because of the volume of buses requiring layover (up to eight at a 
time) at the Hollywood/Vine Station, an area north of Hollywood 
Boulevard has been designated for kiss-and-ride parking for bus 
layovers. An additional area programmed for acquisition on the 
south side of Hollywood Boulevard could be used for kiss-and-ride 
and/or bus activities. This mitigation measure may positively 
impact the traffic problems identified for the Sunset/Vine 
intersection. 

o Several road improvement are programmed for the Universal City 
Station area as part of the Project, including: 

o 

o Removal of the existing Riverton Avenue off-ramp. 
o Six-lane (in lieu of two-lane) station access road. 
o Six-lane (in lieu of two-lane) freeway·overpass. 
o Six-lane (in lieu of two-lane) station area road. 
o Reconfigurration of Bluffside Drive Road into a two-lane 

frontage road. 
o Widening of certain streets and intersections. 
o A dusl lane extension of Universal Place Road. 

These mitigation measures will positively impact the traffic 
problems identified for the Lankershim/Ventura/Cahuenga intersection 
and for the Lankershim/Cahuenga intersection. 

LAND tiS! 

Enabling legislation was passed in 1984 giving the· SCRTD the 
capability to work with adjacent propertY owners to develop projects 
on combined parcels which Wold support or otherwise enhance the 
Metro Rail system. The SCRTD, as part of the project cost, will 
prepare station plans for those stations where available land owned 
by the SCRTD is most susceptible to. development. The SCRTD will 
conform to the land uSe goals set forth in adopted City Specific 
Plans, Community Plans, and Redevelopment Agency Plans for the 
Hollywood and North Hollywood station areas. 

3.2 KITIGA'l'ION MEASURES IDENTIfIED AND COMlfITEP TO IllI F01!. WICR FINAL 
DEFINItION AWAITS fINAL pESIGN. 

Implementing agenCies for each of these measures are provided in parentheses 
follOWing the mitigation measure. 

3.2.1 

o 

TBAPFIC (CONSTatlCTION) 

The excavation and decking of arterial streets crossing the rail 
alignment will be phased so that the capacity of these streets is 
not reduced unnecessarily (SCRTD). 
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3.2.2 

3.2.3 

o 5efore the start of construction. possibly during final design, 
'Vorksite Traffic Control Plans (WTCPs), .including identification of 
detour requirements, will be formulated in cooperation with the City 
of Los Angeles and 'other affected jurisdictions (County, State). 
The WTCPs will be based on lane reqUirements and other special 
requirements defined' by the Los Angeles City Department of 
Transportation (LADOT) for construction within the city and from 
other appropriate agencies for construction in those jurisdictions. 
Contractors will be required to follow. during construction, the 
Yorksite Traffic Control Plan (WTCP) for each site (SCRTD, 
Los Angeles Department of Transportation (!.ADOT) , Los Angeles 
County, Caltrans). 

o !.ADOT traffic control officers will be utilized as part of the WTCP 
at intersections affected by cut-and-cover construction (SCRTD, 
LADOT) • 

o .A coordinated schedule of construction activities along Hollywood 

o 

o 

o 

Boulevard will be developed to minimize the disruption to the area. 
'Subject to the authorization of capital funds, construction beyond 
the Hollywood and Vine Street Station and pocket track complex may 
not occur in the same sequence but at a later time (SCRTD • 
Los Angeles Community Redevelopment Agency (CRA]). 

A relocation may occur of the cut-and-cover pocket track which is 
currently proposed to be west of the Hollywood/Vine Station. This' 
relocation of the pocket track to the east of this station would 
mitigate the disruption of the intersection and area west of Vine 

,Street (SCRTO). 

NOISE AND VIBRATION (CONSTRUCTION) 

The Metro Rail Project noise criteria set general and specific noise 
limits which may rule out the' USe of impact pile drivers unless 
additional steps are taken to isolate or muffle the sounds from pile 
driving. Impact pile drivers may be used only if the noise levels 
Can be met and if there are compelling reasons to use them (SCRTD). 

UKOVAL or lltICK (CONSTRUCTION) 

Additional soil borings will be made in critical areas to define 
precisely the vertical and horizon~al extent of Group 1 materials. 
Laboratory testing of Group 1 material samples from the borings will 
be conducted to provide information on their strength and 
deformation characteristics at different temperatures, confining 
pressures, strain rates, and levels. Based on data derived from the 
above tests, specific excavation, shoring, and foundation design 
criteria will be formulated to ensure short- and long-term stability 
of Project facilities in Group 1 material areas. Conversely, once 
the location of shallow Group 1 lIISterials is precisely known. 
further design accommodations lIISy be lIISde. Final design and 
construction will be coordinated with the California State Division 

5-3-21 



3.2..4 

o 

3.2.5 

o 

3.2.6 

o 

o 

3.2..7 

o 

of Safety and Health, which baa responsibility for safety of 
subsurface tunneling through hazardous material (SeaTD, California 
Stata Division of Safety and Health). -

U!ILITIES (CONStRUCTION) 

Prior to commencement of Phase II construction, the SeaTO will 
execute agreements with each of the affected private utilities and 
public agencies. The terms of the agreements will include the 
responsibility for utility rearrangements Dr for other necessary 
work, and the method of reimbursement and credits. (This measure 
will involve at least the following: CALTRANS, City and County of 
Los Angeles, City Department of Water and Power-Water System and 
Power System, Chevron Oil, Pacific Sell, Santa Fe Railway, Southern 
California Gas, Western Union Telegraph, and CommuniCom.) 

GROUNDWATER (CONStRUCTION) 

Limited dewatering is anticipated. The Universal City Station area 
requires excavation below the water table, and will require a 
dewatering system. Suspended solids will be removed in siltation 
basins and, where necessary, hydrocarbons will be removed in 
oil/water separators. Monitoring of treated discharge water and 
periodic filing of water quality monitoring reports probebly will 
be a requirement of the NPDES permit necessary for dewatering 
activities (SeaTO, U.S. EPA). " 

lfACAIlTBtlll PAIIX (CONStRUCTION) 

The SeaTO has begun negotiations with the Los Angeles Department of 
Recreation and Parks to develop an agreement. This agreement will 
specify the methOd of payment and use of the park during 
construction, in accordance with the agreed construction method and 
mitigation measures. - An estimated $1. 2 million will be provided for 
a temporary construction easement through the park and lake (SCRTD, 
Los Angeles Department of Recreation and Parks). 

If practicable, a shorter construction schedule will be required so 
that only one peak summer period would be impacted by the drained 
lake, at an additional cost of up to $1.8 million (SeaTO). 

BIOLOGICAL RESOURCES (CqNSTaUCTION) 

The New LPA would not adversely affect unique or endangered 
biological resources over much of its route. It would pass through 
the Santa Monica Mountains in a subway configuration and, would 
require two vents, several hundred feet in depth in this area. 
These facilities would result in disturbance to a small area (less 
than 1 acre) of native vegetation, if situated within designated 
natural zones. Sensitive reSources and habitats would be disturbed 
as little as practically possible, with surface disturbance limited 
to IIIOre urbanized areas. Construction of new roads will be avoided 
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3.2.8 

o 

3.2.9 

o 

o 

3.2.10 

o 

except in the Santa Konica mountains where limited new road 
construction or extension may be necessary to reach isolated sites. 
Because affected areas would be small and the disturbances of short 
duration, no significant impacts on wildlife habitats are 
anticipated. .There are three species in the vicinity of the two 
vent structure locations. None are officially listed as endangered 
or threatened by the California Department of Fish and Game or the 
U.S. Fish and Wildlife Service. No impacts to state or federally 
listed rare, threatened, or endangered wildlife species are 
anticipated. A biological review of detailed plans will be 
undertaken and site-specific surveys conducted, as necessary, to 
confirm that there are no plants listed as rare or endangered. If 
any such plant is found to be affected, appropriate consideration 
will be given during final design to mitigate potential adverse 
impact (SCRTO) 

DISl'lACE!IEl'ITS 

During final design, the mathamat1zed alignment and specific design 
of stations will determine the specific number and locat:ion of 
displacements. Current displacement: information, therefore, is 
preliminary and subject to change during final design. The parcels 
impacted could change based upon final engineering solutions and 
Slt.!!'tt 10cat~n!Lof_stat_i_on boxes,- entrances, anCillary facilities, 
etc. (SCRTD) 

StJBSIlBFACE GAS 

In areas known to contain gas, SCRTD will utilize a barrier in the 
form of a high-density polyethylene (HDPE) membrane to line the 
tunnels. This one-tenth of an inch thick membrane was chosen to 
prevent the entry of hydrocarbons (including methane gas) into the 
tunnel and stations. The IUlPE membrane has a 99 percent calculated 
effectiveness for preventing the migration of subsurface gases into 
Ketro Rail facilities. In addition, SCRTD has established 
procsdures for sealing potential leaks in the membrane by the use 
of co1lars, clamps, and gaskets. The HDl'E membrane will not be used 
under the Santa Konica Kountains (scaTD). 

Based on the results of the geologic evaluation of tunnels, SCRTD 
will review its plans for incorporating adequate backup power 
supplies and utilize fixed or mobile generators to supply emergency 
power for the ventilation and dewatering pumps in critical areas 
(SCllTD) . 

NOISE AND VIBRATION (PROJECT OPERATION) 

During final design, the noise and Vibration consultant will review 
the predicted ground-borne noise levels in all buildings to 
determine the actual uses of space, construction details, and the 
ambient levels and will select the appropriate mitigation measures 
to reduce the ground-borne noise.levels to Project criteria (SCRTD). 
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o Any one or a combination of the specific and extraordinary 
mitigation measures will be implemented as needed at the location 
where noise and vibration levels exceed criteria adopted for the 
Project. The range of measures is expected to be adequate to 
mitigate noise and vibration impacts generated by the Project 
(SeRTD). 

Specific mitigation measures 

o Where the general mitigation measures listed above are not 
adequate to reduce noise and vibration to criteria levels. 
additional measures specific to the problem area will be 
applied (SeRTO); 

o Use of resilient (soft) direct fixation fasteners. 

o Use of resiliently supported ties. This feature lowers 
ground-borne noise by approximately 6 to 10 dB below 
baseline and ground-borne vibration by lesser amounts. 

o Use of floating slab trackbed, where resilient (soft) 
direct fixation fasteners are inadequate to satisfy 
applicable noise standerds and criteria. Floating slab 
trackbed lowers ground-borne noise by as much as 15 to 
20 dB below baseline. It also lowers ground-borne 
vibration by approximately 5 to 10 dB, which is 
generally sufficient. 

Extraordinary mitigation measures 

o During final design. SeRTD may discover situations where the 
general and specific mitigation measureS discussed above are 
not adequate to meet Project noise and vibration criteria. 
In these cases, the SCRTD will consider the following 
extraordinary measures to supplement the general and specific 
measures (SeRTD): 

o Non-standerd floating slab design; 
o Vibration isolation by blocking direct transmission 

of vibration where the subway structure is unusually 
close to buildings and their foundstions. This can be 
accomplished by using elastomer pads in intervening so11 
as special resilient elements; 

o Crossover relocation; 
o Rail system structure modification; 
(O~--, !l..tno~ shifts, inhOFiicint,,,,J.. !1r'veitidl "aIigtiiDEmt. 
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3.2.11 

3.2.12 

o 

ENEJI.GY 

During final design, every aspect of station design will be reviewed 
in order to minimize lighting, heating, ventilating, and air 
conditioning loads. Air conditioning requirements will be minimized 
by designing the stations to facilitate warm air exchange by 
utilizing the piston effect of the trains. Passenger areas within 
stations will be designed so that lights can be turned off during 
off-service hours. In the maintenance yard, cold water will be 
utilized for vehicle washing (SCRTD). 

LOCAL STATION ·TBAFFIC 

o Traffic Mitigation Measures include (SCRTD, u.ooT, Los Angeles 
County, Caltrans): 

o Restricting .parking to increase intersection· approach 
capacities. 

o Restriping intersection approaches to provide additional 
through and/or turn lanes. 

o Instituting left- turn restrictions/prohibitions. 
o Adding or revising signal phases. 
o Widening intersection approaches. 
o Providing reversible lanes, if peak period traffic is highly 

directional. 
o Constructing bus turnout lanes and loading/unloading areas. 
o Consulting with local school officials in the formulation of 

traffic management plans for stations with schools nearby, per 
agreement with the Los Angeles Unified School District. 

o Final roadway design related to the project will be developed in 
consultation with the Los Angeles Department of Transportation 
(LADOT). 

3.3 FEASIBLE MITIGATION STRATEGIES THAT HAY CULMINATE IN SPECIFIC MITIGATION 
MEASURES. 

Implementing agencies for each of these measures are provided in parentheses 
following the mitigation measure. 

3.3.1 

o 

LOSS OF HOUSING STOC~ 

In cooperation with local public and nonprofit agencies concerned 
with housing, SCRTD will seek to have housing development 
incorporated into station area development where its site costs can 
be effectively "carried" by commercial development. This additional 
housing supply should, in turn, reduce pressures on housing costs 
in station areas (SCRTD, Los Angeles Department of Planning [LADOP) , 
Los Angeles Community Redevelopment Agency [CRA) , Los Angeles 
Community Development Department [CDD1, Los Angeles County 
Department of Regional Planning [LADRP). 
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3.3.2 

o 

3.3.3 

o 

o 

3.3.4 

o 

TAXUVENIlES 

SCRTD will seek to identify feasible and desirable additional 
development potential of the property and, in coordination with 
appropriate local authorities, will actively seek to promote use of 
the property through the negotiation of joint development agreements 
with private developers designed to return acquired property to the 
tax rolls (SCRTO, IADOP, CRA, CDD, LADRP). 

LOCAL STATION TRAFFIC 

The IADOT could consider construction of an additional through lane 
southeastbound on Lanitersh1m, which would require widening a bridge 
over the Los Angeles River but no right-of-way acquisition (LADOT). 

For the Burbank/Lankershim!Tujunga intersection." an eastbound right
turn only" lane and optional right-cum lane and associated parking 
restriction eastbound "on Burbank could be considered (IADOT). 

Mitigation measures for parking include: 

o Encouraging or requiring employer-sponsored rldeshare or 
transit incentive programs to reduce potential parking usage. 
As of January 1. 1988, the City of Los Angeles requires 
employers that subsidize parking and that have more "than 200 
employees to subsidize employees' transit costs up to 
$15/month (City of Los Angeles, IADOT. South Coast Air Quality 
Management District [SCAQHD]). 

o Promoting joint development at stations (SCRTD, IADOP. CRA, 
LADRP) . 

o Establishing" preferential parking districts within residential 
neighborhoods adjacent to station areas (IADOT). 

o Operating an extensive network of feeder bus lines serving the 
stations (SCRTO). 

o Providing more metered curb spaces in commercial areas, 
effectively reserving these spaces for short- term USe by 
customers of commercial establishments (IADOT). 

o Providing bicycle parking at Metro Rail stations outside the 
C8D, and at Union Station (SCRTD). 

o Evaluating preferential parking for carpools and vanpools. 
(City of Los Angeles, IADOT, CRA, SCAQKD). 
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3.3.5 

o 

o 

o 

o 

o 

o 

3.3.6 

o 

I.AND USI 

In areas identified for residential investment, the SCRTO will 
require, on land it owns, mixed use developments which will provide 
for the provision of new housing stock, or where appropriate, the 
rehabilitation of existing housing stock. In areas identified for 
co_ercial investment, the SCRTO will seek City approval for the 
transfer of development rights between station areas as a means of 
targeting growth and protecting those areas where community and City 
goals seek protection or reduced development pressure (SCRTO, LADOP, 
CRA, COD, LADlU'). 

The Hollywood Redevelopment Plan will be revised to incorporate 
Metro Rail Stations at Hollywood/Highland,Hollywood/Vine, and· 
Hollywood/Western (CRA). 

Station $Sster plans will be developed for each Phase II Station 
area (SCRTD, LADOP, CRA, LADRP). 

Establish special commercial zoning or development review procedures 
to preserve eXisting small businesses that provide community 
services in station areas (LADOP. LADRP). 

Encourage tenancy and investment in joint development to diaplaced 
firms (SeaTO, LADOP, CRA, LADRP). 

Provide densicy bonuses to projects for contributing to offdte 
housing (LADOP. IADRP). 

ACCOIIKODATION OF PROJECTED llESIDENTIAL QROW'l'H AND PRESSURE TO 
INCRUSE llESIDENTIAL DERSITY IN STABLE SINGLE-FAMILY A1lEAS 

Station areas where projected residential growth would require 75 
percent or more of the residentially· zoned land susceptible to 
reinvestment include: llilshire/Vermont. llilshire/Normandie. 
Vermontj5everly, Hollywood/Highland, Hollywood/Vine. The Universal 
City Station area would potentially have adverse impacts resulting 
from residential development pressure which could lead to rezoning 
or development of single· family neighborhoods. Mitigation measures 
for these impacts include: 

o OeveloplJlent of residential projects on commercially-zoned land 
(LADOP, CRA, IADlU'). 

o Increases in the dendcy of new residential development in 
existing .multi·family residential zones (LADOP. CRA, LADlU'). 

o Diversion of potential residential growth to other station 
areas where multi·family residential development would be more 
appropriate (LADOP, CRA). 
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3.3.7 

o 

3.3.8 

o 

3.3.9 

o 

ACCOHKODATIOII OF PROJECTIW CO!llmltCIAL oB.OW'l'll AND Pli.uSlJIll!: TO llE - zon 
llESIDBllTIAL AREAS FOR CO!llmltCIAL USI 

Scacion areas where projecced co_rcial growch" could require 75 
percenc or more of che cOlIIIJIercially-zoned land susceptible to 
reinvescment include Vermont/Beverly and Universal City. Stacion 
areas where where projected commercial growth has been assessed to 
have a potencially adverse impacc (1.e., pressure to rezone "is 
evident) and the predominant land use is residential include 
Vermont/Beverly and Universal City. Kitigation measures for these 
impaccs include: 

o Redireccing commercial developmenc co ocher station areas by 
creacing" incentives to develop elsewhere (LADOP, CRA, SCRTD). 

o hpanding the 'scacion area' by directing commercial 
developmenc to sices adjacent to the currencly defined station 
area boundaries chrough the Specific Plan and master planning 
process (LADOP, CRA, SCllTD). 

PB.ESEl!.VATIOIi OF HIS'1'OII.IC AND CULTURAL llESOUllCES 

Potentially adverse impaccs could occur in scacion areas containing " 
historic or culcural resources, where inadequace land supply exists 
co accommodate projecCed c01llPl8rcial or residencial growth. This 
condicion exiscs in the Hollywood/Highland and Hollywood/Vine 
station areas. In these station areas, mitigation measures would 
be escabl1shed co promoce the restoration/renovation of historic 
struccures rather than displacemenc under the pressure of commercial 
or residential development. Kltigation measures include: 

o Promo cion of the USe of existing" cax incentives and 
rehabilitation loans (CRA). 

o Downzoning and creation of a mechanism to transfer unused 
development potencial (LADOP, CRA). 

o The SCllTO will work wich the Los Angeles Community 
Redevelopment Agency (CRA) to minimize disrupCion to Hollywood 
Boulevard during construction of Ketro Rail and to define 
station entrance locations that have minimal impacts on 
cultural and historic resources (SCllTO, CRA). 

HA:ttn'ElWICE OF COHPATI&ILITY WITH mSTiliG LAZiD USES AND COMHtINITY 
ClWlACTEl!. 

Potentially adverse impacts could occur if projected growth is 
inconsistent with surrounding uses. This is primarily true for a 
station area where the predominant land use is residential and where 
high levels of commercial growth (50% or greater) are forecast. 
This condition exists for the Vermont/Beverly Station. Special 
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3.3.10 

3.3.11 

o 

o 

preserve the community character (LADOP, LADRP, eRA, COD, 
Los Angeles Economic Development Office). 

Provide relocation assistance to residences displaced by new 
development in station areas· (City of Los Angeles, Los Angeles 
Community Development Commission [CDCl, CRA, Housing Authority). 

Provide relocation assistance to business tenants displaced by'new 
development in station areas (Los Angeles Economic Development 
Office, COD, CDC, CRA). 

SOCIAL ANI) COlllll1NITY 

o Establish special rent control districts to avoid severe increases 
in rental rates in station areas (Los Angeles City Council, 
Los Angeles County, COD, CRA). 

o As a last resort, provide housing assistance for lOW-income 
residential tenants in station areas to mitigate Severe increases 
in rental rates (City of Los Angeles, Housing Authority, CDC, CRA, 
County of Los Angeles). 
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SECTION 4. TB'SmUBLE AND IRRETRIEVABLE CQHMITHENT OF RESOURCES 

Construction of the New LPA would require the irreversible and irretrievable 
commitment of various resources, including land, manpower, energy, construction 
materials, and money. 

Even though Ketro Rail will be located underground, land takings would be 
required at some locations to accommodate parking, station-entrances, mechanical 
systems, and ancillary functions. This conversion of land from residential, 
commercial, and industrial uses to transit uses is an irreversible commitment 
of land resources. 

The manpower expended to design, construct, and operate the rail system cannot 
be recovered. However, local and regional economic benefits would result from 
this expenditure. 

Construction and operation of the New LPA would require the use of electricity 
and petroleum products. Energy for system operation primarily would be 
electricity supplied by the City of Los Angeles Department of Yater and Power. 
Energy also would be used in construction of the rail vehicles. 

Construction of the New LPA involves consumption of materials such as asphalt, 
cement, steel, lumber, and fabricated metals, a commitment of natural resources 
that would not otherwise occur. The commitment of materials to the options 
involving construction may cause a short-term increase in the cost of 
construction materials. 

The financial resources committed to the construction· and operation of the Ketro 
Rail Project cannot be completely recovered, although the project would result 
in increased property and sales tax revenues to the City of Los Angeles. The 
Ketro Rail Project would absorb some funding that might be used for other 
transportation projects· in Los Angeles. 
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SECTION 5. ctllI!lLATIVE IHPACTS 

According to Section 15130 of the "Guidelines for the California Environmental 
QUality Act," analysis of cumulative ilnpacts can be based on (1) a list of other 
local projects (list-based approach) that are under construction, approved, or 
under 'formal review (i.e., projects that are "reasonably foreseeable"), or 
(2) overall growth projections for the general planning area containing the 

. project (planning-area approach). For specific development proposals, the list
based approach is adequate to identify potentially significant cumulative 
impacts. For an environmental impact report addressing a project area as 'large 
as' the Regional Core, the planning area approach permits more thorough 
consideration of long-term cumulative impacts. 

AS described in Section 2 of Chapter 3, growth impacts in the Regional Core were 
projected by utilization of the SCAG 82 Modified Forecast, which'was defined as 
the Dispersed Growth Condition for the Year 2000 reflecting the Null 
Alternative. The .SCAG 82B Forecast was defined as a Maximum Impact Condition 
for the Year 2000 and is considered to reflect the concentration of growth 
i.tIIpacts for the Project. The Dispersed Growth and the Maximum Impact Conditions 
are based upon differing sets of assumptions regarding the distribution of 
growth in the Regional Core in the Year 2000. The Dispersed Growth Condition 
assumes that expected growth would be distributed evenly throughout the Regional 
Core. The assumptions utilized for the Maximum Impact condition differ from the 
Dispersed Growth Condition in two ways: (1) the Regional Core would receive a 
slightly higher share of total. regional growth, and (2) Regional Core growth 
would be more concentrated in designated City Center areas. 

Environmental effects of the Project that would contribute to cumulative adverse 
impacts include localized traffic congestion, parking spillover ilnpacts at 
certain station locations, influences on the location of new growth, and 
increases in localized air pollutant emissions and noise levels. The analyses 
of these issues below are based on anticipated area-wide growth as described 
above. Hore information on the environmental impacts of projected growth in the 
Regional. Core can be found in the Draft and Final EIS/EIR prepared for the SCAG 
82 Growth Forecast Policy (Southern California Association of Governments, 
1982), which is incorporated herein by reference. Following is a description 
of the methodologies utilized to predict cumulative adverse environmental 
effects which would be produced by the project in conjunction with anticipated 
growth by the Year 2000. 

5.1 TRAfFIC 

Section 1 of Chapter 3 describes both existing and projected traffic conditions 
for the Null Alternative. The traffic conditions under the Null Alternative 
were derived by incorporating SCAG projections of new development and traffic 
loads for the Year 2000 traffic model. The model generated potential traffic 
situations to reveal the cumulative impacts. Section 1 of Chapter 3 analyzes 
the cumulative impacts at intersections critical to station access. Although 
localized increases in traffic are expected with the operation of Hetro Reil, 
a decrease in overall traffic volumes would be expected in the Regional Core due 
to Metro Rail. 
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5.2 PARKING 

Existing parking conditions also are discussed in Section 1 of Chapter 3. This 
iRformation and the land use projections contained in Section 2 of Chapter 3 
were included in a parking model to derive the parking conditions for the Null 
Alternative. Parking demand information for the New !.PA was incorporated in the 
model to obtain cumulative impacts. These impacts are discussed in Section 1 
of Chapter 3. As with traffic, localized parking impacts will occur, although 
overall parking demand in the Regional Core should increase at a reduced rate 
with the Metro Rail project. The Null Alternative' would not produce such a 
reduction in parking demand and would have limited effect on parking in the 
Los Angeles CBD and Westlake areas. ' 

5.3 ECONOMIC AND FISCAL IMPACTS 

Cumuiative economic and fiscal impacts predicted for the Regional Core by the 
Year 2000 can be expresaed in terms of employment and gross domestic product.' 
The SCAG 82 Modified Forecast indicates that Los Angeles County will have over 
5,000,000 jobs by the Year 2000. The SCAG input/output model provides an 
estimate of $141 billion for the 1984 gross domestic product for the six-county 
SCAG region. If this figure is inflated by the historic rate of approximately 
6.5 percent, it will yi.eld $386 billion for the Year 2000' s gross domestic 
product. Section 3 of Chapter 3 indicates that the New !.PA would contribute 
3,000 to 5,000 jobs annually to the region during the period of construction. 
Operation of the New !.PA would have a $35 to $70 million annual impact, while 
the Null Alternative' would generate less than $30 miHion in secondary economic 
benefits. These figures. although welcome additions to the region's economy in 
absolute terms, represent a relatively small 0.01 percent of the overall level. 

5.4 SOCIAL AND COl!l!l!NITY IMPACTS 

The impacts of the New !.PA are described in terms of effects 
cohesion and accessibility. The effects on community cohesion, 
made up of impacts on land use changes and displacements, 
congestion, aeathetics, and noise and vibration. 

on community 
in turn. are 
traffic and 

The discussion of Land U/le in Section 2 of Chapter 3 is, in essence. the 
discussion of cumulative impacts of the growth and changes in the region around 
the Metro Rail stations. This zone is the principal area wherein ill!pacts 
related to or influenced by Metro Rail will occur. 

Cumulative impacts of Aesthetics are largely governed by the collective taste 
of the population and by such planning or zoning tools as Specific Plans. The 
potential changes in the aesthetic environll1ent of the Regional Core caused by 
Metro Rail are not considered Significant. 

Cumulative impacts of Noise and Vibration are found in Section 8 of Chapter 3. 
The other social and community issue is Accessibility. Section 5 of Chapter 3 
discu .. se.. the changes in mobility and accessibility that would occur as a 
consequence of each project option. The transportation mOdels used for these 
predictions contain the projected Year 2000 highway and transit networks and 
therefore reflect the cumulative accessibility for the Regional Core. 
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5.5 PISPLACEMENtS 

During the normal course of business in any community, property sales occur 
c9nstantly. These transactions are driven by market forces and occur bet~een 
relatively willing sellers and buyers. These. sales occasionally result in 
displacement of tenants. When the sales result from condemnation or the threat 
of condemnation by a public agency, displacements of owners and tenants occur, 
but the sellj!rs are not as willing as in a market-induced transaction. The 
impacts of the Metro Rail project in the displacement category are significant 
only as part of the total of condemnation actions by government agencies. 

5.6· NOISE AND VIBRATION 

The cumulative impacts of noise and vibration in the Regional Core ~ill be the 
total noise and vibration load resulting from all sources in the Year 2000. The 
overall. impact of the Metro Rail project on Regional CORE Noise levels is 
negligible when compared to overall existing ambient levels. As growth occurs 
in the Regional Core, the ambient levels are expected to increase slightly. The 
increases would be generated, in part, by an increase in traffic, which is the 
primary component of urban noise levels. Because it takes a 100 percent 
increase in traffic volume to make a noticeable increase in noise, the 
anticipated increase in noise level from this growth probably would not be 
noticeable. In fact, Section 1 of Chapter 3 indicates that the change in the 
critical volume of traffic at intersections affected by local traffic access to 
Metro Rail stations is approximately. eleven percent. This localized increase 
is more than· offset by a projected 1.6 percent decrease in auto trips throughout 
the Regional Core as a whole. These changes are not enough to have a noticeable 
impact on noise levels. 

Groundborne noise and vibration from subway operations are restricted in their 
effect to a radius of approximately 200 feet from the nearest rail. 
Accordingly, these effects are not included in the cumulative impacts for the 
Regional Core. 

5.7 AIR 9UALIT! 

The cumulative effects of the project on air quality will be a measurable but 
relatively insignificant reduction when viewed as a percentage of the regional 
air quality problem. 

5.8 ENERGY 

Construction and operation of the New LPA would result in a significant regional 
energy savings when compared to the Null Alternative. Section 10 of Chapter 3 
indicates that the New LPA would create savings due to decreases in energy 
otherwise utilized in bus and automobile manufacture, maintenance, and 
operations. 

5.9 CULTURAL RESOURCES 

Cumulative impacts resulting from concurrent development affecting the same 
historic and cultural properties. as Metro Rail are most likely to occur at 
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station area.s where major growth is already predicted. As measured by the 
amount of commercial reinvestment allowed by zoning, the areas most susceptible 
to greater ~ounts of development pressure during Metro Rail implementation a.re 
~estlake (Wilshire/Alvarado station), Wilshire/Vermont, Hollywood Redevelopment 
Project area (Hollywood/Vine and Hollywood/Highland stations) and North 
Hollywood. The specific cultural resources in these areas are described in 
Section 16 of Chapter 3. 

Development pressures could extend to the cultursl properties listed in 
Cha.pter 3 within and around station areas, leading to alteration or destruction 
of a property or, more likely, changing the character of its environment. This 
type of effect would impact more often on smaller or isolated structures which 
tend to be less economically Viable in their original form. Larger pfopertles 
would be more adaptable to higher-intensity development or redevelopment. 

The effects of construction and traffic, as well as increased access to certain 
areas, may have a cumulativa impact leading to the deterioration of cultural 
resources. Repetitions of minor construction impacts (of the actual physically 
hitting-the-building variety) can cause irreversible effects on a structure, and 
properties can be damaged directly by other construction activities. 
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SECTION 6. ct1M!JLATIVE IMPACTS AT HOIJ.XVOODlHIGHLANP STATION 
FOR HOLLywoOD BOWL CONNECTOR 

6.1 INTRODUCTION 

Segments of the community have expressed a desire to, provide a connection 
between Metro Rail and the Hollywood Bowl. The New LPA dOes no't provide direct 
service to the Hollywood Bowl, so the potential for providing 'a transit link 
between the Hollywood/Highland Station and the Hollywood Bowl has been 
investigated. A detailed analysis of this connector is provided in the Addendum 
to the Draft SEIS/SEIR. 

The Connector has been evaluated to satisfy the Council on Environmental Quality 
requirement that the 'secondary and cumulative impacts resulting from the Federal 
project and other reasonably foreseeable futUre projects (Federal or non
Federal) be assessed. Future decisions regarding the implementation of a 
Connector would involve preparation of additional, separate environmental 
documentation., The construction of Hollywood Bowl Connector would not involve 
the use of UKrA funds. 

6.2 PROJECT OPTIONS 

The "Hollywood Bowl Connector Study," (Ketro Rail Transit Consultants, Karch, 
1988) presents preliminary system information for the following construction 
options: an elevated moving walkway, an elevated people mover, an underground 
moving sidewalk and an underground people mover. This study is incorporated 
herein by reference. A bus shuttle system is also under review. 

6.3 SUMMARy OF INITIAL CONCLUSIONS 

Several conclusions can be drawn from the initial analysis in the Draft 
SEIS/SEIR. The physical presence of an aerial Connector would cause visual and 
aesthetIc impacts. It would take a lane from one of the busiest arterials in 
Los Angeles and either introduce undesirable operating conditions on Highland 
Avenue in the form of contraflow operations, or prevent the preferred 
directional usage of Highland Avenue during peak periods. It would also require 
consultation with the State Historic Preservation Officer and compliance with 
Section 106 of the National Historic Preservation Act of 1966, as amended, and 
Section 4(f) of the National Transportation Act of 1966, as amended. A 
subsurface alignment also would require compliance with these acts for the 
Hollywood Bowl. (These acts essentially require a finding that no prudent and 
feasible alternative exists to use of a National Register property and that all 
possible planning is dOne to minimize harm.) If an aerial guideway were 
constructed, it would prObably be necessary to prohibit left turns to and from 
mid-block locations. An elevated guideway would require property acquisition 
at the south end of the Connector to allow transition from the elevated guideway 
to the mezzanine level of the Hollywood/Highland Ketro Rail Station. An 
elevated guideway also would introduce a major new visual element to the 
streetscape. Subsurface Connector options present fewer environmental impacts, 
but are more costly to construct. 
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Thes« impaccs for Che Conneccor are in addicion Co ebe Impaccs associaced wich 
ebe New LPA as described in chis documenc. Inasmuch as conneccor operacions 
would mosc likely occur during Metro Rail off·peak pariods. the patronage 
impacts should not require any resizing of the Hollywood/Highland Metro Rail 
Station. 
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SECTION 7. GROWTH-INDUCING IMPACTS 

The information on growth-inducing impacts contained in Section 14.4 of Chapter 
3.of the 1983 FEIS is still largely applicable to this project and is hereby 
incorporated by reference. This section discusses the growth-inducing impacts. 
of the project options. In addition, Table 5-1 is provided at the end of this 
section to indicate where the specific discussions in the growth inducing 
effects may be found in this document. 

Potential growth-inducing impacts of the project stem from three basic factors: 

o Metro Rail will help aly.viate the congestion and accessibility 
constraints imposed by an overcrowded transportation system. 

o Metro Rail, as a substantial public investment, will serve as a 
catalyst in reinvestment in currently underutilized areas and as 
a stimulus to the local economy. 

o Metro Rail will represent, from· an individual developer's 
perspective, an opportunity to realize financial benefits from 
increased, lower-cost transportation access. 

The Regional Core served by Metro Rail is already very highly developed. 
Significant additional growth will take place under the Null Alternative with 
or wi thout the expansion of the Metro Rail Proj ec t beyond MOS -1. However, 
projections indicate that there are 'likely to be measurable inc'rements of· 
additional growth in the Regional Core associated with the New LPA. 

Metro Rail will help to concentrate development at some desired locations and 
will aid the implementation of the City Centers concept fundamental to the Los 
Angeles County and City plans. Under the City Centers concept, growth will be 
encouraged in designated centers in order to help maintain surrounding low
density residential areas and to avoid development in sensitive undeveloped 
areas. 

The growth-inducing potential of Metro Rail can affect land use, economic 
activities, transportation systems, and other public services in the Regional 
Core. Hore information on the impacts of the projected growth can be found in 
the Draft and Final EIS/EIR on the SCAG 82 Growth Forecast Policy (Southern 
California Association of Governments, 1982). 
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SEIS/SEIR AND FEIS REFERENCES TO QROWTU-INDUCING IMPACTS 

Section 
Document Number 

SEIS/SEIR 2.2.2.2 
Chapter 3 

SEIS/SEIR 2.2.3.1 
Chapter 3 

SEIS/SEIR 2.2.3.1 
Chapter 3 

SEIS/SEIR 2.2.3.1 
Chapter 3 

SEIS/SEIR 2.2.3.1 

Chapter 3 

SEIS/SEIR 2.2.3.2-
Chapter 3 

SEIS/SEIR 3.1.1 
Chapter 3 

SEIS/SEIR 3.1.2 
Chapter 3 

SEIS/SEIR 3.1.3 

Chapter 3 

SEIS/SEIR 3.2.2 
Chapter 3 

SElS/SEIR 5.2.2 
Chapter 3 

, Descriptiop 

Increased commercial and residential development 
accommodated by Metro Rail in Regional Core. 

Consistency of growth accommodation with local 
development policies. 

Consistency of growth accommodation with regional 
davelopment policies. 

Increased commercial and residential development 
accommodated by Metro Rail in station areas. 

Increased popUlation and employment accommodated by 
Metro 
Rail in station areas. 

Acres of parcel area required to accommodate-growth. 

Increased construction-related employment. 

Stimulate regional economy. 

Enhanced opportunities for minority business 
enterprises. 

Increased property and sales tax revenues generated 
-development associated with Metro Rail. 

Improved mobility, particularly for transit-dependent 
user groups. 

Source: General Planning Consultant. 
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mfApDR 6; CQIOOJNITX PM'lICIPATIOI 

SECTION 1. puBLIC COlfSllLTATION AIm INl'J1'J 

The SCRTD believes that the moat reliable method for aChieving public 
satisfaction with a service or project is to include the public in the decision
making process. To ensure Metro Rail meets the needs and desires of the 
communities it will serve, the SeRm bas solicited public input for key 
decisions throughout each phase of development over the past decade. The SeRTD 
has implemented three major programs designed to maximize public output: (1) the 
Public Consultation Plan; (2) the Interagency Management Committee; and (3) the 
COllE Study Forum. For an in-depth discussion of the SeRm's public consultation 
program, including locations, dates, participanta, and synopsas of public 
meetings. the .:reader is referred to Chapter Six. of the November 1987 Draft 
SEIS/SEIR. 

On Kay 20, 1987, the District released an Addendum to the Draft SEIS/SEIR which 
included an environmental evaluation of the new Candidste Alignment 6. This 
alignment was' developed in response to public concern with the impacts of 
Candidste Alignment 4. A public hearing on the Addendum to the Draft SEIS/SEIR 

. was held at the SeRm on June 21, 1988. Comments were received from more than 
50 persons composed of· residents and representatives of various public 
officials, agencies, institutions, businesses, advocacy groups, and religious 
organizations. The substantive comments received at this public hearing have 
been incorporated into the appropriate category of Chapter 7, Section 2. 
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SECTION 2. PUBLIC AGENCY Il9VOLVBIIEN'l 

The following public agencies participated in the conaultation process; 

City of Los Angeles Council, 
Planning and Envlr~nment and Transportation and Traffic Committees 

City of Los Angeles 
Kayor's Office 

City of Los Angeles 
Chief Administrative Officer 

City of Los Angeles 
Chief Legislative Analyst 

.City of Los Angeles 
Cultural Heritage Commission 

City of Los Angeles 
Department of Planning 

City of Los Angeles 
Department of Public Works 

City of Los Angeles 
Department of Tranaportation 

City of Los Angeles 
DepartJllent of Water and Power 

City of West Hollywood 
City Council 

City of Los Angeles 
Co~ity Redevelopment Agency 

County of Los Angeles 
Regional Water Quality Control Board 

Los Angeles Unified School District 

Resource Agency of California 

U.S. Department of Interior 
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SECTIOR 3. puBLIC mOWTIOR AND C01OO!NICATIQN 

Keeping the public informed at each step of the CORE Study's development was 
facilitated through several means of communication. The District published a 
bimonthly newsletter, Metro News Bulletin, that contained articles on the CORE 
Study and major decisions as they were made. This publication generated more 
comments on CORE Study issues. which were reViewed by staff. For the bus-riding 
constituency. the District incorporated CORE Study news in the SCRTD Transit 
Reader, which was distributed among the SCRTD fleet of 2,500 buses. This 
publication is targeted at the SCRTD's 1.S million deily riders. 

The SCRTO Speaker's Bureau provided another channel of public co~nication. 
With the aid of audio-visual and printed media, District speakers made weekly 
presentations to business, service. and homeowner groups within the CORE area. 

Public cOllllJlllIlication on the CORE Study was also made through direct written 
correspondence and telecollllJlllIlications. Informetion was distributed to. the 
public at conventions, community functions. and other exhibitions where SCRTD 
established information booths during the course of the CORE Study. 
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SECTION 4. IN'l!!!lAGlNCI COOl'Y!INATIOR 

To coordinate input and recommendations from the public agencies participating 
in Metro Rail's development. the District established the Interagency Management 
Committee (IKC). The IKC is composed of representatives from the City of Los 
Angeles' Plsnning and Transportation Depart:lllents. the Los Angeles Community 
Red<llvelopment Agency (LACRA). the City of Los Angeles Chief Legislative 
Analyst's Office. the Southern California Association of Governments (SCAG). the 
Los Angeles County Transportation Commission (LACTC). and the Los Angeles County 
Department of Regional Planning. This technical committee met at least twice 
monthly to discuss major issues and impacts relative to the alignments. The IMC 
provided key input for the development and evaluation of candidate alignments 
over the course of the CORE Study. 
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ClIAPTER 7; CQHHENTS AN!) RlSPONSES ON THE DRAFT SElR. 
DRAFT SEIS/Sln. ANp DRAFT AJ)DENDUJI 

SECTION 1. ORGANIZATION or THE COX!!E!!TS AN!) RlSPONSES 

All letters, and transcripts of the public hearings have been reviewed. 
Substantive comments have been identified, classified into one of 21 different 
subject areas, and numbered consecutively. Because there was a great deal 
of overlap and repetition in many 'comments. similar comments were consolidated 
and paraphrased. As a result. the comments that appear in this chapter are 
very often not the precise words found in the commentor's letter, card, 
or oral testimony. This has been done to reduce duplication of similar 
comments and responses, and in no way was intended to obscure the substance 
of a comment. Copies of original letters, together with a cross·index 
of comments and commentors, are available for public inspection at SCRTD 
and UHTA. Also available are copies of the complete transcripts of the Draft 
SEIS/SElR public hearings. The 21 subject areas covered in this chapter 
include: 

ALTERNATIVES (AL) 
AERIAL ALIGNMENT (AA) 
AESTHETICS (AS) 
AIR QUALITY (AQ) 
COMMUNITY AND SOCIAL CONCERNS (CS) 
CONSTRUCTION (CN) 
COSTS AND FINANCING (CF) 
CULTURAL RESOURCES (CR) 
ECONOMIC IMPACTS (EI) 
SUBSURFACE CONDITIONS (SC) 
NOISE, VIBRATION AND ELECTROMAGNETIC (NV) 
PARKING AND TRAFFIC (PT) 
PATRONAGE AND COST EFFECTIVENESS (CE) 
LAND USE (W) 
PUBLIC PARTICIPATION (PP) 
RELOCATION AND,BUSINESS OPERATIONS (BO) 
SAFETY AND SECURITY (SY) 
STATIONS/ALIGNMENT PHASING (SP) 
TRANSPORTATION (TR) 
\lATER RESOURCES AND FLOODING (1lR) 
MISCELLANEOUS (M) 

Table 7·1 identifies all commentors who provided testimony or written comments 
on the Draft SEIS/SEII. Each commentor has been classified into one of three 
groups: public agencies and officials; businesses, corporations and civic 
organizations; and private citizens. \lithin each of these classifications, the 
commentors have been alphabetized. Ilhere agencies or organizations are listed, 
the spokesperson is also indicated. 
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TABLE 7-1 

PIJIlLIC AGEIICIES All]) OFFICIALS 

California aalional Watar Quality Control Board 
D.ania Daater, SuparvieiDt Watar a •• ourca Control Eaaiu.ar 

California State S.e.tor and .r •• ideot Pto r .. Dcvid Robartt. 
David ~. capr •• eDtint 

City of ~ Ana_l •• COunCil. 
Platmiq cd. EuvircmM:Dt. 8DCl 'fr.naport.At.icm. end Traffio ec-ttt ... 
CouncilJD.eD Mieb .. 1 Woo 

City of Loa Ansel •• COUDCl~ Gloria Molin. 
SuafID Cloak. ,repr •• mt.iDa 

City of Loa An&.~ •• CUltural aartt ... Commi •• ion, J., Or:an. A~I.A. ,,"bluet; lleacy 'amtIDCSH 

City of Loa APsel ••• D~~t of Ptannins. 
lCem>oth c. Toppina 

City of Lo. Ans.l •• , Department of PUblic WOr.t. 
Robart S. Bord. Ct toy Etiain •• r 

City of t.O. Ana.l ... Departm.nt of Trm.part-aUOD. 
l)qn aa..l:7'. Dinctor 

City of Loa Anaal •• , Department of Watar and Power. 
Edward Xu.pet-taD. E:c6in •• r of EDvirom:rumUl 
aDd Goverr:mum:tal Atfain 

City of w..t. HoIIJWOOd. City Council. 
Supbat:'l :So Sc:bult... Mayor; AlIID 'fUnhi, Mayor Pro-Tcpor.r; 
If.lm P. Alb.n, ~cU.or: Jolm aaU.IDaQ. Ccnmdlor; 
Abba LcMS. Ccnmct.1cr 

CoiI:I:I:IUDit.y ll.-.al.op:Mat. Aalfnc:}' of Lo. Ana_lea. 
John J. Tuit4* A4ID1niat.retor 
1r_1. allD.rj"~ TrllDaport,aUOIl P1.azmiq Manqar 

t.o. Ana.l.a Count.y Transport.at.tOll CaDDi •• ion. 
Paul C~ r.,.l.cn. Act.in$ lseevt.iv. Direet.or 
lU.ck lU.cl:Dtmd, Ixecuuva Dtr.ct.or 
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Lo. Anlel •• Uniti.d Scbool Oi.tri~t. 
Jackie Goldbtr •• Dt'trict 13 Boa;d H-mb.r 

Loa Anl.l •• Unified School Diatrict. 
Rob.rt J .• iccum. Director of ~.1 !.t.t. 

a •• ourc. ,Aa.ncy ot CaUfornia, 
Donnia J. O'aryant. E:nvironaM'Dt.l Frear .. Coordinator 

U. S. D'partm4tt'lt of the Int.rio::. BNe. Blench,rd, 
Director, Offic. of Environrnnt.al Project. Revi ... 

U.S. &'pr •• .atatlv. Julian Dizon, 
Fat. ~ll.r. r.pr •• .nt1na 

BUSlIlESSES, COIU'a!ATIOIiS iliIl CIVIC diiiWlftATfOllS 

Blind.d V.tu'atJ.a of South.rn C.Ufornla. Inc .• Micbael Marcb 

Brai11. lnat.it-ut.., 0.1, a..t.ll.r 

Braill. In.titut., Ru ••• ll W. 11rb-r. Ex.cut-tv. Dir.ctor 

Bralll. tnat.it-ut.I, L •• Stock.::. Aali,tant. Ex.cutlv. Dir.ctor 

eel F~. Inc .• Robert. R. Docklon. C'hl1tlD1Z1 of th. Boud 

Cd F.d. Inc., Hike Hay.:: 

C.lifornll Fed'ral, 
Wl11icm L. Cal1end.r, Pr.aidcnt cn4 Chi.! !sacutlv' Offic.r 

Cuth.,. ctrch BClftNI<Mlerl AaaochUon. Charle, Roaln, Pr'aidct.~ 
Henri't.t.a Hlt,ll-"-.dowa 

CBS. Inc., Bruc. J. Taicber, Broadcast. Cotma,l 

ChrUUan bl •••• TiM: lducatlo:n. Jm 81'''', Dtreet.or 

Church of SCi«lt.oloaY of Lo, Anlel .. , 
Ricbard Sh.ll.,., Lea.l Officer 

Dixon Cadillac, J.ct 000dmaD 

Oun. .. Hot.al and a •• tA1.UGt.. Job Jutnevorlcm 

Dunn Kot.l and. ".t.tlW:Gt~ Hutin JutDevorian 

Dun., Houl cd a .. tau.rGt. lUc:h,.l Juknevorian 

Eawerd., Deni,. a.u.cb, Public a,lation Rlpr •• ent.at.ive 

Fir.t. B.pt.ilt. Church, Rwv.r.nd G.ry Tibba, Paator 

rirat. South.m a.pti.t Church of Hollywood, Jo •• pb Barronco 

Firat Southern B.ptist Church of Hollywood, 
Jeau. Campooecio, ... ht.ant t.o th, Peat.or 
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Firat Southern hpt.ht. Church of Hollywood, PUl'7 Cc::ama 

Firat Southern hpt.ht Church of Hollywood. Beverly G.lvao 

Firat Southern hpUat Church of Hollywood. David Gla .. r 

First Southam hpt.lat Church of Hollywood, Ha. Cha17Ur:o lahUL 

First. Southam Bapt.ist Church of Hollywood, 
Charl •• HcCluna. Director of Admi •• iona, San Farnando Valley 
Southam Bapt.ist Aaaociation 

Firat Southam Baptist. Church of Hollywood, John Medford 

First Sout.harn Baptist. Church of Hollywood, 
Thom •• Pitta, Security Warden 

Foundation for Early Childhood Educat.ion, Inc. 
Hart.he Rinaldo, Direct.or 

Foz Taleviaion St.ation, Inc., 
Richard Anderson, Vic. Pra.idant and Director of Enain •• rina 

Foz Taleviaion St.at.ion. Inc., Daphne Gronich. Liti.at.lon Couna.l 

Friends of Hollywood, Ruth Goulet. 

Golden W •• t Broadc •• tar, Mich •• l H. Schratar. Ezacutiva Vic. Pr.aident 

Hancock Park Hom.own.rs Aasociation. Pet.r Gat •• 

Barriacopa of Los Ana.l.s. Inc .• 22 KWBY-TV. 
Burt I. Barris. Vic. Pre.ident/General Man .. ar 

Billaid. F.d.ration. GeololY. BydrololY and Infr.structur. C~tt ••• 
Barbera F. Fin •• Chairp.rson 

Hollywood B.tter Gov.rnment Aaaocietioa. Devid HarleD. Dir.ctor 

Hollywood C.dars. S.mu.l K~ 

Hollywood Chamb.r of Comm.rc., Bill W.lch, Pr •• ident 

Hollywood H.i8hts Aasociation. Steve Banas. R.cordina S.cr.tary 

Hollywood H.rit .... Hilary Git.~ 

Bome Mlasion Boerd of the South.m B.ptlat ConVeDUoa. Terry Chana 

Bospit.l of th. Good S~itan. Paul ~ll. 

Inn.r City L.A. Ch.pt.r of th. R.tion.l Or8eDisation for wam.n. Pat Haser 

Kelaer P.rtrLllDent., Larry B.rnhardt, Are. Archit.ct 

K.is.r P.rtrLllDent., Karen Canstin, Dir.ctor of Public Aff.irs 

K.is.r P.rtrLllDent., L.leDd wana, Director of Gov.rnment R.lations 

ETLA Inc., SteveD A. B.ll, Senior Vic. Pre.ident .d Gen.r.l "-n ... r 

ETLA Inc., Brenda L. Youns, Dir.ctor of Busin.aa Affairs and L.lal Couns.l 
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Loa .t\I::I.681 .. conaan'GC'f. bUt_ L.tu:ar. hacut1v. Dlract.o,:; Chriaty John.en 
McAvoy 

Loa A.n481 .. w .. t Cb-..bu of eca:m.rca. Tran_portetLon and Plo:n:nina Coa::m.1tt ••• 
aarold L. X.ta. Chairman 

Jacob3. Hillard W,. Owner, U.S. Boru: BuUcU:na. 
307' Wil.hire Boul.vard 

~cArthur Park Foundat,icc. G.or •• a •• roa, Cbatr=cn. Al Rodel. Director. 
Patar Dmbla. ~t.b:t.e!I AUld • aupporti,1l.I r.t1t1cm aian.o by 1"2 
perat::l!la 

Mann th •• tr •• , William t, Sarta. Director of Harketins CDd Public Reletione 

(Mld City Chamber of Camm.rca, Berry, Hall. Fr •• tdCQt) 

Miracl. Hil. Re.idwn~i.l ~.oci.tion. 8ill Chriatophar, Vice Fr •• ident 

So El on Wilshire. Bill Chriltophar 

Project Are. C~itt ••• Bollywood R~.v.lo~t Project, 
Edwud Villar •• L BUl'lt. Chainum 

Property awner.' coalition, Allwn 51aroty 

Rayal C.v.lo~nt company, L.wrwnca Kaplan 

Sh.ll au ccmpeny. 5.J. (."bul.,., Han .... ". Lo. Aqd .. w .. t. Dhtdct 

Sierra Club. Stanl.,. Sut., Cbei.l!"lUJ:'1 TrceporuUcm COIIIDi ttee 

Sout.hern Dept.iat G«Daral C~tiOD of California, C,B, Bolue. 
Executive Oiract.or-Tra.eurar. Fra.no 

Sun.et. Boulevard eoalitiOD, Paul Clarka, Rapraa.ct.t.ive 

Sun •• t. BouLevard CoIUt.icm. Mich •• l Eianer 

Sun •• t. Soulev.rd Coalit.iOD. H1cheal T~ 

SI.IlI .. t Shall Gaa Stat.1OD. Azlet, Sil'1doya 

1'he Studio Coalition. Colina Gordan 

w .. tun E:z:chaDae~ Abraham l.utfi* Chief EXecuU". OUicat 

Whitley Heiahta Civic Aa.oci.tion. John Viaran 

Wind.or Squue Aaaociat.1cm. H1ch .. l Con.wall. Vice P.ulidmt. 

Wind.or Villas. Aaaociation. tuchar4 Workman, Chairm.cm 

Windaor Vill .. e Aaaoci.ticn, Tom V~.r 

l'cnma Klfn' _ CbrhUm Aaeochticm of Met.ropoliU,l'i 10a A.nael ... 
Horris O. 1.1n ... .ver. Execut.ive Oireetor 
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CITIZElIS 

Aidlin. Jo •• ph W.o Loa Anaal •• 

Alean, R. 

Allan, Marl.rita, Hollywood 

Allen, Paulette A. 

Allen, Bryan, LOll Ana.bs 

Anlanian. Oacar P.. Hollywood 

Art-h, Michael B. 

Aryal, Ran M .• Loa ADaal •• 

Babich, Sylvia 

8abict, Tam, LOll Anaal •• 

Baaley. Rey. Loa Anad •• 

aeird, Jaann., LOll ADaal •• 

aat.IIII, Ricbard 

Bump, Milan R. o Loa ADae1 •• 

Cb.ldl •• , Hr •• John 

Compoccio, SUllan 

O. Milo, Venus 

Edward., Samuel, f ••• dana 

Fi •• t.a, Pablo 

Fond.vil., Carol. Loa ADaal •• 

Goodwin. Huy Arm 

aavana, Alan D.. PhD 

a •• vey, Francia J. 

aernand •• , As_pit.o 

Bill. aoa.mary 8. 

Hollywood Project. Ar •• Coaadt.t. ••• .loba s. W.t.b 

Bunt.er. Bill 

J~ ••• Salvador, MDDrovia 

Johnson. AI: lmd "ltua." 

Jos-ph, SID 

g •• t.ina. Ricbard, Lo. ADaal •• 
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HcQuht.on, J.B., La. APlel .. 

Michel.on, Alan B. 
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Nel.on, T.A., P.E., La. APlele. 
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Richerd.on, Wuren 

Robert.. , GuS 

Rofman. Rick 

Ro.en Sheile G., La. Anaele. 

Salt.~, Robert M., La. Anaele. 

SolOlD01'J, Leon 

Tucker, J.e. W. 

Webh, John 

Welt.er, Sheld.on 

Wetta, Bowerd O. 
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SECTION:l. USPONSE TO COMMENTS 

The following comments were provided in response to the public distribution of 
and public hearings held for three environmental documents: (1) Februsry 1987 
Draft SEIR, (2) November 1987 Draft SEIS/SEIR, and (3) May 1988 Addendum to the 
Draft SEIS/SEIR. The comments are summarized and categorized by aubject area. 
Responses are provided for all substantive comments. 

It is important to note that several changes were made to the documents during 
the time between production and distribution of the three documents. For 
example, a number of discussions were held with City of Los Angeles Departments 
regarding their comments on the Draft SElR, and numerous revisions were made 
consistent with these discussions, prior to distribution of the Draft SEIS/SEIR. 
These City Department comments (Los Angeles Department of Planning, Los Angeles 
Deparrment of Transportation, Los Angeles Community Redevelopment Agency) are 
included in this chapter, however, consistent with NEPA and CEQA laws and 
regulations. 

:l.l ALTERNATIVES 

ALI COKMENT: Modified Alignment 1 is preferable. The 17.7 mile, all
subway alignment would provide service to the Wilshire and Vermont 
corridors and to the Hollywood, Universal City, and North Hollywood 
communities, with a total of 16 stations. Recent extensive review 
has highlighted negative impacts of Alignment 4 and has introduced 
revised cost .estimates, which now show the all-subway alignment only 
slightly more costly than an aerial alignment. That portion of the 
Locally Preferred Alternative (LPA) that connects the 
Wilshire/Alvarado and Universal City stations should be designated 
as the next minimum operable seglllSnt (MOS-2). The essential 
modification made to SCRTD's Alignment 1 is the addition of the 
unfunded Hollywood Boulevard/Highland Avenue station. Modified 
Alignment 1 provides the most effective level of service and 
responds to problems incurred by other options, such as those 
presented by the broadcasting industry, Kaiser Permanente, property
owners, residents. school administrators and various organizations. 
All appropriate mitigation measures should be taken, including, but 
not limited to, location of station portals to protect cultural and 
historic resources on Hollywood Boulevard, appropriate construction 
scheduling programs, temporary traffic routing, construction noise 
and vibration control measures and community information programs. 
(Los Angeles Department of Planning; Los Angeles Department of 
Transportation; Los Angeles Community Redevelopment Agency) 

ANSWER: Candidate Alignment I, with minor modifications 
in the number and location of stations, was selected as 
the "New Locally Preferred Alternative" (New LPA) by the 
SCRTD Board of Directors on July 14, 1988. This 
selection followed a comprehensive evaluation of costs, 
benefits, adverse impacts, and local coordination 
considerations associated with six project options. See 
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discussion in Chapter 2. Section 2 of this document. 
The Los Angeles City Council reco~ended that the next 
construction segment be the full LPA. Due to funding 
constraints. negotiations are now underway for federal 
funding of the next construction segment (KOS-2) with 
terminal stations at Wilshire/Western and Hollywood/Vine 
(called Case 1). Appropriate mitigation measures are 
defined in Chapter 3 of this Final SEIS/SEIR. 

AL2 COMMENT: Alignment 1 has no significant impacts on historic resources and 
is. therefore. the environmentally preferable candidate. Alignment 2 has 
the greatest negative impacts on the greatest number of historic resources 
and is. therefore. the environmentally worst alternative. The other 
alternatives have varying degrees of problems. (Ruthann Lehrer. 
Los Angeles Conservancy) 

ANSVER: The selected New LPA consists of Candidate 
Alignment 1. with minor modifications to the number and 
location of stations. Six candidate alignments were 
screened carefully with respect to numerous 
environmental factors. including cultural and historic 
resources. 

AL3 COMMENT: Alignment I deserves more consideration because it better serves 
Hollywood interests. (Bill Christopher. No &1 on Wilshire) 

ANSVER: Candidate Alignment 1. with minor modifications 
to the number and location of stations. was selected as 
the New LPA. 

AlA COMMENT: Alignment I is the best because it puts all of the KOS-2 segment 
underground. (Charles Woll. Self Realization Fellowship; Abraham Lutfi; 
Samuel Kim; Susan Shedlow; Pat Koser. NOW; Bill Hunter) 

ANSVER: See responses to ALL and AL3. 

AL5 COMMENT: A combination of alignments I and 2 is the best. (Charles 
Stinson) 

ANSVER: See responses to ALL and AL6. 

AL6 COKKENT: Alignment 2 is preferable from the studios' standpoint. (Daphne 
Gronich. Fox Television Stations) 

ANSVER: The selection of the New LPA should address 
the studios's concerns. given that this alignment is 
not on Sunset Boulevard. The New LPA follows much the 
same route as Candidate Alignment 2. but in a subway 
configuration. See Answer to ALL and discussion in 
Chapter 2. Section 2 of this document. 
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AL7 COHHENT: Alignments 2, 4 and 5 are the worst. (Sam Joseph) 

ANSWER: See responses to ALl. 

ALB COHHENT: Alignment 3 is the best proposed. (Charles B. Pyke, Beverly
Angeles Homeowners Assn.; Richard Workman, Windsor Village Assn.; Diane 
Plotkin, Beverly-Wilshire Home Assn.; Tom Vandeveer, Windsor Village 
Assn.; Samuel Edwards; Robert H. Saltzman) 

ANSWER: See response to ALl and discussion in 
Chapter 2, Section 2 of this document. 

AL9 COHHENT: Alignment 4, with aerial segments on Vermont Avenue, Sunset 
Boulevard and Wilshire Boulevard, should be supported. However, a 
decision on the profile of the Wilshire portion west of Western Avenue 
should be deferred pending the results of an additional study. The 
Vermont and Sunset routes should continue to be supported, even if aerial 
is inappropriate and subway must be substituted. (Los Angeles City 
Council Planning and Environment and Transportation and Traffic 
Committees) 

ANSWER: This comment has been superseded by the recent 
support from the City of Los Angeles for the New LPA. 
See response to ALl and discussion in Chapter 2, 
Section 2 of this document. 

ALlO COHHENT: Alignment 4 is the best. (Norris D. Lineweaver, YMCA; T.A. 
Nelson, consulting engineer) 

ANSWER: See responses to ALl. 

ALll COHHENT: Alignment 4.without the Hollywood Bowl station appears to be the 
best alternative. However, because of public opposition to the Wilshire 
aerial, SCRTD should consider the more southerly alternative to a Pico 
Boulevard/La Brea Avenue terminus. (Barbara A. Fine, Federation of 
Hillside and Canyon Associations) 

ANSWER: See responses to ALl. 

ALl2 COHHENT: Alignment 6 would negatively impact businesses. 
Juknavorian, Jack Goodman, Samuel Kim, Andy Hindoyan) 

ANSVEa: Selection of the New LPA eliminates the basis 
for these concerns. 
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ALl 3 CO!OO!NT: Alignment 6 is unacceptable because it incompletely assesses the 
impact on the First Southern Baptist Church of Hollywood, gives no 
guarantae that the Church can relocate in Hollywood end gives insufficient 
attention to impacts on the community. (Rev. Gery Tibbs, First Southern 
Baptist Church of Hollywood; Martha Rinaldo; Jim Bray; James Campoccio; 
Beverly Galvao; Richard Bates; John Medford) 

ALl4 

ANSWER: See answer to AL12. 

CO!OO!NT: Alignment 6 is preferable 
aerial segment should be made subway. 
Commerce) 

with one exception - - the Sunset 
(Bill Yelch. Hollywood Chamber of 

ANSWER: The impacts associated with an aerial alignment 
along Sunset Boulevard constituted one of several 
reasons for rejection of Candidate Alignment 6 and the 
selection of the Hollywood Boulevard subway alignment 
as the New LPA. 

ALl 5 CO!OO!NT: Alignment 6 eliminates our concerns about Metro Rail's damaging 
impects on the entertainment industry. Alignment 4 would damage the 
industry to an unprecedented degree. (Alan Sides, Oceanside Recording 
Studios; Michael Eigner. Sunset Boulevard Coalition) 

ANSWER: The perception that alignment along Sunset 
Boulevard could have adverse impacts on the sound and 
recording studios was a major reason for the development 
and artalysis of Candidate Alignment 6 and for the 
selection of the all-subway New LPA on Hollywood 
Boulevard. 

AL16 COMMENT: Alignment 6 should not be implemented because of the negative 
impacts on Grant Elementary School. Major construction would be taking 
place Within 50 yards of the school. The siting of a transitionsl portal 
and a descending subway in close proximity to an elementarY school is an 
adverse impact not present in the other alignments. (Jackie Goldberg, 
Los Angeles Board of Education; Robert J. Niccum. Los Angeles Unified 
School District, Howard Yatts) 

ANSVEa: Selection of the New LPA eliminates the basis 
for these concerns. Impacts and costs associeted with 
the transitions from subway to aerial off-street in this 
area were important elements for not selecting Candidate 
Alignment 6 as the New LPA. See discussion in 
Chapter 2, Section 2. 
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AL17 COMHENT: There are no specific plans for extending the Ililshire line 
beyond Fairfax; the ultimate destination should be decided now. (Bill 
Christopher. No EI on Ililshire) 

ANSWER: Selection of the New LPA defers the decision 
on the profile and route for the extension of Metro Rail 
west of the Ililshire,lllestern Station until proposed 
additional study can be performed for this extension. 
A new Alternatives Analysis/Draft Environmental Impact 
Statement (AA/DEIS) will be initiated should federal 
involvement be anticipated in this extension. 

ALl8 COMHENT: The northern branches of the alignments compare well with the 
former Locally Preferred Alternative, which Congress ordered to be reo 
engineered. For the western branch, the Ililshire Boulevard alignment is 
superior to the Pico/San Vicente branch (Alternative 3) in providing 
service to the Ililshire Boulevard activity center. (Rick Richmond. 
Los Angeles County Transportation Commission) 

ANSWER: See response to ALI7. 

AU9 COMHENT: Ililshire is a key transit and cultural corridor. (Charles 
Stinson; Harold L. Katz. Los Angeles Ilest Chamber of Commerce; T.A. 
Nelson. consulting engineer) 

ANSWER: See response to ALI7. 

ALlO COMHENT: No ·western segment" should be adopted until a specific route 
containing specific locations for stations are taken into consideration 
as part of a comprehensive plan. (Charles Rosin. Carthay Circle 
Homeowners Assn.) 

ANSWER: See response to AL17. 

ALl I COMHENT: Instead of putting the line on Ililshire. why not put it on Sixth 
or Seventh and run it adjacent to Ililshire? (Greg Roberts) 

ANSWER: See response to AL17. 

ALl! COKHENT: Because of the CORE boundary restrictions, consolidate the 
available money to complete the Valley/Hollywood segment; then reassess 
the westside segment. (Charles Rosin. Carthay Circle Homeowners Assn.) 

ANSWER: The selection of the New LPA addresses this 
comment. See also response to ALI7. 

ALl 3 COMHENT: A Ililshire alternative south on Pico would be capable of 
adequately handling current and future traffic from developments along the 
Miracle Mile. (Mike Msyer. Cal Fed.) 

ANSWER: See response to ALI7. 
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AL24 COMMENT: Any Wilshire alignment should be avoided. (Sheila G. Rosen) 

ANSVEa: The Wilshire Boulevard Corridor is the busiest 
transit corridor in Los Angeles. See response to AL17. 

AL25 coMMENT: The Draft SEtR continues to indicate a Wilshire Boulevard 
alignment as a high ridership line. Options for extending Metro Rail 
westerly through the Wilshire corridor should be retained. (City of 
Los Angeles Department of Transportation) 

ANSVEa: See response to AL17. 

AL26 COMMENT: Pages 2-108 and 1-110 of the Draft SEtR support the argument 
that a Wilshire aerial alignment creates unmitigable adverse impacts. 
(Richard Workman, Windsor Village Assn.) 

ANSVEa: Selection of the New LPA eliminates the basis 
for this concern. An aerial guideway in the center of 
Wilshire Boulevard would have significant impacts that 
could not be mitigated. 

AL27 COMMENT: A Vermont alignment will service medical and educational 
facilities and will insure a large ridership on that portion of the line. 
(City Council of West Hollywood; Abraham Falick, Coalition for Rapid 
Transit; Charles Stinson) 

ANSVEB.: The New LPA serves Vermont Avenue. 

AL28 COMMENT: The omission of a Selma Avenue routing is curious, since this 
street provides equidistant access to both the Sunset high-rise cluster 
and the very active Hollywood strip of retail stores ,and theaters. 
(Abraham Falick, Coalition for Rapid Transit)' 

ANSVEB.: Selma Avenue waS investigated as an option 
early in the CORE Study along with over thirty other 
candidate alignments. Based on a public outreach 
program and various technical analyses, the Selma route 
was not selected for inclusion in the Draft SEIS/SEIR. 
See discussion in Chapter 2, Section 2 of this document 
and in the -milestone" reports listed in Chapter 8, 
Section 1.3. 

AL29 COMMENT: Since the route along Hollywood Boulevard is clearly the 
preferable route. the SEIS/SEIR should include a thorough examination of 
why it was not chosen. (Steven A. Bell, KTLA; Michael Eigner, Sunset 
Boulevard Coalition) 

ANSVEa: Since circulation of the Draft SEIS/SEIR, 
additional analyses and community discussions have 
occurred leading to the selection of the Hollywood 
Boulevard alignment as the New LPA. consistent with this 
comment. 
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AL30 COMHENT: The Sunset Boulevard route is preferable to Hollywood Boulevard. 
(Charles B. Pyke, Beverly-Angeles Homeowners Assn.; Charles Stinson) 

ANSVER: Candidate Alignments 4 and 6 on Sunset 
Boulevard were deemed as less preferable than the 
selected New LPA, particularly given the environmental 
and community impacts associated wi th Alignments 4 
and 6. See discussion in Chapter 2, Section 2 of this 
document. 

AL3l COMMENT: Any Sunset Boulevard alignment would be damaging for 
environmental, business and aesthetic reasons. Hollywood Boulevard is the 
preferred alignment: Harold llay and Selma Avenue should be examined. 
(Michael Toby, Sunset Boulevard Coalition; Bill llelch, Hollywood Chamber 
of Commerce) . 

ANS1iER: The selected New LPA is on Hollywood Boulevard. 
consistent with this comment. See response to AL28 
regarding Selma Avenue. See also discussion in 
Chapter 2, Section 2 of this document and in the 
"milestone" reports listed in Chapter 8, Section 1.3. 

AL32 COMMENT: The Sunset Boulevard alignment would require demolition of 
Kaiser Permanente's 4760 Sunset hospital. This would severely impact 
Kaiser's master plan, to which $300 million has already been committed. 
Further, Proposition U restricts Kaiser to the 4760 site for future 
construction. (Leland llong, Larry Bernhardt and Karen Constine, Kaiser 
Permanente) 

ANS1iER: Selection of the New LPA. which follows Vermont 
Avenue and Hollywood Boulevard rather than Sunset 
Boulevard, eliminates the basis for the concerns 
presented in this comment. 

AL33 COMHENT: A Sunset Boulevard alignment will interfere with worship at the 
Self Realization Fellowship. (Charles lloll, Self Realization Fellowship) 

ANS1iER: Se answer to AL32. 

AL34 COMHENT: The alignment through downtown Hollywood should be underground 
and should not disrupt the studios along Sunset. (Tom Nelson. Dearborne 
Homeowners Assn.) 

ANSVER: See response to ALl4. 

AL3S COMHENT: The Draft SEIR indicates that Sunset, rather than Hollywood 
Boulevard, is the focus of new office and retail development in Hollywood. 
This trend is likely to continue at several nodes along Sunset, while 
future development on Hollywood Boulevard is likely to be concentrated in 
the western end of the HollYWOOd core. The Sunset alignment serves those 
nodes on Sunset and areaS likely to be redeveloped in the Hollywood core, 
while the Hollywood Boulevard alignment would offer poor service to the 
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AL36 

Sunset employment nodes. Becsuse of the superiority of the Sunset 
alignment, it is critical that cost and environmental data be prepared for 
a subway alternative along Sunset to supplement data presented for the 
aerial Sunset alternative. (City of Los Angeles Department of 
Transportation) 

ANSVEa: This comment has been superceded by the more 
recent City of Los Angeles recommendation for selection 
of the Hollywood Boulevard alignment as the New LPA. 
As part of the CORE Study, a preliminary analysis was 
performed for subway alternative (known as Alignment A3) 
along Sunset Boulevard (See "milestone" reports listed 
in Chapter 8, Section 1.3. 

CO!DlENT: Mitigation costs for the Sunset Boulevsrd 
adequately reflected in the draft and should be updated. 
Sunset Boulevard Coalition) 

route are not 
(Paul Clar.ke, 

ANSVEa: A Sunset Boulevard alignment was not selected 
for inclusion in the New LPA. Cost estimates for the 
candidate alignments include costs for mitigation of 
Metro Rail impacts. The impacts and mitigation costs 
along Sunset Boulevard were major reasons for the 
development and review of Candidate Alignment 6 and the 
ultimate selection of the New LPA on Hollywood 
Boulevard. 

AL37 CO!DlENT: Yhy not bring back the old red cars that ran down the streets 
of Santa Monica Boulevard and San Vicente Boulevard? Light rail should 
be considered as a supplement or alternative to Metro Rail. We could use 
median strips for light rail. (Charles B. Pyke, Beverly-Angeles 
Homeowners Assn.) 

ANSVEa: Transportation agencies in the region are 
conducting comprehensive investigations of possible 
routes for rail transit service, consistent with 
corridors identified in Proposition A. Some of these 
corridors are the same as those used for the old "red 
car" system. For example, the Los AngelesfLong Beach 
light rail system that is currently under construction 
utilizes an old "red car" corridor. The San Vicente and 
Santa Monica corridors may be considered in the future 
as part of these investigations. Various alternatives 
are being evaluated for these corridors, including 
busways, light rail, heavy rail and High Occupancy 
Vehicle lanes. Metro Rail service passes through the 
highly urbanized Core area of Los Angeles, leading to 
the selection of the grade-separated, heavy-rail 
technology for this area. This technology was selected 
through the federal Alternatives Analysis process. 
Metro Rail 1s the backbone of the larger l50-mile rail 
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system proposed for the region, and will link a number 
of corridors utilizing various transit technologies. 

AL38 COMMENT: The Draft SElS/SElR would be more complete if it mentioned the 
three guidelines LACTC adopted for all alternatives. (Los Angeles County 
Transportation Commission) 

ANSWER: The three LACTC guidelines are presented in 
the Appendix to the November, 1987 Draft SElS/SElR. 

AL39 COMMENT: The lowest cost alternative should be designated the Locally 
Preferred Alternative. (Steven A. Bell, KT1A; Michael Eigner, Sunset 
Boulevard Coalition) 

ANSWER: Selection of an LPA should be based on an 
assessment of transportation benefits and expected 
impacts (positive and negative) along with estimated 
project costs. A number of factors, including costs, 
were weighed in the selection of the New LPA. Se 
discussion in Chapter 2, Section 2 of this document. 

AL4Q COMMENT: Any Metro Rail alignment is better than double-decking the 
freeways. (Sheldon Walter) 

ANSWER: Selection of the New LPA is consistent with 
this comment. 

AL41 COMMENT: Although it is financially infeasible, retain Alternative 1, but 
make substantial station, alignment and design revisions (these revisions 
are included in a written document). Some changes are necessary to 
conforlll to the General Plan and to patronage requirements. Delete 
Alternatives 2 and 5; consolidate them by restoring a modified Alternative 
4 (five modifications are detailed). Replace Alternative 2 with a new 
alternative, which would include light rail that would extend from 
Wilshire Center's south edge to North Hollywood, replacing Metro Rail's 
north branch. Modify Alternative 3 (detailed changes are outlined in a 
written document). (Bryan Allen) 

ANSWER: Over thirty candidate alignments were 
evaluated during the course of the CORE Study, and 
~r. Allen's comments were appreciated during this 
effort. Alignments addressed in the Draft SElS/SElR and 
the Addendum best met the objectives of the CORE Study 
and vere responsive to the major public outreach efforts 
of this Study. Se discussion in Chapter 2, Section 2 
and in "milestone" reports listed in Chapter 8, 
Section 1.3 of this document. 
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ALA 2 COKMEHT: No alignment should be built because of the negative impacts. 
(Ruth Goulet, Friends of Hollywood; Z. Machadah. Perry Combs. Joseph 
Barranco) 

ANSWER: The Los Angeles Metropolitan area exhibits a 
major need for a rapid transit system to service the 
urgent mobility needs of the community. Rail transit 
systems will generate impacts; but careful planning and 
coordination with the community and public officials 
should assure that benefits exceed the negative impacts 
associated with such projects. See discussion of 
Metro Rail benefits in the following sections of this 
document: 

o Summary. Section 6, "Evaluation of Alternatives." 
o Summary. Section 7. "Long-term and Cumulative Impacts," 
o Chapter 1, Section 3, "Need for Project." 
o Chapter 2, Section 1.3.2.1, "Patronage," 
o Chapter 2, Section 2. ·Se1ection of the New Locally 

Preferred Alternative," 
o Chapter 3, Section 1.2.2, 'Traffic Impacts.' 
o Chapter 3, Section 2. "Land Use and Development," 
o Chapter 3, Section 3.1. "Changes in Economic Activity," 
o Chapter 3, Section 5.2.2. 'Accessibility," 
o Chapter 3, Section 9, "Air Quality," 
o Chapter 3, Section 10. "Energy," and 
o Chapter 5, Section 2. "Relationship Between Local Short

term Uses of Man's Environment and the Maintenance and 
Enhancement of Long-term Productivity." 

ALA 3 COKMEHT: A La Brea aerial alignment is preferable. (Agapito Hernandez) 

ANSWER: A La Brea Avenue alternative was examined early 
in the CORE Study. The alignment was in an aerial 
configuration due to the Congressional ban on tunneling 
in the "risk areas." In response to technical analyses 
and public participation during the CORE Study, the 
La Brea option was eliminated from consideration. 

ALA4 COKMEHT: Since an expansion of the first phase of Metro Rail will not 
occur in the near-term, why not build a loop: Start at La Brea and Santa 
Monica Boulevard; go south through La Brea to Pico Boulevard; go east on 
Pico to Crenshaw Boulevard; go north on Crenshaw to Olympic Boulevard; go 
east on Olympic to Vermont Avenue; go north on Vermont to Beverly 
Boulevard; go west on Beverly to Western Avenue; go north on Western to 
Santa Monica Boulevard; go west On Santa Monica to La Brea. (Ray Bagley) 

ANSWER: See response to ALAI and ALA3. 
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AL45 COMMENT: An Alignment combining elements of alternatives 1, 3, 4, and 6 
is preferable. Several stations should be relocated slightly, and some 
should be omitted as not cost-effective. (A 14-point redesign proposal 
was included with this comment.) (J.H. Mcquiston) 

ANSWER: The selected New LPA, to some degree, is a 
combination of Candidate Alignments 1, 3, 4, and 6. See 
also response to ALA1. 

AL46 COMMENT: The KKl route would destroy, through RTO's power of eminent 
domain, the First Southern Baptist Church of Hollywood, the Self 
RealiZ:ation Fellowship, the Headstart School for Children, the Dunes 
Motel. Leoretti Cinema Rentals, several ocher businesses and several 
homes. RTO should not use its eminent domain power on the Hollywood 
Redevelopment Project Area block bounded by Wilton Place, Sunset 
Boulevard, Harold Way and Saint Andrews place. (Hollywood Redevelopment 
Proj ect) 

ANSWER: The selection of the New LPA removes chese 
pocential impacts to properties idencified in this 
comment. 

AL47 COMMENT: The Church of Sciencology in general is in favor of Metro Rail 
being built in Hollywood. but Alignment 6 causes a variety of problems for 
the church. It would cake about 1,600 square feet of the church's parking 
lot at Sunset and Berendo. The church is expanding and needs all of its 
parking spaces. Also, the view of our buildings would be obstructed by 
the elevated'structure. (Richard Shelly, Church of Scientology) 

ANSWER: Selection of the New LPA eliminates the basis 
for the concerns raised in this comment. 

AL48 COMMENT: I wonder why speed ramps (such as the ones used at the Disney 
Land Monorail and Los Angeles Greyhound stations) are not used to provide 
pedestrian access to Metro Rail Stations. It seems that since speed ramps 
go a great distance like a moving walkway that they can be used as a 
combination escalator and moving walkway. (Alan B. Mitchelson) 

ANSWER: Speed ramps can not safely operate at as great 
an angle as the escalators typically adopted for station 
use by modern transit systems, including Metro Rail. 
Therefot'e, the substitution of speed ramps for 
escalat<;>rs in subway stations would require the purchase 
of more land, increasing system capital costs. Speed 
ramps or similar devices could be considered during the 
anticipated "Transit Connector Study.· which will review 
options for a direct transit connector between the 
HollywMd Bowl and the Hollywood/Highland Metro Rail 
Station. 



AL49 COHHENT: Significant structural problems may affect the U. S. Borax 
Building as a result of the presently proposed alignment of Phase II, 
which pa6ses straight through the Building's foundation caissons. The 
building is supported by deep concrete caisson foundations that are at a 
lower elevation than the top of the tunnels. I have reviewed the 
presently proposed tunnel alignment with my consulting engineers who have 
expressed the view that this alignment will cause expensive remedial 
foundation construction, with caissons extending 100 feet below the 
surface, much of it dug out by hand, requiring enormous new girders and 
reconstruction of the entire building, basement walls and floor. I have 
concern because of: (i) the problems of supporting the foundation 
structure and basement slab during tunneling operations; (ii) the adverse 
effect oft the building's resistance to earthquake and the settlement 
reSUlting from the tunneling operations; (11i) the long-term operating 
problems. including noise and vibration from the passage of trains 
directly under the building; and (iv) most importantly, the safety of the 
occupants of the building during construction as well as the construction 
personnel, and the long-term safety of the occupants of the building. I 
believe this is an extraordinary problem, not encountered anywhere else 
on the entire route and that this expensive problem should be avoided by . 
selection and alternate alignment. 

ANSVElt: The alignment for Phase II of !letro Rail through this 
area has been changed to reduce the impacts on the U.S. BoraK 
Building foundation. See Chapter 2. Section 1.3.1 and 
Figures 2-5, 2-7 and 2-8. 

2. 2 AEIlIAL ALIGNMENT 

AAl COHHENT: The entire system should be aerial; that's what people voted 
for, and it will maximize the area covered. (!lichae1 March, Blinded 
Veterans of Southern Calif.; Harold L. Kat~, Los Angeles West Ch~ber of 
Commerce) 

ANSIi'EII.: The vote on Proposition A authori~ing the 
development of a regional rapid transit system did not 
specify the vertical (i.e., aerial, at-grade, or subway) 
profile. A standard planning process has been followed 
to determine the most desirable physical configuration 
for the system along Various routes that would satisfy 
regional travel demand. See discussion in "milestone" 
reports listed in Chapter 8, Section 1.3 and in 
Chapter I, Section 2 of this document. 

AA2 COHHENT: The Wilshire aerial alignment would be a fine structure that 
wouldn't bother anyone. but the entire system should be a subway mode 
since it will all be that eventually anyway. (Pat Koser, NOW) 

ANSVElt: The selected New LPA is an all-subway 
alternative. 
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AA3 COHHENT: Community resistance to aerial alignments should be taken into 
account. Gradually increasing sound levels will probably occur as the 
elevated lines age. (Barbara A. Fine, Federation of Hillside and Canyon 
Associations) 

ANSWER: The selected New LPA is entirely subway, 
elimination future noise problems from an aerial 
guideway. 

AA4 COHKENT: Page 2-49 of the Draft SElR plays down the problems of 
accommodating art aerial guideway down the middle of Wilshire Boulevard. 
A 12-foot right-of-way would mean that: on-street parking would be 
eliminated; left tum lanes would be eliminated or restricted, with 
visibility reduced significantly; 'saddle bents,' doubling the number of 
required supporcs, would be used at many locations; and the pedestrian 
sidewalk would be dramatically reduced, particularly where bus turnouts 
would'be required. (Bill Christopher, Kiracle Kile Residential Assn.) 

ANSWER: An aerial guideway in the center of Wilshire 
Boulevard would have negative impacts on the 
streetscape. Aesthetic problems posed by an aerial 
guideway are evaluated in detail in the Draft SElS/SElR, 
Chapter 3, Section 7. These problems played an 
important part in the selection of an all-subway 
alignment for the New LPA. See also response to AL17. 

AA5 COHKENT: Whether Sunset or Hollywood is chosen, the alignment should be 
subway, not aerial. (Abraham Falick, Coalition for Rapid Transit; Jeanne 
Baird; Steve Bangs, Hollywood Heights Assn.; William F. Hertz, Mann 
Theatres; Oscar P. Arslanian. Arslanian and Aasociates) 

ANSWER: The selected New LPA is consistent with this 
comment~ 

AA6 COHHENT: While more expensive initially. a subway will prove ultimately 
to be more beneficial aesthetically and economically than an aerial 
structure. (City Council of West Hollywood; Norris D. Lineweaver, YMCA) 

ANSWER: The selected New LPA is consistent with this 
comment. 

AA7 COHKENT: Wilshire Boulevard is essential to the system. but it should not 
be aerial. (Allen Sieroty. Property Owners Coalition) 

ANSWER: The selected New LPA is all-subway, including 
that portion on Wilshire to Western Avenue. See 
response to AL17. 
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M8 COHKENT: The Wilshire aerial alignment would be destructive from an 
aesthetic. noise and traffic standpoint. (lUke Hayer. Cal Fed. Inc.; 
Peter Gates. Hancock Park Homeowners Assn.; Bill Christopher. No E1 on 
Wilshire; Mrs. John Cha1dise; Sylvia Babich; Charles B. Pyke. Beverly
Angeles Homeowners Assn.; Michael Cornwell. Windsor Square Assn.; Tom 
Vandeveer. Windsor Village Assn.; Robert R. Dockson. Cal - Fed. Inc.; 
Paulette A. Allen; Milan R. Bump; H. Anthony Medley; Carol Fondevila; Tom 
Babick; William L. Callender. California Federal; Michael E. Arth; Sam 
Joseph; J. Christopher Kennedy; Ruthann Lehrer. Los Angeles Conservancy) 

ANSWER: The selected New LPA is all-subway, including 
that portion on Wilshire Boulevard to Western Avenue. 

M9 COMMENT: The entire system should be subway to minimize disruption and 
damage to communities. A modern system wlll be all-subway. Aerial is an 
unacceptable compromise. (Hartin Juknavorian. Michael Juknavorian; Pat 
Miller for Congo Julian Dixon; Jack Goodman; Samuel Kim; David Morgan. 
Hollywood Better Government Association; Salvador Jimenez; Leon Solomon; 
Sheldon Walter; Pat Moser. NOW; Abraham Fal1ek, Coalition for Rapid 
Transit; John Walsh; Russell W. Kirby. Braille Institute; Joseph W. 
Aidl1n) 

ANSWER: The selected New LPA is an all-subway system, 
consistent with the comment. See discussion of aerial 
versus subway configuration in Chapter 2, Section 2 of 
this document. 

MlO COHKENT: An aerial alignment up Vermont into Hollywood defies logic. 
(Abraham Falick. Coalition for Rapid Transit) 

ANSWER: See response to AA9. 

MIl COMMENT: Aerial alignments have the most serious impacts on cultural 
resources because they visually obscure the structures and alter the 
environment and setting of cultural resources. (Ruthann Lehrer. 
Los Angeles Conservancy) 

M12 

ANSWER: See response to AA9. 

COHKENT: Metro 
Universal City. 
Permanente) 

Rail should be an all-subway system from Los Angeles to 
(David Kim for Senator David Roberti; Leland Wong. Kaiser 

ANSWER: See response to AA9. 
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AAl3 coHKENT: An all-subway system is preferable, but the aerial-versus-subway 
~ontroversy will not be resolved unless a short segment of aerial is built 
so that people can actually look at it. A short aerial segment along 
Vermont Avenue between Clinton and Fountain Avenues, involving one aerial 
station, should be built to gauge citizen reaction. (J.H. McQuiston) 

ANSWER: A number of alternatives were reviewed during 
the course of the CORE Study, including candidate 
alignments with short segments of aerial guideway. The 
SCRTD Board opted not to select even a short aerial 
segment as a test. but rather designated an all-subway 
system as the New LPA. This decision WaS based on a 
major public outreach program and an extensive analysis 
of a number of aerial and subway alternatives with 
varying impacts. See discussion of aerial versus subway 
configuration in Chapter 2, Section 2 of this document. 
Even a short aerial segment has two portals to 
transition to subway. These portals would require the 
acquisition of substantial areas of land with cost 
impacts, community disruption and loss of tax revenue. 

AA14 COHKENT: The aerial segment presented in the Draft SEIS/SEIR is a very 
expensive design. It should be considered as a possibility only with the 
final structural design an optimization of visual and cost considerations. 
(Rick Richmond, Los Angeles County Transportation Commission) 

ANSWER: Selection of an all-subway New LPA eliminates 
the need for additional review of aerial design 
features. 

AAl5 COMMENT: Wilshira/La Brea and Vermont/Sunset should be sensitively 
designed aerial structures. (Bryan Allen) 

ANSWER: See response to AAl4. 

AA16 COMMENT: During meetings with SCRTD, two errors in the report were noted: 
(1) discussion of an aerial alignment on Cahuenga Boulevard; and (2) 
discussion of a one-way couplet on east-west streets in the Hollywood 
area. (City of Los Angeles. Department of Transportation) 

ANSVEa: These errors were corrected 'prior to 
publication of the Draft SEIS/SEIR. 

AAl7 COMMENT: Identify in greater detail the site-specific impacts of portal 
segments, including necessary right-of-way purchases, resultant roadway 
widths, street realignments and cross-streets treatment. (LADOT) 

ANSWER: The selected New LPA is entirely subway, 
eliminating the need for transition portals from aerial 
to subway. 
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2 .l AlSTllETICS 

ASl COKHENT: The Draft SEIR covers the visual impacts of an aerial guideway 
from the standpoint of an observer external to the structure. Mention 
should be made of the visual enhancement to the thousands of passengers 
who are afforded views of the surrounding landscape. It can add off-peak 
patronage because of its sightseeing value. (T.A. Nelson, consulting 
engineer) 

ANSWER: The Draft SEIS/SEIIl addresses the visual 
perspective of rail transit patrons in the Aesthetics 
Section of Chapter 3. 

AS2 COKHENT: Renderings in the Draft SEIll do not adequately portray the 
visual impact of large noise barriers; these are totally unacceptable to 
the Wilshire community. The assessment is correct that the portal will 
have strong visual impacts and will be aesthetically incompatible with the 
Wilshire Boulevard streetscape. (Bill Christopher, Miracle Mile 
Residential Assn.) 

ANSWER: Selection of the all-subway New LPA eliminates 
the basis for these ConCerns regarding aerial alignment 
impacts. See response to AL11. 

ASl COKHENT: The heritage of Wilshire as a famous street is dependent On the 
visual quality of rich architectural elements and spaces along its path. 
An aerial alignment will destroy the visual understanding of these 
important monuments. (Richard Keating, Skidmore. Owings & Merrill; Ruthann 
Lehrer, Los Angeles Conservancy) 

ANSWER: See responses to ALl7 and AS2. 

AS4 COKHENT: The loss of Royal Palms on Wilshire Boulevard would be a small 
loss aesthetically. (Pat Moser, NOW) 

ANSWER: These Royal Palms are located in the Wilshire 
Corridor beyond the proposed Wilshire!Western Station. 
See response to AL11. 

ASS COKHENT: The sheer physical size of the aerial guideway structure in 
relation to the adjacent buildings is not addressed in the Draft SEIR. 
On Hollywood Boulevard, a street with an eighty-foot right-of-way, the 
minimum distance between the edge of the guideway, with the guideway 
located on the centerline of the street, and the fronting properties would 
be 25 feet (with the guideway offset from the centerline of the street, 
as required to provide for adequate traffic flow, the guideway edge would 
be approximately twenty feet from building fronts). (City of Los Angeles 
Department of Transportation) 

ANSWER: See response to AS2. 
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AS6 COMHENT: The aerial sections designated in the Draft SElS/SElB. may well 
be 10-15\ less cost-effective than other more standard designs. There is 
lIome doubt whether any aesthetic value is gained by this design. The 
design may not prove to be optimal. In any caae, the worda "Subject to 
Change During Final Design" should be added to the figures. (Los Angeles 
County Transportation Commission) 

ANSWER: The aerial design proposed in the Draft 
SElS/SElB. was aelected for its aesthetic value to 
provide a more pleasing character to a structure that 
could introduce a visual intrusion along its length. 
Change in this design may have provided some cost 
savings for those portions of the alignments in an 
aerial configuration, but such changes would have 
introduced additional visual Impacts. As indicated in 
this chapter, opposition to aerial alignments was 
expressed by the community, even with the proposed 
design. This opposition was among the reasons for 
selection of the all-subway New LPA. The phrase 
·Subject to Change During Final Design" was added to the 
drawings. both in the Draft and Final SElS/SElB.. 

AS7 COMMENT: The City is concerned that aerial guideway faCilities be 
carefully and attractively designed to reduce visual intrusion and 
incompatibility with the neighborhood contexts. We would like to work 
closely with SCRTD staff to refine the general design details and sIte 
improvements. (City of Los Angeles Planning Department) 

ANSWER: See response to AS2. 

2 .4 AlB. OUALITY 

AQI COMHENT: Increased traffic and spillover parking problems will produce 
increased levels of carbon monoxide at schools near terminus stations. 
The planning process should identify additional measures to specifically 
assist the impacted schools. (Robert J. Niccum, Los Angeles Unified 
school District) 

USVEl/.: Potential interim terminus stations for the 
New LPA are located at Hollywood/Vine. Vermont/Wllshire, 
Western/Wilshire. Universal City and North Hollywood. 
The closest public school is located in the vicinity of 
the North Hollywood station and is approximately BOO-
1000 feet away from the station entrance and the 
proposed parking lot. See responses to CS1 and CSS. 
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AQ2 COKMENT: Construction of aerial guideways will necessitate substantial 
traffic rerouting and diversions, particularly during construction. The' 
inconvenience and additional travel time and distance will not only 
incrementally worsen air quality but will also involve the expenditure of 
gas and oil energy resources. Analysis of these impacts should be 
included. (City of Los Angeles Department of Transportation) 

ANSWER: The New LPA is an all-subway system, 
eliminating the basis for concerns regarding the impacts 
associated with an aerial guideway. 

2.5 ~OKMUNITY AND SOCIAL CONCERNS 

CSl COKMENT: MacArthur Park plays a particularly important role in 
neighborhood cohesion for that area. Most people have no front or back 
yards, and MacArthur Park fills that need. For the last 10 years, people 
have worked to turn this formerly blighted area into a community asset. 
The original EIR did not understand this importance. To minimize impacts 
on the park, construction should be reduced to a total of 11 months; of 
that total, 11 months would be for construction of the track and the 
pocket track, and during that time the lake would be drained. After that, 
6 months would be allowed for construction of the lake bottom, the 
aeration system and so forth to put the lake back the way it was. RTD 
should pay the Depsrtment of Recreation and Parks for an easement, with 
that money being returned to MacArthur Park. (Susan Cloke, for 
Councilwoman Gloria Molina; George Hearns; Al Odell; Kathleen McGuire; 
Peter Daniels; petitions submitted in support of this comment by 122 
citizens) 

ANSWER: The significance of MacArthur Park, the impacts 
of Metro Rail, and the mitigation measures for the Park 
have been evaluated in detail during the preparation of 
the Final SEIS/SEIR. Meetings were held with the 
Los Angeles City Council member from this area and with 
the MacArthur Park Community Council regarding this 
subject. A detailed study, entitled "Construction 
Options through MacArthur Park Lake" dated February 9, 
1988, was prepared by SCRTD's General Design 
Consultants, Metro Rail Transit Consultants. This 
report identifies construction options, addresses the 
issues of construction duration, evaluates the use of 
the Park and the lake and describes specific measures 
to minimize the impac ts to the MacArthur Park community. 
The report is incorporated into the Final SEIS/SEIR by 
reference and its findings and key conclusions are 
included in Section 15.3.1 on Construction Impacts and 
Section 16.6.2 on Cultural Resources. These sections 
should be reviewed for details on construction duration, 
treatment of the lake bottom and the aeration system and 
payments for easements to the Los Angeles Department of 
Recreation and Parks, etc. For more detailed 
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information, the referenced report is available for 
review at the SCRID library at 425 S. Main Street, 
Los Angeles, California 90013. 

CS2 COXHENT: Since there are no firm plans for the western extension past 
Fairfax, there is reason to be concerned about the effects on the 
community around the terminus at Fairfax. (Mike Mayer. Cal Fed, Inc.) 

ANSllEll: The New LPA provides service on Wilshire 
Boulevard on as far west as Western Avenue. so this 
Final SEIS/SEIR no longer addresses Fairfax Avenue. See 
response to AL17 and see Draft SEIS/SEIR for discussion 
of impacts at Wilshire/Fairfax for other alignments 
considered during the CORE Study. 

CS3 COHI!ENT: Quality of life and our neighborhoods, especially for the 
handicapped, would be negatively impacted by the congestion from an aerial 
system. (Les Stocker, Braille Institute) 

ANSllEll: The selected New LPA is entirely underground, 
eliminating the basis for concerns associated with an 
aerial guideway. 

CS4 COMMENT: The "problem curve" at Sunset and Vermont can be resolved by 
placing the station below the curve, not on Sunset. At this point. 
between Fountain and Lexington, the station easily serves both Santa 
Monica and Sunset. Once rid of the Edgemont station. there is a definite 
momentum to place the "Sunset" portal on the curve. This position means 
that the various church and hospital. related properties will not have to 
be acquired. (J.H. Mcquiston) 

ANSllEll: This comment concerns Candidate Alignment 4, 
which was not selected as the New LPA. The problems 
associated with this curve from Vermont Avenue to Sunset 
Boulevard constituted one of the reasons for rejection 
of Candidate Alignment 4 and the selection of the all· 
subway New LPA. 

CS5 COMMENT: A Western Avenue station may condemn Hollywood to become a 
permanent slum. The community is badly unbalanced (job·rich). For every 
job to be filled, large numbers of people would have to come in from 
outside the area. Currently, the buildings on Hollywood and Western near 
the Metro Rail routes are commercial. and the Metro Rail EIR projects 
intensive commercial redevelopment up to about 6.0 FAR near such stations. 
However. the current belief of planners is that the Western properties 
must be strictly held to R5 or lesser R,zoning in order to provide minimal 
working population. The Western Avenue Station threatens the 
redevelopment of Hollywood; it must not be allowed as long as this area 
is planned for residences. (J.H. Mcquiston) 
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ANSWER: Commercial development in the Hollywoodj1oTestern 
station area is not, on its face, inappropriate for this 
Station area. Mixed residential development combined 
with quality commercial development under a carefully 
guided redevelopment plan should improve the quality of 
an area. The Station area is in the Community 
Redevelopment Agency Hollywood Redevelopment Plan. which 
designates the northwest and southwest quadrants for 
high density residential use, with community commercial 
designations in the northeast and southeast quadrants. 

CS6 COMMENT: The First Southern Baptist Church of Hollywood on Wilton Place 
has provided ministry to all classes and many races and creeds. Any 
alignment should take care to avoid disruption of the church and its 
ministry. (C.B. Hogue, Southern Baptist General Convention of California; 
Charles McClung, San Fernando Valley Southern Baptist Convention; Terry 
Chang; David Morgan, . Hollywood Better Government Association; Martha 
Rinaldo; Chryiko Ishiki; David Glaser; Venus DeMilo) 

ANSWER: Selection of the New LPA mitigates these 
issues. The First Southern Baptist Church will not be 
affected. 

CS7 COMMENT: There has been inadequate attention given to Metro Rail's impact 
on schools. especially at the stations. (Susan Campoccio) 

ANSWER: No public schools appear to be directly 
impacted by the selected New LPA. 

esa COMMENT: There is no mention of Alignment 6's impacts on Grant Elementary 
School. Major construction will be taking place within 50 yards of this 
school, and it will be permanently affected by the transition tunnel. 
(Jackie Goldberg, District #3, Board of Education; Robert J. Niccum, 
Los Angeles Unified School District) 

ANSWER: Grant Elementary school is located near the 
transition portal between Sunset and Hollywood Boulevard 
for Candidate Alignment 6. This alignment was not 
selected as the New LPA, and no impacts are expected on 
the school from Metro Rail construction. See also 
response to CS7. 

CSg COMMENT: The conversion of Franklin to a one-way street would be 
disastrous for residents living north of Franklin. Traffic would increase 
on remaining access streets as drivers circled several blocks. (T .A. 
Nelson, Consulting Engineer) 

ANSWER: Conversion of Franklin to a one-way street is 
not under consideration. 
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CSIO COHHEN'l': The problem of relocating dispossessed residents is treated much 
too lightly in the Addendum. The experience with the Century Freeway 
should give pause to consideration of any system that increases the 
proble~ of relocating the dispossessed. (Joseph W. Aidlin) 

ANSWER: With the selection of the all-subway New LPA, 
the number of residents to be relocated is minimized in 
comparison with the aerial alternatives. The LPA has 
been designed to minimize, to the extent possible, the 
relocations associated with its construction and 
operation. The New LPA is being constructed through a 
highly urbanized area and will involve displacements, 
although considerably fewer than those associated with 
the Century Freeway, for example. Compensation and 
assistance for persons to be relocated is detailed in 
the Final SEISjSEIR, Section 4, Chapter 3. 

CSll COMMENT: Aerial segments would impact community cohesion. Additional 
review of the change in pedestrian and vehicular travel patterns 
necessitated by an aerial structure is needed. (City of Los Angeles 
Planning Department) 

ANSWER: The all-subway New LPA avoids impacts 
associated with aerial segments. 

CS12 COMMENT: Metro Rail will increase population and density, a significant 
adverse impact on the already-overcrowded schools. From the perspective 
of the School District, which is struggling to accommodate a growing 
student popUlation, this population growth and density seems to be less 
a potential benefit than an unavoidable adverse impact and should be so 
noted. (Robert J. Niccum, Los Angeles Unified School District) 

ANSWER: Density in areas around Metro Rail stations is 
expected to increase in many cases. Metro Rail is 
designed to focus the anticipated growth in population 
for Los Angeles County into areas that are most suitable 
for such growth, rather than promote the regional sprawl 
of such growth. See discussion in Chapter 3, Section 2 
of this document. These changes in the population would 
be expec ted to occur over many years, providing an 
opportunity for the Los Angeles Unified School District 
to plan for new students. Addi tionally, Ketro Rail will 
provide an additional means of aCCess for students going 
to and fr~ schools. 

CSl) COMMENT: The Department of' Interior has no preference with regard to the 
various construction options for the project's involvement with MacArthur 
Park. Our main concern is that the park be restored to pre-project 
condition after construction and that any incidental damages (for adverse 
impacts such as the temporary restriction of park access) are paid to the 
satisfaction of the Los Angeles Department of Recreation and Parks (U.S. 
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O'lpartm'lnt of Interior, Bruce Blanchard, Oireccor, Office of Environmental 
Project Review} 

ANSWER: MacArthur Park will be restored to pre-project 
condition after construction of the Metro Rail Project. 
See discussion in Chapter 3. Section 15.3.1 of this 
document. Preliminary indications suggest that 
compensation for the use of the Park will be based on 
prevailing lease rates for similar property and will be 
determined by an independent appraiser. SCRTO has begun 
negotiations with the Los Angeles Oepartment of 
Recreation and Parks. These negotiations will result 
in an agreement on the method of compensation and the 
detailed methods for applying the adopted mitigation 
measures. 

2.6 CONSTRUCTION 

CNl COHl!lENT: RTO's special study of construction options and impacts on. 
MacArthur Park is appropriate for two reasons. First, there must be a way 
to avoid cut-and-cover construction that would close the lake for two 
years; second, it is preferable and technically feasible to tunnel under 
the lake, which is less disruptive than the cut-and-cover option. 
Reconstruction and sealing of the lake bottom should be included as a 
mitigation measure. (Susan Cloke, for Councilwoman Gloria Molina) 

ANSWER: The shortest feasible lake closure is 20 
months, but this alternative would cause severe traffic 
and business disruptions. The preferred option impacts 
the park only four more months without these disruptions 
and with substantial cost savings. SCRTO is committed 
to reduce the period of disruption to the shortest time 
practicable. Reconstruction and sealing of the lake 
bottom is included as a mitigation measure. See 
Chapter 3, Section 15.3.1.5 of this document. 

CN2 COHl!lENT: The cut-and-cover construction method is safest in the 
methane area. (Pat Moser, NO~) 

eN] 

ANSWER: The selected LPA does not intersect with the 
defined methane "risk areas," 

COHl!lENT: Kajor disruptions to the studios 
(e.g., traffic problems, power outages). 
Nelson, consulting engineer} 

will occur during construction 
(Brenda L. Young, KTLA; T.A. 

ANSWER: The selection of the LPA along Hollywood 
Boulevard obviates the concerns raised by the Studios 
on Sunset Boulevard regarding Metro Rail construction. 
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CN4 COKKENT: All alignments will impact water and power 
greatest impact will result from subway construction. 
Los Angeles Department of Vater and Power) 

facilities. but the 
(Edward Karapetian. 

ANSWEl: Construction of a subway will require 
relocation of underground utilities. This is an 
unavoidable impact. which will be mitigated to the 
greatest extent possible through careful planning. 
coordination with the utility companies and construction 
management. See discussion in Chapter 3. Section 15 of 
this document. 

CN5 COKKENT: Any construction along Sunset Boulevard on the Church of 
Scientology's property would inconvenience parishioners. snarl traffic and 
interfere with the church's expansion plans. (Richard Shelley. Church of 
Scientology) 

ANSWEl: The selected New LPA will be entirely 
underground and will remain on Vermont Avenue to 
Hollywood Boulevard. Therefore. the Church of 
Scientology will not be adversely affected. 

CN6 COKKENT: Details were not provided in the Addendum on the duration of 
construction activity at the portal site at Grant Elementary School. If 
this site is selected. school children will bear the brunt of the adverse 
impacts of the earthboring activity. One mitigating measure would be to 
limit construction activities to hours when school is not is session. 
(Robert J. Niccum. Los Angeles Unified School District) 

ANSWEl: See response to CS8. 

2.7 COSTS AND FINANCING 

Cli COKKENT: Alternative 1, which is all in subway. is substantially more 
costly than the 1983 Locally Preferred Alternative and does not appear 
feasible to implement. All other alternatives generally conform to the 
cost .of the Locally Preferred Alternative. although cost reduction 
measures and/or additional sources of funding will be required as 
engineering advances. (Rick Richmond, Los Angeles County Transportation 
Commission) 

ANSWEl: The section of Metro Rail extending from 
Vilshire/Vestern to Vilshire/Fairfax was deleted from 
Alignment 1 as presented in the draft document reviewed 
by the LACTC. This change reduced the length and the 
cost of Candidate Alignment 1. The Los Angeles County 
Transportation Commission is now in agreement with the 
selected New LPA. 
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CF2 COKKENT: Several of the cost figures have escalated in the Addendum over 
the original SElS and over the original estimates. The construction costs 
have gone down, and the engineering and management costs have gone up. 
Calculations in the Addendum appear to violate the Competition in 
Contracting Act (ClCA). Since the federal government looks very carefully 
at those trends, RTD should try to keep those numbers under control. ClCA 
requires that competition, not sole source contracting, apply any time an 
existing contract or grant exceeds a statutory amount. Metro Rail work 
has now been broken into various tasks, and for some tasks the cost 
estimates have risen by an amount that far exceeds the ClCA trigger. 
(J.H. Mcquiston) 

ANSWER: Metro Rail contracts have been and will 
continue to be awarded in accordance with UKrA 
guidelines. These include both competitive negotiations 
and low bid contracts. The SCRTD is investigating the 
effects of new UKrA regulations requiring periodic 
recompetition of negotiated contracts and will comply 
with those regulations. 

ClI] COKIIEN'l': The use of December, 1985, dollars to make cost projections 
should be updated. Why are all costs in 1985 dollars when many of the 
costs should be derived from 1987 experience? (Paul Clarke, Sunset 
Boulevard Coalition; Steven A. Bell, KTLA; Michael Eigner, Sunset 
Boulevard Coalition; Bill Christopher, Miracle Mile Residential Assn.; Los 
Angeles County Transportation Commission) 

ANSWER-: The 1985 base was established at the beginning 
of the CORE study. The practice of using an analysis 
base of constant dollars is consistent with the policies 
of the Urban Mass Transportation Administration. The 
Financial Operating Plan presented in Chapter 4 is the 
basis for SCRTO Board deciSiOns, and costs are presented 
in current dollars in this Chapter. The cost estimates 
included in the Final SElS/SElR are based on the latest 
data available including bid experience on MOS-l with 
regard to the cost of guideway, station and system 
components. 

CF4 COKKENT: Since there are cost data varying up to $1.2 million in the CORE 
Forum report and the Draft SElR, it calls into question all the data 
presented in various reports. (Bill Christopher. No El on Wilshire) 

ANSWER: ConSiderable progress has been made in refining 
the capital cost estimates for each of the candidate 
alignments and the New LPA, since the issuance of the 
Draft SElR. Refined cost estimates are included in 
Chapters 2 and 4-of this Final SElS/SElR. See response 
to CF5. 
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CFS COHMl!.IiT: The costs of potential KOS-2 (Phase II) segments have been 
under-estimated and need to be reevaluated. The 10-15\ for Design, 
Engineering. and Construction management should be 20\. and the 5\ 
estimate for Agency cost at least 10\. These figures are based on our 
calculation of past experience on KOS-l and other similar projects. Due 
to the conceptual level of engineering on any Phase II segment, a 
contingency of at least 20\ on all cost elements would be necessary. The 
construction and procurement estimates appear to be reasonable, but these 
are being independently checked. (Los Angeles County Transportation 
Commission) 

ANSWElI.: The cost estimates included in the Final 
SEIS/SEIR have been re-evaluated and are based on the 
latest data available including bid experience on KOS
I with regard to the cost of guideway, station, and 
system components. The add-on percentages have been 
revised. The percentage for design and construction 
mansgement is 15\ for facilities and 5\ for most system 
elements based on the continued use of KOS -1 system 
elements. Agency costs have been increased to 10\ of 
facilities and system costs. A contingency of 10\ of 
the escalated cost of all cost components is included 
in the cost estimate. LACTC is in agreement with these 
current cost estimates. 

CF6 COHMl!.IiT: We do not agree with the statement that "all five Candidate 
Alignments, as currently configured, can be constructed within the funding 
levels available to the Los Angeles region for Ketro Rail construction." 
In fact, none of them can fully and many alternative operable segments 
most probably cannot be either. LACTC took strong exception to the 
methOdology employed in earlier versions of this work, and would have to 
agree in detail to any discussion made part of the SEIS. (Los Angeles 
County Transportation Commission) 

ANSWElI.: The statement that "all five Candidate 
Alignments, as currently configured, can be constructed 
within the funding levels available to the Los Angeles 
region for Metro Rail construction" was removed prior 
to publication of the Draft SElS/SEtR. Discussions 
regarding the financing of the next construction segment 
of Metro Reil are continuing among the various funding 
partners. 

CF7 COHMl!.IiT: Use of the same 15\ contingency allowance for subway and aerial 
alignments does not reflect the high degree of uncertainty that difficult 
soil types, abandoned oil wells, gas pockets and utility infrastructure 
may be encountered in subway tunneling. In comparison. the unpredictable 
elements of aerial constructions are slight. (City of Los Angeles 
Department of Transportation) 
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ANSWER: The difficulties associated with tunneling 
operations has been carefully considered. Specific cost 
items for these tunneling operations include the 
following: 

o Removal of contaminated soil, 
o Compaction grouting to stabilize soil near adjacent 

s true tures • 
o Utility relocation, as necessary, 
o Magnetometer probes in advance of drilling to locate 

abandoned oil wells, 
o Use of higher unit cost figures when tunneling under 

the Santa Monica Mountains (due to many unknowns related 
to soil conditions, rock formations and geologic features. 

These precautions and the special costs, as included in 
the current cost estimates, are reflective of the 
difficulties encountered in tunneling. These costs are 
included in the scheduled construction program rather 
than as contingency items. 

CF8 COKMENT: It is not clear why Alignment 4 has the highest annual operating 
cost when its annual rail car miles is low compared to other alternatives. 
(Los Angeles County Transportation Commission) 

ANSWER: As presented in the November 1987 Draft 
SEIS/SEIR, Candidate Alignment 4 does exhibit the 
highest annual anticipated operating and maintenance 
costs. The annual rail car miles figure for Alignment 4 
was a misprint. The correct figure is 7,800,000 annual 
rail car miles traveled. 

CF9 COHMENT: If numerous unacknowledged problems cause further cost 
escalations, the question arises as to whether the citizens of Los Angeles 
can afford Metro Rail. It will absorb financial resources needed for 
sewers, storm drains, freeways and the cleanup of the drinking water 
supply. Future costs increases can be expected because of extensive 
design and route changes. Current financing plans are also questionable 
because of scarce fedaral funding and rosy bond ratings. (Barbara A. 
Fine, Federation of Hillside and Canyon Associations) 

ABSWER: Careful planning and environmental analyses can 
minimize, but not fully eliminate, the ·surprises· 
associated with a complex public works project such as 
Metro Rail. The long-term benefits of a regional rapid 
transit system appear to justify continuing efforts to 
secure adequate resources and funding. This does not 
preclude the continuing assessment of goals and 
objectives of the community and adjustments to the 
program direction as system development proceeds. 
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CFIO COHKENT: The Draft SEIR is not clear as to which mitigation measures are 
included in project cost estimates. (City of Los Angeles Department of 
Transportation) 

ANSVD.: This Final SEISjSEIR provides a list of 
mitigation measures that will be appUed under the 
designated conditions. Project costs include all 
mitigation measures for which the SCRTD is responsible. 
Mitigation measures for which SCRTO is not responsible 
are not included in the project costs and include 
preparation and implementation of certain land use plans 
and some traffic improvements and parking programs that 
the lAOOT rey consider for implementation. Cooperation 
from and coordination with a number of public agencies 
and'utilitles is anticipated during construction of the 
Phase II, as is the case for MOS·I. 

CFll COHKENT: The final document must show contingency local share income 
projections that would be operative if legal actions currently being taken 
against the benefit assessment process are successful. (Paul Clarke, 
Sunset Boulevard Coalition) 

CFl2 

ANSWER: Recent court decisions have been in favor of 
the benefit assessment plan; therefore, at this time 
there does not appear to be a need to define additional 
contingency funding. 

COMMENT: There seems to be 
mitigation costs to be and 
Sunset alignment is chosen. 

a major difference between what RTD believes 
what the studios believe them to be if the 

(Richard,Anderson, Fox Television Stations) 

ANSWER: Selection of the New LPA located on Hollywood 
Boulevard avoids impacts on the studios located along 
Sunset Boulevard. 

CFl3 COMMENT: Alternatives 3 and 4 both add a second station • not counting 
the potential Hollywood Bowl station • in Hollywood. This second station 
will cost $70 million in today's,dollars, all costs considered. Yet it 
appears to attract only 3,500-5,000 new daily riders compared with the 
18,500 daily riders attracted by the average station. With such a low 
cost-effectiveness in an area already served by another station, the added 
station does not appear to be justified. (Rick Richmond, Los Angeles 
County Transportation Commission) 

ANSVD.: Patronage projections do not include the 
development proposed by the Los Angeles Community 
Redevelopment Agency (CRA) for the Hollywood 
Redevelopment area or tourist activity. These new 
development projects will be added to the SCAG 87 data 
base as part of the region's continuing, cooperative and 
comprehensive transportation planning program. The 
SCRTD utilizes for its patronage projections the 
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regional trip tables that are part of the model adopted 
for use over seven counties. The Year 2000 trip table 
is based on committed development plus proposed through 
1982 when this trip table was adopted. The SCAG-87 
update to this forecast has not yet been adopted. CRA 
is proposing a tourist commercial complex for the 
Hollywood/Highland Station area and this station is 
located in a high tourist activity center. As a result 
of using a table that includes less development, the 
actual patronage for that station area may be 
underestimated and is an element of conservancy in the 
forecasts. See discussion in Chapter 2, Section 2.2.3.3 
of this document. 

CF14 COMKElIT: RTD should more carefully examine the prospect of self-financing 
of stations. About a billion dollars of extra funding could come from 
that 90urce. Construction of Metro Rail gives value to certain locations, 
and that value should be utilized by Metro Rail. The public is not 
getting full value for ita Metro Rail investment if it does not 
participate in the gain induced by this $4 billion construction project, 
with its 3-4 times capital multiplier effect. Most of these stations can 
use high-rise development. Joint-development sites should be planned and 
imp1e!llented at the follOWing locations: 1) Union Station (U.S. Post 
Office), 2) Alvarado/ll'ilshire, 3) Vermont/ll'ilshire, 4) 
Westetn/ll'ilshire, 5) Santa MonicajVermont, 6) SunsetjVermont, 7) 
Sunsec/ll'estern, 8) Vine/Selma, 9) Hollywood/Las Pa1mas, 10) Hollywood 
Bowl/park & Ride, 11) North Hollywood Terminal, 12) Olympic/Crenshaw, 
13) Pico/San Vicente, 14) Olympic/Fairfax. (Abraham Fa1ick, Coalition 
for R_pid Transit) 

ANSWER: The SCRTD has prepared a paper entitled ~ 
Financing Stations, and this concept will be pursued 
aggressively as it appears to be applicable to any of 
the Phase II Metro Rail stations. The SCRTD will be 
recovering $75 million in private sector funds through 
the benefit assessment program currently under 
development for Phase II of Metro Rail. As discussed 
in Section 2 of Chapter 3, the SCRro also will be 
preparing station plans for the Phase II stationa in 
conformance with City-adopted Specific, Community and 
Redevelopment Plans as appUcable. The actual joint 
development potential will be affected by the current 
market for the type of proposed development, the amount 
of land available for re-use, and the available 
development bonuses through the City process. To the 
extent possible, station development projects will be 
used to offset capital facility costs or to provide 
enhancements to the basic rail transit system. 
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CFl5 COHKEN'1': Alternative financing mechanisms to special assessments are 
available, such as joint ventures with private companies at station 
locationa. Projected benefit assessment revenues are unrealistic. (David 
Korgan, Hollywood Better Government Assn.) 

ANSIlER: See response to CF14, above. The Phase II 
Benefit Assessment Program will no doubt be designed 
differently than the KOS-l Assessment Program, but the 
square footage of property that could and likely will 
be assessed appears to be adequate to generate the 
private sector assessment revenues needed, even assuming 
assessment rates that are lower than those applied in 
the MOS-l assessment districts. 

CF16 COKHENT: The federal government should not certify Metro Rail because of 
non-compliance with SB 1995. Tha law calls for actual construction, not 
a trust fund or other device. (Michael Kalak, Malak & Kalak) 

ANSIlER: Full compliance with the requirements of 
SB 1995 is anticipated. 

CF17 COKHENT: The Metro Rail project lacks a proper budget, including who pays 
for what and the financial impacts on individuals and businesses. (David 
Korgan, Hollywood Better Government Assn.) 

ANSIlER: A Financial Operating Plan has been prepared 
for the Metro Rail project. The plan identifies sources 
of funds, capital and operating cost items, and 
scheduled expenditures. This Plan is available to 
decision-makers and constantly is updated and revised 
in accordance with policy direction from the SCRTD Board 
of Directors and other funding partners. Financial 
impacts of Metro Rail on individuals and businesses are 
discussed in the following section of this document: 

o Chapter 3, Section 2.2.3, "Assessment of Land Use 
and Development Impacts," 

o Chapter 3, Section 3, "Economic and Fiscal 
Impacts," 

o Chapter 3, Section 4, "Land Acquisition and 
Displacement, • 

o Chapter 3. Section 15. 'Construction Impacts," and 

o Chapter 5, "Long-term and Cumulative Impacts." 
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CF1S COMHENT: Many hidden costs have been overlooked in the aerial alignment. 
including additional traffic problems. safety. aesthetic damage and noise. 
(Stanley Hart. Sierra Club) 

ANSWER: Selection of the all-subway New LPA eliminates 
the basis for the concerns raised by this comment. The 
costs to mitigate the impacts of the all-subway New LPA 
are included in the capital costs as presented in 
Chapter 4 of this document. 

CF19 COMHENT: An excessive amount of tax money is being used on Metro Rail. 
Businesses are being hurt. An overhead system would reduce the 
disruption and cost. (Pablo Fiesta) 

ANSliIEB.: The expenditure of tax money for a public 
improvement like Metro Rail is intended to bring about 
long-term benefits. although disruptions will occur in 
implementing the improvement. Businesses are already 
acting to take advantage of the accessibility provided 
by Metro Rail and the greater pedestrian traffic that 
will come with it. Considerable analyses of the impacts 
of both aerial and subway configurations have been 
completed and are reported in the Draft SEIS/SEIR. 
Construction of an aerial guideway would be disruptive 
to commercial activity along the streets affected. which 
is one of the reasons for selection of an all-subway New 
LPA. 

cno COMHENT: It is ironic that certain property owners in areas where 
stations are contemplated will be required to pay special assessments on 
the theory that the properties will be benefitted by elevated 
installations. In fact. such elevated installations will be seriously 
detrimental. (Joseph W. Aidlin) 

ANSWER: Selection of the all-subway New LPA mitigates 
the impacts associated with an aerial system. It has 
been demonstrated. however. that the enhanced 
accessibility provided by systems like Metro Rail. 
whether in the aerial or subway configuration. will 
result in increased monetary benefits for property 
owners near the stations. 

CF2l COMHENT: The cost of 8.500 parking spaces in Table S-2 is not included 
in the project cost estimates. These estimates should be increased to 
reflect the cost of providing this parking or the parking space count 
reduced to the 2.000 spaces or so contemplated. MOS-l parking spaces, for 
example. are at best 300. (LACTC) 

ANSWER: In referring to Table S-2, the commentor meant 
to indicate a proposed build out of 7,500 parking spaces 
for the entire system including MOS·l and Phase II. 
Current capital cost estimates for Phase II of the New 
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LPA include property acquisition and construction of 
840 parking spaces at Universal City, with an ultimate 
build out capacity of 2,500 parking spaces. At the 
North Hollywood Station, 700 initial parking spaces w11l 
be provided. The only other station that has a proposed 
parking area is Union Station, also with a proposed 
build out of 2,500 spaces. At present, a surface 
parking lot: is proposed at that station compromising 300 
spaces. In total, 1,840 spaces will be initially 
provided out of the planned 7,500. As the system 
matures, added parking will be made available, including 
provisions of parking through Joint development of these 
sites. 

2.8 CULTURAL gSotlll,CB:i 

CRI COHHENT: Buildings of historic value would be overwhelmed by an aerial 
structure along Wilshire Boulevard. (lUke Kayer, Cal Fed, Inc.; B111 
Christophar, Mir~cla Kile Residential Assn.) 

ANSVE&: Selection of all-subway New LPA, which 
terminates on Wilshire Boulevard at Western Avenue, 
mitigates the impacts described in this comment. See 
also response to AL17. 

CR2 COHKBNT: Aerial guideways on Wilshire would tower over art deco buildings 
in the Kiracle Mile and run within 25 feet of the new museum's facade. 
(Bill Christopher, No El on Wilshire; Ruthann Lehrer, Los Angeles 
Conservancy) 

ANSVE&: See response to comment CRI. 

CR3 COHHENT: In the Draft SEIR, the Hollywood core ares is cited as having 
large amounts and concentrations of commercially-zoned redevelopable 
sites, yet the area's Historic District status (as evaluated in Chapter 
3, Cultural Resources) doss not seem to be taken into account. (City of 
Los Angeles Planning Department) 

ANSVE&: The presence of the Historic District in the 
Hollywood Core area will not, on its face, preclude 
redevelopment in this area. Upgrading of an historic 
area through redevelopment often can improve the 
economic prospects of the historic properties. In the 
Hollywood area, the Community Redevelopment Agency (CRA) 
is responsible for implementing the Redevelopment Plan, 
which contains provisions for protecting historic 
properties. The CRA is authorized to delay demolition 
of historic properties for up to 360 days to allow time 
to explore alternatives to demolition. In addition, the 
CRA is preparing an Urban Design Plan to encourage 
preservation and insure that new development is 
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sympathetic to and complements the scale of existing 
development. Developers must comply with these plans 
and CRA procedures in any proposals which would affect 
historic properties. 

CR4 COMKEHT: Whitley Heights and Whitley Park comprise a National Historic 
District. Although there appears to be no immediate problem, some of the 
alignments are close to the district, and future references should 
recognize its status as a National Historic District. There are a number 
of historic structures along the alignment which are adjacent to or in 
close proximity to areas where the Metro Rail Project will be altering the 
environment. Resources such as east side Highland Avenue, Whitley 
Heights. Hollywood Heights and Outpost Estates neighborhoods. buildings 
surrounding MacArthur Park. and the Hancock Park neighborhood are not 
addressed in this study. (John Vigran. Whitley Heights Civic Association; 
Christy Johnson McAvoy. Los Angeles Conservancy) 

ANSVE&: Whitley Heights. Whitley Park. the east side 
of Highland Avenue, Hollywood Heights and Outpost 
Estates neighborhoods. buildings near MacArthur Park and 
the Hancock Park neighborhood lie outside the Areas of 
Potential Effect (APE) of the Metro Rail Project. The 
all-subway Metro Rail Project should not negatively 
effect these neighborhoods. and they are not referred 
to in this Final SEIS/SEIR. See also the response to 
Comment CR6. 

C1l5 COMKEHT: The Highland/Camrose Bungalow Village has been declared eligible 
for inclusion in the National Register of Historic Places. and this should 
be recognized in the document. (Steve Bangs. Hollywood Heights Assn.) 

ANSIlEB.: The New LPA will not affect the subject 
property. Detail on the Highland/Camrose - Bungalow 
Village is contained in the Addendum to the November 
1987 Cultural Resources Technical Report. The 
Highland/Camrose Bungalow Village is included in the No 
Adverse Effect section of the Technical Report. because 
the Metro Rail alignment passes under the Village area 
at sufficient depth that the noise levels experienced 
at the Bungalows are Within the Project noise and 
vibration criteria. 

ca6 COMMENT: The Draft SEtR is a rather narrow survey; also, Metro Rail will 
adversely affect the economic vitality of some Cultural Heritage Monuments. 
(Jay Oren, Los Angeles Cultural Affairs Department) 

ANSIlEB.: An Area of Potential Effect has been defined 
which includes the area within which direct impacts on 
cultural resources can be expected from the Project. 
As in previous environmental studies. an area waa 
defined as one parcel deep around all cut-and-cover 
portions of the alignments and along aerial structures. 
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In addition. properties that sic directly over ehe 
subway tunnels are included if ehey are within 200 feet 
of the top of the rail. Cultural resourCeS have been 
carefully reviewed in the CORE Seudy Project area and 
ehere is no instance where ehe economic vitality of 
Cultural 'IIerieage Monuments will be affected except 
during construction. 

CR7 COXKENT: Grant School. which was built in 1910. has been designated by 
the Community Redevelopment Agency as eligible for listing under a local 
landmark ordinance. Alignment 6 would cause serious adverse effects on 
the building and its aceivities. (Richerd J. Niccum. Los Angeles Unified 
School District) 

ANSVEll: Selection of the all-subway alignment along 
Hollywood Boulevard as the New LPA avoide the impacts 
discussed in this comment. 

CPJI COXKENT: The Cultural Heritage Commission considered and rejeceed a 
requese for declaration of the Temple Seth-El at 1508 N. Wilton Place as 
a Historic-Cultural Monument worthy of preservation. (Nancy Fernandez. 
L.A. Cultural Heritage Commission) 

ANSVEll: The Temple Seth-El at 1508 N. Wilton Place has 
been included in the Cultural Resources Technical Report 
as a building considered by the Metro Rail Project. The 
New LPA will not impact this Temple. 

CR9 COXKENT: The Los Angeles Conservancy favors a subvay system because it 
believes thae an aerial alignment would have substantial negative effects 
on the environmene by compromising the view and appreciation of the built 
environment. Elevated segments appear to have an unmitigable impact on 
the surrounding residential and business community. (Christy Johnson 
McAvoy. Los Angeles Conservancy) 

AliSVEll: The selecclon of the all-subway New LPA avoids 
the adverse impacts associated with an aerial system. 
Seccion 16.2 of Chapter 3 discusses the identification 
of cultural resources. the applicacion of the criteria 
of effect. and the determination of adverse effects. 
The Section and its supporting Cultural Resources 
Technical Report and addendum conclude that there will 
be no adverse effects associated with the New LPA. The 
State Historic Preservation Officer (SHPO) and the· 
Advisory Council on Historic Preservation (ACHP) have 
concurred in this conclusion. 
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CRIO COHHENT: The LPA on Hollywood Boulevard would have severe impacts on the 
Hollywood Boulevard National Register District. What measures will the 
project take to minimize these effects? Will there be federal review 
under Section 106 and 4(f) processes with opportunity for public comment? 
The issue is what safeguards will be in place to mitigate the impacts of 
construction on the Historic District. Did the SCRTD study a Selma Avenue 
alignment which could serve both Sunset and Hollywood Boulevards yet impact 
fewer cultural resources? (Christy Johnson McAvoy, Los Angeles Conservancy) 

ANSWER: Of the Hollywood Boulevard National Register 
District properties affected by the LPA, none are slated 
for demolition due to Metro Rail. Properties facing 
Hollywood Boulevard will be affected during the 
construction period as cut-and-cover construction occurs 
on Hollywood Boulevard. Specific mitigation measures 
have been defined to reduce construction related noise, 
vibration, dust, and traffic congestion and to maintain 
access to buildings affected by construction and will 
be included in the specifications for construction of 
Phase II of Metro RaU ~ Circulation of the Draft 
SEIS/SEIR and Addendum to the Draft SEIS/SEIR with the 
public comments that have been received constitute the 
federal review and public comment opportunity under 
Section 106 of the National Historic Preservation Act 
and Section 4(f) of the Department of Transportation 
Act. A Selma Avenue alignment WaS considered and 
rejected early in the CORE Study effort. See response 
to AL28. 

call COMMENT: The Hollywood Boulevard National register District contains 102 
buUdings between Argyle and La Brea. Table 11 on page 3-59 of the 
Addendum to the Draft SEIS/SEIR appears to indicate that the entire 
district is treated as one building. A more accurate representation of 
the total number of resources impacted by the proposed project in 
Alignments 3 and 6 would be 113 and 114 respectively, This table is 
extremely misleading and should be corrected in the final SEIR. The same 
analogy applies to the Miracle Mile Historic District, which should not 
be analyzed as a single entity. (Christy Johnson McAVOY, Los Angeles 
Conservancy; Hillary Gitelman, Hollywood Heritage, Inc.) 

AH5WER: As discussed in the response to Comment calO, 
the Hollywood Boulevard National Register District will 
be temporarily impacted during construction because of 
the cut-and-cover excavation along Hollywood Boulevard 
between Vine Street and Wilcox Avenue and at Highland 
Avenue. This is expl·ained in Section 15 of Chapter 3 
of this Final SEIS/SEIR. SCRTD has chosen to describe 
these impacts once for all the inclUded buildings rather 
than repeat the same material for each building. 
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ca12 COKKENT: The paragraph on preservation of historic and cultural resources 
within the land use section (Sub-section 3.2.6, of the May 1988 Addendum) 
does not identify significant historic structures or assess any impacts 
arising directly from the alignment (not from "growth induced by the 
Metro Rail Project"). Although the paragraph refers to Sub-section 3.16, 
there are land use issues (including the placement of rail stations) which 
could directly impact historic structures and should be assessed in this 
sub·section. (Hillary Gitelman, Hollywood Heritage, Inc.) 

ANSWER: The referenced section 3.2.6 of the Addendum 
to the Draft SEIS/SEIR deals only with the general 
impacts of growth induced by the Metro Rail Project. 
Section 3.16 of the Addendum and Section 16.2 of 
Chapter 3 of the Draft SEIS/SEIR discuss the direct 
impacts of the project options on historic structures, 
including the location of station entrances in or near 
historic buildings. The primary land use issue driving 
station placement is that of "Growth Centers· described 
in Los Angeles 'Centers Concept." The Hollywood 
stations for the New LPA are located at Sunset/Vermont, 
HoI lywood/Wes tern , Hollywood/Vine and Hollywood/ 
Highland, which, except for Hollywood/Western, coincide 
with the Regional Centers and Redevelopment Projects 
depicted in Figure 3-4 of this Final SEIS/SEIR. 

CR13 COKKENT: The mitigation measures associated with the land use sectiOn 
(Subsection 3.2.10, page 3-23 of the Addendum to the Draft SEIS/SEIR) are 
insdequate given the deficiencies of Subsection 3.2.6. Will stations be 
located in ot near historic buildings? If yes, what guidelines or 
prOVisions could mitigate potential negative impacts? (Hillary Gitelman, 
Hollywood Heritage, Inc.) 

ANSWER: Candidate Alignment 6 is the subject of the 
Addend~ to the Draft SEIS/SEIR and was not selected as 
the New LPA. The land use section of the Addendum was 
not intended to answer questions about the placement of 
stations in or near historic buildings. Section 3.16 
of the Addendum to the Draft SEIS/SEIR and Section 16.2 
of Chapter 3 of this Final SEIS/SEIR address mitigation 
measures involved with placement of stations in or near 
historic properties. See also responses to COllllDents 
CRIO, CRll and CR12. 

CR14 COKKENT: The section on displacements (Sub-section 3.4.1, page 3.25 of 
the Addendum to the Draft SEIS/SEIR) should include assessments of 
historic, cultural, and architectural significance for each property, 
particularly since several of the properties might be deemed significant 
if historical research were completed or existing research acknowledged. 
(Hillary Gitelman, Hollywood Heritage, Inc.) 
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ANSWER: Candidate Alignment 6 is the subject of the 
Addendum to the Draft SEIS/SEIR and was not selected as 
the New LPA. Section 16.2.2 of Chapter 3 describes the 
process whereby Areas of Potential Effect were 
established for the various Project alternatives. 
Properties within this area Were inventoried to 
determine if they were listed as significant cultural 
resources on Federal, State, or local registers. As 
discussed in Section 16.2.1. 2 of Chapter 3, local 
agencies and organizations, including Hollywood 
Heritage, were consulted to obtain valuable materials 
on eUgible and potentially eUgible properties and 
their recommendations as to additional properties to 
include in the process. The SHPO was consulted to 
determine if the properties involved were eligible for 
listing on the National Register and assisted in 
evaluating the impact that the Project would have on the 
property. Results of this methodology for the New LPA 
are found in Sections 16.2.3 and 1~.2.4 of Chapter 3. 

CR1S COMMENT: Assessment of construction impacts (Section 3.15.1 of the 
Addendum to the Draft SEIS/SEIR) should include a discussion of the 
effect of above- and below-ground construction on un-reinforced 
masonry buildings since many significant historic buildings have yet 
to be brought up to current code standarda. (Hillary Gitelman, 
Hollywood Heritage, Inc.) 

ANSWER: Section 13.9.1 of Chapter 3 of the December 
1983 FEIS describes the potential for ground subsidance 
during tunneUng or station excavation and Section 
13.9.5 of Chapter 3 describes mitigation measures that 
will be used to avoid ground subsidence and building 
damage. These measures have been used during the 
construction of MOS-l in the Downtown area of 
Los Angeles without any damage to historic buildings 
nearby and will be used for Phase II of Metro Rail. 

CR16 COKMENT: The identification of historic properties and existing 
conditions in Section 3.16.1.1 of the Addendum to the Draft 
SEIS/SEIR only includes properties on or eligible for the National 
Register. In fairness to the community, SCRTD should identify all 
structures in every category of significance identified by the 
Hollywood Historic and Architectural Resource Survey done for the 
CRA in 1984. The National Register is not the absolute or sole 
listing of significant properties and can not be used as such; CEQA 
clearly appUes to properties of local significance. The assessment 
of project impacts in Section 3.16.1.2 of the Addendum to the Draft 
SEIS/SEIR is inadequate given the deficiencies of identification 
listed above. (Hillary Gitelman. Hollywood Heritage Inc.) 
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ANSVEa: See the response to Comment CR14. Urban Kass 
Transportation Administration guidelines were followed 
for evaluating cultural resources. These guidelines 
require evaluations to be based on the quality of 
significance in cultural resources that possess 
integrity of location, design, setting, materials, 
workmanship, feeling, and association, and that are 
associated with historically significant events or 
lives, or embody historically distinctive 
characteristics, or yield important historic 
information. These guidelines may be used to evaluate 
cultural resources that are of national, state or local 
significance, The November 1987 Cultural Resources 
Technical Report and its Addendum contain listings of 
all'properties considered during the Ketro Rail Project 
and identification sheets on the properties that were 
not deemed to have the necessary significance or 
integrity . 

CR17 COHMENT: The procedures under Section 106 of the National Historic 
Preservation Act of 1966 and the regulations codified thereunder at 
36 CFR Part 800 should be adhered to. (Hillary Gitelman, Hollywood 
Heritage, Inc,) 

ANSVEa: The procedures and regulations listed in the 
comment have been followed. Section 13 of Chapter 3 
reviews Cultural Resources impacts and describes the 
procedure followed for this Ketro Rail Project. 

CR1S COHMENT: The newly proposed Alternative 6 produces no new impacts 
to section 4(f) resources, or other resources of conCern to the U.S. 
Department of Interior. Consequently, our previous comments on 
Alternatives 3 and 4 are also applicable to Alternative 6. (U.S. 
Department of Interior, Bruce Blanchard, Director, Office of 
Environmental Project Review) 

ANSVEa: See response to CS13. 

2 . 9 ECONOMIC IMlACTS 

Ell COHMENT: Many members of the Coalition already are considering leaving 
Hollywood because of the economic and social impacts of Ketro Rail. (Paul 
Clarke, Sunset Boulevard Coalition) 

ANSVEa: Selection of the New LPA on Hollywood Boulevard 
should alleviate the concerns raised by members of the 
Coalition regarding impacts from Ketro Rail on the 
studios. 
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EI2 COHMENT: Any benefit assessment levy on the studios would far outweigh 
any conceivable benefit, even if the noise and vibration problems could 
be mitigated. (Steven A. Bell, KTLA; Michael Eigner, Sunset Boulevard 
Coalition) 

ANSWER: Studies throughout North America demonstrate 
that owners of properties in proximity of rail rapid 
transit systems receive monetary benefits from the 
provision of such service. The benefit assessment 
program for the next segment of Metro Rail is being 
developed in concert with area businesses, as was the 
case for the first segment of Metro Rail. Selection of 
the New LPA along Hollywood Boulevard obviates the basis 
for the studios'S concerns regarding noise impacts along 
Sunset Boulevard. 

EI3 COXKl!liT: The benefit assessment portion of the Metro Rail project is 
poorly developed and will fall heaviest on customers, small businesses and 
small property owners. Economic and social effects of the program are not 
known, and there are no maps indicating which property will be assessed 
under each alternative and for how much. There has been no study of the 
cumulative effects of special assessments in conjunction with the 
redevelopment agencies in Hollywood. This omission should be corrected. 
(David Morgan, Hollywood Better Government Assn.) 

ANSWER: Similar to the first segment of Metro Rail, a 
Benefit Assessment Task Force has been formed to study 
benefit assessments for Phase II and to make 
recommendations to the seRTD Board of Directors. This 
Task Force is currently reviewing anticipated benefits, 
district boundaries, types of land uses to be assessed, 
the amounts of assessment and related issues. The Task 
Force is composed of public officials and private 
business owners representing the interests of the local 
businesses. A determination of area to be assessed and 
the amount will not be made until the Task Force has 
completed its reco~ndations. 

EI4 COXKl!liT: Any property taking (as proposed in Alignment 6) will 
deprive Shell Oil Co. of one of its most valuable pieces of service 
station real estate in Southern California. The property that would 
be taken is at 5657 Sunset Blvd. (S.J. Charley, Shell Oil Co.) 

ANSWER: The New LPA is located on Hollywood Boulevard 
and the subject property will not be impacted. 
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2.10 SUBSURFACE CONDITIONS 

SCl COIlllENT: The methane gas risk along the Pico·San Vicente subway alignment 
appears to be similar to that predicted for a Wilshire Boulevard subway 
(Alternative 3). Therefore, the Pico-San Vicente subway may be affected 
by an expansion of tha Congressional restrictions that bar subway tunneling 
within high risk methana gas areas. (City of Los Angeles Department of 
Transportation) 

ANSWER: At this time, there has been no expansion of 
the Congressional restrictions to include the Pico·San 
Vicente subway. See also Response to AL17. 

SC2 cOllKElIT: The area around Fairfax and Third is not 'potentially" dengerous 
.. it is just dangerous. (Z. Machadah) 

SC3 

ANSWER: The New LPA does not impact the area referred 
to in the comment. 

COllKElIT: Why not dig a trench down Wilshire and leave grates over it to 
allow the gases to escape naturally? It's been done in Boston. (8ill 
Hunte)".") 

ANSWER: This option was briefly discussed. It was 
determined that such an approach would violate the 
intent if not the actual Congressional ban on tunneling 
in the "risk areas." See also response to AL17. 

SC4 C01lKEllT: The chance of encountering subsurface gas along the Vermont 
Avenue or Western Avenue routes is probably the same as the Wilshire 
Avenue route from Western to Fairfax. Both routes travel through areas 
that contain old oil wells. (Haps were included with the memorandum.) 
(Dennis J. O'Bryant, Resources Agency of Calif.) 

ANSWER: Extensive studies have been conducted of the 
subsurface gas conditions in the Los Angeles Core. 
Results of these studies are summarized in Chapter 3, 
Section 11 of this document and indicate that the 
potential for encountering dangerous concentrations of 
gas in the Vermont Avenue corridor is less than that in 
the defined "risk areas.' In any case, sufficient 
measures, as discussed in Section II, Chapter 3, will 
be taken to ensure safe construction and operation of 
the system. 
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SC!) COHHENT: RTD did not include in the Draft Subsequent Environmental Impact 
Report (DSEIR) a contingency plan for abandonment of oil wells that might 
be encountered during construction. (Dennis J. O'Bryant, Resources Agency 
of Calif.) 

ANSWEJI.: A Mitigation Plan to detect abandoned oil wells 
prior to contact with the tunneling machine has been 
developed and is described in Section 11 of Chapter 3. 

SC6 COMMENT: A combination of difficult geologic subsurface conditions south 
of the Santa Monica Mountains indicates a need for more cut-and-cover 
tunnel construction than shown. This will make the project more costly 
than anticipated and more disruptive to surface activities. Those 
subsurface difficulties include methane gas, hydrogen sulfide groundwater 
contamination, extensive oil fields and improperly capped old wells. 
(Barbara A. Fine, Federation of Hillside and Canyon Associations) 

ANSWEJI.: Additionsl cut-and-cover tunnel construction 
is not anticipated beyond that shown in this document 
for the New LPA. Subsurface conditions for the New LPA 
have been reviewed extensively, as presented in 
Section 11, Chapter 3. SCRTD will dewater or cleanse 
water if sulfer is encountered. See response to SC5. 

SC? COHHENT: Any kind of tunneling, including cut-and-cover, is unsafe; the 
methane situation is extremely unsafe and should not be played around 
with. (Bill Christopher, No El on Wilshire; William Krisel) 

ANSWEJI.: Extensive studies have been performed to 
determine the subsurface conditions in the corridors 
contemplated for Metro Rail. Proven techniques exist 
for constructing facilities underground in areas where 
gas is present, and it does not appear to be necessary 
to abandon plans to develop the Metro Rail system in the 
Los Angeles Metropolitan area. 

sea COMMENT: The methane danger has been exaggerated. (Warren Richardson; 
Mary Ann Goodwin; Abraham Falick, Coalition for Rapid Transit; James W. 
Tucker, registered geologist; Milan R. Bump) 

ANSWEJI.: The Methane gas situation has been dealt with 
in a cautious and conservative manner, recognizing that 
there clearly is a dsnger associated with tunneling in 
subsurface areas where gas exists. Proven methods for 
tunneling and building facilities in such areas do 
exist, and careful planning. proper management, and high 
qusU ty materials should minimize the potential for 
problems. 
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SCSI CO)l)lEN'l': A potential methane gas accumulation problem could develop 
around proposed station areas that will be located in residential 
neighborhoods with known methane gas problems. Covering formerly 
undeveloped areas with concrete, asphalt, etc., could prevent the methane 
gas from escaping to the atmosphere, thereby causing a potentially 
elCplosive environment if the area is not properly vented. (Dennis J. 
o 'Bryant , Resources Agency of Calif.) 

SCIO 

ANSIiER: The New LPA will not pass through the areas 
identified by the City of Los Angeles as "potential 
risk" or "potential high-risk" for encountering methane 
gas in the Wilshire Boulevard area. For those areas 
through which the New LPA will pass that exhibit 
potential subsurface gas problems, the SCRTD will assure 
that appropriate ventilation techniques are applied for 
both station construction and operation. See Section 11 
of Chapter 3 also. 

CO)l)lEN'l' : 
potential. 

Subway alignments are too dangerous because of earthquake 
(Thomas Pitts) 

ANSIiER: Historical evidence from areas where 
earthquakes have occurred indicates that subsurface 
structures are affected the least, because seismic 
events are manifested as lateral forces at the surface, 
and these lateral forces are greatly exaggerated with 
height above the surface. The subway system in Mexico 
City suffered only minor damage during the large 
earthquake a few years ago, for example. 

SCll COKKENT: Page 3-47 of the Addendum refers to "faults and folds' within 
the study area. In seismic connotation, fold has no relationship to fault, 
and should be el1D1inated or defined within the document. (Robert S. HorU, 
Los Angeles City Engineer) 

ANSIiER: This is correct. The Final SEIS/SEIR has been 
changed accordingly. 

SC12 COMMENT: On page 3-47 (of the Kay 1988 Addendum to the Draft SEIS/SEIR), 
the statement is made that the Hollywood fault is considered active. The 
State Geologist does not claSSify the Hollywood fault as active. (Robert 
S. Horii, Los Angeles City Engineer) 

ANSllEI.: Notwithstanding the State Geologist's 
classification, consultants for the Metro Rail Project 
consider the Hollywood Fault to be active. See 
discuasion in Chapter 3, Section 11. 
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2.11 NOISE. VIBRATION. AND ELECTROMAGNETIC 

NVl COKMENT: Unmitigable noise and vibration problems would severely impact 
the studios with alignments 4 and 5. (Daphne Gronich, Folt Television 
Stations; Paul Camarata, Sunset Sound; Kichael K. Schreter. Golden Yest 
Sroadcasters; StevenA. Sell, KTLA; Bruce J. Teicher, CSS; Kichael Eigner, 
Sunset Soulevard Coalition; Bert I. Harris. Jr., KWHY-TV; Srenda L. Young, 
KTLA; Steve Bangs, Hollywood Heights Assn.) 

ANSI/'Ell: Selection of the all-subway New LPA along 
Hollywood Boulevard mitigates noise impacts on t:he 
studios along Sunset. 

NV2 COMMENT: Groundborne noise, once created, cannot be attenuated without: 
major redesign eit:her at the source or at the receiver. This would impact 
more than 100 studio spaces within a dist:ance of 50 to 100 feet from the 
center of Sunset Soulevard between Vermont and Highland Avenue. The noise 
criteria of 25 d&(A) used by Yilson, Ihrig is not adequate for studio use; 
a level between PNC 10 and 15 is more suitable for studio use. There is 
considerable doubt that PNC 15 can be achieved. (Colin Gordon, Beranek 
6 Newman, for the Studio Coalition) 

ANSI/'Ell: Selection of the New LPA avoids t:hese impacts 
on the studios along Sunset. 

NY3 COMMENT: Electromagnetic or electrostatic emissions from the propulsion 
system of trains are likely to interfere with normal studio operations. 
(Steven A. Bell. KTLA; Michael Eigner, Sunset Boulevard Coalition) 

ANSI/'Ell : Selection of the subway alignment avoids 
electromagnetic impacts. 

NV4 GOKMENT: Entertainment and media-related industries are crucial to 
Hollywood. Noise and vibration impacts on the studio facilities, and on 
other noise-sensitive activities (residences, medical facilities, schools 
and parks) are one of the greatest public concerns of an aerial system. 
A clearer delineation of noise wall mitigation alternatives (i.e. along 
the guideway versus modifying the affected structures). the effectiveness 
of these alternatives, detailed location maps or listings for siting such 
walls, financial and implementation responsibility for wall construction, 
and similar information should augment the teltt. (City of Los Angeles 
Planning Department) 

ANSVE&: Selection of the all-subway LPA obViates the 
basls for airborne noise concerns. 
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HV5 COMHENT: Table 3-39 of the Draft SElR demonstrates a miraculous success 
rate in making the noise go away. First, the number of impacted 
structures is greatly under-reported. Second, no data are presented to 
establish the sound impacts without the sound barrier mitigation, since 
dB(A) readings are only shown for structures with sound walls. No mention 
is made of off-hour noise impacts, particularly at night when the 
background noise is much lower. (William Christopher, Miracle Mile 
Residential Assn.) 

ANSWER: ·See response to NV4. 

HV6 COMHENT: Page S-lS of the.Draft SElR advises that, even with mitigating 
sound barriers, noise levels from aerial structure operations on 
alignments 2, 3 and 4 would be above criteria at several schools. It is 
hoped that for all schools affected, additional acoustical insulation or 
other mitigating measures will be taken during final design and 
construction to achieve acceptable noise and vibration levels. The 
Addendum on page 3-44 indicates that once constructed, Metro Rail will 
create no over-criteria noise impacts on Grant School. Since the subway 
at Harold Way and Wilton Place will be only about 20 feet deep and 40·feet 
from the school building, it appears likely there will be substantial 
noise .and vibration. (Robert J. Niccum, Los Angeles Unified School 
District) 

ANSWER: Grant Elementary School is located near the 
transition portal between Sunset and Hollywood Boulevard 
for Candidate Alignment 6. This alignment waS not 

. selected as the New LPA, so no impacts are expected on 
the school from Metro Rail. See response to NV4. 

HV7 COHMENT: Discussion should be given relative to "functional noise 
equivalents" of tratn noise levels, so that non-technicians can better 
evaluate .the potential impact. The chapter could also include noise 
impact assessments for construction activities, along with relevant 
mitigation meaSures. (City of Los Angeles Planning Department) 

ANSWER: A thermometer-type scale of typical noise levels is shown 
in Section 8, Chapter 3 of the Draft SElS/SElR. This figure depicts 
a range of noise levels in terms of everyday noises, and shows noise 
levels from rail transit systems. A detailed discussion of 
mitigation of construction noise and vibration is contained in 
Section 15.6 of Chapter 3. 

HV8 COMHENT: An aerial, cut-and-cover subway, or a bored subway of less than 
60 feet in depth is totally unacceptable to members of the coalition. It 
would precipitate a mass exodus of our members because of noise problems. 
(Michael Eigner, Sunset Boulevard Coalition) 

ANSWER: The selected New LPA.avoida noise impacts of 
Metro Rail construction and operation on the studios 
along Sunset Boulevard. 
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NV9 COHHEBT: RTD would install sound barrier walls along the entire aerial 
segment and the transition areas to reduce noise levels as much as 
possible. This type of approach to a serious problem is an "Alice in 
Wonderland" approach. NO'major public project should be based on this 
kind of cavalier and theoretical approach to a major problem. (Joseph W. 
Aidl1n) 

ANSVK&: Selection of the all-subway New LPA eliminates 
the need for sound b~rrier walls. 

NVlO COHHEBT,: Because of sound studio opposition, part of the Sunset Bot.;;'evard 
aerial segment was abandoned. That was a good decision. However, there 
are many other activities that need to be protected from the aerial noise 
and disruption - elderly Care centers, hospitals, medical facilities, etc. 
(Joseph W. Aidlin) 

ANSVK&: Selection of the all-subway New LPA mitigates 
the concerns raised in this comment. 

NVll COHHEBT: The Church of Scientology has ministers in training using 
classrooms close to the parking lot, and the noise and vibration from the 
elevated people mover ,would be a distraction to them. (Richard Shelley, 
Church of Scientology) 

ANSVK&: Selection of the all-subway New LPA along 
Vermont Avenue avoids the impacts described in the 
comment. 

NV12 COHHEBT: The noise analysis is incompetent because it neither applies to 
the environment of ·Year 2000,· which is the basis of the ,draft, nor 
relies on appropriate scientific data. The sitings do not accurately 
measure or indicate the presence of noise barriers such as parked cars, 
noise generators such as traffic signals and heavy trucks and buses 
(elevated exhausts, poor mufflers), geometry and tread characteristics. 
Moreover, noise levels conflict with vibration remedies, and none of the 
remedies is germane to a built-up (6 to 12 F.A.R.) frontage, which the 
draft assumes for the Year 2000. The "tunnel effect" aa a noise amplifier 
is completely overlooked. Street noise that is in any way enhanced by the 
project must be addressed and included as an environmental impact of the 
project. There are examples of increased noise levels caused by an. 
elevated roadway adjacent to the Braille Institute Youth Center facility 
on the Hollywood Freeway. Traffic noise is reflected off the hard 
concrete under aurfaces, and this completely disrupts the Center's 
activities. An aerial alignment would caUSe similar problems. (J. H. 
McQuiston; Les Stocker, Braille Institute) 

ANSVK&: Selection of the all-subway LPA eliminates 
reflected noise as an issue. Noise and vibration 
criteria are determined by existing measured noise 
levels in addition to the actual use of a building or 
area. Thus, the existing conditions, i.e •• cars, 
trucks. etc. are used to establish a basis for 
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determining impact. The existing conditions plus 
projected changes establish the environment for the year 
2000. . 

2. 12 PUlING AN!) TlIAUIC 

PTl COKMENT: The Wilshire alignment should be subway to relieve so.e of the 
traffic and parking probleqs. (Francis J. Heavey; Mary Ann Goodwin) 

ABSWEa: The selected New LPA includes a subway along 
Wilshire to Western Avenue. See also response to ALl7. 

PT2 GOKMENT: In using either subway or aerial to mitigate traffic or traffic 
access to the Wilshire area, the cure can be worse than the disease. 
(Bill Christopher, No El on Wilshire) 

ABSWElI.: See response to AL17. 

PT3 GOKMENT: In the Wllshire/Vermont area, the Metro Rail project will remove 
parking without replacing it. The project will dump traffic onto Wilshire 
Without adequate parking. (Lawrence Kaplan, Royal Development Co.) 

ABSVEB.: The Project will temporarily displace the 
parking associated with the properties as cited by the 
cOlllDlentor. However, the Project also will initially 
acquire property in the station area and, during the 
time of construction. relocate the businesses so 
!lc,Cluired. The sam will perform a station area master 
plan for the Wilshire/Vermont site which will include 
the required amounts of parking needed to satisfy 
businesses and other C01llDl6rcial and retail activities 
that locate there. Parking as well· as the new 
development of that site would be provided by joint 
development efforts. It should be recognized, however, 
that given recent Air Quality Management District (AQMD) 
rules. the parking will in all likelihood be used to 
satisfy the short term needs of customers and clients 
rather than focus on the all-dey commuter. Metro Rail 
is designed to reduce traffic congestion by encouraging 
alternative means of travel to stations. including walk
rail and bus-rail rather than use of the automobile, and 
is consistent with AQMD rules. 

P'l'4 COKMENT:. A number of critical intersections were not analyzed as a part 
of the study. Fairfax/Third and Wilshire/Highland are two of the .ost 
critical. No intersections on La Cienega near Wilshire were included. 
To indicate that the traffic impact of the WilshirejLa Brea station where 
it is intended to terminate all of the Santa Monica Freeway bus lines as 
moderate is a gross understatement. That calls into question the 
reliability. of the projections used to make the comparisons. (Bill 
Christopher, Miracle Mile Residential Assn.) 
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AlllSVEB.: Intersections that coul<l intercept traffic 
going to or from Ketro Rail stations for the selected 
New LPA are analyze<l in Section 1, Chapter 3 of this 
Final SEIS/SElR. Determination of these intersections 
was based. on an analysis of origin an<l destination 
studies. See also response to ALl7. 

PT5 COXKEN'l: Parking in Park La area will be a disaster if the Fairfax 
Station is the end of the line. (Kichael Cornwell, Windsor Square Assn.) 

ANSV!R: The selected New LPA terminates at the 
Wilshire/Western Station. See response to AL17. 

PT6 COXKEN'l: If the Fairfax station is at the end of the line, 2,400 spaces 
of spillover parking will have to be absorbed. This will be a 
substantially negative impact. (Charles Rosin, Carthay Circle Homeowners 
Assn.; aill Christopher, Kiracle Kile Residential Assn.) 

ANSV!R: See response to ALl7. 

PT7 COIIlmRT: Parking costs used in the model for Vermont and Western Avenue 
are not consistent and appear high for the area. Staff at SCAG and SCRTO 
indicate the parking costs used in the. model were derived from employment 
densities rather than a projection of existing parking cost rates verified 
bya.survey. Field observation indicates that the assumed parking costs 
being used in the ridership forecasting process are too high, particularly 
on Western Avenue, and should. be verified for the areas through which the 
various alternatives pass. (City of Los Angeles Department of 
Transportation) 

ANSWER: The SCRTO utilized cost deta as contsined in 
the regional models from the Southern California 
Association of Governments. Firm conclusions on the 
patterns of parking cost 'incresses in the future are 
difficult to draw without a full understanding of the 
relationship between employment growth and parking 
prices. For example, in downtown Los Angeles, off
sereee parking costs increased significantly between 
1980 and 1986 with only a modest growth in employment 
levels. Further, to the extent that existing and future 
policies to reduce auto emissions entail surcharges on 
parking price or limitations on parking supply. public 
policy initiatives could increase the market price. 

P'1'8 COXKEN'l: Several measures are mentioned to reduce the impacts of the 
aerial guideway support structure on traffic flow. including offsetting 
the columns at signalized intersections to improve visibility (requires 
additional structural and foundation work, reducing lateral clearance to 
the columns at intersections -- an acceptable measure). constructing bus 
and loading bays (an acceptable measure. but on Hollywood aoulevard few 
opportunities exist with the current right.af-way). adding a traffic 
signal phase to protect left-turn movements (results in a net reduction 
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of intersection capacity), and using saddle bents to support the guideway 
at intersections to improve sight distance and facilitate left turns 
(viable from a traffic standpoint, but not aesthetically satisfactory and 
could interfere with pedestrian movements without additional right-of-way 
acquisition) . ,(City of Los Angeles Department of Transportation) 

Al'ISWElI.: The selected New LPA is an aU-subway 
alignment. No, aerial guideway structures are involved. 

PT9 COHH!NT; Discussion of parking facilities around Ketro Rail stations is 
woefully inadequate. Within the Hollywood area, ,the lack of existing and 
future parking is noted, but the mitigation consists solely of working 
with the COllllll.U!\ity Redevelopment Agency to develop future parking., 
Considering that the Redevelopment Plan is only in the first year of its 
proposed 30-year existence, a quarter century or more could elapse until 
increased parking plans might be finalized. (Barbara A. Fine, Federation 
of Hillside and Canyon Associations) 

Al'ISWElI.: The parking supply and demand studies for the 
Hollywood area show an adequate parking supply adjacent 
to the proposed Metro Rail Stations. Additionally, the 
"Hollywood Redevelopment Plan· recommends a strategy to 
address 'the long-term parking needs of Hollywood 
Boulevard. See Chapter 3, Section 1. 3 of this document. 

PTlO COHH!NT: The addition of an aerial guideway, with its accompanying raised 
median, to a street results in a ,loss of width available for traffic flow. 
The report discusses the reduction in the number of through lanes to two 
in each direction on Hollywood Boulevard, and correctly notes that in 
reality it would not function as two lanes. In order to provide two' 
lanes, particularly on Hollywood Boulevard, the prohibition of parking 
would be neceSsaty, but the need for on-street loading and bus stops would 
effectively reduce the number of through lanes to one in each direction. 
The number of through lanes would also be effectively reduced by conflicts 
between pedestrians and right-turning vehicles at intersections or 
driveways. It does not appear that this significant reduction in capacity 
has been adequately addressed in the analyses of intersection impacts. 
(City of Los Angeles Department of Transportation) 

Al'ISWElI.: The selected New LPA is entirely subway. 
Aerial structures creating these surface traffic 
conflicts along Hollywood Boulevard are not proposed. 

PTll COHH!NT: The prohibition of parking would be required to fit the aerial 
guideway and raised median into Hollywood Boulevard. The impacts of the 
prohibition on fronting properties, especially commercial establishments, 
is not addressed in the Draft SEIR. Very few alleys for off-street loading 
exist parallel to Hollywood Boulevard. The use of widened sections of 
roadway to provide a stopping zone for bus and other loading is mentioned, 
but the locations along Hollywood Boulevard where the opportunity for such 
treatment exists with current rights-of-way are few. (City of Los Angeles 
Department of Transportation) 
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ARS'IlEB. : See response to PrlO. 

PT12 COHHEBT: The area required for the transit system to transition from a 
subway to an aerial configuration is referred to as a 'portal" in the 
Draft SElR. The report mentions that the retaining walls and other 
infrastructure will interfere with traffic circulation from cross streets, 
but the amount of right-of-way required to maintain a constant number of 
traffic lanes and to route them around the portal is not discussed. The 
length of tha transition zone is not specified other than in general 
limits (between two streets) nor is the overall width and land area of the 
zone. On the Holl,..,.,od Boulevard alignment, the existing right-of-way 
width at the portal between Bronson"and Cower Streets is specified as 
eighty feet; the actual dimension is' 90 to 100 feet. The impacts of the 
approximace1y 35-foot wide portal on street width, craffic lanes and 
parking in the transition zone is not addressed in the Draft SElR. (City 
of Los Angeles Depart:ment of Transportation.) 

ARSWEII.: The selected New LPA is entirely subway. A 
transition from subway to aerial will not be utilized. 

Pr13 COHHEBT: Certainly an agreement between publicly-owned facilities 
(Hollywood Bowl and Metro Rail) could be worked out for daytime use of 
Hol~ywood parking. The parking spaces could be increased by construction 
of garages. With parking available, Mecro Rail patronage at a future Bowl 
station would be greatly increa~ed. (T.A. Nelson, Consulting Engineer) 

ARSWEII.: Use of the Holl,..,.,od Bowl parking facility 
likely will be" reviewed during the anticipated Transit 
Connector Study, which will review options for direct 
transit connections between the Metro Ratl 
Hollywood/Highland Station and the Hollywood Bowl. 

PT14 COHHEBT: Why not add joint developmenc to the list of parking mitigation 
measures to provide parking garage and commercial space with direcc 
pedescrian access to stations? (T.A. Nelson, Consulting Engineer) 

ARSWEII.: The opportunity to provide parking for cransic 
users is implied in che concepc of joint developmenc. 
and clearly is an additional parking micigaCion 0pcion. 
As discussed in Seccion 2 of Chapcer 3, the SCRTD will 
be preparing scacion plans for the Phase II scations in 
conformance. with City adopted Specific, Community and 
Redevelopmenc Plans as applicable. The actual jOint 
developmenc potenCial will be affected by the currenC 
markec for the type of proposed development, the amounC 
of land available for re-use. and the available 
development bonuses through the City process. Possible 
use of sCaCion development projeccs to provide 
additional parking for Metro Rail pacrons will be 
evaluated as parc of this process. 
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PT15 COHIIEli'f: Discussion of mitigation measures pertaining to detours and 
traffic· control in the Draft. SEIR appears to be adequate. with two 
exceptions. Contractors will DQt be allowed to "control" traffic, but 
rather be required to "follow" the Inei'. In addition. LAOOT Traffic 
Officers should be deployed at intersections affected by construction. as 
a Project responsibility. (City of Los Angeles Department of 
Transportation) 

AIISllEll: These provisions have been incorporated into 
Section 15 of Chapter 3 in this Final SEIS/SEIR. 

PT16 COKMENT: The Draft SEIR addresses increased parking demands at stations 
used as temporary terminals. but states that no additional parking will 
be provided at these locations. Since the temporary termini may be in 
operation for a significant period of time, the lack of at least a 
temporary supply of additional parking could be a serious impact, and 
should be addressed. (City of Los Angeles Department of Transportation) 

AIISllEll: The Final SEIS/SEIR identifies that there may 
be a shortage of parking at temporary terminals and 
parking impacts are l1kely. The estimated number of 
deficient spaces is identified in Section 1. 'Chapter 3. 
The deficiencies are based on a worst-case situation 
where the computer models determine a parking demand 
assuming no constraints for parking supply Ot; cost. 
Actual impacts are expected to be less. Ketro Rail is 
designed to discourage use of single occupant vehicles, 
and a feeder bus system has been designed for patrons 
to use the buses to' access the system. . Provision of 
parking facilities at temporary terminal stations would 
involve a major project cost for property acquisition 
and parking facility construction and would encourage 
additional auto travel contrary to AQMD regulations and 
traffic reduction goals of the region. 

fT17 COHKERT: Several methods of mitigating the impacts of the transit system 
on traffic capacity are mentioned in the Draft SEIR, but the scope does 
not match the impacts. Parking restrictiona along the aerial segments and 
at intersections are mentioned, but the total prohibition of parking is 
not a reliable capacity-increasing measure and creates an impact of its 
own on abutting properties. Restriping intersection approaches is also' 
suggested, but the .additional width required to accommodste the added 
lanes is provided by reducing the sidewalks to an unacceptable width. The 
prohibition/restriction of left turns is proposed, a measure that is 
viable at some locations. At many of the intersections. however. 
prohibition of left turns only transfers the problem to adjacent 
intersections. The opportunities for left turns will be severely limited 
by the raised median required for an aerial alignment, and the imposition 
of additional turn restrictions would be another impact on IUOtorists. The 
additional left-turn traffic signal phases is not a viable capacity
increasing measure in most cases since the time required for ,the phase 
must be taken from the through traffic. Intersection approach widening 
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would be an effective mitigation measure to increase capacity. but the 
amount of widening must be adequate to have a positive impact. and the 
cost of such widening must be identified as a responsibility of SCRTO. 
The provision of reversible lanes is not feasible on a street with a raised 
median. where the extra traffic-carrying capacity 1& most needed. 
Reversible lanes are cost-intensive to operate either automatically or 
manually. (City of Los Angeles Department of Transportation) 

ANSVEa: With the selection of an all-subway LPA, the 
mitigation of traffic impacts associated with an aerial 
guideway is no longer an issue. Traffic Dlitigation 
measures for specific locations are discussed in 
Section t,' Chapter 3 of ):he Final SEIS/SEIR. Additional 
site specific Dlitigation measures may be deterlllined 
during the design phase. 

PT18 COKKENT: Parking is not supplied 'at most stations. and is inadequate at 
those stations where'parking facilities are prOVided. Under the various 
alignlllents. the parking deficiencies vary froDl 24,000 to 29,000 spaces. 
"Spillover" parking into adjoining neighborhoods is a aerious impact. 
siDli1ar to the conditions which exist in residential areas near commercial 
development lacking adequate parking facilities. The patronage and DIode 
split forecasts should be adjusted to reflect the deficiency. (City of 
Los Angeles Department of Transportation) 

ANSVEa: Worst-case projected parking deficiancy for, 
the New LPA is 5.174 spaces. Patronage forecasts for 
the auto-transit split take into account only those 
parking spaces to be provided by the Metro Rail Project. 
Parking delJl8nd calculations. however, assumed no limit 
to available parking. This delJl8nd then was compared 
with available parking to determine parking 
deficiencies. EPA and AQKD regulations IJI8ndste a 
reduction in auto travel in the SCAG Basin. Traffic 
reduction plans that employers are required to imp1elJlBnt 
will reduce the demand for parking. These new 
regulations were not' factored into the parking 
deficiency calculations. Thus. the actual deficiency 
will be less and may be Zero. See also response to 
PT16. 

PT19 COKKENT:. Mitigation measures cited as means to reduce parking 
impacts are unacceptably general in nature. such as ridesharing 
programs, preferential parking districts. feeder bus lines. bicycle 
parking at stations. etc. The only viable and effective measures 
mentioned is the provision of additional parking at stations. 
Although the report acknowledges that this is a responsibility of 
SCRTO. the report states that funding sources appear to be 
inadequate for this parking to be provided by the Metro Rail 
project. (City of Los Angeles Department of Transportation) 
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AlIISWEII.: The City of Los Angeles in combination with 
the SCRTO will need to jointly identify opportunities 
to provide additional parking. The $3+ billion 
investment to improve mobility in the Los Angeles Core 
will have to be augmented by joint development and City 
parking requirements for developers. MethOde have been 
suggested for the creation of park.ing districts to 
support the added requlrements brought about by land 
use development in station areas. Metro Rail is a 
parking mitigation measure in its own right, by 
encouraging walk and transit trips rather than the use 
of automobiles. 

PT20 CO!DIENT: The project does not comply with the laws regarding parking for 
buildings and structures. The draft implies that parking for other 
buildings will be applied to parking required for the stations; the draft 
also assumes that subleases in project structures will not have the 
required parking spaces. (J. H. McQuiston) 

AlIISWEII.: The Traffic and Parking Analysis in the Final 
SEIS/SEIR indicates that there is sufficient available 
public parking at all .stations except the liilshire/ 
Vermont, Wilshire/Western. and Wilshire/Alvarado 
stations. Provision of an initial 1.840 surface-only 
Metro Rail parking spaces could produce a parking 
shortage in the Universal City and North Hollywood 
station areas under a worst-case scenario. Public 
parking would include on-street park.ing and off-st.reet 
commercial parking. Private restricted parking areas 
were not included in this analysis. See also responses 
to PT16 and PT19 and analysis in Chapter 3. section 1.3. 

PT21 COlOlERT: For each alternative. the sentence "The drop-off and pick-up of 
kiss-ride passengers. will be accommodated at all stations outside the CRn" 
appears under Parkin;. lie can find no physical justification for this 
statement although we support the concept due to the high kiss-ride use 
projected. (Los Angeles County Transportation Commission) 

AlIISWEII.: Kiss-and-ride access would be accollllllOdated 
either off· street or on-street at all non-CRn stations. 
Chapter 2 has been modified to reflect this 
clarification. 

PT22 CO!DIENT: Additional traffic in station vicinities will be offset by 
reduced traffic in other areas due to transit riders not driving their 
vehicles beyond their boarding stations. (T.A. Nelson. Consulting 
Engineer) 

AlIISWEII.: This is a principal benefit of Metro Rail. 
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PT23 CO!DlDl'1': Hetro Rail planners should work closely with School 
planners to mitigate parking and traffic problems around schools. 
J. Niccum, Los Angeles Unified School District) 

ANSIlEB.: During the design phase, the SeaTD will consult 
with any nearby schools in the formulation of traffic 
management plans, especially the routing of construction 
equipment to/from work sites. 

District 
(Robert 

PT21+ CO!DlDl'1': The sentence on Page S-14 in the Preliminary Draft SEIS/SEIR 
that "OVerall, each CORE Candidate Alignment would have sufficient parking 
supply to meet the total demand and to accommodate the additional demand 
created by the presence of Hetro Rail stations" is not supported by Table 
S-2. In fact, except for some parking at terminal stations, no parking 
really exists. (Los .Angeles County Transportation Commission) 

ANSIlEB.: The sentence in question has been deleted from 
the Final SEIS/SEIR .. 

PT25 CO!DlDl'1': Notes (2) and (3) of Table 2-19 in the Draft SEll. seem quite 
specific relative to assigning public versus code-required categories to 
parking facilities; the appearance may not reflect an accurate status of 
such parking (e. g., parking provided under covenants and agreements), 
hence the accuracy is uncertain. (City of Los Angeles Planning 
Department) 

ANSWE&: All the notes, including notes (2) and (3) 
referred to in this comment, were deleted from this 
table, which was renumbered to Table 2-1 and is located 
in the Appepdix to the Draft SElS/SEIR.. A parking 
survey was performed by the SeaTD to assure the accuracy 
of the parking data used for this Final SEIS/SEIR. 

PT26 COXKENT: Parking impacts at interim terminal points along each 
alternative route are identified, but mitigation measures are incomplete 
or may not be sufficient. Preferential parking districts are not an 
acceptable mitigation measure. They will ensure that parking does not 
occur on a given street without a permit, but by restricting the supply 
of parking, they will promote increased cruising for available parking. 
The placement of a new parking district is an imposition on the affected 
residents and the cost of imposing such districts must be borne by the 
Hetro Rail projects. Therefore, SeaTD should be added to the list of 
implementing agencies on page 2-174, #6 of the Draft SEIR.. The terminal 
points will have significant interim parking impacts. Provision of 
temporary park-and-ride lots should be considered and the costs determined. 
(City of Los Angeles Department of Transportation) 

ANSllEII.: The present policy position is that parking 
will not be provided at temporary terminal stations, 
since these terminals will be temporary. Should funding 
shortfalls result in a temporary terminus becoming 
permanent, additional mitigation measures may need to 
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be implemented. as described in Section 1. Chapter 3. 
Other suggestions from the City of Los Angeles to 
mitigate temporary parking impacts clearly would be 
considered. Parking impacts identified in the Final 
SEIS/SEIR include the temporary loss of ridership. 
Preferential parking districts appear to be ,acceptable 
mitigation measures. although not in every instance. 
This approach would have to be wor\ted out with the 
communities and agencies involved. Finally. a primary 
purpose of Metro Rail is to encourage walk-rail and bus
rail trips. thereby reducing dependency on automobiles. 

PT27 C~: The time required for cut- and-cover conatruction is estimated 
as equal to or less than that for aerial construction. according to the 
Draft Subsequent Environmental Impact Report (pages 2-256 and 2-258). The 
Draft SEIR also calls for two twelve-foot lanes in each direction during 
peal< hours. with a wider work area at other times. but does not quantify 
the impacts on traffic. (City of Los Angeles Department of 
Transportation) 

ANSWER: Cut-end-cover construction impacts are 
described in Section 15, Chapter 3 of the Final 
SEIS/SEIR. AS design of the system proceeds. the cut
and-cover construction schedule will be developed so as 
to minimize the time that any street surface is 
disrupted. 

PT28 coHllEl'l'1': The Draft SEIR calls for a minimum clearance of 16 feet for the 
guideway over the street. The support columns sre joined to the guideway 
by s' tapering ·cap· seven feet in height. The tapering section of che cap 
doe~ not allow traffic, particularly trucks or buses, to travel next to 
the columns. as might be required in a left-turn lane. It would appear 
that the minimum clearance would be 23 feet (16 + 7), with a rsil 
elevation of approximately 35 feet. if the proposed column-and-cap 
configuration is used to support the guideway. (City of Los Angeles 
Department of Transportation) 

ANSIlEIl: The selected New LPA will be entirely subway. 
and there will be no guideways over the street. 

PT29 coHllEl'l'1': The,Draft SEIR calls for a raised median to provide for column 
placement. This median, continuoua except at signalized interSections, 
would interfere with traffic circulation and preclude left turns except 
at traffiC signals. The attraction of left turns to signalized 
intersections is addressed in the report, but the analysis of the number 
of vehicles attracted seems to be weighted to minimize the impacts. No 
analysis of the impact on driveways is included, nor is there any 
indication of the existence or number of major driveways impacted. (City 
of Los Angeles Department of Transportation) 

ANSWER: These impacts are avoided by the selected New 
LPA, which is·an all-subway system. 
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PT30 COXHERT: The Draft SEIR states that the columns supporting the aerial 
guideway will be located within a twelve-foot wide median. In most cases, 
the columns would be centered on the median, and the median centerline 
would coincide with that of the street .. In order to provide for left-turn 
lanes at signalized intersections, a "bulb" would be added to the twelve. 
foot median width, and the through traffic lanes would be directed around 
the bulb and past the left· turn storage area. This design results in a 
curvilinear path for through motorists. The additional street width 
required for this offset in through traffic lanes would be obtained by a . 
reduction in sidewalk width. The report does not illustrate how this 
could be accomplished within the various rights-of-way. (City of 
Los Angeles Department of Transportation) 

AliSVEIl: The selected New LPA is an all.sUbway system. 

PT31 COXHERT: The opposing left-rum lanes provided by the bulb channelization 
of the raised median would be offset from each other at signalized 
intersections. Because of this offset and the interference to visibility 
created by the guideway columns, it would be necessary to provide left
turn signal phases at each intersection. The addition of these signal 
phases would result in loss of traffic-carrying capacity at each traffic 
signal, a subject not adequately addressed in the Draft SEIR. (City of 

. Los Angeles Department of Transportation) 

AIIISWEII.: The selected New LPA is an all-subway system, 
avoiding the impact~ discussed in this comment. 

PT32 COXHERT: The Addendum appears to accurately and thoroughly address the 
impacts of Alignment 6 with the possible exception of parking demands at 
one of the temporary stations. Section 3.1 on page 3-14 states that, "For 
KOS-2, no deficiency (of parking spaces) is expected at the HollywoodjVina 
terminus." In addition, Table 3 on page 3-5 shows no passenger boarding 
by parking and riding. However, because KOS-2 in contrast with 2A or 28, 
ends at the Hollywood and Vine Station, the likelihood is that a sizeable 
number of passengers will be driving into downtown Hollywood from .the 
Valley and points west of Hollywood to park and ride the subway to 
downtown Los Angeles or Wilshire Boulevard. This could overload the 
capacity of on- and off-street parking spaces, congest local streets and 
result in spillover of parking into adjoining residential ne1ghborhoods. 
An estimate should be made of the likely park and ride demand at the 
HollywoodjV1ne Station if 1t is used as a temporary terminal station. In 
addition, parking facilities should be discussed in the Final EIS/EIR as 
a mitigation measure. (Kenneth C. Topping, Los Angeles Department of City 
Planning) 

AIIiSWEIl: Alignment 6 is no longar an alternative under 
consideration, althOUgh the New LPA has a station at 
HollywoodjVine; negotiations are now underway for 
funding of this operable segment with HollywoodjVine as 
the temporary terminal station for KOS-2. A comparison 
of total parking demand, unconstrained by price or 
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supply, indicates that the Hollywood/Vine Station would 
have adequate parking to accOllllllodete the Ketro Rail 
park-end-ride patrons. See also response to PT26. 

fT33 CO!UllUl'l': Evaluate traffiC circulation and other impacts of the Department 
of Transportation-prepared alignment cross sections: 

(a) For the Hollywood Boulevard aerial alignment (without right
of-way purchase), shown on Attachment 2. 

(b) For the Hollywood Boulevard aerial alignment (with right-of
way purchase), shown in Attachment 3. 

(c) For the Vermont Avenue, Sunset Boulevard and Wilshire 
Boulevard aerial alignments (without right-of-way purchase), 
shown on Attachment 4. (LADOT) 

A1ISWE1l: The additional analysis suggested will not be 
required, because the selected New LPA is entirely 
subway. 

PT34 CO!UllUl'l': For explainable reasons (primarily the cost of real estate), 
most Ketro Rail stations have little, if any, off-street access 
facilities. Their absence is particularly unfortunate at stations with 
significant bus transferring where on-street loading ukes pedestrian 
circulation more difficult and vehicle congestion worse. 

LACTC staff also feels that the stations closest to the Hollywood Freeway 
would be good places to intercept in-bound automobiles. To do this, 
however, park-and-ride lots wUl have to be built at considerable expense •. 
The addition'of these lots should be seriously considered. (LACTC) , 

A1ISWE1l: The Ketro Rail stations for the LPA that could 
intercept automobile traffic from the Hollywood Freeway 
are at Hollywood/Vine and HollywoodjVestern. A 
comparison of total parking demand, unconstrained by 
price or supply, to total parking supply indicates that 
no deficiency is anticipated due to the addition of 
Ketro Rail patrons at either of these locations. Thls 
condition should be IDOnitored closely as part of the 
Hollywood redevelopment efforts of the City of 
Los Angeles. For example, the City could work with 
local developers, much as they have done in the Central 
Business District, to provide off-site a portion of a 
building's parking needs. With the investment of 
Ketro Rail in place, developers would not, for example, 
be required to pay for shuttle services in addition to 
providing off-site parking at these locations. It is 
the goal of transit to increase tha number of walk-rail 
end bus-rail users and reduce the usa of low occupancy 
autollobiles, thus reducing congestion in an already 
congested area. While it is much more likely that in
bound automobiles on the Hollywood Freeway will exit at 
Universal City where provisions have already been made 
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· to accommodate large numbers. of park-and-ride Hetro Rail 
patrons, the SCRrD in concert with appropriate City of 
Los Angeles agencies will examine parking at the 
Hollywood Bowl as part of the "Transit Connector Study,· 
in addition to future considerations of additional 
parking at other stations in Hollywood. 

2.13 PATRONAGE AND COST ElFECI:rvp!!!SS 

CEl COHHENT: It should be made clear that the HOS·l patronage estimate of 
55,000 patrons/day is for the Year 2000, not at start-up. (Los Angeles 
County Transportation Commission) 

ARSllU: The Final SEIS/SEIR. notes: in the Summary that 
the HOS·l patronage estimates are for the Year 2000. 

CE2 COHKERT: In the Draft SEIR.. why does Alignment 2 show 139.000 (or 11,) 
greater annual VMT than ~, given thst boardings are very similar, the 
routes vary only between Hollywood and Sunset, and the latter route has 
one' additional station? (City of Los Angeles Planning Department) 

ABS1lEII.: A network coding error was discovered for 
Alignment 2. The correct rail car VMTs differ only by 
one .percent. 

CE3 COMHENT: The statement that there will be higher patronage'due to shorter 
travel time gives unwarranted advantage to the Western Avenue route. 
Potential riders between the San" Fernando Valley and,downtown Los Angeles 
will not be influenced just because travel time is one minute more via 
Vermont out of a total trip time of 30 minutes. (T.A. Nelson. Consulting 
Engineer) 

ABS1lEII.: Sophisticated mathematical computer models were 
used to estimate Hetro Rail ridership. A key variable 
in these models is travel time. All other variables 
being equal, the model predicts that a person will 
choose to take the route that requires the least amount 
of time. Although the Western Avenue route did receive 
the highest patronage estimate, the selected LPA is 
along Vermont Avenue. 

CE4 COHHENT: Daily patronage west of the Wllshirej'\lestern Station is projected 
to be 38 ,160 for the Pico -San Vicente alignment, compared wi th 66.970 along 
the western portion of the Wilshire Boulevard alignment. Further 
consideration of a Pico-San Vicente alignment in subway does not appear 
to be cost effective in view of the limited patronage. (City of 
Los Angeles Department of Transportation) 

See response to ALl7. 
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CES COKKENT: Passenger boarding tables on pages 1-38 and 1-45 'of the Draft 
Subsequent Environmental Impact Report shows a difference of 3,365 
boardings between Alignments 3 and 4 at the Hollywood/Highland station. 
This is difficult to understand since the boardings at the Hollywood Bowl 
station in Alignment 4 do not account for the difference. (T.A. Nelson, 
Consulting Engineer) 

ANSllEll: The difference in the patronage between the two 
stations is attributable to differences in the way the 
computerized simulation networks were coded. Due to 
these coding inconsistencies, the higher volume for the 

, Hollywood/Highland Station now appears to be appropriate 
for both alignments. 

CE6 COKKENT: Alternative 5 gives less overall service to high employment 
density areas in Hollywood, yet figures show higher boardings. This does 
not appear logical. (City of Los Angeles Department of Transportation) 

AIISllEll: Candidate Alignment 5 provides the fastest 
service for the riders coming out of the San Fernando 
Valley going to downtown. The higher residential 
density, higher parking costs. and faster access to 
patronage generators along Wilshire Boulevard to/from 
the San Fernando Valley associated with this alignment 
also contribute to this patronage estimate. See also 
response to C1!.3. 

CE7 COKKENT: The document should make clear that a San Fernando Valley light 
rail line has not been assumed in the patronage forecasts. Its inclusion 
should have a pronounced effect on patronage levels expected. (Rick 
Richmond, Los Angeles County Transportation Commission) 

AIISVEB.: Linkage of Metro Rail to the San Fernando Light 
Rail Line would have a pronounced effect on Metro Rail 
patronage. UKrA guidelines for performing enalyses in 
support of transit improvementa do not permit the 
inclusion of riders from a system that is not operating. 
The cost-effectiveness _thodology also limits patronage 
to the segment under consideration. 

eE8 COMIIEN'l': Usage of Metro Rail will be limited until the proposed ISO-mUe 
light rail lines supplementing Metro Rail are completed. This appears to 
be decades away and will be complicated by the fact that transfers will 
be necesaary to Metro Rail trains because they are not compatible with 
light raU. (Barbara A. Fine, Federation of HUls ide and Canyon 
Associations) 

AIISVEB.: Patronage modeling procedures indicate that the 
patronage levels on Metro Rail are not dependent on 
completion of the full 150-mile regional rail system. 
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CE9 CO!II!ENT: llTD fails to recognize the impact of Proposition U in making its 
patronage and density forecasts. (Charles Rosin, Carthay Circle Homeowners 
Assn. ) 

ANSVEa: Proposition U impacts are included and 
discussed in the Land Use Section of Chapter 3 in the 
Final SEIS/SEIll. Patronage estimates may be 
underestimated, given that tourist patrons are not 
included in the prediction models and current employment 
counts may not.be fully reflected. 

CEIO CO!II!ENT: To get maximum ridership, llTD has to clean up. its image 
regarding safety, especially with the !lTD drivers. You have to clean up 
the crime problem. (Charles B. Pyke, Beverly-Angeles Homeowners Assn.) 

ANSVEa: SCRTD acknowledges the need to maintain a 
strong and positive image throughout the Los Angeles 
Ketropolitan Area. SCRTD is committed to a number of 
features that will enhance the safety of the Ketro Rail 
system. Examples include: 

o open and well· lighted station interiors with clear 
sight lines, clear comprehensible signs, and 
without low ceilings, excessive numbers of 
columns, derkened areas or areas that are out of 
public view, 

o attention to station cleanliness with vandel- and 
graffiti-resistant materials in both stations and 
vehicles, 

o direct visusl surveillance by closed-circuit 
television cameras that scan train platforms and 
station entry points, with particular attention 
to any long psssages, 

o emergency telephones located in station areas so 
that patrona can report problems or incidents 
directly to the supervisor, 

o public address systems to allow supervisors to 
broadcast to patrons, 

o direct radio communication with transit police to 
enable transit personnel to quickly detect 
undesirable behavior and take necessary steps to 
apprehend any suspects, 
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o intercoms in each car allowing patrons to report 
disturbances to the train operator. The train 
operator wil.l alert transit security people to 
board and/or otherwise intercept any suspects at 
the next station. Transit police will also be 
assigned to routine patrols on board trains, 

o adequate emergency exits, stand-by electrical 
power supplies, appropriate alarm systems, 
emergency communications systems, extensive fire 
sprinklers and standpipe installations, smoke and 
gas detectors, adequate emergency exits, 

o tUI)Ilel ventilation equipment to keep smoke. and 
toxic fumes to safe levels until patron evacuation 
is completed, and 

o periodic and extensive training drills to assure 
rapid and effective emergency response, 

The S.tate legislature hes given SCRTJ)' s transit police 
the power to make arrests, write tickets and enforce 
laws as sworn peace officers. Officers covering Metro 
Rail facilities will be professionally trained in the 
use of firearms in confined spaces and bodily defense 
techniques. Additions will be made to the transit 
police force so that Metro Rail security can receive 
priority attention. SCRTJ) Transit Police will work 
cooperatively with the Los Angeles Police Department and 
the Los Angeles County Sheriff's Department. 

CEll C01lM!8T: The methodology for ridership. projections 1s acceptable 
technically and is consistent with methodology used nationally and 
regionally. The ridership proj ections were made on .the UTPS computer 
software developed by FHWA/UMTA of the U.S. Department of Transportation. 
The "mode choice" ~omponent of the model was calibrated at the regional 
level under previous work efforts of the SCAG. However. assumptions being 
used for input to the model favor high ridership estimates. Specifically: 

o Existing bus lines are assumed to be rerouted to 
transfer riders to the rail lines. Over 60 percent of 
rail riders are expected to arrive by bus. But SCRTJ) 
may not actually be able to reroute as extensively as 
proposed. (EXAMPLE: All Santa Monica Freeway Express 
Buses are proposed to terminate at the westerly stub on 
Wilshire Boulevard instead of continuing into downtown. 
Bus riders may prefer a direct link to downtown without 
a mode change). It may be necessary to continue 
providing direct service to maintain bus ridership. 
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o The ...... umed .. utOlllObile oper .. ting co .. t.. ..ppe .. r to be 
high. Gasoline is .. ssumed to cost $1.30 (1983 doll .. rs) , 
a level. set during .. period when fuel supplies were 
curtailed. (City of L. A. Department of Transportation) 

AIlISWEIl: Integration of bue and rail service into an 
efficient transit system that does not provide 
duplicative or competing service is a primary goal for 
developing future transit (aee Supporting Services Plan 
Milestone 9, SCRTO, May 1983; and Transit Network and 
Ye .. r 2000 Patronage Forecast Documentation, SCA, 
February, 1987). Competition between existing buses and 
future rail services has, therefore, been deliberately 
eliminated for the patronsge simulations _ Because rail 
is grade-separated to alleviate traffic congestion and 
because operating costs per passenger for rail are 
lower, it would be unrealistic and uneconomical to 
maintain s full scale parallel bue service in 
competition with Metro Rail. Such integration has been 
implemented auccessfully elsewhere. For instance, bus 
routes originally going into downtown Atlanta were 
removed from the CBD after its rail system was 
constructed. These buses now are used to feed riders 
to the rail system. To satisfy demand for W&l. service 
between adjacent rail stations in Los Angeles, some 
existing bus lines are maintained that provide parallel 
operation with Metro Rail, but with a reduced serviCe 
frequency_ 

The assumed gasoline price of $1.30 (1983 dollars) was 
determined via discussions among local transportation 
agencies such as SCAG, CALTRANS, and others. It would 
be informative to assume other gasoline price levels and 
examine the degree to which ridership is affected. but 
recent forecasts of traffic congestion as reported by 
SCAG and others clearly demonstrate the need for 
separate guideway systems. The loss of traffic speed 
in the future and the traffic delays from congestion 
'will add to fuel consumption and cost and should narrow 
the relative differences, should fuel prices be lowered 
for the year 2000. 

2 . 14 LA!!!) PSI 

L01 COHHENT: Despite Union Station's National Register designation, there is 
a large amount of land available for co_rcia1 development. Various site 
plan alternatives have been undergoing intensive study for many months by 
the CRA and consultant with suggested multi-million square foot projects. 
(City of Los Angeles Planning Department) 
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ANSWEB.: A large amount of land is available for 
commercial growth at Union Station. The document states 
that ••.. inadequate land exists to accommodate 
residential su:. commercial growth .•• • in the stations 
listed on page 2-108 of the February 1987 SnR document. 
Union Station does not have adequate land for 
residential growth. 

W2 COllKENT: The CRA has three redevelopment areas in the downtown area: the 
Bunker Hill. Little·Tokyo andCBD project areas. Figure 2-7 in the Draft 
SEIR should include the Little Tokyo CRA area. Other pending and adopted 
specific plans {Ventura Boulevard. Park La Brea. Koreatown and Westlake) 
could be added. (City of Los Angeles Planning Department) 

ANSllI!1l: Figure 2- 7 (now Figure 3-3 of the Final 
SEIS/SEIR) has been changed to include these areas.in 
addition to the CBD Project area. 

LU3 COlIKENT: The Draft SEIR says that the project· may result ·'in pressure on 
land values in the station areas. which is termed an unmitigable impact. 
Land use in the station areas KUSTbe strictly controlled through specific 
plans to mitigate those impacts. The aerial alignment through the Park 
Mile is in conflict with the Park Mile Specific Plan. (Bill Christopher. 
Miracle Mile Residential ASsn.) 

ANSWEB.: Land·uses around station areas are controlled 
by the adopted Community Plan and zoning. scam will 
work with the City of Los Angeles and community 
organizations in the development of a specific plan for 
each station area. The selected New LPA does not 
include rail transit service along Wilshire Boulevard 
west of the Wilshire/Western station. See response to 
AL17. 

W4 COlIKENT: Negative land use impacts would result around the 
Wilshire/Fairfax end-of-the-l1ne station. The supply of land would 
potentially be inadequate to support projected commercial growth. which 
is in the area of predominantly residential use. (Charles Rosin. Carthay 
Circle Homeowners Assn.) . 

ANSWEIiI.: The selected New LPA does not include rail 
transit service along Wilshire Boulevard west of the 
W1lshire/Western station. See response to AL17. 

W5 COllKENT: Alignments 1, 2. 4 and 5 would induce development in the 
Hollywood Heights Community, which would be contrary to local development 
plans. (Steve Bangs, Hollywood Heights Assn.) 

ARSWEIiI.: A need exists to provide enhanced 
transportation services in the Los Angeles Core in 
conformance with the General Plan and the City Centers 
Plan. Metro Rail could create impetus to develop in 
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station areas. The SCllTD will work with the City of 
Los Angeles and community organizations to develop 
Specific Plans for each station area. 

L06 COMKERt: A number of land use impact mitigation measures in the Draft 
SEUl should be considered to have moderately low feasibility. Kost 
measures involve diversions of anticipated commercial and/or residential 
development. The degree to which such diversion would constitute 
effective mitigation is uncertain. Given 'that ,there are several 
approaches to mitigation (i.e. ,'modify the project, restore/preserve the 
impacted environment, compensate for the impacts) and given the greater 
regional benefits of the system, additional consideration should be given 
to other techniques which might reduce any need to mitigate the impacts. 
(City of Los Angeles Planning Department) 

Al'ISVEIt: Implementation of ,the measures listed in 
Chapter 3, Section 2.3 of the Final SEIS/SEIR by the 
various designated agencies. including the Los Angeles 
Department of Planning. should be effective in reducing 
land use and development impacts. Kany of the impacts 
discussed in the Draft SEIR. Draft SEIS/SEIR and 
Addendum to the Draft SEIS/SEIR have been mitigated 
through the selection of the New LPA. Other means and 
techniques suggested by the City of Los Angeles to 
further reduce such impacts certainly would be 
considered. ' 

L07 COMKERt: While it is important to assess the potential development 
impacts on station<areas. the approach taken here attempts to reduce the 
complex. lengthy and often subjective process of land development co hinge 
on only two factors; land values in excess of improvement value. and 
vscant parcel status. Given the number of station sreas and parcels 
associated with each one. it is understandeble that a simple method would 
be preferred. (City of Los Angeles Planning Department) 

ANSWER: The methodologies utilized in the Draft SEIR 
and Draft SEIS/SEIR for assessing potential development 
impacts (which also were used for the 1983 FEIS) appear 
to be sufficient in that they allow for a uniform 
comparative analysis of the impacts associated with each 
candidete alignment. 

LU8 COHlfE!IT: The City's General Plan zoning consistency effort is 
anticipated to be completed in late 1988. Metro Rail station areas for 
the original LPA have not been included in the consistency effort to date. 
because a Station Area Specific Plan was prepared for the entire 1983 
corridor which would have fulfilled the dual purposes of planning for 
intense development at station areas. while reducing intensities in 
outlying areas. Complementaty Community Plan amendments were also 
prepared to assure full internal consistency between the Plans and zoning. 
When the CORE Study resolves the revised route that Metro Rail will 
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follow; associated planning efforts will proceed for the relevant corridors 
and station areas. (City of Los Angeles Planning Department) 

ABSllEIl: These comments are noted. SCRTD will work 
closely with the City of Los Angeles and community 
organizations in the process of amending and revising 
these plans. 

·LUt COH!lEN'J': Numerous .s·tatements in the draft cannot be reconciled. For 
example, in one place it says that Metro Rail 'cannot by itself create 
growth," while in another it implies that extensive "reinvestment" will 
occur along the route solely due to the proj ect; Perhaps this is the 
result of multiple authorship. (J. H. McQuiston) . 

ABSllEIl: It is expected that Metro Rail will not, by 
itself, create growth but is an important factor that 
will promote development or redevelopment in areas that 
exhibit other supporting market factors. Metro Rail 
could serve to strengthen I114rkets that todey are not 
supportive of development or redevelopment by improving 
accessibility. 

LUlO COH!lEN'J': The estilll4tionand geographic allocation of mid- to long-range 
population growth and development projections is.· a complex, inexact, 
subjective and often highly political process. Demographic, economic and 
other assumptions and "givens" which have long been used are nOw 
substantially altered to better reflect societal dynamics. Beginning in 
August, 1986, SCAG began publishing its pending 1987 forecasts which are 
continuing to be refined. The new projections indicate substantially 
higher figures for regional population and amployment growth. These new. 
11UIlIbers suggest that, political considerations aside, the "Year 2000 
maximum impact condition" may more closely approximate or reflect the 
SCAG-87 projected scenario than the "base condition" figures. (City of 
Los Angeles Planning Department) 

ABSllEIl: The Draft SCAG .1987 forecasts were not used 
in the Land Use analysis for two reasona: 1) it was not 
available at the time the analysis was conducted; and 
2) information in SCAG 87 is still being refined and 
has not been released as a final report. 

LUll COHIIEN'J': The public is increasingly unwilling to tolerate the effects of 
additional development. The City's present political cHmate is strongly 
low- or no-growth as evidenced by the heavy voter support for Proposition 
U last November. In many areas of the City, building moratoria are in 
place, pending preparation and adoption of development and density 
controls. Mechanisms are also pending and in USe which assess developers 
for anticipated circulation improvements necessitated by project-related 
traffic. (City of Los Angeles Planning Department) 
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AlI1SliIEll: These comments regarding the dynamic state of 
land use/planning controls in the City of Los Angeles 
are acknowledged. To some extent, public intolerance 
for additional development results from the failure of 
the transportation system to keep pace and the 
associated traffic congestion. The Metro RaIL Project 
will help close the gap between development and the 
tranaportation infrastructure. 

LU12 COKMERT: Table 2-21 in the Draft SEIR should be corrected. Because of 
the zoning consistency effort and the prohibition of development in excess 
of plan-permitt'ed densities, retaining 'reference to the zoning-permitted 
floor area ratios of 10: 1 and 13: 1 is inaccurate. Only in particular 
instances, in some Redevelopment Project Areas (including the CBD) and in 
the Proposed Ketro Rail Transit Corridor Specific Plan, do provisions 
allow the transfer of development rights between parcels meeting 
prescribed criteria. In this way, some sites can achieve higher levels 
of intensity than those in the general Vicinity, but this approach is the 
exception rather than the rule. (City of Los Angeles Planning Department) 

ARSVER: The column showing maximum FAR permitted by 
zoning has been deleted from the subject table. For 
this table, ·Ke.ximum FAR' now refers to the maximum 
permitted by Community , District or Specific Plan. The 
Table 2-21 was renumbered as Table 3-1 and relocated to 
page 0-43 in the Appendix to the Draft SEIS/SEIR 
(November, 1987). 

LU13 COXMERT: Note (1) of Table 2-21 in the Draft SEIR should be clarified to 
include • ... floor area of buildinc and ... storage, to buildable area of 
12k," since some zones have setback requirements which are deducted from 
a parcel's net area. (City of Los Angeles Planning Department) 

ARSVER: The, suggested revision has been made. The 
subject Table 2-21 was renumbered as Table 3-1 and is 
located on page 0-43 in the Appendix to the November 
1987 Draft SEIS/SEIR. 

LU14 COHK!NT: Unsubstantiated generalities and inconsistencies are peppered 
throughout the Land Use Chapter of the Draft SEIR, at the cost of accuracy 
and credibility. The content and organization of this chapter, like mOst 
in the report, is more narrative than analytic. Key issues of potential 
adverse impacts and mitigation are obscured by the volume and sequence of 
the material. (City of Los Angeles Planning Department) 

ARSVER:' See responses to previous Land Use comments 
by the Planning Department. The data and conclusions 
presented in the Land Use section are consistent, 
accurate, and supportable. To reduce ehe volume of the 
report and focus on ehe importane impacts and mieigation 
measures, the Final SEIS/SElR concentrates on the 
New LPA and compares it with the Null Alternative. 
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LUIS COKKEHT: Land use and land use plans have to be the starting P9ints for 
Metro Rail planning. (Bryan Allen) 

ARSIlEII.: Land use patterns and plans were carefully 
considered during the development of alternative 
alignments and stations. The selected New LPA is fully 
consistent with and supportive of the General Plan and 
the City. Center Plan for Los Angeles. 

LOl6 COKKEHT: No Metro Rail station should intersect any residential area 
zoned R-l/R-2, and no station should fall within 500 feet of. a residential 
area zoned R-l/R-2. (Charles Rosin, Carthay Circle Homeowners Assn.) 

ARSWER: Numerous criteria appear to be relevant to the 
selection of an alignment for Metro Rail. Because 
Metro Rail will enhance accessibility throughout the 
Regional' Core, including access to residential areas, 
it does not appear practical nor reasonable to restrict 
Metro Rail service in the manner suggested.' 

LOl7 COlOlENT: Metro Rail is no substitute for more efficient land use. 
(Michael Aron Weinberg) 

ARSIlEII.: Metro Rail cannot substitute for good land use 
planning. It can, however, support and promote 
efficient land use patterns and principles. The scaTD 
will work with the Los Angeles Department of Planning 
and the local areas to develop appropriate land uSe and 
development plans associated with the selected New LPA 
station areas. 

LOl8 COlOlENT: For Section 2.1.1 in the Draft SEIR, use of a "quarter-mile 
station impact area to ensure consistency" makes data collection more 
manageable, but patterns of ownership parcelization and development can 
have major effects on parcel "developability," and the resulting lack of 
refinement of the data in this table renders its usefulness suspect. 
(City of Los Angeles Planning Department) 

ARSIlEII.: Use of a "quarter-mile station impact area" did 
aid in the creation of consistency and the manageability 
of data collection. The land use data collection 
methodologies utilized for the' CORE Study are 
appropriate for the required level of analysis needed 
for comparison among the various alternatives. 

L019 CO!IKE!IT: Per Note (1) in Table 2-19 of the Draft SEIR, why should a 
quarter-mile radius in each station area yield a range of "90 to 150 
acres," excluding right-of-way? Discrepancies such as widely varying 
acreage amounts for proposed stations suggest further skepticism of the 
accuracy of the tables and subsequent conclusions and other material in 
the Land Use chapter. Areas in Table 2-21 of the Draft SEIR vary from a 
low station acreage of about 64 acres (for the Sunset/Western Station) to 
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118 acres (Hollywood/Highland) and 150 acres (Hollywood Bowl) with the 
average at about 73 acres. This contrasts with Table 2-19 Which states 
a station area acreage range of 90 to 150 acres. (City of Los Angeles 
Planning Department) 

ANSWER: The acreage calculations are correct. Each 
station impact area consists of 125 gross acres, of 
Which approximately 75 percent generally is developable 
land. The low acreage for the Sunsettyestern Station 
is the result of the large amount of acreage associated 
with the Hollywood Freeway and other rights-of-way 
deducted from the gross acreage, with a net result of 
64 acres. The Hollywood Bowl station area, by contrast. 
has no right-of-way within the 1/4 mile radius. 
resulting in a net area of 125 acres. When the original 
stations were evaluated in the 1983 FEIS. the range of 
area was 90 to 150 net acres. When the stations were 
recalculated, a consistent 1/4 mile radius (for gross 
acreage) was used. resulting in a .range of 64 to 125 net 
acres~ 

LI120 COII!IENT: The inclusion of even simple _p delineations would be helpful. 
(City of Los Angeles Planning Department) 

ANSWER: Land use _ps outlining the one-quarter mile 
impact area are included in the November 1987 Appendix 
to the Draft SEIS/SEIR on pages 0-18 through 0-41. 

LU2l. COMMENT: Categorization of the land use data in the Draft SEIR raises 
concerns on the discretion necessarily involved in such cases as quasi
commercial/quasi-industrial activities. or in the instances of multi
story. mixed-use buildings. Unless consistency throughout the data 
collection process has been _intained, all the data become suspect. (City 
of Los Angeles Planning Department) 

ANSWER: The categorization of land.. use data 111 
consistent throughout the land use analysis. enabling 
a unifoTlll comparison of the alignments. This 
categorization is believed to be sufficient vis-a-vis 
the type and level. of the analysis required. for the 
Final SEIS/SEIR. 

LU22 COII!IENT: Zoning data should be readily quantifiable followed. by Community 
Plan information. Yet the latter contains inaccuracies in the Draft SEIR 
(e.g., Wilshiretyestern. Where the nearest single-family area is nearly 
one-half mlle away, or Sunset/Western Where it Is well over one-half mile 
from the station). (City of Los Angeles Planning Department) 

ANSWER: The Community Plan data In the table for the 
Sunset/Western Station was changed. to 71 percent multi
family (from 63') and zero percent for single-family in 
the Draft SEIS/SEIR. The data in the table for the 
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Vllshire!llestem Station is correct, however, indicating 
that no single-family residences exist in the area. 

LU23 CO!lHElft: The wDevelopment in Regionsl Core, Year 1980· title of Table 2-
20 in the Draft SEIR is misleading for it suggests that the figures 
represent regional core area totals, allocated to the Ci ry' s C01l\lllUni ry and 
District Plan areas. Clarification (via maps, etc.) would aid in 
evaluating this data. Nowhere are the geographic boundaries given to 
which this data applies. For the Planning Department survey cited as Note 
(3) of the table, for example, the explicit station area boundaries 
(defined by Planning and accepted by SCRTD) are somewhat irregular and do 
incorporate considerations of ownership, parcel1zation ..and eXisting 
development. Also it appears that (1) on Table 2-20 of the Draft SEIR 
should be broken into a second note addressing employees per square 
footage by use in building area. Note (4) uses the assumption of '0.75 
FAR unless high-rise in area." In the low-intensity station areas cited 
on page 2-71, of the Draft SEIR, the average FAR is probably closer to 0.4 
or 0.5 because of surface parking (which may occupy half of the lot area 
on small parcels) and predominant one-story development. (City of 
Los Angeles Planning Department) 

ANSWER: The title for this table has been changed to 
'Commercial and Residential Development in Regional Core 
by Station Area." Data for this table were derived from 
a co_rcial and office land use survey condUCted by thC\ 
SCRTD in 1985-1986. An FAR of 0.75 was applied to most 
station areas to generate a commercial (defined as 
office and retail uses) square footage to the nearest 
100,000 square feet. In station areas with medium- to 
high-rise office structures, an average height was 
assumed. Commercial space projection techniques 
consisted of retail space projections, driven by 
population change, and the office space projections, 
driven by historical absorption rates. Accordingly, the 
amount of commercial space in 1980 has little direct 
bearing on the future land use projections and ia used 
only to describe general conditions in the Regional 
Core. The assumed FAR could be modified without 
altering the resulting impact analysis. Land use maps 
delineating the impact area are in the November 1987 
Appendix to the Draft SEIS/SEIR on pages D-18 through 
D-41. 

L1l24 COXtmlI'l': Regarding Figure 2-8 in the Draft SEIR, a review of current 
C01lllllUniry Plan-permitted densities and useS reveals that nearly all areas 
indicated for FAR 13:1 on the map permit only a 6:1 development level, 
while most shown for 10:1 and 6:1 allow levels only up to 3:1 .. Much of 
the area of the Santa Monica Mountains in Hollywood and Studio City shown 
as open space Is designated for low densiry reSidential use. (Ciry of 
Los Angeles Planning Department) 

_ •• ___ ~_~_o 



ANSVEa: Figure 2-8 has been revised using data from 
the City of Los Angeles Municipal Coda (Zoning Coda), 
the C8D Redevelopment Plan, the Wilshire District Plan, 
the Park Mile Specific Plan, the Westlake CoDllllUl\ity Plan 
and the North Hollywood COllllllUllity Plan. The FAR data 
used in the land use analyais vas taken from Table 3-1 
(page 0-43 in the Appendix to the Draft SEIS/SEIR) and 
not from Vigure 2-8. 

LU25 COMHENT: At the bottom of page 2-77. and alao as Note (4) on Table 2-20 
of the Draft SEIR, it should be restated thet "the 'eRA and District Plans 
.must. by State law, conform to adopted CODllllUl\t.J:y and District Plans, 
inclUding their land use and intensity components. The City's zoning code 
does pemit residential development on commercially-zoned properties 
throughout the City as a matter of right. No special eRA authority is 
necessary.· (City of Los Angeles Planning Department) 

ANSWER: In the Final SEIS/SEIR, a Note has been added 
to Table 3-20 in accordance with the suggested languege .. 
In the Final SEIS/SEIR, Chapter 3, Section 2.1.4, the 
text has been changed to state thet the 'zoning code 
does permit residential development on commercially 
zoned properties ...• 

LU26 COMMENT: Discrepancies suggest further skepticism of the accuracy, even 
relevance of the tables and subsequent concl\lllions are accurate and 
sufficient to provide an adequate analysis of land use and development 
impacts. (Los Angeles Planning Department) 

ANSWElI.: The data and subsequant conclusions are 
believed to be accurate and sufficient to provide an 
adequate analysis of land use ·and davelopment impact 
associated with each of the candidate options. 

LU27 COMMENT: The land use and development impact evaluation approach 
is not only naive, but inferences drawn from the data generated are 
used to build tenuo\lll "conclusions" about the ability of various 
stations to "accommodate" anticipated commercial and residential 
development (pgs. 2-97 to 2-104, 2-107 to 2-119. and 2-121 to 2-
122) • (Los Angeles Department of Planning) 

ANSWElI.: The land use and development impact 
methodologies utilized in this analysis are considered 
sufficient for comparative analysis of the candidate 
alignments as well as for examining impacts unique to 
each alignment. 

LU28 COMMENT: The Land Use section (and other sections) in Chapter 2 of the 
Draft SEIR obscure key impacts, trade-offs and distinctions between 
alignments. The volume of text buries important aspects particular to 
individual alignments. Keans should be \IIIed to better illuminate 
significant differences between alignments and to increase the usefulness 
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of the material. ~ss ~erbiage. bullet-type statements, simple summary 
charts and similar.approaches would be superior. (e.g., Avoids Park Mile 
aerial impacts -- Yes· Routes 1 and 3, No - Routes 2. 4. and 5.) (City 
of Los Angeles Planning Department) 

AHSVU: The section entitled "Mitigation of Potential 
Adverse Land Use and Development Impacts' was revised 
with bullet-type summaries to make it easier to read and 
understand. The Section entitled "Summary of Land Use 
Impacts by Alignment". was abo revised and a 
standsrdized format was used so that any alignment could 
be compared to another. A table entitled "Summary of 
Evaluation Data for Project Optiona" was developed which 
lists comparative data by alignment. This table is 
located in the Summary of the November 1987 Draft 
SElS/SElR. OVerall comparisona of impacts, trade ·offs. 
and distinctiona between alignments are presented in the 
Summary Section of the Draft SEIS/SEIR. 

2.15 PUBLIC PARTICIPATION 

PPI COlDIEN'l': The studios _re not adequately informed or involved in hearings 
and meetings preceding the SEIR. (Daphne cronich. Fox Television 
Stationa; Steven A. Bell. KTLA; Bruce J. Teicher. CBS; Michael Eigner. 
Sunset Boulevard Coalition; Brenda L. Young. KTLA) 

AHSVEJ.: The studios. were provided notice through the 
news media and via public notices of CORE Study 
meetings. However, in response to concern that public 
notice was not adequate. the SCRm gave special 
attention to the studios's concerns subsequent to 
circulation of the Draft SEIS/SEIR. Candidate 
Alignment 6 was dsfined as a result of consultations 
with studio interests. PerceivedO impacts on the studios 
associated with a Sunset Boulevard alignment played a 
role in the selection of the New LPA on Hollywood 
Boulevard. 

PP2 COKMENT: The list of participants publiShed in the CORE Forum report is 
misleading. Many o~ the people did not participate either in person or 
through correspondence. It is improper for them to be listed as 
participants. (Bill Christopher. No El on Wilshire) 

AHSVU: All CORE Forum participants were provided 
written notice of meetings and were called regarding 
upcoming meetings. The list of members is provided to 
show who was invited to participate in this forum. A 
very high percentage of the Forum members attended each 
of the meetings. due to the high level of intereet in 
the Metro Rail Project. 
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PP3 COKMEHT: ·Holding a public hearing the Friday before Christmas discourages 
public participation. (Mike Cornwell. Windaor Square Assn.) 

ABSVBa: Unfortunately. the rigid schedule adopted for 
completion of critical elements of the Metro Rail CORE 
Study and Project made this hearing date necessary prior 
to the holiday period. 

PP4 COKMEHT: In the future, RTD should cOllllll'l.Ulicate more with the Spanish
speaking cOllllll'l.Ulity. (Agapito Hernandaz) 

ABSVBa: l1Iis is a valid suggestion that will be 
considered by the SCRTD during the course of future 
planning activities. 

2 . 16 RELOCAtIQN Al'I!) Bnsmss OlIlIATIOftS 

101 COKMEHT: Studios would mOve and jobs would be lost if the alignment goes 
down Sunset Boulevard. (Daphne Gronich. Fox Television Stations; Paul 
Camarata, Sunset Sound) 

ABSVBa: Selection of the all-subway LPA on Hollywood 
Boulevard should obviate the concerns of the studios 
along Sunset Boulevard. 

B02 COKMEHT: Broadcasters in the Sunset Boulevard area are already looking 
for alternative locations outside of Los Angeles because of the Sunset: 
BOulevard al t:ernative. Also, the Hollywood Christmas Parade, which brings 
more than a million people into Hollywood, is threatened by Metro Rail. 
(Bill Welch, Hollywood Chamber of Commerce; Paul Clarke, Sunset Boulevard 
Coalition) 

ABSVBa: See response. to 801. 

B03 COKMEHT: RTD cannot complete construction of a Sunset Boulevard alignment 
wit:hout several studios having to shut down and relocate. (Richard 
Anderson, Fox Television Stations) 

ABSVBa: See response to 801, above. 

B04 COKMEHT: Businesses in the Hollywood area will suffer great hardehip 
during the construction of Metro Rail. It would help if Metro Rail were 
constructed off the major streets. SellDa would be ideal since it is 
convenient to both Hollywood and Sunset Boulevarda and would not have a 
major impact on the businesses in Hollywood. Highland and Cahuenga should 
never be closed during the construction of Metro Rail. (Arland "Buzz" 
Johnson) 
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ANSWER: Expected construction impacts are reviewed in 
Section 15 of Chapter 3 in the Final SElS/SElR. There 
would be major disruption to 'the cOllllllWlity of Hollywood 
if an off-street slignment Were selected. A Selma 
alignment was one of over 30 alignments reviewed during 
the CORE Study process, but was not ultimately selected 
as the LPA. A Maintenance of Traffic Plan will be 
formulated along with a Construction Management Plan. 
These plana will focus on procedures and schedules,to 
minimize the negative effects of construction. Some 
businesses will be adversely affected by disruption of 
traffic in some areaa during construction. 

#' 

2. 17 IlAlm AN!) SECl1RITY 

SYl CO:IIKERT: Subway stations are more safe than the streets thelllSelves. (Pat 
Moser, NOW) 

ANSWER: See answer to CElO. 

SY2 CO:IIKERT: Alignment 4 crosses the Hollywood Freeway twice, raising the 
image of 785,000 pounds of train falling from 50 feet onto the freeway • 

. (J.H. McQuiston, McQuiston Associates) 

ANSWER: Selection of the all·subway New LPA obviates 
the basis for this concern. 

SY3 CO:IIKERT: Subway stations will invite cr1llie. (Thomas Pitts) 

ANSWER: 'Security mechanisms and procedures have been 
incorporated into the Project to minimize the potential 
for crime. These include an increase in the transit 
police force and design elements such as closed circuit 
TV surveillance, emergency phones, public address system 
and adequate lighting. See answer to CEIO. 

SY4 CO:IIKERT: The school community has concerns about the siting of a station 
at Sunset and Westsrn, just one block from Grant School. The area already 
attracts transients, who are Seen as a potential threat to school children 
walking to and from school. (Robert J. Niccum, Los Angeles Unified School 
District) 

ANSWER: Selection of the LPA on Hollywood Boulevard 
avoids concerns raised regarding impacts on Grant 
School. 
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SYS COHHERT: The School District has prepared a list of 27 safety factors 
that should be observed during construction and operation of Metro Rail. 
Also, school officials· are concerned about safety during tunnelling, 
especially in the methane area, and would like notification when such 
tunna1ling is to occur. The 27 safety factors include: (1) conflicts of 
rights of way for pedestrians and motorists; '(2) security of rights of 
way; (3) time schedules for operation (changes of routes and movements 
for school buses and motorists need coordination); ·(4) trespass 
attractions and security issuea; (5) off-street . walking along routes 
(accass versus isolation for the srea); (6) overhead security of power 
sources: (7) noise control; (8)· station location and provisions for 
prote;tion of individual users; (9) station lighting; (10) station parking 
arrangements; (11) overhead bridges or separations as necessary to 
facilitate complex traffic mixes; (12) at construction stages: equipment 
movements; (13) at construction stages: disruption of existing traffic 
patterns; (14) at construction stages: material storage and security; (15) 

. at construction stages': noise abatement; (16) at construction stages: 
disruption of parking patterns at nearby sites; (17) vandalism security; 
(18) control of. speed of rail units when they are in service; (19) 
provisions forwarn1ng signs and barriers; (20) interfacing with L.A. City 
Traffic Engineer's plana; (21) effects on pedestrian routes to schools; 
(22) police activities; (23) plans for emergency services and access to 
facilities; (24) handicap access; (25) social attractions and strangers; 
(26) public telephones at key pointa; (27) weather factors. (Robert J. 
Niccum, Los Angeles Unified School District) . . 

AlIISVEII.: The SCRTO will work with the Los Angeles 
Unified School District, the Los Angeles Department of 
Transportation and the Los Angles Police Department to 
the greatest degree practicable in developing the 
Construction Management and Traffic Maintef\St\Ce Plans. 
The twenty-seven safety factors identified by the 
District will be incorporated as appropriate into these 
plans. 

SY6 cOKHERT: A subway is safer than an aerial structure in a seismic 
srea. (Milan R. Bump) 

AlIISVEII.: This comment is noted. See response to SCIO. 

SY7 COHHl!ll'r: Both subway and aerial systems are unsafe in an earthquake-prone 
area. Light rail would be more appropriate. (Rick Rofman) 

AlIISVEII.: The commentor apparently aasociates light rail 
with surface operation and heavy ra11 with subway or 
aerial operation. Either mode can be operate,iCat any 
vertical alignment, assuming a right-of-way (ROW) is 
available. The selection of the subway alignment was 
based on the cost of surface ROWand other factors. 
Metro Rail has been designed to a limiting peak 
horhontal acceleration of O. 70g from a maximum credible 
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earthquake of magnitude 7.0 on the Richter Scale related 
to the Santa Konica Fault (See Chapter 3, Section 11). 

SY8 COKX!RT: There has been no examination of the cumulative effects 
high vibration levels of the system on earth movements and earthquakes. 
Morgan, Hollywood Better Government Assn.) 

ANSWER: The levels of vibration created by moving 
trains is far less than the cumulative effects of a busy 
freeway or surface traffic. Seismic. events are related 
to large scale movements of the earth's crust and not 
to activities near the surface. See discussion in 
Chapter 3, Sectiona 8 and 11. 

2.18 SWIONSIALIGNXENI l'!W!mG 

of the 
(David 

S!l COKX!RT: The statement that parking impacts at downtown stations would 
be very small is puzzling. (T.A. Nelson, Consulting Engineer) 

ANSWER: Stations in the core of the CSD (excluding the 
Union Station) typically will not be an origin but a 
destination. Parking impacts at these stations are 
therefore expected to be minimal. 

S1'2 COKX!RT: The Witmer Street station deleted from the original MOS·-l 
section should be reconsidered. (Paul Kells, Hospital of the Good 
Samar! tan) 

ANSWER: A Witmer Station is being studied by a· private 
consortium and by the Los Angeles County Transportation 
Commission. The station would be extremely deep and 
costly to construct. Private funding would have to be 
secured to construct the station. The reasons for 
eliminating the Witmer Station are defined in the 
Environmental Assessment for MOS-l and in the adopted 
FEIS published in 1983. 

S1'3 COKX!RT: Parking at the MacArthur Park station must_. be seriously 
addressed. One way is to incorporate park-and-ride for parking by the 
station, whereby parking would be inclUded in the price of the passenger's 
ticket. The land would be made available by purchase of old structures 
in the neighborhood, demolishing them and converting the space to parking. 
(Denise Rausch) 

ANSWER: The numbers listed for parking deficiencies at 
Wilshire/Alvarado in Table 3-15 of the Draft SEIS/SEla 
were incorrect. The expected worst-case parking 
deficiency is 1,785 spaces in the corrected Table 3-8 
in Chapter 3, Section 1.3.2 of this document. It is 
presently anticipated that !fetro Rail parking would only 
be provided at the Union Station, universal City and 
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North Hollywood stations to encourage alternate modes 
of travel (i.e .• buses) to the stations. Acquisition 
of additionsl property in the Vilshire/ Alvarado Station 
area may be an appropriate mitigation measure, should 
the measures identified in Chapter 3. Section 1.3.3 not 
prove to be adequate. Such acquisition would involve 
additional costs and displacements for the Project and 
would need to be accomplished as part of a broader 
station area plan. Joint development could serve to aid 
in the prOvision of additional parking. and a joint 
development agreement currently is being pursued in this 
area. 

SP4 COHHENT: RTD should pursue any actions necessaty to open both the 
Vi1shire/Alvarado and Vermont/Vi1shire·stations simultaneously, or to at 
least minimize the length of time thaI: Vilshire/Alvarado remains an 
interim terminus for HOS-1. (Susan Cloke. for CoUncilwoman Gloria Ko1ina) 

AlIISWEII.: The SCRTD will pursue the timely completion of 
I:he Wilshire/Vermont station so as to minimize the 
length of time that Wilshire/Alvarado remains an in1:erim 
terminus for HOS-l. 

SP5 COKKEN!: Because of traffic, noise and development, Vi1shire/Fairfax is 
not an appropriate location for an interim end-of-the-1ine Sl:at10n. (Bll1 
Christopher, No El on Vilsh1re;· Charles Rosin, Carthay C1rc1e Homeowners 
Assn. ) 

AlIISWEII.: The New LPA terminates service at the 
Vilshire/Veste~ station along Vi1shire Boulevard. See 
response ALl7. 

SP6 COKKEN!: The station at Wilshire and Fairfax should be underground to 
better preserve the area. (Varren Richardson) 

AlIISWEII.: See response to ALl7. 

SP7 COKKEN!: .The draft clearly indicates that the stal:ion at Sunset/Veste~ 
is unwarranted and deleterious to the immediate area. Removing this 
station frees funding to complete the subway leg down Sunsel: between 
lIilton and Vermont. (J. H. McQuiston) 

AlIISVEII.: The selected New LPA does not include a station 
at Sunsetlllestern.· 
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SP8 COMIIENT: Two stations in downtown Hollywood make sense, and the alignment 
should provide for a future Hollywood Bowl station. (T.A. Nelson, 
Consulting Engineer) 

ANSWEll:· The selected New LPA incorporates two stations 
in Hollywood, at Hollywood/Vine and Hollywood/Highland. 
The geometries of rail operating facilities preclude a 
Hol.lywood Bowl station, when these two stations are part 
of ' the system. Kethode to provide a ,direct transit 
connector between the Metro Rail Hollywood/Highland 
Station and the, Hollywood Bowl will be the subject of 
a future stUdy. 

SP9 COHHENT: Station access for the Hollywood Boulevard alignment should be 
provided from both Sunset and Hollywood Boulevards. (City Councll of West 
Hollywood) 

Al!ISWEll: Due to a number of factors detailed throughout 
the SEIR/SEIS, the Hollywood Boulevard alignment was 
selected as the New LPA. This selection precludes 
direct service to Sunset Boulevard (except at 
Sunset/Vermont), although walking distances are not 
substantial between the two streets. 

SPIO COlOiEliil: There 'should be two major stations in the central business 
district of Hollywood. (Abraham Falick, Coalition for Rapid Transit) 

Al!ISWEll: See response to SPS, abov~. 

SPll COMIIENT: Two stations should be built in the downtown Hollywood area, one 
'in the vicinity 'of Vine and another in the vicinity of Highland. (Tom 
Nelson, Dearborne Drive Homeowners Assn.) 

ANSWEll: The LPA includes stations at HollywoodjVine and 
Hollywood/Highland. 

SP12 COMIIENT: A station at the Hollywood Bowl is justified. (Tom Nelson, 
Dearborne Drive Homeowners Assn.; Pat Moser. NOY; Abraham Falick, 
Coalition for Rapid Transit; Stefan Reed; Sheldon H. Walter) 

ANSWEll: See response to SPS. 

SPl) COMIIENT: City and RTD representatives should discuss as early as possible 
various options for providing service to the Hollywood Bowl. The 
development of tbess-alternatives could be fOTmUlated more effectively if 
the work were undertaken jointly by the City and RTD staffs. (Councilman 
Michael Woo) 

ANSV!&: See response to SPS, above. 
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SP14 COlDlltlr.r: '&och Norch Hollywood an.,. Universal Ciey scat:ions should include 
park-and-ride scruccures. buc space for chis purpose will be difficulc co 
acquire, especially since Universal Ciey is repucedly opposed Co such a 
funct:ion near iCs properey. (Abraham Fal1ck. Coalit:ion for Rapid Transit) 

AKSVER: Parking facilities are anticipated at both the 
Norch HollywoOd and Universal Ciey scations as defined 
in Chapcer 2 and in che Stadon Plans and Profiles. 

SP15 COlDlltlr.r: Until che magnitude of federal and other funding available to 
the areS is known. designation of interim terminals should not be made. 
At a .later dace. incerim terminals should be designated after weighing 
considerations of available funding. cost-effectiveness and environmencal 
impaccs. (Rick Richmond. Los Angeles County Transportation Commission) 

AKSVER: Negotiations are currently underway for an 
MOS-2 with terminal scacions at liilshire/Western and 
Hollywood/Vine (called Case 1). The impacts of three 
possible sets of interim terminal stadon locat:ions. 
including those for Case 1. are reviewed in the Final 
SEIS/SEII1.. 

S1'16 COlDlltlr.r: Because of land use and transportation problems. no interim end
of-the-line station should be considered for San Vicente and liilshire. 
(Charles Rosin. Carthay Circle Homeowners Assn.) 

AKSVER: See response to AL11. 

51'11 COIIHENtS: No incerim end-of:-t:he-line stacion for che 'wescern segmenc" 
should be decided until a comprehensive cransportation plan for the wesc 
side is decermined. (Charles Rosin. Carthay Circle Homeowners Assn.) 

ANSWER: See reSponse to AL11. 

S1'18 COllKENT: A list of stations which might operate as interim terminals 
needs to be added to the Draft SEIS/SEIR. lie understand this is already 
being done. lie would suggest at a minimum that the Universal City and 
Vermont/Wilshire station be considered candidate interim terminals for 
Alternative 4 and the liilshire/Normand1e station for Alternative 5. 
Discussions of asSOCiated impacts for all interim terminals need to be 
complete. especiallywich regard to traffic/bus circulation. (Los Angeles 
Couney Transportation Commission) 

S1'19 

AKSVER: See response to 51'15. 

COHl!OtM: '&uUd as many 
and serve more people. 
and 4. (Ron M. Aryel) 

stations as possible; it will increase ridership 
From this standpoint. the best alignments are 2 

AKSVER: Support for the Metro 
The LPA will have sixteen 
Los Angeles Core area. 
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SP20 CO!Oll!H'l: No one will occupy the stations except the homeless and 
transients. (Margarita Allen) 

ARSVEll: A safety and security· program has been 
identified for Matro ltail to respond to the concerns 
raised by this comment. 

SP21 CO!OII!H'l: The attraction of automobUe and bus trips to stations may 
result in congestion in the area surrounding the stations. . The 
loading/unloading operations of feeder bus lines and kiss-and-ride 
passengers will result in interference with other traffic flows unless 
turnouts or off-street facilities are provided. This potentially serious 
i~act is not adequately addressed. (City of Los Angeles Department of 
Transportation) 

ARSVEIl: Chapter 2 contains station footprints for each 
of the Metro Rail Phase II stations, showing the kiss
and-ride, park-and-ride and bus layover facUities. 
Section 1.3.1.3 of Chapter 2 provides a description of 
off-street bus layover facUities for those stations 
thet were considered as temporary terminals, including 
those facilities for the MOS-2 with terminal stations' 
at Vilshire/Western and Hollywood/Vine. Negotiations 
are currently underway for funding of this KOS-2 (called 
Case 1). Section 1 of Chapter 3 evaluates predicted 
increases in traffic activity at the terminal stations 
due to park-and-ride, kiss-and-ride, and feeder buses. 
As final design continues, additional bus/rail, park
and-ride and kiss-and-ride interface requirements will 
be reviewed to assure adequate connection of all modes 
with Metro Rail. 

SP22 COKHERT: Even if an all-underground alignment along Hollywood Boulevard 
is chosen, the Vermont and Sunset Station should be moved north to have 
one entrance at the Barnsdell Shopping Center. (T.A. Nelson) 

ARSWEII.: The current location for the Sunset/Vermont 
station has been selected to provide maximum access for 
the hosp!.tal complex in thls area. 'The proposed 
relocation of this station entrance will be reviewed as 
part of Matro Rail final design. 

SP23 CQ!OII!H'l: The distance on Vermont Avenue between the near ends of the 
station at Fountain and Santa Monica Boulevard, about 1,800 feet, is not 
consistent with RTD's objections to placing a station east of Highland on 
Hollywood Boulevard for Alignment 1. RTD claims it would be too close to 
the Vine Street station. A station could be placed two blocks closer to 
Highland by starting the curve north at Las Palmas and by the alignment 
continuing parallel 1:0 Highland about a block west at Franklin. (T .A. 
Nelson) 
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ANSVEI1: A station at Hollywood/Hlghland is included in 
the New LPA. This possible station location will be 
reviewed in detail during final design to optimize the 
use of the Project. 

SP24 COHHENT: An elevated people mover at Hollywood Bowl is preferable because 
of the views afforded passengers. (T.A. Nelson) 

ANSVEIl: This preference will be tsken into 
considerstion during the Transit Connector Study. See 
response to AlA8 and ASi. 

2.19 TRANSPORTATION 

Tal COHHENT: An automated light rapid transit system should be a feeder to 
Ketro Rail in Wilshire Center. (Bryan Allen) 

ANSWER: See response to ALl7. 

TR2 COHHENT: The western extension of Ketro Rail should be routed to Kid-Town 
Center. Here, it would connect to s 10-mile l'lght rail feeder line 
utilizing portions of the Southern Pacific Sants Konica Branch and Venice 
Boulevard. Vehicles with high performance, including a top speed of S5 
mph, would be utilized. The trip between Santa ltonica Place and the 
Los Angeles CBD would take 'about 30 minutes. The feeder line could be 
constructed for about '$297 million, including six intermediate grade 
separations to minimize traffic impacts. (Alan D'. Havens, transportation 
anslyst " Dr. Havens provided a more detailed explanation of this 
proposal, including line configurations, performance tables and capital 
cost projections) 

ANSVEIl: See response to ALl7. 

Tal COHMENT: Suggesting that mitigation improvements could be done with the 
City'S Transportation eIP program is inappropriate, given the changing 
nature of the program which may be affected by City Council priorities, 
levels of funding, safety improvement requirements, etc. Inclusion of a 
proj~ct in the current CIP is not a guarantee of construction. The 
designs of a CIP project which happens to be located in the vicinity of 
a Ketro Rail station do not include the marginal additional impacts of 
Ketro Rail. Therefore, if mi tigation of Ketro Rail's impacts is dependent 
upon these projects, the portion of the project cost related to Ketro Rail 
mitigation should be borne by Ketro Rail. (City of Los Angeles Department 
of Transportation) 

ANSVEIl: The Final SEIS/SEIR states that implementation 
of such measures would be subject to availability of 
adequate City capital improve_nt funds (See Section 1 
of Chapter 3). The CIP chSJIges over time, snd inclusion 
of a project is not a guarantee of construction. 
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TB.4 COHlllDl'l': RTD should approach the Ketro Rail Project by envisioning a 
master system plan that meets all needa of the region's centers and nodes, 
then select elements of that master plan that can realistically be 
implemented in the short term. (Bryan Allen) 

AHSVER: See response to AL37. The "master system plan" 
is the regional rail rapid transit network approved by 
the voters in Proposition A. The first segment of 
Ketro Rail and the Los Angeles/Long Beach light rail 
lines are the first increments of that system. 

TB..5 COHlllDl'l': Overail, the measures mentioned in the Draft SEtR are inadequate 
to mitigate the impacts of the transit system, particularly in the aerial. 
alignment reach of portal segments, including necessary right-of-way 
purchases, resultant roadway widths, street realignments and cross-streets 
treatment. (City of Los Angeles Department of Transportation) 

ANSVER: The selected LPA is an all-subway alignment, 
which obviates the concerns raised in this comment. 

TB.6 COHlllDl'l': The analysis should treat the whole area of impact, including 
competing modes, not just alternative alignments. (J.H. KcQuiston) 

ANSVER: The Tier 1 EIS of 1980 considered alternative 
modes and resulted in the selection of heavy rail. The 
environmental impacts assessment process followed 
guidelines adopted by the Urban Kess Transportation 
Administration (UKTA) . See Department of 
Transportation, Urban Kess Transportation Administration 
"Kejor Capital Investment Policy," Notice or Proposed 
Rulemaking, Federal Register, Kay 18, 1984; and 
associated procedures. 

TB.7 COKKENT: For explainable reasons (primarily the cost of real estate), 
most stations have little, if any, off-street access facilities. Their 
absence is particularly unfortunate at stations with significant bus 
transferring where on-street loading makes pedestrian circulation more' 
difficult and vehicular congestion worse. At key stations, more attention 
should be paid to this issue. Few of the station site plans have any off
street bus or park-and-ride provisions indicated. Kore attention needs 
to be paid to those provisions. In particular, interim terminal stations, 
stationa at "elbow" segments of the alignment and stations near the 
Hollywood Freeway should try to provide off-site bus loading areas 
conveniently located to entrances. The costs and impacts of these 
facilities need to be noted in the document. All station drawings should 
also have a "Subject to Change During Final Design" note individually 
attached. (Rick Richmond, Los Angeles County Transportation Commission) 

AHSVER: See response to SP21. The suggested note has 
been added to the station drawings. 
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TRJ COKKERT: Evaluste in greater detail the impacta of providing appropriate 
change-of-mode facilities at all stations, including. bus bays, off-street 
bus loading, park-end-ride and kiss-and-ride spaces sufficient to maet 
projected demand. (City of Los Angeles Department of Transportation) 

ANSV!Il: See response to SP2l. The suggested note has 
been added to the station drawings. 

TR9 COKKERT: RTD's responsibility is to develop a system of transportation 
to serve this community in the long run, to look at the long range, to 
look. at the total picture and to serve the greatest number of people. 
(Allen Sieroty. Property Owners Coalition) 

ANSV!Il: Development of the Metro Rail system is 
consistent with the charge given when the voters 
approved construction of the regional rapid rail system. 
Integration of Metro Rail with the regional bus system 
and the light rail system under development will create 
a system of transportation services for the long-term 
future. 

TalO COKdENT: Build the subway corridors wide enough to accommodate buses as 
well. (R. Aleen) 

ARSV!Il: Metro Rail is designed to supplant l1nehaul bus 
service in the corridors served. It would be poor 
policy to operate two different transit services in the 
same corridor for the same purpose. 

TRll COKKERT: Regionally accepted assumptions on costs associated with 
automobile use were not disaggregated to match the more detailed traffic 
analysis zones used by .SeRTD. (EXAKPLE: Parking costs for Sunset 
Boulevard because uniform cost assumptions are used throughout several 
smaller zones that m8ke up a larger SCAG zone containing both streets). 
(City of Los Angeles Department of Transportation) 

ANSV!Il: Policies related to the automobile mode are 
under the authority of the City of Los Angeles, SCAG and 
CALTRANS. Auto mode attributes are provided by these 
agencies for use in mode choice forecasting by SCAG. 
ltetro Rail patronage forecasts did not alter these 
assumptions or policies. Detailed disaggregation of 
auto costs was not performed by the SeRTO for the 
patronage forecasts. since SeRTD's interests are focused 
upon the detailed impacts of transit usage rather then 
automobiles. 
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2 . 20 WATER RESOURCES AND lLOODING 

WlU. CO!IIIENT: There are dangers of underground water in the Highland-Wilshire
Olympic area. There is a stream that runs north and south on the west 
side of Longwood from Wilshire to 8th; on the east side of Longwood from 
8th to 9th; on the west side again from 9th to Olympic; and on the west 
side south of Olympic. The source of the stream is somewhere around or 
on Wilshire Country Club property. (Rosemary B. Hill) 

ANSWER: A detailed survey of subsurface conditions was 
conducted by the SCRTO, including a review of gas and 
water resources. Sections 3-11 and 3-12 of the Final 
SEIS/SEIR summarize and refer to the specific studies 
on which the findings are based. Engineers for the 
system will be informed of the referenced water source. 

WR2 CO!IIIENT: Hydrology studies are inadequate and incomplete. There is no 
mention or consideration 'of the Cahuenga River, which runs underground 
along the same route and depth as alignments 1, 2, 4 and 5. (Steve Bengs, 
HollYWOOd Heights Assn.) 

ANSWER: See response to WRI. 

WR3 CO!IIIENT: Groundwater levels are well above tunnel depths all along the 
various subway segments. Little or no discussion exists in any of the 
background material and environmental reports published so far about how 
dewatering would take place in cut-end-cover construction. In the 
Wilshire/Vermont area, the water table is about 20 feet. In the Vermont 
area, there are serious underground river problema. These issues have not 
been adequately explored. (Barbara A. Fine, Federation of Hillside and 
Canyon Associations; Lawrence Kaplan, Royal Development Co.) 

ANSWER: See response to WR4. 

WRit COHHEN'r: Water quaU ty impacts (e. g., potential for flooding, soil 
erosion and groundwater contamination) should be investigated for 
alternative alignments, and mitigation measures should be included. Also, 
there should be discussion of how surface runoff will be controlled and 
silt-laden water prevented from entering storm drains during construction. 
(Dennis Dasker, Regional Water Quality Control Board) 

ANSWER: Water Quality Impacts are discussed in 
Chapter 3, Section 12 of this Final SEIS/SEIR and in 
Section 11.3.7 and 11.3.8 of Chapter 3 of the 1983 FEIS. 
These discussions are summarized as follows: 

To avoid the engineering and environmental problema 
associated with excavating or tunneling in soils below 
the perched or permanent water table, water will be 
removed (dewatering) from these materials before end 
possibly during construction. This is generally done 
by advancing slotted pipes into the saturated soils and 
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then pumping or allowing water to flow from the pipes. 
thus lowering the water table locally. Alternatively. 
groundwater may be. removed by pumping from shallow 
ditches or sumps within an excavation. 

When dewatering activities occur, they will be limited 
to the immediate excavation area by utilizing such 
methods as compressed air, chemical grouting. freezing, 
slurry shields or earth pressure balance shields where 
local geologic or other constrain(;S dictate. thus 
avoiding potential ground subsidence or differential 
settlement of adj acent structures. Moreover. by 
confining groundwater control activities to the 
immediate area of excavation. the Metro Rail Project 
will avoid potential adverse impacts on urban flora 
(trees, shrubs, etc.) caused by a lowered water table. 

Wastewater discharge from excavation water removal may 
contain suspended solide and, in some areas, 
hydrocarbons. Related water quality impacts will be 
avoided by removing the suspended solids in siltation 
basins and, where necessary, removing hydrocarbons in 
oil/water separators. The monitoring· of treated 
discharge water and periodic filing of water quality 
monitoring reports will be a requirement of the NPDES 
permit necessary for dewatering activities. This will 
help ensure the continued effectiveness of wastewater 

. treatment procedures and equipment. 

Surface accwnulatlons of sediment from excavation and 
muck handling.activities should not be allowed to reach 
significant volumes. As part of their contractual 
obligation, Metro Rail construction contractors will be 
required to immediately clean up any accidentally 
spilled materials. including not only sediment but also 
vehicle fuels and lubrication fluids. In addition. the 
periodic cleaning of streets and sidewalks in the 
construction area will be required to regularly remove 
the more nominal, dsy-to-dsy operational spills. 

An NPDES Permit was obtained for MOS-l. The IlIlQCB 
transmitted tentative waste discharge requirements to 
the SCllTD on December 28 and 29. 1986. These included 
levels of permissible pollutants. treatment of water, 
monitoring. and sampling at various locatiorui during the 
dewatering and construction operations. The SCllID 
generally agreed. with these requirements. but in a 
letter' of January 8, 1987. asked for certain 
modifications and clarifications. This request was 
resolved and the llWQCB issued RDES Permit No. CA 
0059714 to the SCllTD in January 1987. 
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The permit includes requirements on effluent 
limitations, receiving water limitations, standard 
provisions, and monitoring and reporting requirements. 
The SCRTD will comply 'with all requirements of the 
permit, and a similar process will be followed for 
Phase II. 

Pollution Control Specifications 01566, Section 3.4 are 
included under all contract segments for MOS-l and 
contain the following directives for the construction 
contractor: 

1. Treat wastewater from dewatering, storm run-off or 
any other actions of 'the construction operation to 
remove suspended particles and hydrocarbons through 
settling basins or hydrocarbon separators. Criteria for 
solida in the water are set by state and local water 
agencies. 

2. Obtain a NPDES permit and other necessary permits 
from appropriate local agencies for water discharge 
where required. (Note: The District has obtained 
NPDES, No. CA 0059714, and other permits required in 
connection with disposing of water produced during 
dewatering of the construction sites,) 

3. Monitor wastewater discharge to ensure it meets 
s'tandards set by appropriate laws, codes, regulations, 
ordinances, and permits. Records of measurements shall 
be retained for inspection by the District or its 
designee. 

4. Do not discharge pollutants such as chemicals, 
fuels, lubricants, bitumens, raw sewage, or other 
harmful wastes into or alongside rivers, streams, and 
impoundments, nor into channels leading thereto. 

5. Control the use of lubricating oils, hydraulic 
fluids, greases, and other such products. Promptly 
clean up and properly dispose of materials contaminated 
by spillage or leakage of these products. 

More specific instructions are contained in the 
Technical Specifications for contracts where dewatering 
must be done. For example, in Contract A14l, 
Specification Section 02140 (Dewatering, dated Karch 20, 
1987) requires the contractor to design, furnish, 
locate, install, maintain, operate, and remove 
dewatering systems and water treatment plants as 
necessary. Similar specifications will be included for 
Phase II. 
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The disposal of wastewater containing oil and gas will 
require a National Pollutant Discharge Elimination 
System (NPDES) permit. The permit will be issued by the 
Regional Water Quality Control Board (l!.'llQCB) and is 
expected to require wastewater treatment to remOVe 
hydrocarbons before discharge. This can be done by an 
oil/water separator, with the separated oil removed by 
truck to a Class I or n-I disposal site which are 
presently available. Wastewater from the maintenance 
yard cleaning facility will be treated before disposal. 
Treated discharge water will be monitored and periodic 
water quality monitoring reports will be prepared to 
help ensure the continued effectiveness of wastewater 
treatment procedures and equipment. 

2.21 IISCELLANEOQS 

!U COIlJlElllT: The City is concerned with the apparent magnitude of mitigation 
measures for which various City agencies are cited as "responsible" or 
"implementing." The spirit of CEQA suggests that a project's lead agency 
assume major responsibility for implementing impacts artsing from its 
project. The City will cooperate with the SCRTD, but the nature of the 
cooperation and funding for mitigation should be clarified in some form 

.of "mitigation master agreement." (City of· Los Angeles Planning 
Department) 

ARSVD.: See res-ponse to CFIO. If needed, a "Master 
Agreement" will be developed as part of the Full Funding 
Contract negotiations. 

COHMENT: The more positive aspects of Metro Reil should receive 
attention. Perhaps the more negative aspects could be counter-balanced 
in some tabular manner, showing long-range benefits (T.A. Nelson, 
Consulting Engineer) 

ARSVD.: This document is designed to comprehensively 
describe the impacts associated with the Metro Reil 
Project (both positive and negative) along with 
necessary mitigation measures. The provision of rail 
service, patronage, improved regional accessibility, 
interface with other transit facilities, decreases in 
auto usage, reduced increases in traffic congestion, air 
quality improvements, support for local land use plans 
and other positive features of the Metro Reil Project 
can certainly be highlighted. 
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CODE!lT: Koney being spent on Metro Rail could better be spent for human 
services. (Tim Marble) 

AJilSWEI.: A major problem in the provision of human 
services is the lack of individual resources to access 
the services provided. People need to take advantage 
of the services provided by various city. county. state, 
and Federal agencies and non-profit community 

. organizations: but a large number do not have the means 
to travel to the place where these services are 
available. Transit plays an essential role in the 
community in this regard. Transit provides a level of 
accessibility for people who cannot afford to, or opt 
not to. own an autolllObile or some other form of 
individual transportation. 

~4 CODE!IT: Metro Rail should have state-of-the-art facilities for 
handicapped riders. (Dale Casteiger, Sraille Institute) 

AJilSWEI.: The Metro Rail system will be fully accessible 
to handicspped or disabled persons, 

!IS CODE!lT: Minor correl:tions to information conveyed in the second 
paragraph of the SUMMARY of the Draft preliminsry SEIS/SEIR should be 
_de, Forry-one miles of light rail transit are under'construction, with 
the first segment to open in 1990. The El Konte Susway is part of the 
l50-mile Proposition A rail system to be converted to rail. not as a 
busway. (Los Angeles County Transportation Commission) 

AJilSWEJI.: The suggested' corrections have been 
incorporated into the Summary of this Final SEIS/SEIR. 

!l6 CODE!lT: The legend in Figure 3-8 in the Draft SEIS/SEIR may be in error 
and should be checked, (Los Angeles County Transportation Commission) 

AJilSWEI.: The legend in Figure 3-8 has been corrected 
in this Final SEIS/SEIR. 

CODE!IT: In the Draft SEIR. the Park Mile and ~ilshire/yestern areas are 
termed "declining or stagnant areas· that would benefit from Metro Rail
generated commercial development; by what 'measures were these two areas 
so evaluated? Should other stations in redevelopment areas also be so. 
classified. (City of Los Angeles Planning Department) 

AJilSWEI.: The Final SKIS/SEIR has been revised to 
designate only those stations located in GRA 
Redevelopment areas as economically stagnant or 
declining. These stetions include Hollywood/Highland. 
Hollywood/Vine. Hollywood/Westem. and North Hollywood. 
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!IS COHllEH'l': Significant distinctions between impacts of the alignments can 
only be ascertained by skimming, page-turning, note-taking and good powers 
of recall. EIRs are intended to provide~ the reader with a clear 
understanding of what is proposed, what alternatives exist, what impacts 
are likely to o.ccur, and what mitigation measures can be implemented. The 
lead agency should assure that this is achieved. Ve would be happy to 
work with you to enhance the report's usefulness. (City of Los Angeles 
Planning Department) 

H9 

AliSWEB.: The Draft and Final SEIS/SEIR incorporate a 
large amount of information relating to seven 
alternatives evaluated with respect to mor.e than twenty 
areas of concern. Every effort has been made to respond 
to requests for information from city, county,· state, 
and Federal agencies. The Executive Summary provides 
a condensed discussion of the LPA. 

COHllEH'l': The reduction of sidewalk width on Hollywood 
Vermont and Bronson would have negligible adverse 
pedestrian trafflc in the area is extremely light. 
Consulting Engineer) 

Boulevard between 
impact because 

(1.A. Nelson, 

ABSWEB.: -This is no longer a relevant concern, because 
the selected New LPA is entirely subway. 

H10 COHllEH'l': RTO is confiscating property for Metro Rsil. . There's no concern 
for people. It's like Russia. _ (Z. Makadah) 

ABSWEB.: The SCRTO must follow strict guidelines 
established under the Uniform Relocation and Assistance 
Act passed by Congress in 1972 to ensure that property 
owners receive adequate compensation and assistance from 
government agencies. 

Xll COHllEH'l': RTO should keep fares down. (Thomas Pitts; Robert Swede) 

ABSWEB.: The SeRTO will continue to work for increased 
service efficiency while maintaining the lowest fares 
possible. 

Hl2 COHllEH'l': Owner of Shell gas station at 5657 Sunset Boulevard did not 
receive notification that ~ property was going to be taken under 
Alignment 6. (Andy Hindoyan) 

ABSWEB.: Selection of the Hollywood alignment for the 
New LPA obviates the concerna raised in this comment. 
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K13 COKKER!: The emphasis of the draft is wrong. For example, it examines 
the impact on the San Diego Horned Lizarda, but not on school children. 
(John Walsh) 

ANSVEB.: The SCRTO is sensitive to school children and 
will make every effort to coordinate construction 
activities and subsequent operations with persons 
charged with the welfare of the community's children. 
See response to SY5. 

Kl4 COHKENT: RTO must reject Alignment KKl: it must not use eminent domain 
to take homes, apartments; churches and business properties; ordinances 
and regulations must be avoided to delete eminent domain; churches must 
not be condemned for Ketro Rail; no land and buildings on the block bound 
by Sunset Boulevard, N. Wilton Place, Harold Way and St. Andrews Place 
must be taken for Ketro Rail. (Petition submitted at public hearing on 
June 21, 1988. with 717 signatures) 

ANSVEIl: The selected New LPA will follow Hollywood 
Boulevard rather than Sunset Boulevard. Alignment KKl 
(subsequently referred to as Candidate Alignment 6) was 
defined in response to concerns raised by the sound and 
recording studios on Sunset Boulevard west of the 
Hollywood Freeway. The expected impacts of Candidate 
Alignment 6· were reported in the Addendum to the Draft 
SEIS/SEIR. Subsequent review of all six candidate 
alignments and the Null Alternative led to the 
conclusion that the KKl alignment was not a cost 
effective solution. 

KIS COHKENT: The scheduled headways shown are quite long for rapid 
transit which should be running very frequent service. The numbers 
should be changed or at least labelled preliminary. (LACTC) 

ANSWER: Headways shown in this prior document were 
for the branches of each candidate alignment. System 
headways have been changed. and Table 2-3 in Chapter 2 
now shows headways for the branches of the system (1.e .• 
north branch from the branching point to the North 
Hollywood and west branch from the branching po!nt west 
to the Wilshire/llestern Station) and headways for that 
section of line common to both branches (from the 
branching point to Union Station). 
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CHAPTEl!. 8: UPE1lI!:NCES 

SECTION 1: SUPPORT DOCUMENTS 

Technical reports on virtually all subjects covered in the Final SEIS/SEIR were 
developed as an integral part of the SEIS/SEIR process. These go into great 
detail on the methodologies of obtaining and analyzing data and the presentation 
of results. Other reports produced by SCRTD and its consultants have also been 
the source of much ~terial used during the process. 

All documents incorporated by reference in the Final SEIS/SEIR are available for 
public inspection at the following locations: 

SCRTD 
(Monday-Friday) 
425 South Main Street 
Los Angeles, CA 90013 
Metro Rail Department: 
Phone: (213)972-6439 
Library/Information Center 
Phone: (213)972-6467 

Southern California Association of Governments 
(Monday-Friday) 
818 West Seventh Street, 12th Floor 
Los Angeles, CA 90017 
Phone: (213)236-1800 

State Clearinghouse, Room 121 
(Monday-Friday) 
State of California 
1400 Tenth Street 
Sacramento, CA 95814 
Phone: (213)485-0613 

The technical analyses in this Draft SEIS/SEIR are based on the following 
reports, which are incorporated herein by reference. 

1..1 FEISIFEU. PROCESS 

Los Angeles Department of Transportation, ·Working Paper, Revised 2000 
Base Condition Traffic Volumes," October 1982. 

Southern California Rapid Transit District, "Archaeological Resources 
Technical Report,· 1983. 

::-_--:_-:=. "Final Environmental Impact Report, Los Angeles Rail Rapid 
Transit Project," November 1983. 
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-=--::-:-:-__ . "'Ulestone 5 Report: Right·of-liay Acquisition and RelocaCion 
Policies and Procedures," September 1982. 

~~ _____ .·Milestone 6 Report: Land Use Development Policies," November 
1982. 

-=-~ _____ ."Milestone 7 Report: Safety, Fire/Life Safety, Security and 
Systems Assurance,· 1983. 

________ ."Milestone 9 Report: Supporting Services Plan," 1983. 

____ ~--_."Technical Report: Land Use and Development Impacts," 1983. 

-=:-__ -:-___ • "Technical Report on Existing Conditions • Regional and Community 
Settings," 1982. 

"Technical Report - Regional Accessibility and Travel Time 
Analysis," 1983. 

~ ______ .Technical Report: Summary of Public Policies and the Impact 
Assessment Methodology," 1982. 

Urban Mass Transportation Administration and· the SCRT» , "Final Environmental 
Impact Statement, Los Angeles Rail Rapid Transit Project," December 1983. 

liestec Inc .. ,"Technical Report on Noise and.Vibratlon,"·January, 1983. 

1. 2 EImltONHENTAL ASSMSHENT. HOS-l 

Urban Mass Transportation Administration and the SCRTD, "Environmental 
Assessment, Los Angeles Rail Rapid Transit Project, Union Station to 
liilshire/Alvarado (MOS-l)," August 1984. 

1. 3 CORE STllDY 

City of Los Angeles Task Force, "Report on the March 24, 1985 Methane Gas 
Explosion and Fire in Fairfax Area," June 10, 1985. 

Engineering-Science, "CORE Study Subsurface Conditions Report,' April 1986 . 

. ·CORE Study Subsurface Conditions Report: An Evaluation of 
::Me:-t::;hane,...----:Cas Potential Along Csndidate Alignments of the Los Angeles Metro 
Rail Project," May 1986. 

"Report of the Independent Technical Review Committee Evaluation of the 
MOS-l Portion of the Los Angeles Metro Rail Project," January 3, 1986. 

Southern California Rapid Transit District, ·CORE·Study Archaeological 
Technical Report," 1987. 

;:;-;:-:--=-=' "CORE Study Milestone 1 Report: Public Consultation Plan.' 
February 1986. 



____ ~~~."CORE Seudy Mileseone 2 Repore: Subsurface Condieions Seudy," 
April 1986 . 

. "CORE Seudy Mileseone 3 Drafe Repore: 
-an-d~~S~e-a-eions for Further Study," Karch 1986. 

Candidaee Al1gnmenes 

=-~~ ___ ,"CORE Seudy Milestone 3 Draft Interim Report Number 2: Initial 
Ranking of Candidate Alignments," Kay 1986, 

. 'CORE Study Milestone 3 Draft Summary Report: Public Consultation 
-o-n--~S-ec--on-d·Level Evaluation of Candidate Alignments and Stations," April 
1986. . 

~~>-. ___ .·CORE Study Milestone 3 Interim Report, Public Consultation· on 
Cand~date A1ignmenes and Stations for Further Study," Karch 1986. 

-".-___ ...,..._. "CORE Seudy Milestone 4 Draft Interim Report Number 1: Operable 
Seglllilnts Analys is," June 1986. 

~ __ ~ __ 7."CORE Study Milestone 4 Draft Interim Report Number 1: Public 
Consultation on Operable Segments Analysis," June 1986. 

________ ."Pub1ic Consultation.Plan," January 1986. 

Southern California Rapid Transit District Board of Review, "Construction 
and Operation in Gaseous Areas," September 5, 1985.' 

Soutllern California Rapid Transit District Independent Review Board 
"Designs. Construction, and Operation in Gaseous Areas," October 31, 
1985. 

1.4 SEIS/SEIB PROCESS 

Bolt, Beranek and Newman Laboratories, "A Study of Metro Rail as it Might 
Affect Studios on or Close to Sunset Boulevard," October. 1987. 

LODESTAR, IBM·PC Version 

Los Angeles County, "Solid Waste Management Plan Triennial Review," August 
1985. 

Southern California Association of Governments, "Final EIS/EIR, SCAG 82 
Growth Forecast Policy," 1982, 

Southern California Rapid Transit District, "Cultural Resources Technical 
Report," 1987, 

,'Status of Environmental Mitigation Measures for Los Angeles 
::M-e""tr-o-Ra~il Project, Minimum Operable Segment One (MOS·l)," Third Edition, 
October 1987. 

________ ,"Technical Report on Land Acquisition and Displacement," 1987. 
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Southern California Rapid Transit District General Planning Consultant, 
·Patronage Technical Report," 1987. 

~~ __ ~7.·Special Analysis of Traffic Impacts of Vermont Aerial 
Alignment,' 1987. 

________ ."Technical Report on Land Use and Development Impacts," 1987 

_________ ."Traffic and Parking Technical Report," 1987. 

Wilson, Irhig & Associates, Inc., "(Draft) An Assessment of existing and 
projected Noise and Vibration Levels Near Studios and Other Sensitive 
Facilities on Sunset Boulevard," October 1987. 

~~~~ .. "Noise and Vibration Analysis for the Metro Rail Project CORE 
Study," Karch, 1987. 

=-: __ -::-_' "Noise and Vibration Survey for the Ketro Rail project CORE. 
Study,' August, 1987, 

1.5 mmQ'lllXENTAL ASSESS!fENT. KOSol STATION !lELOChTION 

Urban Kass Transportation Administration and the SCRTD, "Environmental 
Assessment, Ketro Rail project, Minimum Operable Segment 1, Realignment 
Setween the Civic Center Station and the Yard and Shops,' July 1987. 
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SECTION 2. AGENCIES. ORGANIZATIONS. AND INDIVID\1AI.S CONSllLTEP 

The following agencies. organizations. and individuals were among those consulted 
in preparing this Final SEIS/SEIR: 

1. The Interagency. Management Committee 

a. City of Los Angeles • Planning Department 
b. City of Los Angeles - Transportation Department 
c. City of Los Angeles Community Redevelopment Agency (LACRA) 
d. City of Los Angeles • Chief Legislative Analyst's Office 
e. Southern California Association of Governments (SCAG) 
f. Los Angeles County Transportation Commission (LACIC) 
g. Los Angeles County Department of Regional Planning 
h. Los Angeles County Chief Administrator's Office 
i. California Department of Transportation 

2. . The CORE Forum (see Appendix E of the Appendix to the Draft 
SEIS/SEIR, Section 4). 

3. Federal. state and local elected offiCials. 

4. Advisory Council on Historic Preservation 

5. U. S •. Army Corps of Engineers 

6. U. S. Department of Interior 

7. California Transportation Commission 

8. State Office of Historic Preservation 

9. State Division of Kines and Geology 

10. South Coast Air Qulaity Management District 

11. Los Angeles County Flood Control District 

12. Los Angeles City Planning Commission 

13. Los Angeles City Recreation and Parks Department 

14. Los Angeles City Police Department 

15. Los Angeles City Fire Department 

16. Los Angeles City Department of Yater and Power 

17. Southern California Edison Company 

18. Southern California Gas Company 
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SECTION 3. LIST or PREPABU!! 

1. Urban Mass Transportation Administration -- Brigid Hynes-Cherin, 
Western Area Director; Carmen Clark, Joe Ossi. 

2. SCRTD General Manager _. Alan F. Pegg. 

3. SCRTD Assistant General Manager for Planning and Public Affairs 
Albert H. Perdon. 

4. SCRIO Assistant General Manager for Transit Systems Development -
William J. Rhine. 

5. Project Manager _. G. Spivack, SCRTD. 

6. Development of the Alignment, Plan and Pr~files, Station Footprints 
of Subway and Aerial Stations and Construction Impacts .. N. Tahir, 
P.E., Project Engineer' Rail Facilities .Engineering, TSD and MaTC 
architectural and engineering· staff. 

7. Capital Cost Estimates .- J. Kirinich, Program Control. TSD. 

6. Real Estate Cost Estimates _. D. Holman. Real Estate Department, TSD. 

9. Land Acquisitions and Displacements and Impacts on Cultural Resources 
.- .N. Tahir. J. Sowell, Rail Facilities Engineering, TSD. 

10. Noise & Vibration Impacts .- N. Tahir. J. Sowell, TSD and S. Wolfe· 
Wilson, Ihrig & Associates. 

11. Concept Development of the Transportation Link between the Hollywood 
Bowl and the Highland Avenue Station on Alignment HHl _. B. Bramen, 
HRTC. 

12. Patronage Forecasts .- K. Killough, SCRIO; C. Chu, General Planning 
Consultant. 

13. Traffic and Parking •. D. Henderson and T. Stone, General Planning 
Consultant. 

14. Land Use and Development •• C. Ketz, C. Fajnor, D. Ripple and L. 
Shillito, General Planning Consultant. 

15. Cost and Financial·· W. Vodrazka, General Planning Consultant. 

16. Other Impacts -- T. Stone, L. Shillito and F. McNeil, General 
Planning Consultant 

17. Introduction and Managing Editor •• D. Mansen, General Planning 
Consul tant . 
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18. Graphics 
Planning 

Production •• S. 
Consul cant. 

Chapman, ScaTO; A. Acosca, General 

19. Report Production •• H. Ryan. L. Kelly, J. Reiss and W. Vodrazka, 
Jr., General Planning Consultant. 
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SECTION 4: DISnp:BUTION LIST 

4.'1 PARTIAL LIST or AGENCIES 

A number of governmental agencies. businesses. professional groups. and community 
organizations have been sent copies of the Final SEIS/SEIR. Others interested 
in obtaining copies of this document should contact the Planning Manager of the 
Metro Rail Project staff or the Community Relations Department of the Southern 
California. Rapid Transit District. 425 South Main Street. Los Angeles. California 
90013. Agencies and organizations receiving this document are identified below. 

4.1.1 FEDERAL AGENCIES 

1. U. S. Department of Transportation 
Office of the Secretary of Transportation 
Federal Highway Administration 
Federal Railroad Administration 

2. Advisory Council on Historic Preservation 
3. General Services Administration 
4. Interstate Commerce Commission 
5. Office of Management and Budget 
6. U. S. Army Corps of Engineers 
7. U. S. Department of Agriculture 
8. U. S. Department of Commerce 
9. U. S. Department of Energy 
10. U. S. Department of Housing and Urban Development (MUD) 
11. u. S. Department of Interior . 
12. U. S. Environmental Protection Agency (EPA) 

4.1.2 U. 9. CONGRESS-LOS ANGELES DELEGATION 

4.1.3 STA1E AGENCIES 

1. Office of the Governor 
2. California Transportation Commission 
3. State Department of Transportation 
4. State Air Resources Board 
5. State Resources Agency 
6. State Department of Water Resources 
7. State Office of Planning and Research 
8. State Energy Resources Conservation and Development Commission 
9. State Department of Rehabilitation 
10. State Joint Legislative Audit Committee 
11. State Office of Historic Preservation 
12. Public Utilities Commission 
13. State Landa Commission 
14. State Department of Housing and Community Development 
15. State Department of Parks and Recreation 
16. State Department of Conservation 
17. Water Quality Control Board-Los Angeles Region 
18. State Department of Education 
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19. State Department of Health Services 
20. State Oepartment of General Services 
21. State Oivision of Kines and Geology 
22. Santa Monica Mountains Conservancy 
23. California State Publications Librarian 
24. &1 Pueblo de Los Angeles State Historic Park 
25. State Clearinghouse 

4.1.4 CALIFORNIA STATE SENATE-LOS ANGELES DELEGATION 

4.l.S CALIFORNIA STATE ASSEHBLY-LOS ANGELES DELEGATION 

4.1.6 REGIONAL AND LOCAL AGENCIES 

1. 
2. 
3. 
4. 
5. 
6. 
7. 
8. 
9. 
10. 
11. 
12 .. 
13. 
14. 

015. 
16. 
17. 
18. 
19. 
20. 
21 .. 
22. 
23. 
24. 
25. 
26. ' 
27. 
28. 
29. 
30. 
31. 
32. 
33. 
34. 
35. 
36. 
37. 
38. 

SOQthern California Association of Governments 
SOQth Coast Air Qulaity Management District 
Los Angeles County Transportation Commission 
Los Angeles County Soard of SQPervisors 
Los Angeles County Chief Administrative Officer 
Los Angeles County Regional Planning Commission 
Los Angeles County Community Development Commission 
Los Angeles County Road Department 
Los Angeles County Regional Planning Department 
Los Angeles County Health Services Department 
Los Angeles County Hospital and Clinics Services 
Los'Angeles County Public Social Services Department 
Los Angeles County Parks and Reoreation Depsrtment 
Museum of Nawral History of Los Angeles County 
Loa Angeles County Museum of Art 
Los Angeles County Assessor 
Los Angeles County Fire Department 
Los Angeles County Sheriff's Department 
Los Angeles County Senior Citizens Affairs Department 
Los Angeles County Commission on Human Relations 
Los Angeles County Commission For Women 
Los Angeles County Commission on Disabilities 
Lo~ Angeles County SQperintendent of Schools 
Los Angeles County Flood Control District 
Los Angeles County Sanitation District 
Los Angeles County Library Department 
Los Angeles County Clerk 
Los Angeles City Mayor 
Los Angeles City Council 
Los Angeles City Chief Administrative Officer 
Los Angeles City Clerk" II Office 
Los Angeles City Transportation Department 

o Los Angeles City Planning Commission 
Los Angeles City Planning Department 
Los Angeles City Public Works Department 
Los Angeles City Sureau of Engineering 
Los Angeles City Sureau of Street Maintenance 
Los Angeles City Recreation and Parks Department 
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39. Los Angeles City Police Department 
40. Los Angeles City Fire Department 
41. Los Angeles City Library Department 
42. Los Angeles City Cultural Affairs Department 
43. . Los Angeles City Social Services Department 
44. Los Angeles City Community Redevelopment Agency 
45. Los Angeles City Housing Authority 
46·. Los Angeles City Community Development Department 
47.·· Los. Angeles City Building and Safety Department 
48. Los Angeles City Department of !later and Power 
49. Los Angeles City Board of Education 
50. Los Angeles City Chief Legislative Analyst 
51. Southern California Edison Company 
52. Southern California Gas Company 

4. 2 BUSINESS. COJOOjNITY. AND P1l.OlESSIOIW. OItGANlZATI01'IS 

1. American Institute of Architects 
2. American Society of Civil Engineer 
3. American Society of Kechanical Engineers 
4. Arslanian & Associates 
5. Automobile Club of Southern California (AAA) 
6. Blinded Veterans of Southern California, Inc. 
7. Braille Institute 
8. California Federal 
9. Carthay Circle Homeowner's Association· 
10. CBS Inc. 
11. Central City Association 
12. Century City Chamber of Commerce 
13. Christian Released Time, Inc. 
14. Church of Scientology of Los Angeles 
15. Coalition for Rapid Transit 
16. Dearborn Drive Homeowners Association 
17. Dunes Kotel & Restaurant 
18. Edward's Restaurants 
19. Federation of Hillside & Canyon Associations, Inc. 
20. First Southern Baptist Church of Hollywood 
21. Foundation for Early Childhood Education 
22. Fox Television Stations, Inc. 
23. Golden !lest Broadcasters 
24. Harrlscope of IA Inc. KIlIIY·TV 
25. Hollywood Better Government Association 
26. Hollywood Chamber of Commerce 
27. Hollywood CRA Project Area Committee 
28. Hollywood Heights Association 
29. Hollywood Heritage 
30. Hospital of the Good Samaritan 
31. Kaiser Permanente 
32. KTLA Inc. 
33. League of !lomen Voters of Los Angeles 
34. Little Tokyo Businessmen's Association 
35. Los Angeles Area Chamber of Commerce 
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36.. Los Angeles Conservancy 
37. KacArthur Park Foundation 
38. Mann Theatres 
39. McQuiston Associates 
40. Mid-City Chamber of Commerce 
41. Miracle Mile Residantial Association 
42. National Association for the Advancement of Colored People 
43. North Hollywood Chamber of Commerce 
44. North Hollywood eRA Project Area Committee 
45. Ocean Way Recording Studios 
46. San Fernando Valley Southern Baptist Association 
47. Self Realization Fellowship Church 
48. Shell Oil Company-LA West District 
49. Sierra Club 
50. Skidmore Owings & Merrill 
51. Southern Baptist Ceneral Convention of California 
52. Sunset Boulevard Coalition 
53. Sunset Shell Cas Station 
54. Sunset Sound Recorders. Inc. 
55. Urban League of Los Angeles 
56. Van Nuys ChSlllber of Commerce 
57. West Chamber of Commerce 
58. West Coast University 
59. West Hollywood Community Alliance 
60. Whitley Heights Civic Association 
61. Wilshire Boulevard Property Owner's Coalition 
62. Windsor Village Association 
63. YMCA Metropolitan Los Angeles 

4.3 AVAILABILITY TO PUBLIC 

In addition to the distribution listed above. copies of this Final SEIS/SEIR are 
available for review at the locations identified below. 

4.3.1 PUBLIC LIBRARIES 

1. American Public Transit Association Library 
1225 Connecticut Ave. NY 
Washington. D.C. 20036 

2 . Arroyo Seco Ubrary 
6145 N. Figueroa St. 
Los Angeles. CA 90042 

3. Cahuenga Ubrary 
4591 Santa Monica Blvd. 
Los Angeles, CA 90029 
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4. i::entra1 Library 
Design Center 
433 S. Spring St. 
Los Angeles. CA 90013 

5. Chinatown Area Library 
536 W. College Street 
Los Angeles. CA 90012 

6. Exposition Park Library 
3665 S. Vermont ·Ave. 
Los Angeles, CA 90007 

7. Fairfax Library 
161 S. Gardner Street 
Los Angeles, CA 90029 

8. Felipe de Neve Library 
2820 W. Sixth Street 
Los Angeles, CA 90057 

9. Go1dwyn Hollywood Library 
1623 Ivar Ave. 
Los Angeles. CA 90028 

10. John C. Fremont Library 
6121 Melrose Avenue 
Los Angeles, CA 90038 

11. Los Angeles Municipal Reference Library 
City Hall East, Room 530 
200 N: Main Street 
Los Angeles·, CA 90012 

12. North Hollywood Library 
5211 Tujunga Ave. 
North Hollywood, CA 91601 

13. RTD Library & Information Canter 
425 S. Main Street 
Los Angeles. CA 90013 

14. San Pedro Library 
931. S. Gaffey St. 
San Pedro, CA 90731 

15. San Vicente Library 
715 N; San Vicente 
West Hollywood, CA 90069 
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16. Studio City Library 
4400 Babcock Ave. 
North Hollywood, CA· 91604 

17. West Hollywood Library 
1403 North Gardner Street 
Los Angeles, CA 90004 

18. West Los Angeles Library 
11360 Santa Monica Blvd. 
Los Angeles, CA 90025 

19. West Va.lley Library 
19036 Vanowen St. 
Reseda, CA 91335 

20. Wilshire Library 
149 North St. Andrews. Place 
Los Angeles, CA 90004 

4. 3 • 2 SCHOOL LIBBAlUES 

1. Cal State University Los Angeles 
Memorial Library 
5151 State College Drive 
Loa Angeles, CA 90032 

2. California State University Northridge Library 
18111 Nordhoff Street 
Northridge, CA 91324 

3. Fairfax High School Library 
1850 Melrose Ave. 
Los Angeles, cA 90036 

4. Hollywood High School Library 
1521 North Highland Avenue 
Los Angeles, CA 90028 

5. Institute for Transportation Studies 
University of California 
Irvine, CA 92717 

7. Los Angeles City College Reference Library 
855 North Vermont Ave. 
Los Angeles, CA 90029 

6. Los Angeles Valley College Reference Library 
5800 Fulton Ave. 
Van Nuys, CA 91401 



8. Otis/Parsons Art Institute Library 
2401 Vi1shire R1vd. 
Los Angeles. CA 90057 

9. Southwestern Universiry School of Law Library 
675 S. Vestmoreland Ave. 
Los Angeles, CA 90020 

10. University of California Los Angeles 
Public Affairs Service/Local. 
Un1versiry Research Library 
Los Angeles, CA 90024 

11. University of Southern California 
Architectursl Arts Library 
Watt Hall University Park 
Los Angeles. CA 90007 

12. West Coast University Library 
440 Shatto Place 
Los Angeles. CA 90020 

13. Woodbury Universiry Library 
1027 Wilshire Blvd. 
Los Angeles, CA 90017 

Comments on the Draft SElS/SEIR were received in written form and verbally at 
the publiC hearings. This Final SEIS/SEIR is being sent to all persons and 
agencies commenting on the Draft SEIS/SEIR (see Table for complete list). 
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vnw. SIUS/SElI. DIS'l'llIBUTIOR LIST ",! . 

Public Libraries 

School Libraries 

State Clearinghouse 

SCAG -- Southern California Association of Governments 

Federal Agencies 

State Agendes. 

County Departments 

City Departments 

Stste & Federal Legislators/L.A. County Supervisors 

City Hall - Mayor Bradley & City Council 

Chambers of Commerce: 

Wilshire 
Kid-Cities 

,L.A. Western 
Central City 
North Hollywood 
Los Angeles 
Hollywood 
Century CitY 
Van Nuys 
Barbizon . 

154 Press/Ked1a 

110 All Other 

Note: Some groups listed above _y have members in common. 
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