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SECTION 1
INTRODUCTION

1.1 PURPOSE AND USE OF THE EIR

This supplemental environmental impact report (SEIR) analyzes the potential environmental impacts
that may result from the construction and operation of designated alternatives and modifications to the
approved Pasadena-Los Angeles Rail Transit Project EIR (State Clearinghouse Number 88042713,
February 1990). This SEIR has been prepared for the Los Angeles County Transportation
Commission (LACTC) in accordance with the California Environmental Quality Act (CEQA) and state
"Guidelines for the Implementation of the California Environmental Quality Act," as amended. The
LACTC is the designated lead agency for this project.

The proposed light rail transit (LRT) maintenance and storage yard alternatives, station location
modifications, and grade separations constitute the "project” as defined by Section 15378 of the state
CEQA guidelines and is not an exempt specified mass transit project as defined in Section 15275 of
the same guidelines. The proposed LRT project is an individual project of a regional transportation

improvement plan as defined in Section 15276.

The LACTC as lead agency has determined that an SEIR is required pursuant to Section 15163 of the

state CEQA Guidelines to assess new information of substantial importance to the project.

Per Section 15163 (a)(1) of the CEQA Guidelines, an SEIR may be prepared when the following

conditions arise:

® New information of substantial importance to the project becomes available and only
minor additions or changes would be necessary to make the certified EIR adequately
apply to the project in the changed condition.

(A) The information was not known and could not have been known at the time
the certified EIR was certified as complete, and

(B) The new information shows any of the following:

1. The project will have one or more significant effects not discussed
previously in the EIR;

JOB/13620004.1 1-1



2.  Significant effects previously examined will be substantially more severe
than shown in the EIR;

3.  Mitigation measures or alternatives previously found not to be feasible
would in fact be feasible and would substantially reduce one or more
significant effects of the project; or

4.  Mitigation measures or alternatives which were not previously
considered in the EIR would substantially lessen one or more significant
effects on the environment.

This report discusses alternatives to and mitigation measures for the proposed Pasadena to Los Angeles
Light Rail Project which would substantially lessen one or more significant effects on the environment.
These are design alternatives or modifications to the proposed project and, therefore, were not
previously considered in the approved Pasadena-Los Angeles Rail Transit Project (State Clearinghouse
No. 88042713). Where alternative maintenance yard facilities and station locations are being
considered, this document assesses potential significant impacts that were not addressed in the certified
EIR. The intent of this SEIR is to address only the information necessary to make the previously
certified EIR (State Clearinghouse No. 88042713) adequate for the project as revised (CEQA
Guidelines, Sec. 15163 sub(2)(b)).

1.2 SEIR FOCUS AND EFFECTS FOUND NOT TO BE SIGNIFICANT

The Initial Study included in Appendix A indicates those issue areas that may be adversely affected
by construction or operation of the LRT project alternatives considered. This SEIR analyzes the
project’s potentially significant environmental effects for those issues identified in the Initial Study.
Based on the results of the preliminary environmental assessment prepared for the Initial Study and
the Notice of Preparation (NOP), LACTC determined that the analysis should focus on the issues
identified in Table 1.2-1.

The preliminary environmental analysis contained as part of the Initial Study prepared for the original
EIR also identified a number of environmental effects found not to be significant. The assessment
found that the project would not result in any significant impacts on water, plant/animal life,
population/housing, natural resources, and human health. The Initial Study for this SEIR indicated
that the proposed design alternatives and modifications would not result in any significant impacts on

these same issues; therefore, these issues are not discussed in the SEIR as well.

JOB/13620004.1 1-2
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TABLE 1.2-1

FOCUS OF ENVIRONMENTAL ANALYSIS

Issue Area Section of EIR
Land Use 4.1
Transportation and Circulation 4.2
Geology, Soils, and Seismicity 4.3
Air Quality 4.4
Noise and Vibration 4.5
Light and Glare 4.6
Risk of Upset 4.7
Aesthetics 4.8
Cultural Resources 4.9

Source: Michael Brandman Associates, July 1992.

1.3 PUBLIC REVIEW PROCESS

The LACTC is committed to providing extensive public involvement in the environmental review
process for the Pasadena-Los Angeles Rail Transit Project. The preparers of the SEIR will respond,
in writing, to those substantive comments received during the public circulation of the SEIR. The
comments and the responses to comments will be provided in the FEIR prepared following the public

review period for the SEIR.

Public officials, affected agencies, and the general public have the opportunity to review and comment
on this SEIR through a 45-day review period established and administered by the State of California
Office of Planning and Research (OPR). During this review period, persons and organizations
wishing to comment on the content of this document may submit their comments in writing to LACTC
at the following address: 818 West 7th Street, Suite 1100, Los Angeles, California 90017; Attention:
Mr. Art Cueto, Project Manager, San Gabriel Valley Team.

JOB/13620004.1 1-3



1.4

FORMAT OF THIS SEIR

The format of this SEIR is similar to that of the previously certified EIR prepared for the proposed

Pasadena-Los Angeles Rail Transit project. This SEIR consists of the following sections:

Introduction. Includes purpose and focus of the SEIR and an overview of the public
review process.

Summary. Summarizes the proposed project and includes a summary table outlining
the environmental setting, anticipated impacts, and those measures that would be
effective in reducing or eliminating potential adverse impacts.

Project Description.  Describes the maintenance yard alternatives, station
relocations, and grade separations under consideration. An overview summary of
the project alternatives is presented.

Environmental Impact Analysis. Discusses the existing environmental setting,
potential environmental impacts anticipated to result from the construction and
operation of the proposed rail transit project, and recommended mitigation measures.

Significant Unavoidable Environmental Effects. Describes the potential significant
adverse impacts resulting from the construction and/or operation of the proposed
project.

Long-Term Implications of the Proposed Project. Discusses the project’s
relationship between local short-term uses of man’s environment and the

maintenance and enhancement of long-term productivity. In addition, the
irreversible environmental changes that would be involved with the implementation
of the proposed project are discussed.

Growth-Inducing Impacts. The manner in which the proposed project would
generate growth-inducing impacts is discussed.

List of Preparers and References. Those persons and agencies responsible for the
preparation of the EIR are identified as are the agencies and individuals contacted
in the course of its preparation.

The EIR also includes an appendix that contains the technical reports to support the conclusions stated

in this document and detailed engineering drawings.

JOB/13620004.1
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SECTION 2
SUMMARY

2.1 SUMMARY DESCRIPTION OF THE PROPOSED PROJECT

The proposed project consists of three areas of modifications and addition to the previously certified
and approved Pasadena- Los Angeles Rail Transit (LRT) Project EIR (MBA, February 1990). These
three areas of modification and addition require environmental analysis supplemental to the certified
EIR and include: (1) three alternative locations for the previously approved light rail vehicle
maintenance facilities, (2) three station locations, and (3) two grade separations. The regional context
of the proposed project is indicated in Exhibit 2.3-1. The project modifications and additions, as
analyzed in this SEIR, are referred to as "alternatives” to the previously certified project as approved.

Additional analysis beyond the certified EIR has been requested for the proposed light rail maintenance
facility at Taylor Yard. In addition, other sites for the maintenance facility are under consideration,
including a large parcel northeast of the Chinatown community referred to as the "Cornfield", and
along the site on the west bank of the Los Angles River between Macy Street and the Santa Ana

Freeway.

The City of Pasadena has requested a station at Allen Street (replacing the previously cleared stations
at Hill Street and Altadena Avenue) and a station at Fillmore Street (replacing stations at Glenarm and
California Streets). Previously cleared stations at Fair Oaks Avenue and Los Robles Avenue have also
been dropped from consideration. An new station site is also being considered along the approved

alignment adjacent to the Southwest Museum on Marmion Way in Mount Washington.

Finally, two grade separations are under consideration: (1) in the vicinity of Colorado Boulevard in
the City of Pasadena, and (2) at Figueroa Street and Marmion Way in the City of Los Angeles.

Section 3.0 discusses the project characteristics in greater detail.
2.2 ENVIRONMENTAL EFFECTS AND MITIGATION MEASURES
Table 2-1, located at the end of Section 2, summarizes environmental impacts and mitigation measures

for the alternative rail alignments. Impacts that remain after mitigation are noted in the summary as

"unavoidable adverse impacts" if the project is approved as proposed (CEQA Section 21081).

JOB/13620004.2 2-1



Impacts of the project are rated in the table according to the following:

®  Not significant. Adverse effects are not substantial according to CEQA, but should
be mitigated to the extent feasible.

®  Significant. Substantial adverse impacts or changes to the environment as defined
by CEQA.

®  Beneficial Impact. Beneficial impacts resulting from the implementation of the
proposed project.

Mitigation measures are listed for each impact in Table 2-1; those that have been incorporated into
the project design by the LACTC are noted with an asterisk (*). Others are recommended for
incorporation into the project by the SEIR prior to project approval.

2.3 CUMULATIVE IMPACTS

The CEQA guidelines define cumulative effects as "two or more individual effects that, when
considered together, are considerable or which compound or increase other environmental impacts."
The CEQA guidelines further note that the individual effects can be related to a single project or to
the change involved in a number of closely related past, present, or reasonably foreseeable future
projects (Section 15023.5). Related projects include developments or improvements that are closely
related to the proposed project from an operational standpoint. For the purposes of this supplemental
analysis, regional transit projects currently under construction, planned, or proposed are considered

the cumulative related projects set.

The related projects described in Table 2.3-1 will have a bearing on the number of persons that use
the Pasadena LRT. Each of the rail lines (heavy and light) will provide increased mobility and
accessibility to transit dependents and voluntary riders. As the regional mass transit system depicted
in Exhibit 2.3-1 nears completion, ridership is anticipated to increase over time. The following points

summarize the impacts that would result from implementation of the related projects.

® Development of the related projects would result in the intensification of transit
related development. Although the intensification of development generally results
in increased trip generation to dense areas of development, the cumulative effects
of urban densification near regional modes of transportation would result in the
reduction of the number of vehicle miles travelled and increased mobilization of the

JOB/13620004.2 2-2
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region’s population. This, in turn, could lead to reduced air pollutant levels in the
region.

®  Development of the related projects would result in increased demands on electrical
and fossil fuel sources. However, increased utilization of the related projects will
be effective in reducing automobile traffic, which consumes greater amounts of fossil
fuels, and could result in a net reduction in demand on nonrenewable energy

sources.

TABLE 2.3-1

CUMULATIVE DEVELOPMENT OF TRANSIT-ORIENTED RELATED PROJECTS

Number

Project

Description

Status

Glendale Municipal Transpor-
tation Center*

Burbank Multi-Modal
Transportation Facility

Commuter Rail Metrolink:*
Moorpark and Santa Clarita to
Downtown Los Angeles

San Fernando Valley East-West
Rail Transit Project®

JOB/13620004.2

Muiti-Modal Transit facility. At
full buildout would include LRT,
Commuter Rail, Amtrak, SCRTD
bus service, Bee Line shuttle, and
Greyhound. Improvements
would include 1,500 parking
spaces, restoration of Rail Depot,
and streetscape enhancements on
Cerritos Avenue.

Multi-Modal Transit Facility. At
full buildout would include LRT,
Commuter Rail, Amtrak, Inter-
city Monorail, and bus bay termi-
nals. Improvements would in-
clude 1,300 parking spaces and
pedestrian bridge over I-5.

Commuter rail lines using SPTC
and SP Coast Mainline rights-of-
way. Lines would connect cities
in Ventura and Los Angeles
counties with Downtown Los
Angeles.

Fundable rail project under
LACTC’s 30-year Plan. Extends
from North Hollywood to Warner
Center in Canoga Park. Would
use either advanced aerial
technology on Ventura Freeway
or rail vehicle along SP Burbank
Branch on Chandler Boulevard.
Would be constructed in two
segments:

1. North Hollywood to 1-405
2. 1405 to Warner Center

Pending completion of environ-
mental documentation.

Pending completion of environ-
mental documentation.

Pending completion of final EIR.

Expected development.



Number

TABLE 2.3-1 (continued)

Project

Description

Status

Burbank Intercity Monorail®

Foothill Freeway, Carpool Lane
Program:* Fundable Plan 10-
Year Implementation Program

® Golden State Freeway

® Ventura Freeway

Foothill Freeway Express Bus
System*

® Ventura Freeway

® Golden State Freeway

Bus Electrification Program®

Burbank/Glendale Rail Transit
Project

* City of Glendale, June 1992.
* City of Burbank Advanced Planning Division, June 1992.
¢ LACTC 30-Year Integrated Transportation Plan, May 1992.

Aerial guideway that would
interconnect Burbank-Glendale-
Pasadena Airport, Burbank
Media District, Burbank City
Center, and Universal City.

Component of LACTC’s 30-year
plan to build over 200 miles of
carpool lanes to ease congestion
of heavily used freeways. Plan
supported by Caltrans

Component of LACTC’s 30-year
plan.  Express service uses
carpool lanes. Station planned on
Ventura Freeway in Glendale
near Brand Boulevard.

Component of LACTC’s 30-year
plan. Would supplant existing
conventional bus service on high-
ridership routes. Routes 190/191
and 92/93 in Glendale and
Burbank are candidate corridors.

Component of LACTC’s 30-year
plan. Comprises an LRT
candidate route that would extend
from the Pasadena-Los Angeles
rail line junction in the City of
Los Angeles to the vicinity of
Burbank-Glendale-Pasadena
Airport, in the City of Burbank,

Initial Feasibility Study
completed in September 1989.
Continued planning and pre-
engineering work expected to be
completed in fall 1992.

Golden State Freeway (from
Route 134 to Route 10): 1998-
2000.

Ventura Freeway: 1995-1999.

Based on conceptual plan
developed by Automobile Club of
Southern California Plan and
implementation schedule will be

updated by LACTC.

Preliminary engineering and
formal route selection underway.
First electric trolleybus service
expected to begin operation in
December 1994,

Depot grounds acquired.

Preparation.

24

IDENTIFIED ARFAS OF CONTROVERSY AND ISSUES TO BE RESOLVED

The primary issues to be resolved and the subject of this SEIR are selection of the maintenance and

storage yard location, and identification of the alternative station locations to be constructed in Los

Angeles and Pasadena. Also, consideration of the extent of mitigation (future grade separations) to

be included in the project needs to be resolved through the public review process and FEIR

preparation.

JOB/13620004.2
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A number of important issues were raised in community workshops held prior to the preparation of
this SEIR. Additional analysis beyond the certified EIR has been requested for the light rail
maintenance facility at Taylor Yard. Issues raised included potential noise, traffic, safety, and visual
impacts of the Taylor Yard maintenance facility alternative on residences and businesses located in

the vicinity of the proposed yard site.

Table 2.4-1 summarizes environmental impacts and mitigation measures identified for the alternative
project considerations. Impacts that remain after mitigation are noted as "unavoidable adverse
impacts." Mitigation measures that have been incorporated into the project design by LACTC are

noted with an asterisk (*).

2.5 PROJECT ALTERNATIVES

Section 6.0 of the previously certified EIR for the approved Pasadena-Los Angeles Light Rail Transit
Project analyzed a range of reasonable project alternatives as defined by the state CEQA Guidelines,
Section 15126(d). A description of these alternatives and their evaluation is included as Appendix C
of this report. The Highland Park Alternative with the Union Station "no subway" option was selected
and approved by the Commission in the spring of 1990.

While none of the alternatives considered in the earlier route refinement studies or in the previously
certified EIR were completely free of adverse environmental impacts, the Highland Park Alternative
represented the best alternative in terms of traffic impacts and in terms of structural displacement, as

it will use its own separate right-of-way.

Inasmuch as this alignment alternative is approved and presently funded in the LACTC 30-year
Integrated Transportation Plan and may proceed with construction at this time, no additional alignment
alternatives are considered in this analysis. The "project" as described in Section 1.1, Purpose and
Use of the EIR, comprises light rail transit (LRT) maintenance and storage yard alternatives, station
location modifications, and grade separations not previously considered in the EIR certified and
approved in the spring of 1990. These "alternatives" are addressed throughout Sections 3.0 and 4.0 of
this EIR and are under consideration by the Commission. This SEIR ensures that all reasonable
requests for alterations to the approved alignment have been analyzed, that sufficient environmental

review has been provided, and that the approved project demonstrates integration of environmentally

JOB/13620004.2 2-5



superior project alternatives that can mitigate previously identified project impacts, and that the final

project implementation, construction, and operation incorporates the results of this analysis.

2.5.1 NO-BUILD ALTERNATIVE

The no-build alternative would result in construction and operation of the previously approved LRT
alignment absent of the project modifications analyzed in Section 4.0 of this SEIR. The alternatives
analyzed in this SEIR represent minor modifications to the approved Pasadena-Los Angeles Light Rail
Transit Project. The certified EIR prepared for the previously approved project recommended
selection of the Highland Park, Union Station "no subway" alternative as the environmentally superior
alternative in terms of environmental impacts. Selection of the no-build alternative would result in
implementation of the previously identified environmentally superior alternative, and would therefore

still achieve the transit provision objectives of the previously approved project.
Selection of the no-build alternative would preclude the alternative improvements and benefits related

to specific areas along the alignment for traffic and circulation, aesthetics (provision of additional

landscaping/buffers), and land-use compatibility.
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o TABLE 2.4-1

0

w

8 SUMMARY TABLE

[ %)

g Unavoidable

Environmental Impact Mitigation Measures Adverse Impacts

41 L USE
Implementation of the Taylor Yard Wye  The LACTC would provide just and appropriate compensation Implementation of the
would result in the demolition of a LADOT  in accordance with California law to property owners. Inthe  above mitigation measures
storage and maintenance yard, the Old City acquisition of real property by a public agency, the state  would reduce land use
Jail and an Anhing Corporation storage requires that agencies: (1) ensure consistent and fair treatment impacts to an acceptable
structure.  Additionally, development of  for owners of real property; (2) encourage and expedite level.
various components discussed in this acquisition by agreement in order to avoid litigation and relieve
Supplemental EIR will require partial and full  congestion in the courts; and (3) promote confidence in public
takings for completion of criteria curves and land acquisition.

o a service and maintenance yard, respectively.

Q

In areas where proposed stations do not  The following mitigation measures are recommended:

include parking facilities, parking overflow

may become a problem. The extent of this 1. Once the light rail facility is in operation, a parking

problem cannot be identified until the Light analysis shall be prepared to identify any parking

Rail Transit system is in operation. overflow problems. Special parking permit programs in
residential areas or enforcement of time limits in
commercial areas can be implemented to reduce the
impact of parking overflow if supported by the findings of
the parking analysis.

2. If Taylor Yard is chosen for the Police Bond Programs,
a Burbank/Glendale Transit station, and the LRT service
and maintenance facility, the LACTC development activi-
ties shall be coordinated with the City of Los Angeles,
Bureau of Engineering.



TABLE 2.4-1 (continued)

Mitigation Measures

Unavoidable
Adverse Impacts

S
®
% Environmental Impact
n 4.2 TRANSPORTATION AND CIRCULATION
Traffic circulation around the Figueroa 1.
Street/Marmion Way grade separation will be
impacted during construction.
The following intersections would be signi-
ficantly impacted by project related traffic:
Arroyo Parkway/California Boulevard 2
Glenarm Street/Arroyo Parkway
Fair Oaks Avenue/Colorado Boulevard
2
2 3.
4,
5.
6.

At the Taylor Yard Wye Connector, construction activity
shall keep clear of driveways for Anhing and M&M to
allow truck movements into these businesses, and to avoid
impacting existing traffic and parking demands of adjacent
businesses, that use Avenue 19 for employee parking and
for delivery access.

Closure of lanes and/or entire roadways to allow for the
construction of the Marmion Way and Figueroa Street
grade separation shall be avoided during the peak
commute hours of 6 a.m. to 9 a.m. and 3 p.m. to 6 p.m.

Complete closure of Marmion Way for construction of the
Southwest Museum Station shall be avoided.

During construction of the Colorado Boulevard grade
separation, all east-west streets shall be maintained at full
capacity.

Construction of the Allen Avenue Station shall be
conducted so that one lane of traffic in each direction is
maintained at all times on Allen Avenue.

If Fillmore Street is not closed, Arroyo Parkway at
California Boulevard should be widened on the
southbound approach to provide a southbound right turn
lane. Arroyo Parkway at Glenarm Street should be
widened on the northbound approach to provide a
northbound right turn lane,

Construction of the
Marmion Way and
Figueroa Street grade
separation would result in
temporary, but unavoid-
able, significant adverse
impacts on traffic circu-
lation during construction.

The intersection of Fair
Oaks Avenue/Colorado
Boulevard would be impac-
ted beyond an acceptable
level of service under all
Colorado Boulevard grade
separation scenarios; no-
build, at grade, or subway.
There are no reasonably
feasible mitigation mea-
sures that would reduce the
level of impact to an
acceptable level of service.
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TABLE 2.4-1 (continued)

Mitigation Measures

Unavoidable
Adverse Impacts

4.3 GEOLOGY, SOILS, AND SEISMICITY

The proposed project will not generate
significant impacts. The proposed project
will comply with the seismic criteria set forth
in the Seismic Safety Element of the
Pasadena and Los Angeles City General
Plans, all applicable portions of the municipal
Codes, the seismic safety requirements of the
Departments of Building and Safety, the
current Uniform Building Code, and the
seismic design parameters of the Structural
Engineers Association of California.

With incorporation of measures required for all projects built
within the City and standard engineering practices, the project
will not generate significant impacts.

1.

The project shall conform to the City of Los Angeles
Seismic Safety Plan and applicable portions of the
Municipal Code and seismic safety requirements of the
Department of Building and Safety.

All structures shall be designed in accordance with the
current Uniform Building Code and the seismic design
perimeters of the Structural Engineers Association of
California.

Frequent in-grading inspections should be conducted
during construction. These inspections are necessary to
substantiate previous geologic findings and to discover
unforseen conditions that may be exposed during grading.
Any unanticipated adverse conditions encountered should
be evaluated by the project engineering geologist and the
soils engineer. Appropriate recommendations made will
be followed,

All soils disturbed during excavation shall be compacted
to at least 90 percent of the maximum density as
determined by ATSM D-1557-78 standard.

No unavoidable significant
adverse impacts are antici-
pated with implementation
of recommended mitigation
measures.



TABLE 2.4-1 (continued)

Mitigation Measures

Unavoidable
Adverse Impacts

g

g Environmental Impact

=

Y 4.4 AIR QUALITY
No significant impacts are expected. Air
quality mitigation measures are proposed to
reduce any potential adverse impacts and
comply with regional air quality regulations.

W

S

Short-Term (Construction) Emissions

Concurrent with an application for a grading permit, the
applicant shall propose measures to suppress fugitive dust
generated during construction activities. These measures shall
be incorporated as conditions of grading permit approval.
SCAQMD Rule 403 requires that fugitive dust be controlled so
that the presence of such dust does not remain visible in the
atmosphere beyond the property line of the emission source.
In addition, SCAQMD Rule 402 requires implementation of
dust suppression techniques to prevent fugitive dust from
creating a nuisance offsite.

Suppression measures may include:

® Twice daily watering (With use of reclaimed water or
chemical soil binder where feasible)

®  Suppression of grading activities during periods of high
winds

®  Wheelwashing of construction equipment

® Revegetating graded areas
disturbance

immediately after soil

Although project-specific
emissions associated with
the short-term wuse of
construction equipment and
long-term consumption of
energy may cause measur-
able increases in existing
exceedances of ambient air
quality standards, the
remaining air quality
impacts assessed in this
analysis would either be
beneficial, below a level of
significance, or reduced to
a level below that of signif-
icance through mitigation.
Overall implementation of
the project would substan-
tially reduce long-term
mobile emissions, offsetting
emissions from other exis-
ting and reasonably fore-
seeable projects. No
significant cumulative
impacts to air quality are
anticipated.



R O NN W N B OF U N T S Sm 2 W @

T $00Z9£1/401

11-2

Environmental Impact

TABLE 2.4-1 (continued)

Mitigation Measures

Unavoidable
Adverse Impacts

Long-Term Emissions

The proposed project would have a beneficial impact in the
long-term with respect to mobile source emissions. However,
generation of electricity required to serve the project would
represent a significant impact with respect to stationary source
emissions. The following measures would reduce long-term
stationary source emissions:

{2

Prior to the issuance of building permits for development
onsite, the applicant shall provide evidence demonstrating
compliance with all SCAQMD regulations, including
Regulation XIII, New Source Review.

LACTC shall evaluate available options to reduce the
amount of energy required to operate the Pasadena Light
Rail Transit project alternatives, including alternative
energy sources, use of clean fuel generators at
maintenance facilities, energy-efficient equipment,
limitation of operating hours, and implementation of
energy-efficient automated controls for system operation.
Additional measures would include the use of energy-
efficient, low sodium parking lot lights in the park-and-
ride facilities, the provision of adequate ventilation
systems in enclosed parking facilities, use of lighting
controls and energy-efficient lighting, provision of
recycling bins in addition to trash bins (including
contracting for recycling services), and the provision of
dedicated parking spaces with electrical outlets for
electrical vehicles.



TABLE 2.4-1 (continued)

<)
§ Unavoidable
% Environmental Impact Mitigation Measures Adverse Impacts
" 4.5 NOISE AND VIBRATION
No significant impacts are expected. Noise = The following mitigation measures are required by law or are =~ No unavoidable adverse
and vibration mitigation measures are included in the project to minimize impacts of project noise in noise or vibration impacts
proposed to reduce any potential adverse  the vicinity of the proposed project site: would be associated with
impacts. the proposed project.
1. Short-term construction noise:
a. Heavy construction activities shall be limited to
weekday hours from 7 a.m. to 6 p.m. with minimal
activity on weekends, to the extent required by the
Cities of Los Angeles and Pasadena exterior noise
limits.
P
¥

b. Properly muffled construction equipment and trucks
shall be used.

c. During construction, portable sound barriers, or
other techniques, shall be used at noise sensitive
locations to ensure compliance with local noise
ordinances. For example, an 8-foot perimeter
barrier along both sides of the corridor during
construction would help reduce the noise level by
approximately 6 to 8 dB for ground floor
construction. Portable barriers could also be used to
surround noisy equipment during operation; this
would help to reduce levels by 6 to 8 dB.




TABLE 2.4-1 (continued)

Unavoidable
Environmental Impact Mitigation Measures Adverse Impacts
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2. Vibration from Light Rail Transit Operations:

a. For the Colorado Avenue subgrade segment, the rail
subgrade structure shall not be in direct contact with
a building structure or foundation. In cases where
this is not possible, an elastomer element should be
placed between the rail subgrade structure and the
building or foundation to prevent direct transmission
of groundborne noise and vibration into the building.
If preliminary engineering concludes that vibration
impacts cannot be adequately addressed, this grade
separation may not be pursued.

4.6 LIGHT AND GLARE

€1-2

No additional impacts beyond those identified 1. During construction of the Light Rail Transit alternative Localized significant

in the certified EIR. Mitigation measures modifications, all safety lighting, construction equipment, unavoidable adverse effects
included in the certified EIR are applicable, and additional sources of lighting shall be shielded so as will exist on streets and at
and have been included in this Supplemental not to be visible 50 feet from the construction site. crossing stations and main-
EIR. tenance yard facilities

2. Station area and guideway lighting fixtures shall where lighting is necessary
incorporate directional shielding where needed to avoid for safe operation of the
the intrusion of unwanted light and glare into adjacent Light Rail Transit.
sensitive land uses, such as residential areas.

3. Traction power substations shall be shielded from adjacent
sensitive land uses.

4, Walls constructed for noise abatement and landscaping
will also screen lighting from land uses adjacent to the
Light Rail Transit system.



TABLE 2.4-1 (continued)

o
§ Unavoidable
g Environmental Impact Mitigation Measures Adverse Impacts
=
¥ 47 RISK OF UPSET/HEALTH AND SAFETY
No significant impacts are expected. Imple-  Taylor Yard With implementation of the
mentation of mitigation measures should mitigation measures, im-
maintain a level of risk consistent local, state 1. Prior to project operation, the current compliance efforts pacts associated with haz-
and federal regulatory agencies. for hazardous materials used by LACTC shall be  ardous materials will be
expanded to ensure compliance with applicable laws and reduced to a level consid-
regulations. ered less than significant.
2. If the linear configuration is implemented, remediation of
the entire sale parcel will be completed to the satisfaction
of DTSC prior to the onset of grading operations.
E Cornfield Yard
S

1. Prior to project operation, the current compliance efforts
for hazardous materials initiated by LACTC shall be
expanded to ensure compliance with applicable laws and
regulations.

2. Prior to the issuance of grading permits, investigation for
the presence of cryptic tanks and abandoned oil wells
using geophysical methods shall be conducted by a quali-
fied environmental professional to assess any potential
presence of hazardous materials. Soil sampling or a soil
organic vapor survey shall be preformed prior to excava-
tion or grading. The results of these studies shall be
submitted to the DTSC for review.

iy G G s G T G AN U Ay T B B N W A G & .



TABLE 2.4-1 (continued)

Unavoidable
Environmental Impact Mitigation Measures Adverse Impacts
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3. If warranted, subsurface investigation and sampling shall
be undertaken prior to development and appropriate
remediation measures developed, prior to the issuance of
grading permits. The results of the remediation activities
shall be submitted to DTSC for review and approval.
These remedial actions shall consist of the removal and
disposal or treatment of affected soils according to all
applicable federal, state, and local regulations.

West Bank Option

1. Prior to project operation, the current compliance efforts
for hazardous materials initiated by LACTC shall be
expanded to ensure compliance with applicable laws and
regulations.

S1-¢

2. Prior to purchase of the site by LACTC, a Phase I
Environmental Site Assessment shall be conducted.

4.8 AESTHETICS

Development of the aerial structures at the = The following mitigation measures will be effective in reducing ~ The aerial structures
West Bank Option and the Figueroa Street/  the adverse visual impacts associated with modifications to the = proposed for the grade
Marmion Way grade separation will result in ~ approved Light Rail Transit alignment. separation at Marmion/
an unmitigable impact. ‘ Figueroa and the West
1. During station construction activity, all safety lighting, Bank Option are considered

construction equipment, and other visually obstructive an unavoidable visual

sources shall be shielded from view. impact. Partial mitigation

of the aerial structures is

possible through attractive

and community-sensitive



TABLE 2.4-1 (continued)

Unavoidable
Environmental Impact Mitigation Measures Adverse Impacts
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architectural design
treatments.

2. Stations shall be designed to be attractive and nonintrusive
on surrounding areas. Station design and building mate-
rials used in their construction will emphasize low
maintenance, and graffiti resistance. In the case where
station platforms and parking facilities would be con-
structed adjacent to architecturally interesting buildings,
design standards should be established for rail-related
facilities in order to be sensitive to the style and cultural
representation of both the building and the surrounding
community.

9I-T

3. Community workshops shall be performed to provide
input during design of individual stations.

4, Landscaping shall be used to shield or enhance stations,
traction power substation sites, the yards, and the right-of-
way. Low maintenance plants and ground cover that are
compatible with the Southern California climate and the
architecture of the surrounding area will be selected.

5. Additional shielding of track and station structures shall
be accomplished by the construction of sound walls and
fencing at points along the rail way.

6. An arts program shall commit 0.5 percent of the project’s

construction budget toward art projects related to Light
Rail Transit facilities.
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TABLE 2.4-1 (continued)

Mitigation Measures

Unavoidable
Adverse Impacts

4.9 CULTURAL RESOURCES

Cornfield Yard

Construction and operation of the mainte-
nance yard would result in adverse effects on
historic resources. As defined by CEQA, an
adverse effect on historic resources is
considered a significant impact.

Prior to commencement of construction, the project
sponsor will be required to obtain approval from the City
of Los Angeles Cultural Heritage Commission to alter the
Cornfield Yard site, Cultural Landmark #82. Preserva-
tion of any at-grade resources is the preferable action, and
should be undertaken to the maximum extent feasible. If
in the course of construction, any suspected historical
resources are discovered, activity will cease and a
mitigation plan will be designed and implemented before
any construction is resumed.

Should historic and/or archaeologic resources be unearth-
ened during excavation, significant earthmoving and/or
grading activities will immediately cease. A qualified
archaeologist will be called in to assess the significance of
the find, and recommend appropriate protection measures.
In the event human remains of possible Native American
origin are encountered during the course of construction,
the Los Angeles County coroner’s office and the Native
American Heritage Commission will be contacted for
preservation and protection of the remains.

Project development and
operational impacts (i.e.,
demolition, excavation,
construction) on historic
structures and/or resources
can be mitigated to a level
of insignificance with
implementation of Mitiga-
tion Measures 1 through 6.



TABLE 2.4-1 (continued)

S
S Unavoidable
g Environmental Impact Mitigation Measures Adverse Impacts
¥ Southwest Museum Station
No significant impacts are expected at the 3. The project sponsor will consult with the Los Angeles
Southwest Museum site. Cultural Heritage Commission to ensure that the
configuration, design, materials, colors, and signage of
the Southwest Museum Station will be consistent with the
architecture of the existing structures in the area.
Colorado Boulevard Subgrade
Construction of the Colorado Boulevard 4. Appropriate engineering studies shall take place prior to
Subgrade could result in adverse effects on commencement of construction of the Colorado Boulevard
historic resources. As defined by CEQA, an Subgrade to determine the capability of adjacent structures
,_'tf adverse effect on historic resources is in the Old Pasadena National Register Historic District to
= considered a significant impact. withstand the level of vibration anticipated from construc-

tion and operation of the proposed light rail system.
Engineering studies may conclude that this option should
not be implemented due to adverse effects on existing
structures.

5. Prior to the issuance of any demolition or grading
permits, an adequate monitoring and/or bonding program
shall be established between the City of Pasadena and
property owners to ensure that demolition and construc-
tion vibration impacts do not adversely affect offsite
structures.



TABLE 2.4-1 (continued)
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% Unavoidable
g Environmental Impact Mitigation Measures Adverse Impacts
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" 410 PUBLIC UTILITIES RELOCATION
No significant impacts are anticipated. The following mitigation measures are suggested to prevent  No unavoidable significant
loss of service to utility consumers. adverse effects are antici-
pated following implement-
1. LACTC shall prepare and maintain a list of persons that ation of the mitigation
would be affected by losses of power, sewer, gas, and/or measures.
water main ruptures for notification and emergency
service purposes.
2. All potentially affected utility consumers shall receive
advanced notification by LACTC/RCC of construction
activities.
5
o

3. Emergency back up service shall be made available by
LACTC in the event of disruption in service.






SECTION 3
PROJECT DESCRIPTION

31 PROJECT HISTORY

A number of studies have been prepared by various agencies that are related to the development of

the Pasadena-Los Angeles Rail Transit Project. A brief chronology is provided below.

JOB/13620004.3

Pasadena-Los Angeles Expanded Route Refinement Study: General Environmental
Analysis, Technical Memorandum -- Task 2.5 (1987).

From 1986 through 1988, route refinement studies involved examining a number of
alternatives to extend the Long Beach-Los Angeles Rail Transit Project (Blue Line)
from downtown Los Angeles to the proposed I-710 extension in El Sereno or South
Pasadena. Options involved the Los Angeles communities of Lincoln Heights, El
Sereno, Mount Washington, and Highland Park, as well as South Pasadena.
Following this phase, the Highland Park and North Main Street alignments and a
number of downtown options were selected for environmental clearance.

Draft Environmental Impact Report (DEIR). Pasadena-l.os Angeles Rail Transit
Project, State Clearinghouse No. 88042713 (December 1988).

This DEIR analyzed the environmental impacts associated with the construction and
operation of a light rail line from downtown Los Angeles to South Pasadena or El
Sereno, using either the Highland Park or North Main Street alternatives with route
variations in the downtown Los Angeles area. Public review of this draft occurred
in early 1989.

Pasadena-Los Angeles Rail Transit Route Refinement dv_-- Northern Portion:
Preliminarv Evaluation of Routes in the City of Pasadena (1989).

Concurrent with the preparation of the Draft EIR for the southern portion of the
Pasadena-Los Angeles line, a study examining a number of alignment alternatives
in the City of Pasadena was conducted, leading to the selection of the ATSF right-
of-way as the City of Pasadena’s preferred alternative.

Revised Draft Environmental Impact Report (DEIR), Pasadena-Los Angeles Rail
Transit Project (November 1989).

Comments to the December 1988 DEIR and selection of a preferred alternative in
the City of Pasadena led to the LACTC expanding the scope of the project and
preparing a Revised DEIR. This revised draft added two variations to the downtown
connection options; revised rail yard locations; added the ATSF right-of-way
through the City of Pasadena; and adjusted station options in South Pasadena. This
Revised DEIR was circulated in December 1989.
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® Final Environmental Impact Report (FEIR), Pasadena-Los Angeles Rail Transit
Project (Feb 1990.

An FEIR was completed and certified in the spring of 1990. The Highland Park
Alternative using the Union Station "No Subway" Option was adopted as the
approved project.

®  Mitigated Negative Declaration for the Relocation of Approved Chinatown Station
and Alignment for the Pasadena-Los Angeles Light Rail Transit Project (July 1991).

Responding to concerns expressed during the EIR process, the LACTC further
refined the alignment and station location in the Chinatown vicinity. The LACTC
adopted the Mitigated Negative Declaration in August 1992.

Since adoption of the Pasadena-Los Angeles Light Rail alignment, additional analysis beyond the
Certified EIR has been requested regarding maintenance facilities, additional stations, and inclusion

of two grade separations.

3.2 PROJECT OBJECTIVES

The Pasadena-Los Angeles Rail Transit Project objectives are outlined in Section 3.2, page 3-2, of
the Certified EIR. In addition to the project-wide objectives stated therein, LACTC intends to
accomplish the following specific objectives by considering implementation of the alternatives and

project modifications analyzed in this document.
®  Consider project modifications requested by the City of Los Angeles and the City
of Pasadena.

®  Optimize efficiencies in maintenance yard locations by establishing direct access to
facilities without the need for a long yard line.

®  Incorporate the needs identified by local communities to integrate transit facilities
with adjacent/proposed land uses, toxic soil issues, and visual and noise mitigation.

JOB/13620004.3 3-2
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33 PROJECT CHARACTERISTICS

3.3.1 PROJECT OVERVIEW

The analysis of project modifications (see Exhibit 3.3-1) focuses only on those environmental issues
specific to the modification that could alter the findings of the previously certified EIR or were not
previously environmentally cleared. The previous EIR focused on environmental analysis of two main
alignment alternatives: the Highland Park alignment through Highland Park, South Pasadena, and
Pasadena; and a North Main Street alignment through Lincoln Heights and El Sereno. Downtown
alignment options to connect with the Long Beach LRT and two maintenance yard locations were also
analyzed. This SEIR, however, differs from the previous EIR in that alignment alternatives are not
being considered. This SEIR analyzes specific project modifications not cleared in the certified EIR.

These are as follows:

®  Maintenance yards
®  Grade separations
®  Station locations

A matrix of the alternative modifications sought by LACTC and the environmental issues analyzed

specific to those modifications is shown in Table 3.3-1.
332 MAINTENANCE AND STORAGE YARD ALTERNATIVES
SITING CRITERIA

Because the Pasadena-Los Angeles light rail line does not directly connect with any other existing light
rail line, a maintenance and storage facility is required. An assessment of storage and maintenance
needs for the Pasadena-Los Angeles line was performed, including the potential of using other existing
rail maintenance storage facilities. It was determined that a facility should be provided for the

Pasadena-Los Angeles line to perform the following functions:

®  Daily maintenance
® Inspection
®  Major component removal (e.g., wheels, compressors, and trucks)
®  Vehicle cleaning
JOB/13620004.3 33
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TABLE 3.3-1
5 MATRIX OF PROJECT MODIFICATIONS AND ENVIRONMENTAL ISSUE AREAS
§ Environmental Issue®
2 _ Noise Light Risk Public
& Land Trans./ Air and and of Cult.  Util.
Proposed Alternative Modification Use Circul, Geology Quality Vibration Glare Upset Aesthetics Res. Reloc.,
Taylor Yard X X X X X X X
Cornfield Yard X X X X X X X X
West Bank Option X X X X X X
Glendale WYE Connector X X X X X
Southwest Museum Station X X X X X X X
Fillmore Street Station X X X X X X
Allen Avenue Station X X X X X X
}': Marmion Way/Figueroa Street Grade Separation X X X X X X X
Colorado Boulevard Grade Separation X X X X X X X X X

Issues not marked with an "X" indicate that the analysis in the previous EIR adequately assesses the environmental impact of the project
alternative. Implementation of the project alternative would not alter the findings of the previously certified EIR,

Source: Michael Brandman Associates, July 1992.




This facility would not need to perform heavy maintenance needs (such as wheel truing, overhauls,
and painting). These functions can be done using the existing Blue Line maintenance yard in Long

Beach, or other RCC/SCRTD facilities, since these activities are expected to be infrequent.

A minimum of 10 to 15 acres would be needed to provide sufficient space for the maintenance and
storage of 38 to 42 light rail vehicles initially, and ideally up to 80 vehicles in the future. In addition,
the Pasadena-Los Angeles line’s branch with the proposed Glendale-Burbank line allows the
opportunity to service vehicles for both lines in a single location. An ideal site for such a facility

would be in the vicinity of the juncture of the two light rail lines.

A search for vacant or underused property was conducted adjacent to the Pasadena-Los Angeles line.
The alternative sites analyzed in this Supplemental Environmental Impact Report reflect the most

viable options.

Taylor Yard Site

Two options for the proposed light rail transit (LRT) maintenance facility at Taylor Yard are being
considered. Both options consider use of the facility for short- and long-term maintenance, storage,
and inspection of the LRT vehicles. Although a Taylor Yard site was examined in the previous EIR,
much of the originally-identified area is being used by the Southern California Regional Rail Authority
(SCRRA) for a Metrolink Commuter Rail Central Maintenance Facility. As a result, two adjusted
options within the greater Taylor Yard site are being considered: an "original” option using the site
presently owned by the LACTC adjacent to the Metrolink facility, and a "linear" option adjacent to
Southern Pacific’s rail yard on property not presently owned by LACTC.

Original Taylor Yard Option

This maintenance yard facility option is located on a 17-acre wedge-shaped parcel within Taylor Yard
and adjacent to the Metrolink Central Maintenance Facility (CMF) site. The CMF is a 29.3-acre
crescent-shaped parcel at the southern end of the larger 70-acre acquisition by LACTC in Taylor
Yard. The 17-acre parcel under consideration is bounded by the northerly property line of LACTC’s
acquisition and fronts San Fernando Road opposite EIm Street on the east (see Exhibit 3.3-2).

JOB/13620004.3 3-5
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Linear Taylor Yard Option

This option considers placement and development of the LRT maintenance facility on a linear-shaped
parcel adjacent to the northerly property line of the LACTC acquisition on the south, and fronts on
the Southern Pacific’s maintenance facility. This option provides for approximately 700 feet of
clearance between the LRT Maintenance Facility and San Fernando Road. The intent of this option
is to explore ways to minimize the visual presence and effects of the LRT maintenance facility, while
integrating its positive effects to achieve both LACTC and City of Los Angeles objectives for this

area, such as:

®  Promoting local employment.
®  Stimulating development of desirable land uses.

®  Preserving developable property adjacent to the community for more community-
oriented use.

This property is not currently under LACTC ownership.

A component to the Taylor Yard options involves a WYE connection near Avenue 19 at the Santa Fe
right-of-way, allowing trains to access the yard (see Exhibit 3.3-3). The main connector leg between
Union Station and Taylor Yard, which will also serve the Glendale-Burbank line when built, will
likely displace the old city jail and onsite city facilities (LADOT maintenance facility) located on 19th
street. An additional leg allowing southbound trains to access the yard would require use of the
Anting Corporation property. Without this nonrevenue leg, it would be necessary to route vehicles

to the Taylor Yard using a pocket track and crossover on the west bank of the river.
Cornfield Site

The Cornfield site is located immediately adjacent to the approved Pasadena-Los Angeles LRT
alignment, optimizing efficiency by having direct access to maintenance facilities without the need for
a long yard lead (see Exhibit 3.3-4). Use of the northern portion of what is called the "Cornfield,"
a large Southern Pacific (SP) holding north of Chinatown, is one of the alternative locations.
Although not currently in LACTC ownership, this alternative option provides direct access from the
Pasadena LRT and is located before the branch between the Pasadena LRT and Glendale LRT

alignments.
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West Bank Option

The site follows the west bank of the Los Angeles River from Mission Tower southward to US-101.
This area would be used for daily LRT maintenance and storage. When light rail extensions are
constructed beyond Glendale and Pasadena, the West Bank Yard will not be able to accommodate
additional maintenance and storage requirements, and additional facilities would need to be provided
at the outlying ends of these extensions (Exhibit 3.3-5). Therefore, this alternative is effective as a

short-term solution until an adequate maintenance facility can be permanently sited.

In order for light rail vehicles to reach the maintenance yard without impacting passenger service into
Union Station, an aerial structure would have to be constructed over existing rail lines leading to

Union Station’s boarding platforms.

333 STATION LOCATIONS

Thirty-six candidate stations (of which 17 stations related to the approved project) were examined in
Section 3.2B of the certified EIR with the caveat that not all stations identified as candidates would
be selected for construction once the alignment was approved. Three types of prototypical stations
were considered: at-grade, subway, and aerial. Station design will be standardized throughout the
system to the extent possible using a center platform, except when conditions require a side platform.
At-grade and aerial stations will be covered by canopies for protection from weather; lighting and

benches will be provided at each station.

Station locations will provide opportunities for connection between the different modes of
transportation serving each station area. Depending on the site characteristics of each station,
provisions for long-term parking lots, "kiss-and-ride" drop-offs, and short-term parking for passenger
loading and unloading would be included. Key parking and circulation factors were considered in the
certified EIR, and therefore are not reiterated in this document. See Section 3.4B of the certified EIR

for evaluation of potential station parking sites.

As identified in the certified EIR, additional stations or station entrances may be added over time to
better serve communities and to take advantage of future development patterns that could benefit future
LRT ridership and operations. Since certification of the previous EIR, the following stations have
been dropped from consideration: Fair Oaks, California, Los Robles, Hill, and Altadena. The

JOB/13620004.3 3-7
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Chinatown Station was amended under the Mitigated Negative Declaration in August of 1991. This
SEIR focuses on three potential modifications to the stations identified in the certified EIR.

Southwest Museum Station

The City of Los Angeles has requested that a station be considered adjacent to the location of the
Southwest Museum in Mount Washington at Marmion Way and Museum Drive along the previously
approved LRT alignment. The station would be directly accessible to users of the Senior Citizens
Convalescent Hospital and the proposed Ziegler Estate Child Care Facility located immediately across
from the at-grade station (see Exhibit 3.3-6).

Fillmore Street Station

The City of Pasadena has confirmed its preferred station locations within its city boundaries. As
expected, several of the stations included in the previously certified EIR have been dropped, and two
new station locations have been added. The City of Pasadena has approved a station at Fillmore
Avenue between Arroyo Parkway and Raymond Avenue, north of Glenarm Street, to serve Huntington
Hospital (see Exhibit 3.3-7). This station would consist of a side platform which would require the

closing of Fillmore Street between Arroyo Parkway and Raymond Avenue.

Allen Avenue Station

The City of Pasadena has approved a preferred station location at Allen Avenue (see Exhibit 3.3-8).
The Allen Avenue Station would be located within the AT&SF right-of-way in the median of I-210.

334 GRADE SEPARATIONS

The certified EIR concluded that no additional grade separations would be needed to mitigate traffic

and circulation impacts. At the request of the cities of Los Angeles and Pasadena, two grade

separations are now being considered.
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Marmion Way and Figueroa Street Grade Separation

An aerial flyover at the intersection of Marmion Way, Figueroa Street, and Pasadena Avenue is being
analyzed in response to the City of Los Angeles’ concern over the previously approved at-grade
crossing due to the awkward street configuration at this intersection. As in the previously approved
EIR, the rail line, Figueroa Street, Marmion Way, and Pasadena Avenue would all meet in the same
general area (see Exhibit 3.3-10). Although the certified EIR identifies and assesses impacts

associated with the at-grade alignment, the alignment can be reconsidered as either at-grade or aerial.

Constructing the at-grade Figueroa Street/Marmion Way station at the site cleared in the certified EIR
would no longer be feasible if the elevated structure were constructed. An at-grade station would
either have to be shifted farther to the south or north along the alignment, or an elevated station would
have to be constructed over Figueroa Street. Each of the three new locations for this station would
provide similar accessibility to light rail transit patrons in the communities of Lincoln Heights and
Mount Washington, with the following distinctions: (1) building an elevated station adds construction
costs; (2) placing the station north of the elevated structure could create operational problems if
constructed in conjunction with the proposed Southwest Museum Station, due to its close proximity;
and (3) placing the station south of the elevated structure could provide the opportunity for a park-and-
ride lot adjacent to the station (see Exhibit 3.3-10).

Colorado Boulevard Grade Separation

The City of Pasadena has requested that the feasibility and environmental analysis of a grade
separation along a four block portion of the approved LRT alignment at Colorado Boulevard (about
2,600 feet long) be studied in order to mitigate operational and safety concerns associated with the
currently planned at-grade crossings in this area. The grade separation is being considered with the
understanding that it must be constructed entirely within the existing and previously analyzed right-of-
way and that several historic buildings immediately adjacent to the right-of-way must be preserved.
A preliminary engineering and feasibility study is currently being prepared to determine whether this
subgrade configuration is feasible, given the criteria it must adhere to (i.e., avoidance of historic
structures, safe foundation characteristics and structural properties). Due to the sensitivity and
complexity of the construction conditions, should the feasibility study identify unavoidable constraints
or impacts associated with construction of this alternative, this option would be dropped from further

consideration.
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34 PHYSICAL CHARACTERISTICS

341 MAINTENANCE AND STORAGE YARD ALTERNATIVES

The three maintenance and storage yard sites are being considered to provide for daily inspection and
maintenance of light rail vehicles, central yard operations, and personnel changes. Both the Cornfield
and Taylor Yards would include storage tracks for vehicles and rail mounted maintenance equipment,
as well as turn-back tracks. Because of its constrained size, limited storage space and a reduced
maintenance facility for vehicles are provided at the West Bank site. The location of each storage and
maintenance facility is indicated in both Exhibits 3.3-2 and 3.3-3. Conceptual engineering drawings

for the rail storage and maintenance yard facilities are provided in Appendix F.

All three maintenance yard sites would consist of a building for the repair and regularly scheduled
maintenance of vehicles, and storage of tools and equipment. A work pit would be installed for access
to vehicle undercarriages for maintenance, cleaning, and inspections. A smaller structure would be
provided for vehicle washing and interior cleaning, and several smaller structures may also be
provided for various related uses. Both the Taylor Yard and Cornfield sites would provide several
storage tracks with switching capabilities. Taylor Yard would have the capacity of approximately 100
vehicles, while the Cornfield would be able to store approximately 75 vehicles. Because of its reduced
size, the West Bank alternative would have a storage capacity of only 40 vehicles. This option would
require future expansion in order to accommodate the maintenance and storage requirements of an
increased vehicle fleet due to the extension of the rail lines beyond Pasadena and Glendale. A grade
separated yard lead, approximately 0.5 miles in length, and 30 feet high would have to be constructed

in order to mitigate conflicts with Amtrak and Commuter rail operations.

The same type of light rail vehicle currently operating on the Long Beach/Los Angeles Line would
be used for the Pasadena Line and other future Blue Line branches and extensions. The vehicle is 90
feet long and 84 feet wide. The car body height is 11 feet 6 inches. The catenary height can range
from 13 feet 5 inches to 23 feet 5 inches. Multiple rail tracks and overhead catenary wires would

have an overall aesthetic impact on the current rail facility.
Maintenance requirements for the light rail vehicles include daily cleaning and inspection. Exterior

cleaning is done by an automated car washer in the yard. Current practice is to run the cars through

the washer immediately following servicing activity. Cars are returned to the car washer building
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which has an interior platform for equipment access in order to perform interior cleaning. An
additional platform used exclusively for interior cleaning is recommended as maintenance activities

increase.

The service and inspection facility would be used for preventative maintenance and minor repairs.
Preventative maintenance is normally performed at 5,000-mile intervals (approximately every 30

days). More extensive maintenance occurs at 180-day and 365-day intervals.

It is anticipated that major repairs and overhaul work would not occur at either of the three sites under
consideration. During the first 5 to 10 years of Pasadena Line operations, heavy repair or overhaul
requirements would be relatively sporadic, particularly because the vehicles would be relatively new.
It is anticipated that heavy repairs would be accommodated elsewhere. In many cases, this would be
done by removing major components and shipping them to the Del Amo Light Rail Facility, the
Metrolink Facility at Taylor Yard, SCRTD’s Central Maintenance Facility (for certain electronic
equipment), or to a private contractor. The choice would depend on the specific equipment and the
workload at the locations cited above. Therefore, most of the specialized work such as wheel truing,

painting, and body repairs would occur at locations other than this light rail facility.

3.5 OPERATIONAL CHARACTERISTICS

Running time estimates for the Pasadena-Los Angeles LRT Line were made by Manuel Padron and
Associates using a computer model that reflects station spacing and acceleration/deceleration rates for
the light rail vehicles. The maximum speed is 55 mph, although there are several curves where trains
would be restricted to slower speeds. The station dwell time is assumed to be 20 seconds. The model
was recently recalibrated to reflect actual observations of travel times on the Blue Line to Long Beach.

This resulted in an increase of about 10 percent from earlier run time estimates.

The station changes that are reflected in this analysis had offsetting results. The substitution of the
Fillmore Station for the California and Glenarm Stations resulted in a reduction of end-to-end travel
time of about 45 seconds. On the other hand, the addition of the Southwest Museum Station would
add about 45 seconds.

As a result of these changes, Manuel Padron and Associates have estimated that it will take a total

elapsed time of 28.7 minutes to travel from Union Station in downtown Los Angeles to the Sierra
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Madre Villa Avenue Station in Pasadena. Trains will travel at an average speed of 28.3 mph. Table
3.5-1 outlines the estimated running time of the Pasadena-Los Angeles LRT Line.

JOB/13620004.3 3-12



TABLE 3.5-1

ESTIMATION OF BLUE LINE RUNNING TIME
UNION STATION TO SIERRA MADRE VILLA (VIA HIGHLAND PARK)

Sta-Sta Elapsed

Cumul. Running Time Run

Max. Dist. Dist. Time Inc. Time

Station/Line Section Speed (miles) (miles) (min.) Dwell (min.)
Union Station (surface) 35 0.72 0.00 1.55 1.89 0.0
Chinatown (Alt. 4 5/3/90) 45 0.28 0.72 0.60 0.60 1.9
Curves 77+00 to 92415 55 i.19 1.01 1.60 1.93 2.5
Avenue 28/SF Row 55 0.90 2.20 1.53 1.86 4.4
Marmion Way/Figueroa 45 0.38 3.09 0.73 0.73 6.3
Curve 255+00 to 269+00 45 0.22 3.48 0.46 0.79 7.0
Southwest Museum Station 45 0.64 3.69 1.25 1.58 7.8
Marmion Way/Avenue 51 25 0.61 4.33 1.71 2.05 9.4
Marmion Way/Avenue 57 45 1.27 4.94 1.97 1.97 11.4
Curve 413400 to 417+00 45 0.76 6.20 1.06 1.06 13.4
Curve 443400 to 453400 45 0.13 6.96 0.34 0.68 14.5
Mission Street 45 0.46 7.09 0.84 0.84 15.1
Curve 484400 to 32+00 45 1.00 7.55 1.56 1.90 16.0
Fillmore Street 25 0.58 8.55 1.63 1.96 17.9
Del Mar Boulevard 25 0.35 9.13 0.94 0.94 19.8
Curve 101+50 to 107400 35 0.15 9.48 0.39 0.72 20.8
Memorial Park 35 0.32 9.63 0.70 0.70 21.5
Curve 118 +00 to 126+00 45 0.7 9.94 1.16 1.50 22.2
Lake Avenue 55 1.1 10.64 1.76 2.10 23.7
Allen Avenue 55 1.8 11.74 2.56 2.90 25.8
Sierra Madre Villa Avenue 13.54 28.7

Average Speed - 28.3 mph

Notes: 1. Between Union Station and Avenue 26, distances are based on Chinatown Alternative

No. 4 (5/3/90). Between Avenue 26 and Monterey/Pasadena, distances are based on
9/15/87 plan and profile drawings, except Marmion/Avenue 57 and East Pasadena
distances based on plan and profile drawings prepared by Bechtel (5/1/89). Freeway
station locations shifted, and California Street added, per Susan Rosales 8/14/91.
Southwest Museum Station added; Fillmore substituted for California and Glenarm 7/92.

2. Run times assume signal pre-emption at all crossings.

3. Run and dwell times based on actual Blue Line (LB-LA) performance.

4. Station dwell time = 0.33 minutes (20 seconds).

Source: Manuel Padron & Associates, July 1992,
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SECTION 4
ENVIRONMENTAL IMPACT ANALYSIS

4.1 LAND USE

This section of the SEIR discusses the proposed project’s impacts on existing land uses and
development located adjacent to the modified project. This discussion is focused on only those land
use impacts associated with revisions to the previously approved project as described in the previously
certified EIR. The analysis considers direct land use impacts, such as displacement, land use conflicts,
and potential changes in land use and/or land use patterns, which would occur over time once the

project is operational.

4.1.1 ENVIRONMENTAL SETTING

This SEIR analyzes a number of maintenance yards, grade separations, and new proposed station
locations. The Pasadena Light Rail Transit alignment originates at Union Station in downtown Los
Angeles. From there it proceeds on an elevated structure approaching Chinatown, then descends to
at-grade as it proceeds past the Cornfield Yard before crossing the Los Angeles River. Once across
the river, the predominantly at-grade alignment follows the Atchison Topeka & Santa Fe rail right-of-
way through the communities of Lincoln Heights, Mount Washington, and Highland Park, and the
City of South Pasadena before reaching its terminus in the City of Pasadena. The entire route will
be approximately 14 miles in length. Generalized existing land uses along the alignment are depicted
on Exhibit 4.1-1 and 4.1-2.

Yards and Connectors

Taylor Yard

The Southern Pacific Transportation Company’s (SPTCo) Taylor Yard property is approximately 243
acres and is defined by the Los Angeles River to the west and San Fernando Road to the east, SR-2
to the north, and I-5 to the south. Taylor Yard has served as a rail storage and maintenance facility
since the early 1900s. Since that time, various activities such as the coupling and decoupling of
freight trains, locomotive repair, operation and maintenance of insulated box cars, and storage of

railcars have occurred onsite. In the last 10 years, Taylor Yard has experienced a reduced level of
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activity associated with freight uses. Currently, the majority of the maintenance structures and
operations occur on the western portion of the site, an area still held by the Southern Pacific

Transportation Company (parcels G and H on Exhibit 4.1-3).

The Southern Pacific Transportation Company is offering for sale a large portion of Taylor Yard to
the east (parcels D, E, and F on Exhibit 4.1-3).

The Los Angeles Police Department (LAPD) is considering development of a new police academy and
a driver training facility within the same "for sale" area. These facilities are being considered under
separate proposals which reserve Taylor Yard as one of a number of potential sites. According to the
notices of preparation circulated for these two development proposals, both facilities could be

accommodated on parcels D, E and F.

LACTC and the Southern California Regional Rail Authority (SCRRA) have purchased 70 of the 243
acres at the south end of Taylor Yard for transit-related use and development (parcels B and C on
Exhibit 4.1-3).

The crescent-shaped parcel on the southern end of Taylor Yard is being constructed as a Metrolink
commuter rail maintenance facility for the Southern California Regional Rail Authority, of which
LACTC is a member agency. The commuter rail facility will maintain, clean, refuel, store, and
service locomotives for the five-county regional rail system. The commuter rail facility will have one
main shop building, a smaller washer building, and several minor structures. The majority of the site
will be occupied by storage and service tracks. Construction of the commuter rail facility began in
November 1991 and is expected to continue through March 1993. Commuter rail service is
anticipated to begin in October 1992. Most of the activities associated with the commuter rail portion

of Taylor Yard are anticipated to occur between the hours of 7:30 a.m. and 3:30 p.m.

The remaining LACTC site is presently vacant except for utility poles, a small number of equipment
sheds, and railroad tracks along the eastern edge of the property which run parallel to San Fernando
Road. Aerial utility lines traverse the site along the eastern bank of the Los Angeles River. The
property is separated from San Fernando Road by a 6-foot chain link fence along the eastern border
of the property. The western border of the proposed site is shared with the Southern Pacific
Transportation Company.
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Various proposals to build on the vacant "for sale" portions of Taylor Yard have been developed.
Through its efforts to subdivide and sell lots, SPTCo has entertained three (3) development concepts.
The largest of the concepts would be a grocery warehouse and distribution center located on 30 acres;
parcel D and the southern half of parcel E on Exhibit 4.1-3. A Costco and Food 4 Less comprise the
other two concepts. They would be located on portions of parcels E and F, respectively. The

remainder of parcels E and F would be developed with "power center” uses.

In relation to the development proposals noted above, the community has voiced a concern for a
development that would include amenities for area residents, new housing opportunities, jobs for
locals, and access to the Los Angeles River. These interests have initiated an open community
planning process. With the cooperation of the local council district and LACTC, the Los Angeles
Chapter of the American Institute of Architects (AIA/LA) is sponsoring the Taylor Yard Area
Planning and Urban Design Workshop. This process is utilizing community meeting and workshops
to identify the primary community concerns and develop realistic alternatives for Taylor Yard.
LACTC intends on further developing the resulting alternative through an additional transit related
development feasibility study.

The Northeast Area Plan of the City of Los Angeles General Plan designates the Taylor Yard as
"Heavy Industrial". This designation accommodates zones "M3" and "P" of the City of Los Angeles
Planning and Zoning Code. Zone "P" is applied to land to accommodate automobile parking. Zone
"M3" is applied to accommodate heavy industry such as gas, alcohol, ammonia, petroleum, paper,
plastic and asphalt manufacturing; automobile dismantling and junk yards; quarry and stone mills; and

railroad repair shops.

Original Taylor Yard Option

The Light Rail Transit service and maintenance facility currently proposed by LACTC would be
located on a 17-acre, triangular shaped portion of the LACTC property discussed above. A narrow
strip of light industrial and commercial buildings run parallel to the proposed site and are located east
of the site between San Fernando Road and Cypress Boulevard. Light industrial and manufacturing
facilities are also present across the Los Angeles River to the west of the site. Residential land uses
are located both east and west of the proposed site on the far side of the industrial and commercial

areas mentioned.
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Linear Taylor Yard Option

This alternative consists of a 16-acre strip of the yard set back 700 feet west of San Fernando Road,
adjacent to the existing SPTCo maintenance and operations area previously noted. The operational
characteristics would be the same as those at the currently proposed yard. This alternative location
would be isolated from existing non-railroad uses in the area. Other differences between the two

proposals in Taylor Yard are lot configuration and ownership of property.

Residential neighborhoods comprised of single-and multiple-family residences are located within one-
half mile of the project site, just east of Cypress Boulevard. Additional residential neighborhoods are
located within the general vicinity of the proposed project, largely to the east and west of the proposed

sites.

Four elementary schools and one junior high school are located within one-half mile of Taylor Yard.
Cypress Park and Elysian Valley Recreational Center are situated in the neighborhoods surrounding
the Taylor Yard site. Both Elysian Park and Dodger Stadium are located approximately three-quarters
of a mile to the southwest of the proposed project site across the Los Angeles River. Other nearby
recreational uses include a Class III bike route which crosses the Los Angeles River via Riverside
Drive south of Taylor Yard and then follows the western bank of the Los Angeles River northward
into the Griffith Park area. At present, a pathway is located between Taylor Yard and the Los Angeles

River and is delineated by a barbed wire chain link fence.

Taylor Yard Wye Connector

As indicated in Exhibit 3.3-3, the Taylor Yard Wye Connector would be located immediately adjacent
to the east bank of the Los Angeles River and follow the Avenue 19 roadway alignment from the
Pasadena Light Rail Transit alignment to the intersection of Avenue 19 and San Fernando Road. The
proposed path of this component is bordered by the Pasadena Freeway and Arroyo Seco Channel to
the north, industrial land uses to the south east, and an SPTCo right-of-way and the Los Angeles River
to the west. The connector is surrounded by industrial uses such as warehouses and vehicle and
equipment storage yards. The southern leg of the Wye would also function as part of the
Burbank/Glendale Line as it branches away from the Pasadena-Los Angeles Line. The northern leg
of this connector would function as a link from the Pasadena line to the proposed Taylor Yard Light

Rail Transit maintenance facility for movement of southbound trains directly to Taylor Yard.
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Cornfield Yard

The Cornfield Yard, comprising approximately 14 acres, would be located on the south side of the
proposed alignment in a large parcel owned by the Southern Pacific Transportation Company. The
Cornfield Yard is defined by North Broadway on the north and west, North Spring Street on the east,
the Los Angeles River to the north, and Chinatown to the south. All at-grade surrounding uses are
industrial manufacturing, distribution and warehousing. A small residential/commercial area northwest
of the Cornfield Yard is separated from the site by a 50-foot grade separation and North Broadway.
All uses north and west of this yard are separated by the 50-foot grade separation that runs from the
Broadway Bridge on the north, southward into Chinatown. This option is an alternative to both of

the potential Taylor Yard sites.

The Central City North Community Plan of the City of Los Angeles General Plan designates the
Cornfield Yard as "Light Industrial". This designation accommodates zones "M2", "MR2" and "P"
of the City of Los Angeles Planning and Zoning Code. Zone "P" is applied to land to accommodate
automobile parking. The "M2" zone accommodates uses such as airports or aircraft landing fields;
automobile dismantling and junk yards; correctional or penal institution storage yards of all kinds;
electric railroad yards; and rifle ranges. Zone "MR2" provides for the development of industrial uses
such as breweries, canvas and cloth manufacturing, fencing and woven wire manufacturing, aircraft

factories and recycling centers.

West Bank Option

The West Bank Option is located at the northwest corner of the Hollywood Freeway/Los Angeles
River intersection. This option would be divided into two sections. The southern segment is bound
by the Hollywood Freeway on the south, Keller Street on the west, Macy Street Bridge on the north,
and the Los Angeles River on the east. The northern segment is bound by Macy Street on the south,
an SCRTD bus maintenance facility and the Los Angeles County main jail on the west, SPTCo rights-
of-way on the north, and the Los Angeles River on the east. Adjacent land uses consist of public
works projects, government buildings and facilities, and industrial uses. The closest residential area
to this option is located approximately 200 yards to the northwest of the non-revenue connector (see
Exhibit 4.1-2).
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The Central City North Community Plan of the City of Los Angeles General Plan designates the area
of the West Bank Option for "Heavy Industrial.”" This designation accommodates zones "M3" and
"P" of the City of Los Angeles Planning and Zoning Code. Zone "P" is applied to land to
accommodate automobile parking. Zone "M3" is applied to accommodate heavy industry such as gas,
alcohol, ammonia, petroleum, paper, plastic and asphalt manufacturing; automobile dismantling and

junk yards; quarry and stone mills; and railroad repair shops.

Stations and Grade Separations

Southwest Museumn Station

The Southwest Museum Station would be located east of, and adjacent to, Marmion Way within the
Santa Fe right-of-way alignment discussed in the certified EIR. The platform would be located

approximately 100 feet south of the intersection of Museum Drive and Marmion Way.

Uses adjacent to this proposed station include a mix of multiple-family dwellings and institutional uses.
The institutional uses are the Southwest Museum and its Casa de Adobe Annex situated north of the
site and the Sycamore Convalescent Hospital, a church, and a senior citizen center and residential
facility located on the eastern boundary of the alignment right-of-way. Residential properties make
up the remainder of adjacent properties. As the alignment is stepped into the side of a southwesterly
facing hillside, the aforementioned uses are grade-separated from the proposed station. An existing
pedestrian tunnel passes beneath the rail right-of-way, providing protected pedestrian access between
Figueroa Street and Marmion Way. The Southwest Museum is located on the hillside approximately
100 feet above the rail alignment. Light Rail Transit patrons approaching the station from Figueroa
Street would have to pass under the alignment through the pedestrian tunnel which is also utilized for

Museum access. Patrons approaching from Marmion Way would walk down stairs to the platform.

Fillmore Street Station

This station would be located at the intersection of the AT&SF right-of-way and Fillmore Street.
LACTC intends to acquire properties adjacent to the westerly edge of the alignment and south of the
intersection for limited parking and other Light Rail Transit related services. The area is bounded by
commercial and warehouse uses, some of which will be redeveloped near the time of this project’s

implementation.
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Allen Avenue Station

The Allen Avenue Station would be located fully within the alignment approved in the 1989 draft EIR.
The precise location is at the intersection of Interstate 210 and Allen Avenue in the Santa Fe right-of-
way between the east and west bound lanes of the freeway. This area is in the northeastern portion
of the City of Pasadena. The intersection of Interstate 210 and Allen Avenue is generally bound by
single-family residential to the north and a mix or various residential densities and commercial uses

to the south.

Marmion Way and Figueroa Street Grade Separation

This grade separation would consist of an elevated structure to bypass the at-grade crossing of the
Figueroa Street, Marmion Way, Pasadena Avenue intersection. The proposed elevated structure
would be located in an area bounded by Marmion Way to the west, French Street to the south,
Pasadena Avenue and Figueroa Street to the east, and the extension of Avenue 42 to the north,
Surrounding land uses adjacent to the northern portion of the elevated structure (north of Figueroa
Street) consist of multi-family residential, with adjacent to the southern portion consisting of

neighborhood serving commercial.

The north and southbound tracks would be elevated above the existing grade from approximately
1,400 feet north of the Figueroa Street right-of-way until approximately 1,050 feet south of the
Figueroa street right-of-way, for a total of 2,600 feet (about one-half mile). The high point of the
flyover would be approximately 25 feet above the existing street level. The grade separation would
require adjustments to the station location at Marmion/Figueroa as analyzed in the certified EIR. One
potential shift southward positions the station adjacent to a warehouse on one side and residences on

the other. The warehouse location is under consideration as a parking facility.

Colorado Boulevard Grade Separation

The location of this subgrade is in Pasadena’s Old Town District, an area characterized by historic
buildings, antique shops, restaurants, and movie theaters. Old Town is one of the central focal points
within the city and receives heavy use for entertainment activities. The proposed site is located within
a commercial/retail business district bound by Memorial Park on the north, the Amtrak Pasadena Rail

Passenger Station on the south, Raymond Avenue to the west, and Arroyo Parkway to the east.
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The subgrade section would extend approximately 2,800 feet between the proposed Del Mar and
Memorial park stations and require closure of Holly Street. As the alignment is located between
buildings that face the streets, the subgrade section is bound by old freight car loading docks, parking
lots, and many buildings that are immediately adjacent to the alignment, some of which are registered

as historic landmarks (see Section 4.9, Cultural Resources).

4.1.2 ENVIRONMENTAL IMPACTS

This section examines the potential land use impacts associated with the revisions to the approved
Highland Park alignment, including Light Rail Transit maintenance facilities, stations, and grade
separations, which would arise from the construction and operation of the Pasadena-Los Angeles Light
Rail Transit. The focus of this analysis is on impacts associated with project components not
addressed in the previously certified EIR such as the grade separation, new station locations, and
maintenance facility sites. Impacts addressed include the displacement of existing land uses and
possible land use conflicts between the Light Rail Transit and adjacent uses, such as parking and

access.
Yards and Connectors

The candidate service and maintenance yards are proposed on sites which have either currently or have
in the past been used for diesel locomotive operations. Land use compatibility impacts associated with
light rail service and maintenance facilities would be less than those associated with diesel locomotive
switching and loading facilities.

Taylor Yard

The light rail service and maintenance facilities proposed by LACTC are consistent with the provisions

of the Northeast Area Plan of the City of Los Angeles General Plan and the requirements of the City
of Los Angeles Planning and Zoning Code.
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Construction Impacts

Construction activities associated with the proposed facility consist of the construction of onsite
parking areas, storage tracks, a car washer, a vehicle maintenance shop, equipment storage areas, and

a power substation(s). Construction would take place over a 9-month period.

Potential construction impacts generated by the proposed light rail facility include grading activities,
the export of graded materials, parking, disruption of traffic, noise associated with construction
activities, and fugitive dust emissions. Discussion of short-term traffic, noise, and air quality impacts
are included in Sections 4.2, 4.5, and 4.4. Mitigation measures proposed in these sections are
anticipated to reduce construction impacts to a level considered less than significant. Parking for

construction vehicles and equipment would occur onsite and not on adjacent residential streets.

Operational Impacts

Most of the daily activities would occur in the evening hours, after the light rail vehicles have come
out of service. Noise and vibration associated with the movement of the light rail vehicles in the late
evening and early morning hours would be a long-term, operational impact. In addition, the storage
yard and maintenance facilities would be brightly lit in the evening hours for both security and safety
purposes. Access to the light rail facility would be highly restricted. Preventative maintenance and
inspection activities shall occur in bays within the vehicle maintenance shop, thus buffering potential

noise impacts generated by repair activities.

Original Taylor Yard Option

Because the current use of the Taylor Yard is for diesel locomotive operations, utilization of the yard
for light rail maintenance facilities would not result in any increase in land use compatibility impacts
above existing conditions. Based on the currently proposed site configuration, structures housing the
service and maintenance operations and procedures would be located between 150 and 500 feet from
existing businesses fronting on San Fernando Road in Cypress Park. At this distance from the
Cypress Park Community, operational impacts are likely to result. Operational impacts resulting from
implementation of the Light Rail Transit service and maintenance facility are discussed in Section 4.4,
Air Quality; Section 4.5, Noise and Vibration; Section 4.6, Light and Glare; and Section 4.7, Risk
of Upset.
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Linear Tavlor Yard Option

This alternative would, with its 700-foot setback from San Fernando Road, provide an additional
buffer between Cypress Park businesses and homeowners. Based on a conceptual site plan sketch,
service and maintenance facilities would be located between 800 and 850 feet away from structures
fronting on San Fernando Road. Development of the Light Rail Transit service and maintenance yard
at this location would result is a lower level potential for operational impacts on the adjacent Cypress
Park community. Operational impacts resulting from implementation of the Light Rail Transit service
and maintenance facility are discussed in Section 4.4, Air Quality; Section 4.5, Noise and Vibration;
Section 4.6, Light and Glare; and Section 4.7, Risk of Upset.

Taylor Yard Wye Connector
Implementation of the Taylor Yard Wye Connector will result in the displacement of a LADOT

maintenace and storage facility, the Old City Jail and an Anhing Corpoaration storage building.
Property owners will be justly compensated in accordance with state law. Additional discussion of
employment and community services impacts related to the displacement of the Old City Jail are
discussed in the Burbank/Glendale Rail Transit Project Draft EIR; Chapter 5, Environmental Issues
Analysis; Section 5.2.2, Land Acquisition and Displacement Impacts; page 85.

Cornfield Yard

The light rail service and maintenance facilities proposed by LACTC are consistent with the specific
provisions of the Central City North Community Plan of the City of Los Angeles General Plan and
the requirements of the City of Los Angeles Planning and Zoning Code.

This alternative yard site is located in an industrial area and is currently used for locomotive
operations. Implementation of this alternative would result in a less intensive use of the site than
current diesel locomotive operations. Selection of this site is not anticipated to result in any adverse
land use compatibility impacts. Operational impacts resulting from implementation of the Light Rail
Transit service and maintenance facility are discussed in Section 4.4, Air Quality; Section 4.5, Noise
and Vibration; Section 4.6, Light and Glare; and Section 4.7, Risk of Upset.

JOB/13620004.4 4-10



West Bank Option

The light rail service and maintenance facilities proposed by LACTC are generally consistent with the
provisions of the Central City North Community Plan of the City of Los Angeles General Plan and
the requirements of the City of Los Angeles Planning and Zoning Code.

This option would be used as a temporary maintenance facility because the site provides limited space
for light rail vehicle storage in addition to lot configuration constraints for service and maintenance
facilities. Because the Light Rail Transit facilities would be located behind existing industrial uses and
adjacent to the Los Angeles River, no land use compatibility impacts are expected to result from
implementation of this option. Operational impacts resulting from implementation of the Light Rail
Transit service and maintenance facility are discussed in Section 4.4, Air Quality; Section 4.5, Noise

and Vibration; Section 4.6, Light and Glare; and Section 4.7, Risk of Upset.

While LACTC would have to acquire property to develop this option, this impact would not result in
the displacement of any structures or tenants. The law provides that all owners shall be given just

compensation.

Stations and Grade Separations

Southwest Museum Station

Develbpment of the Southwest Museum Station would require removal of approximately 600 feet of
onstreet parking which is currently underused, while potentially increasing the demand for parking
facilities in the immediate area. = This may cause an impact on on-street parking in adjacent

neighborhoods.

Due to the grade separation between adjacent land uses and the Light Rail Transit-alignment, land use
incompatibilities are not anticipated. Implementation of the Southwest Museum Station could result
in a beneficial impact to transit-dependent residents of the nearby senior center and multiple-family
dwellings by providing increased accessibility to Pasadena, South Pasadena, and downtown Los
Angeles. With this station located only 100 feet from the Southwest Museum entrance access ramp,
museum patrons would benefit from increased accessibility though users would still need to negotiate

a significant slope to reach the museum. It should be noted that the Long-Range Planning Committee
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of the Southwest Museum Board of Trustees recently contracted a consultant to prepare an economic
feasibility study to assess the possibilities of either remodeling or relocating the Southwest Museum.
The preliminary report is expected to be complete some time in the fall of this year. At this juncture,
museum officials are exploring alternatives for future management of museum resources and have no
specific proposals for renovation or relocation. If the museum were to relocate, there would not be
any museum accessibility benefits from this station location. However, this station’s proximity to
senior citizen medical facilities, residences, and the proposed CRA child care facility on the Zeigler
Estate, warrants consideration beyond that of museum accessibility. This station would be located
0.55 mile from the Marmion/Figueroa station and 0.60 mile from the Avenue 51 station. The issue
of station spacing becomes further complicated in light of decisions made on whether to provide an
aerial flyover at the intersection of Marmion Way/Figueroa, which in turn affects placement of the
Marmion/Figueroa station upon the location of the Marmion/Figueroa Aerial Flyover Station. If the
Marmion/Figueroa option is shifted northward to allow at-grade access, then the close spacing of the

Southwest Museum and Marmion/Figueroa stations is particularly awkward.

Development of this station would occur within the approved right-of-way and not result in any right-

of-way impacts.

Fillmore Street Station

Development of this alternative would require vacating Fillmore Street where it intersects with the
alignment right-of-way and, thus, result in an impact to traffic circulation and through traffic. This

station will not impact adjacent uses. Discussions of specific impacts relating to the Fillmore Street

vacation are included in Section 4.2; Transportation and Circulation.
Allen Avenue Station
As the Allen Avenue Station would be located within the AT&SF right-of-way between the east and

westbound lanes of 1-210, land use compatibility, parking displacement, and takings impacts would

not occur.
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Marmion Way and Figueroa Street Grade Separation

Implementation of the Marmion Way and Figueroa Street aerial flyover would not displace any

existing land uses or result in right-of-way impacts.

As indicated on Exhibit 3.3-10, there are three alternative station locations. The northernmost station
is shifted about 1,000 feet north of the original location, placing it fairly close to the proposed
Southwest Museum Station location. Under this configuration, pursuit of both stations would not be
recommended. The second alternative provides an elevated station above the Marmion Way/Figueroa
intersection. Finally, the southernmost station is located approximately 1,300 feet south of the
proposed aerial flyover. Selection of this site allows consideration of a park-and-ride facility using

adjacent industrial property.

Colorado Boulevard Grade Separation

Development of this alternative would require vacating Holly Street where it intersects with the
alignment right-of-way and, thus, result in an impact to traffic circulation and through traffic.
Discussions of specific impacts relating to the Holly Street vacation are included in Sections 4.2,

Transportation and Circulation, and 4.8, Aesthetics.

4.1.3 SUMMARY OF IMPACTS

Displacement/Right-of-Way Impacts

Table 4.1-1 indicates the land use impacts that would result along the right-of-way of the proposed
alignment, grade separations, and station locations currently under consideration. The potential
displacement impacts will involve removal of existing development and its replacement with Light Rail
Transit facilities, such as stations and station entrances, parking, and other transit station facilities.
The table also indicates the corresponding map reference (Exhibit 4.1-4) where the displacement will

occur.
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TABLE 4.1-1

DISPLACEMENT/RIGHT-OF-WAY IMPACTS

Map
References* Location Description of Impact
A Taylor Yard Property acquisition from SPTCo.
B Cornfield Yard Property acquisition from SPTCo.
C West Bank Option Property acquisition from Santa Fe Railroad.
D Taylor Yard Wye Demolition of LADOT maintenance facility,
Old City Jail, and an Anhing Corporation
structure.
E Fillmore Station Partial taking for criteria curves.
Real estate at station.
F Colorado Boulevard Partial® takings for criteria curves.
Grade Separation
G Figueroa/Marmion Potential real estate for parking if station
Grade Separation adjusted to the South.

. Letters refer to locations shown in Exhibit 4.1-4.

Partial takings result when implementation of the Light Rail Transit would require acquisition

of a small portion of an impacted site. In such cases, LACTC would not acquire the parcel in

full, they would only take the part needed.

Source:

Bechtel Civil, Inc., 1992.

A more complete list of affected property owners would be compiled as part of the right-of-way

acquisition process.

Displacement Related to Parking and Access

Development of the Southwest Museum Station would require removal of on-street parking along the

northbound lane of Marmion Way. This space will be used for a "kiss-n-ride" area. According to

field observations, the existing on-street parking is not fully used. However, as the station will create

an increased demand for parking in the immediate area, an impact will result.
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Additionally, development of the Colorado Boulevard grade separation and Fillmore Station would
require closure of Holly Street and Fillmore Street where they intersect with the Light Rail Transit
right-of-way. These closures would reduce access to the surrounding uses and complicate existing
circulation patterns. However, as the closures would not eliminate access to any uses, they are not

considered significant impacts.

Impacts on Sensitive Land Uses

Impacts to adjacent sensitive land uses could result from implementation of the alternative yard
proposals. The level of significance of land use incompatibility impacts to sensitive land uses generated
by operation of the alternative yard proposals is contingent upon the magnitude of other substantive
impacts (i.e., noise, air quality, light and glare, etc.). Section 4.4, Air Quality; Section 4.5, Noise
and Vibration; Section 4.6, Light and Glare; and Section 4.7, Risk of Upset discuss the magnitude

of specific substantive impacts.

Construction Impacts

As construction impacts are short-term effects of project development and not associated with the long-
term characteristics of land uses, the primary short-term impacts of construction activities are
discussed in Section 4.2, Transportation and Circulation, Section 4.4, Air Quality, and Section 4.5,

Noise and Vibration.

4.1.4 MITIGATION MEASURES

The LACTC would provide just and appropriate compensation in accordance with California law to
property owners. In the acquisition of real property by a public agency, the state requires that
agencies: (1) ensure consistent and fair treatment for owners of real property; (2) encourage and
expedite acquisition by agreement in order to avoid litigation and relieve congestion in the courts; and

(3) promote confidence in public land acquisition,
In areas where proposed stations do not include parking facilities, parking overflow would become

a problem. The extent of this problem cannot be identified until the Light Rail Transit system is in

operation. The following mitigation measures are recommended:
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Once the light rail facility is in operation, a parking analysis shall be prepared to
identify any parking overflow problems. Special parking permit programs in
residential areas or enforcement of time limits in commercial areas can be
implemented to reduce the impact of parking overflow if supported by the findings
of the parking analysis.

If Taylor Yard is chosen for the Police Bond Programs (New Academy and Driver
Training Facility), a Burbank/Glendale Rail Transit station and the LRT service and
maintenance facility, the LACTC development activities shall be coordinated with
the Los Angeles City Bureau of Engineers. '

4.1.5 LEVEL OF SIGNIFICANCE AFTER MITIGATION

Implementation of the above mitigation measures would reduce land use impacts to an acceptable

level.
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4.2 TRANSPORTATION AND CIRCULATION

The traffic and circulation analysis prepared by Katz, Okitsu and Associates analyzes the traffic
impacts of revised route and station options along the proposed Pasadena-Los Angeles Light Rail
Transit corridor. Each new option which warranted updating traffic impacts to the year 2010 is
described below. The findings of this analysis on impacted intersections and potential mitigations
supplement two traffic impact studies performed earlier. The traffic study dated October 13, 1988,
for the Southwest Corridor EIR submitted by DKS Associates covered the southwest portion of the
proposed Highland Park route option, from downtown Los Angeles to the Monterey/Pasadena Station
in South Pasadena. That study also covered the North Main Street route option through Lincoln
Heights and El Sereno. A second traffic study dated October 6, 1989, for the revised draft EIR,
submitted by DKS Associates in association with Katz, Okitsu & Associates, covered the corridor’s

northeast portion from South Pasadena to the terminus at Sierra Madre Villa Avenue in Pasadena.

An earlier June 9, 1989, traffic study for the Route Refinement Study by DKS Associates was
superseded by the October 6, 1989, report. However, the earlier report provides useful information
about existing transit service in Pasadena, the base traffic conditions for the Year 2010 in downtown
Pasadena, and the proposed roadway configuration at the Light Rail Transit terminus in northeast
Pasadena, as well as other proposed Light Rail Transit routes along Colorado Boulevard and Green

Street.

4.2.1 ENVIRONMENTAL SETTING

Yard and Connector Options

Traffic impacts related to yard activities are generally considered to be minimal. The sole area of
concern related to traffic circulation impacts is in connection with establishing a "Wye" connector to
Taylor Yard in the vicinity of Avenue 19 and the ATSF Row.

Directly north of the Santa Fe Railroad bridge, Avenue 19 is 43.5 feet wide with two travel lanes and
parking on each side of the street. The old city jail and a Los Angeles Department of Transportation
facility occupy the west side of Avenue 19. Several industrial facilities front the east side of
Avenue 19, including Anhing Corporation, M&M Wholesale Distributors, and Angelica Health

Services. These businesses generate parking demands on both sides of Avenue 19, using the
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roadway’s full parking capacity. M&M Distributors also use Avenue 19 for truck turning movements
adjacent to its loading facility. North of the old city jail, northbound and southbound traffic separate

into two roadways, each carrying two travel lanes under the Pasadena Freeway and Riverside Drive.

At its T-intersection with San Fernando Road, Avenue 19 is a four-lane roadway, carrying an average
daily traffic (ADT) of 5,400 vehicles, according to a Los Angeles Department of Transportation
(LADQOT) 1989 traffic count. This intersection is controlled by stop signs for northbound traffic on
Avenue 19, and for westbound traffic from San Fernando Road. Left turns are prohibited for
westbound traffic on San Fernando Road. An analysis of manual traffic counts performed on April
22 and April 24, 1992, is depicted in Table 4.2-1.

TABLE 4.2-1

EXISTING LEVELS OF SERVICE - AVENUE 19/SAN FERNANDO ROAD

Existing
Volume Level
to of
Capacity Service
Intersection Period v/C) (LOS)
Avenue 19/San Fernando Road AM. 0.45 A
P.M. 0.35 A

Source: Katz, Okitsu Associates, July 1992.

Southwest Museum Station

Marmion Way at the intersection of Museum Drive is 42 feet wide, two lanes, with parking on each
side of the street. Very light parking demand was observed on Marmion Way duﬁng day and evening
observations. The Average Daily Traffic on Marmion Way at Museum Drive is approximately 7,600
vehicles (per LADOT 1988 traffic count). Museum Drive forms a T-intersection with Marmion Way.
This intersection is controlled by stop signs on all approaches only at southbound Marmion Way and
eastbound Museum Drive. Several garages abut the west side of Marmion Way south of Museum
Drive, adjacent to the 5-foot sidewalk. A pedestrian tunnel crosses under the Santa Fe railroad tracks

east of Marmion Way, serving the adjacent residences.
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Fillmore Street Station

Fillmore Street is a 30-foot wide, two-lane roadway, with parking on each side of the street. The
intersection of Fillmore Street and Arroyo Parkway is controlled by stop signs for Fillmore Street
traffic. The nearest traffic signals along Arroyo Parkway are at California Boulevard to the north,
and at Glenarm Street to the south. These intersections were analyzed in the October 6, 1989, traffic
impact study. For the existing conditions analysis, traffic volumes for the Arroyo Parkway/California
Boulevard and Arroyo Parkway/Glenarm Street intersections have been adjusted from the 1989
volumes, using an annual growth rate of 1 percent. The existing p.m. peak hour levels of service at

the study intersections are as shown in Table 4.2-2.

TABLE 4.2-2

EXISTING TRAFFIC LEVELS OF SERVICE - ARROYO PARKWAY

__Existing

Intersection Period V/C LOS
Raymond Avenue/California Blvd. P.M. 0.56 A
Raymond Avenue/Glenarm Street P.M. 0.46 A
Arroyo Pkwy./California Blvd. P.M. 0.61 B
Arroyo Pkwy./Fillmore St. P.M. 0.43 A
Arroyo Pkwy./Glenarm St. P.M. 0.92 E

Source: Katz, Okitsu Associates, July 1992.

Allen Avenue Station

Allen Avenue is a four-lane roadway, with raised median, on-street parking, and left turn lanes at its
intersections with Corson Street and Maple Street. It carries 20,500 vehicles per day north of 1-210,
and 17,000 vehicles per day south of I-210 (per City of Pasadena Traffic Flow Map).

Corson Street is a two-lane eastbound frontage road on the south side of I-210, carrying 4,500 vehicles
per day west of Allen Avenue, and 4,000 vehicles per day east of Allen Avenue. Parking is permitted
on the south side of Corson Street, along with an eastbound bicycle lane which begins east of Allen

Avenue.
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Maple Street is a two-lane westbound frontage road on the north side of 1-210. It carries
13,700 vehicles per day west of Allen Avenue, and 10,800 vehicles per day east of Allen Avenue.
Parking is prohibited during daytime hours, and a westbound bicycle lane begins west of Allen
Avenue. The intersection levels of service for existing p.m. peak hour conditions are shown on
Table 4.2-3.

TABLE 4.2-3

EXISTING LEVELS OF SERVICE - ALLEN AVENUE

Existing
Intersection Period v/C LOS
Allen Ave./Maple St. P.M. 0.50 A
Allen Ave./Corson St, P.M. 0.66 B

Source: Katz, Okitsu Associates, July 1992.

Marmion Way and Figueroa Street Grade Separation

The intersection of Marmion Way, Figueroa Street, and Pasadena Avenue is an "H"-shaped
intersection. It was analyzed in the Southwest Corridor EIR, and documented in the October 13, 1988
traffic impact study. The existing level of service at the time of that study is shown in Table 4.2-4.

TABLE 4.2-4

EXISTING LEVELS OF SERVICE - FIGUEROA/MARMION AND PASADENA

Existing
Volume Level
to of
Capacity Service
Intersection Period (V/C) (LOS)
Figueroa/Marmion and Pasadena AM. 0.49 A
P.M. 0.48 A

Source: Katz, Okitsu Associates, July 1992,
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Colorado Boulevard Grade Separation

Existing conditions are addressed in the October 6, 1989, traffic impact study. Table 4.2-5 below
shows the intersections analyzed in this study, along with the existing p.m. peak hour levels of service
at the time of the 1989 study. The only change from the 1989 study is at the intersection of Fair Oaks
Avenue and Colorado Boulevard, where the addition of left turn lanes on Colorado Boulevard has
improved the level of service from E to C (Table 4.2-5).

4.2.2 ENVIRONMENTAL IMPACTS

Operational

Taylor Yard Wye Connector

The tracks for the Glendale Light Rail Transit Project, which would also serve northbound trains
entering a Taylor Yard maintenance facility, will occupy parts of the existing southbound lanes of
Avenue 19. This will force all Avenue 19 traffic onto the existing northbound lanes. A possible
layout is shown in Exhibits 4.2-1 and 4.2-2. The intersection of San Fernando Road and Avenue 19
could be modified as shown. The intersection could be uncontrolled, with southbound left turns

yielding to northbound traffic. Intersection levels of service are as shown on Table 4.2-6.

Projected volumes for the year 2010 were derived from the existing conditions, using a 1 percent
annual growth rate. The Light Rail Transit project is not expected to generate an increase in traffic

over no-build conditions.

The V/C ratios for the year 2010 with Light Rail Transit are acceptable, so that no further mitigation
measures are needed. The V/C ratio for the Year 2010 with Light Rail Transit may appear to be
higher than the no-build. However, this merely represents the relocation of the bottleneck for
southbound traffic. The point of convergence from two southbound lanes to one, currently adjacent
to the old city jail, will move to the intersection of Avenue 19 and San Fernando Road. Since the
southbound through lane represents the only critical movement at the intersection, the level of service

will be the same as the midblock level of service adjacent to the old city jail.
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TABLE 4.2-5

EXISTING LEVELS OF SERVICE VOLUMES - COLORADO SUBGRADE

Existing
Intersection Period V/C _LOS
Fair Oaks Ave./Walnut St. P.M. 0.54 A
Fair Oaks Ave./Holly St. P.M. 0.51 A
Arroyo Pkwy./Holly St. P.M. 0.27 A
Fair Oaks Ave./Union St, P.M. 0.32 A
Arroyo Pkwy./Union St. P.M. 0.17 A
Fair Qaks Ave./Colorado Bl. P.M. 0.79 [
Fair Oaks Ave./Green St. PM. 0.41 A
Arroyo Pkwy./Colorado Bl. P.M. 0.46 A
Raymond Ave./Holly St. P.M. 0.20 A
Arroyo Pkwy./Green St. P.M. 0.35 A

Source: Katz, Okitsu Associates, July 1992.

TABLE 4.2-6

INTERSECTION LEVELS OF SERVICE - TAYLOR YARD WYE CONNECTOR

2010 2010
Existing No Build With LRT
Intersection Period vV/C LOS v/C LOS V/C LOS
San Fernando Rd & AM. 0.45 A 0.53 A 0.80 D
Avenue 19 P.M. 0.35 A 0.42 A 0.57 A

Source: Katz, Okitsu Associates, July 1992.
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The east roadway of Avenue 19 south of San Fernando Road is 24 feet wide. This roadway width
is sufficient in terms of roadway capacity to handle one lane of traffic in each direction. However,

vehicle speeds should be reduced because of the increased possibility of a head-on collision.

Near the old jail site, the Glendale Light Rail Transit tracks and the non-revenue connector structure
should be situated so that no parking spaces are lost. Furthermore, Avenue 19 at the M&M driveway

should be maintained at its current width so that trucks can maneuver into the loading dock.

Southwest Museum Station

The proposed station at this location will be located on the existing Santa Fe right-of-way, to the south
of the intersection of Museum Drive and Marmion Way. The existing 42-foot roadway width for
Marmion Way will be widened by about 2 feet on the east side to provide a turnout for automobile
and bus loading. A 10-foot sidewalk will be provided as well along this turnout. A possible layout

and cross-section are shown in Exhibits 4.2-3 and 4.2-4.

The number of automobile trips generated by this station are expected to be low. Only a few kiss-and-
ride trips are expected. Some impact to traffic capacity will occur because of parallel parking
movements, as well as an increase in pedestrian activity. However, the traffic impacts are expected
to be insignificant. Curbside parking will be lost adjacent to the station, but field observations reveal

little use of the existing curbside parking space.

The pedestrian path that currently crosses beneath the railroad tracks will be upgraded from Woodside
Drive so that it provides safe and convenient pedestrian access from Marmion Way to the station
platform. The existing pedestrian tunnel will remain but will be upgraded to ensure personal security
and to meet federal safety standards. Observations of current usage reveal that pedestrians avoid the

existing tunnel for personal security reasons, preferring to walk across the Santa Fe Railroad tracks.
Fillmore Street Station

A park-and-ride lot is proposed for the southwest corner of Raymond Avenue and Fillmore Street.
This station replaces the Glenarm Station proposed earlier. The number of p.m. peak hour automobile

trips generated by the Fillmore Station should be the same as for the Glenarm Station, which was 65
park-and-ride trips from the station, 10 park-and-ride trips to the station, and 31 kiss-and-ride trips
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(Pasadena-Los Angeles Traffic Impact Study, October 6, 1989). Ambient growth in traffic is assumed
to be 1 percent per year (refer to Table 4.2-7).

A variation on the proposed Fillmore Street Station requires the closing of Fillmore Street. This
requires diverting traffic from Fillmore Street onto either California Boulevard or Glenarm Street.
Traffic on California Boulevard will increase by over 50 vehicles during the p.m. peak hour, and
traffic on Glenarm Street will increase by over 100 vehicles during the p.m. peak. Capacity analysis
results for the year 2010 p.m. peak hour are shown in Table 4.2-7.

TABLE 4.2-7

PROJECTED LEVELS OF SERVICE: FILLMORE STREET STATION

Mitigated Mitigated
2010 Fillmore Fillmore Fillmore Fillmore
No Build Open Open Closed Closed
Intersection V/IC LOS V/C LOS V/C LOS V/C LOS V/C LOS

Arroyo Pkwy./California Bl. 0.81 D 093 E 090 D* 097 E 095 E*
Arroyo Pkwy./Fillmore St. 0.60 A 060 A - - 0.57 A - -
Arroyo Pkwy./Glenarm St. 1.12 F 1.17 F 09 E 1.17 B 0.97 E°
Raymond Ave./California Bl. 0.67 B 080 D - - 080 C 0.8 D
Raymond Ave./Glenarm St. 0.55 A 062 B - - 063 B - -

*  Mitigation could be obtained if Fillmore Street is kept open by widening the southbound approach
to provide a right turn lane. However, this measure will only partially mitigate the traffic impact
where Fillmore Street is closed.

®  Mitigation could be obtained by widening the northbound approach to provide a right turn lane,

Source: Katz, Okitsu Associates, July 1992.

The capacity analysis for the intersection of Arroyo Parkway and Fillmore Street was performed as
if it were signal-controlled. However, traffic volumes are not sufficient to warrant a signal, even with

the Light Rail Transit station.
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The Arroyo Parkway/California Boulevard intersection is significantly impacted by traffic generated
from both the Fillmore and Del Mar Stations. Mitigation measures may be required because the V/C
ratio exceeds 0.90. The proposed mitigation measure is to widen the southbound approach to the
intersection and provide a southbound right turn lane. This is the same mitigation measure

recommended in the October 6, 1989, report for the Glenarm Station.

The intersection of Glenarm Street and Arroyo Parkway will be impacted by either of Fillmore Station
options. The impact can be mitigated by widening the northbound approach to the intersection to
provide a northbound right turn lane. This is the same mitigation measure recommended in the

previously certified EIR for the Glenarm Station.

Allen Avenue Station

A Light Rail Transit station has been proposed for the median of 1-210, with access to the sidewalk
of Allen Avenue by way of stairs and elevator. The station will generate some kiss-and-ride traffic.

The estimated number of trips generated is 11 during the evening peak hour.

The intersection levels of service for the p.m. peak hour conditions are shown in Table 4.2-8.

TABLE 4.2-8
PROJECTED LEVEL OF SERVICE: ALLEN AVENUE STATION
2010 2010
Existing No-Build With LRT
Intersection Period V/C LOS V/C LOS v/C LOS
Allen Ave./Maple St. P.M. 052 A 063 B 064 B
Allen Ave./Corson St. P.M. 067 B 080 D 081 D

Source: Katz, Okitsu Associates, July 1992.

Volumes for the year 2010 were projected from the existing conditions using a 1 percent annual
growth rate. The 2010 with Light Rail Transit V/C ratios are well beneath the threshold V/C ratio
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of 0.99 set by the City of Pasadena for intersections near I-210, so the traffic impact would be

insignificant.

Marmion Way and Figueroa Street Grade Separation

This intersection was analyzed in the certified EIR for the year 2010 no-build and year 2010 with at-
grade Light Rail Transit options. An alternative proposal for this intersection is to provide grade
separation between the Pasadena Light Rail Transit and traffic, with the Light Rail Transit tracks on
an aerial structure. A variation of this alternative will provide for a park-and-ride station, located at

French Avenue at the southern end of the aerial structure.

If no park-and-ride lot is provided, the projected number of trips generated by the station for both the
a.m. and p.m. peak hours is 107, as documented in the October 1988 traffic study. If park-and-ride
is provided, the number of trips generated increases to 200 park-and-ride trips and 112 kiss-and-ride
trips. The proposed site of the parking lot is approximately 2 acres. Using an estimated rate of 100
parking spaces per acre, the parking lot should hold about 200 parking spaces. Discussions with
SCAG staff indicate that demand for parking spaces is expected to be extremely high for this area.
Given this high demand, it is assumed that all 200 parking spaces will fill up during the morning peak
hour. The evening peak hour trips generated will also be 200. Kiss-and-ride demand is estimated
using the same method used in the October 1988 and October 1989 traffic reports, where morning
peak hour boardings onto the LRT are multiplied by a 25% factor. The number of boardings is
estimated at 449, so the number of kiss-and-ride trips is 112 vehicles per hour for both the morning

and evening peak hours. The results are summarized in Table 4.2-9.

TABLE 4.2-9

PROJECTED LEVELS OF SERVICE: MARMION WAY/FIGUEROA STREET
GRADE SEPARATION

, 2010
2010 2010 2010 Aerial
Existing No Build At-Grade Aerial + P&R
Intersection Period V/C LOS V/C LOS V/C I1OS V/C LOS V/C LOS
Figueroa/Marmion A.M 0.49 A 064 B 0.84 D 0.68 B 0.69 B
& Pasadena PM 048 A 064 B 072 D 871 € 0.66 B

Source: Katz, Okitsu Associates, July 1992.
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The intersection will operate at an acceptable level of service, with the volume-to-capacity ratio (V/C)
under 0.90 for both A.M. and P.M. peak hours.

Colorado Boulevard Grade Separation

A modification to the Light Rail Transit profile is proposed between the Del Mar Boulevard and Holly
Street stations, creating a subway for the tracks. This will eliminate conflicts with vehicular traffic
at Green Street, Colorado Boulevard, and Union Street. The tracks will elevate to the proposed at-
grade station near the intersection of Arroyo Parkway and Holly Street. In conjunction with this
proposal, the west leg of the Holly Street/Arroyo Parkway intersection will be eliminated, creating
a cul-de-sac on Holly Street east of Raymond Avenue. The north leg of the intersection, which serves
as a driveway for the existing police department building, will be closed as part of the Civic Center
West development. This will leave an "L" shaped intersection, with the east leg of Holly Street and
the south leg of Arroyo Parkway remaining.

This modification could affect traffic volumes at 10 study intersections. The October 6, 1989, traffic
impact study analyzed the level of service at these intersections, assuming that the Light Rail Transit
tracks would be at-grade. The revised levels of service shown in the right column labeled "2010
subway" reflect the elimination of train preemptions along Arroyo Parkway, and also reflects the
diversion of traffic from the closure of Holly Street. The projected number of kiss-and-ride trips
generated by the Holly Street/Memorial Park station during the p.m. peak hour is 39, as documented
in the 1989 study. Ambient growth in traffic is assumed to be 1 percent per year. P.M. peak hour

level of service is shown in Table 4.2-10.

Fair Oaks Avenue/Colorado Boulevard is the only intersection which is impacted beyond an acceptable
level of service. This impact occurs whether or not Holly Street is closed. Even with implementation
of the mitigation measure recommended in the certified EIR, this intersection would be impacted
beyond an acceptable level of service. Although traffic volumes are projected well beyond the
intersection’s capacity, no additional mitigation measures are recommended. Any increase in capacity
would require the purchase of additional right-of-way, which would be infeasible given the nature of
adjacent development. The addition of left turn lanes on Colorado Boulevard has significantly
improved the level of service since the 1989 study. Further improvement is attainable by a stringent

enforcement of existing left turn prohibitions for Fair Qaks Avenue traffic.
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TABLE 4.2-10

PROJECTED LEVELS OF SERVICE: COLORADO SUBGRADE

2010 2010 2010
Existing No-Build At-Grade Subway
Intersection Period V/CLOS V/C LOS V/C LOS V/C LOS

Fair Oaks Ave./Walnut St. P.M. 054 A 08 D 0.87 D 08 D
Fair Oaks Ave./Holly St. P.M. 051 A 069 B 073 C 057 A
Fair Oaks Ave./Green St. P.M. 041 A DT & 063 B 063 B
Arroyo Pkwy./Holly St. PM. 027 A 038 A 030 A 012 A
Raymond Ave./Holly St. PM. 020 A 025 A 028 A 021 A
Fair Qaks Ave./Union St. P.M. 032 A 050 A 056 A 058 A
Arroyo Pkwy./Union St. PM. 0.17 A 028 A 03¢ A 029 A
Fair Oaks Ave./Coloradko P.M. 079 C 129 ¥ 131 F 13 . F
Arroyo Pkwy./Colorado PM. 046 A 073 C 086 D 077 C
Arroyo Pkwy./Green St. PM. 035 A 047 A 049 A 049 A

Source: Katz, Okitsu Associates, July 1992.

Taylor Yard Wye Connector

Because Avenue 19 will be modified at its intersection with San Fernando Road, closure of Avenue

19 will be required just south of San Fernando Road. Access to businesses on Avenue 19 will be

from the south.

Construction of the bridges for the Pasadena Light Rail Transit and the non-revenue connector may
also require temporary closure of Avenue 19. Access to businesses on Avenue 19 will be from the
north. This work must be staged so that access to businesses such as Anhing and M&M is

maintained. Furthermore, construction work should keep clear of the driveways for Anhing and

M&M to allow truck movements into these businesses.
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Southwest Museum

The widening of Marmion Way to provide for a station drop-off zone will require temporary parking
prohibitions on both sides of the street, and the relocation of an SCRTD bus zone. Complete closure

of Marmion Way should be avoided since there are no satisfactory parallel detour routes.

Fillmore Street Station

Construction of the Fillmore Street light rail crossing will require the complete closure of the
roadway. Since Fillmore Street is lightly traveled, the impact of this closure is minimal. Roadway
widening associated with the suggested mitigation measure at the Arroyo Parkway/California

Boulevard intersection will require temporary lane closures.

Allen Avenue Station

Construction of the Light Rail Transit station should be conducted so that one lane of traffic in each

direction is maintained at all times on Allen Avenue.

Marmion Way and Figueroa Street Grade Separation

Construction of an aerial guideway for Light Rail Transit over the intersection of Marmion Way,
Figueroa Street, and Pasadena Avenue may require closure of lanes, or occasionally entire roadways,
which would result in a temporary but significant impact to existing traffic conditions. Since there
are no attractive alternate routes across the existing Santa Fe right-of-way during construction, care

should be taken to avoid closing this crossing for longer than a few hours at a time.
Colorado Boulevard Grade Separation
Construction of the subgrade may necessitate temporary street closures at Green Street, Colorado

Boulevard, and Union Street. During the closure of any one of these roadways, it is vital that all
other east-west streets are maintained at full capacity.
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4.2.3 MITIGATION MEASURES

At the Taylor Yard Wye Connector, construction activity shall keep clear of
driveways for Anhing and M&M to allow truck movements into these businesses,
and to avoid impacting existing traffic and parking demands of adjacent businesses,
that use Avenue 19 for employee parking and for delivery access.

Closure of lanes and/or entire roadways to allow for the construction of the
Marmion Way and Figueroa Street grade separation shall be avoided during the peak
commute hours of 6 a.m. to 9 a.m. and 3 p.m. to 6 p.m.

Complete closure of Marmion Way for construction of the Southwest Museum
Station shall be avoided.

During construction of the Colorado Boulevard grade separation, all east-west streets
shall be maintained at full capacity.

Construction of the Allen Avenue Station shall be conducted so that one lane of
traffic in each direction is maintained at all times on Allen Avenue.

If Fillmore Street is not closed, Arroyo Parkway at California Boulevard should be
widened on the southbound approach to provide a southbound right turn lane.
Arroyo Parkway at Glenarm Street should be widened on the northbound approach
to provide a northbound right turn lane.

4.2.4 LEVEL OF SIGNIFICANCE AFTER MITIGATION

Construction of the Marmion Way and Figueroa Street grade separation would result in temporary,

but unavoidable, significant adverse impacts on traffic circulation during construction.

The intersection of Fair Oaks Avenue/Colorado Boulevard would be impacted beyond an acceptable

level of service under all Colorado Boulevard grade separation scenarios; no-build, at grade, or

subway. There are no reasonably feasible mitigation measures that would reduce the level of impact

to an acceptable level of service.
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4.3 GEOLOGY, SOILS, AND SEISMICITY

4.3.1 ENVIRONMENTAL SETTING

General Topography and Physiography

The terrain within the project area exhibits considerable variation, ranging from relatively level
topography in the vicinity of downtown Los Angeles to sloping dissected hills in northeast Los
Angeles. Major physiographic features within and immediately adjacent to the project area include
the Elysian Hills and the Repetto Hills which are separated from each other by the Los Angeles river
plain. The Repetto Hills are further bisected by the Arroyo Seco, which empties into the Los Angeles

River near Elysian Park.

The topography within the planning area is gently sloping toward the Los Angeles River and forms
gentle hills to the north and southwest of the Arroyo Trabuco junction with the Los Angeles River,
where the Light Rail Transit alignment begins in downtown Los Angeles. In the vicinity of the river,
topography is nearly flat, except near the Elysian Hills which rise behind and along the western border
of the Cornfield Yard site.

Through the San Rafael Hills, the Arroyo Seco has formed a narrow valley consisting of gently
sloping topography surrounded by moderate hills. The Light Rail Transit alignment follows the
Arroyo Seco closely as it provides one of the few fairly level passages through the San Rafael Hills.

logy/Soils

The proposed maintenance facility sites, storage yards, and stations under study are generally
underlain by fine to very coarse grained Holocene (last 11,000 years) and Pleistocene (11,000 to 1.6
million years before present) alluvial and stream channels deposits. The more recent deposits are
primarily unconsolidated silty clayey, fine to medium coarse sands, and moderately coarse gravels
with lenses of medium to coarse sands. These soils are assumed to have high susceptibility to ground
failure and seismic response. The Pleistocene deposits are moderately to well consolidated and locally

cemented sands and minor gravels, and finer deposits of silt and clay.

JOB/13620004.4 4-31



Taylor Yard

Taylor Yard is located along the northeast margin of the Los Angeles River floodplain. The site
parallels the river and is oriented approximately northwest-southeast, and is situated in a relatively flat,
low-lying area between topographic highs to the northeast and southwest. The average site elevation

is approximately 350 above the Geodetic Vertical Datum of 1929.

Taylor Yard is underlain by more than 55 feet of unconsolidated recent (Holocene) alluvial sediments.
These sediments were deposited by the Los Angeles River System and consist of clay, silt, sand, and
gravel. In general, the upper 10 feet of the soil profile consists of interstratified sand and silty sand,
in varying proportions. However, in localized areas, between 5 and 15 feet of clayey fill underlies

the surface gravel.

At depths of 20 to 28 feet below grade, an organic-rich clay or silty clay is encountered across most
of the site. Leaf and wood fragments and a sulfurous odor are frequently detected within samples of
this clay . The clay is typically underlain by 3 feet to more than 12 feet of sand and gravelly sand.

At depths of 25 to 30 feet below grade, the Bellflower Aquitard is encountered across the southern
and central portions of the site. An aquitard is a semi-impermeable rock layer that, although it allows
water to pass through it, it inhibits the movement of water. This unit consists of bluish-grey sandy

clay, with increasing sand content to the north.

Taylor Yard lies within the San Fernando Groundwater Basin. At Taylor Yard, the Gaspur Aquifer
(one of the many aquifers that comprise the San Fernando Groundwater Basin) is a shallow,
unconfined aquifer consisting primarily of sand and silty sand with subordinate gravelly lenses.
Groundwater is encountered at approximately 30 to 42 feet below the ground surface. The Bellflower
Aquitard, which overlies a portion of the Gaspur Aquifer, has been detected below portions of the site.
The aquitard is relatively permeable due to the sand content in the area, and it appears to confine

groundwater only at the south end of the Sale Parcel.

Cornfield Yard

The Technical Appendix to the Safety Element of the Los Angeles County General Plan; Hazard
Reduction in Los Angeles County (Leighton and Associates 1990) indicates that Holocene stream
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channel and alluvial deposits of fine to medium to coarse grained texture and Pleistocene alluvium

deposits of fine to medium coarse grained texture underlie the Cornfield Yard site.

Water level measurements by the Los Angeles County Department of Public Works, Groundwater
Division, indicate that groundwater has historically occurred about 30 to 40 feet beneath the ground
surface in the vicinity of the proposed alignment. The highest recorded water levels in the area over
the past 58 years were 24 feet beneath the ground surface in 1980 in a well 0.4 miles north of the site
and 26 feet in 1938 in a well 0.4 miles east of the site.

Taylor Yard Wye Connector

The Technical Appendix to the Safety Element of the Los Angeles County General Plan; Hazard
Reduction in Los Angeles County (Leighton and Associates 1990) indicates that Pleistocene alluvium

deposits of fine to medium coarse grained texture and recent (Holocene) stream channel or alluvial
deposits of fine to medium-coarse grained texture underlie the proposed Taylor Yard Wye Connector
site. As mentioned above, the more recent deposits are primarily unconsolidated silty, clayey, fine
to medium, coarse sands and moderately coarse gravels with lenses of medium to coarse sands. These
soils are assumed to have high susceptibility to ground failure and seismic response. The Pleistocene
deposits are moderately to well consolidated and locally cemented sands and minor gravels, and finer

deposits of silt and clay

Marmion Way and Figueroa Street Grade Separation

The Technical Appendix to the Safety Element of the I.os Angeles County General Plan: Hazard

Reduction in Los Angeles County (Leighton and Associates 1990) indicates that fine to medium coarse
grained Pleistocene alluvium deposits and fine to medium-coarse grained Holocene stream channel or

alluvial deposits underlie the proposed Figueroa Grade Separation.
Colorado Boulevard Grade Separation
Native soils underlying the proposed Colorado Subgrade are a predominantly granular material

consisting of silty sand, gravelly sand, and relatively clean sand soils. These soils are generally dense

and maintain moderate to high strengths and low to moderate compressibility. Groundwater is not
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known to exist within 30 feet of ground surface, thus, it is assumed that water will not be encountered

during construction.

Seismicity

The project site is located in a seismically dynamic area. The faulting and deformation operating in
Southern California, and affecting the subject site, are governed by regional north-south compression,
a product of the continued motion between the Pacific and North American plates (Yerkes 1985).

Geologic evidence is used to determine the likelihood of future rupture along a fault. The potential
for activity on a fault can be described as active, potentially active, or not active. Those faults that
give evidence of surface displacement within the last 11,000 years have the highest potential of
generating earthquakes again and are described as active. Distinct landforms suggesting fault
movement within the last 11,000 years include sag ponds, offset drainages, linear valleys, and springs.
Faults that are poorly defined or inadequately studied, but have shown activity within the last 1.6
million years are considered potentially active. As such, their recurrence rates may be tens of
thousands of years long, but still capable of producing moderate to large earthquake within the design

life of many critical or long-lifetime structures.

Various methods are used to determine the impact an earthquake can have on the areas surrounding
a fault. These methods can be used as planning and engineering tools and include the maximum
probable and maximum credible magnitudes. The magnitude scale measures the amount of energy

released during an earthquake.

A maximum credible earthquake is the largest earthquake that appears capable of occurring under the
presently known seismic conditions. The maximum probable earthquake is the largest earthquake that
is likely to occur during a 100-year interval. Neither a maximum probable earthquake nor a maximum
credible earthquake occurrence can be assured; however, their likelihood of occurring is great enough
to be of concern (CDMG 1980).

Earthquakes from several active and potentially active faults in the region could affect the project site

(see Exhibit 4.3-1). Table 4.3-1 shows the maximum credible and maximum probable earthquakes

associated with these faults.
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TABLE 4.3-1

MAXIMUM CREDIBLE EARTHQUAKE AND MAXIMUM
PROBABLE EARTHQUAKE MAGNITUDES

Approximate Maximum Maximum
Distance From Credible Probable
Fault Project Area Magnitude Magnitude
Raymond Hill (active - APSSZ) Within study area 7.5 55
Whittier (active - APSSZ) 75 - 6.25
Sierra Madre-San Fernando (active) 7.5 7.5 6.5
Verdugo (potentially active) 5 miles 7.0 4.5
Malibu Coast (active) 3 miles 7.5 5.0
Santa Monica (potentially active) 3 miles T 6.0
Newport-Inglewood (active - APSSZ) 10 miles 75 6.5
San Andreas (active - APSSZ) 32 miles 8.5 8.25
San Rafael (potentially active) Within study area 7.0 6.5

APSSZ = Alquist-Priolo Special Study Zone
Source: CDMG 1980.

Major active faults considered capable of affecting the subject site include the San Andreas, Newport-
Inglewood, Sierra Madre-San Fernando, and Raymond Hill faults. Potentially active faults in the
vicinity of the site include the Santa Monica-Hollywood and Verdugo faults. The Raymond Hill fault
is the closest active fault to the project site, and would have the strongest effect on the project site.

4.3.2 ENVIRONMENTAL IMPACTS

Geology/Soils

A project is considered to have significant impacts if the project is exposed to unstable geologic or

soils conditions (unconsolidated, weak, or expansive soils; landslides; etc).
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In general, the sites proposed for the Light Rail Transit maintenance facility sites, connector yards,
and subgrades are relatively flat and the underlying alluvial soils are relatively dense, thus, the project
site is free of any potential geologic or soil hazards such as landslides (level surface), differential
settlement, or expansive soils. However, a detailed soils study should be performed at all sites prior

to the finalization of construction plans in order to identify any unforseen hazards.

It is assumed that water will not be encountered during construction of the Colorado Subgrade.
However, cobbles up to 4 inches in diameter may be expected at 20 foot depths during construction
and some larger boulders at 30-32 foot depths. The presence of boulders, up to 20 inches in diameter,
are known to exist at the proposed subgrade site at depths of 6 feet. Because of the high degree of
precision required to implement this option, any boulders encountered in the construction process may
create serious impacts. Prior to construction, a detailed soils study should be performed to verify the
soils condition at the site and to identify any potential risks. A preliminary engineering and feasibility
study is currently being prepared to determine whether this subgrade configuration is feasible given
the criteria it must adhere to (i.e., avoidance of historic structures, safe foundation characteristics, and

structural properties).

Secant piles have been selected as the most feasible method of construction at the proposed Colorado
Subgrade. This will eliminate the need for soil excavation which could potentially weaken nearby
building supports. Secant piles will retain the old buildings in their current conditions, yet stay within
the right-of-way, except for a short section on the curve. This method will maintain high traffic

capacity on streets in the area and allow public utilities to remain operational during construction.

Seismicity

Groundshaking

A project is considered to have significant impacts if the project is exposed to strong ground motions

and the secondary effects of strong ground motions (i.e., settlement, liquefaction, landslides).

The historic seismic record and continuing activity of Southern California faults indicates the
probability of a strong earthquake occurring relatively near the project site during the life of the
proposed superior court. The San Andreas, Sierra Madre-San Fernando, Newport Inglewood, and

Raymond Hill faults represent the most potentially damaging faults to the project site.
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The proposed stations, yard connectors, and maintenance facility sites under study are generally
underlain by Recent and Pleistocene aged alluvial and stream channels deposits. The soils of Recent
age are assumed to have high susceptibility to ground failure and seismic response (Leighton and
Associates 1990). The Pleistocene deposits are moderately to well consolidated and locally cemented

sands and minor gravels, and finer deposits of silt and clay.

The presence of groundwater within 50 feet of the ground surface at the Cornfield Yard and Taylor
Yard sites (30 to 40 feet below the surface) increases the possibility of liquefaction to a level of
significance. Liquefaction potential is greatest where the groundwater level is shallow and loose fine

sands occur within a depth of 50 feet or less.

Surface Rupture

A project is considered to have significant impacts if an active fault passes through the project site or
if the project site lies within an Alquist-Priolo Special Studies Zone (APSSZ). Although the Raymond
Hill Fault, designated as APSSZ, passes through the study area, none of the proposed facilities lie

within the special studies zone.

Additionally, the probability of surficial rupture at the any of the project sites due to movement along
a fault is remote as no known faults underlie the sites. Although the San Rafael Fault lies within the
study area, it does not cross any of the proposed site. No impacts associated with ground rupture are

expected.

4.3.3 MITIGATION MEASURES

The proposed project will comply with the seismic criteria set forth in the Seismic Safety Element of
the Pasadena and Los Angeles City General Plans, all applicable portions of the Municipal Codes, the
seismic safety requirements of the Departments of Building and Safety, the current Uniform Building
Code, and the seismic design parameters of the Structural Engineers Association of California. The

proposed project will comply with these requirements and will not generate significant impacts.

With incorporation of measures required for all projects built within the City and standard engineering

practices, the project will not generate significant impacts.
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The project shall conform to the cities of Pasadena and Los Angeles Seismic Safety
Plans and applicable portions of the Municipal Code and seismic safety requirements
of the Departments of Building and Safety.

All structures shall be designed in accordance with the current Uniform Building
Code and the seismic design perimeters of the Structural Engineers Association of
California.

Frequent in-grading inspections should be conducted during construction. These
inspections are necessary to substantiate previous geologic findings and to discover
unforseen conditions that may be exposed during grading. Any unanticipated
adverse conditions encountered should be evaluated by the project engineering
geologist and the soils engineer. Appropriate recommendations made will be
followed.

All soils disturbed during excavation shall be compacted to at least 90 percent of the
maximum density as determined by ATSM D-1557-78 standard.

4.3.4 LEVEL OF SIGNIFICANCE AFTER MITIGATION

No unavoidable significant adverse impacts are anticipated with implementation of recommended

mitigation measures.
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4.4 AIR QUALITY

4.4.1 ENVIRONMENTAL SETTING

Regional

Setting

The proposed project is located in the South Coast Air Basin of California, a 6,600 square mile area
encompassing Orange County and the non-desert portions of Los Angeles, Riverside, and San
Bernardino counties. Bounded by the Pacific Ocean to the west and the San Gabriel, San Bernardino,
and San Jacinto mountains to the north and east, the South Coast Air Basin is an area of high air

pollution potential.

Climate

Climate and air quality are determined by the location, topography, and urbanization of an area. The
climate of the coastal plain which comprises the South Coast Air Basin (Basin) is primarily governed
by the strength and location of a semipermanent, subtropical high pressure cell over the Pacific Ocean.
Climate is also influenced by the moderating effects of the nearby oceanic heat reservoir. Warm
summers, mild winters, infrequent rainfall, moderate daytime onshore breezes, and moderate

humidities characterize the climatic conditions for the majority of the region.

The terrain features of the Basin make it possible for various micro-climates to exist within the general
area climate. The pattern of mountains and hills is primarily responsible for the wide variations of
rainfall, temperatures, and localized winds that occur throughout the region. Temperature variations
have an important influence on Basin wind flow, dispersion along mountain ridges, vertical mixing,
and photochemistry. Due to the moderating marine influence that decreases with distance from the
ocean, monthly and annual spreads between temperatures are greatest inland and smallest at the coast.
Precipitation is highly variable seasonally. Summers are often completely dry. There are frequent
periods of four to five months with no rain. In the winter, an occasional storm from the high latitudes
sweeps across the coast bringing rain. Annual rainfall is lowest in the coastal plain and inland valleys,

higher in the foothills, and highest in the mountains.
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Air Quality

Monitoring in the South Coast Air Basin

The South Coast Air Quality Management District (SCAQMD) is responsible for monitoring air
quality in the South Coast Air Basin. The SCAQMD samples ambient air at 31 monitoring stations

in the Basin. Locations of these stations are shown on Exhibit 4.4-1.

Ambient air quality is described in terms of compliance with state and national standards. Ambient
air quality standards (AAQS) are the levels of air pollutant concentration considered safe to protect
the public health and welfare. They are designed to protect people most sensitive to respiratory
distress, such as asthmatics, the elderly, very young children, people already weakened by other
disease or illness, and persons engaged in strenuous work or exercise. National AAQS were
established by the U.S. Environmental Protection Agency (EPA) in 1971 for six air pollution
constituents. States have the option to add other pollutants, to require more stringent compliance, or

to include different exposure periods. California and National AAQS are listed in Table 4.4-1.

Attainment Status

The Air Resources Board (ARB) is required to designate areas of the state as attainment,
nonattainment, or unclassified for any state standard. An attainment designation for an area signifies
that pollutant concentrations did not violate the standard for that pollutant in that area. A
nonattainment designation indicates that a pollutant concentration violated the standard at least once,
excluding those occasions when a violation(s) was caused by an exceptional event, as defined in the

criteria.

The South Coast Air Basin is designated nonattainment for several pollutants. Criteria pollutants and

the levels at which they occur in the Basin are described below.
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TABLE 4.4-1
AMBIENT AIR QUALITY STANDARDS

Air Pollutant

Ozone

California

0.09 ppm,1-hr. avg.

National ®

| Goncentation= | pimanio) —

0.12 ppm, 1-hr. avg.

Secondary(>)

0.12 ppm, 1-hr. avg.

Carbon Monoxide

9.0 ppm, 8-hr. avg.
20 ppm, 1-hr. avg.

9.5 pom, 8-hr. avg.
35 ppm, 1-hr. avg.

9.5 ppm, 8-hr. avg.
35 ppm, 1-hr. avg.

Nitrogen Dioxide

0.25 ppm, 1-hr. avg.

0.053 ppm, annual avg.

0.053 ppm, annual avg.

Sulfur Dioxide

0.05 ppm, 24-hr. avg.©

0.03 ppm, annual avg.

0.14 ppm, 24-hr. avg.

0.5C ppm, 3-hr. avg.

Suspended
Particulate
Matter (PM 10)

30 ug/m?® annual geometric
mean
50 ug/m?, 24-hr. avg.

50 ug/m?3, annua!
arithmetic mean
150 ug/m3, 24-hr. avg.

50 ug/m?, annual
arithmetic mean
150 ug/m?, 24-hr. avg.

Sulfates

25 ug/m?, 24-hr. avg.

Lead

1.5 ug/m3, 30-day avg.

1.5 ug/m?, calender
guarter

1.5 ug/m?, calender
guarter

Hydrogen
Sulfide

0.03 ppm, 1-hr. avg.

Vinyl Sulfide

0.010 ppm, 24-hr. avg.

Visibility
FReducing
Particles

In sufficient amount to reduce
the prevailing visibility to less
than 10 miles at relative

humidity less than 70%, 1 obs.

a) Casfcmia stancaras 'cr Szove. Samcn monoxce (exect Laka Tance), sulfur dicxide (1-ncur), nragen dioxda, suspanged patculale
mater-PM visZifty recueing sances, are vaiues tha! are not 1o be axceeced. Tha suitur Cicxxde (24-"cur), sulfates. Laka Tahce
sarten menoxce. \@ac. nycragen sufice, and vinyl chionde siandards are ACt 10 De aGuaed or exceeded.

D)  Natcnal stancarcs. JAnar Tan ozsre and thoese Sased on annual averaged of annual amhmaetic Teans, are NGt 10 exzeed mere than
Zrca a year. Tha 322re slancard s atained when the axpeciec number of cays per zaiander year with maximum hourly average
sonceniratond ascve N sancart s equal 10 or 858 than one.
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Ozone

Ozone is a colorless toxic gas that irritates the lungs and damages materials and vegetation. Levels
of ozone exceed national and state standards throughout the Basin. Because ozone formation is the
result of photochemical reactions between nitrogen oxides (NOx) and reactive organic compounds
(ROC), peak concentrations of ozone occur downwind of precursor emission sources. Ozone readings
in areas that lie at the base of the San Gabriel and San Bernardino Mountains are among the highest
in the United States. The entire Basin is designated as a nonattainment area for state and national

ozone standards.

Carbon Monoxide

Carbon monoxide (CO) is a colorless gas, produced almost entirely from automobiles, that interferes
with the transfer of oxygen to the brain. Peak levels of carbon monoxide occur in winter throughout
the Basin, and are highest where there is heavy traffic. National and state standards for carbon
monoxide are exceeded in the more densely populated areas of Los Angeles and Orange Counties, but
generally not in Riverside and San Bernardino counties. The SCAB is classified as a nonattainment
area for the national carbon monoxide standards. Only the San Bernardino portion of the Basin is

designated in attainment of the state carbon monoxide standards.

Nitrogen Dioxide

Nitrogen dioxide is a reddish-brown gas that can cause breathing difficulties at high levels. Peak
readings of nitrogen dioxide occur in areas that have a high concentration of combustion sources (e.g.,
motor vehicle engines, power plants, refineries, and other industrial operations) in the vicinity. The
national nitrogen dioxide standard is exceeded in Los Angeles County, the only area which still
exceeds this standard. The state nitrogen dioxide standard is exceeded in both Los Angeles and
Orange counties. The entire Basin is designated as a nonattainment area for both state and national

nitrogen dioxide standards.

Total Suspended Particulates/Particulate Matter

On July 1, 1987, the Environmental Protection Agency (EPA) replaced the total suspended particulate
(TSP) standard with a new particulate standard known as PM10. PMI10 includes only particulate
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matter 10 microns or less in diameter. PMI0 levels regularly exceed the national standard in Los
Angeles, Riverside, and San Bernardino counties. In 1988, the standard was also exceeded in Orange
County. The more stringent state PM10 standard is exceeded in all four counties. The entire Basin

is designated as nonattainment for PM10 standards.
Sulfur Dioxide and Lead

Sulfur dioxide and lead levels in all areas of the Basin are below national and state standards. The

entire Basin is in attainment for these pollutants.

Meteorological Influences on Air Quality

Meteorological conditions (such as light winds and shallow vertical mixing) and topographical features
(such as surrounding mountain ranges) hinder the dispersal of air pollutants. The Basin is an area of
high air pollution potential because frequent temperature inversions tend to trap air pollutants in a
limited atmospheric volume near the ground and hamper dispersion. In January, a surface inversion
exists on 70 percent of the mornings. The average wind speed in the Basin is less than five miles per
hour on 80 percent of the days during the summer smog season. This is a measure of daily

stagnation.

During summer’s longer daylight hours, plentiful sunshine provides the energy needed to fuel
photochemical reactions between nitrogen dioxide and volatile organic compounds which result in
ozone formation. Pollutants which react to help form ozone are often termed "ozone precursor
emissions”. Ozone formation requires adequate sunshine, early morning stagnation in source areas,
high surface temperatures, strong and low morning inversions, greatly restricted vertical mixing during
the day, and daytime subsidence that strengthens the inversion layer. The most frequent ozone
transport route is from source areas in coastal areas to receptor areas along the base of the San Gabriel
and San Bernardino Mountains. With offshore flows, ozone transport is more limited and highest

concentrations occur in the western portion of the Basin.
In the winter, temperature inversions occur close to ground level during the night and early morning

hours. At this time, the greatest pollution problems are from carbon monoxide and nitrogen oxides.

High carbon monoxide concentrations occur on winter days with strong surface inversions and light
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winds. Carbon monoxide transport is extremely limited, and highest concentrations are associated

with areas of highest traffic density.

High nitrogen dioxide levels usually occur during the autumn or winter on days with summer weather
conditions. These conditions include low inversions, limited daytime mixing, and stagnant windflow
conditions. Although days are clear, sunlight is limited in duration and intensity, and photochemical

reactions necessary to form ozone are incomplete.

As with ozone, a substantial fraction of PM10 forms in the atmosphere as a result of chemical
reactions. Peak concentrations of both ozone and PM10 occur downwind of areas which emit high

levels of nitrogen oxides, volatile organic compounds, and other precursor emissions.

Local

The project involves the construction of alternatives and modifications to the approved light rail transit
facility from downtown Los Angeles through the City of Pasadena. Baseline air quality in the study
area can be inferred from ambient air quality measurements conducted by the South Coast Air Quality
Management District (SCAQMD) at the Los Angeles and Pasadena monitoring stations, which are the
closest monitoring stations in proximity to the alignment. Tables 4.4-1 and 4.4-2 summarize the last

5 years of published data from this monitoring stations.

Climate

The project area experiences moderate temperatures and humidities. Temperatures average 64 degrees
Fahrenheit annually. Daily temperatures range from approximately 90 degrees fahrenheit on summer
afternoons to the low 40’s on winter mornings. Temperatures above 90 degrees fahrenheit or below
40 degrees fahrenheit occur only in unusual weather conditions. Because of the moderating marine
influence that decreases with distance from the ocean, monthly and annual spreads between
temperatures are greatest inland and smallest at the coast. The study area lies approximately 20 to
25 miles inland from the coast (as air travels) and, therefore, temperature spreads are relatively large.
Temperature has an important influence on Basin wind flow, dispersion along mountain ridges,

vertical mixing, and photochemistry.
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TABLE 4.4-1

SUMMARY OF ANNUAL AIR QUALITY DATA
PASADENA AIR QUALITY MONITORING STATION

1987 1988 1989 1990 1991

Ozone (O,)
State Standard (1-hr. avg. 0.09 ppm)
National Standard (1-hr. avg. 0.12 ppm)

Maximum Concentration 0.28 029 027 026 023
Number of Days State Standard Exceeded 150 175 140 118 70
Number of Days Federal Standard Exceeded 95 119 80 69 112

Carbon Monoxide (CO)
State Standards (1-hr./8-hr. avg., 20/9.1 ppm)
Federal Standard (1-hr./8-hr. avg., 35/9.5 ppm)
Maximum Concentration 1-hr./8-hr. period (ppm)  15/11.3 17/10.6 14/8.5 16/0.0 14/9.5
Number of Days State 1-hr./8-hr. Standard Exceeded 0/2 0/3 0/0 0/1 0/2
Number of Days Federal 1-hr./8-hr. Standard Exceeded 0/2 0/1 0/0 0/1 0/2

Nitrogen Dioxide (NO,)
State Standard (1-hr. avg. 0.25 ppm)
Federal Standard (0.0534 AAM in ppm)

Maximum 1-hr. Concentration 0.21 0.27 0.34 0.23 -
Number of Days State Standard Exceeded 0 s 2 0 2
Percent Federal Standard Exceeded 0 0 0 0 0

Total Suspended Particulates (TSP)"
State Standard (24-hr. avg. 150 ug/m3)
Federal Standard (24-hr. avg. 260 ug/m3)

Maximum 24-hr. Concentration 139 180 190 142 141
Percent Samples State 24-hr. Standard Exceeded 0 2 5 0 --
Percent Samples Federal 24-hr. Standard Exceeded 0 0 0 0 -

Suspended Particulates (PM,,)"
State Standard (24-hr. avg. 50 ug/m3)
Federal Standard (24-hr. avg. 150 ug/m3)
Maximum 24-hr. Concentration NM NM NM NM NM
Percent Samples Exceeding State 24-hr. Standard - -- -- - -
Percent Samples Exceeding Federal 24-hr. Standard - -- -- - -

*  Pollutants shown are those monitored at this station.
®  The state TSP standard was superseded by the state PM,, standard in 1986 and the federal TSP
standard was superseded by the federal PM,, standard in 1987.

N/A = Standard not applicable.
NM = Pollutant not monitored.

Source: South Coast Air Quality Management District Air Quality Data 1987, 1988, 1989 1990,
and 1991,

JOB/13620004.4 4-45



TABLE 4.4-2

SUMMARY OF ANNUAL AIR QUALITY DATA
LOS ANGELES AIR QUALITY MONITORING STATION

1987 19838 1989 1990 1991

Ozone (0,)
State Standard (1-hr. avg. 0.09 ppm)
National Standard (1-hr. avg. 0.12 ppm)

Maximum Concentration 022 021 025 020 0.19

Number of Days State Standard Exceeded 91 68 76 70 59

Number of Days Federal Standard Exceeded 36 24 34 32 23
Carbon Monoxide (CO)

State Standards (1-hr./8-hr. avg., 20/9.1 ppm)

Federal Standard (1-hr./8-hr. avg., 35/9.5 ppm)

Maximum Concentration 1-hr./8-hr. period (ppm)  15/10.9 16/11.4 14/9.8 13/9.0 12/9.0
Number of Days State 1-hr./8-hr. Standard Exceeded 0/1 0/5 0/2 0/1 0/0
Number of Days Federal 1-hr./8-hr. Standard Exceeded 0/1 0/3 0/1 0/1 0/0

Nitrogen Dioxide (NO,)
State Standard (1-hr. avg. 0.25 ppm)
Federal Standard (0.0534 AAM in ppm)

Maximum 1-hr. Concentration 0.42 054 028 0.28 0.38
Number of Days State Standard Exceeded 4 6 1 3 5
Percent Federal Standard Exceeded 0 0 0 0 0

Total Suspended Particulates (TSP)"
State Standard (24-hr. avg. 150 ug/m3)
Federal Standard (24-hr. avg. 260 ug/m3)

Maximum 24-hr. Concentration 216 257 217 211 183
Percent Samples State 24-hr. Standard Exceeded 8 10 20 10 --
Percent Samples Federal 24-hr, Standard Exceeded 0 0 0 0 -

Suspended Particulates (PM,,)"
State Standard (24-hr. avg. 50 ug/m3)
Federal Standard (24-hr. avg. 150 ug/m3)

Maximum 24-hr. Concentration 158 130 137 152 151
Percent Samples Exceeding State 24-hr. Standard 63 62 57 52 54
Percent Samples Exceeding Federal 24-hr. Standard 2 0 0 2 2

= Pollutants shown are those monitored at this station.
®  The state TSP standard was superseded by the state PM,, standard in 1986 and the federal TSP
standard was superseded by the federal PM,, standard in 1987.

N/A = Standard not applicable.
NM = Pollutant not monitored.

Source: South Coast Air Quality Management District Air Quality Data 1987, 1988, 1989, 1990,
and 1991
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Precipitation

Precipitation is highly variable seasonally. Rainfall in the study area averages 17.0 inches annually
and occurs almost exclusively from November to early April. Summers are often completely dry, and
there are frequent periods of four to five months with no rain. Annual rainfall is lowest in the coastal

plain and inland valleys, higher in the foothills, and highest in the mountains.

Winds

Winds across the project area are an important meteorological parameter because they control both
the initial rate of dilution of locally generated air pollutant emissions and their regional trajectory.
The onshore flow into the central Los Angeles basin disperses as it travels over the land. The
prevailing summer winds in the area come from the southwest at an average speed of 4 miles per
hour. Winter winds come from the north at an average speed of 3 miles per hour. Approximately
5 to 10 times a year, the basin experiences hot, dry easterly winds called Santa Anas, which usually

occur during autumn months.

4.4.2 ENVIRONMENTAL IMPACTS

Criteria for determining whether the potential air quality impacts of a project need to be analyzed in
an EIR have been determined by the South Coast Air Quality Management District. The criteria
include emissions thresholds and conformity with the existing air quality management plan. Although
determination that a project would have a significant impact on air quality must be made by the lead
agency, the SCAQMD has prepared guidelines for making this determination in Rule 1303, adopted
in June 1990. The rule establishes emissions screening levels and allowable changes in ambient air
concentrations for nitrogen dioxide, carbon monoxide, PM10, and sulfate. No modeling limits have

been set for reactive organic gas (ROG) and sulfur oxide (SOx) emissions.
The potential air quality impacts of the proposed project have been analyzed using the emission factors
developed by the California Air Resources Board. Emissions from the project fall into three major

categories:

®  Short-Term Construction Emissions. Airborne dust and emissions from heavy
equipment used during the construction phases of the proposed project.
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¢  Long-Term Mobile Emissions. Vehicle emissions resulting from traffic traveling
to and from the proposed project.

® Long-Term Stationary Emissions. Stationary emissions resulting from offsite
electrical power generation consumed by the various project components.

Since certification of the 1990 EIR, the proposed project has been altered to include alternative options
for the location of a maintenance facility, revised station locations, and grade separations. In keeping
with the objective of a supplemental environmental analysis, this air quality study will assess only the
incremental impact associated with project alterations proposed under the current project. In other
words, this analysis will focus primarily on how the revised project would alter the findings of the

previously certified EIR.

Short-Term Impacts

The preparation of the study area for facility construction would produce two types of air
contaminants: exhaust emissions from construction equipment and fugitive dust generated as a result
of demolition and soil movement. These construction impacts could be expected during project

development. The emissions produced during grading and construction activities are short-term.

Exhaust Emissions From Construction Equipment

Exhaust emissions from construction activities include those associated with the transport of workers
and machinery to the site, as well as those produced onsite as the equipment is used. Although not
completely quantified, exhaust emissions associated with construction equipment were discussed in the

previously certified EIR.

The changes made to the proposed project include combining two stations at Glenarm and California
to a central location at Fillmore Avenue, combining two stations at Hill Street and Altadena Avenue
to a central location at Allen Avenue, replacing the Hill Street and Altadena Avenue stations with a
station at Allen Avenue, the construction of the Southwest Museum station at Marmion Way,
examination of three alternative options for the location of the maintenance facility, and the use of
grade separations at Colorado Boulevard (below grade) and at the Figueroa/Marmion Way station
(aerial flyover ramps). While the total number of stations would be reduced by one, implementation

of the proposed grade separations (including the construction of aerial fly-over ramps and
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underground) entails an increase in construction-related activities over that considered in the certified
EIR. In addition, the maintenance facility was not included in the air quality analysis contained in the
certified EIR.

The previous document identified construction-related equipment emissions as less than significant
because these emissions would be minor in comparison to average daily emissions and because the
emissions would be distributed along the entire alignment. The anticipated emissions from
construction activities will be substantially less when considering average daily emissions. In addition,
the emissions will be distributed along the entire alignment, further reducing the adverse effects of
those emissions; therefore, it is unlikely that construction emissions will be significant. Based on
subsequent review of the previous analysis, and taking into consideration the changes proposed under
the current project, construction-related emissions would not constitute a measurable contribution to

existing air quality exceedances.

Fugitive Dust Emissions

Heavy construction is a source of dust emissions that may have substantial temporary impact on local
air quality. Building and road construction are the construction categories with the highest emissions
potential. Construction emissions are associated with land clearing, blasting, ground excavation, cut
and fill operations, and the construction of the particular facility itself. Dust emissions also vary
substantially from day to day, depending on the level of activity, the specific operations, and weather

conditions.

The EPA estimates that each acre of soil disturbed creates about 110 pounds of dust per workday
during the construction life of any project. This value depends on soil moisture, silt content, wind
speed, construction density, and many other factors. It must be noted that although construction dust
contributes to the regulated pollutant PM10 (particulate matter of 10 microns or less in diameter), the
dust generated during construction activities is also composed of large particles which settle out rapidly
on horizontal surfaces very near the source. These large particles (or visible dust) are easily filtered

by human breathing passages and represent a nuisance, rather than a health concern.
The proposed project is to be constructed primarily within existing rail right-of-way, which limits the

amount of grading needed to construct the project. Grading would be required to build the stations,

grade separations, and the maintenance facility. In addition, sensitive receptors (residences, schools,
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etc.) are located in the immediate vicinity of the Taylor Yard location, the Southwest Museum Station,
and the Marmion Way and Figueroa Street grade separation. However, site-specific grading plans for
proposed stations and maintenance yards have not yet been finalized. Thus, a quantitative analysis
of fugitive dust generated by construction of the proposed project components cannot be conducted
at this time. Considering the proximity of sensitive receptors along many portions of the alignment,
the continued exceedances of PM10 standards in the South Coast Air Basin, and assuming a worst case
scenario of all construction activities occurring simultaneously, project construction may result in a
short-term significant impact on air quality with respect to generation of fugitive dust. These
emissions would also temporarily contribute on a cumulative basis to continued exceedances of PM10

standards.

The SCAQMD (Rule 403) requires that fugitive dust be controlled so that the presence of such dust
does not remain visible in the atmosphere beyond the property line of the emission source. In
addition, SCAQMD Rule 402 requires implementation of dust suppression techniques to prevent
fugitive dust from creating a nuisance offsite. Implementation of these dust suppression techniques as
required by the SCAQMD can reduce the fugitive dust generation (and thus the PM10 component) by
50 to 75 percent. Compliance with these rules would also reduce or eliminate impacts on nearby

sensitive receptors.

Long-Term Impacts‘

Long-term emissions would be generated by both stationary and mobile sources associated with the
proposed project. Project-related emissions from both stationary and mobile sources were quantified

according to SCAQMD methods and/or use of ARB-approved models where appropriate.
Stationary Sources

Utility Emissions

Long-term air quality impacts associated with stationary sources are related to the generation of energy
required for system operation. In this case, energy consumption can be divided into that required for
light rail vehicle operation/maintenance and that required for station operation. As discussed in the
certified EIR, electrical power for the project would be provided by the City of Los Angeles
Department of Water and Power and the City of Pasadena Department of Water and Power. Most
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of the power provided by LADWP is generated outside of the South Coast Air Basin and would not
affect air quality in the region. In addition, a portion of this power is generated by hydrogeneration
which does not result in pollutant emissions. The certified EIR identifies the percentage of LADWP
electrical power generated by and oil and gas-fired plants within the South Coast Air Basin to be
20 percent. An additional 60 percent of electricity is generated by plants (nuclear and coal) located

outside the basin, and the remaining 20 percent of power generation comes from hydrogeneration.

As discussed previously, the changes to the project include combining the Glenarm and California
Stations to a central location at Fillmore Avenue, combining the Hill Street and Altadena Street
stations to a central location at Allen Avenue, the construction of the Southwest Museum Station at
Marmion Way, the elevation of alternative options for the location of the maintenance facility, and
the use of grade separations at Colorado Boulevard (below grade) and at the Figueroa/Marmion Way
Station (aerial flyover ramps). These changes would result in the net reduction of one station over
the project analyzed in the certified EIR. However, the certified EIR did not include specific analysis
on the proposed maintenance facility. Therefore, while the reduction in the number of stations would
result in a decrease in utility consumption associated with the project, the inclusion of the maintenance
yard within the analysis would at least counter-balance this reduction. Thus, the electrical
requirements of the previous project are expected to be similar to that required for the operation of
the current proposal. These estimates do not take into account energy conservation control measures
currently required in new development or new emission controls on electrical power generating

equipment.

The previous document identifies the percentage of LADWP electrical power generated by oil and gas-
fired plants within the South Coast Air Basin to be 20 percent of the total power required for facility
operation. Under this assumption, stationary source emissions associated with the project would not

be considered significant.

Onsite Equipment Emissions

Some equipment used by the completed project, such as maintenance/repair equipment or other
sources which have the potential to emit or significantly alter criteria pollutant concentrations (as
defined in Rule 1303), could be subject to SCAQMD regulations. Amendments to the SCAQMD’s

Regulation XTII, adopted June 1990, require that all emission increases of any size be offset before
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a permit to construct can be issued by the SCAQMD. In compliance with Regulation XIII, any

increase in emissions resulting from equipment to be used onsite would be offset accordingly.

Mobile Sources

While a regional reduction in pollutant emissions due to the implementation of the proposed project
is expected, it should be recognized that rail stations (particularly those with large parking lots located
adjacent to major intersections) and rail lines (particularly those that restrict traffic flow) have the
potential to affect local pollutant concentrations. The primary mobile source pollutant of local concern
is carbon monoxide (CO). Carbon monoxide is a direct function of vehicle idling time, and, thus,
traffic flow conditions. Carbon monoxide transport is extremely limited; it disperses rapidly with
distance from the source under normal meteorological conditions. However, under certain
meteorological conditions, carbon monoxide concentrations proximate to a congested roadway or
intersection may reach unhealthful levels affecting local sensitive receptors (residents, school children,

the elderly, hospital patients, etc).

Project-related localized CO emissions would result from increased vehicle activity related to transit
parking lots and nearby intersections. As analyzed in the previously certified EIR, localized mobile
source emissions associated with the proposed project would not constitute a substantial contribution
to local CO concentrations, and would potentially result in a reduction in localized mobile emissions

associated with home-work vehicle traffic in the Pasadena/Los Angeles Corridor.

The changes made to the project analyzed in the previously certified EIR are designed to minimize
the impacts associated with the approved project. For the most part, these changes would result in
either no change in traffic patterns or a reduction in roadway congestion associated with light rail
operation. The following is a discussion of those aspects of the Pasadena Light Rail Transit Project

which have been altered, and an analysis of the impacts associated with these changes.

Regional Air Quality

Light Rail Operation

As discussed in the certified EIR, the primary objective of the Light Rail Transit Project is to provide

residents living in and around the Pasadena-Los Angeles Corridor an alternative mode of transit. The
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rail transit line would be expected to contribute to the improvement of regional air quality by
transferring people from cars to light rail. The more people who are attracted to the transit system,
the fewer cars that would travel the streets and highways of the region, and consequently the greater
the benefit to regional air quality. It is estimated that the project would result in a peak trip reduction
of between 2,500 and 4,600 private vehicles currently operated during work commute hours. The
removal of these vehicles from local freeways and arterials would result in decreased regional

emissions.

The certified EIR calculated the emissions that would have been generated by the estimated number
of vehicles removed from the circulation network through implementation of the proposed project, and
compared the data to the calculation of emissions generated by vehicles travelling to a light rail
station. The analysis used SCAG data on the average home-to-work commute in comparison to an
average home-to-light rail station commute. This analysis concluded that implementation of the
current project would result in an emissions decrease due to the reduction in vehicle miles traveled
(VMT). As the VMT reduction potential associated with the current project is similar to that analyzed
in the certified EIR, the current project would result in a similar level of emissions reduction. Thus,
the current project would not alter the finding of a beneficial regional air quality impact contained in
the certified EIR.

Maintenance Yards

The proposed project includes evaluation of three permanent maintenance yard alternatives. These
are the two Taylor Yard sites and the Cornfield site. The maintenance yard would provide for the
storage of light rail vehicles and provide space for the daily inspection and light maintenance of rail
vehicles, control of yard operations, and personnel changes. Both the proposed Pasadena-Los Angeles
Light Rail Transit and Burbank/Glendale/Los Angeles Light Rail Transit Project would use the
railyard. For purposes of this air quality impact analysis, these two options at Taylor Yard are

interchangeable.

Residential neighborhoods exist to the north, east, and west of Taylor Yard. A mixture of residential
and light industrial uses are located to the southwest and northeast. The operation that would occur
at the proposed maintenance yard is described above under the regional air quality analysis. As
discussed earlier, the maintenance yard would provide for the storage of light rail vehicles and provide

space for the daily inspection and light maintenance of vehicles, control of yard operations, and
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personnel changes. Vehicle trips to the maintenance facility would be minimal and no painting or
other emission-generating activities would occur at the facility (with the exception of the compressors
which would be operated under SCAQMD permits). Therefore, no localized impacts on air quality

are anticipated as a result of the proposed maintenance yards.

Selection of the Taylor Yard option necessitates the use of the Taylor Yard Wye connector. This
connector would occupy a portion of the existing roadway on Avenue 19, and would reduce the
roadway capacity of the Avenue 19/San Fernando Road intersection. However, this intersection would
still operate at an acceptable level of service. Therefore, no significant impacts on local air quality

are expected to be associated with operation of the Taylor Yard Wye connector.

The second option for the maintenance yard facility is the Cornfield site located immediately adjacent
to the approved Pasadena Light Rail Transit alignment. The Cornfield Maintenance Yard is an
existing Southern Pacific holding yard located north of Chinatown. This site is located within a
primarily industrial area, although a small area of residential land uses are located approximately 600
feet northwest of the site along North Broadway. In addition, nearby Chinatown contains a mixture
of retail, commercial office, and residential land uses. Thus, sensitive receptors are located in the
general area of the Cornfield Yard. However, the maintenance yard would not conduct painting or
other large emission emitting activities, nor would a substantial amount of vehicle traffic be generated
by the operation of this facility. Therefore, no significant impacts on local air quality are expected

to occur with selection of the Cornfield site location.

Stations

Southwest Museum Station

Residential land uses are located approximately 100 feet in all directions from this proposed station.
The number of automobile trips associated with this station is estimated to be relatively low, and few
kiss-and-ride trips are expected. While some traffic congestion would occur due to the increase in
pedestrian activity and in parallel parking, the effects on traffic circulation are expected to be less than
significant. While sensitive receptors are located in the immediate vicinity of this station, the low
level of vehicular activity and the acceptable level of service on local roadways indicate that localized
vehicular emissions associated with access to the Southwest Museum Station would not result in a

significant local air quality impact.
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Fillmore Street Station

The traffic analysis indicates that the local circulation system proximate to the proposed Fillmore
Street Station could accommodate the projected trips associated with the park-and-ride and kiss-and-
ride lot while maintaining an acceptable LOS. Based upon the fact that the LOS of the local
circulation system that would serve the Fillmore Street Station would remain at an acceptable level,

no significant local air quality impacts are expected as a result of this project component.

Allen Avenue Station

No sensitive receptors are located within close proximity to this station. The traffic analysis indicates
that the local circulation system could accommodate the projected vehicle trips associated with the
station while maintaining an acceptable LOS. Based on the ability of the local circulation network to
provide an acceptable LOS with project construction, no significant local air quality impacts are

expected as a result of this project component.

Grade Separations

The current proposal would involve the addition of two grade separations. The Colorado grade
separation would entail creating a subway for the tracks between the Del Mar Boulevard and the
Memorial Park station. This would eliminate conflicts with vehicular traffic at Green Street, Colorado
Boulevard, and Union Street, thus reducing vehicle stops and idling. The grade separation, by
reducing traffic congestion, would correspond to a reduction in local CO concentrations. (Please see
Section 4.2 for a detailed analysis of these design changes and their impact on circulation). Therefore,
the Colorado grade separation would provide a beneficial local air quality impact over the at-grade
option analyzed in the certified EIR.

The Marmion Way and Figueroa Street grade separation involves the construction of an aerial flyover.
This structure would not have any columns that would delay or obstruct street traffic. Thus, the
intersection of Figueroa/Marmion and Pasadena Avenue would operate at an improved level of service
over that analyzed in the certified EIR. As with the Colorado grade separation, this configuration
would reduce the Light Rail Transit traffic impacts and improve the LOS at intersections evaluated
over the previous project design (please see Section 4.2 for an analysis of the traffic impacts associated
with the current proposal). The improved traffic circulation would correspond to reduced local CO
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concentrations. Although the certified EIR did not identify any significant impacts on local air quality,
the LOS’s associated with the grade separations would be improved or remain the same over that
evaluated for the at-grade. Therefore, the Marmion Way and Figueroa Street grade separation would

provide a beneficial local air quality impact.

Conformity with the Air Quality Management Plan

As stated in the 1989 conformity guidelines (SCAG 1990), "by definition, transportation projects
included in the 1989 RMP meet the test of AQMP/FIP conformity." "Constrained" projects, defined
as those for which funding was assured at the time of Plan adoption, are determined to be consistent
with the AQMP. Additional, "unconstrained," projects, those for which funding was not assured, are
also listed in the guidelines. The Pasadena Light Rail Transit Project is listed as a constrained project
in the 1989 AQMP Transportation Project Conformity Guidelines, and would therefore be in
conformance with the 1989 AQMP.

4.4.3 MITIGATION MEASURES

Short-Term (C ction) Emissions

Concurrent with an application for a grading permit, the applicant shall propose measures to suppress
fugitive dust generated during construction activities. These measures shall be incorporated as
conditions of grading permit approval. SCAQMD Rule 403 requires that fugitive dust be controlled
so that the presence of such dust does not remain visible in the atmosphere beyond the property line
of the emission source. In addition, SCAQMD Rule 402 requires implementation of dust suppression

techniques to prevent fugitive dust from creating a nuisance offsite.

Suppression measures may include:

e Twice daily watering (With use of reclaimed water or chemical soil binder where
feasible)
®  Suppression of grading activities during periods of high winds

®  Wheelwashing of construction equipment

®  Revegetating graded areas immediately after soil disturbance
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Long-Term Emissions

‘The proposed project would have a beneficial impact in the long-term with respect to mobile source
emissions. However, generation of electricity required to serve the project would represent a
significant impact with respect to stationary source emissions. The following measures would reduce

long-term stationary source emissions:

1. Prior to the issuance of building permits for development onsite, the applicant shall
provide evidence demonstrating compliance with all SCAQMD regulations,
including Regulation XIII, New Source Review.

2. LACTC shall evaluate available options to reduce the amount of energy required to
operate the Pasadena Light Rail Transit project alternatives, including alternative
energy sources, use of clean fuel generators at maintenance facilities, energy-
efficient equipment, limitation of operating hours, and implementation of energy-
efficient automated controls for system operation. Additional measures would
include the use of energy-efficient, low sodium parking lot lights in the park-and-
ride facilities, the provision of adequate ventilation systems in enclosed parking
facilities, use of lighting controls and energy-efficient lighting, provision of
recycling bins in addition to trash bins (including contracting for recycling services),
and the provision of dedicated parking spaces with electrical outlets for electrical
vehicles.

4.4.4 LEVEL OF SIGNIFICANCE AFTER MITIGATION

Although project-specific emissions associated with the short-term use of construction equipment and
long-term consumption of energy may cause measurable increases in existing exceedances of ambient
air quality standards, the remaining air quality impacts assessed in this analysis would either be
beneficial, below a level of significance, or reduced to a level below that of significance through
mitigation. Qverall implementation of the project would substantially reduce long-term mobile
emissions, offsetting emissions from other existing and reasonably foreseeable projects. No significant

cumulative impacts to air quality are anticipated.
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4.5 NOISE AND VIBRATION

The analysis of noise and vibration consist of analyzing the potential impacts that may result from the
construction and operation of designated alternatives and modifications to the approved Pasadena-Los
Angeles Rail Transit Project. Predicted future noise and vibration conditions were compared with

relevant standards and criteria to determine impacts.

Noise sources contributing to the environment of the proposed Pasadena-Los Angeles Light Rail
Transit (LRT) alignment variations and station modifications include rail and motor vehicle traffic,
occasional aircraft overflight, and rail maintenance equipment and operations. Noise and vibration
scales and standards are described in detail in Section 4.5 of the certified EIR and, therefore, are not

reiterated in this noise section analysis.

4.5.1 ENVIRONMENTAL SETTING

In evaluating the potential noise impact of new transportation noise sources, there are generally two
factors that should be considered. First, the expected noise of the new system should be compared
to applicable criteria to ensure compliance with local, state, or federal regulations and guidelines to
minimize interference with specific activities as a function of the land use. Second, expected system
levels should be compared with existing levels in areas along the alignment to ensure that the noise

environment is not degraded.

Existing noise and vibration sources in the project study areas include the existing AT & SF rail

operations, and vehicular traffic along highways and local streets.

Field Measurements

Field measurement surveys were conducted in June and July 1988 along the proposed alignment to
document the existing noise and vibration environment for the 1989 EIR. An additional noise
measurement survey was conducted by MBA on July 2, 1992, at the RTD Metro Blue Line’s Long
Beach Maintenance Yard to provide supplemental information for the nighttime washdown facility,
a system similar to the proposed train wash facility at the Taylor Yard. The following text

summarizes results of these measurements.
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Based on observation and conversations between MBA personnel and staff at the Long Beach Yard,
light rail commuter trains come in from main lines to the maintenance yard between 6 p.m. and 11
p.m. every night. These light rail vehicles (LRV) enter the car wash facility to be cleaned first
externally by the machine, then internally by members of a cleaning team. LRVs do not leave the

yard until the next morning.

The Long Beach Yard washdown facility is approximately 70 feet from the Long Beach Freeway (I-
710), which is partially blocked by an 8-foot barrier wall along the freeway right-of-way. Traffic on
I-710 is the dominant noise source for exterior noise levels in this area. Noise from occasional

aircraft overflight can reach as high as 81 dBA at the yard.

A Larson-Davis 700 sound level meter was placed 50 feet from one of the car wash facility openings
facing a southwest direction. It was placed 5 feet above the ground, approximately 70 feet from I-
710, and 5 feet from rail tracks leading to the car wash facility. For a period of an hour and half
(7:30 p.m. to 9:00 p.m.), the measured sound levels showed an Leq of 72 dBA and a peak level of
103.5 dBA.

During a period when the freeway traffic was low, the ambient noise level was measured to be
70 dBA. The LRV pass-by noise was measured to be at 75.5 dBA at S feet from the rail tracks.
When a second sound level meter (Larson-Davis 800 model) was placed on the other side of the rail
tracks, where the freeway traffic was blocked by the train, lower noise levels of 69 or 64 dBA were
measured for a slowly moving or idling train, respectively. This is a difference of up to 11.5 dB with
freeway traffic. On the two sides where the train wash activity was shielded by the structure, exterior
noise levels were more than 10 dBA below the opening sides, when effects from other noise sources

were excluded.

A measurement survey was also conducted inside the car wash facility to minimize the freeway
influence. The ambient noise level without any cleaning activity was measured to be between 58 and
60 dBA inside the facility. When the LRV bell rang inside the facility, 86 dBA was measured. When
an LRV engine was idling and the cleaning crew was working on the interior of the train, 83 dBA was
measured inside the facility. The car wash machine was measured to be generating 70 dBA before
the train was in the wash. It was measured to be 83 dBA during a train wash. The rinse activity,

although lasting approximately 30 seconds individually, was the loudest and was measured between
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91 and 93 dBA at a distance of 15 feet. Noise generated by the rinse activity decreased when the

distance to it increased (i.e., when the sound level meter moved away from it).

A car wash facility is considered to be a point source and, therefore, noise levels will decrease 6 dB
for every doubling of the distances (6 dB/DD, this noise reduction rate does not apply to noise inside
the car wash facility because noise is contained mostly inside the facility until it reaches one of the
openings at the two ends). A distance of 50 feet may not be considered far enough to qualify for the
6 dB/DD attenuation rate due to the approximately 15 feet of opening height, however, the measured
64 dBA noise level during a train wash 50 feet away (there was additional 100 feet distance from the
southwest opening to the actual washing activity) and an idling second train 5 feet away (and the
freeway traffic was shielded by the idling train) would be the worst case scenario noise level generated
by the train wash activity. For a receptor at a distance of 200 feet from one of the openings, the noise
level would reduce to 52 dBA. It should be kept in mind that on the side of the opening closer to the
rinse activity, noise level could be as much as 5 dBA higher than the other side, depending on how

close the rinse activity is from the openings.

4.5.2 ENVIRONMENTAL IMPACTS

The potential noise impact of the proposed project can be divided into construction period and
operational effects. Construction period impacts would be due to noise generated by grading and
construction equipment. Operational impacts would be associated with future train-related noise and
vibration impacts to the project area along the route and from noise generated by vehicular traffic near
the proposed stations. The proposed closure of Holly Street east of Raymond Avenue would reduce
traffic volumes on portions of Holly Street and Arroyo Parkway, therefore, traffic noise levels will

be lower than present levels along these street segments.

Construction Period Noise Impacts

Construction noise will affect ambient noise levels on and around the site over the entire period of
project construction. The noise and vibration from construction of a transit system can disturb quiet
areas and further impact areas that are already noisy. Many of the machines or techniques used in
construction produce high noise levels, and residents close to the construction site may be exposed to
these levels for time periods of more than a year. The U.S. Environmental Protection Agency has

found that the noisiest equipment types operating at construction sites typically range from 88 dBA
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to 91 dBA at 50 feet. Typical operating cycles may involve two minutes of full power, followed by
three or four minutes at lower settings. Although noise ranges were found to be similar for all
construction phases, the erection phase tends to be less noisy. Noise levels vary from 79 dBA to 88

dBA at 50 feet during the erection phase of construction.

Since noise from localized sources (such as construction activities) typically diminishes by about 6
dBA with each doubling of distance from source to receptor, outdoor receptors within 100 feet of
construction sites that have an uninterrupted view of the construction site would experience noise
greater than 85 dBA when noise on the adjacent part of the construction site exceeds 91 dBA.
Construction activities would cause annoyance to noise-sensitive land uses in the surrounding area for
periods when construction equipment is operating near the edge of the property closest to the
receptors. Offsite noise-sensitive receptors would be impacted by the construction activities along the
project route and proposed station areas. Sustained high noise levels at noise sensitive locations are
likely to be disruptive to normal activity during daytime hours, while nighttime construction noise can

be expected to be most objectionable for residential areas.

The certified EIR developed several types of estimates for different construction operations to assess
the potential noise impact along the proposed corridor. These different construction operations include
(1) trench, retaining wall, and fill construction; (2) required at-grade construction along city streets,
pavement removal, and utility relocation required; (3) at-grade construction with little or no pavement
removal; (4) subway cut and cover; (5) subway tunneling; and (6) aerial guideway. For each type of
operation, usage factors for equipment and the potential length of time the equipment would be used

were estimated.

Operational Period Noise Impacts

Noise Impacts in Areas Adjacent to Proposed Passenger Stations
Based on the proposed Light Rail Transit alternative maintenance facilities, station modifications, and

grade separations, potential operational noise sources include train passbys along the route and

vehicular traffic near passenger stations.
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Light Rail Vehicle Noise Impacts

Because the noise of light rail vehicles emanates primarily from the interaction of the wheel on the
rail, noise levels increase with operating speeds. For this reason, in the immediate vicinity of
passenger stations, noise levels would be considerably less than would be expected if the rail vehicles
were to pass through the station without stopping. Any potential noise impact resulting from a
passenger station, then, primarily arises from the increase in traffic flow in the vicinity of the station
rather than from rail operations. A straightforward way of assessing the potential impact is to look

at the increase in traffic noise level increases resulting from projected increases in traffic flow.

In order for CNEL values to increase by as much as 3 dB, which would be barely noticeable, traffic
volumes would have to increase by a factor of 2. Preliminary estimates of the changes in traffic flow
in the vicinity of passenger stations resulting from the light rail system are relatively small, typically
well below 20 percent at proposed stations. Such an increase in traffic flow would result in less than
a 1 dB increase in noise exposure, which is clearly an insignificant increase in exposure. A look at
the peak hour average sound level, Leqy, would not only show the general trend of the change in
traffic noise adjacent to a passenger station, but also show the worst case traffic noise in the vicinity

of the station.

Year 2010 traffic noise levels were calculated for traffic along roadway segments in the vicinity of
the proposed stations with the Federal Highway Administration’s Highway Noise Prediction Model,
FHWA-RD-77-108 (1978). Model input data included average daily traffic levels (converted from
peak hour traffic volumes provided by Katz, Okitsu & Associates); day/night percentages of autos,
medium trucks, and heavy trucks; vehicle speeds; ground attenuation factors; and roadway widths.

Future increases in roadway noise in the study area can be separated into the following two cases: year
2010 without project and year 2010 with project. Table 4.5-1 lists the calculated distance from
roadway centerline to Leq levels (in dBA) along segments of the roadway and the Leq value at 50 feet
from the centerline of the near travel lane for existing roadways in the project vicinity for the year
2010 without the proposed project condition. Table 4.5-2 lists the year 2010 with the proposed project
condition. The roadway noise levels presented assumes no natural or man-made shielding between

the roadway and the noise receptor.
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TABLE 4.5-1

YEAR 2010 NO PROJECT ROADWAY NOISE LEVELS

Distance From Roadway LEQ at 50 fi.
Centerline to Leg (in feet)® from Centerline
of Near

Roadway Segment 72 Leg 65 Leq 55 Leq Travel Lane
Fillmore Station
California Boulevard

west of Arroyo Pkwy. < 20 78 754 65.6

east of Arroyo Pkwy. <20 85 828 66.0
Fillmore Street

west of Arroyo Pkwy. <20 < 20 73 56.1

east of Arroyo Pkwy. < 20 < 20 T 56.4
Glenarm Street

west of Arroyo Pkwy. < 20 36 354 63.0

east of Arroyo Pkwy. <20 82 816 66.7
Arroyo Parkway

north of California Blvd. , < 20 97 956 66.6

California Blvd. to Fillmore St. < 20 121 1,194 67.6

Fillmore St. to Glenarm St. < 20 114 1,122 67.3

south of Glenarm St. < 20 123 1,216 67.7
Allen Station
Maple Street

west of Allen Ave. < 20 20 194 60.4

east of Allen Ave. < 20 29 280 62.0
Carson Street

west of Allen Ave. < 20 44 437 64.0

east of Allen Ave. < 20 43 427 63.8
Allen Avenue

north of Maple St. <20 62 621 65.5

Maple St. to Carson St. < 20 74 736 66.2

south of Carson St. < 20 76 762 66.4
Holly Station

Walnut Street

west of Fairoaks Ave. < 20 61 584 64.5

east of Fairoaks Ave. < 20 80 780 65.8
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TABLE 4.5-1 (continued)

Distance From Roadway LEQ at 50 ft.
Centerline to Leq (in feet)* from Centerline
of Near
Roadway Segment 72 Leq 65 Leq 55 Leq Travel Lane
Holly Street
west of Fairoaks Ave. < 20 20 191 60.4
Fairoaks Ave. to Raymond Ave. < 20 22 208 60.7
Raymond Ave. to Arroyo Pkwy. < 20 20 192 60.4
east of Arroyo Pkwy. <20 25 246 61.5
Union Street
west of Fairoaks Ave. < 20 20 190 60.3
Fairoaks Ave. to Raymond Ave. < 20 27 259 61.7
Raymond Ave. to Arroyo Pkwy. < 20 22 211 60.8
east of Arroyo Pkwy. < 20 26 255 61.6
Colorado Boulevard
west of Fairoaks Ave. < 20 119 1175 67.5
Fairoaks Ave. to Raymond Ave. < 20 125 1235 67.8
Raymond Ave. to Arroyo Pkwy. < 20 85 835 66.1
east of Arroyo Pkwy. <20 86 842 66.1
Arroyo Parkway
north of Holly St. <20 < 20 < 20 53.5
Holly St. to Union St. < 20 29 226 60.4
Union St. to Colorado St. < 20 35 300 61.6
south of Colorado St. < 20 52 491 63.7
Fairoaks Avenue
north of Walnut St. < 20 87 848 66.1
Walnut St. to Holly St. < 20 89 867 66.2
Holly St. to Union St. < 20 71 686 65.2
Union St. to Colorado St. < 20 81 790 65.8
south of Colorado St. <20 100 982 66.8

*  Day Peak Leq. Does not consider any obstructions to the noise path.

considered accurate.

Source: Michael Brandman Associates 1992.

Traffic noise levels within 20 feet of the roadway centerline calculated with this model are not
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TABLE 4.5-2

YEAR 2010 WITH PROJECT ROADWAY NOISE LEVELS

Leq at 50 Increase
Distance From Roadway ft. from Over
Centerline to Leq (in feet)® Centerline Year 2010
of Near Base
Roadway Segment 72 Leq 65 Leg 55 Leqg Travel Lane Levels
Fillmore Station
California Boulevard
west of Arroyo Pkwy. < 20° 78 754 65.6 0.0
east of Arroyo Pkwy. < 20 89 871 66.2 0.2
Fillmore Street
west of Arroyo Pkwy. < 20 < 20 103 57.7 1.6
east of Arroyo Pkwy. < 20 < 20 78 56.4 0.0
Glenarm Street
west of Arroyo Pkwy. <20 36 354 63.0 0.0
east of Arroyo Pkwy. < 20 32 819 66.7 0.0
Arroyo Parkway
north of California Blvd. < 20 99 976 66.7 0.1
California to Fillmore St. < 20 122 1211 67.7 0.1
Fillmore St. to Glenarm St. < 20 114 1121 67.3 0.0
south of Glenarm St. < 20 122 1203 67.6 -0.1
Allen Station
Maple Street
west of Allen Ave. < 20 21 196 60.5 0.1
east of Allen Ave. < 20 29 282 62.0 0.0
Carson Street
west of Allen Ave. < 20 44 438 64.0 0.0
east of Allen Ave. < 20 43 429 63.9 0.1
Allen Avenue
north of Maple St. < 20 63 625 65.5 0.0
Maple St. to Carson St. <20 75 744 66.3 0.1
south of Carson St. < 20 77 766 66.4 0.0
Holly Station with Closure of Holly Street
Walnut Street,
west of Fairoaks Ave. < 20 72 696 65.3 0.8
east of Fairoaks Ave. < 20 93 913 66.4 0.6
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TABLE 4.5-2 (continued)

Leq at S0 Increase
Distance From Roadway ft. from Over
Centerline to Leq (in feet)* Centerline Year 2010
of Near Base
Roadway Segment 72 Leq 65Leq S551Leq Travel Lane Levels
Holly Street
west of Fairoaks Ave. < 20 20 193 60.4 0.0
Fairoaks to Raymond Ave. < 20 < 20 93 57.2 -3.5
Raymond to Arroyo Pkwy.  — - - n/a n/a
east of Arroyo Pkwy. < 20 18 166 59.7 -1.8
Union Street
west of Fairoaks Ave. < 20 20 194 60.4 0.1
Fairoaks to Raymond Ave. < 20 27 265 61.8 0.1
Raymond to Arroyo Pkwy. < 20 25 246 61.5 0.7
east of Arroyo Pkwy. < 20 29 280 62.0 0.4
Colorado Boulevard
west of Fairoaks Ave. < 20 121 1192 67.6 0.1
Fairoaks to Raymond Ave. < 20 125 1235 67.8 0.0
Raymond to Arroyo Pkwy. < 20 87 856 66.2 0.1
east of Arroyo Pkwy. < 20 87 850 66.1 0.0
Arroyo Parkway
north of Holly St. - — -— n/a n/a
Holly St. to Union St. < 20 < 20 128 57.9 2.5
Union St. to Colorado St. < 20 31 253 60.9 0.7
south of Colorado St. < 20 53 495 63.8 0.1
Fairoaks Avenue
north of Walnut St. < 20 89 870 66.2 0.1
Walnut St. to Holly St. < 20 87 856 66.2 0.0
Holly St. to Union St. < 20 75 727 65.5 0.3
Union St. to Colorado St. < 20 85 826 66.0 02
south of Colorado St. < 20 105 1032 67.0 0.2

* Day Peak Leq. does not consider any obstructions to the noise path.

b

considered accurate.

Source: Michael Brandman Associates 1992,

Traffic noise levels within 20 feet of the roadway centerline calculated with this model are not
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Background noise level increases in year 2010 are due to the cumulative condition of population
growth and area buildout in the project vicinity. Noise level increases in year 2010 with the
implementation of the Light Rail Transit would be within 1 dB of the corresponding background
levels, except along Fillmore Street west of Arroyo Parkway. These noise level changes over year
2010 background noise levels from project-related traffic would not be considered significant. Due
to the proposed Holly Street closure, traffic noise levels would decrease from their corresponding year

2010 background levels along the following roadway segments:

®  Holly Street east of Fairoaks Avenue.
®  Arroyo Parkway north of Colorado Street.

Noise Impacts in Areas Adjacent to the Proposed Rail Maintenance Yards

The are three separate maintenance and storage yard alternative locations being considered: the Taylor
Yard Site and the Cornfield Yard Site and the West Bank site. These maintenance and storage yards
would provide for rail storage yards for light rail vehicles and provide space for the daily inspection
and light maintenance of vehicles, control of yard operations, and personnel changes. Both the
proposed Pasadena-Los Angeles Light Rail Transit and Burbank/Glendale/Los Angeles Light Rail
Transit projects would use the rail yard.

The maintenance facility would consist of a maintenance building for the repair of vehicles and storage
of tools and equipment. A smaller washer building and several minor structures would be constructed
as well. A work pit would be positioned for access to vehicle undercarriages for maintenance and

inspection.

Taylor Yard

Two options for the proposed Taylor Yard light rail transit (LRT) maintenance facility are being
considered. Both options consider use of the facility for short- and long-term maintenance, storage,

and inspection of the Light Rail Transit vehicles.
Potential current onsite receptors include employees and workers at Taylor Yard. Depending on the

future land use of the property, potential future onsite receptors may include commercial/industrial

occupants or residential occupants.
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Residential neighborhoods exist to the north, east, and west of Taylor Yard. A mixture of residential
and light industrial uses exist to the southwest and northeast. Within a one-mile radius of the Yard,
there are 21 schools, 3 hospitals, the city jail, 2 public parks, 3 recreation centers, and Dodger
Stadium. Among them, the closest receptors are the Aregon Avenue Elementary School and the
Dorris Place Elementary School; both are approximately 1/4 mile from the site. Glassell Park
Elementary School and Benedict Recreation Center are 1/2 mile from the site. Divine Savior
Elementary School and a proposed neighborhood recreational park are approximately 3/4 mile from
the site. Nightingale Junior High School is approximately 1 mile from the site.

Original Taylor Yard Option. This option of the proposed Taylor Yard Commuter/Light Rail
Central Maintenance Facility would be located at the southern end of the larger Taylor Yard. The
parcel is bound by the Southern Pacific freight right-of-way on the east and the Department of Water
and Power property along the Los Angeles River on the west. The southern boundary is defined by
a single-track railroad bridge across the Los Angeles River and the northern limit is defined by the
single-track railroad approximately 6,075 feet to the north of the bridge. The proposed washdown
facility for this option would be located at northeast corner of the site. The washdown facility would
be enclosed on two sides and the two openings would be facing northwest and southeast. The closest
residences are approximately 1/4 mile from the project site, in the northeast direction, with the light
industrial uses between them. Based on measurement results from MBA’s Long Beach Yard noise
survey, the highest noise level from the proposed washdown facility would be between 64 to 69 dBA
at a distance of 50 feet from the facility openings. At a distance of 1/4 mile, or approximately 1,320
feet, a 28 dBA noise reduction would be achieved through distance attenuation. Therefore, the highest
noise levels, attributable to the washdown facility, would be between 36 and 41 dBA at the closest
residences adjacent to this site. These levels would be much lower than the existing local ambient

noise levels, and would not be considered a significant impact.

Linear Taylor Yard Option. This option considers placement and development of the Light Rail
Transit maintenance facility on a linear-shaped parcel adjacent to the northly property line of the
LACTC acquisition on the south and fronts on the west bank of the Los Angeles River to the west.
This option provides for approximately 700 feet of clearance between the Light Rail Transit
Maintenance Facility and San Fernando Road. The proposed washdown facility would be enclosed
on two sides and the two openings would be facing northwest and southeast. The closest residences
from this site are approximately 1/2 mile away. Based on measurement results from the Long Beach

Yard noise survey, the highest noise level from the proposed washdown facility would be between 64
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to 69 dBA at a distance of 50 feet from the facility openings. At a distance of 1/2 mile, or
approximately 1,320 feet, a 34 dBA noise reduction would be achieved through distance attenuation.
Therefore, the highest noise levels, attributable to the washdown facility, would be between 30 and
35 dBA at the closest residences adjacent to this site. These levels would be much lower than the

existing local ambient noise levels, and would not be considered a significant impact.

Cornfield Yard

The Cornfield Site is located immediately adjacent to the approved Pasadena-Los Angeles Light Rail
Transit alignment, optimizing efficiency by having a direct access to facilities without the need for a
long yard lead. Use of the northern portion of what is called the "Cornfield," a large Southern Pacific
(SP) holding northeast of Chinatown, is onme of the alternative locations to Taylor yard being

considered.

Existing noise-sensitive receptors adjacent to this site include residences approximately 600 feet
northwest along North Broadway, which is approximately 50 feet higher than the site. Elysian Park
is approximately 1/2 mile northeast of this site. Vehicular traffic along North Broadway is the
dominant noise source in this area. The highest noise level attributable to activity on this site would

be 48 dBA at the nearest residence. No significant noise impact would be anticipated from this site.

West Bank Option

The West Bank Yard would be used for interim daily and short-term maintenance. The site is located
at the northwest corner of US-101/Los Angeles River intersection. There are no existing noise-
sensitive land uses immediately adjacent to this site and no significant impacts are expected. Long-
term maintenance would be handled at the Blue Line Del Amo Yard with vehicles hauled by railroad

or truck.

Noise Impacts in Areas Adjacent to the Proposed Grade Separations

In areas adjacent to the proposed Colorado Boulevard and Marmion Way and Figueroa Street grade
separations, the dominant noise impact would come from construction equipment and road closure
during the construction period. Long-term noise impacts would be reduced due to improved traffic
flow. The stop-and-go vehicular traffic pattern and traffic congestion would be replaced by smoother
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traffic movement and would be less noisy. Although light rail trains on elevated tracks would generate
2 to 3 dB higher noise levels than at-grade tracks, the noise level would be comparable to those of
street traffic. An apartment building is approximately 80 feet from the existing tracks. The proposed
light rail trains are not anticipated to generate noise levels higher than existing heavy rail operations,

even after the higher number of light rail train operations is factored into the projection.

The two below-grade construction and operation options being considered for the Colorado Boulevard
grade separation would have reduced noise impacts as compared to the at-grade alignment previously
assessed. The noise generated by the proposed light rail transit would be greatly reduced in this area,
due to the shielding provided by the subgrade facility. Noise impacts from the proposed project would

be less than previously assessed with at-grade train passbys.

Yibration Impacts

Construction Period

The vibration generated by construction activities can be a serious concern, particularly in vibration
sensitive locations. Mitigation measures have been proposed to ensure acceptable levels from

construction activities.

Operational Period

Groundborne vibration is generated during light rail vehicle operations as the steel wheels of the rail
vehicle impact the rail. In the vicinity of existing roadway transportation facilities in which there are
only rubber-tired vehicles, groundborne vibration is generally low. However, in the vicinity of
existing rail corridors, the wheel/rail-generated vibration is transmitted to the ground via the
connection through the tie and ballast; it travels through the ground to nearby building foundations

and is transmitted through the structural members of the building to its occupants.

Estimates of light rail vehicle vibration levels were made using vibration data gathered on the Tasman
Corridor Light Rail Project (MBA 1992). The Tasman Corridor measurements provide a database
for vibration prediction with a reasonable degree of accuracy. The project Route Refinement Noise
and Vibration Study presented vibration levels at nearby land uses to the proposed alignment in terms

of vertical velocity level.
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The level of groundborne vibration in the vicinity of a rail transit system depends on a number of
factors, including the type of transit structure, type of soil, and condition of track. Vibration levels
would be expected to increase in the vicinity of track discontinuities or if the track became rough and
worn. Low rail vehicle speed will produce a lower source level. Closer receptor locations also
experience higher rail vibration levels. Further, light rail operations on concrete aerial guideways or

in subway structures typically produce vibration levels below those generated on an at-grade structure.

Along the alignment, groundborne vibration generated by the light rail system is not expected to create
an impact on sensitive structures for two reasons. First, the expected vibration levels from the
proposed light rail operations are lower than the APTA criteria. Second, comparison of the expected
vibration levels from the Light Rail Transit with measured levels along the alignment resulting from
railroad activity shows that existing vibration levels from train passbys are higher than those projected
for the Light Rail Transit vehicles.

4.5.3 MITIGATION MEASURES

The following mitigation measures are required by law or are included in the project to minimize

impacts of project noise in the vicinity of the proposed project site:

1. Short-term construction noise:

a. Heavy construction activities shall be limited to weekday hours from 7 a.m.
to 6 p.m. with minimal activity on weekends, to the extent required by the
Cities of Los Angeles and Pasadena exterior noise limits.

b.  Properly muffled construction equipment and trucks shall be used.

c.  During construction, portable sound barriers, or other techniques, shall be
used at noise sensitive locations to ensure compliance with local noise
ordinances. For example, an 8-foot perimeter barrier along both sides of the
corridor during construction would help reduce the noise level by
approximately 6 to 8 dB for ground floor construction. Portable barriers
could also be used to surround noisy equipment during operation; this would
help to reduce levels by 6 to 8 dB.
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2. Vibration from Light Rail Transit Operations:

a. For the Colorado Avenue subgrade segment, the rail subgrade structure shall
not be in direct contact with a building structure or foundation. In cases
where this is not possible, an elastomer element should be placed between the
rail subgrade structure and the building or foundation to prevent direct
transmission of groundborne noise and vibration into the building. If
preliminary engineering concludes that vibration impacts cannot be adequately
addressed, this grade separation may not be pursued.

LEVEL OF SIGNIFICANCE AFTER MITIGATION

No unavoidable adverse noise or vibration impacts would be associated with the proposed project.
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4.6 LIGHT AND GLARE

Light and glare impacts are defined as excessive or undesirable light or reflection sources that induce
aesthetic impacts by introducing light at inappropriate times or locations. Light and glare impacts are
adverse to the extent that they impact sensitive receptors such as residential neighborhoods, schools,

and medical facilities.

4.6.1 ENVIRONMENTAL SETTING

The entire project area is generally well lit due to the degree of existing urbanization, although the
existing light and glare environment of the proposed project varies in intensity over the various route
segments. The main sources of light and glare include commercial and industrial land uses and other
urban features. In addition, a substantial amount of light and glare impacts occur along roadways in

the project area.

The Taylor Yard, Cornfield Yard, West Bank Option, and Taylor Yard Wye Connector are all
proposed within industrial areas containing few uses that may be sensitive to light and glare impacts.

These areas are lit primarily for security and evening freight delivery.

The Southwest Museum station would be located in the approved alignment near the intersection of
Museum Drive and Marmion Way, paralleling Marmion Way. The adjacent residential neighborhood

is currently subject to some street lighting and traffic light and glare impacts.

The Fillmore Station and Colorado Boulevard subgrade are both situated in a commercial district
within the City of Pasadena. The alignment in which the Fillmore Station and Colorado subgrade are
located parallels Arroyo Parkway, a well-lit and heavily traveled arterial.

The Allen Avenue Station would be located in the center of 1-210, which is extremely impacted by
light and glare sources such as automobile traffic and night lighting.

The proposed location of the Marmion Way/Figueroa Street aerial flyover is in a commercial business

area with peripheral residential development. Located at the intersection of the two streets, the project

site receives light and glare impacts from auto and bus traffic and street lighting.
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4.6.2 ENVIRONMENTAL IMPACTS

As all of the alternative components contained in this SEIR are contained within the alignment
approved in the previously certified EIR, operational light and glare impacts will remain approximately

the same and, thus, will not invalidate the approved findings.

During the construction phase of the Light Rail Transit project, construction equipment, safety
lighting, and other sources of lighting will create excessive light and glare. In some segments of the
route alignment, these impacts will be severe. In the areas of the Marmion Way and Figueroa Street
aerial flyover and the Southwest Museum Station, where light and glare impacts would most directly
affect residences, light and glare impacts and noise standards may prevent 24-hour construction

activities.

The maintenance yard and storage facilities will be lighted. Lighting is necessary to illuminate the
facilities during evening and early morning operations. Lighting at the maintenance facilities would
introduce new sources of light and glare to each of the three alternative sites. Directional shielding

will be used at all yard options, thus, no significant impact is expected to occur.

The Figueroa/Marmion Way aerial station, Southwest Museum Station, Fillmore Street Station, and
Allen Avenue Station will be lighted. Lighting at stations is necessary for security and illuminating
signage, platform edges, advertising, seating, fare areas, ramps, and stairs. Walkways, rail and
pedestrian crossings, driveways, and parking areas are also lighted. Signal lights will be used at
crossing gates. The intensity of lighting is similar to normal street and parking lot levels, thus, no

significant impact is expected in this already urbanized corridor.

The impact of reflections from Light Rail Transit vehicles and stations has been analyzed in the
previously certified EIR. No additional impacts are anticipated with implementation of the alternative
alignments and variation in station locations and grade separations. Mitigation measures to reduce
impacts associated with implementation of the Light Rail Transit are summarized from the draft EIR

and are listed below.
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4.6.3 MITIGATION MEASURES

During construction of all Light Rail Transit alternative modifications, all safety
lighting, construction equipment, and additional sources of lighting shall be shielded
so as not to be visible 50 feet from the construction site.

Station area and guideway lighting fixtures shall incorporate directional shielding
where needed to avoid the intrusion of unwanted light and glare into adjacent
sensitive land uses, such as residential areas.

Walls constructed for noise abatement and landscaping will also screen lighting from
land uses adjacent to the Light Rail Transit system.

4.6.4 LEVEL OF SIGNIFICANCE AFTER MITIGATION

Localized significant unavoidable adverse effects will exist on streets and at crossing stations and

maintenance yard facilities where lighting is necessary for safe operation of the Light Rail Transit.
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4.7 RISK OF UPSET/HEALTH AND SAFETY

Risk of Upset, as defined by CEQA, refers to any risk of explosion or the release of hazardous
substances (including, but not limited to, oil, pesticides, hazardous or toxic chemicals, or radiation)
in the event of an accident or natural disaster. Furthermore, a project may be deemed to have a
significant effect on the environment if it will interfere with an emergency response or evacuation
plan. The major potential for upset related to this project involves the presence of subsurface
contamination in the areas where hazardous materials were either used, stored, or disposed. As
determined by the Notice of Preparation/Initial Study for this SEIR, these areas are limited to the
Taylor Yard, Cornfield Yard, and West Bank sites. Additionally, the proposed activities for the
Cornfield Yard, West Bank, and Taylor Yard maintenance facilities will involve the employment,
storage, transportation, and disposal of hazardous materials and substances which may also increase

the risk to human health and welfare.

4.7.1 HISTORIC REVIEW

Tavlor Yard

Taylor Yard has historically been used by the Southern Pacific Transportation Company (SPTC) for
the storage, repair, and maintenance of railroad machinery, equipment, and supplies. In 1989, the
California Department of Toxic Substance Control (DTSC) and the SPTC entered an Enforceable
Agreement for the remediation of the Taylor Yard property. Under this agreement, Taylor Yard is
separated into two parcels known as the Sale Parcel and the Active Parcel. The Sale Parcel includes
154 acres currently used for rail car storage and switching and 15 acres currently used for equipment
storage and maintenance. The remaining 74 acres of Taylor Yard comprises the Active Parcel and
is used for locomotive service and maintenance. The LACTC has acquired approximately 67 acres,
the Purchased Parcel, of the southernmost portion of the Sale Parcel (See Exhibit 4.7-1). As part of
the sale agreement between LACTC and the SPTC, SPTC was to remediate the LACTC Purchased
Parcel of Taylor Yard to standards approved by regulatory agencies by the end of 1991.

Operations involving hazardous materials that have historically affected the Purchased Parcel include:

e  Offsite Plastic, Metal Working, and Metal Plating Shops. Total Petroleum

Hydrocarbons (TPH) have occurred in localized areas over the entire site with the
highest concentrations occurring in the eastern portion. Halocarbons (PCE, TCE,
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and TCA) and aromatic compounds (xylenes and ethyl benzene) were detected along
the Northeast Property Boundary of the Sale Parcel. Elevated concentrations of
chromium, arsenic, copper, nickel, and cadmium are present in surface soils in
localized areas.

® Hump Yard (lead). The Hump Yard occupies a large portion of the southern
central industrial area and extends into the south track area. High concentrations of
lead occur in this area as the result of the scraping of metal and flaking paint that
occurred when rail cars were coupled while making up trains. The lead compounds
present are not highly mobile at the site; soluble lead in the Hump Yard needs to be
remediated to protect the groundwater.

®  Storage Areas. (TPH) 32 underground storage tanks, 3 sumps, and 1 aboveground
tank were removed from Taylor Yard between April 7, 1988 and May 16, 1988.
One of these tanks, containing J.B. Oil, was located on the LACTC Purchased
Parcel and maintained a high concentration of contamination.

A Remedial Investigation and Feasibility Study, a Remedial Action Plan, and a Remedial Design were
designed for the Sale Parcel portion of Taylor Yard, approved by the DTSC, and implemented by
SPTC. The Remedial Design describes the Interim Remedial Measures for accelerating the
remediation of the soils on the Sale Parcel. As of January 1992, the following remedial measures

have taken place on the Purchased Parcel (the southernmost portion of the Sale Parcel acquired by
LACTO):

®  All surface petroleum contaminated areas have been remediated by the SPTC.

® Lead-contaminated soils have been removed from the Hump Yard, which
encompasses the northwesternmost portion of the Purchased Parcel.

®  Contaminated soil, generated as part of the remedial measures, is being store on the
portion of the Sale Parcel which does not encompass the Purchase Parcel. SPTC is
treating, and then transporting, the contaminated soils from Taylor Yard to a proper
transfer, storage, and disposal facility in Ventura County. Complete removal of the
soils was expected to be accomplished by mid-February 1992.

Groundwater occurs beneath the project site at a depth of 35 feet. Three LADWP municipal water
wells are located upgradient of Taylor Yard and contain halogenated solvents at concentrations in
excess of Maximum Contaminant Levels (MCLs). DTSC has requested that an investigation to
determine the extent of groundwater contamination be performed at the Taylor Yard site. However,
because the LACTC Purchased Parcel is at the most southerly end of the potentially impacted area,
DTSC has stated that it is an unlikely source for groundwater contamination. The Purchased Parcel

would likely require well monitoring and sampling.

JOB/13620004.4 4-77

i e»



-,x - ‘-)

- .

4.7.2 ENVIRONMENTAL SETTING

Taylor Yard

In January 1992, the DTSC confirmed that all required cleanup activities on the LACTC Purchased
Parcel had been completed and verified by soil sampling. According to the DTSC, all activities
identified in the Interim Remedial Measures Workplan and the Remedial Action Plan have been
successfully completed on the LACTC portion of the Sale Parcel. However, cleanup activities have
not been completed on the remainder of the Sale Parcel, and the DTSC can not formally certify the

site until remedial activities on the adjoining property are also complete.

Cornfield Yard

In contrast to the Taylor Yard site, the Cornfield Yard has not undergone any remediation, nor have
any investigations been completed to determine the extent of contamination on the Cornfield site.
However, in June 1992, Law/Crandall, Inc. performed a Phase I Environmental Site Assessment in
order to develop an opinion regarding the likelihood of the soil or groundwater contamination on the
Cornfield Site. The Law/Crandall Phase I Investigation involved a historical review to determine the
likelihood of contamination on and around the Cornfield Yard. This review involved a site
reconnaissance, review of maps and aerial photographs, review of regulatory agency lists to identify
sites on or adjacent to the site that have known or suspected contamination, and review of previous

environmental reports and documents prepared by others.

Offsite Contamination

Law/Crandall determined that there are a few known areas of contamination within the vicinity of the
Cornfield Yard. Potential offsite sources of contamination that could potentially affect the Cornfield
Yard include an existing gasoline station, an iron works foundry, two or three former gasoline
stations, a former auto repair facility, a car dealership, and a boiler/heating works business. There
is a possibility that contamination from these sites may have migrated into the soil and groundwater
beneath the Cornfield Yard. Additionally, several former and existing industrial businesses southeast

of the site may also present a risk to the Cornfield Site.
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The Cornfield Yard is immediately east of the Los Angeles City Qil Field. There are four known
abandoned oil wells in proximity to the project site, thus, there is a potential for methane gas along

the Light Rail Transit alignment within the vicinity of the Cornfield Yard.

Onsite Contamination

Law/Crandall identified several reported incidents of soil and groundwater contamination within the
Cornfield Property, including four storage tanks, a redwood sump, an oil/water separator, a wash
rack, an automobile repair facility, vehicle parking areas, as well as a materials battery and waste oil
storage area. The following discussion summarizes the results of the Law/Crandall Investigation
(1992).

Of the four storage tanks, one was an aboveground tank and was removed without any subsurface
investigations for contaminations. The remaining three tanks were underground storage tanks, of
which two were removed; the third has not be located. Borings from the center of one of the tank
pits indicated stained soils above the water table. Hydrocarbon-contaminated soils from the second

underground storage tank were removed.

No contamination was detected in soil samples taken in the area of the redwood sump and oil/water
separator; however, the detection limits for VOCs were high compared to limits currently required
by regulatory agencies. Investigations at a former gasoline station showed elevated levels of TPH
beneath three former tanks; however, the contaminated soils were not removed. Oily staining was
observed in the area of the auto repair facility, the vehicle parking area, and the materials, battery,

and waste 0il storage area.

West Bank Option

Although the proposed West Bank maintenance facility site is currently vacant, railroad tracks exist
onsite. The site extends north and south of the Macy Street Bridge and runs parallel to the Los
Angeles River on the east. North of the Macy Street Bridge, an SCRTD Bus Maintenance facility lies
adjacent to the western boarder of the site. To the south, Keller Street marks the western site boarder

and a Los Angeles City general services technical building is located to the west, across Keller Street.
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The West Bank site has not undergone any remedial investigation to determine the potential for onsite
contamination. Although the project site is currently vacant, onsite contamination could have occurred
as the result of historical use of the property. Additionally, the site lies within a highly urbanized area
of Los Angeles County; industrial and manufacturing developments comprise a majority of the
surrounding land uses. As a result of this urbanization, it is possible that soil and groundwater
contamination may have taken place in the vicinity of the proposed project site. There is a possibility

that these contaminates may have migrated beneath the site.

4.7.3 ENVIRONMENTAL IMPACTS

As noted in the introduction of this section, the impact analysis for risk of upset focuses on the Taylor
Yard and Cornfield Yard sites. Potential risk of upset impacts specific to the project are analyzed in
the certified EIR. Mitigation measures as adopted in the certified EIR will reduce impacts to a level
considered not significant. Implementation of the Taylor Yard, Cornfield Yard, and West Bank
Option are project modifications that may alter the findings or analysis of the certified EIR.

Taylor Yard

In January 1992, the LACTC had remediated the Purchased Parcel of Taylor Yard (the site of the
original Taylor Yard option) to the satisfaction of the DTSC. Thus, the risk of exposure to

contaminated soils during construction and operation of the facility is minimal.

However, if implemented, the linear maintenance yard design would extend into the portion of the
Sale Parcel which has not been remediated. As with the Purchased Parcel, the DTSC will require that
the soils within the linear configuration be cleaned to meet current state health standards prior to the
onset of grading operations. The clean-up activities which took place on the Purchase Parcel were
a part of the Remedial Action Plan and Remedial Design designed for the entire Sale Parcel.
Remediation measures, as outlined in these reports, will continue on the remainder of the Sale Parcel
in order to receive certification by the DTSC. Once clean-up activities are completed, to the
satisfaction of DTSC, the risk of exposure to contaminated soils during construction and operation of

the Linear Taylor Yard configuration will be remote.
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The proposed activities for the Taylor Yard site will involve the employment, storage, transportation,
and disposal of hazardous materials and residual wastes. The following proposed activities will

include the handling of hazardous materials:

Vehicle shop

Wash down facility
Hazardous materials storage
Vehicle storage

A hazardous material is any material that, because of its quantity, concentration, or physical or
chemical characteristics, poses a significant present or potential hazard to human health and safety or
to the environment. During operations of the Taylor Yard facility, such materials contained onsite
would include solvents, paint, oil, grease, fuels (petroleum and diesel), degreasers, etc. Potential
hazards associated with hazardous materials include leaks, explosions, and fires. To diminish the
possibility of an accident occurring, the operating agency will develop policies for the handling,
storage, transport, and disposal of hazardous materials in accordance with the Resource Conservation
and Recovery Act (RCRA), California Occupational Safety and Health Act, AB 2185 and 2187
(Waters, 1985 and 1986), and other local, state, and federal legislation.

AB 2185 and 2187 were intended to protect public health and safety, and the environment by
establishing business and area plans relating to the handling, and release or threatened release of
hazardous materials/wastes. An area plan has been developed for Los Angeles County and is
implemented by the Los Angeles County Fire Department. Area plans define procedures and
protocols among local jurisdictions for mutual aid and site command, public notification and
evacuation, initial site containment and mitigation, and incident follow-up and critique. The area plan,
covers all of Los Angeles County and includes an inventory of hazardous materials/wastes facilities
in the County, procedures for emergency notification response, pre-emergency planning measures, and
public safety information. Facilities with over a specified amount of hazardous materials/wastes
onsite, must submit a business plan to the Los Angeles County Fire Department.. The information in

the above plans is available for public review.

The transport of hazardous materials/wastes and explosives is regulated by the California Department
of Transportation (DOT). DOT has identified Interstate 10 to Pacific Coast Highway as the state route
available to vehicles carrying hazardous materials/wastes. City streets are generally not designated

as hazardous materials/wastes transportation routes, but a permit may be granted on a case-by-case
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basis. Transporters of hazardous wastes are required to be certified by the DOT and manifests are

required to track the hazardous waste during transport.

By adhering to local, state, and federal ordinances for the handling of hazardous materials and
substances, the risk to the environment and human health is reduced to a level considered consistent

with similar land uses.

Cornfield Yard

According to the Law/Crandall Phase I Investigation, there is a potential for soil and/or groundwater
contamination on the Cornfield Yard site from historical uses of the site and offsite industries. Thus,
the likelihood of worker exposure to toxins would be high during both construction and operation of
the Cornfield Yard Maintenance Facility.

LACTC has currently contracted with Law/Crandall to perform a Phase II environmental assessment
at Cornfield Yard. The assessment will include borings and monitoring wells to sample and test the
soil and groundwater to determine: (1) the type of contaminant, (2) the vertical and horizontal extent
of contamination, and (3) the concentration of contamination. Additionally, the abandoned oil wells
will be located so that any future building is located away from these wells to avoid a potential
methane hazard or potential physical hazards associated with encountering abandoned wells during

excavation.

Without remediation, the potential risk of exposing workers to toxins during construction and
operation of the maintenance facility may be high. However, by implementing a remedial action plan
and a remedial design similar to that used for the Sale Parcel portion of Taylor Yard, the risk of

exposure can be reduced to a level considered consistent with state, federal, and local ordinances.

As discussed above for the Taylor Yard Facility, the proposed activities for the Cornfield Yard site
will involve the employment, storage, transportation, and disposal of hazardous materials and
substances. To diminish the risk associated with hazardous materials, the operating agency will
develop policies for the handling, storage, transport, and disposal of hazardous materials in accordance
with the Resource Conservation and Recovery Act (RCRA), California Occupational Safety and Health
Act, AB 2185 and 2187 (Waters, 1985 and 1986), and other local, state and federal legislation. By

adhering to local, state, and federal ordinances for the handling of hazardous materials and substances,
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the risk to the environment and human health is reduced to a level considered consistent with like land

uses.

West Bank Option

In contrast to the Cornfield Yard and Taylor Yard sites, the presence of contaminated soils has been
neither confirmed or refuted. A Phase I Environmental Site Assessment would be required to
determine the likelihood of soil or groundwater contamination on the West Bank Site prior to purchase
of the site by LACTC. If the Phase I Investigation concludes that there is a potential for onsite
contamination, a Phase II investigations would be required to determine the extent of contamination
and, if necessary, remediation would be undertaken. Remediation will reduce the risk of exposing
workers to toxins during construction and operation of the maintenance facility to an insignificant

level.

As with the Taylor Yard and Cornfield Yard facilities, operations at the West Bank site will involve
the employment, storage, transportation, and disposal of hazardous materials and substances.
However, the West Bank Yard would be an interim facility and any impacts associated with hazardous
materials would be temporary. Additionally, as discussed above, these risks will be further reduced
as the LACTC and/or operating agency will adhere to local, state, and federal ordinance for the

handling of hazardous materials and substances.

4.7.4 MITIGATION MEASURES

Taylor Yard

1. Prior to project operation, the current compliance efforts for hazardous materials
used by LACTC shall be expanded to ensure compliance with applicable laws and
regulations.

2.  If the linear configuration is implemented, remediation of the entire sale parcel will
be completed to the satisfaction of DTSC prior to the onset of grading operations.
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Cornfield Yard

Prior to project operation, the current compliance efforts for hazardous materials
initiated by LACTC shall be expanded to ensure compliance with applicable laws
and regulations.

Prior to the issuance of grading permits, investigation for the presence of cryptic
tanks and abandoned oil wells using geophysical methods shall be conducted by a
qualified environmental professional to assess any potential presence of hazardous
materials. Soil sampling or a soil organic vapor survey shall be preformed prior to
excavation or grading. The results of these studies shall be submitted to the DTSC
for review.

If warranted, subsurface investigation and sampling shall be undertaken prior to
development and appropriate remediation measures developed, prior to the issuance
of grading permits. The results of the remediation activities shall be submitted to
DTSC for review and approval. These remedial actions shall consist of the removal
and disposal or treatment of affected soils according to all applicable federal, state,
and local regulations.

West Bank Option

1.

Prior to project operation, the current compliance efforts for hazardous materials
initiated by LACTC shall be expanded to ensure compliance with applicable laws
and regulations.

Prior to purchase of the site by LACTC, a Phase I Environmental Site Assessment
shall be conducted.

4.7.5 LEVEL OF SIGNIFICANCE AFTER MITIGATION

With implementation of the mitigation measures, impacts associated with hazardous materials will be

reduced to a level considered less than significant.
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4.8 AESTHETICS
4.8.1 ENVIRONMENTAL SETTING

The aesthetic setting of the approved Pasadena-Los Angeles Light Rail Transit alignment is discussed
in the certified EIR, Section 4.12. No changes to the existing environmental setting have occurred

since preparation of the certified EIR and, therefore, no additional discussion is provided.

Aesthetic features and characteristics of the alternative components are as follows:

®  Taylor Yard. The proposed Taylor Yard service and maintenance facility would be
located in one of the two alternative areas with the SPTC’s Taylor Yard. The
Southern California Regional Rail Authority is currently building a commuter rail
maintenance and storage facility in the southernmost area of the yard. The
triangular parcel, purchased by LACTC, is also in the southern part of the yard and
is presently vacant and undergoing hazardous materials contamination remediation.
The eastern portion of the rest of the yard is vacant land with various levels of
hazardous materials contamination. The western portion is the active service yard
for SPTC. This western portion houses SPTC’s locomotive repair and maintenance
yard. A component to the Taylor Yard option involves a Wye connection near
Avenue 19 at the Santa Fe right-of-way, allowing in-bound trains to access the yard
directly. The Taylor Yard Wye would be an elevated Wye connection from the
Pasadena line to the Taylor Yard. This component is proposed for an industrial
warehousing area just east of the Los Angeles River and south of SR-110. Although
the area does not possess significant aesthetic features, the defunct Los Angeles city
jail, which is located within the proposed alignment, is a potential candidate for the
National Register of Historic Landmarks according to the northeast Community Plan
(City of Los Angeles 1991). Section 4.9, Cultural Resources, discusses the
significance of this building.

®  Cornfield Yard. The Cornfield Yard would be located in the SPTC main freight
yard northeast of Chinatown. The portion of the yard under consideration is
separated from an adjacent commercial area to the west by an approximate 50-foot
vertical elevation separation between the yard and North Broadway. A heavy
industry and warehousing district is adjacent to the east of the area under
consideration. Rail spurs currently cover the project site.

®  West Bank Option. The West Bank Option follows the west bank of the Los
Angeles River from the Mission Tower southward to US-101. This yard option is
located within an industrial area west of Union Station that includes an SCRTD bus
maintenance facility, the Los Angeles County main jail, various public works
projects (e.g., flood control, drainage and storage yards), government buildings and
facilities, and warehouse and distribution centers. The site is located behind the
SCRTD facility and adjacent to the Los Angeles River and would not be visible
from ground level views on adjacent streets. Absent any other significant aesthetic
features, Union Station is the primary landmark within the area.
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Southwest Museum Station. The proposed station location would be in an area
occupied by residential and institutional uses. As the proposed alignment is an
existing railroad right-of-way, neighboring uses are oriented away from the proposed
site. Predominant aesthetic features of the area are the hillsides east and west of the

alignment.

Fillmore Street Station. This station would be located at the intersection of the Light
Rail Transit right-of-way and Fillmore Street and may require the closure of
Fillmore Street. The area adjacent to the proposed station is comprised of
warehousing and industrial operations, commercial uses such as retail strip malls and
gas stations, and some small office buildings. These uses are oriented toward
Arroyo Parkway and Raymond Avenue with the rear of the business to the proposed
Light Rail Transit right-of-way. There are no predominant aesthetic features in the
immediate area.

Allen Avenue Station. As the Allen Avenue Station would be located between the
eastbound and westbound lanes of I-210, the aesthetic environment is primarily
confined to the freeway right-of-way.

Marmion Way and Figueroa Street Grade Separation. The area surrounding the
intersection is comprised of one- to two-story residential dwellings and neighborhood
serving business. Surrounding hillsides are the predominant aesthetic features of the
area. The approved alignment north of Figueroa Street is situated behind residential
dwellings. South of Figueroa Street, the alignment is located on a median between
Marmion Way and Pasadena Avenue and is not adjacent to any structures.

Colorado Boulevard Grade Separation. This component is located in Pasadena’s Old
Town District, or an area characterized by historic buildings, antique shops,
restaurants, and movie theaters. Old Town is one of the central focal points within
the city and receives heavy use from entertainment activities. The proposed site is
primarily a commercial business district bound by Memorial Park on the north and
the Amtrak Pasadena Rail Passenger Station on the south. The proposed suppressed
alignment through this area will result in the closure of Holly Street where it
intersects with the Light Rail Transit right-of-way.

4.8.2 ENVIRONMENTAL IMPACTS

A significant visual impact arises from the introduction of at-grade and aerial transit and support

structures along the alternative alignment. Station construction activity would also present a temporary

but significant visual impact. Aesthetic impacts are those that change the appearance or visual

character of the existing environment in some way. Whether a change enhances or impairs a visual

impression is ultimately a subjective opinion.
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Maintenance Yards

The four yard options, the original Taylor Yard option, the linear Taylor Yard option, the Cornfield
Yard, and the West Bank Option would be developed within existing railroad freight yards. Each of
these proposals would involve the removal of existing locomotive storage and switching track and its
replacement with newer light rail storage and maintenance facilities. All washdown and maintenance
will occur in new enclosed buildings. As these yards are located in predominantly
industrial/manufacturing areas, the characteristics and scale of the Light Rail Transit storage and
maintenance facility should not adversely impact the existing aesthetic environment. Landscaped
buffers, ornamental and native plant species will be used throughout the maintenance yard facility
design to improve the visual environment, buffer the facility from any adjacent sensitive land uses,
and enhance the "developed" context of the maintenance yard within the existing aesthetic

environment,

The aerial structure considered for the West Bank option would result in an unmitigatable visual
impact on the existing aesthetic character of the West Bank option land use area. However, given that
the West Bank option is located in a predominantly industrial/manufacturing area, the impact can be

minimized through sensitive architectural design treatments.

Stations and Grade Separations

At-grade stations will impact the character of the neighborhood by introducing 300-foot long platforms
from which patrons would board the Light Rail Transit. These platforms vary from 10 to 15 feet in
width and will be approximately 3 feet high. A canopy fare vending machine, a closed circuit

television (CCTV), and a phone will be located on the platform.

The Taylor Yard lead connector is generally consistent with the existing character and scale of the
adjacent uses. However, development of this connector, which would also be needed for revenue
operations of the Glendale-Burbank light rail transit line, would require demolition of the defunct Los

Angeles city jail. See Section 4.9, Historic Resources, for additional discussion of potential impacts.

The Southwest Museum Station is located in close proximity to the Arroyo Seco. Predominant views

in the area are of neighboring hillsides and of the skyline of downtown Los Angeles. Although this
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station may block very close views of adjacent structures, it will not impact the predominant views

noted above. The station will fit within the general character and scale of the community.

The Marmion Way/Figueroa Street grade separation would introduce an aerial structure into the
community. The presence of an elevated structure would result in a significant impact to the existing
visual character of this intersection. During design of the grade separation, community workshops
will be held to solicit community input on the architectural design and character of the proposed

elevated structure.

The Fillmore Street Station is generally consistent with the commercial/industrial character of adjacent
uses. Additionally, because adjacent uses are oriented away from the proposed site such that it would

not be within their viewshed, no aesthetic impacts are expected.

As the Allen Avenue Station would be located in the center of I-210, no aesthetic impacts are

anticipated.

As the Colorado Boulevard Grade Separation will be below grade, this component, in and of itself,
would not result in an adverse aesthetic impact. An impact could result from the closure of Holly
Street. Holly Street can be characterized as a scenic view corridor from the Pasadena Old Town up
to the City Hall. Although the closure of Holly Street under the preferred alternative of the Colorado
Boulevard Grade Separation component will not physically block this view, it will prevent through
vehicular traffic from Old Town to the City Hall and thus limit the community exposure to this scenic
element. Additionally, the closure could, in effect, create a break in the continuity of pedestrian views
and movement through the corridor, though it could also be an opportunity to promote a pedestrian

environment which increases exposure to views.

Exhibit 4.8-1 illustrates a typical station cross section. Additional prototypical cross-sections of the
Light Rail Transit line are indicated in Appendix C.
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4.8.3 MITIGATION MEASURES

The following mitigation measures will be effective in reducing the adverse visual impacts associated

with modifications to the approved Light Rail Transit alignment.

During station construction activity, all safety lighting, construction equipment, and
other visually obstructive sources shall be shielded from view.

Stations shall be designed to be attractive and nonintrusive on surrounding areas.
Station design and building materials used in their construction will emphasize low
maintenance, and graffiti resistance. In the case where station platforms and parking
facilities would be constructed adjacent to architecturally interesting buildings,
design standards should be established for rail-related facilities in order to be
sensitive to the style and cultural representation of both the building and the
surrounding community.

Community workshops shall be performed to provide input during design of
individual stations and aerial structures.

Landscaping shall be used to shield or enhance stations, traction power substation
sites, the yards, and the right-of-way, Low maintenance plants and ground cover
that are compatible with the Southern California climate and the architecture of the
surrounding area will be selected.

Additional shielding of track and station structures shall be accomplished by the
construction of sound walls and fencing at points along the rail way.

An arts program shall commit 0.5 percent of the project’s construction budget
toward art projects related to Light Rail Transit facilities.

4.8.4 LEVEL OF SIGNIFICANCE AFTER MITIGATION

The aerial structures proposed for the grade separation at Marmion/Figueroa and the West Bank

maintenance facility option are considered an unavoidable visual impact. Partial mitigation of the

aerial structures is possible through attractive and community-sensitive architectural design treatments.
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4.9 CULTURAL RESOURCES

This section of the EIR assesses the proposed project’s potential impacts on cultural resources in the
project area. The analysis focuses on historic and prehistoric archaeological resources that may be
affected by the construction and operation of the proposed project, as modified. Only the Cornfield
Yard, Southwest Museum Station, and Colorado Boulevard Subgrade sites have the potential to affect

cultural resources; therefore, only these three sites are discussed in this section.

4.9.1 ENVIRONMENTAL SETTING

Area History

City of Pasadena

The archaeological record for the Pasadena area spans at least 10,000 years. By approximately 1,000
B.C., the area is thought to have been occupied by Hokan-speaking people, likely the Chumash.
However, since this group left no written records, it is very difficult to know the exact history. The
Hokan-speaking people were eventually replaced by the Shoshonean linguistic group, known as the
Gabrielino, who are referred to as a cultural group rather than a tribe. They occupied the San Gabriel

Valley and perhaps areas as far east as San Bernardino (Buchen, pers. comm., 1992).

Spanish settlers arrived in the area around 1770; most of the Gabrielinos were displaced to the Mission
San Gabriel in the late 1700s. The area which approximates present downtown Pasadena was given
as a land grant in the early 1800s. The area was eventually settled by Indiana colonists in 1874 who
found the land to be agriculturally rich. By the late 1880s, because of its pleasant climate, Pasadena
soon became a health resort and winter retreat for the wealthy. Assisted by close proximity to the
various railroads, including the Southern Pacific, visitors from other parts of the country came to
Pasadena. This activity facilitated an enormous housing and commercial boom. The central business
district, located at Fair Oaks and Colorado Avenue, continued to expand as commercial development
flourished to meet the needs of the expanding population. The Old Town Pasadena Historic District,
which is basically the original commercial area, extends roughly north to Frontage Road, east to
Arroyo Parkway, south to Del Mar Boulevard, and west to Pasadena Avenue. The historic district

was recently placed on the National Register of Historic Places. Buildings in this district were built
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in blocks that accommodated more than one tenant, and were named for their owners (City of

Pasadena 1984). Many of the original buildings in downtown Pasadena still remain.

City of Los Angeles

The archeological record for the Los Angeles area is similar to Pasadena’s. The area was originally
occupied by Hokan-speaking peoples, and replaced by Shoshonean peoples, specifically, the
Gabrielino. The Gabrielino once occupied the entire area in which the proposed Cornfield Yard
maintenance facility site is located. Due to the proximity of the Los Angeles River, the freight yard
property would have been a logical location for permanent villages or campsites. However, the
Gabrielino lifestyle was affected immediately upon European contact and the founding of the Pueblo
de Los Angeles. The entire culture was virtually eliminated by the beginning of the 19th century.
One remnant Indian town existed south of the Pueblo as late as 1842 (Buchen, pers. comm., 1992).
As population increased dramatically in the early 1900s, the railroad site became a significant business

location.

Historic Resources

Cornfield Yard

The certified EIR looked at two alternatives for maintenance and storage yard facilities. As a result
of an expanded scope, three additional sites are being analyzed, one of which is Cornfield Yard. The
facility would provide daily inspection and light maintenance of vehicles, control of yard operations,
and personnel changes. In addition to sources previously identified, resources analyzed for the

Cornfield Yard site included the Cultural Resources section of the Draft EIR for the Belmont New
Senior High School Alternative Site Assessment.

The Cornfield Yard site is 47.7 acres and is bounded by North Broadway on the west, North Spring
Street on the east, the Los Angeles River to the north, and Elysian Park to the southeast. The Capital
Milling Company Building is located south of the yard at 1231 North Spring Street.

The Cornfield Yard site is an inactive Southern Pacific Railroad switching yard; two-thirds of the area

is railroad tracks. The site is used for storage and minor maintenance of rail freight cars. Features

in the area of potential historical significance in this Southern Pacific Railroad Yard include Stearns
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Mill (Capital Milling Company), and the site of the Jose Maria Ybarra House, located on the bluff
north of North Broadway (Kellher 1875). The entire Southern Pacific Railroad Yard has been
designated as Cultural Landmark #82 by the City of Los Angeles Cultural Heritage Commission.
Table 4.9-1 identifies historic resources in the project vicinity and Exhibit 4.9-3 depicts their

approximate location.

TABLE 4.9-1

HISTORICAL RESOURCES - CORNFIELD YARD*

Map Ref. Historic

Number Address Historic Use Significance® Source’
1. 1231 N. Spring Street  Stearns Mill MS, HS 1,2,3
2. Jose Maria Ybarra House HS 2,3

*  Not identified in the FEIR.

Historic Significance

MS City Of Los Angeles Monument Status

HS City of Los Angeles-Historically Significant

Source

1 City of Los Angeles Cultural Heritage Commission

2 Map: The Old Zanza Madre - Ditches, Vineyard, and Old Town

3 DEIR Belmont New Senior High School Alternative Site Assessment

c

In addition to the specific resources listed in Table 4.9-1, there are numerous brick commercial
buildings that appear to date back to the turn of the century (F.C. Kingston Company, pers. comm.,
1992). Some of these structures, located adjacent to the yard along the southern edge, are dilapidated
or currently abandoned. Others appear to be used as warehouses for international import/export
businesses. There are two residential structures on North Broadway overlooking the rail yard which
appear to date back to the 1930s. A California Historic Landmark plaque for the Portola Trail
Campsite #1 is located on the bluff overlooking the North Broadway Bridge.
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Southwest Museum Station

In the certified EIR, stations in the Mount Washington area of the approved Highland Park alternative
alignment were analyzed at Figueroa and Marmion, Avenue 51, and Avenue 57. In response to a
request by the City of Los Angeles, this SEIR looks at the proposed addition of a station located
adjacent to the Southwest Museum. The location was chosen for its convenient access; however, the
Southwest Museum’s Board of Trustees has proposed to move the museum from its current location.

A final decision regarding the potential move is pending (Los Angeles Conservancy 1992).

In addition to the sources consulted for the Colorado Boulevard Subgrade site, information from the
Los Angeles Cultural Heritage Commission was also reviewed for the Southwest Museum Station site.
Because the proposed station would be located in close proximity to the sites examined in the FEIR,
that document provides baseline information for the Southwest Museum Station site. Table 4.9-2 lists
the historic structures found in the vicinity of the proposed station, and Exhibit 4.9-2 depicts their

location.

The Southwest Museum entrance and original building was the first museum established in Los
Angeles. Founded by Charles F. Lummis, the building is the oldest privately endowed museum in
California devoted to native American culture. The building, which is one of the three structures
designated with Monument Status from the City, was constructed between 1912 and 1914, and is
considered one of the first major examples in Los Angeles of the transition from Mission Revival to
Spanish Colonial Revival architecture. The entrance on Museum Drive was built in 1920, and is a
significant example of Pre-Columbian Revival design (City of Los Angeles 1987). The museum was

designed in 1912 by architect Sumner Hunt.

The second Monument Status structure in the area is the Ziegler Estate. This home was built in 1904,
and is an example of late Queen Anne architecture with Craftsman and Shingle features. It is
surrounded by an arroyo stone wall. The Community Redevelopment Agency (CRA) recently
acquired the Ziegler Estate for the development of a child care facility.

The third structure with this designation is the Casa de Adobe, which is owned by the Southwest

Museum. The Casa de Adobe was built between 1916 and 1918 as a replica of an old adobe house.

It was constructed out of adobe, and was used for many years as an exhibit area for the Southwest
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Museum. Currently, the structure serves as additional storage capacity for the Southwest Museum

artifacts not in present use.

Colorado Boulevard Subgrade

In the certified EIR, the Old Town Pasadena Historic District, as well as other historic/cultural
resources, were identified for the entire route traversing the downtown Pasadena area, and were
contained within the previously approved Highland Park Alternative alignment. In response to a
request by the City of Pasadena, this SEIR looks at the proposed subterranean construction and
operation of the light rail system from Memorial Park Station near Holly Drive, south to the Del Mar
Station. As a result, this section only addresses those historic resources which are located along the
railway corridor within that subgrade area. Subsequent to certification of the EIR, the Old Town
Pasadena Historic District was placed on the National Register List of Historic Paces, and is referred
to as the Old Pasadena National Register District throughout this section.

Several sources were consulted to identify the historic resources in the downtown Pasadena area.
These include the City of Pasadena, the National Park Service, the final EIR for the Pasadena-Los
Angeles Light Rail Transit Project, and the Southwest Museum.

The proposed alignment of the Colorado Boulevard Subgrade is adjacent to many structures included
in the Old Pasadena National Register Historic District. There are no control restrictions nor design
guidelines for resources listed on the National Register of Historic Places (Crow, pers. comm., 1992).
Additionally, along the route, there are other structures which have been identified as significant
historic/cultural resources by the City. Table 4.9-3 identifies these historic structures, and
Exhibit 4,9-1 shows their location.
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TABLE 4.9-2

HISTORICAL RESOURCES-SOUTHWEST MUSEUM STATION

Map Ref. Historic

Number Address Current Use Significance* Source®
1. 4521 Marmion Way Residence HS 2
2. 4547 Marmion Way Residence HS 2
& 4563 Marmion Way Residence HS 2
4, 234 Museum Drive Museum Drive Entrance MS, HS 1,2
5. 4601 N. Figueroa St. Ziegler Estate® MS, HS 1,2
6. 4605 N. Figueroa St. Southwest Museum MS, HS 1,2,3

Casa de Adobe!

7 4665 N. Figueroa St. Residence HS 2
8. 4671 N. Figueroa St. Residence HS 2

Historic Significance

NR National Register of Historic Places Listing

HR City of Pasadena-Significant Historic Resource

HS City of Los Angeles-Historically Significant

MS City of Los Angeles-Monument Status

Source

1  City of Los Angeles Cultural Heritage Commission
2  FEIR Pasadena-Los Angeles Light Rail Transit Project
3  Southwest Museum

¢ Identified as residence in the certified EIR.

4 Not identified in the certified EIR.

Archaeological Resources

Cornfield Yard
No archaeological surveys have been done in the Cornfield Yard area. However, significant

archaeological resources are expected to exist, in particular, the Zanja Madre. The Zanja Madre was
the first ditch to lead water from the Los Angeles River to the Pueblo De Los Angeles. Constructed
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in the 1700s by early Spanish settlers, the Zanja and its associated series of ditches were used for
irrigation purposes. The source for the following analysis is the Belmont High School draft EIR.

The Zanja Madre cuts directly through the Cornfield Yard. It was constructed from the dam near the
Broadway Bridge and along the west side of the bluff immediately below Broadway Street. This
section is referred to as the original zanja. The dam is thought to be outside the boundary of the
project site and is thought to have been entirely removed during the construction of the river channel
in the 1930s. There were several private efforts to improve the original early open-ditch system.
However, prior to 1877, the original system was still in operation. In 1877, voters approved bonds
to improve upon the system, and much of it was lined with concrete and/or bricked over. Although
their importance has declined through the years, the zanja system and the original Zanja Madre must

be regarded as potentially significant archaeological resources.

The project site is also the first location of a Southern Pacific passenger depot in the City of Los
Angeles. Construction began in March 1875, prior to the railroad reaching Los Angeles in 1876.
The 1875/1876 construction of the River Station Depot was responsible for much of the growth and
development within the immediate vicinity of the project site. The original depot was replaced by
another in 1890, located at the foot of Main Street. The original River Station Depot was renamed
the Southern Pacific Freight Depot in 1893, and by 1971, only freight sheds and some of the original
foundation remained. The potential for significant subsurface deposits remains. Exhibit 4.9-3 depicts
the approximate locations of the Zanja Madre, and those of the dam, water wheel, and original River

Station Depot.

Southwest Museum Station

No archeological resources are known to exist in the proposed location of the Southwest Museum
station (Blodgett 1989).

Colorado Boulevard Subgrade

No archaeological resources are known to exist in the vicinity of the Old Pasadena National Register

Historic District (Blodgett 1989).
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TABLE 4.9-3
HISTORICAL RESOURCES-COLORADO BOULEVARD SUBGRADE

= g ™ 0 A O

Map Ref. Historic
Number Address Current Use Significance® Source®
1. 222-250 S. Raymond  Santa Fe Station HR 2.3
2. 182 S. Raymond Casablanca Fan Company® HR 2
3. 150 S. Raymond Fishbecks* HR
4. 96 S. Raymond Stats Floral® HR 2
5. 48-70 S. Raymond Fleur de Vin' NR 1.2
6. 44 S. Raymond The Art Store® NR 12
7. 26-38 S. Raymond Vandenburg Bldg® NR 1.2
8. 95-99 E. Colorado Vacant Commercial® NR 1,2,3
9. 102-108 E. Colorado Richardson Bldg.* NR 1,2
10. 117 E. Colorado Chamber of Commerce® NR 1,2
11. 120 E. Colorado Anderson Typewriter® NR 1,2
12. 99 E. Union Silent Partners Resale' NR 1,2,3
13, 110-114 E. Union Lucky Baldwin Bldg.® NR 1.2
14. 119-121 E. Union Hardware Store® NR 1,2
15. 110 E. Holly Tecolate Restaurant® NR 1,2
16. . 95 N. Arroyo Antiques Mall‘ NR 1,2

Historic Significance
NR National Register of Historic Places Listing

HR City of Pasadena Significant Historic Resource

Source

1 National Register of Historic Places
2 City of Pasadena Urban Conservation

3  Certified EIR Pasadena-Los Angeles Light Rail Transit Project

Identified as Wilkinson Building in the certified EIR.
Identified as McLaren Body Works in the certified EIR.
Not identified in the EIR.
Identified as Morgan Block in the certified EIR.
Identified as Mercantile Place in the certified EIR.
Identified as Vandervort Building in certified EIR.
Identified as structure in certified EIR.
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4.9.2 ENVIRONMENTAL IMPACTS

A significant potential impact from the light rail system upon historic or archaeologic resources

identified in this survey is defined as the following:

® The disruption or adverse effect on a prehistoric or historic archaeological site or
property of historic or cultural significance to a community or ethnic or social group
(CEQA Appendix G).

®  The introduction of any visual element, resulting from the permanent operation of
the light rail system, which is out of character with the current architectural design
of the area.

Historic Resources

Cornfield Yard

It is likely that construction and operation of the maintenance yard at this site would adversely affect
historical resources in the area. Under CEQA, adverse effects to historically significant resources is
a significant adverse impact. Additionally, the City of Los Angeles requires that alterations to cultural
landmarks be approved by the Cultural Heritage Commission. In the event that the proposed project
is approved, Mitigation Measure 1 presented below would reduce the impacts associated with

construction and operation of the light rail system.

Southwest Museum Station

Historic resources adjacent to the Southwest Museum Station are either west of the light rail route and
separated from the alignment by Marmion Way and elevation differences, or are approximately
1/8 mile east of the alignment along Figueroa Street. As determined in the FEIR, no adverse effects
to historic structures is anticipated, therefore, no significant impact from construction or operation

of the light rail system would occur.
The proposed station will be at-grade. The architectural style and the station has not been determined.

Exhibits 4.9-7 and 4.9-8 depict examples of architectural styles in the project vicinity: Spanish
Colonial Revival and Queen Anne with Craftsman. The station should be designed to be
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architecturally compatible with the predominant historic architectural styles of the area. Mitigation

Measure 3 presented below would ensure that no impacts would occur.

Colorado Boulevard Subgrade

Construction and operation of the subterranean link of the light rail system could potentially affect
historical resources located both in and immediately adjacent to the Old Pasadena National Register
Historic District. Many of these buildings were constructed in the 1800s of unreinforced masonry.
Table 4.9-4 lists the significant historic resources along the grade separation that have not been
seismically retrofitted. The structures listed in Table 4.9-4 have the potential to be affected by
vibration resulting from construction and operation of the light rail (Keizman, pers. comm., 1992).
Depending upon the type of construction equipment used, the length of construction, and the number
of times per day the rail is expected to operate, these historic buildings may experience adverse
impacts. Mitigation Measures 4, 5, and 6 presented below would reduce the impacts associated with

construction and operation of the light rail system.

Although operation will be subterranean, the rail corridor is narrow. As depicted in the photographs
in Exhibits 4.9-4 and 4.9-5, at some locations the rail alignment right-of-way will be directly adjacent
to the structures. Depending on the amount of vibration produced by the continual operation of the
light rail, deterioration of the structures could be experienced, which would be considered an adverse
effect As defined by CEQA, an adverse effect upon historic resources is considered a significant

impact.

The proposed project will be contained underground, therefore, visual compatibility with the
surrounding area is not an issue. No adverse visual impacts to the Old Pasadena National Register
Historic District are anticipated. The proposed light rail would be at-grade at the Del Mar and
Memorial Park stations. Compliance with the City of Pasadena Design Review standards will be
required. Exhibit 4.9-6 shows typical architectural design contained within the Old Town Pasadena
Historic District. Mitigation Measure 5 presented below lists the requirements of this ordinance, and

will reduce impacts associated with the return to at-grade operation.
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Archeological Resources

Cornfield Yard

The following description of the Cornfield Yard site is based on the previously referenced Cultural

Resources discussion for the Belmont New Senior High School DEIR.

TABLE 4.9-4

SIGNIFICANT HISTORIC STRUCTURES WITH UNREINFORCED MASONRY

Address Name
182 S. Raymond Casablanca Fan Co.
48-70 S. Raymond Fleur de Vin
44 S. Raymond The Art Store
26-38 S. Raymond Vandenburg Bldg

95-99 E. Colorado
117 E. Colorado
120 E. Colorado
99 E. Union
119-121 E. Union
110 E. Holly

95 N. Arroyo

Vacant Commercial
Chamber of Commerce
Anderson Typewriter
Silent Partners Resale
Hardware Store
Tecolate Restaurant
Antiques Mall

Source: City of Pasadena, Planning, Building and Neighborhood 1992.

Significant archaeological resources have been identified in the project area. The potential for finding

additional artifacts is very high. The subsurface area is undisturbed. However, construction of the

Cornfield Yard Maintenance facility may expose archaeologic artifacts. Subsurface features are not

included in the Cultural Heritage Landmark #82 designation.
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An archaeological testing program should be conducted prior to construction and development on the

Cornfield Yard site. The program would determine if any significant subsurface resources can be

located. If so, a mitigation plan should be developed.

Appendix K of CEQA addresses mitigation, preservation, or salvage of significant archaeological

resources affected by development. Mitigation Measure 2 presented below would be required if

artifacts are discovered during the course of construction.

493 MITIGATION MEASURES

Cornfield Yard

Prior to commencement of construction, the project sponsor will be required to
obtain approval from the City of Los Angeles Cultural Heritage Commission to alter
the Cornfield Yard site, Cultural Landmark #82. Preservation of any at-grade
resources is the preferable action, and should be undertaken to the maximum extent
feasible. If in the course of construction, any suspected historical resources are
discovered, activity will cease and a mitigation plan will be designed and
implemented before any construction is resumed.

Should historic and/or archaeologic resources be unearthened during excavation,
significant earthmoving and/or grading activities will immediately cease. A qualified
archaeologist will be called in to assess the significance of the find, and recommend
appropriate protection measures. In the event human remains of possible Native
American origin are encountered during the course of construction, the Los Angeles
County coroner’s office and the Native American Heritage Commission will be
contacted for preservation and protection of the remains.

Southwest Museum Station

o 8

The project sponsor will consult with the Los Angeles Cultural Heritage Commission
to ensure that the configuration, design, materials, colors, and signage of the
Southwest Museum Station will be consistent with the architecture of the existing
structures in the area.

Colorado Boulevard Subgrade

4.

JOB/13620004 .4

Appropriate engineering studies shall take place prior to commencement of
construction of the Colorado Boulevard Subgrade to determine the capability of
adjacent structures in the Old Pasadena National Register Historic District to
withstand the level of vibration anticipated from construction and operation of the
proposed light rail system. Engineering studies may conclude that this option should
not be implemented due to adverse effects on existing structures.
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Prior to the issuance of any demolition or grading permits, an adequate monitoring
and/or bonding program shall be established between the City of Pasadena and
property owners to ensure that demolition and construction vibration impacts do not
adversely affect offsite structures.

Prior to submittal by the project sponsor, will require approval from the City of
Pasadena Design Review Board. The design concept must ensure that the
configuration, design, materials, colors, and signage of the Del Mar and Memorial
Park Stations are architecturally compatible with the surrounding sites and
structures, and will not unnecessarily block scenic views, or inappropriately
dominate their surroundings.

4.9.4 LEVEL OF SIGNIFICANCE AFTER MITIGATION

Project development and operational impacts (i.e., demolition, excavation, construction) on historic

structures and/or resources can be mitigated to a level of insignificance with implementation of

Mitigation Measures 1 through 6.

JOB/13620004.4
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4.10 PUBLIC UTILITIES RELOCATION

This section discusses the public utility relocation activities associated with the implementation of the
Colorado Boulevard Grade Separation option of the Supplemental EIR. Public utility relocation
activities associated with implementation of all other project components are adequately addressed in
the certified EIR. No further analysis is required.

4.10.1 ENVIRONMENTAL SETTING

The Colorado Boulevard Grade Separation is proposed to extend beneath Old Town Pasadena from
the Amtrak Train Station area north of Del Mar Boulevard up to Memorial Park. There are numerous
underground public utility lines within the path of this grade separation, including telephone,

electrical, storm drain, sewer, and water lines.
4.10.2 ENVIRONMENTAL IMPACTS

The Colorado Boulevard Grade Separation will extend through Old Town Pasadena from Del Mar
Boulevard north to Walnut Street. The subgrade will extend beneath Green Street, Colorado
Boulevard, and Union Street and require the closure of Holly Street. Utilities listed in Table 4.10-1
will be impacted by the grade separation. These utilities will be supported during construction of the
subgrade. Construction activities will include relocation of many utility lines at each of the impacted

intersections. Table 4.10-2 summaries utility relocation activities.

The Feasibility Study for Below-Grade Construction (Metro Rail Transit Consultants 10/91) identifies
the impacted utilities noted above and sets forth the aforementioned relocation program. Because the
impacted utility lines have been adequately identified and support and replacement programs have been

identified, no significant impacts are anticipated.
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TABLE 4.10-1

DESCRIPTION OF UTILITY IMPACTS

Green Street

30 of 8" water main

30’ of 36" storm drain

30 of 20 du telephone ductbank
30’ of 9 du telephone ductbank
30" of 10 du electrical ductbank
30’ of 4" gas main

Colorado Boulevard

30’ of 24" water main

30’ of 18" storm drain

30’ of 6 du electrical ductbank

30’ of 12" gas main

30’ of 10" sanitary sewer

30° of 8 du telephone duct bank (2 sections)

Union Street
30’ of 8" water main
30° of 39" storm drain
30" of 8" sanitary sewer
30’ of 3 du electrical ductbank

30’ of 2" gas main
30’ of 1 du telephone ductbank

Holly Street

70’ of 8 du electrical ductbank

Source: Bechtel, July 1992.
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TABLE 4.10-2

UTILITY RELOCATION ACTIVITIES

Green Street

50° of 8" steel water main
30’ of 36" temporary storm drain
40’ of RCP storm drain

Colorado Boulevard

50’ of 24" steel water main

340’ of RCP storm drain

2 storm drain manholes

60’ of 18" temporary storm drain
30’ of 10" temporary sanitary sewer
40’ of 10" VCP sanitary sewer

Union Street

50" of 8" steel water main

40’ of 39" RCP storm drain

30’ of 39" temporary storm drain
30’ of 8" temporary sanitary sewer
40’ of 8" VCP sanitary sewer

Holly Street

Inverted Siphon, including junction structures
60’ of 78" RCP storm drain

150’ of 60" RCP storm drain

40’ of 18" RCP storm drain

30’ of 18" temporary storm drain

150 of electrical ductbank

2 intercept manholes

2 deep manholes

100’ of deep ductbank

Source: Bechtel, July 1992.
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4.10.3 MITIGATION MEASURES

The following mitigation measures are suggested to prevent loss of service to utility consumers.

1. LACTC shall prepare and maintain a list of persons that would be affected by losses
of power, sewer, gas, and/or water main ruptures for notification and emergency
service purposes.

2. All potentially affected utility consumers shall receive advanced notification by
LACTC/RCC of construction activities.

3. Emergency back up service shall be made available by LACTC in the event of
disruption in service.

4.104 LEVEL OF SIGNIFICANCE AFTER MITIGATION

No unavoidable significant adverse effects are anticipated following implementation of the mitigation

measures.
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SECTION §
UNAVOIDABLE SIGNIFICANT ENVIRONMENTAL EFFECTS

CEQA and the state CEQA guidelines define a significant effect as a substantial adverse change to the
physical environment. The physical factors that may be subject to such changes include land, air,
water, minerals, flora, fauna, ambient noise, and objects of historic or aesthetic significance. In
situations where an EIR identifies significant effects, the government agency approving the project
must make findings as to whether the significant effects have been reduced through mitigation to a
level that is less than significant. Where an impact is unavoidably significant, specific reasons why

mitigation is not successful or feasible must be identified.

This Supplemental Environmental Impact Report identifies a number of significant environmental
impacts anticipated to result from the implementation of the proposed LRT alternative components.
Mitigation measures are identified that will be effective in reducing the degree of overall impact,
although certain environmental impacts are still anticipated to be significant as identified in this SEIR
(Section 4.0). Findings with regard to each significant effect and a statement of overriding

considerations must be prepared by LACTC, the lead agency, prior to project approval.

Construction of the Marmion Way and Figueroa Street grade separation would result in temporary,
but significant, unavoidable adverse impacts on traffic circulation at that intersection. Localized
impacts on streets, at-grade crossings, and stations where lighting is necessary for safe operation of
the LRT is considered a significant unavoidable adverse impact. The visual presence of an aerial
structure at the Marmion Way/Figueroa Street intersection would result in an unavoidable adverse

visual impact on the aesthetic character of the existing site.

The intersection of Fair Oaks Avenue/Colorado Boulevard would be impacted beyond an acceptable
level of service under all Colorado Boulevard grade separation scenarios: no-build, at-grade, or
subway. There are no reasonably feasible mitigation measures that would reduce the level of impact

to an acceptable level of service.
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SECTION 6
LONG-TERM IMPLICATIONS OF THE PROPOSED PROJECT

6.1 RELATIONSHIP BETWEEN LOCAI. SHORT-TERM USES OF MAN’S
ENVIRONMENT AND THE MAINTENANCE AND ENHANCEMENT OF LONG-
TERM PRODUCTIVITY

CEQA and the state CEQA guidelines require EIRs to identify the relationship between local short-
term uses of man’s environment and the maintenance and enhancement of long-term productivity.
Special attention must be given to those impacts which narrow the range of beneficial uses of the
environment or present long-term risks to the public’s health and safety. In addition, the EIR must
also identify those reasons or justifications why the implementation of the proposed project should

proceed now rather than in the future.

The components proposed in this Supplemental Environmental Impact Report do not invalidate the
findings of the previously certified EIR. As stated in the previously certified EIR, the proposed
Pasadena-Los Angeles Rail Transit Project would result in a number of long-term impacts when the
system becomes operational. The proposed project would provide residents living in the Pasadena-Los
Angeles Corridor with an alternative to the private automobile as a means to get from home to work.
The operation of a safe, convenient, and efficient mass transit line would also lessen regional
dependence on the private automobile and the need for additional freeway capacity. Any significant
reduction in the number of vehicles used in home-to-work commutes would also benefit local air
quality, reduce fuel consumption, and improve roadway service levels throughout the corridor over

that which would be expected in the absence of an operational mass transit system.

The operation of the proposed Pasadena-Los Angeles Rail Transit Project may represent a risk to
persons within the LRT right-of-way. There is a potential that vehicles and pedestrians may be struck
by LRT vehicles if certain precautions and warnings are not followed. Mitigation measures identified
throughout Section 4 of the previous EIR focus on reducing potential risks to motorists and

pedestrians.

If selected, the proposed LRT project modifications should proceed now rather than in the future for

the following reasons:

TOB/13620004.6 6-1



® To optimize efficiencies in maintenance yard locations by establishing direct access
to facilities from two rail lines without the need for a long yard line.

® To maximize benefit of reducing traffic congestion and delays at congested
intersections by implementing grade separated routes.

®  To incorporate the needs identified by local communities to integrate transit facilities
with adjacent/proposed land uses, toxic soil issues, and visual and noise mitigation.

® To mitigate operational impacts associated with the approved LRT alignment.

® To minimize additional construction impacts by incorporating project modifications
with overall project construction.

6.2 IRREVERSIBLE ENVIRONMENTAL CHANGES WHICH WOULD BE
INVOLVED IN THE PROPOSED PROJECT IF IT WERE IMPLEMENTED

As stated in the previously certified EIR, the implementation of the proposed Pasadena-Los Angeles
LRT project will commit nonrenewable resources to the construction and operation of the project.
These resources will include materials used in the project’s construction, as well as nonrenewable fuels
used to power the stations, and will involve a continued commitment of the site to urban land use.
This commitment will also preclude other development options for land occupied by the Pasadena-Los
Angeles Rail Transit Project over the life of the project and will preclude other types of rail service

(such as freight and commuter service) in the corridor.
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SECTION 7
GROWTH-INDUCING IMPACTS

The Pasadena-Los Angeles LRT is an important component of a regional transportation network
planned and under construction in the greater Los Angeles area. This LRT project will provide a
convenient link between Pasadena and other portions of the West San Gabriel Valley with downtown
Los Angeles. The project alternatives analyzed in this SEIR would not alter or invalidate the growth-
inducing impacts or findings discussed in Section 9 of the previously certified EIR.

As stated in previously certified EIR, the LRT project will not induce growth in and of itself,
however, the implementation of the Pasadena-Los Angeles LRT may result in a number of growth-
inducing impacts. First, the project may allow responsible agencies to intensify zoning and/or
development in the vicinity of the stations. A number of stations may attract commercial retail and
other types of development oriented toward LRT passengers. Indirect growth-inducing impacts may
result from the alteration of transportation patterns in the project vicinity which are difficult to identify
at this time. In general, the implementation of any of the LRT route alternatives and the project
modifications as analyzed in this SEIR may increase development pressure in the vicinity of stations
and at the beginning and terminus of the rail line. The advantages to employers of being located near
the LRT may also provide impetus for businesses to relocate to areas permitting commercial and
industrial development along the LRT route, especially near stations. This will be especially true for

vacant or underutilized parcels.
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SECTION 8
LIST OF PREPARERS AND REFERENCES

8.1 PREPARERS OF EIR

The following organizations and individuals participated in the preparation of this SEIR.

Los Angeles County Transportation Commission
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NOTICE OF PREPARATION ~

TO: FROM: Ms. Susan Rosales
Los Angeles County
Transportation Commission
818 West Seventh Street, Suite 1100
Los Angeles, California 90017

SUBJECT: Notice of Preparation of a Draft Supplemental Environmental Impact Report (SEIR)

The County of Los Angeles, Transportation Commission, will be the lead agency and will prepare
an environmental impact for the project identified below. We wish to know the views of your
agency as to the scope and content of the environmental information which is germane to your
agency’s responsibilities.

The project description, location map, and probable environmental effects are contained in the
attached materials. A copy of the Initial Study is also attached.

Due to the time limits mandated by state law, your response must be sent at the earliest possible
date but not later than 30 days after receipt of this notice. All responses to the Notice of
Preparation must be in writing. Comments received will be incorporated into the draft SEIR, as
appropriate.

Please send your responses to Ms. Susan Rosales at the address shown above. We will need the
name of a contact person in your agency.

PROJECT TITLE: Pasadena-Los Angeles Rail Transit Project

PROJECT APPLICANT: Los Angeles County Transportation Commission

DATE: June _, 1992 SIGNATURE:

Susan Rosales

TITLE: Director, San Gabriel Valley Area
TELEPHONE: (213) 623-1194
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Lead Agency:
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Transportation Commission
818 West Seventh Street, Suite 1100
Los Angeles, California 90017
(213) 623-1194

Contact: Susan Rosales, Director, San Gabriel Valley Area

Prepared by:
Michael Brandman Associates
606 South Olive Street, Suite 600
Los Angeles, California 90014
(213) 622-4443

Contact: Laura Worthington-Forbes, Senior Project Manager

June 1, 1992
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SECTION 1
INTRODUCTION

1.1 JHE PROJECT

In the spring of 1990, the Los Angeles County Transportation Commission (LACTC) certified the
environmental impact report (EIR) for the Pasadena-Los Angeles Light Rail Transit Project
(MBA November 1989). However, in the last 2 years, requests for alterations to the project and
further environmental review have made it necessary to prepare a supplemental EIR (SEIR). The
proposed project consists of three areas of modification and addition that require analysis
supplemental to the certified EIR: (1) three alternative locations for the previously approved light

rail vehicle maintenance facilities, (2) three station locations, and (3) two grade separations.

Additional analysis beyond the certified EIR has been requested for the light rail maintenance
facility at Taylor Yard. In addition, other sites for the maintenance facility are under
consideration, including a large parcel north of the Chinatown community referred to as the
"Cornfield,” and a linear site west of the Los Angeles River between Macy Street and the Santa
Ana Freeway.

The City of Pasadena has requested a station at Allen Street (replacing the previously cleared
stations at Hill Street and Altadena Avenue) and a station at Fillmore Avenue (replacing stations
at Glenarm and California streets). Previously cleared stations at Fair Oaks Avenue and Los
Robles Avenue have also been dropped from consideration. A new station site is also being
considered along the approved alignment adjacent to the Southwest Museum on Marmion Way

in Mount Washington.

Finally, two grade separations are under consideration: (1) in the vicinity of Colorado Boulevard
in the City of Pasadena, and (2) at Figueroa and Marmion Way in the City of Los Angeles.

Section 2 discusses the proposed project in greater detail.

The Los Angeles County Transportation Commission (LACTC) is the Lead Agency for the project
as defined by Section 21067 of the California Environmental Quality Act (CEQA). The Lead
Agency is the public agency that has the principal responsibility for carrying out or approving a
project that may have a significant effect upon the environment. The LACTC, as the Lead
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Agency, has the authority for project approval and to determine whether a negative declaration,
mitigated negative declaration, or environmental impact report shall be prepared for the project
based on this Initial Study. The LACTC is proposing the project modifications and is also the
project applicant. F

Changes to a proposed project may necessitate the preparation of a supplemental EIR. A
supplemental EIR is prepared when new information of substantial importance to the project
becomes available, information which was not known and could not have been known at the time
the previous EIR was certified as complete. If only minor additions or changes would be
necessary to make the previous EIR adequately apply to the project in the changed situation, the
Lead Agency could choose to prepare a supplement to the previously certified EIR. The
supplement to the EIR need contain only the information necessary to make the previous EIR
adequate for the project as revised (CEQA Guidelines section 15163 subd. (b)).

1.2 PURPOSE OF THE INITIAL STUDY

The purpose of the environmental assessment and Initial Study as stated in Section 15063(c) of
the CEQA Guidelines is as follows:
®  To identify potential environmental impacts arising from implementation of the
proposed project.
® To provide the Lead Agency with information to use as the basis for deciding
whether to prepare an environmental impact report (EIR) or negative
declaration for the project.
® To enable an applicant or Lead Agency to modify a project, mitigating adverse
impacts prior to a decision on the need for an EIR, and enabling the project to

qualify for a mitigated negative declaration.

®  To provide factual documentation for the finding in a negative declaration that
a project will or will not have a significant effect on the environment.

®  To climinate unnecessary EIRs.
This Initial Study provides the following information:

® A description of the project, including the project location, and a discussion of
the existing environmental setting.
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®  The identification and discussion of potentially significant environmental effects
of the project, as indicated on the Initial Study Checklist in Section 3.

® A discussion of impacts and mitigation measures to be discussed in the EIR for
issues that have potentially s:gmﬁcant environmental effects.

13 YO GS

The Initial Study for the proposed Pasadena-Los Angeles Rail Transit Project indicates that the
proposed project would have no significant adverse impacts on the following CEQA issues: plant
and animal life, natural resources, population, housing, public services, and recreation. The project
would have, or has the potential to have, impacts on earth, air, water, noise, land use, risk of
upset, transportation, circulation, energy, utilities, human health, and cultural resources. Because
of the project’s potential to generate significant impacts in areas where project modifications are

proposed, a supplemental EIR for the proposed alternatives will be prepared.
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SECTION 2
PROJECT DESCRIPTION

21 PROJECT LOCATION/BACKGROUND

PREVIOUS DOCUMENTATION

An EIR for the Pasadena-Los Angeles Light Rail Transit project was prepared in November 1989.
The EIR was certified by the LACTC in the spring of 1990 and findings were prepared to approve
the Highland Park Alternative with the Union Station no-subway option in the
downtown/Chinatown area (Michael Brandman Associates, November 1989). The Pasadena-Los
Angeles Rail Transit Project involves the construction of a light rail transit (LRT) facility from
downtown Los Angeles through Pasadena. The rail alignment will extend through Mount
Washington, Highland Park, South Pasadena, and Pasadena. In the vicinity of downtown Los
Angeles, the alignment serves the Chinatown community and Union Station. Eventually, the
Pasadena-Los Angeles LRT will connect with the Long Beach LRT (Blue Line) at its present
terminus at 7th and Flower streets. The LACTC is currently proceeding with a study of downtown

connection alignments.

From Union Station, the alignment proceeds in aerial structure through Chinatown to Broadway,
providing an elevated station near Spring and College streets. The alignment then proceeds at-
grade as it parallels the south side of North Broadway. At the Los Angeles River, the alignment
travels primarily at-grade on an existing Santa Fe Railroad line through Mount Washington,
Highland Park, and South Pasadena, continuing on into Pasadena. The line terminates in the
vicinity of I-210 and Sierra Madre Villa Avenue in eastern Pasadena. Exhibit 1 illustrates the

regional location of the alignment.

While initial work has begun (final engineering, station site planning/design), associated activity
in resolving the maintenance yard issues has led to the potential of exploring alternative
maintenance yard sites. In addition, the City of Pasadena and the City of Los Angeles have
requested other variations. Thus, in September 1991, the LACTC approved the preparation of
a supplemental EIR. A supplemental EIR is prepared when there are substantial changes to the
proposed project (CEQA Section 15163(a)(1)). The LACTC determined that a supplemental EIR

was necessary to resolve maintenance facility issues; to further address the Allen Street and
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Fillmore Street stations in Pasadena, and a Southwest Museum Station in Mount Washington; and

finally the Colorado Boulevard and Figueroa/Marmion Way grade separations.

2.2 PROJECT DESCRIPTION

The proposed project consists of three areas of modification and addition that require analysis
supplemental to the certified EIR: (1) LRT maintenance facilities, (2) station locations, and (3)
grade separations. This Initial Study identifies the potential environmental impacts associated with

the following variations to the project that will be included in the SEIR:

e LRT Maintenance Yard. LACTC is pursuing options for the location of light
rail transit maintenance facility: (1) two separate configurations at Taylor Yard,
(2) the Cornfield, and (3) an area west of the Los Angeles River between
Mission Tower and the Santa Ana Freeway, referred to as the "West Bank." The
certified EIR only considered a site at Taylor Yard.

1.  Taylor Yard Options. The supplemental EIR focus will be on the
integration of the LRT facility with adjacent/proposed land uses, toxic soil
issues, and usual and noise mitigations. Further analysis of neighborhood
impacts has been requested since the certified EIR. Two variations for
siting the facility will be explored. One option uses the area under
LACTC ownership. The second option places the yard in a more linear
configuration directly adjacent to the existing Southern Pacific facility,
allowing the area adjacent to San Fernando Road to be freed up for other
desired land uses. A component to the Taylor Yard options involves a
"WYE" connection near Avenue 19 at the Santa Fe right-of-way, allowing
in-bound trains to access the yard directly. The main connector leg
between Union Station and Taylor Yard, also serving the Glendale-
Burbank Line, will likely displace the old city jail and onsite city facilities
(LADOT maintenance facility) located on 19th Street.

2.  Cormnfield Option. The Cornfield site is a large Southern Pacific holding
northeast of Chinatown. This alternative would involve using the northern
portion of the site. Because this site is located south of the branch,
between the Pasadena-Los Angeles and the future Glendale line, it would
provide for ideal operations. The Cornfield site is immediately adjacent to
the alignment, optimizing efficiency by having direct access to facilities
without the need for a long yard lead. Should the Cornfield site be
selected for the Light Rail Maintenance Facility, LACTC would cooperate
with the City of Los Angeles to implement a joint development or joint
use project on the LACTC-owned property in order to facilitate
community acceptance.

3. West Bank Option. This alternative is only effective as a short-term

solution until an adequate maintenance facility can be permanently sited.
The site follows the west bank of the Los Angeles River from Mission
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Tower southward to U.S. 101. This area would be used for daily LRT
maintenance and storage. When light rail extensions are constructed
beyond Glendale and Pasadena, yard and storage needs will be located
near the outlying ends of these extensions.

Station Locations. The City of Pasadena has requested combining two stations
located at Hill Street and Altadena Avenue to a "central" location at Allen
Street, and two stations at Glenarm and California to a "central” location at
Fillmore Avenue to serve Huntington Hospital.

In response to a request by the City of Los Angeles, LACTC is also considering
a new station site on Marmion Way to serve the Southwest Museum in Mount
Washington. According to preliminary studies, a station can be accommodated
within the existing Santa Fe right-of-way.

jons. Two grade separations are under consideration: (1) in the
vicinity of Colorado Boulevard in the City of Pasadena and (2) at Figueroa and
Marmion Way in the City of Los Angeles. Although the certified EIR did not
identify the need for additional grade separations, LACTC is reexamining a few
of the locations that have raised concerns.

1.  Colorado Boulevard. @ The City of Pasadena is requesting that
environmental review be conducted for a grade separation depressed under
Colorado Boulevard. Initial engineering has identified that basic feasibility
is dependent on specific soil conditions, leaving little room for error.

2.  Figueroa/Marmion Way. This grade separation is being considered due to
an awkward street configuration as the rail line, Figueroa, Marmion Way,

and Pasadena Avenue all meet in the same general area. This separation
would consist of an aerial flyover.

0

In addition to complying with the public mandate outlined in Proposition A, the LACTC expects

to accomplish the following objectives through the previously approved transit project:

JOB/13620004.NOP

To provide the citizens in the Pasadena-Los Angeles Corridor with a safe and
efficient light rail transit system.

To alleviate overcrowding and traffic congestion on local freeways that presently
serve the region extending from Pasadena/West San Gabriel Valley to downtown
Los Angeles.

To improve transportation mobility in the Pasadena-Los Angeles Corridor.

To connect Pasadena and the San Gabriel Valley with the regional transportation
network consisting of Metro Rail, light rail, and busway facilities.



® To improve regional air quality through the reduction of vehicle trips and
roadway congestion.

24  DISCRETIONARY APPROVALS

The LACTC is responsible for providing transportation operations and facilities for the county.
As the Lead Agency with regard to preparation of this Initial Study and the EIR to be prepared,
LACTC will consider the information revealed in the EIR to determine the appropriate location
for the maintenance facility, and station sites, as well as the appropriateness of the grade

separations.
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SECTION 3

ENVIRONMENTAL CHECKLIST FORM

I.  Background
1. Name of Proponent: County of Los Angeles, Transportation Commission

2.  Address and Phone Number of Proponent: 818 West Seventh Street, Suite 1100
Los Angeles, California 90017
Attn:
(213) 623-1194

3. Date Checklist Submitted: June __, 1992

4.  Agency Requiring Checklist: County of Los Angeles

5. Name of Proposal, if applicable: Pasadena-Los Angeles Rail Transit
Project

II. Environmental Impacts
(Explanations of all answers are provided in Section 4).
1. Earth. Will the proposal result in: Yes Maybe No

a. Unstable earth conditions or in changes in geologic
substructures? x

b. Disruptions, displacements, compaction or overcovering
of the soil? X

c. Change in topography or ground surface relief
features? : X

d. The destruction, covering or modification of any unique
geologic or physical features? X

e. Any increase in wind or water erosion of soils, either _
on or off the site? X

f. Changes in deposition or erosion of beach sands, or
changes in siltation, deposition or erosion which may
modify the channel of a river or stream or the bed of
the ocean or any inlet or lake? %
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Exposure of people or property to geologic hazards
such as earthquakes, landslides, mudslides, ground

failure, or similar hazards?
Will the proposal result in:

Substantial air emissions or deterioration of ambient air
quality?

The creation of objectionable odors?

Alteration of air movement, moisture, or temperature,
or any change in climate, either locally or regionally?

3. Water. Will the proposal result in:

a.

JOB/13620004.NOP

Changes in currents, or the course of direction of water
movements, in either marine or fresh waters?

Changes in absorption rates, drainage patterns, or the
rate and amount of surface runoff?

Alterations to the course of flow of flood waters?

Change in the amount of surface water in any water
body?

Discharge into surface waters, or in any alterations of
surface water quality, including but not limited to
temperature, dissolved oxygen or turbidity?

Alteration of the direction or rate of flow of ground
waters?

Change in the quantity of ground waters, either
through direct additions or withdrawals, or through
interception of an aquifer by cuts or excavations?

Substantial reduction in the amount of water otherwise
available for public water supplies?

Exposure of people or property to water related
hazards such as flooding or tidal waves?

Yes Maybe No




4. Plant Life. Will the proposal result in:

a. Change in the diversity of species, or number of any
species of plants (including trees, shrubs, grass, crops
and aquatic plants)?

b. Reduction of the number of any unique, rare or
endangered species of plants?

c. Introduction of new species of plants into an area, or
in a barrier to the normal replenishment of existing
species?

d. Reduction in acreage of any agricultural crop?

5. Animal Life. Will the proposal result in:

a. Change in the diversity of species, or numbers of any
species of animals (birds, land animals including
reptiles, fish and shellfish, benthic organisms or
insects)?

b. Reduction of the number of any unique, rare or
endangered species of animals?

c. Introduction of new species of animals into an area, or
result in a barrier to the migration or movement of
animals?

d. Deterioration to existing fish or wildlife habitat?

6. Noise. Will the proposal result in:
a. Increases in existing noise levels?
b. Exposure of people to severe noise level?
7. Light and Glare. Will the proposal produce new light and
glare?
8. Land Use. Will the proposal result in a substantial
alteration of the present or planned land use of an area?
9. Natural Resources. Will the proposal result in:
a. Increase in the rate of use of any natural resources?
JOB/13620004.NOP 10
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10. Risk of Upset. Will the proposal involve:

a.

A risk of an explosion or the release of hazardous
substances (including, but not limited to, oil, pesticides,
chemical or radiation) in the event of an accident or
upset conditions?

Possible interference with an emergency
response plan or an emergency evacuation
plan?

11. Population. = Will the proposal alter the location,
distribution, density, or growth rate of the human population
of an area?

12, Housing. Will the proposal affect existing housing, or create
a demand for additional housing?

13. Tramsportation/Circulation. Will the proposal result in:

a.

Generation of substantial additional vehicular
movement?

Effects on existing parking facilities, or demand for new
parking?

Substantial impact upon existing transportation
systems?

Alterations to present patterns of circulation or
movement of people and/or goods?

Alterations of waterborne, rail or air traffic?

Increase in traffic hazards to motor vehicles, bicyclists
or pedestrians?

14. Public Services. Will the proposal have an effect upon, or
result in a need for new or altered governmental services in
any of the following areas:

a.

b.

C.
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Fire protection?
Police protection?

Schools?

11

Yes Maygbe No
X
X
X
X
mbbol ) SRR TR
T TR IR ¢ G SN
ol oS B
5= ), S|
X
Lo MElole Mo T
PUTVRE ST Lo R R
TV 1 S SR
X

o am s N = W A



15.

16.

17.

18.

19.

d. Parks or other recreational facilities?
e. Maintenance of public facilities, including roads?

f.  Other governmental services?

Energy. Will the proposal result in:

a.  Use of substantial amounts of fuel or energy?

b. Substantial increase in demand upon existing sources or
energy, or require the development of new sources of
energy?

Utilities. Will the proposal result in a need for

new systems, or substantial alterations to the

following utilities?

a. Power or natural gas?

b. Communications system?

c. Water?

d. Sewer or septic tanks?

€.  Storm water drainage?

f  Solid waste and disposal?

Human Health. Will the proposal result in:

a. Creation of any health hazard or potential health
hazard (excluding mental health)?

b. Exposure of people to potential health hazards?

Aesthetics. Will the proposal result in the obstruction of
any scenic vista or view open to the public, or will the
proposal result in the creation of an aesthetically offensive
site open to public view?

Recreation. Will the proposal result in an impact upon the
quality or quantity of existing recreational opportunities?
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20. Cultural Resources.

a.

Will the proposal result in the alteration of or the
destruction of a prehistoric or historic archaeological
site?

Will the proposal result in adverse physical or aesthetic
effects to a prehistoric or historic building, structure, or
object?

Does the proposal have the potential to cause a
physical change which would affect unique ethnic
cultural values?

Will the proposal restrict existing religious or sacred
uses within the potential impact area?

21. Mandatory Findings of Significance.

a.

JOB/13620004.NOP

Does the project have the potential to degrade the
quality of the environment, substantially reduce the
habitat of a fish or wildlife species, cause a fish or
wildlife population to drop below self sustaining levels,
threaten to eliminate a plant or animal community,
reduce the number or restrict the range of rare or
endangered plant or animal or eliminate important
examples of the major periods of California history or
prehistory?

Does the project have the potential to achieve
short-term, to the disadvantage of long-term,
environmental goals? (A short- term impact on the
environment is one which occurs in a relatively brief,
definitive period of time while long-term impacts will
endure well into the future.)

Does the project have impacts which are individually
limited, but cumulatively considerable? (A project may
impact on two or more separate resources where the
impact on each resource is relatively small, but where
the effect of the total of those impacts on the
environment is significant.)

Does the project have environmental effects which will

cause substantial adverse effects on human beings,
either directly or indirectly?

13

Yes Maybe No




SECTION 4
DISCUSSION OF ENVIRONMENTAL EVALUATION

Explanation of "Yes" and "Maybe" Answers §

Each of the following issue areas will be analyzed in the environmental impact report for the
Pasadena-Los Angeles Rail Transit Project

1. Earth, b.: Yes. Construction of the proposed project would involve excavation activities for
the foundations for the maintenance facilities, non-revenue connecter, stations, and
grade separations. Some, but not all, of the excavated soil would be used as fill
material, while the excess excavated soil would be hauled offsite.

Earth, g.: Maybe. Because the Southern California region is known to be seismically active,
the project has the potential to expose people or property to seismic activities and
related geologic hazards. The proposed structures will be built according to current
seismic design parameters, thus, the project’s potential for exposing people to seismic
activities may be considered reduced.

2. Air,a: Maybe. Grading and construction activities would generate short-term fugitive dust
and equipment emissions. The proposed project consists of new station locations
which will involve redistribution of motorists from stations identified in the previous
environmental documentation. Because the project will redistribute traffic rather than
increase vehicular trips, no long-term increases in air emissions are anticipated.

3. Water, b: Maybe. Currently, the Taylor Yard and Cornfield sites are undeveloped so that
rainfall can freely infiltrate the ground. Development of the maintenance yard site
with structures such as the maintenance facility, access roads, and driveways may result
in a decrease of permeable surfaces.

6. Noise, a.: Yes. The proposed project alternatives, notably Taylor Yard and the Cornfield
would result in increases in existing noise levels. It is anticipated that proposed
landscape buffers and physical set-backs would mitigate any increase in noise levels
above existing levels.

7. Light and Glare. Maybe. The proposed project may produce new light and glare impacts
at the Southwest Museum Station and the Fillmore Station, as well as at the light rail
maintenance facility alterative site.

8. Land Use: Maybe. All sites currently or historically have had some level of railroad use,
similar to a rail maintenance facility. Because of the large acreages involved, other
development opportunities have been considered that may be inconsistent with an
LRT maintenance facility.
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10.

13.

14.

15.

16.

Risk of Upset, a.: Maybe. The operations which have historically occupied the proposed
Taylor Yard and Cornfield maintenance facility sites have employed or stored
hazardous materials and substances onsite. Thus, excavation and grading activities may
expose workers to risks from hazardous materials. Additionally, visitors and employees
may be exposed to hazardous materials during operation of the facilities. However,
LACTC will remediate the sites in accordance with the regulations and guidance of
the County Department of Health Services prior to the onset of grading operations.
Remedial actions will reduce the project’s potential for exposing people to hazardous
substances.

Transportation/Circulation, a. and f.: Maybe. The proposed project involves development
of new maintenance facility and station sites instead of, and in addition to, those sites
identified in the previous environmental documentation. Development will result in
a redistribution of motorist rather than an increase in vehicular trips. Because the
project will redistribute traffic, different arterial and intersections than those analyzed
in the previous EIR will be impacted. Where no grade separations are provided, the
proposed project may present a hazard to pedestrians and bicyclists while crossing the
street. This includes the Fillmore and Museum stations. Construction of the stations
and grade separation may result in additional congestion along arterials; however, this
represents a short-term impact on traffic patterns. Where grade separations are
proposed (Colorado Street; Marmion Way/Figueroa), it is anticipated that the
alternatives proposed would mitigate intersection impacts identified in the previously
certified EIR.

Transportation/Circulation, b. through e.: Yes. A majority of the commuters using the
Pasadena-Los Angeles route will drive to the station closest to their residence and
park their car. Thus, the station will need to provide an adequate amount of parking.
If not enough parking is provided, commuters may park along the streets or drive to
a station further away that provides adequate parking. Development of the new
stations and maintenance facilities will result in a redistribution of motorists, impacting
different arterials and intersections than those identified in the previous EIR.

Public Services, f.. Maybe. The project will be owned and operated by a county agency,
and thus would require additional governmental services.

Energy, a. and b.: Maybe. Project development would result in the use of fuel and energy
for construction equipment. The continual operation of the additional stations and
maintenance facilities proposed by the project will require additional amounts of fuel
and energy at the project sites. The project would be large enough to result in a
substantial increase in demand upon existing local energy sources or may require the
development of new energy sources.

Utilities, a., d., and e.: Maybe. Construction of the proposed stations, grade separations,
and maintenance facilities (including right-of-way acquisitions) may require the
relocation of power, natural gas, sewer, and storm drains facilities. This will result in
a temporary impact on the provision of gas, sewer, and storm drain service. No long-
term impacts are anticipated. Currently, the Taylor Yard and Cornfield sites are
undeveloped so that rainfall can freely infiltrate the ground. Development of a
maintenance yard will result in covering a large percentage of the land with
impermeable surfaces so that rainwater runs over the ground surface into the storm
drains.
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17. Human Health, a and b.: Maybe. The proposed Taylor Yard and Comfield maintenance
facility sites have historically maintained land uses that have employed or stored
hazardous materials and substances onsite. Thus, excavation and grading activities may
expose workers to risks from hazardous materials. Additionally, visitors and employees
may be exposed to hazardous materials during operation of the facilities. However;
LACTC will remediate the sites in accordance in with the regulations and guidance of
the County Department of Health Services prior to the on-set of grading. Remedial
actions should reduce the project’s potential for exposing people to hazardous
substances. Additionally, where no grade separations are provided, the proposed
project may present a hazard to pedestrians and bicyclists. This includes the Fillmore,
Allen, and the Southwest Museum stations.

18. Aesthetics: Maybe. The proposed Taylor Yard and Cornfield maintenance facility sites lie
adjacent to residential uses. The facilities may be visible by offsite land uses and could
be considered aesthetically offensive.  However, the proposed Taylor Yard
Maintenance Facility would be developed in a manner that frees previously identified
onsite acreage for community oriented uses. This mitigated yard configuration would
minimize the presence and effects of the LRT maintenance facility and result in a
beneficial impact on land use. Should the Cornfield site be selected for the Light Rail
Maintenance Facility, LACTC would cooperate with the City to implement a joint
development or joint use project on the LACTC-owned property in order to facilitate
community acceptance. This too would result in a beneficial impact on land use. The
aerial configuration for the Figueroa/Marmion Way grade separation would result in
aesthetic impacts and mitigation measures specific to station locations. These impacts
are addressed in the previously certified EIR.

20. Cultural Resources, b.: The proposed Colorado Boulevard grade separation is located in
proximity to historic buildings. Excavation activities to lay the foundation for the grade
separation may pose a risk to the structural integrity of these buildings. However, the
engineering feasibility studies will determine the type of foundation which will pose the
least risk to these buildings. The now-defunct Lincoln Heights city jail located along
19th Avenue is identified on the Northeast Los Angeles Community Plan as a
potential candidate for historical listing. Implementation of the Taylor Yard option,
in connection with the Glendale-Burbank Rail Transit Project, may result in removal
of this structure.

21. Mandatory Findings of Significance, c.: Maybe. The proposed project has the potential to
degrade the quality of the environment and could have impacts that are individually
limited, but cumulatively considerable. The proposed project may have a significant
impact on the environment and an EIR is recommended.

Explanation of "No" Answers

1. Earth, a. and c. through f.: There are no known unstable earth conditions at the project
site and no ground surface relief features. Project development would not modify any
unique features, increase wind or water erosion, or change the deposition or erosion
of beach sands, rivers, or streams.

2. Air, b. and c: The proposed project consists of grade separations, station locations, and

maintenance facilities. These uses would not create objectionable odors, nor would
the project be large enough to alter air movement, moisture, or temperature.
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3.

7.

10.

11.

Water, a. and c. through i: Although a portion of the project (Taylor Yard and the
nonrevenue connecter site) are located along the Los Angeles River, the project site
is not located near a body of surface water and the project would not result in new
groundwater wells or interception of an aquifer. Project development, therefore,
would not result in changes in the amount or direction of water movements, alterations
of flow of flood waters, discharge into surface water, alteration of groundwater flows
or quantities, or exposure of people or property to water related hazards. The project
would not result in a substantial reduction in the amount of water otherwise available
for public water supplies.

Plant Life, a. through d.: The project sites are currently developed and do not maintain any
vegetation onsite. Development of the proposed project would not result in a
decrease in the diversity of species or number of plants; reduction in the number of
unique, rare, or endangered species; or introduction of new species. Additionally,
development of the sites will not result in the reduction in acreage of agricultural crop.

Animal Life, a. through d.: Because of the lack of native vegetation, there is no native
habitat for animal species. Additionally, the proposed sites are surrounded by urban
uses. Animals existing onsite, if any, consist of species common to urban areas, such
as species of rodents and birds. Project development would not result in a decrease
in the diversity of animal species, unique or endangered species, or deterioration to
existing wildlife habitat. The project would not introduce new animal species into the
area. There are no existing fish or wildlife habitats in the project vicinity that would
be impacted by the project.

Noise, a and b.: The proposed rail transit project center would involve the movement of
vehicles, trains, and pedestrians into the building. Severe noise levels are not a part
of typical rail complex activities and exposure of people to severe noise levels is not
anticipated. Additionally, extreme increases in noise associated with construction are
not anticipated and any construction noise will be short-term. No change in the
previous EIR noise and vibration analysis around the station locations is anticipated.

Light and Glare: The proposed rail stations, maintenance facilities, and grade separations
would require low level night security lighting. The building materials are not expected
to include reflective glass or other reflective materials and are not expected to
generate additional daytime glare.

Natural Resources, a.: Project development would require the use of renewable and
nonrenewable natural resources for construction and operation. However, the project
is not large enough to cause an increase in the rate of use of these resources.

Risk of Upset, b.: The project would not interfere with existing cmcrgcncy response plans
for the area.

Population: Project development would not require the removal of any existing dwelling
units. The project would not involve the construction of dwelling units and would not
substantially alter the location, distribution, density, or growth rate of the human
population.
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12.

14.

16.

19.

20.

21.

Housing: Project development would not require the removal of any existing residential
units and would not involve the construction of housing. Medical center employees
and visitors are not expected to create a substantial demand for additional housing in
the area.

Public Services, a. through e.: The proposed project would not involve residential buildings
and, therefore, would not generate a demand for schools or parks. Nor would it result
in an impact on the emergency system in Los Angeles County. No additional
cumulative impact on fire or police service in the area is expected with project
implementation.

Utilities, b,, ¢, and f.: The development of maintenance facilities, rail stations, and grade
separations will not generate a great demand on the communication system, nor will
it generate a high demand for water or solid waste services.

Recreation: The proposed project would not involve residential units and would not result
in a substantial demand on recreational opportunities.

Cultural Resources, a., and c. through d: The project proposal will not result in the
alteration of or destruction of a prehistoric archaeological site, nor would any of the
proposed project alternatives cause a physical change in the environment which would
affect unique ethnic cultural values. There are no known existing religious or sacred
uses within the potential impact area.

Mandatory Findings of Significance, a., b. and d.: The proposed project would incorporate
measures to reduce or eliminate environmental impacts resulting from project
implementation. Therefore, the project is not expected <ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>