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for DEIS - Transportation Section

There are a number of tables and text references in the June,
1983, Draft EIS for which the basic data or calculations

do not appear, yet, in any of the technical reports done

by the various EIS consultants. This memo explains how these
data were derived for the traffic and parking sections. A
separate technical report coveérs the travel time calculations
used in both the transportation and Social/Community Impacts
sections.

Traffic

1. Freeway Travel

Freeway capacities in Table 1-2 were projected by multiplying
the number of lanes at each location by 1,800, which is the
theoretical capacity at LOS E. Information on the number
of lanes was obtained from Larry Hega of CalTrans (phone
number, 620-4537) using aerial photos from 1978. To be
more exact, we then changed the identified locations to be
just beyond (i.e., further from the CBD than) the
intersecting street, rather than at it. This changes a
fhumber of the lane volumes, which were then checked

against our own aerial photographs as well as field
observations.

The freeway rush-hour travel speeds shown on maps in the
Traffic section are based on CalTrans data for current
operation, and a combination of CalTrans data and both
SCAG and SCRTD projections for the Year 2000. The SCAG
report used was ”Transportatlon Implications of Alternative
Future Growth Forecasts in the Year 2000", which indicated
the degree of expansion needed on each section of the
regional freeway system.

2. VMT Impacts

LADOT had calculated current VMT in the Metro Network
and the Regional Core, and allocated this VMI among

freeways, arterials and local streets. They then took
Year 2000 VMT projections from RTD and allocated these
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amom:g roadway types. When the VMI decreased based
on new patronage projections, however, it was necessary
to adjust the LADOT forecasts. This was done as follows:

o} 50 percent of the VMT reduction was projected to
be in the Regional Core.

(o] Within the Regional Core, the reduction was allocated
among roadway types as follows: 70 percent arterials,
20 percent freeways, and 10 percent local/collector
streets. (Outside the Regional Core, the percentage
would be higher on freeways and lower on the others.)

3.  Intersection Vehicle/Capacity (V/C) Ratios for MOS

While LADOT had calculated intersection V/C ratios at
over 250 key intersections in the Regional Core for

the current, No Project and LPA conditions, they were
not contracted to do these for the MOS. Since it was
riecessary to at least estimate these for the intersections
requiring traffic mitigation measures, SCRTD staff made
these estimates using the traffic volumes projected for
the MOS by LADOT. This was done by assuming that the
changes in V/C ratios among No Project, LPA and MOS
alternatives would be proportional to the changes in
peak-direction traffic volumes.

Parking

Everything in the text is relatively straightforward, except

that the volumes of park-and-ride demand at the five affected
stations bear explanation. The patronage projections in Chapter

2 of the DEIS show volumes of people, while the parking demand
figures in Table 3-9 indicate cars. These data are products

of the UTPS process used for the patronage projections, and
reflect an average auto occupancy for park-and-ride trips of 1.09.

Attachments: DEIS Tables 1-2, 3 3-9, 3-36

DEIS Figures 3-3, 3



2.3 TRAFFIC

The freeways that skirt the Regiona! Core dre loaded to copocity and are severely
congested during peax commuter periods. In spite of present congested conditions,
by year 2000 the demanc for daily travel on freewdys in the Regional Core is
expected to incregse neariy 1.5 million vehiclie miles, a 24,2 percent increase over
1980 estimates. Existing ond projected peak traffic voiumes at selected points aiong
the freeways within the Regional Core ore compared ogainst the capecity of the
freewoy in Toble 1-2. Without major transit improvement, troffic congestion will
worsen on cli freeways in the area. Two proposed freeways which would have
provided direct regional access to the Regional Core were canceled because of pubiic
oppositon and potential disruption to the community.

TABLE i-2

COMPARISON OF ESTIMATED PEAK MOUR TRAFFIC VOLUMES AND FREEWAY
CAPACITY IN THE REGIONAL CORE

Estimated 1980 2000
Peak Houl' Peak Hour Peak HOST
Freeway Capocity!  Volume {om/pm) Volume
Harbor/Pasadena Freeway
north of First Street 9,000 9,200 (am) 9,200
north of Wilshire Boulevard 9,000 8,900 (pm) 10,100
south of Santa Monica Freeway 7,200 7,800 (pm) 11,500

Hollywood Freeway

north of Burbank Boulevard 7,200 7,100 (pm) 8,400
north of Barham Bouleverd 9,000 8,800 (om) 11,700
north of Frankiin Avenue 9,000 8,600 {em) 12,100
west of Western Avenue 9,000 400 {(am/pm) 9,700
west of Harbor Freeway 2,000 7,800 (am/pm} 13,500

Sonta Monica Freeway

west of Lo Cienega Avenue 7,200 7,500 (em) 15,100
west of Western Avenue 9,000 7,300 (om) 14,200

west of Harbor Freeway 7,200 7,000 {(om) 13,700

Source: Los Angeles City Department of Tronspartation, 1980 end Year 2000 Base
Condition, Traffic Volume Fiow Maps; Caitrans .

I Assumes 1,800 vehicles per hour, corresponding to Level of Service E, multiplied by
the number of ianes in the direction of the pedk hour flow.

2peak hour valume is derived by multiplying average daily traffic volumes by a peck
hour factar and by a facter far the direction of the peak hour flow.
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e vehicle riiiles traveled (VMT) iA the Regional Core

O ) In addition, the intersectians near each station were selected far special traffic

onglyses. A surhmary af troffic impacts for eoch olternctive is pravided in Table
3-4. Traffic impacts at intersectians at stotian locations are shawn in Table 3-5,
while intersection V/C ratias at these |acatians are given in Table 3-6, The impacts
far the Locally Preferred Alternative and the Aerial Option are the same. impacts
are discussed by alternative belaw.

TABLE 3
SUMMARY OF TRAFFIC IMPACTS, {980 and 2000

Locally Preferred

1980 No Project Minimum Allerngtive and

Existing Alternotive Operoble Seament Aeriol Option

Condition  Volume Change lr Volyme Chmge Yolume Chbngez
Sereenline Troffic Volumes,
2u-Hour Two-Woy Totols
Crossing Wil tan/Arlington 784,700 1,015,600 .29% 999,700 2% 983,800 -3%
Crossing Hollywoeod Blvd, 370,400 486,400 3i% 486,400 0 COWES, 100 4%
Peak-Hour Traffic Volumes,
Entering/Leaving L.A, EBD
From/To Locel Streets to the Wesy
Inbound-o.m. Peak Hour 14,350 20,00  40% 20,480 2% 18,860 -6%
Qutboundsp.m. Peok Hour 17,380 22,610  30% 22,740 % 22,930 1%

) Number of Key Intersections in
Regional Core ot or Near Copacity
O (V/C more than.0.90, LOS E or F)

tither o.m. or p.m. Peok Hour 46 156 239% 163 «4% 156 ]
Vehicle Miies Troveled (VMT) Doily
in Regiono! Core (thausands)
Freewoys - 6,092 7,56  24% 7,397 2% 7,393 2%
Mojbr/Secondary Streets 7,384 2,362 2% 8,735 -T% 8720 -T%
Collector fLocal Streets 709 83! 26% 849 5% B4l -5%

Totol 14,185 17,826 26% 16,981 -5% 16,961  -5%

Source: City of Los Angeles Departrmient of Tronsportation; SCRTD.

*No Project Alternative, Minimum Opercbie Segment, ond the Locally Preferred Alternative and Aeriol Option impaocts
refléct Year 2000 projections.

'Y eqr 2000 No Project Alternative is measured ogainst existing conditions.

2pinirum Operadble Segment, Locolly Preferred Alternative, ond Aériol Option ore mecsured egainst the No Project
Alternctive.

No Project Alternative. Projections af troffic valumes ond intersection V/C ratias
were mode by LADOT far the yeor 2000 for the Na Praject Alternative. Ta praject
directional splits of daily traffic and a.m. and p.m. peck hour valumes it was assumed
that current patterns would cantinue, Street widenings assaciated with the city's
Copital Impravement Pragram, Community Redevelapment Agency prajects, ond
private development were assumed to exist, In additian, possible operational
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TABLE 3-7

EFFECTS OF TRAFFIC MITIGATION MEASURES

Worse.Case V/C Ratio

Sioeion Areg gnc intersection

Minimym
No Froiect Opercole Segment

Locoily'Preferred
Alterngtive/
Ae:iol Option

Mitigeted Time Period

Unior S1€tion

Licmeae*/ Nacy 83
siocy/Mission 86
socy*/Vigres® 95
Mocy*/Vignes* .88
Remirez*/Vignes® Ne Signa!
Fiftn /il
Olive/Fifth i.08
wiishire/Vermont
Vermont/Six:h® 117
Verment/Wilghire® .88
Virgit*/Third 1.18
yirgit/Third (.15
Virgil/Sixth* 297
Wilshire/Normandie
Irala/Eighth® .86
Nermendie®/Wilshire ¢
Normandie/Third 1,13
Neormondie/Sixth .02

Wilshire/Fairfax

Foirfox*/Qlympie .04

Fairfax*/Olympic 1.09

Fairfox*/5an Vicénte 97
Fairfax/Beverly

Beverly®/Cardner 96
Foirfax/Sento Menica

Grescent Hiz */Fountein 1.06
Hollywood/Cohuenga

Cahuenge* /Hali ywood 13

Cahuenga/Sunset 1.00
Universel City

Bluffside*/Lonkershim® T4

Cahwenga/Hellywood Fwy/Regel 54

Cahuenga/Lankershim* .89

Hallywood Fwy/Lankershim®/ .

Universol Ploce £7
Laonkershime/Nerth Cote 34
Lankershim only ’ b7

Lankershim/Tour Center 116
North Foilywood

Burbank*/Lankershim/Tujunge .82

Chondler*/LankershimiS) .57

Chandier+/Tujunga (N Sh

Chondlért /Tujunge (N} g1

Chandlers Fair N.M.

.15

.95
.02
1,07
1,06

i-08

122

.93
128
1.34
I

.98
1.0
117
1.08

[.06
117
98

N.A.

N.A.
N.A.

N.A,
N.M.

.08

59
108
1.10
(.08

1.05

121

.23
1,23
1.22
1.07

98
1.01
117
1.06

52
96
1.0l

1.08

.81
1.06
1:31

14!
1.27
.96
92
N.M.

.88 am
Nahez om
.97 am
B9 pm
2 pm
Naone om
.18 pm
"2 a
.07 om
.93 pm
.ﬂJz am
.96 am
None pm
None pm
Il am
172 sm
B4 om
83 pm
n-H pm
98 pm
None pm
82 pm
S4 am
Bi am
B am
.Gg am
.8 am
1.3 am
I.ZB2 am
.lz pm
am
48 pm
N.A.

NA.

Source: City of Los Angeles Deportment of Tronsportotion, Technical Repart—Traffic Mitigation Measures, March 1983,

Note: Ne treffic mitigition mecsures are required in the following atetion arecs: Civic Center, Seventh/Fiower,
Wilshire/Alvardda, Wilshire/Western, Wilshire/Lo Bree, Lo Brea/Sunset, and the aptional Wilshire/Crefishow Station,

N.A. & Net Applicable.
N.M. = Not Measured.

*Street to be improved.
Igstimoted by SCRTD.

zprﬂiﬁ?l-rglcgpd traffic impact is ot fully mitigated, i.e. LOS € or'F atill exists and V/C incresse of ot least .02 over No

Project Alternctive still exists.
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Table 3-9 shows the number of spaces to be supplied at each park and ride station
under each alternative and the number needed based on demand. The demand
exceeds the number of spaces being supplied at each of the stations. Potential for
spillover parking to the surrounding neighborhood will exist. Although the potential
for spillover is greatest at the Union Station, it is considered more adverse at the
Wilshire/Fairfax and Fairfax/Beverly Stations. Union Stotion is located in a mixed
land use areg af industriol and commercial uses, whereas the oreas oround the
Wilshire/F oirfax ond Foirfox/Beverly Stotions are more residential.

| TABLE 3-9
RAIL ACCESS PARKING DEMAND AND SUPPLY BY STATION

Minimum Locally Preferred Alternative
Operable Segment and Aerial Option
Supply Supply

Station Demand Initial Ultimate Demand  Initial Ultimdte
Union Station 4,363 300 2,500 4,352 300 2,500
Wilshire/F airfax 1,875 200 1,000 1,894 200 1,000
Fairfax/Beverly 1,251 250 1,000 1,281 250 1,000
Universal City N.A. NJ.A. N.A. 3,272 LI75 2,500

North Hollywood N.A. N.A.  N.A. 2,732 1,180 2,500

Source: SCRTD, Schimpeler-Cofrddino Associates.
N.A. = Not Applicable

1.4.5 MITIGATION

Mitigation measures will be needed to control the spillover parking from the
stotions. The difference between the demand for parking spaces and the amount to
be supplied does not represent the total number of spillover parkers. Some of these
potential riders would be lost to Metro Rail due to the unavoilability of readily
accessible parking. However, the potential for spillover parking will exist ond
mitigation measures are discussed below.

The stations with significant adverse parking impacts are divided into two distinct
oups. The first group includes the CBD stations (Civic Center, Fifth/Hill and

Seventh/Filower) where the year 2000 parking condition is already crowded even

without Metro Rail. These stations are not ddjacent to residential neighborhoods
that may be impacted by parking usage overflow. As noted above, the impocts ot
these stations are based not on Metro Rail itself, but on the increased development
accommodoted by a roii transit system. '

The secand group of stations are the Fairfax/Beverly, Universal City, and North

Hollywood Stations, have a relatively high park and ride demand, and are adjacent fo
residential neighborhoods thaf may be impacted by parking usage overflow.

3-30




calculated using trip generation factors for each alternative developed from traffic
modeling tasks. Trip characteristics, such as hot start/cold start emissions and trip
speeds, were obtained frorn Calfrans. The microscale analysis, examining carbon
monoxide concentrations at each proposed parking structure, used a combination of
methodologies including CALINE3, and Gaussian dispersion. Carbon monoxide
concentrations pertinent to both the federal one-hour and eight-hour standards were
assessed.

9.3.2 SUBREGIONAL ANALYSIS

The No Project AlterAdgtive is predicted to have a VMT level within the air quality
study area of 35,254,000 in the year 2000, These VMT include only light-duty
vehicles ossociated with commuter home-to-work trips. The Locaily Preferred
Alternative with and without the Aerial Option is expected to divert 1,730,000 VMT
per average workday. The Minimum Operable Segment is expected to divert
1,690,000 VMT per day in the study area. According to the preliminary traffic
modeling results, the average trip length does not change as a result of implementing
any Project alternative,

Table 3-36 shows that the resulting direct air quality benefit is substantial. The rail
project will have a major impact on reducing the incidence of air guality
nonattainment in the region. Even when taking into account the pallutants resulting
from project-related pawer generation, net impacts are still favorable in all cases
except sulfur dioxide, for which the small net increase would not result in any air
quality standards being exceeded.

TABLE 3-36

DIRECT REGIONAL AIR QUALITY BENEFITS
FROM THE METRO RAIL ALTERNATIVES, YEAR 2000

No Project Locally PréférTed Minimum
Alternative Ajternative Operable Segment
Regional Regional Regional Regional Regional
Vehieular Vehicular Emissions Vehicular Emissions
Emissions Emissions Benefit Emissions  Benefit
Poliutant (tons/day) (tons/day)(tons/day) (tons/day) (tons/day)
Carbon Monoxide 461.3 4538.8 22.5 439.3 22,0
Réactive Hydrocarbons  37.7 35.9 1.8 35.9 {.8
Oxideés of Nitrogen 57.9 55.0 2.9 55.0 2.9
Sulfur Dioxide 8.9 8.4 0:5 8.4 0.5
Suspended Particulates | 2.4 1.7 0.7 1.7 0.7

Source: WESTEC Services, Inc.; SCRTD.

lLocally Preferred Alterngtive and Aerial Option have the same impact.

3-129



’

4
+

]

\ . R H E or F in AM or PM Peak Hour
- <
| y Servi
—3 iz § g Freeway Sefvice.Level E or F
\ E & > E e in AM Peak Hour
Morth
Hollywood! )
poEasn i /J BURBAN
‘ Crand ER
& _.
NASN R o ‘5,_2*" GLENMLE
T VENTURA FREEWAY
Studio < e
City N\ RIVERSIDE DR,
~\Universal city 0
Vim0 \. J
E / J g
LAUREL
G
o A\ N/
. FRANLIN & 1
HOLLYWODD . ] *
West SUNEET E ; l
Hol} FOUNTAIN v \
_SANTA MONICA Hotlywood w
g
. ] : s
MELROSE . E g
] ‘
Wiishire i s‘ﬂ""
BEVERLY - S
,",h. 3
Lo B g E F E z Q‘“E'QL . .,?h"* c,
: % - | S— N 4
s g - ' o5
R , é’a
. = & Cd
‘ ¥ ¥ Jacy
/ L7, Bic. Westiake
< , . 157
¢ Y, !«
* 2 g
: 5 A =2 T i
i .:‘W - .-,“,,,.7..-?.)5 --------- — EET=—ar P gy — e E

Intersection with Service Leve!

Source: Lgs Angeles City Depariment of Trangportation

0 1

3 miles

'Southern California Rapid Transit District

Metro Rail Project

PRELIMINARY ENGINEERING PROGRAM

4

Regional Core Traffic
Conditions Year 1980

Urban anct EAvironmental Planners and Designers

Figure 3-3

SEDWAY/COOKE

3-11

——:—_—‘




TRAFFIC ANALYSIS REPORT
TASK 13CAAZ1
JUNE, 1983

Prepared as Part of the
Preliminary Engineering Work for the
Southern California Rapid Transit District
Metro Rail Department

Prepared by the
Metro Rail Section, Transportation Studies Section
Transportation Engineering Division
Department of Transportation
City of Los Angeles

Donald R. Howery
General Manager



ot

.a‘-'—-." Jee T

~ AM Peak Hour Average Speeds 'f -
s | ess Than 20 MPH ——
seraans Between 20 and 35 MPH e
P p———— .
i. . > Regional Core
Scorce Ca torma Desanimen:¢! Transooa
Trasc Ooeran.o-s Secuen

Figure 3-4 Freeway COngestion,'lsa‘l

AM Pegak Hour Average Speeds ‘—_'
smimimm _ess Than 20 MPH demS
ssoeneg Between 20 ang 35 MPH N

N oA
S Regional Core -

Saurce Esimateg o™ ratic cemanc nropecnrm tor No Pronc! Anofrm-n

Figure 3-5 Estimated Freeway congest!on,zooo
3-12




Table of Contents Page

List of Figures v

List of Tables vi

CHAPTER 1 - INTRODUCTION 1-1
.1 Background 1-1
.2 Purpose 1-1
.3 Study Area/Intersections 1-2

— o b

CHAPTER 2 - METHODOLOGY 2-1

- Existing Zlondition 2-1
Traffic volumes and WVMT

Intersection Evalyation

Station Area Parking

2.1

= O
]

[ASHAS AN B d
Y. ¥
—d et = D
o —

[

PR =
L Wl WO NN O
. H (]

1

2.2 3ase (null) Condition : 2-6
Traffic Volumes and VMT
Intersection Evaluation

Station Area Parking

LN
s e D
WP -

[ ]

With Project Condition 2-11
Traffic Volumes and VMT (LPA and M0S)

Intersection Evaluation (LPA only)

Station Area Parking {LPA aonly)

Circulation Impacts - Mitigation

2.3

PN NN
. =
£ WK —

CHAPTER 3 - STATION AREA EVALUATION ' 3-1
3

=3
o

e ol ol wdy
. -
W —3

Statian 3-1
General Background ,

Traffic Volumes

Intersection Evaluation

Parking

and Hi1l Station 3-5
General Background

Traffic Volumes

Intersection Evaluatidn

Parking

3.2

" by,
. " w

and Hi11 Station 3-9
General Background

Traffic Yolumes

Intersection Evalyation

Parking

3.3

» el
LR S I & 4 L)
N T L Ny —

Wi T [RERENTNE )| [SYRITR TSR T e
N L] L] L] .

1



3.4

3.5

3.6

3.7

3.8

3.9

3.1

3.2

Seventh and Flower Station
3.4.1 General Background
3.4.2 Traffic Volumes

3.4.3 Intersection Evaluation
3.4.4 Parking

Alvarado and Wilshire Station
3.5.1 General Background
3.5.2 Traffic Volumes

3.5.3 Intersection Evaluation
3.5.4 Parking

nt and Wilshire Station
General Background

Intersection Evaluation
Parking

vermon
3.6.1
3.6.2 Traffic Yolumes
3.8.3
J.6.4

andie and Wilshire Station
1 General Background

.2 Traffic VYolumes

3 Intersection Evaluation
4 Parking

Western and Wilshire Station
3.8.1 General Background
3.8.2 Traffi¢ Volumes

3.8.3 Intersection Evaluation
3.8.4 Parking

renshaw and Wilshire Station
9.1 General Background

9.2 Traffic Volumes

9.3 Intersection Evaluation
9.4 Parking

Brea and Wilshire Station
10.1 General Background

10.2 Traffic Volumes

10.3 Intersection Evaluation
10.4 Parking

airfax (Curson) and Wilshire Station
1.1 General Background

1.2 Traffic Volumes

} .3 Intersection Evaluation

4 Parking

c
3.
3.
3.
3.
La
3.
3.
3.
3.
Fai
3.1
3.1
3.1
K
8

everly and Fairfax Station
2.1 General 3ackground

2.2 Traffic Yolumes

12.3 Intersection Evaluation
12.

3.
3.
3.
3.12.4 Parking

iid

3-13

3-21

3-25

3-23

3-33

3-41

3-45



3.16

CHAPTER
4.1

4.2
4.3

4.4

santa Monica and Fairfax Station
3.13.1 General Background

3.13.2 Traffic Volumes

3.13.3 Intersection Evaluation
3.13.4 Parking

La Brea and Sunset Station
3.14.1 General Background
3.14.2 Traffic Volumes

3.14.3 Intersection Evaluation
3.14.4 Parking

Hollywood and Cahuenga Station
3.15.1 General Background
3.15.2 Traffic Yolumes

3.15.3 Intersection Evaluation
3,15.4 Parking

Universal City Station

3.16.1 General Background
3.16.2 Traffic Voiumes

3.16.3 Intersection Evaluation
3.16.4 Parking

North Hollywood Station (Chandler at Lankershim - Subway)
3.17.1 General Background

3.17.2 Traffic Volumes

3.17.3 Intersection Evaluation

3.17.4 Parking

4 - STATION VARIATIONS

Deletion of Crenshaw and Wilshire 5Station
4.1.1 General Background

4.1.2 Traffic Volumes

4.1.3 Intersection Evaluation

4.1.4 Parking

$

2.1 General Background

2.2 Traffic Volumes

2.3 Intersection Evaluation
2.4 Parking

re

.3.1 General Background

.3.2 Traffic VYolumes

3.3 Intersection Evaluation
3.4 Parking

Studio City Station

1 General Background

2 Traffic Yolumes

.3 Intersection Evaluation
4 Parking

iv

a Brea and Wilshire Statian (Crénshaw Deleted - Option IX)

3-30

3-54

3-38

3-62

3-65

4-1

4-10

o P ——



4.5 North Hollywood Station (Chandler at Lankershim - Aerial) 4-14
4,5,1 General Background
4.5.2 Traffic Volumes
. 4,5.3 Intersection Evaluation
4.5.4 Parking

4.6 North Hollywood Station (0ff-street fast of Lankershim/ 4-18
Commercial Core)
4.6.1 General Background
4.6.2 Traffic Yolumes
4.6.3 Intersection Evaluation
4.6.4 Parking

CHAPTER § - VEHICLE MILES OF TRAVEL | 5-1
CHAPTER 6 - TRAFFIC CIRCULATION - MITIGATION MEASURES §=-1
6.1 Background 6-1
6.2 Methodology 6=1
6.3 Summary of Results of Mitigation- 6-2
CHAPTER 7 - TRAFFIC IMPACTS - CONSTRUCTION 7-1
7.1 Introduction 7=1
7.2 Line Construction 7-1
7.3 Station Construction 7-1
7.4 Impacts to Vehicular and Pedestrian Flow 7-4
7.5 Conclusions 7-6
CHAPTER 8 - LADOP SPECIFIC PLAM ANALYSIS 8-1
B.1 Traffic Volumes 8-1
8.2 Intersection Evaluation 8-12
O 8.3 Parking (1980 Inventory) 8-27
CHAPTER § - BIBLIOGRAPHY 9-1
APPENDICES
A Results of Intersection Analysis (V/C Ratios) - 1980, 2000 A-1
Base (Null), 2000 With Project (LPA}, With Mitigation
B C1P, CRA, and Private Development Projects for 2000 Base 8-1
C TSM Improvements for 2000 Base c-1
0 Station Boardings for Options I, VII, IX, XII and XIII D-1
E Mode-of-Arrival for Option XII E-1
F Mode-of-Arrival for Option VII F-1
LIST OF FIGURES
1.3-1 Metro Area Network 1-3
1.3-2 Regional Core 1.4-
1.3-3 Area Key Map for Traffic Volumes 1-5
1.3-4 Study Intersections - Central City, Central 1-6
City North, Westlake
1.3-5 Study Intersections - Wilshire, Hollywood, Valley 1-7
1,3-6 Proposed Alignment and Station Locations 1-8




2.2-1-1 SCRTD Regional Core Travel Demand Estimation Process 2-7
3.1-1 Union Statfon Traffic Volumes 3-3
3.2-1 First and Hi11 Station Traffic Volumes 3-8
3.3-1 Fifth and Hil1l Station Traffic Volumes 3-1N
3.4-1 Seventh and Flower Station Traffic Volumes 3-15
3.5-1 Alvarado Station Traffic Yolumes 3-19
3.6<1 Yermont Station Traffic Yolumes 3-23
3.7<1 Normandie Station Traffic Volumes 3-27
3.8-1 western Statijon Traffic Volumes 3-31
3.9-1 Crenshaw Station Traffic Yolumes 3-35
3.10-1 La Brea Station Traffic Volumes 3-40
3.11-1 Fairfax Station Traffic Yolumes 3-44
3.12-1 Beverly Station Traffic Volumes 3-48
3:13-1 Santa Monica Station Traffic Volumes 3=52
3.14-1 Sunset Station Traffic Volumes 3-56
3,15-1 Cahuenga Station Traffic Yolumes 3-60
3.16-1 Universal City Station Traffic Volumes 3-64
3.17-1 North Hollywood Station Traffic Volumes 3-68
4.1-1 Crenshaw Area Without Station Traffic Yolumes - 4-2
4,2-1 Western Station (Without Crenshaw) Traffic Volumes 4.5
4,3-1 La Brea Station (Without Crenshaw Traffic Volumes 4-9
4.4-1 Studio City Station Traffic Yolumes 4-13
4.5=1 North Hollywood Station (Aerial) Traffic Volumes 4-16
4,6=1 North Hollywood Station (Off-Street) Traffic Volumes 1-3
7.3-1 Cut and Cover Construction - Phase 1 7-2
7.3-2 Cut and Cover Constructjon - Phase 2 7-2
7.3-3 Cut and Cover Construction - Phase 3 7-3
7.3-4 Cut and Cover Construction - Phase 4 7-3
8:1-1 Overview of Methodology 8-3
8.1-2 1980 Computer Trips 8-6
8.1-3 Step A.1; Step A.3 8-7
8.1-5 2000 Computer Trips ' B 8-9
LIST OF TABLES
2.1.2-1 Relationship between LOS, Sum of Critical . 2-4
Yolumes and CMA Index Number
3.141 Union Station LOS Summary 3-4
3.1-2 Unfon Station Parking Summary 3-5
3.2-1 First and Hi11 Station LOS Summary 3-7
3.2-2 First and Hi11 Street Parking Summary 3-9
3.3-1 Fifth and Hi11 Station LOS Summary 3-1
3.3-2 Fifth and H{11 Station Parking Summary 3=1
3.4-1 Seventh and Flower Station Parking Summary 3-1
3.4.2 Seventh and Flower Station Parking Summary 3-1
3.5-1 Alvarado Station LOS Summary 3-2
3.5-2 Alvarado Statfon Parking Summary 3-2
3.6-1 Yermont Station LOS Summary 3-2

vi

O N



. s .
| ]

.
L]

N ==

. e s e
[ I I |

™
[ R
[ R e I R R S N ST

— e et o o] o d — — | e et =l A WD 0D QD =) O

NN L A WWNNN - ~O0

PN = NG = ) = B = Y — =

-h-h-h-_h-h-h-hh-hh-b wwwwwuwww.ww‘w=w-‘sucpw?uwmwww.w
.
AU £ W WP~

o
[
it

AT N MN PN MO NN N NN

o0 0o 00 00 00 OO 00:00 ¢O 00 00 B 0
—_ ettt 10 0D IO N £ N —

Vermont Station Parking Summary

Normandie Station LOS Summary

Normandie Station Parking Summary
Western Station LOS Summary
Western Station Parking Summary

Crenshaw Station LOS Summary

Crenshaw Station Parking Summary
La Brea Station LOS Summary
La Brea Station Parking Summary
Fairfax Station LOS Summary
Fairfax Station Parking Summary
Beverly Statijon LOS Summary

Beverly Station

Parking Summary

Santa Monica Station LOS Summary
Santa Monica Station Parking Summary
Sunset Station LOS Summary

Sunset Station Parking Summary
Cahuenga Station LOS Summary

Cahuenga Station Parking Summary
Universal City Station LOS Summary
Universal City 3tation Parking Summary
North Hollywood Station LOS Summary
North Hollywood Station Parking Summary

Crenshaw Area Without Station LOS Summary
Western Station Without Crenshaw LOS Summary
Western Station Without Crenshaw Parking Summary
La Brea Station Without Crenshaw LOS Summary

La Brea Station Without Crenshaw Parking Summary
Studio City Station LOS Summary

Studio City Station Parking Summary

North Hollywood Station (Aerial) LOS Summary
North Hollywood Station (Aerial) Parking Summary
North Hollywood Station (Off-Street) LOS Summary
North Hollywood Station (0ff-Street) Parking Summary

WT Summary

Plan
Plan
Plan
Plan
Plan
Plan
Plan
Plan
Plan
Plan
Plan
Plan
Plan
Plan

Specific.
Specific
Specific
Specific
Specific
Specific
Specific
Specific
Specific
Specific
Specific
Specific
Specific
Specific

Intersections
Intersections
Intersections
Intersections

Intersections
Intersections

Intersections
Intersections
Intersections
Intersections
Intersections

Intersections -
Parking Summary

- Union Station
- Alvarado/Wilshire Station
- Yermont/Wilshire Station

Normandfe/Wilshire Station

Western/Wilshire Station

Crenshaw/Wilshire Station
La Brea/Wilshire Station
Fairfax (Curson)/Wilshire Station

Beverly/Fairfax Station

Santa Monica/Fajrfax Station

La Brea/Sunset Station

Cahiienga/Hollywood Station
Unfversal City Station
{1980)

vij§

3-25
3-28
3-29
3-32
3-33
3-36
3-37
3-39
3-41
3-43
3-45
3-47
3-49

3-5]

3-53
3-55
3-57
3-59
3-61
3-63
3-65
3-67
3-69

4-3
4-6
4-7
4-8

- 4-10

a-12
4-14
4-17
4-18
4-20
4-21

8-13
8-14
3-16
8-17
8-18
8-20
8-21
8-22
8-23
8-24
8-25
8-26
8-28
g-29



CHAPTER 1 - INTRODUCTION
1.1 Background

In June, 1978, while under contract to the Southern California Rapid Transit
District {SCRTD), the City of Los Angeles Department of Traffic {now De-
partment of Transportat1on - LADOT) produced traffic analysis reports for use
by the SCRTD in the Draft AA/EIR/EIS prepared for the Regional Core Transit
Alternatives. Under the current City-SCRTD contract the Department of
Transportation is providing staff assistance for tasks involving traffic
volumes, circulation analysis, parking conditions, traffic contirol during
construction, development of mitigation measures and draft/final task reports
for use. in preparation of the Second Tier EIR/EIS and during Preliminary
Engineering.

The Existing {1980) Condition for traffic volumes, intersection evaluation,
and parking condition was established under WBS Tasks 18BAH1141, 18BAHT1241 and
18BAH1341, respectively. The methodology and results are documented in
working papers prepared for each task. Year 2000 8ase (Null} Condition
traffic volumes, intersection evaluation and parking conditions were
established under WBS Tasks 18BAH1142, 18BAH1242 and 18BAH1342, respectively,
The methodology and results are presented in working papers or technical
reports for each task. The year 2000 With Project Condition (Locally
Preferred Alternative - LPA) traffic volumes, intersection evaluation and
parking conditions were addressed under WBS Tasks 188AH1143, 18BAH1243 and
18BAH1342, respectivel The year 2000 With Project Condition {Min{imum
Operable Segment - MOS{ traffic volumes were developed under W8S Task
188AH1143; intersection evaluation and parking analysis were not performed by
LADOT for the M0OS. The methodology and results are presented in working
papers or technical reports for each task. Mitigation measures for
intersections adversely impacted by she Metro Rail system (LPA) were
identified in the technical report for WBS Task 188AH15. Traffic impacts at:

technical report for WBS Task 18BAH14.
1.2 Purpose

The purpose of WBS Task 18CAA21 is to combine the working papers and technical
reports for the tasks identified in the introduction into a Project Report.
Material included in the appendices of the varifous working papers and
technical reports will generally not be included in this report but may be
referenced. For example, this material might include traffic volume flow
maps, block-by-block parking inventory maps and tabular summaries.

Additional analysis, not presented in the draft report, is being performed for
the Los Angeles Department of City Planning (LADOP) and will be included in
the final report developed under 18CAA21. LADOP {s developing a Transit
Corridor Specific Plan for selected the Metro Rafl statfons. For the Plan,
three levels of development are being examined; one level has been set by .
LADOP to correspond with the SCAG 828 growth fbrecast since that forecast was
utflized by LARTS and the SCRTD in both the transit patronage fore-

casts and the vehicle trip tables provided to LADOT for use in WBS Tasks
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18BAH1142 and 18BAH1143. Selected demograptiic and land use data will be used
that have been established by LADOP for SCAG 82B and two additional levels of
development. These data will be used to generate traffic volume adjustments
for the other two levels of development and for which V/C ratios will be
calculated for selected Specific Plan intersections. The 1980 Specific Plan
parking inventory will also be included; a working paper on this was prepared
under WBS Task 18B8ANI345.

1.3 Study Area/Intersections

Descriptions of the area established for modeling traffic: assignments and
developing traffic volume flow maps is provided in the working paper for WBS
Task 18BAH1141 (Harch, 1982); Figures 1.3-1 and 1.3-2 show the boundaries for
the two areas. Five subareas were established within the Regional Core to
show ADT and AM and PM peak-hour traffic volumes. Figure 1.3-3 shows the
approximate boundaries of each subarea.

Under WBS Task 18BAH1241, 1980 V/C Ratios, 263 intersections were selected for
evaluation; this was 1ncreased to 275 dur1ng the performance of WBS Task
18BAH1242, 2000 Base (Null) Condition V/C Ratios. With the deletion of
stations at Laurel Canyon/Chandier, Wilshire/#itmeér and Flower/Third from
further study by the SCRTD Board, 19 intersections were deleted from the 275
evaluated as part of WBS Task 188AH1242. Seventy-six intersections have been
reevaluated due to station and alignment variations.

The intersections evaluated under WBS Task 18BAH1243 are shown on Figures
1.3-4 and 1.3-5. These intersections were selected based upon proximity to
proposed station locations {See Figure 1.3-6) and are generaily contained
within (1) a one-half mile radius of the proposed stations in the San Ferrando
valley and at Union Station; (2) a onesmile wide corridor following the
proposed aligmment from Hollywood to the Harbor Freeway; and (3) a one-fourth
mile radius of the proposed stations in the Central Business District (CBD).

For the 1980 station area parking analysis (WBS Task 18BAH1341) all blocks
within a quarter-mile radius of each station were inventoried for both
on-street and off-street parking space supply, usage and cost. These blocks
were aiso included in the analysis performed for the 2000 Base (Null} and With
Project Conditions. {WBS Task 18BAH1342)
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CHAPTER 2 - METHODOLOGY
2.1 1980 - Existing Condition
2.1.1 Traffic Volumes and WMT

In the City of Los Angeles, there are 156 miles of freeways and 6,415 miles of
surface streets. Two-thirds of all surface street mileage are intended for
local circulation. During a typical weekday, almost half of the City-wide
vehicle miles travelled (YMT) occurs on the freeway system (47 percent), and
about the same amount of travel {4B percent) occurs on major and secondary
hignways. Only about five percent of the travel is estimated to occur on the
local and collector street system. Therefore, traffic volume data have been
jdentified for freeways, major and secondary highways and some collector
streets in the Regional Core. The selected streets and freewdys were
submitted to the SCRTD for prior review and approval and are shown on the
traffic volume flow maps developed for the 1980, 2000 Base (Null) and 2000
With Project Conditions.

In 1980, approximately 2,500 24-hour machine traffic counts and 1,500 G-hour
manua]" counts were conducted City-Wide. Approximately 10 percent of the
counts involved the Regional Core selected street system. It was apparent
that the 1980 counts alone were insufficient to depict the traffic. flow
picture for the Regional Core, However, review of available 1979 and 198]
counts disclosed that the use of these counts would establish an expanded data
base that would generally be sufficient and that the data were relatively
compatible. In addition, approximately 100 six hour manual counts were made
at intersections within the station impact areas.

Initially the AM and PM peak hour and ADT directional volumes from the traffic
counts were plotted on a 1" = 2000' scale basic index map with the year of the
count noted. When counts were available for several years at the same
location, the 1980 figure was utilized. When more than one count was
available for the same year an average was plotted.

The individual counts were then compared with adjacent link volumes and the
data were adjusted to provide a reasonable area-wide flow pattern. During

this process, volumes for links not having data were determined through
1nterpolation. Finally, the volumes were checked for relative consistency

with the previous AA/EIR/EIS work, and with the "City-Wide Traffic-In-

ventory" and the “City-Wide Screenline Study”. The inventory and screenline
reports are published by the City of Los Angeles, Department of Transportation..

Smoothing of peak hour and ADT volumes by direction was performed separately
for the entire Reigomal Core area. The final volumes are presented se-
parately by time period and in map form. The Regional Core fliw maps are
organized into five separate areas: (1) Yalley, (2) Hollywood, (3) Wilshire,
(4} Westlake-Central City North, and (5) Central City. The AM peak-hour
volumes are shown on the first sheet of each area, followed by PM peak<hour
and then ADT. The traffic volume flow maps for 1980 are contained in the
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working paper for WBS Task 18BAH1141 (March 1982) as Appendices 1-5. Traffic
volumes on a station-by-station basis are presented in Chapters 3 and 4 of
this report.

The preceding methodology described the development of 1980 traffic volumes
for surface streets. A different methodology was utilized for the development
of similar information for freeways.

Initially, the Traffic Support Branch of the Californa Department of Trans-
portation {Caltrans); District 7, was contacted for detailed information on
"mainline" direct1ona1 volumes. From the available counts, factors for
directional splits in the AM and PM peak hours, and ADT, and for relating AM
to PM peak-hour volumes were established. These factors were then applied to
the non-directional 1980 traffic volumes, as reported by Caltrans in the 1980
Traffic Volumes on California State Highuays“ to establish freeway volumes for
AM and PM peak hour and ADT on a directional basis. However, the available
information was insufficient to totally describe the freeway flow
characteristics. Therefore, LADOT requested Caltrans' assistance and was
provided with traffic count data for 42 additional locations on freeways
within the Metro Area MNetwork. These data included AM peak hour (7-9),
peak hour {3-8) and AADT (Annual ADT) mainline volumes by direction. Tnese
freeway voiues have been included on the flow maps in Appendices 1-5 of the
working paper for WBS Task 188AH1141.

One method of describing the overall regional impact of the Metro Raii project
is to calculate the expected change in vehicle miles of trave! {WT), since
there is expected to be a mode shift from automobiles to rail. For the
purposés of this traffic analysis, WMT for both the Regicnal Core and the
Metro Area Network were computed.

A transportation model was utilized in computing the WMT for the two areas.
The Department of Trasportation used as a basis the LARTS 1980 vehicle trip
interchanges and assigned the trips to a detajled highway network using the
Urban Transportation Planning System (UTPS)} programs. Detailed discussion of
the forecasting methodology are contained in the working paper for WBS Task
188AH1142 URDAD is the UTPS' Highway Traffic Assignment Program; Report & of
UROAD summarizes travel (VMT) and environmental {impacts for selected zones.
Essentially, Report 6 multiplies the. computer assigned daily volumes with
highway 1inks {in miles) and summarizes the YMT by highway type.

2.1.2 Intersection Evaluation

Based upon proximity to proposed station locations or the rail corridor, 229
intersections were initially selected in consultation with the SCRTD for
analysis. Later, the mmber of study intersections was increased to 275 and
then decreased to 256 under WBS Task 18B4H1243. These intersections are gen-
erally contained within (1) a one-half mile radius of the proposed stations
in the San Fernando Va11ey and at Union Station; (2) a one-mile wide corridor
following the proposed alignment from Hollywood to the Harbor Freeway; and,
(3) a one-fourth mile radius of the proposed sations in the Central Business
District (CBD).
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The “Planning" application of the Critical Movement Analysis (CMA), as
presented in “Transportation Research Circular Numper 212, Interim Materials
on Highway Capac-ity" and amended in the NCHRP Project 3-28 Draft Report
"Signalized Intersection Capacity and Level of Service,” was utilized to
calculate V/C ratios (CMA Index Number) for the 1980 Existing, 2000 (Null) and
2000 Witn Project Condition (LPA). The results have been tabulated in
Appendix A and are also summarized on a station-by-station basis in Chapters 3
and 4 of this report.

The data requirements of the “Planning” application are lane geometry,
approach volumes, turn volumes and traffic signal timing/phasing. As part of
the data collection effort, it was decided to include information regarding
lane widths, pedestrian volumes and bus volumes, since the additional effort
would be minimal. Parking restriction data were also considered necessary to
supplement lane gecmetry information.

The term “Level of Service” (LOS) is used 'to describe the quality of traffic
flow. Levels of Service A to C mean that traffic is flowing quite well. L3S
C normally is taken as the desirable-design level in urpan areas outside a
regional core. LOS D, typically the maximum level at which a metropolitan
area street system is designed, is characterized by relatively heavy traffic
on the intersection approaches. Short peaks in traffic volumes may develop
gueues which will clear during later cycles. Excessive back-up does not
accur. LOS E represents volumes at or near the capacity of the intersection.
This condition is characterized by unstable flow with long gqueues and
stoppages of several signal cycles. LOS F occurs when an intersection is
overloaded {demand exceeds intersection capacity) and is characterized by
stop-and~go traffic with stoppages of long duration, Theoretically, this
condition cannot be measured by using the methods of counting the traffic
moving through the intersection, since information regarding number of
vehicles arriving is also needed to determine when demand exceeds capacity.

While the concept of Level of Service deals with discrete steps (i.e,, LOS A,
B, C, etc.), the quality of flow at an intersection is a continuous function
according to the sum of critical volumes. In order to facilitate comparison
of intersection Levels of Service, the CMA Index Number was developed. This
number is defined as the calculated sum of critical volumes divided by tne
maximum sum of critical volumes at Level of Service E. Table 2.1.2-1 shows
the relationship between Level of Service, sum of critical volumes and CMA
Index Number.



Table 2.1.2-1

Relationship between Level of Service, Sum of Critical Volimes
and CMA Index Numoer

SUM OF CRITICAL VOLUMES | CMA INDEX NUMBER

| |
4 0R | 4 OR
LOS 2 PHASES | 3 PHASES MORE PH&SES_{ Z PHASES 3 PHASES MORE PHASES

A lo-80 | 0- 800 0-75 | 0.0-.5 | 0.0-.5 ;0.0- 5

i

8 |851-1000 | 801-950 751-900 | .60 - .69 | .58 - .68 | .55 - .64
1
i

C |1001-1150| 951-110 | 901-1080 | .70 - .79 | .69 - .79 | .65 - .75

L
+

D }1151-1300 | 1101-1250 | 1051-1150 E .80 - ,89 { ,80 - .B9 | .76 - .82

, ‘ - —
€ [1301-1450 | 1251-1400 | 1151-1250 ; .90 - 1.0 [ -90 - 1.0 ;.83 - 1.0

— t + t

Fofema-- e | - -NOT- = = - APPLICABLE - - - -

.- " i

As an example, the quality of flow at an intersection controlled by a two-
phase signal and with a2 sum of critical l1ane volumes of 1300 (Level of Service
0, CMA Index Number .89} is essentially the same as the quality of flow at the
same intersection with & sum of critical volume of 1301 (Level of Service E,
EMA Index Number .90).

For the Existing Condition (1980) most of the required data were gathered from
LADOT records. Timing charts for each study intersection as well as computer
printouts of both the roadway characteristics and traffic sign files for the
primary and secondary highways within the Regional Core study area were ob-
tained from the LADOT's Data Systems Division. Traffic signal plans for each
study intersection and approximately 275 geometric p1ans were researched from
the LADOT's Signal Design and Geometric Design Sections' files, respectively.
County and State data were requested for those intersections not under Los
Angeles City jurisdiction. Where intersection data were riot available from
Departmental records, aerial photographs of the Regional Core {furnished by
SCRTD) and/or field checks were used to provide the needed information.

The 1980 Peak Hour volumes used in the CMA calculations were assempled in W8S
Task 18BAH1141. Right and left turn percentages were determined through '
review of LADOT, County or State manual traffic counts. The intersection LOS
was derived by Comparing the calculated sum of critical volumes for the study
intersection with the maximum sum of critical volumes for each level of
service, as obtained from the draft report “Signalized Intersection Capacity
and Level of Service" {See Table 2.1.2-1). The methodology and results were
presented in the working paper for WBS Task 18BAH1241.

2-4



2.1.3 Station Area Parking

The first activity to be undertaken for the 1980 Parking Inventory was the
identification of the City blocks to be surveyed. A location map (scale:
1"=800') was prepared for each transit station. Each City biock within a
quarter-mile radius of the station was assigned an identification number.

The second step was devélopment of a parking inventory form that would stand-
ardize and simplify actual data collection. The format included standard
symbols for data to be surveyed and each identified City block was assigned a
parking inventory form.

The third step in the 1980 Parking Inventory was collection of data. Gen-
erally, two methods were utilized for data collection. Data for the stations
outside the CBD were collected by field survey. Part of the data for the
Hollywood/Cahuenga station was taken from the Hollywood Central Business.
District Parking and Traffic Study (1981) by Assoctated Parking Consultants.
Data tor the stations 1n the Central Business District were taken from the
Central City Parking Study (CCPS) (1981) by Wilbur Smith and Associates. Data
for most of the Union Station area was collected by field survey.

When the block dfagrams for each station were completed, the field survey was
conducted. The curb and individual off-street facility parking information
was manually-counted when possible. In a few instanceés, access to an
off-street facility was not allowed. In those instances the parking supply
and usage was estimated according to the facility type, siZe and location.
Parking cost information was generally taken from posted signs.

The parking supply data for the CBD transit stations were obtained from
Figures 4 and 5 of the CCPS., That study utilized different designations for
off-street facilities than was used on the parking inventory forms. The two
sets of designations are related as follows:

Central City Parking Study parking Inventory Form
Public Facility Public Commercial Facility
Private Facility Public Patron or Other

Parking Facility

The usage information contained in the CCPS was presented only on an area
basis. In order to provide approximate usage information, it was assumed that
the usage for e€ach block was proportional to the appropriate area's usage
(Table 10, CCPS), exXcept where a parking supply surplus was indicated in Table
CC-4 (1979 BaTanced Surplises and Deficiencies) of the CCPS. In those cases,
the occupancy rates were adjusted to take the surpluses into account. The
assumption is justified by the overall high occupancy rates in the areas
covered by the 1980 Parking Inventory.

Parking Cost information was found in Figure 6 of the CCPS. The mid-point of

each range in the legend was assumed to be the appropriate 1980 Median Parking
Cost.
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2.2 2000 Base {Null) Condition
2.2,1 Traffic Volumes and WMT

The horizon year of 2000 was used for all traffic projection tasks. The 19828
edition of the Southern California-Association of Government's (SCAG's) long
range (year 2000) socio-economic and land use forecasts was used as model
input for the LARTS year 2000 person-trip generation, trip distribution, and
modal choice models for the person-trip generation, trip distribution and
modal choice models for the homé-based works, home-based nonwork and
non-home-based trip purposes.

The year 2000 regional travel projection, which is used in this study, is made
for the entire LARTS study area which encompasses portions of five counties
within the SCAG area. This area, however, is much too large for a meaningful
traffic analysis and thus a smaller “Metro Area Network" is used as the
analysis area.

The Metro Area Network and the even smaller Regional Core area were described
in detail in the working paper for WSB Task 18BAH1141 and are shown on F1gures
1.3-1 and 1.3-2. The Metro Area Hetwork is the anmalysis area utilized in this
report, and the 2000 projection of traffic will be identified for the same
?eiected1streets in the Regional Core as in the working paper for WBS

83AH114 .

The primary input to LADOT's traffic projection process was & year 2000
twenty-four hour (daily) auto-driver trip table that is output from the LARTS
model. SCRTD/LARTS performed the person-trip generat1on, trip distribution
and/mode spiit portions of the travel demand estimation process for the SCAG
region using UTPS and LARTS programs. The appropriate outputs of the mode
choice model (daily auto-driver trip tables for work and non-work trips) were
combined by LARTS for assignement by LADOT to the Metro Area Network.

The projections were made using the 1979 release of the UTPS computer program

packages developed and distributed by the Federal Highway Administration

(FHWA} and the Urban Mass Transportation Administration (UMTA). Figure

2.2.1-1 1llustrates the steps taken by LADOT in the travel demand estimation

$£gce?$i] The steps are discussed in detail in the working paper for WBS Task
i ;

To calibrate the assignment model, the LARTS-generated 1979 vehicie trip table
was assigned to the 1980 Metro Area Network using the the parameters of the
computer program, UROAD, included in the UTPS package. Traffic volumes
(two-way ADT) from 46 screenlines throughout the study area were used to
compare the actual ground counts with traffic volumes estimated by the model.
There were some variations between actual counts and model estimates on a
link-by-link and street-by-street basis; however, the accumulated screenline
volumes were relatively consistent and fel] w1th1n 5-10 percent of observed
volumes. Therefore, no adjustments were made to the LARTS trip table, the
Metro Area highway network or the assignment procedure. Based on a thorough
review of all the screenlines, 32 were selected as “representive" screenlines
for measuring the overall effects of future travel demand.
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FIG. 2.2.1-1
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screenlines were used to develop the fnitial year 2000 projections from the
URQAD Model output: Thirty-two screenlines were drawn consistent with those
used for model calibration. The percentage change between the 1980 assignment
volumes and the 2000 assigrment volumes for each screeniine was assumed to
represent the traffic volume growth rate for that screenline. This growth
rate was applied to the 1980 observed one-way 11nk volume for each street
segment crossing the screenline. Growth rates for all segments were derived
by 1nterpo1at1ng between screenlines to prevent unreasonable changes in
volumes in short distances.

In applying screenline growth rates to the current one-way ADT, it was assumed
that the current directional splits will continue in the future. Actual
directional split varies on a block-by-block basis and in about 1 percent of
the cases, there is a 40/60 or 45/55 split in traffic. Generally speaking,
however, there {s a balance in daily traffic flow in each direction {50/50
split) on both surface streets and freeways. It does not seem unreasonable to
assume this condition will remain.

Year 2000 peak-hour volumes were developed by applying the existing (1980)
peak-hour factors to the year 2000 ADT. The peak-hour factors were developed
by dividing the 1980 peak-hour volume at each intersection approach by the
1980 one-way ADT at that intersection. In some cases where the peak-hour
factors were very high, they were adjusted downward to reflect the diversion
of traffic to parallel routes that would occur due to congestion.

The initial traffic volume projections for the year 2000 Base {ondition were
revised by SCRTD/PBQAD/LADOT to reflect greater vehicular traffic volumes and
reduced bus transit volumes for a “Null" transit condition. The trip tables
output by the LARTS Model showed a very small reduction in auto trips between
the Base Condition and the. Bu11d Condition, representing a small diversion
(3.9 percent) from auto to Metro Rail. Dqta from other cities with rail
transit indicate that a 20 to 30 percent diversion has typically been
experienced.

Two causes of the 10w projection of diversion to rail were found by SCRTD/
PBQ&D/LADOT. First, the initial transit-to-auto mode spTit was based on an
unconstrained bus fleet. More transit trips were assigned to the bus mode

than could be accommodated by a bus fleet Timited to 2,435 vehicles, the limit
given in the SCRTD short range plan. The excess transit demand that could not
be carried on the expected maximum bus fleet would divert to the auto mode and
should be added to the highway volumes previously proaected for the Base
Condition. An additional 20,500 vehicle trips were added through this process.

Second, based on experiences in other cities, the percentage of park-n<ride
and kiss n-ride mode of access trips transfering to rail in the Build
Condition, which were diverted from auto trips in the Base Condition, should .
have been larger. In order to represent this while keeping total trip
constant, an additional 36,400 auto trips were added to the Base Condition and
taken pff of transit. This represents the additional auto trips in the Base
Condition that become park-n-ride or kiss-n-ride trips accessing rail in the
Build Condition.
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Parsgns, 3rinckershoff, Quade and Douglass (PBQ&D) staff, consultants to
SCRID, calculated the amount of trip diversion from bus to auto, and also the
number of additional auto trips crossing each of the screenlines used to do
the previous Base Condition work. For a detailed explanation of the
methodology used, refer to two memoranda titled “Null Alternative Revisions"
from 80b Bramen (PBQ&D) dated September 8 and September 24, 1982.

The initial year 2000 Base (Null) Condition traffic volumes were adjusted
based on the additional trips crossing screenlines previously established by
LADOT. For ADT volumes this was done by calculating the percentage increase
in traffic at each screenline and applying a growth rate to the volumes pre-
viously calculated for the Base Condition for all street segments in screen-
line. The growth rates were graduated between screenlines to obtain as smooth
a transition as possible. The peak-hour volumes were adjusted by d1v1d1ng the
number of additional peak-hour trips at each screenline by the number of
streets crossing that screenline and adding the resulting number of trips to
the Base Condition peak-hour volumes. This method was chosen to prevent
overloading streets and to simulate normal diversion to less congested
parallel routes. The final traffic volume flow maps for the 2000 Base (Null)
Condition are contained in the working paper for WBS Task 183AH1142, dated
October, 1982. Traffic volumes are also presented on a §tét10n-by-§tation
basis in Chapters 3 and 4 of this report.

The same UROAD Report 6 described in the working paper for WBS Task 18BAH1141
was utiliZed in determining the initial WMT for the 2000 Base (Null)
Condition. The VMT was then adjusted to incorporate the additional vehicle
trips by multiplying the number of additignal trips by the average trip length
and adding the result to the WMT prev1ous]y calculated for the Base

Condition. Separate average trip lengths were used for internal-external
Regional Core trips and internal-internal Regional Core trips.

2.2.2. Intersection Evaluation

The method used to calculate the Year 2000 Y/C ratios for this task is
identical to that utilized in WBS Task 18BAH1241. A description of the
Critical Movement Analysis (CMA) methodology is contained in the 1980 Traffic
V/C Ratios working paper dated April, 1982, and in sectiof 2.1.2, of this
report.

The Base (Nul1) Condition presumes the existence of a “Null” bus transit
system and that the Metro Rail Starter Line has not been constructed. The
_arterial street system includes capital improvements that may reasonably be
expected by the base year. The sources of these improvements were the City's
five-year Capital Improvement Program, Community Redevelopment Agency (CRA}
projects and private development projects involving street widening., The
intersections impacted by these improvements and the nature of the improve-
ments are identified in Appendix B of the technical report for WBS Task
18BAH1243. As projected traffic volumes are realized, additional operational
(TSM) improvements that would 1ikely be caonsidered and implemented as part of -
LADOT'S annual work program are identified in Appendix C of the technical
report for WBS Task 18BAH1243. TSM measures were only developed at
intersections projected to operate at Level of Service £ or F.

2-9



The projected peak-hour approach traffic volumes utilized for the Base (Null)
Condition were developed under WBS Task T8BAH1142, 2000 Base Candition Traffic
Yolumes. The working papers for that task document the methodology used. Two
major items of interest are that the vehicle trip tables developed by
SCRTD/LARTS for Utilization by LADOT for traffic assignment were based on the
SCAG 825 growth forecast and that the orignal flow maps were adjusted to
reflect a "Null" bus transit system. The turning movements (percentages) at
each study intersection were assumed to remain essentially unchanged from
those used for the 1980 V/C calculations, except where site specific EIR's or
circulation studies were available. Examples are the North Hollywood
Commercial Core Redevelopment (Gruen Assoc. Report), Universal City Bridge :
Circulation Study, and the California Center and Pacific Plaza studies in the
CBO (these also included impacts of other proposed constryction in the CBO).

In addition to the preceding, the signal timing at study intersections was
assumed to be optimized within pedestrian timing constraints. Since this task
deals with traffic projections based upon a policy forecast {rather than
measured traffic volumes as used in 18BAH1241), a CMA Index Number greater
than 1.0 represents the condition where anticipated demand would exceed the
currently expected intersection capacity.

The results of the intersection evaluation were presented in Appendix A of the
working paper for WBS Task 18BAH1242 and are summarized on a
station-by-station basis in Chapters 3 and 4, of this report.

2.2.3. Station Area Parking
The 2000 Base Parking Supply for each station was determined as follows:

1. The number of parking spaces to be provided by future development was
added to the number of existing parking spaces as surveyed in the 1980
Parking Inventory {WBS Task 18BAH1341).

2. The number of existing parking spaces that are to be removed by future
development was subtracted from the above total to determine the final
2000 Base Parking Supply.

The 2000 Base Parking Usage was determined as follows:

1. Except for stations within the CBD, the sguare footage of future devel-
opment was multiplied by 3/1000 sq. ft. to determine projected parking
usage for the development.

2. For stations within the CBD, a factor of 1.5/1000 sq. ft. was used to
account for the high transit mode split and high auto occupancy rate in
the CBD.

3. The projected parking usage was added to the existing parking usage from
the 1980 Parking Inventory (WBS Task 18BAH1341).

4. Estimated usage from existing buildings that were to be removed by future

development was subtracted from the above total to determine the
unbalanced 2000 Base Parking Usage.
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In order to determine the 2000 Base Parking Condition, the parking usage had
to be balanced with the available parking supply. The balancing was done
within a three-block radius of any block deficient in parking supply.

it was assumed that 30 percent of off-street parking spaces and 100 percent of
curb parking spaces would bDe utilized under normal at-capacity conditions.

The 90 percent capaciy factor was only applied to off-street parking in blocks
where future development created deficiencies or in blocks that were assigned
parking in the balancing process. Existing off-street facilities that were
found to already exceed 90 percent in the 1980 Parking Inventory were not
balanced.

If parking supply and usage could not be balanced within a three-block radius
of a deficient block, the deficiency was not balanced. The unbalanced de-
ficiency is an indication of a block with significant adverse parking impacts.

The parking supply, balanced parking usage and occupancy rates were tabulated
on a block-by-block basis and summarized on 400-scale maps of the station
areas.

2.3 2000 with Project Condition
2.3.1 Traffic Volumes and YMT (LPA and MOS)

Traffic volume flow maps and YMT estimates were developed for essentially two
different Metro Rafl systems and revised traffic volumes for minor station
variations along the two systems. The first system was 18.6. miles in length
and had 17 stations (a combination of Options I and XII), referred to as the
Locally Preferred Alternative (LPA). The second system was 8 miles in length
and had 11 stations (Option YII)}, referred to as the Minimum QOperable Segment
(MOS). The LPA, including several station variations, will be discussed
first, then the M0S with one station variation.

Traffic volume projections for the LPA in the year 2000 were developed in two
steps. The first step was to develop maps which show “background” volumes for
the year 2000 with the Metro Rail Option I/XII configuration in place, but did
not include kiss-n-ride and park-n-ride trips to the Metro Rail stations., The
second step, was to develop “overlay" maps for the station auto access trips
(park-n-ride, kiss-n-ride) which were to be added to the background maps.

Background traffic volume flow maps for the LPA were generated for the year
2000 uti1izing LARTS vehicle trip tables and UTPS computer programs. The
procedure was discussed in Chapter 2.2.1 and in the working paper for WBS Task
188AH1143. These background maps do not include "mode-of-access” trips, 1i.e,.
park-n-ride and kis$s-n-ride automob11e traffic generated by the Metro Rail
stations. It was therefore necessary to develop “overlay" traffic volume flow
maps that showed only the traffic generated by the stations. The traffic
volumes on the overlays were then added to the year 2000 background volumes to
create the final traffic volume flow maps.
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Park-n-ride and kiss-n-ride trip distribution information was available for
Option XII in the form of output from VASSIGN, a computer program developed by
Barton-Asqhman Associates. The output listed the number of mode-of-access
trips between every LARTS zone ("AZ") and every station. Option XII includes
To obtain trip d1str1but1ons for system variations having fewer stations, the
Option XII VASSIGN output was adjusted manually to reflect the deletion of the
Crenshaw/Wilshire and Laurel Canyon/Chandler Stations. Other minor ad-
justments are discussed in the working paper for WBS Task 18BAH1143.

Next, it was determined where the park-n-ride and kiss-n-ride trips were to
park or load/unload patrons. Station site plans were analyzed to determine
what parking or loading facilities were to be constriucted. Additional
discussions were .held with SCRTD staff to identify likely off-street
kiss-n-ride lots. If more than one facility was available, each facility was
assigned a percentage of relative attraction, based on the facility's surplus
parking supply, the walking distance from the station, and the cost of
parking; if only one facility was available then all trips were destined to
this facility (presuming sufficient capacity). For some stations, however, no
new facilities are planned. Therefore, park-n-ride and kiss-n-ride patrons
must use existing on-street and off-street parking locations nearby. Parking
inventory maps prepared in WBS Task 18BAH1341 were used to determine where
park-n-ride trips would 1ikely park. Station vicinity maps showing surplus
off-street commercial parking locations, kiss-n-ride lots, station p1atforms,
access points, bus facilities and RTD parking structures are contained in
Agpendix P of the working paper for W8S Task 18BAH1143 and Appendix 8 of this
report.

Once the distribution of origin Zones and destination areas had been de-
termined, the park-n-ride and kiss-n-ride trips were manua11y assigned to the
street network 1inks.

The number of mode-of-access {park-n-ride, kiss-n-ride) trips were taken from
the computer output labeled "Mode-of-Arrival and Mode=zof-Departure, Option XII
with Parking at A1l Stations, Constrained", except for three stations. The
mode~-of-access overlays for thg two Yalley stations used Option I output
instead of Option XII, since Option I does not include a Laurel
Canyon/Chandler Station. An adjustment was made for Union Station because of
changes in the proposed SCRTD parking lot capacity (incréased from 1,000 to
2,500). The number of trips for all stations had to be adjusted to account
for the fact that kiss-n-ride arrival trips (i.e., drop-offs) also involve a
return trip, and that the same is true for kiss-n-ride departure trips (i.e.,
pick-ups). Appendix D in the working paper for WBS Task 18BAH1143 contains
the complete mode-of-access output 1isting.

The final step was to add the volumes from the overlay maps toc the volumes of
the background traffic volume maps to create the final traffic volume flow
maps for the. year 2000. volumes were rounded to the nearest hundred for the
24-hour period, and to the nearest ten for the AM and PM peak hours. The
Option I/XII traffic volume flow maps are in Appendices A through E in the
working paper for WBS Task 18BAH1143. Traffic volimes on a station-by-station
basis are contained in Chapter 3. '
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The two Valley stations involved a number of different alignments. In the
Universal City area, the two possible alignments were: (1) along the west
side of Lankershim Boulevard north of Universal Place, called "Universal City"
in this report; and {2) along_thgnnorth side of Ventura Boulevard east of
Vineland Avenue, called “Studio City". For the North Hollywood area, the
three alignments under consideration were: (1) beneath the median of Chandier
Boulevard at Lankershim Boulevard, called “Chandler at Lankershim-Subway"; (2)
above the median of Chandler Boulevard at Lankershim Boulevard, called
"Chandler at Lankershim Aerial”; and {3) in the proposed CRA site along the
east side of Lankershim Boulevard south of Chandler Boulevard called the
"Lankershim at Chandler=0ff Street". The percentage of trips from the AZ's
and the number of mode-of-access trips remain the same for all of these
options, but the parking and loading locations differ. As a result, separate
trip assignment maps were prepared for each of the options. Mode-of-access
ovérlays were then made and the overlays were added to the background volumes
to get the final volume maps. A set of final traffic volume flow maps was
generated for each option and are contained in Appendices F and G of the
working paper for WBS Task 188AH1143. Traffic volumes on a station-by-station
basis aré contained in Chapter 4.

One of the options (IX) under analysis did not include the Crenshaw/Wilshire
Station. Without this station, mode-of-access trips would increase for the
two nearest stations, Western/Wilshire and La Brea/Wilshire. The method used
for the deletion of the Crenshaw Station was to first generate overlay maps
for those mode-of-access trips diverted from the {renshaw Station t0 the
Western/Wilshire and La Brea/Wilshire Stations. This set of overlays was
added to the final Option XII maps. Finally, the Option XII mode-of-access
trips overlay for the Option XII Crenshaw Station was subtracted. Final
traffic volume flow maps are contained in Appendix H of the working paper for
WBS Task 18BAH1143 and in Chapter 4 of this report for each station.

The same UROAD Report 6§ described in the working paper for Task 18BAH114] was
utilized in determining the YMT for the 2000 Background Option I/XII Condition.

Vehicle Miles of Travel (VMT) for park-n-ride and kiss-n-ride trips were
calculated for surface streets and for freeways within the Metro Area Network
and within the Regional Care.

The total number of kiss-n-ride and park-n-ride trips generated per day by the
stations were obtained by adding all of the mode-of-access trips from the
Option XII output. To correct the overcount of kiss-n-ride trips caused by
drivers who do not make a round trip but continue on to work, the total number
of kiss-n-ride trips was reduced by one-third.*

The average trip length was calculated for each of the two modes utiliZing the
trip length distribution table available with the VASSIGN output. Barton-
Aschman indicated that trips over five miles long were considered to be bus
feeder trips, not valid auto access trips, and were, therefore, not included
in the calculations. The average park-n-ride trip length was calculated to be

*Source: Memo from DMJM/PBQAD, December 13, 1982
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2.71 miles and the average kiss-n-ride trip length 2.27 miles. The daily auto
access WMT was obtained by multiplying the number of trips by the average trip
length.

Freeway WMT - Auto access trips were assigned to the freeways for only five of
the stations: Union Station, the combined S5th/Hi11 and 7th/Flower Stations,
Holiywood/Cahuenga Station, Universal City/Studio City Station and North
Hollywood Station. The percentage assignment maps discussed earlier were used
to estimate the mode-of-access volume on each freeway segment. The volumes
were multiplied by the freeway segment length and the sum of these products
was the total WMT on the freeways.

As in the development of Option I/XII flow maps, a computer assignment of the
Option YII (MOS) trip/table {vehicle trips) was done using the technique and
parameters standard for all Metro Rail runs. Analysis of the assignment model
output by screenline showed that the standard screenline analysis methodology
used to produce the Option I maps would not be adequate for Option VII for two
reasons. First, in the CBD the model did not: appear to adequately represent
the increase in vehicle traffic from Option I volumes that could be expected
due to the reduction in the Metro Rail service area and the resulting loss of
patronage. Second, because Metro Rail service is eliminated from the Valley
and Hollywood in 0pt1on VII, traffic volumes in these areas should approach or
equal Base (NU11) Condition volumes. The Base (Null) Condition flow maps,
however, were adjusted and volumes were increased from those obtained from the
model output (see Working Paper, L.A. City DOT, 'Revised 2000 3ase Condition
Traffic Yolumes' Task 18BAH1142). Therefore, comparison of the Option VII
model output to that for Option I by screenline would not be sufficient to
produce an accurate flow map in those areas where the Base {Null) Condition is
approached. The Base {Null) Condition adjustments have to be incorporated
into Option VII projections. Because of these factors, separate methodologies '
were developed for the CBD, the Valley and the Hollywood-Wilshire-Westlake

maps.

It was assumed that the Valley will not be influenced by the 8-mile Metro Rail
System. Al1 volumes on this map were made equal to the adjusted Base (Null)
Condition volumes.

The Hollywood, Wilshire and Westlake maps are varfably affected by the
elimination of statfons in Option VII. The Hollywood map close to Fairfax
Avenue is expected to approach the Base (Null) Condition, while the Wilshire
and Westlake maps would 1ikely be closer to Option I background volumes.
Adjacent areas should have volumes somewhere between Base (Null) Condition and
Optfon I volumes.

The maps were developed by first fdentifying those portions of screenlines
with a small percentage change from the Base {Null) Condition screenlines
based on the model output. For these screenlines the percentage increase from -
Option I to Optfon VII was adjusted to incorporate the Base (Null} Condition
adjustments by adding the actual Base Condition screenline adjustment volumes
to the Build Option I screenline totals and calculating the percent change
that these volumes represent to each Option I screenline. From this value,
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the percentage change between the Base and Option VII was subtracted, to
provide an adjustment for those screeniines which approach but do not equal
the Base Condition volumes. The resulting value was added to the Option I to
Option VII percentage increase from the model to get the percentage increase
from Option [ to Option VII. For screenline segments closely approximating
the Option I Condition, only the Option I to Option YII screenline percentage
change derived from the model was used, The screenline percentages developed
through this process were mapped and smoothed over the area to reduce drastic
changes in volumes along streets at screelines. The percentage increases were
then applied to link volumes on the Option [ ADT fidw maps to produce the
Option VII ADT flow maps.

The same screenline percentage increases were appiied to get the peak hour
maps, with the exception of the Holiywood flow map. The Option VII AM and PM:
Peak Hour Flow Maps for Hollywood were produced by multiplying the volume
added to Option [ to produce the Option VII ADT volumes by the peak hour
factor (percentage of daily trips in the peak hour) for the deleted Metro Rail
Stations, and then adding this product to the Option [ peak hour flow map
volumes.

The CBD (Downtown) Map

The CBD Option VII flow map volumes weré based on mode-of-access data, ob-
tained from SCRTD for the four Metro Rail stations in the CBD. It was assumed
that the reduction in mode-of-access trips at these stations between Option [
and Option YII runs represents the number of person trips lost frdm Metro Rail
due to the abbreviation of the route. These trips were converted to vehicle
trips using mode spiit information in the 1980 Downtown Cordon Study (L.A.
City, DOT, 1981}. It was assumed that the mode of access trips diverted from
Metro Rail originated or were destined to areas in Hollywood or the valley
within the influence areas of the deleted station. The vehicle trips, except
the park-n-ride {P/R) and kiss-n-ride (K/R) trips Tost to Metro Rail were
therefore distributed among five routes west of the Harbor Freeway, which
connect the CBD with the Valley and Hollywood: Sunset Blvd., Hollywood
Freeway, Temple Street, First Street and Second Street, based on the dis-
tribution at this location in the Base Condition. Al11 P/R and K/R trips lost
to downtown stations were assumed to have no origin or destination downtown
and would not impact any downtown street. They were therefore all assigned to
the Hollywood Freeway in the downtown area. The AM and PM and daily trips
were considered separately. :

Screeniines were drawn across downtown covering the influence areas of the
downtown stations. Trips lost to each station were assigned to screenlines
separately by assuming that they had destinatfons (or origins) within the
influence area of that statfon. The trips crossing each screenline were
totaled for all stations and compared to totals for the same screenlines on
the Option I map to find the percertage increase in trips from Option I. The
percentage increase at each screenline was mapped and the percentages for
areas between screenlines were obtained by interpolation. The screenline per-
centage increase was then applied to the 1ink volumes from the Option I flow
map to produce a background flow map for Option VII.
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The 18-mile system, Option I/XII was modified to create the new flow maps for
the 1)-station, 8-mile system, Option VII. Mode-of-access volumes were
compared between the two opticons for the eleven-station system to determine
where substantial changes occurred. Substantial differences were found at
only four locations: Union Station, the combined 5th-Hill and 7tn-Flower
stations, the Normandie-Wilshire station and the Fairfax station. As a
result, new overlays were developed for these four stations. The same
aésignment maps used for Option XII were used for the seven remaining stations
under Option VII. These overlays were added to the Option VII background
volume maps to produce the final Year 2000 traffic volume flow maps that are
contained in Appendices I to M in the working paper for WBS Task 18BAHI143.

The background vehicle miles of travel for the Option YII configuration were
derived from UROAD Report & in the same manner as for Option I/XII (Chapter
IX}), however, two adjustments were made to the UROAD output. First, Option
VII V.M.T. for zones in the Valley were assumed to be the same as for the Base
(Null) Condition. Second, the percentage of Option I Metro Rail riders who
would have otherwise traveled by auto, 21.4%, was assumed to apply for Option
VIl as we]l. With this diversion rate 37, 500 vehicle miles were added to
Option VII Metro Network and Regional Core V.M.T. as calculated by UROAD. For
each facility type, the additional V.M.T. was distributed proportionately.

The Yehicle Miles of Travel (WMT) for Option VIl mode-of-access trips were
calculated in a manner similar to that used for Option I/XII described pre-
viously.

2.3.2. Intersection Evaluation (LPA only)

As with the 1980 and 2000 Base (Null) conditions, the intersection analysis
for the 2000 With Project Condition (LPA, and four stat1on alternatives)
utilized the “Planning Application of the Critical Movement Analysis (CMA) to
establish the V/C ratios (CMA {ndex number) for the selected intersections.
For each intersection the intersection V/C ratio was calculated for the AM and
PM peak hour period. V/C ratios were also calculated for each street at the
intersection; this was the same as the intersection V/C ratio if pedestrian
timing constraints permftted balancing of signal green time based on vehicular
demand.

Based on station site plans and discussions with SCRTD staff, a vicinity map
was prepared for each station that displayed the street system, study inter-
sections, station (platform) location with access points, facilities to
accommodate park-n-ride or kiss-n-ride activity, surplus off-street commercial
parking (from 1980 parking inventory) and bus-bay locations. The figures were
included in Chapters Three and Four of the technical report for WBS Task
18BAH1243 and are contained in Appendix B of this report.

The street conditions (physical and operational) established at each inter-

section under WBS Task 18BAH1242, 2000 Base (Null) Condition, were utilized
for the 2000 With Project Condjttons. The only operational revisions made
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under this task were to optimize signal timing within pedestrian timing
constraints; mitigation measures were developed under 4BS Task 18BAHI5. The
projected peak hour approach traffic volumes ut1112ed for the With Project
conditions were generated under Task 18BAH1143, 2000 With Project Traffic
Volumes. The working paper for that task documents the methodology utilized:

The traffic volumes were initially generated for the alignment and stations of
the 18.6-mile 17 station Metro Rail System (LPA). Revised volumes were
developed for variations involving the deletion of the Wilshire/Crenshaw
station and its impact on the Wilshire/La Brea and Wilshire/Western stations.
Revised traffic volumes were also developed for the Studio City station and
the Lankershim/ Chandler station (original station location in aerial
configuration} and the off-street station east of Lankershim in the North
Hollywood Redevelopment Commercial Core area.

Intersections that had a ¥/C increase of 0.02 or more and a LOS of E or worse
were reviewed Under WBS Task 18BAH15 for dévelopment of possible mitigation
measures.

2.3.3 Station Area Parking (LPA ONLY)

The methodology for the 2000 With Project Parking Condition was identical +o
the methodology for the 2000 Base Parking Condition up to the determination of
unbalanced parking usage. The only differences were that the With Project
future development projections were used in Tieu of the Base future deve?-
opment projections and parking added by the project was added to the parking

supply.

For the 2000 With Project Parking Condition, the unbalanced parking usage was
modified to account for Metro Rail impacts as follows:

1. To account for reduced parking usage due to a modal shift from auto to
transit the unbalanced parking usage within each station area was rediced
by a number equivalent to one-half the di fference in daily auto trips
between the 2000 Base (Null) Condition and the 2000 With Project
Condition. The daily auto trips were derived ‘from SCRTD/LARTS Trip Tables
disaggregated using the UTPS USQUEX computer model.

2. To account for increased parking usage due to park-n-ride Metro Rail
patrons, the peak accumulation of parked vehicles from the station access
data was added to the unbalanced parking usage at each station, except the
Fifth/Hi11 and Seventh/Flower Stations. Parking conditions are sc con-
gested that it was assumed no one would park-n-ride from these stations.
Ihese potential Metro Rail users may divert to other stations or may be

ost

After the above adjustments were made to the unbalanced parking usage, the
parking supply and usage were balanced as in the methodology for the 2000
Base Parking Condition. The tables and maps for the 2000 With Project
Parking Condition are attached as Appendix B of the working paper for WBS
Task 18BAH1342.
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for each station area have been prepared with 1nformat10n as fol]ows

Total Parking Supply

Total Parking Usage

Overall Occupancy Rate

Parking Supply (-} Def1c1ency/(+) Surplus (0.90 x Supply - Usage)
Number of blocks with an Occupancy Rate less than 0.80.

Number of blocks with an Occupancy Rate between 0.80 and 0.90

Nimber of blocks with an Occupancy Rate equal to or greater than 0.90

Preceding each table is a summary description of the parking conditions at
each station area. Four different conditions (i.e., uncrowded, approacn-
ing capacity, at capacity and congested) are used in the summary
description. The occupancy rates represented by those conditions are as
follows:

Overall Parking:

Uncrowded - less than 0.80
Approaching capacity - 0.80 to 0.90
At capacity - 0.90 to 1.00
Congested - 1.00 or greater

2.3.4 Circulation Impacts - Mitigation

The. intersection analysis faor the 2000 Base (Null)} Condition WBS Task
18BAH1242, was first performed assuming an arterial street system which
included the projects in the City's five year CIP, CRA Projects, and private
development projects 1ikely to be constructed by the year 2000. Those
intersections projected to be operating at Level of Service £ or F were then
reanalyzed assuming that as projected traffic volumes develop appropriate
operational TSM measures would be implemented as part of the Department of
Transportation s ennyel work pragram. The TSM measures assumed to have been
measures available to mitigate adverse impacts associated with construction of
the Metro Rail Project.

The various mitigation measures considered for the intersections studied under
this task are 1isted below.

- Increase approach capacity through installation of a parking restric-
tion. Usually the installation of a parking restriction accompanies a
striping change to provide efther an additional through lane or turn
Jane. This measure is not under the control of SCRTD.

- Restripe approach to provide an additional through lane and/or turn
Tane. As mentifoned above, this measure is usually accompanied by the
installation of parking restrictions. There are, however, some in-
stances when additional parking restrictions are not required., This
measure is not under the control of the SCRTD.
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- Install Left-Turn Restriction - The prohibition of left turns would
improve the calculated service level of an intersection by increasing
through capacity at the expense of not accommodating the left-turn
demand. The resuitant change in traffic pattern could impact nearby
Tocal/collector streets. This measure is not under the control of the
SCRTD.

- Addition or revigion of traffic signal phases to accommodate the pro-
jected traffic pattern. Even though additional signal phases result
in decreased intersection capacity, in cases where warranted by the
traffic pattern, an increase in intersection level of service can
sometimes be achieved. While authorization of this measure is not
under the. control of the SCRTD, design, construction and equipment
costs could be considered to be under SCRTD control.

- Approach Widening - This measure could be utilized to provide either
an additional through-lane or turn-lane. Unless contiguous to pro-
perty designated for acquisition by SCRTD for station construction,
this measure is not entirely under the control of the SCRTD.

- Reversible Lanes - When street widening is not feasible, the use of a
reversible lane can sometimes be employed to accommodate highly direc-
tional AM and PM peak traffic flows. The method of implementation is
an important factor when considering this type of traffic control
measure. Manual implementation on a daily basis would result in 2
major, labor intensive, expense which would probably be incurred by
the City of Los Angeles. Implementation by changeable message over-
head signs would result, however, in a high initial (capital} ex-
penditure for equipment and construction, with lower operation and
maintenance costs thereafter. - The authorization of this type of
traffic control is not under the control of the SCRTD. The cost of
equipment and construction could be considered to be under SCRTD
control..

When selecting a measure to mitigate an adverse impact jdentified in WBS Task
188AH1243, the least restrictive measure which appeared to improve the
intersection operating conditions was first considered. An intersection V/C
analysis was utilized to estimate the extent of improvement which could be
expected with the implementation of the proposed improvement. Where more than
one measure was considered feasible, this procedure was repeated accordingly.
Generally, the least restrictive measure which would completély mitigate the
anticipated adverse impact was chosen. [f there were no measure available to
compietely mitigate an anticipated adverse impact, then that measure which
would mast effectively improve the intersection Level of Service was selected.

Street widening was not considered feasible at locations where efther
extensive building demolition or remodeling would be required or in business
districts where substandard sidewalks would result. Street widening was
considered to be a realistic mitigation measure at locations contiguous to



station sites where property acgquisition is contemplated and cut-and-cover
canstruction techniques would require street reconstruction. At these
locations any mitigation measures should be constructed as part of the station
site development.

At locations where the mitigation measures are not part of the station site
plan the mitigation measures should be constructed by the SCRTD under
appropriate permits or included in the City's Capital Program with funding
provided by the Metro Rail Project.

Costs associated with traffic operations such as signal modifications, signing
and restriping should also be provided by the Metro Rail project.
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CHAPTER 3 - STATION AREA EVALUATION

The results of the traffic analysis are presented on a station-by-station
basis beginning at Union Station and proceeding along the adopted alignment to
the station at Chandler and Lankershim in North Hollywood. The presentation
for each station is divided into four sections: General Sackground; Traffic
Volumes; Intersection Evaluation; and Parking.

The General Background contains information on the routes providing direct
access to the station and station characteristics. The second section,
Traffic Volumes, furnishes information on station boardings, mode-of-arrival,
and traffic volumes (AOT, AM and PM peak hours) for the 1980, 2000 Base (Nu11)
and 2000 With Project Conditions. The third section, Intersect1on Evaluation,
summarizes the existing (1980} levels of service and the projected levels of
service for the 2000 Base (Null) and 2000 With Project Conditions. In the
last section, a summary of the parking supply, usage and occupancy rates are
%Null) and 2000 With Project Conditions.

3.1 Union Station
3.1.1 General Background

Th Metro Rail station at Union Station will be an end and beginning point of
the initial 18-mile rail line. The proposal studfed siows the station plat-
form constructed underneath the existing railroad track yard east of the Union
Station building, as well as a large parking structure with 2,500 spaces built
between the railroad track, Macy Street, Vignes Street and the proposed El
Monte Busway Extension. Also included would be bus parking (approximately
43,000 sq. ft. at grade) and 65 kiss-n-ride parking spaces, all off-street.
Vehicular access to this new structure is proposed to be from one point on
Vignes Street at RamireZz Street.

Due to the projected demand for parking, it is assumed that other parking
facilities (in addition to the new structure) would be available to Metro Rail
patrons to some extent. These include existing off-street parking for Union
Station on Unfon Station property, plus a limited number of commertial
off-street parking spaces at various_locations relatively close to Union
Station. On-street parking was not considered a factor in the analysis.

The Union Station property is part of the Central City North Community.
Surrounding it are industrial, manufacturing, community,; commercial and public
and quasi=-public uses. It is well served by the Santa Ana Freeway and a
netuork of arterials such as Alameda and Macy Streets (both designated major

?hways) and Center/Ramirez/Vignes Streets (designated secondary highways) as
well as several other connecting streets.

3.1.2 Traffic Volumes
This Metro Rajl station is projected to function as a major auto intercept.
The SCRTD is proposing a 2,500 space parking structure and there were approxi-

mately 700 surplus off- street commercial parking spaces in 1980. An
off-street bus facility is also proposed; however, the projected bus volumes
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and routings were not available. This information may be generated by the
SCRTD in conjunction with Milestone 9 - Supporting Services Plan or Milestone
12.

Daily boardings at this station are projected to range from 36,000 to 37,000
for Option I, IX or XII. Deétailed information on boardings and mode-of-
arrival for numerous Options were generated by Barton-Aschman for the SCRTD
and are contained in the working paper prepared by LADOT for WBS Task
188AH1143. The AM and PM peak hour park-n-ride trips are projected to be
approximately 2200 and 2800 while the auto trips for kiss-n-ride boardings are
projected to be 25 and 152 for the same time periods.

Current traffic volumes on Alameda, Macy and Yignes Streets generally range
between 14,000 and 26,000 vehicles per day in both directions. Other
supporting arterial streets such as Sunset Boulevard, North Main Street and
Mission Road also carry traffic volumes generally withun the same range. The
heaviest directional peak-hour volumes are experienced on Macy Street-Sunset
Boulevard and Mission Road. Nearly 175,000 vehicles per day pass by on the
Santa Ana Freeway. .

In the Year 2000, traffic volumes on these arterials are projected to have
generally 1ncreased 15 to 21 percent above their 1980 levels; assuming a
moderate level of development will have occured but without any Metro Rail
project being constructed. With the implementation of Metro Rail and the same
level of projected development, traffic volumes will remain at a fairly high
level on most of these streets in the vicinity of the station. In fact, due
to the large number of Metro Rail park-n-ride and kiss-n-ride patrons forecast
for this station, traffic volumes are expected to incréase by a few hundred to
a few thousand on the nearby streets for the year 2000. More importantly,
with the Metro Rail 1ine operation, the directional peak hour volumes will
increase much more significantly due to the fact that the park-n-ride and
kiss-n-ride patronage trips have much sharper peaking characteristics compared
to normal background traffic.

Link volumes for 1980, 2000 Base (Null), 2000 With Project - LPA and MOS (ADT,
A¥ and PM peak hours) on all major and secondary highways and selected
collector streets were generated under WBS Taks 18BAH1141, 1142 and 1143 and
are shown on flow maps included with the working papers prepared for each
task. Yolumes for selected locations near Union Station are shown on Figure
‘3. '1 -

3.1.3 Intérsection Evaluation
Twenty four of the more important intersections in the vicinity of Union
Station were evaluated (Volume/Capacity index calculated! for the 1980, 2000

Base (Null) and 2000 With Project (LPA) conditions. The levels of service for
the intersections under each condition are shown below in Table 3.1-1.
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Table 3.1-1

LOS Summary
[ N ! { i
[ | Peak | Level of Service J
| Condition | I | [ |- { [ I
I | Hour | A | B | C |} D | E | F |
I I I I I | I I
I 18 [ [ i ] I I
| 1980 | AM | 16 | § I 1 | 1 | - | - I
I I I | I | I !
I o i i i T 1 |
| Existing | PM | 8 | 6 | 2 | - | - | - |
| ! | I I I ! [
[ i | i i I I I
[ [ A4 | 11 | 4 | 3 | &4 | Vv | I
[ ) I | - | } [ [ i |
| 2000 Nuli | I [ [ { ] | I
| | PM | 4 | 6 V7 i 3 [ 2 | 1 I
] } | | | | i L |
| | | I [ I I I
; 2000 W/ I AM 1 13 { 2 1 5 1 - } 2 { 2 I
| [ T I I i | i I
i Project : PM i 6 : g i 2 : i I 3 { 3 i

The 2000 Base {Null) and With Project Conditions included street improvements
associated with two City CIP projects. The first project added left turn
pockets and a northbound and southbound through lane to Alameda at Aliso/
Commercial and at Arcadia; it also added a right turn only and a Teft turn
only lane eastbound on Aliso at Alameda. The second City CIP project added
northbound and southbound left turns pockets on Mission at Macy; also added on
Mission was a southbound right turn only lane.

Of the twenty-four intersections evaluated, six were projected to have an
{ncrease in the V/C index of 0.02 or more from the 2000 Null to the 2000 With
Project conditions and alsoc have a 2000 With Project LOS D or worse. The six
intersections are Alameda/Alisg-Commercial, Alameda/Los Angeles, Alameda/Macy,
Macy/Mission, Macy/Vignes and Ramirez/Santa Ana Freeway ramps - Vignes. A few
of the remaining intersections that were evaluated are expected to experi-
encing decreases generally in 0.03 to 0.08 range. More detafled information
is contained in the uorkih? papers and/or technical reports prepared for WBS
Tasks 18BAH1241, 1242 and 1243.
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0f the six intersections identified above, four had 2000 With Project LOS E or
worse. These intersections were evaluated further for development of passible
mitigation measures. The results of this additional evaluation are presented
in Chapter 6, Traffic Circulation - Mitigation Measures.

3.1.4 Parking

The 1980 Condition is uncrowded. Because there is no future development
projected, the 2000 Base (Null) Condition should be similiar to the 1980
Condition.

The Metro Rail Project will provide 2,500 parking spaces to the supply, while
increasing daily, parking usage by 1,721. The Project is projected to induce
development of the Union Station property. Because the park-n-ride parking
supply was limited to 1000 parking spaces, while unconstrained park-n-ride
usage is close to 10,000, the parking surplus indicated in Table 3.1-2 will
probably be filled to capacity with a corresponding increase in patronage.

Table 3.1-~2

Parking Summary

| T | | | T '
I | I I | A Number of Blocks
| Parking | Station | Station | Overall | Parking | W/0ccupancy Rate
| | Parking | Parking | Occupancy | {-)Deficit | i T
| Condition | Supply | Usage | Rate { (+)Surplus [<0.80 [0.80-0.90| > Q.
| | | | I | ;
I | [ [ [ I [ [
| 1980 | I I I _ I | |
| Exfsting | 5,158 | 3,020 | 0.59 | +1,622 | 17 | 4 |
I I - | I I I I
| | | [ i o] | 3
I 2000 Hultl 1 5,158 { 3,020 i 0.59 l +1,622 I 17 ! 4 [

_ - I
| I I ] | 1 [ I
| 2000 W/ | I [ I I I I
{ Project I 7,206 { 5,684 } 0.78 i +841 i 1% | . 3 |

| P I

3.2 First and Hi11 Station {Civic Center)

3.2.1 General Background

This station 1s one of the three Metro Rail stations proposed for the
Central Business District. The station platform will be constructed

directly under Hill Street between First and Temple Streets, with cut and
cover constriction likely extending beyond First Street. The station will
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primarily serve the Civic Center, commercial office and retail uses, medium
and high-rise residential deveiopment and activities such as the Muswc
Center. In addition to the three arterials mentioned above, several other
streets furnish close access to the proposed station; these include Second and
. Third Streets, Olive Street, Grand Avenue, Broadway and Spring Street.

Freeway access is provided by the Harbor and Hollywood-Santa Ana Freeways.

No parking facilities are proposed to be built in conjunction with this
station or with the other two proposed CBD stations. Nor is it assumed that
any on-street parking or commercial off-street parking facilities will be used
or be available in any significant amount for Metro Rail purposes. Hence, no
park-n-ride or kiss-n-ride activity was projected at the First and Hill
Station,

3.2.2 Traffic Yolumes

It is estimated that this station will experience between 16,300 and 16,900
daily boardings for Options I, IX and XII. Mode-of-access data show bus
feeder and walk as the major station access modes. Hardly any park-n-ride and
kiss-n-ride trips to the station are indicated. More detailed information
regarding boardings and mode-of-access trips for the various options can be
found in the LADOT working paper for WBS Task 188AH1143 and other SCRTD/
Barton-Aschman reports.

Presently, traffic volumes on the main streets serving the station--Hill,

Temple and First Streets--range between 14,000 and 25,000 vehicles per day in
both directions. Other nearby arterials paralleling these streets also carry
approximately the same amount of daily traffic. In general, directional peak-
hour volumes are similarly high on both the north-south and east-west arteri-
als, approximately 1,200 to 1,300 vehicles per hour in the AM or PM peak hour.

In the year 2000, under the Base (Null) Condition it is forecast that daily
traffic volumes will have increased from 27 to more than 60 percent above
their 1980 volumes, based upon a high level of development and growth in the
downtown area. Under the With Project Condition, assuming the same level of
development in the CBD, a reduction in daily and peak-hour traffic volumes of
approximately four to six percent is anticipated on most of the streets near
the station site.

Street volumes (ADT, AM and PM peak hours) for the year 1980, 2000 Null and
2000 With Project - Conditions for selected locations near the proposed First
and Hi11 Station site are presented on Figure 3.2-1. More comprehensive
volume information is available in the the working papers for WBS Tasks
18BAHT141, 1142 and 1143.

3.2.3 Intersection Evaluation

Twenty-five intersections around the First and Hill Station were studied for
the 1980, 2000 Base {Null) and 2000 With Project Conditions. None of them
showed any increase in thejr intersection Y/C index or a worsening in the LOS
when comparing the With Project and Base (Null} Conditions. The number of



interséctions within each Tevel of service under these conditicns during the
AM and PM peak hours is shown below. Completed analysis will need to be
reviewed upon the generation of detailed bus operation revisions for the Metro
Rail condition and when new forecasts or revised site plans are developed.

Table 3.2-1
LOS Summary N

| 1 i [
J | Peak | Level of Service J
| Condition | I I - I T |
| | Hour { A | 8 | € | O | E | F
| I | i | | | ] !
| [ | i I I | i i
| 1980 | AM 9 | % {2 1 4 |1 1 - |
[ [ oo ! [ I | i
[ | I | I I [ T |
| Exfsting M N | 5 e | 2 1 1 | - |
[ . I [ [ I | | [
! [ ] T I I i |
} : AM i 4 | 2 { 3 } 6 } 5 , 5 j

i
| 2000 Nulil | | i {7 | |
| | P | 3 } 3 I3 |12 101
I I I I 1. I | I |
{ [ H | § ] 1 | I
| 2000 W/ ) AM | 4 I 1 | § | 5 | 4 | 4 |
I ] I . | | I ]
| | o I T [ | I I
1 Praject I M : 2 : ¢ i 3 l 3 I 5 { 6 i

-

The 2000 Base (Null) Condition included consideration of two CIP street
improvement projects and one potential operational (TSM) measure. The two CIP
projects would add a W/B right-turn only lane on Temple Street at Grand Avenue
and at H{i1T Street. The TSM improvement would prohibit left turns S/B on Hil
Street at First Street during the PM peak hour.

None of the evaluated intersections were found to have deteriorated in service
level under the With Project Condition; therefore, no further evaluation was
warranted.

3.2.4 Parking
The 1980 Condition is approaching capacity. Due to protected development and

overflow from the Fifth/Hi11 Station area, the 2000 Base Condition will be at
normal capacity.

o — | ——————
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The Metro Rail Project will reduce parking usage by 580; however, because de-
velopment is expected to intensify adjacent to the station and the develop-
ments are projected to provide less parking supply per floor area, the 2000
With Project Condition will be extremely congested.

Table 3.2-2

Parking Summary

| T T T T ] |
I | I | I I Number of Blocks I
| Parking | Station | Station | Overall | Parking |___W/Occupancy Rate |
I | Parking | Parking | Occupancy | (-)Oeficit | T ] |
| Condition | Supply | Usage = Rate |I (+}Surplus :<0.80 {0.80-0.90:‘:’0.90 }
| I
| 1B [ { i T I j
| 1980 I | | I I I I I
i Existing | 16,443 | 13,829 i 0.84 i +970 { 4 { 10 i 10 |
' | |
| _ - T I | . { I | |
| 2000 Null | 17,166 { 15,517 { 0.90 ! -68 5 0 I g I| 24 I
| | ! _
[ i ] ! B | ] | T
| 2000 W/ | I | | | | | |
| Project Il 15,203 E 15,859 I 1.40 } -2,176 } 0 ; 0 } 24 I
! , ) !

3.3 Fifth and Hi1l Station
3.3.1 General Background

The platform for this station will alsc be built underneath Hi1l Street and
will be between Fourth and Fifth Streets, with cut and cover constructicn ex-
tending beyond both Fourth and Fifth Streets., The station will serve existing
and new commercial office and retail uses and residential developments. In
addition to Fourth and Fifth Streets, Third and Sixth Streets connect with
Hi11 Street for convenient access to the station; these four streets are all
one-way, east-west streets. North-south streets paralleling Hill Street
include Olive Street, Grand Avenue, Broadway and Spring Street. The Harbor
and Hollywood Freeways are one-half to three-fourths mile from the station
site.

New SCRTD parking facilities for Metro Rail patrons are not proposed at the
Fifth and Hi11 Statfon. However, some commercial off-street parking facili-
ties are expected to be available and used by some Metro Rafl park-n-ride
patrons. It appears that without any kiss-n-ride parking areas, kiss-n-ride
patrons will be dropped off and picked up at curbside locations nearest the
station. .
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3.3.2 Traffic Yolumes

It is forecast that this station will have 35,200 to 36,200 daily boardings
under Options I, IX and XII dué to park-n-ride, kiss-n-ride, bus feeder and
walk modes of access. Although no Metro Rail parking is spécifically planned
for this station, it and the adjacent station, Seventh and Flower, are
projected to attact in combination a substantial number of park-n-ride trips
and some kiss-n-ride trips. For example, together these two stations wil}
generate approximately 8Q0-plus and 1,700-plus park-n-ride trips in the AM and
PM peak hours, respectively, while 100-plus and 300-plus kiss-n-ride trips are
projected for the same time periods.

Fourth and Fifth Streets, both one-way streets, carry approximately 14,000 to
18,000-plus vehicles per day at the present t1me while Hill Street and
Broadway handle daily volumes in the 15, 000-to-19 500 range. Olive Street:
currently experfiences slightly less traffic about 14,000-to-15,000 vehicles
per day. Peak-hour volumes on Fourth and F1fth Streets are generaIly highar
west of Hill Street than east of Hill Street, 1,100 to 1,600 versus 1,000 to
1,330 vehicles per hour. Directional peak- hour volumes are signffitantly
1ower on the three north-south streets (Hill, Broadway and Olive); of the
three, Hill Street carries the highest directional volume, 1,120 vehicles per
hour.

Traffic volumes for the 2000 Base (Null) Condition are projected to increase
by 15 to 33 percent above their 1980 levels on the north-south arterials,
except for Qlive Street, which will have a 79 percent growth. Volumes on
Fourth and Fifth Streets are expected to increase by 30 to 56 percent for the
same condition, wlth the largest growth occurring on Fourth Street. With the
implementation of the Metro Rail project, the 2000 Base (Null) traffic volumes
will generally decrease by one to four percent around the Fifth and Hill
Station.

Figure 3.3-1 depicts traffic volumes for selected segments near this station.
Other volumes can be found in the working papers prepared for WBS Tasks
18BAH1141, 1142 and 1143.

3.3.3 Intersection Evaluation

Volume/capacity indexes were calculated for 27 important intersections around
the proposed station site. The service levels for these intersections under
the 1980, 2000 Base (Null) and 2000 With Project Conditions were determined
and have been summarized below in Table 3.3-1. Completed analysis will need
to be reviewed upon the generation of detailed bus operation revisions for the
Metro Rail condition and when new forecasts or revised site plans are
developed.
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Table 3.3-1

LOS Sumnary
[ [ ] |
| | Peak | Level opf Service |
| Condition | | [ | ] ] il I
| | Hour | A | B | C | D | E | F |
| | | | | | i | |
| 3 | 1 | | I |
| 1880 | AM |16 | 8 | 2 | 1 | - 0 - |
| I | | i | | i |
| | | ] | T | I !
| Existing [ P |13 | § | 9 | - | - | - |
| l | | I [ I
| 1 ] I T I | {
I | AM | 6 | 6 | 7 | &4 | 2 | 2 |
| I J i | | | i |
| 2000 Hull | i I { | B | |
I PP | 3 s 01 |12 | &8 | 2 |
J | I | i | | |
| i | ] | I | I~ |
| 2000 W/ | AM | 6 | 6 | 8 | 4 | 1 | 2 |
| | | | I | | |
I i [ [ | | |
} Project } PM i 4 i 5 } 7 11 ; 8 ; 2 ;

The 2000 Base (Null) Condition assumed the implementation of one traffic flow
improvement. This was the installation df a through lane eastbound on 4th
Street at Olive Street. This measure is presumed to be carried out under the
B-Permit. procedure. No other measures envisioned for this area would
materially benefit capacity on the nearby streets.

One of the 27 intersections was projected to have both an increase in jts V/C
index of more than 0.02 and a LOS of D or worse. Other intersections showed
an increase in the V/C index of as much as 0.08 but the LOS remained at C or
better. A majority of the intersections experienced no change in the V/C
index or showed decreases in the range of 0.01 to 0.06. The intersection of
Olive and Fifth Streets which experienced LOS £ for the Base (Null) and With
Project Conditions during the PM peak hoir, was evaluated further for deve-
lopment of possible mitigition measures. The resitlts of this additiona)
evaluation are presented in Chapter 6.

3.3.4 Parking

The 1980 Condftion is approaching capacity. Oue to projected development, the
2000 Base Condition will be extremely congested.
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The Metro Rail Project will reduce parking usage by 2,413; however, because
development is projected to intensify adjacent to the station and the de-
velopments are projected to provide less parking supply per floor area, the
already extremely congested condition will be exacerbated.

Park-n-ride users were not added to the parking usage due t> the extremely
congested condition.
Table 3.2-2

Parking Summary

I | | [ [ I ]

J | [ ! | ! Number of Blocks

| Parking | Station | Station | Overall | Parking | w/Dccupancy Rate

| | Parking | Parking | Occupancy | (-}Deficit |

| Condition # Supply | Usage : Rate | {+)Surplus {<0 .80 .0 80-C. 90[*»0 30
| | ‘ I |

I i [ [ [ [

| 1980 ! | I J J | | ‘
} Existing ’ 11,828 } 9,977 i 0.84 | +668 1 § { 16 I 4
— I T T ] I ]

| 2000 Null | 20,457 | 21,222 | 1.04 } -2,81 P | 1 | 24
| [ | I I | [
b [ ! ! ! ! ! !

| 2000 W/ | I i | | I |

: Project } 19,187 } 21,359 5 1.11 ! -4,091 } 0 } 7 } 19

3.4 Seventh and Flower Statfon

3.4.1 General Background -
Located beneath Seventh Street and extending to the east and west of Flower
Street, this statfon is the last of the CBD statfons. Cut and cover con-
struction will 1ikely extend from west of Figueroa to east of Hope Street.

The statfon will be in the heart of high-rise development and will serve
primarily commercial office and retafl activities. Besides Seventh and Flower
Streets, the proposed site will be readily assessible by north-south arterials
such as Figueroa and Hope Street and east-west. arterials such as Wilshire
Boulevard and Sixth and Efighth Streets, the lattér twd deing one-way streets.
Proximate to the west is the Harbor Freeway.

As with the other two downtown stations, no parking facilities are propased
for this station. Commertial parking facilities may be used to some extent by
Metro Rail patrons, essentially those making park-n-ride trips. Since no
off-street kiss-n-ride parking areas are planned, it 1s assumed that kiss-
n-ride patrons will use curbside locations near the statfon entrances.
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3.4.2 Traffic Volumes

The Seventh and Flower Station will experience projected daily boardings of
38,800 to 39,600 persons under Options I, IX and XII. The forecast modes of
access are walk and bus feeder, in addition to park-n-ride and kiss-n-ride.
It is anticipated that this station and the Fifth and Hill Station will share
fairly uniformly the park-n-ride and kiss-n-ride access trips, as was men-
tioned previously.

Current traffic volumes on the primary arterials, Seventh Street and Flower
Street, vary between 13,000 and 22,000 vehicles per day, and between 450 and
950 veh1c1es per hour per dlrection during the peak hours. The highest
volumes are found on Figueroa Street, ranging from 20,700 to 32,700 vehicles
per day and up to more than 1,600 vehic]es per hour 1n the highest direction,

Assuming a high level of development, traffic volumes by the year 2000 are
expectéd to have grown by 26 to 72 percent above their 1980 levels. Seventh
Street between Flower and Figueroa Street is projected to have an even higher
increase of 89 percent. Construction of the Metro Rail project wiil result in
a decrease of these 2000 voiumes by one to five percent on most of the street
segments in the area, but a few will experience a further increase in volumes
of three to six percent.

Volumes for selected locations near the Seventh and Flower Station are shown
on Figure 3.4-1. Other volumes can be found on the flow maps for the working
papers for WBS Tasks 18BAH1141, 1142, and 1143.

3.4.3 Intersection Evaluation

Twenty-five important intersections around this proposed station have been
evaluated for the 1980, 2000 Base (Null) and 2000 With Project Conditions.
Table 3.4-1 shows the 1eve1s of service for the intersections under each
condition. Completed analysis will néeed to be reviewed upon the generation of
detailed bus operation revisions for the Metro Rail condition and when new

forecasts or revised site plans are developed.
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. Table 3.4-1

LOS Summary
I | T il
| ‘ | Peak | Level of Service I
| Condition | | I [ [ T I I
I | Hour | A | B | C | O | E | F |
I i | | | I
[ | I I f I
| 1980 | AM |16 | 5 | 2 [ v | v | - |
| I | ] |
I | | [ I
{ Existing = PM | 9 } 6 ; 6 I 3 |1 ’ - {
| I ] I T | [ |
I I AM | 5 } 3 = 3 : S | 3 % 2 ;
| 2000 Nul1 | [ ] T [ I
I | PM | 3 | 4 | 3 | 4 | 7 | & |
| | | | a | | |
| | ! [ | ! ! |
| 2000 W/ | AM | 8 | 1V | 8 | 4 | v [ 1 |
[ | [ I | [ | |
| I [ ] [ [ 1 I
{ Project I M | 3 l 4 { 6 I 4 lI L} || 4 !

The 2000 Base (Null} Condition included street improvements associated with
eight City CIP projects as follows:

| Figueroa/Wilshire Add left-turn pocket N/B and 5/B; remove

_ right-turn pocket N/B

Figuerca/Sixth Add through lane N/B; delete right-turn
_ pocket N/B

Figueroa/Seventh Add left-turn pockets N/B and S/B

Figuerca/Eighth Add right-turn-only lane S/B

Flower/Eighth Add left-turn pocket N/B

Flower/Ninth Add left-turn pocket S/B

Grand/Witshire Add through lane &/B

@Grand/Seventh Add right-turn-only lane S/B

In addition, four potential operational (TSM) improvements were considered in
the evaluation. They included the following:

Flower/Wilshire No left turn N/B in PM peak hour; add

_ right-turn-only lane E/B
Flower/Fifth Restripe W/B approach to add through lane
Flower/Seventh No left turn N/B and S/B
| Grand/Seventh No Teft turn N/B in PM peak hour
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Some of the intersections evaluated showed slight increases in their V/C in-
dexes, no change or, in some cases, decreases generally in the range 0.01 to
0.08. None of these intersections were evaluated firther for development of
possible mitigation measures.

3.4.4 Parking

The 1980 Condition is approaching capacity. Due to projected development, the

2000 Base Condition will be congested.
The Metro Rail Project will reduce parking usage by 1,326; however, because
development is projected to intensify adjacent to the station and the devel-
opments are projected to provide less parking supply per floor area, the
already congested condition will be exacerbated.
Park-n-ride users were not added to the parking usage due to the extremely
cangested candition.

Table 3.4-2

Parking Summary

| I T T l T -

[ | [ | | | Number of Blocks

| Parking | Station [ Station | Overall | Parking | W/Qccupancy Rate

| | Parking | Parking | Occupancy | (-)Deficit | I I

} Condition } Supply : Usage , Rate } {+)Surplus =<0.30 ;0.80-0;90}> 0.90
(A T | | T T I I

| 1980 | | { | | | |

; Existing , 17,344 } 14,866 : 0.86 | +744 | 4 g 17 { 3
| i | [ ' i |

{ 2000 Nuli { 22,029 : 22,010 1 1.00 -2,184 | 0 l 1 ] 29
| . , o

| | i ] | !

I 2000 W/ | | ] , | { [

| Project } 18,932 } 22,808 { 1.2 l -5,769 { 0 ! 0 ! 30
| . , o

3.5 Alvarado and Wilshire Station
3.5.1 General Background
The proposed Alvarado/Wilshire Station will be the first station located to

the west of the downtown area. The station platform, aligned dfagonally in a -

northwest-southeast direction, will not pass under Wilshire Boulevard but will
be about one-half block south of Wilshire Boulevard from Alvarado Street to
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west of Bonnie Brae Street. A crossover adjoins the station to the east,
Kiss-n-ride parking is provided midblock on the west side of Westlake Avenue
between Wilshire Boulevard and Seventh Street. Some park-n-ride spaces may be
available in commercial off-street facilities nearby.

The proposed station would serve the Westlake community in an area largely
developed to commercial offwce. commercial retail and multiple-family uses.
Near the station entrance is MacArthur Park. In add1t1on to Wilshire Roule-
vard and Seventh Street, Sixth Street and Eight Street furnish good east-west
access proximate to the station. Continuous north-south arterial access in
the area i limited to Alvarado Street.

3.5.2 Traffic Volumes

Under -Options I, IX and XII the daily boardings at the station were forecast
to range between 22,000 and 23,400 persons. The combined park-n-ride and
kiss-n-ride volumes during the AM and PM peak. hours project to approximately
680 and 1,190 vehicles, respectivley.

Current traffic volumes on Wilshire Boulevard and Sixth Streets are similar,
between 21,500 and 24,500 vehicles per day. Seventh Street is presently
handling 13 000 to 15,000-plus vehicles daily: Approximately 23,000 to
25,000-plus daily trips are being carried on Alvarado Street. Durang the peak
traffic periods, Wilshire Boulevard, Sixth Street and Alvarado Street are
experiencing directional volumes between 550 and 1,400 vehicles per hour,
while Seventh Street is experiencing directional volumes between 370 and 770
vehicles per hour.

2000 Base (Null) Condition traffic volumes on the major east-west streets are
forecast to increase about 31 to 40 percent above their 1980 volumes, based
upon a fairly high level of development in the community and no Metro Rail
Project being implemented. Assuming the same development and Metro Rail
operation in the area, dajly volumes are projected to generally decrease up to
seven percent on these arterials by the year 2000. In a few cases, however,
the directional peak-hour volumes will increase slightly under the With
Project Condition relative to the Base (Null) Condition.

Figure 3,5-1, which follows, depicts traffic volumes for selected street
segments near the Alvarado/Wilshire Station. Volumes for other links are in
the working paper flow maps for WBS Tasks 18BAH 1141, 1142 and 1143.

3.5.3 Intersection Analysis

Twenty-two intersections were examined in the area of this station for the
1980, 2000 Base (Null) and 2000 With Project Conditions. The levels of
service for the intersections under each condition are summarized in Table
3.5-1. Completed analysis will need to be reviewed upon the generation of
detailed bus operation revisions for the Metro Rail condition and when new
forecasts or revised site plans are developed.
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Table 3.5-1

LOS Summary

I T i I
I | Peak | Level] of Service I
| Condition | f [ [ [ ] I [
i | MOour | A | B {1 C ' 0 | E | F |
I | f | | | | ! |
i I I ] I I 1 N I
[ 1980 | AM | 13 { 2 | 5 b2 [ - |- I
| I | | ] } | | |
| { t I [ [ T T |
| Existing | P | 4 | 5 | &5 | 6 | 2 | - |
! | { | { | | | |
I I I ] | J i [ I
] | AM 14 | 6 i 4 L6 1 i3 |
I I | I | | ] I I
| 2000 Null |} I i ] ] 1 i |
] 1 - | - | 4 | 8 | 7 | 3 |
! | I | | | | | i
| [N [ | I [ | |
| 2000 W/ | AM | 5 |7 | 3 | 5 | | 1 ]
| I | | I J I f I
I I I I I ] T | [
: Project } PM } 1 1 ] 1 I } 5 | 2 |

I | [

The 2000 Base {Null) condition assumed one CIP improvement and eleven po-
tential operational (TSM) improvements in the vicinity of the Alvarado/
Wilshire Station. The CIP project would add a right-turn-only lane eastbound
on Fourth Street at Beaudry Avenue. The TSM measures are listed below:

Alvarade/Olympic Add PM peak-hour lane W/B

Alvarado/Third Add AM and PM peak-hour lane W/B and PM
peak-hour lane $/B

Alvarado/Sixth Add AM and PM peak-hour lanes E/B and W/B

Hoover/Olympic Add AM and PM peak-hour lane N/B

Hoover/Eighth Add PM peak-hour lanes N/B and $/B; add
left-turn pockets E/B and W/B

Hoover/Ninth Add AM and PM peak-hour lanes N/B and S/B

Lucas/Third Add AM and PM peak-hour lane S5/B and PM
peak-hour lane N/B

Rampart/Sixth Add AM peak-hour lane N/B

Union/Wilshire Add AM and PM peak-hour lane S/B

Unian/Sixth Add left-turn pockets E/B and W/8

Union/Eighth Add left-turn pockets E/B and W/B
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ODne 3f the 22 intersections evaluated, Hoover Street and Seventh Street, was
found to have both its V/C index increase by 0.02 or more and have a With
Project LOS of O or worse in the year 2000. This change would be due to the
anticipated increase in vehicular traffic on Hoover Street. None of the 22
intersections were evaluated further for potential mitigation measures.

3.5.4 Parking

The 1980 fondition is uncrowded. Due to projected development, the 2000 Base
Condition will be slightly worse, but still uncrowded.

The Metro Rail Project will reduce parking usage by 1,100. Although de-
velopment is projected to intensify adjacent to the station, the relatively
nigh {1,559) auto-to-transit mode shift will cause an improvement to the
already uncrowded parking condition.

Table 3.5-2

Parking Summary

I i | I I I
[ I | | | | Number of Blocks
| Parking | Station | Station | Overall | Parking | W/0ccupancy Rate
f ) | Parking | Parking | Occupancy | (-)Deficit | ]
; Condition | Supply | Usage : Rate i (+)Surplus [<0.80 10.80-0. 90|> 0.90
| ! : I I I
| | | I [ 1 [ T
| 1980 [ I | I I I I
} Existing { 4,899 : 3,231 I 0.66 | +1,178 I 20 ! 5 | 0
. ) i L J.
I _ ] A1 o] i " i 1 [
| 2000 Null I 5,265 ! 3,681 } 0.70 E +1,057 { 17 ; 5 | 3
I I
! | | [ I | ! I
| 2000 W/ | | I | | | |
: Project 1 5,847 I 3,617 l 0.62 l +1,645 } 20 i 4 P
I

3.6 Yermont and Wilshire Station

3.6.1 General Background

The Vermont/Wilshire Statfon will also not be an off-street: station. The
underground platform station is to be built between Sixth Street and Wilshire

Boulevard and extend from west of VYermont Avenue to west of Shatto Place. A
crossover adjoins the station to the east. The station will be at the eastern
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edge of the Wilshire District and will serve commercial retail and office and
muitiple-family uses. Streets such as Virgil Avenue, Hoover Street, Third
Street, Eighth Street, Ninth Street and Olympic Boulevard provide add1tiona1
arterial access near the station site.

No parking facilities have been proposed to accommodate the park-n-ride
demand, although some Commercial off-street parkwng facilities are available
in the neighborhood, A kiss-n-ride parking lot is proposed for construction
for the station west of Vermont Avenue and south of Sixth Street. A bus
facility is also proposed for the same location.

3.6.2 Traffic Volumes

1t is forecast that the Vermont/Wilshire Station will experience the fourth
highest boardings, ranging from 33,000 to 33,900 persons under Option I, IX
and XII. These patrons will access the station via walk, bus, park-n-ride and
kiss-n-ride modes. Comparatively speaking, the kiss- n-r1de and park-n-ride
activity will be low relative to the walk and bus trips for this station.

Currently, Wilshire Boulevard carries between 30,500 and 31,000 vehicles per
day near Vermont Avenue. The volume on Vermont Avenue is Iarger, approxi-
mately 39,000 to almost 42,000 vehicles per day. Sixth Street handles
approximately 21,000 to 23;000-plus trips per day ‘nearby. Peak-hour direc-
tional volumes are heavuest on Vermont Avenue, between 1,100 and 1,760
véhicles per hour, followed by Wilshire Boulevard with 840 to 1, 600 vehicles
per hour and Sixth Street with 830 to 1,440 vehicles per hour.

2000 Base (Null) Condition traffic volumes on these streets will have
generally increased 30 to 35 percent compared to their 1980 volumes, assuming
fairly high level of development but with no Metro Rail in operat1on. With
that same level of development and Metro Rail operation, the traffic volumes
will decrease up to three percent, except for Virgil Avenue, which shows an
increase of fourteen percent.

Some typical traffic volumes near thé Vermont/Wilshire Station are shown on
Figure 3.6-1. Volumes for other segments are available on the flow maps for
the working papers prepared for WBS Tasks 18BAH 1141,1142, and 1143.

3.6.3 Intersection Evaluation

For this station, ten important intersections were examined for the 1980, 2000
Base (Null) and 2000 With Project Conditions, The levels of service for the
intersections under each condition are swnnarized in Table 3.6-1. Completed
analysis will need to be reviewed upon the generation of detailed bus
operation revisions for the Metro Rail condition and when new forecasts or
revised site plans are developed.
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Table 3.6-1

LOS Summary
I I ! |
| | Péak | Leve . o0f Service I
| Condition | I | ol f P i |
I | Hour | A | B | C | D | E | F |
| | I | | I I | I
b i ! I -] | i ]
| 1980 | AM 3 11 P2 I 3 I 1 | - |
" | ! ! [ I [ [ |
t I [ ] C 1 [ S |
| Existing | M 1 - | - | 4 | 3 | 2 | 1 |
[ A i I | l | } [
| s T ] | | | [ |
f [ A + - ¢ v +tYy | 3 t 2 1 3 |
| _ | f | I | [ ! |
| 2000 Hull | T | =] | | [ |
| l P | - | - Y 1 2 | 2 | 5 |
| | | | f . f I |
I , ] I [ [ [ o f
| 2000 W/ | AM | - | 2 | 1 | 2 | 2 | 2
| ! | | | | | b |
I I , ! i [ I f | f
| Project | P | - | - Y I Y|l 2 | & |
I | . | | I I | I

The 2000 Base (Null) Condition included two CIP-type projects and two poten-
tial operational (TSM) improvements in the area of the Vermont/Wilshire
Station. The CIP projects would add left-turn pockets eastbound and westbound
on Sixth Street at Vermont Avenue and left-turn pockets northbound and south-
bound on Virgil Avenue at Sixth Street; in addition, the westbound approach on
Sixth Street at Virgil Avenue woiild be widened. The two TSM measures would
provide a southbound lane on Vermont Avenue at Olympic Boulevard during the AM
peak hour and left-turn pockets eastbound and westbound on Seventh Street at
VYermont Avenue.

Four of the ten intersections evaluated were found to have an increase in the
intersection V/C rates of at least 0.02 and a With Project LOS of E or worse..
These four intersections were carried over for additional evaluation and
development of mitigation measures under WBS Task 18BAHIS. The results of the
additional evaluation are presented in Chapter 6.

3.6.4 Parking

The 1980 Condition is uncrowded. DOue to projected development, the 2000 Base
Condition will be approaching capacity.
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The Metro Rail Project will reduce parking uSage by 2,340. Although devel-
opment is projected to intensify adjacent to the station, the 2000 With
project Condition will be uncrowded due to the relatively high (3,010)
auto-to-transit mode shift.

Table 3.6-2

Parking Summary

| ] I T T =T _

| I I I I Number of Blocks
| Parking t Station | Station | Overall | Parking | W/Occupancy Rate
| [ Parking | Parking | Occupancy | (-)Deficit | [ l

| Condition | Supply | Usage } Rate. { (+)Surplus |<0.80 |0.80-0.901> (.90
| L _ | I |

I | I | I [ | |

| 1980 I I | I , I | i

| Existing | 13,333 | 10,13 { Q.78 ; +1,869 {17 I 7o
. I i I

I ] I I - 5 |

| 2000 Null | 15,482 | 12,366 | 0.80 | +1,568 [ 1 |

I I I I | I

I I I | I I

| 2000 W/ | | I ! ! [ i

| Project l 15,463 | 11,365 i 0.74 I +2,852. [ 17 | 7 |

I i i I | I

3.7 Normandie and Wilshire Station
3.7:1 General Background

The Normandie/Wilshire Station platform 1s to be built directly under Wilshire
Boulevard from west of Normandie Avenue to just west of the south leg of
Ardmore Avernue in the Wilshire community. Cut and cover construction will
extend from east of Normandie Avenue to the south leg of Kingsley Drive. The
station will serve commercial retail, office and other commercial activities
along Wilshire Boulevard as well as multiple-family residential uses to the
north and south. In addition to Wiishire Boulevard and Normandié Avenue,
nearby arterials such as Third Street, Sixth Street, Eighth Street and Olympic
Boulevard will provide access to the station area. Several connecting
north-south and east-west local streets provide intermediate station access.

Off-street parking specifically for Metro Rail patrons is not programmed for
the Normandie/Wilshire Station. Kiss-n-ride and park-n-ride parking will have
to uUtilize available on-street parking or nearby commercial off-street parking
facilities.
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3.7.2 Traffic Volumes

Approximately 17,000 to 18,300 daily boardings are forecast for this station
under Options I, IX and XII. A1l four modes of access will again be used to
reach this station according to the mode-of-access data. Park-n-ride and
kiss-n-ride trips are projected to be moderate. During the AM and PM peak
hours park-n-ride trips will number approximately 170 and 300 vehicles,
respectively, while kiss-n-ride trips will be 400 and 560 in the respective
AM and PM peak hours.

At the present time Wilshire Boulevard carries 30,700 to 32,000 vehicles per
day and Normandie Avenue handles 14,000 to 16,400 vehicles da11y near the
station site. Sixth Street current1y has da11y volumes ranging from 21,000 to
23,600 while Eighth Street has about 20 percent less volumé than Sixth

Street. Sim11ar1y, directional peak hour volumes are heaviest on Wilshire
Boulevard (900 to 1,600 per hour} and Sixth Street (750 to 1,440 per hour) and
least on Normandie Avenue (450 to 1010 per hour) and Eighth Street (510 to
1,150 per hour).

Projecting to the year 2000 Base {Null) Condition; traffic volumes w#ill have
increased roughly 28 to 35 percent above their 1980 volumes, assuming
development in the area will be fairly high but without the Metro Rail
project. With the implementation of the Metro Rail and the same level of
development, traffic volumes will decrease six percent or more on the
east-west: arterials (Wilshire, Sixth and Eighth) and increas2 up to four
percent on Normandwe Avenue. Several of the Tinks will experwence modest
Condition even though their Qa11y volume will have decreased. Tnis increase
would be attributed to the sharper peak-hour character of both park-n-ride and
Kiss-n-ride trips.

Figure 3.7-1 shows traffic volumes for selected locations near the MNormandie/
Wilshire Station. Volumes for other segments are available on the flow maps
for the working papers prepared for each task.

3.7.3 Intersection Evaluation

Five of the more important intersections in the area of the station were
evaluated for the 1980, 2000 Base (Null) and 2000 With Project Conditions
based on the vo]ume/capacity index determined for each intersection. The
levels of service for the 1ntersect1on under each condition are shown below.
Completed analysis will need to be reviewed upon the generation of detailed

revised site plans are developed.
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Table 3.7-1

LOS Summary
| | I |
| | Peak | Level of Service |
| Condition | I 1 | T ] !
[ | Hour | A | B | C | D | E | F |
I | I | | I f I I
| | | T [ I l |
| 1980 | A | - [ 1 v |2 1 | - |
| I | | | | | | |
| I I S T I I i I
| Existing | P | - | - | - | 3 ] 1V | - |
J | ] I | I [ | |
I I I T T | T } !
] | A | - ] - 11V | - 1 2 | 2 |
I I I | I I I | I
| 2000 Null [ , | ! I | I i |
i I M 1 - 1 -« 1 - 13 71 | 3 |
| | I I I I I | I
I ’ ] ! I ) | I o |
{ 2000 W/ . B N R D T e IR T B B SR
| | i | I | I | |
| I I I I I - i |
| Project [ T T R e I S R
! J I | I | | |

The 2000 Base {Null) scenaric included two CIP projects and two potential
operational (TSM} improvements in the vicinity of the proposed station. The
two CIP proposals would add left-turn pockets northbound and southbound on
Normandie Avenue-Irglo Street at Eighth Street and a left-turn pocket north-
bound on Normandie Avenue-Irclo Street as Olympic Boulevard. The first TSM
measure would add a right-turn-only lane socuthbound on Normandie Avenue at
Third Street. The other TSM improvement would allow a southbound departure
lane during the AM and PM peak hours on Normandie Avenue at Sixth Street and
prohibit all left turns at the intersection during the pseak hours.

0f the five intersections evaluated, four were found to have both an increase
in the intersection V/C ratic of at Jeast 0.02 and a With Project LOS of E or
worse. These four interseCctions were further evaluated for potential
mitigation measures under WBS Task 18BAMI5. The results of this additional
evaluation are presented in Chapter 6.

The 1980 Condition is uncrowded. Due to projected development, the 2000 Base
Condition will be slightly worse, but still uncrowded.
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The Metro Rail Project will reduce parking -usage by 1,121; however, because
development is projected to intensify adjacent to the station and the develop-
ments are projected to provide less parking supply per floor area, the 2000
With Project Condition will De approaching capacity.

Table 3.7<2

Parking Summary

r T I =1 I I ~ _

i | I | I | Number of 8locks

| Parking | Station | Station | Overall | Parking | W/0ccupancy Rate

I | Parking | Parking | Occupancy | (-)Deficit | 1 T

| Condition | Supply ; Usage } Rate } (+)Surplus }<0;80 ;0.80-0.90}> 0.90
| f - ,

I [~ | P 1 | I [

| 1980 I I - I _ | I I

| Existing ; 13,358 ; 9,933 ; 0.74 i +2,089 } 14 f 5 | 3
| A I

I I | o ) - ! [ !

| 2000 Null | 15,917 | 12,623 | 0.79 1 +1,702 I 1 | 6 [ )
! I I I | | |

| I ] [ T f I i

| 2000 W/ | | I I I | |

E Project I] 16,964 II 15,060 i 0.89. |I +162 1 3 ! 5 |I 14

3.8 Western and Wilshire Station
3.8.1 General Backgrdund

This station's platform is proposed to be constructed from east of Oxford
Avenue to Western Avenue directly under Wilshire Boulevard. The station wil)
provide rail service to commercial retail, office and other commercial uses in
this part of the Wilshire Corridor. The station will also serve residential
uses to the north and south. Continuous access to the station will be
furnished by the same east-west arterials as for the Normandie/Wilshire
Station=Third Street, Sixth Street, Wilshire Boulevard, Eighth Street and
Olympic Boulevard. North sclith station access will be provided by Wilten
Place as well as Western Avenue. Local streets can also be used for limited
access to the station.

0ff-street parking has been proposed to be constructed for use by Metro Rail
kiss-n-ride patrons. No other parking has been indicated specifically for
Metro Rajl users. Some surplus commercial off-street parking may be available
on the surrounding blocks for uyse by Metro Rail patrons. In addition,
on-street parking may be available nearby for varying durations.
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3.8.2 Traffic Volumes

Under Options I and XII this station is projected to have 21,400 to 21,600
daily boardings and to have 25,400 daily boardings under Option IX. The
increase in Option IX boardings, compared to Options I and XII is due to the
‘deletion of the Crenshaw/Wilshire Station under Option IX. Walk, bus feeder,
park-n-ride and kiss-n-ride modes will be used to access the station. The.
level of kiss~-n-ride and park-n-ride activity will be one-half to one-third of
that at the Alvarado, Vermont and Normandie Stations. In the AM and PM peak
hours the number of park-n-ride trips are projected to be 50 and 120,
respectively. Kiss-n-ride trips will be approximately 70 and 130 dur1ng the
AM and PM peak hours, respectively

Wilshire Boulevard presently has an ADT of 32,000 to 33,000 vehicles per day
and directional peak-hour volumes in the 860-to-1 520 range. Western Avenue
carries between 29,000 and 32,000 vehicles daily wuth directional peak-hour
volumes between 900 and 1,270 vehicles per hour. Parallel east-west arterials
such as Sixth Street and Eighth Street are handling one half to more than
twice as much dajly volume as Wilshire Boulevard. Wilton Place currently has
an AOT roughly two-thirds of that on Western Avenue, the paraliel nerth-south
route..

Traffic volumes in the year 2000 Base (Null) condition will have increased
approximately 28 to 35 percent on these streets relative to their 1980
volumes, assuming the occurrence of a fairly high level of development in the
interim byt without the Metro Rail Project being constructed. With the ietro
Rail impiemented, and the same 1eve1 of development, the daily projected
volumes will decrease two to eight percent, with the greatest reduction
evident on the street segments nearest the proposed station. In addition, all
of the directional peak-hour volumes are forecast to decreases or, in a few
cases, remain unchanged.

Figure 3.8-1, shows traffic volumes for selected street segments near the
Western/Wilshire Station. Volumes for other links are on the flow maps for
the working papers prepared for WBS Tasks 188AHYY 41, 1142, 1143,

3.8.3 Intersection Evaluation

For this station, ten intersections were evaluated for the 1980, 2000 Base
{NuY1) and 2000 With Project conditions using the vo]ume/capac1ty index
calculated for each intersection. The levels of service for the intersections
under the three conditions are summarized in Table 3.8-1. Completed analysis
will need to be reviewed upon the géneration of detajled bus operation re-
visions for the Metro Rail condition and whepn new forecasts or revised site
plans are deveioped.
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Table 3.8-1

LOS Summary
l [ T |
! | Peak | Level of Service f
| Condition | | i [ | | ! |
I | Hour | A | B | € | D | B | F
| | P | | | B I
J I ] [ N f T I I
| 1980 [ AM | - | 2 I3 | 4 i1 [ - |
I | } | P
| | [ | [ |
’ Existing } PM ; - ; - ; 4 2 } 3 ; 1 I
I I | Tl f | I ] !
I | A | - | < | - | 2 | 4 | 4 |
[ I | ! [ | ! [
| 2000 N1 | | T 1 l F i
| | P | - 1 - [ - |1V | 3 | 6 |
I J I [ 7] | | !
i I ! B 1B b i |
| 2000 W/ | AM | - | - | 1 | 2 | 4 I 3 |
l | | | [ ! [
| I ] I | i ! |
| Project | P | - - 1 - | 1 | 4 | &5 |
| | | | | | I |

The 2000 Base (Null) Cendition considered three potential operational (TSM)
improvements near the Western/Wilshire Station. These included adding an
eastbound lane in the AM and PM peak hour and & westbound lane in the AM peak
hour on Wilshire Boulevard at Western Avenue; prohibiting left turns west-
bound on Sixth Street at Western Avenue in the AM peak hour; and adding AM and
PM peak hour lanes northbound and southbound on Wilton Place at Sixth Street.

Of the ten intersections evaluated, none experienced an increase in jts V/C
index; therefore, none of the ten intersections were carried over for further
evaluation.

3.8.3 Parking

The 1980 Condition is uncrowded. Due to projected development, the 2000 Base
Condition will be approaching capacity.

The Metro Rail Project will rediuce parking usage by 1,301. Although devel-
opment is projected to intensify adjacent to the station, the 2000 With
Project Condition will be uncrowded due to the relatively high (1,442)
auto-to-transit mode shift.
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Table 3.8-2

Parking Summary

)

I~ | T | T o —

I | o | | | Number of 8locks

| Parking | Statjon | Station | Overall | Parking | 4/0ccupancy Rate

I | Parking | Parking | Occupancy | (-)Deficit | = 1 |

I Condition | Supply | Usage | Rate I (+)Surpius i<0.80 :0.80-0.90{> 0.90
I | Lo _

I [ I P ! { | I

| 1980 I I | | | I ' I

! Existing ; 8,670 | 6,269 { 0.72 : +1,534 ; 22 : 3 ! 3

I~ T . T I I I S

| 2000 Nul1 | 12,015 | 10,360 | 0.386 | +453 1 13 i 4 ! il

| | -~ | I }

= | ] I | 1 I

| 2000 W/ | | o I I |

| Project | 11,628 | 9,059 : 0.78 : +1,406 ; 20 | 5 I 3

I I I . . I ]

3.9 Crenshaw and Wilshire Station
3.9.1 General Background

If constructed, the Crenshaw/Wilshire Station will be the midpoint station
along the initial 18-mile alignment. The station platform would be underneath
Wilshire Boulevard between Crenshaw and Lorraine Boulevards. A crossover
track adjoins the station to the east. Cut and cover construction would
extend from Lorraine Boulevard to Norton Avenue. Off-street parking for
kiss-n-ride patrons would most 1ikely be located on the south side of Wilshire
Boulevard between (renshaw and Lorraine Boulevards. Otherwise, any Metro Rail
patranage parking demand is expected to utilize adjacent public streets.

Like the other stations along Wilshire Boulevard, this station is part of the
Wilshire District. It will serve some cmmmercia] activities along Wilshire
Boulevard and single-family and multiple-family developments beyond Wilshiré
Boulevard. B8esides Wilshire Boulevard, continuous east-west access near the
station is offered by Sixth Street, 01ymp1c Boulevard and Third Street.

Semicontinuous east-west access in available on Eighth Street: The north-
south streets, including Crenshaw Boulevard, are discontinuous or jogged at
Wilshire Boulevard but provide station access.

3.9.2 Traffic Volume

Daily boardings at the station are projected to range between 13,600 and

13,800 persons for Options I and XII. Under Option IX this station is
deIeted. The park-n-ride and kiss-n-ride mode-of-access results for this
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station are similar to those for the Western/Wilshire Station, that is, a low
level of Kiss-n-ride and park-n-ride activity is anticipated. The AM and PM
peak hour park-n-ride auto trips are forecast to be approximately 20 and 60
trips, respectively, while kiss-a-ride trips are projected to be 80 and 140
trips for the same time periods.

Current traffic volumes along Wilshire Boulevard vary between 33,000 and
37,000 vehicles per day. Volumes on Crenshaw Boulevard are much less, about
17,000 to 20,000-pilus trips per day. Eighth Street carries dpproximately

9, 500 vehicies daily. Likewise, directional peak hour volumes aré heaviest
on Wilshire Boulevard, 870 to 1,560 per hour, and least on Eighth Street, 330
per haur.

For the year 2000 Base (Nuil) Condition, traffic volumes on these arterial
streets are projected to have genarally increased 30 to 36 percent above their
1980 volumes, assuming a fairly high level of development will have occurred
but without the Metro Rail being constructed. With the implementation of
Metro Rail and the same level of development, traffic volumes will decrease up
to six percent on Wiishire Boulevard and Eighth Street. Crenshaw Bou]nvard 3
24-hour volumes are projected to change very 1ittle in the year 2000, but its
directional peak-hour volumes will vary to some_extent.

Traffic volumes for selected locations near the Crenshaw/Wilshire Station are
shown on Figure 3.9-1. Volumes for other segments are available on the flow
maps for the working papers prepared for each task.

3.9.3 Intersection Evaluation

Twelve of the more fmportant intersections in the vicinity of the station site
were evaluated for the 1980, 2000 Base. (Null) and 2000 With Project Condi-
tions, based on the volume/capacity index calculated. The levels of service
for the intersections under each condition are shown in Table 3.9-1., Com-
pleted analysis will need to be reviewed upon the generation of detailed bus
operation revisions for the Metro Rail condition and when new forecast or
revised site plans are developed.
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Table 3.9-1

LOS Summary

I { | T f
I | Peak | Level of Service f
| Condition | | i I i i I I
| | Hour | A | B | € | D | E | F |
| | | | | | | I I
| ' ] | ] I | [ J
| 1980 I A | - | 5 | 4 | 2 |1V I - |
I | | | ] | | I f
i I | I I ] I ] f
| Existing | 4 | - 11 &5 [ 5 |1 | - |
| I [ I I I I { |
| [ ! 1 f [ [ [

I | AM | - | - 11 | & | 2 | 5 |
| | _ 1 A | | | | !
| 2000 Null | B I b } [ | !
I P | - | - | « | 2 1 4 | & |
| I ! [ f t I | |
| f I ] i | i I I
| 2000 W/ | AM | - | 1 | 2 2 | 3 | 4 !
| I | | - | | | I |
I (. | | T I I i [
i Project { M : - { - = - { 3 { 3 ; 6

The 2000 Base (Nul1) Condition included two potential operational (TSM) im-
provements in the area of the Crenshaw/Wilshire Station. The first improve-
ment would install an optional southbound left-turn lane and pedestrian-
actuated signal at the Rossmore/Wilshire intersection. The second measure at
Rossmore Avenue and Sixth Street would prohibit left turns southbound ir the
AM and PM peak hours. .

Of the twelve intersections examined, none were found to have an increased V/C
index values or worsened level of service after Metro Rail operation. In all
cases for the year 2000, implementation of the Metro Rail Project would result
in traffic operating conditions being better or unchanged compared to the Base
(Null) Condition. Therefore, no intersections have been evaluated for
development of any additional mitigation measures.

3.9.4 Parking

The 1980 Condition is uncrowded. DOue to projected development the 2000 Base
Condition will be worse, but still uncrowded.

The Metro Rail Project will reduce parking usage by 907. Although development
is expected to intensify adjacent to the station, the rélatively high (1,008)

auto-to-transit mode shift will cause an improvement in the already uncrowded

parking condition.
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Table 3.9-2

Parking Summary

I | [ I I i I
! t I i I | lumber of Blocks |
| Parking | Station | Station | Overal? | Parking | W/Occupancy Rate. |
! | Parking | Parking | Occupancy | (-}Deficit | [ | i
{ Condition | Supply | \Usage : Rate { {+)Surplus :<0 .30 ;0 .30-0. 90}‘»0 30 I
[ I I b _

! | I i B I i [ |
| 1980 | I f I | ! I I
: Existing | 3,254 | 1,521 ! 0.47 E +1,408 : 25 { 0 { d {

L. I |

b i ! o { I | ] I
| 2000 NuI1 | 4,294 | 2,600 | 0. 61 1 +1,264 | 23 I 0 i 2 f
I | ) ! | I !
J ] J i ) ] ] T |
| 2000 W/ | I | I | I I

| Project | 4,158 | 2,132 } 0.51 } +1,810 { 25 } 0 } 9) !
f I I !

3.10 La Brea and Wilshire Station
3.10.1 General Background

The proposed La Br2a/Wilshire Station is to be constructed from Sycamore
Avenue to west of La Brea Avenue under Wilshire Boulevard. Adjoining the
station to the east would be a long section of pocket tracks that términate
Jjust west of Highland Avenue. Cut and cover construction would extend from
west of La Brea Avenue to just west of Highland Avenue. The statidn would be
one of two proposed statians within the Miracle Mile Center in the Wilshire
Qistrict. It would serve commercial retail, office and other business act-
ivities along Wilshire Boulevard as well as multiple- and single-family
developments in the area. Arterials providing proximate access to the station
are Third Street, Sixth Street, Olympic Boulevard and Highland Avenue, as well
as Wilshire Boulevard and La Brea Avenue. A network of local streets also
furnish 1imited station access. :

3.10.2 Traffic Yolumes

Approximately 14,300 to 14,400 boardings per day are projected at this station
for the year 2000 under Options I and XII. These boardings would increase to
16,300 per day under Option IX due to the deletion of the Crenshaw Station and
the reassignment of that station's patronage to adjacent stations such as the
La Brea Station. All four modes are expected to be used to access the
station, with bus feeder being the predominant access mode used under Options
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I, IX and XII. Park-n-ride and kiss-n-ride trips would be significantly
Tess. The numbers of park-n-ride trips would bde 20 and 50 in the AM apd PH
peak hours, respectively; kiss-n-ride would total 120 and 210 trins in the
same respective periods.

Near tha proposed station site, Wilshire Boulevard presently accommodates
approximately 28,500 to 29,500 vehicle per day, including directional peak-
hour volumes of 940 to 1,340 vehicles per nour. Current volumes on La Brea
Avenue range from 31,700 to 39,900 daily vehicles and from 370 to 1,630 per
direction in the peak hour. Olympic Boulevard, which parallels Wilshire
Boulevard, now carries more traffic than Wilshire Boulevard, approximately 17
percent more during the day. The daily volume on Sixth Street near La 3rea
Avenitle s about 24 percent less than that on Wilshire Boulevard, but the
d{rectional peak-hour volumes are fairly comparable.

For the year 2000 Sase (Wull) Condition, traffic volumes will have increased
31 to 40 percent on La 3rea Avenie and 38 to 46 percent on the east-west
arterials above their 1980 levaels. This is assuming that a fairly hich leve)
of development wiil have occurred but that no Metro Rail will be operating.
With the operation of the Metro Rail, Opticns I and XIT ADT volumes are pro-
jected to generally decrease two to six parcant on these streets comnared to
the 2000 Base (Mull) Condition. Directional peak-nour volume also wil?
generally decrease,

Traffic volumes for selected street segménts nziar the La 3rea/t/ilshira Station
arg sihown on Figur2 3.10-1, QJther volumes may oe found an the flow maps for
the working papers completed for WBS Task 18BAH1141, 1142, and 1143,

3.10.3 Intersection Evaluation

Fourteen important intersections were evaluated for this station under the
1980, 2000 Base (Null) and 2000 With Project Conditions. The corresponding
1eve15 of service for the V/C indices calculated at these intersections for
the three conditions are surmarized in Table 3.10-1. Completed analysis will
need to be reviewed upon the generation of detailed bus operation revisions
for the Metro Rail condition and whén new forecasts or revised site plans are
developed.
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Table 3.0

LOS Summary
I I [ |
J | Peak | Level of Service |
| Condition | I H [ I T )
| |l Hour | A | B | C | D | E | F |
I I | | | [ I
| i [~ [ I I I |
I 1580 | A | 3 | 1 | 2 , 6 } 2 J - I
I
I | I ] [ |
i Existing |l P | 1 | 2| - I 6 5 5 I - !
_ |
| i I I i |
| | M | - | - | 1 4 |11 | 8 |
| I : ] | I | l |
| 2000 Nul1l i | ! l I [ !
I [ M | - 1 -1 - 13 | v {10 |
I | | | . l. | I I
I | 1 LD | i i I I
| 2000 W/ P | - | -1 4 | 2 | 2 [ 6|
I I I | 1 | I I I
! | [ R ] I | I
| Project | PM | - I -1 - | 3 [ 1 {10 ]
I ! | I i I I I I

Included in the 2000 Base (Nall) Condition analysis were one CIP project and
three potential operational (TSM) improvements around the La Brea Station.
The CIP improvement had left-turn pockets installed eastbound and westbound
on Wilshire Boulevard at La Brea Avenue. The TSM {mprovements considered
prohibiting left turns northbound and southbound on La Brea Avenue at
Edgewood Place; restriping La Brea Avenue northbound at Edgewood Place for
three through lanes and a right-turn-only lane; adding a northbound lane on
Hauser Boulevard at Sixth Street during the PM peak hour; adding left-turn
pockats eastbound and westbound on Sixth Street at Hauser Boulevard;
prohibiting left turns northbound and southbound and providing two lanes
northbound on Highland Avenue at Olympic Boulevard; installing a southbound
lane on Rimpau Boulevard at Qlympic Boulevard during the AM and PM peak
hours; and installing a right-turn-only lane northbound on Rimpau Boulevard
at Olympic Boulevard.

None of the evaluated intersections showed both an inCrease in the volume/
capacity index of at least 0.02 and 2 With Project level of service of D-or-
worse, Therefore, no further study was made of these intersections.

3.10,3 Parking

The 1980 Parking Condition {s uncrowded. Due to projected development, the
2000 Base Condition will be slightly worse, but still uncrowded.
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The Metro Rail Project will reduce parking usage by 1,109. Although develop-
ment is projected to intensify adjacent to the station, the relatively high
(1,248) auto-to-transit mode shift will cause a slight improvement in the
already uncrowded parking condition:

Table 3.10-2

Parking Summary

I —T B T T T

| ! I | | I Number of 3locks

| Parking | Station | Station | Overall | Parking | W/0ccupancy Rate

| | Parking | Parking | Occupancy | (-)Deficit | i B -

: ConditionI Sapply | Usage ! Rate ! (+)Surplus [<0.80 {0.8050.90|:>0.90
I I [ . | _

I [ [ T [ ! I il

| 1980 | I I ! | | I

| Existing | 4,152 | 2,964 I 0.71 ! +773 | 24 | 4 I 38

I | I , | I I

I I ] [ I T ]

| 2000 Base! 4,780 | 3,596 5 0.75 E +706 : 23 { 4 [ 9

I ‘ T [

I [ I [ 1 | I I

| 2000 W/ | I | I i I I I

| Project | 5,544 | 4,112 | 0.74 I +878 | 24 | 5 | 7

I | I I | I | I

3.11 Fairfax (Curson) and Wilshire Station
3.11.1 General Background

The Metro Rail alignment changes direction west of this station. East of

the station the alignment follows Wilshire Boulevard while just west of the
station it curves northerly to align under Fairfax Avenue: The proposal
studied shows the station platform constructed underneath Wilshire Boulevard
from Curson Avenue westerly to Spaulding Avénue. Also-included were a 1,000-
space parking structure and an off-street bus termina), both situated south-
erly of Wilshire Boulevard and extending from Curson Avenue to Spaulding
Avenue. Bus terminal access would be provided from Spaulding Avenue while
the parking structure would be accessed via Curson Avenue.

The surrounding area is heavily residential but also contains major public
attractions. The Los Angeles County Museum of Art, the Rancho La Brea Tar
Pits, and the Page Museum of Natural History are along the north side of
Wilshire Boulevard adjacent to the station. The area is served by Fairfax
Avenue, Sixth Street and Eighth Street (all designated secondary highways)
and Wilshire and Olympic Boulevards (both designated major highways).
Curson Avenue, a collector street, will also provide direct access to the
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parking structure. The location of the proposed parking structire and bus
terminal would require the closure of Stanley Avenue from Wilshire Boulevard
to south of the parking structure.

3.11.2 Traffic Yolumes

This is the Tast outbound station before the alignment turns north along
Fairfax Avenue. Thus, the station would be 3 major receptor for patrons
arriving by auto and bus from the south and west. The SCRTD is proposing a
1,000-space parking structure and off-street kiss-n-ride facility at this
station. There were approximately 300 surplus off-street commercial parking
spaces in 1980. In addition, a major off-street bus facility is planned;
however, the projected bus volumes by route and line were not available.

This information will be generated by the SCRTD in conjunction with
Milestone 9 - Supporting Services Plan and Milestone 12.

Daily boardings at this station are projected to range from 37,000 to 38,400
for Options I, IX or XII and would be the second highest projected daily
boardings in the system. Detailed information on noardings and mode-of-
arrival for numerous other cptions were generated by Barton-Aschman for the
SCRTD and are contained in the working paper prepared by LADOT for Task
18BAH1143. The AM and PM peak-hour park-n-ride trips are projected to be
approximately 270 and 440, respectively, while the auto trips for kiss-n-
ride boardings are projected to be 120 and 180 for the same time periods.

Current traffic volumes on Wilshire and Olympic Boulevards and Fairrax.
Avenue range between 26,000-plus and 33,00- -plus vehicies per day in both
directions. Supporting arterial streets such as Sixth Street and Hauser
Boulevard have much smaller traffic volumes, one-half to one-third less than
the major arterials. By far the heaviest peak hour directional volumes are
experienced on Olympic Boulevard..

For the year 2000 Base {Null) Condition, traffic volumes on these arterials
are projected to have generally 1ncreased 37 to 45 percent above their 1980
levels, assuming a moderately high level of development will have occurred
but without any Metro Rail project being constructed. With the implementa-
tion of Metro Rai) and the same level of projected development, traffic
volumes will remain at a fairly high level on most of the streets in the
vicinity of the station, although the percéntage increase over 1980 levels
would generally be less. The location of and access to the station parking
and kiss-n-ride facilities would concentrate the projected park-n-ride and
kiss-n-ride activity at the intersection of Curson Avenue and Wilshire Boule-
vard. This would result in an increase in traffic volumes on the Wilshire

Boulevard 1ink between Fairfax and Curson Avenue of 61 percent for the year
2000 With Project Condition versus 45 percent for the year 2000 No Build
Condition. More importantly, with the Metro Rail line installed, the direc-.
tional peak-hour volumes will increase much more significantly due to the
fact that the park-n-ride and kiss-n-ride patronage trips have much sharper
peaking characteristics compared to mormal background traffic.

Link volumes for 1980, 2000 Base {Null) and 2000 With Project Conditions
(LPA and MOS) on all major and secondary highways and selected collector

3-42



streets are shown on flow maps included with the working papers prepared for
Volumes for selected locations near the

WBS Tasks 18BAH1141, 1142, 1143,

Fairfax (Curson) and Wilshire Statin are shown on Figure 3.11-1.

3.11.3 Intersection Evaluation

Thirteen of the more important intersections in the vicinity of the Fairfax
(Curson)/Witshire Station were evaluated (volume/capacity ndex calculated)
for the 1980, 2000 Base (Null) and 2000 With Project (LPA) Conditions. The
levels of service for the intersections under each condition are shown in

Table 3.11-1.

Table 3.11-1

LOS Summary
| T T i
j | Peak | Level of Service I
| Condition | | T [ T r I
| | Hour | A | B | ¢ | B | E | F |
| | | I I | | |
= i | ] T [ [ [ I
| 1980 | A V 6 | VY | & | -« | - |1 -}
I [ R { | | | I
| = T I [ [ T ] I
| Exfsting | PM | 4 I 3 | 2 | 2 | 2 | -
| . I | | | | | | I
| I i j | | | | |
! |  AM 2 ! v | - 13 | 3 | & |
| [ | | | I | I
| 2000 Null | ) ] [ I | |
| | P 1Y | VY I 1 |2 1 2 | 6|
i I I I | | | |
| R I [ I I I !
| 2000 w/ A |2 | v 12 v |3 | &4 |
I | I | i . A | |
| I [ ! 1 1 j ]
{ Project 1 PM % 1 { - 1 1 ! 3 |1 1 7 I

The 2000 Base (Null) and With Project Condftions included street improvements
This project would add a
left-turn pocket: westbound on Wilshire Boulevard at Fairfax Avenue.

associated with one {ity CIP candidate project.

Of the thirteen intersections evaluated, three were projected to have an
increase in the ¥/C index of 0.02 or more from the 2000 Base {Null) to the
2000 with Project. Condition and also to have a 2000 With Project LOS of D-or-
worse. The three intersections are Curson/Olympic (PM peak only), Fairfax/
Four of the other ten intersections that

Olympic and Fajrfax/San Yicente.
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were evaluated are expected to experience slight increases in the V/C
indices; the remaining six would experience no change or a decrease ranging
from 0.01 to 0.06. More detailed information is contained in the working
papers and/or technical papers prepared for WBS Tasks 18BAH1241, 1242 and
1243.

Of the three intersections identified above, two had 2000 With Project LOS
of E-or-worse. These intersections were evaluated further for development
of possible mitigation measures. The results of this additional evaluation
are presented in Chapter 6.

3.11.4 Parking

The 1980 condition is uncrowded. Due to projected development, the 2000
Base surplus will be less, but conditions will still be uncrowded.

The Metro Rail Project will provide 1,000 parking spaces, while decreasing
parking usage by 1,754. Because development is projected to intensify
adjacent to the station and the developments are projected to provide less
parking supply per floor area, the 2000 With Project Condition will be
slightly worse than the 2000 Base Condition, but will remain within an un-
crowded range:

Table 3.11-2
Parking Summary

I T T [ [ [

I I | | I f Number of Blocks

| Parking | Station | Station | Overall | Parking | W/0ecupancy Rate

I | Parking | Parking | Occupancy | (-)Deficit | [

} Condition} Supply g Usage } Rate } (+)Surplus I<0 80 IO .80-0. 90:> 0.90

I ! ! 1 | ! T

| 1980 | I I | I I I

} Existing { 8,221 { 3,963 | 0.48 { +3,436 i 22 | 2 oo
| I

} { § | | [ |

! 2000 Basa{ 11,268 ! 7,633 | 0.68 : +2,508 { 19 { 3 E 3

| T l - I 1 T

| 2000 W/ | | ] ! I - !

I Project I 10,844 1 7,876 | 0.73 { +],884 5 19 | 6 1 0
i

3.12 Beverly and Fairfax Station
3.12.1 General Background

The Fairfax/Beverly Station will be located off street on a north-south axis
east of and parallel to Fairfax Avenue. The north end of the station will
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be just south of Beverly Boulevard. The proposed station site is currently
used as surface parking for CBS Television City. A crossover is proposed
south of the station. Also included are a 1,000-space parking structure and
2 bus turnout lane on the south side of Beverly Boulevard east of Fairfax
Avenue. The parking structure would be accessed from both Beverly Boulevard
and Fairfax Avenue.

Immediately to the south of the station is the historic landmark, Farmer's
Market--a major tourist and retail attraction. Other properties in the area
are developed to retail, commercial and mixed uses along Fairfax Avenue and
Beverly Boulevard, with an immediate shift to residential housing on other
streets. The 1and use west of the station is primarily low-density, single-
family housing; to the east are med1um- and high-density apartments. Pedes-
trian activity is high throughout the area, particularly during the daytime
hours. The area is served by Beverly Boulevard, a designated major highway;
Fairfax Avénue, Third Street and Crescent He1ghts Boulevard (21l designated
secondary highways) and Gardner Avenue, a local/collector street.

3.12.2 Traffic Volumes

The SCRTD is proposing a 1,000-space parking structure and off-street kiss-n-
ride facility at this station In 1980, there were slightly less than 100
surplus off-street commercial parking spaces. A bus turnout lane on the.

to the station entry to serve bus lines on Beverly Boulevard and for a
possible neighborhood shuttle bus service (Park La Brea).

Daily boardings at this station are projected to range from 9,000 to 9,300
under Options I, IX and XII and would be the second lowest projected board-
ings in the system. Detailed information on boardfings and mode-of-arrival
for numerois other options were generated by Barton-Aschman for the SCRTD
and are contained in the working paper prepared by LADOT for WBS Task
18BAH1143. The AM and PM peak-hour park-n-ride trips are projected to be
approximately 240 and 370, respectively, while the auto trips for
kiss-n-ride boardings are projected to be approx1mate1y 190 and 280 for the
same time periods.

Current traffic volumes on Fairfax Avenue and Beverly Boulevard range

between 26,000-plus and 32, 000 vehicles per day in both directions. Support-
ing arteria] streets such as Third Street and Crescent Heights Boulevard

have only slightly smaller traffic volumes, 19,000 to 25,000-plus. The
largest peak hour volumes are experienced on BeverIy Boulevard.

For the year 2000 Base (Null) Condition, traffic volumes on these arterials
are projected to have generally 1ncreased 32 to 42 percent above their 1980
levels, assuming a moderately high level of development will have occurred
but nithout the Metro Rail being in operation. With the implementation of
Metro Rail and the same level of projected development, traffic volumes will
remain at a fairly high level on most of these streets in the vicinity of
the station, although the percentage increase over 1980 levels would
genera]Iy be less. The two exceptions are Beverly Boulevard and Gardner
venue, which would have greater volumes under the 2000 With Project
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Condition due to park-n-ride and kiss-n-ride trips concentrated on these
arterials. The volumes on Beverly Boulevard would be only three percent
greater in the year 2000 with Metro Rai) than in the year 2000 without Metro
Rail; however, the volumes on Gardner Avenue would be 22 percent greater.
This is due in large part to the small base volumes on Gardner Avenue and -
the impact of even moderate station generated traffic on the 2000 With
Project volumes. More importantly; with the Metro Rail line installed, the
directional peak-hour volumes will increase much more significantly due to
the fact that the park-n-ride and kiss=n-ride patronage trips have much
sharper peaking characteristics compared to normal background traffic.

Link volumes for the years 1980, 2000 Base (Null) and 2000 With Project
(ADT, AM and PM peak hours) on all major and secondary highways and selected
collector streets are Shown on flow maps included with the working papers
prepared for WBS Tasks 18BAH1141, 1142, and 1143. Volumes for selected
locations near the Beverly and Fairfax Station are shown on Figuer 3.12-1.

3.12.3 Intersection Evaluation
Nine important intersections in the vicinity of the Beverly/Fairfax Station
were evaluated (volume/capacity index calculated) for the 1980, 2000 3ase

(Null) and 2000 With Project Conditions. The levels of service for the
intersections under each condition are shown below.

Table 3.12-1

LOS Summary

| I T |

[ | Peak | Level of Service
| Condition |} | 1 RN ] | |
I | Hour | A | B | C | .0 | E | F |
I | | | l. I |
b , P | I : I I |
[ 1980 | A | 2 | v | v | 34§12 | -]
| I I | | I I |
| | ! | - T [ 1 I
| Existing } PM 1 - 1 1 | 2 I 1 } 3 I 2 l
o | I ] ] | | !
| A 1y | -1 - |1 2 1 4 | 2|
| I | | | | I
2000 Null ] | | I [ | |
I M | -« | -1 -1 - 13 | 6|
| | B 1 | ]
RS | | 1 I
| 2000 W/ AM | = I - 1 | 4 | 3 1
| ! J ] | | | |
] I | T [ | | !
{ Project } PM |I - 1 - { - 2 I 2 I| 5 i
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The 2000 Base (Null) and With Project Conditions included street improvements
relating to one City CIP project. This project would add left-turn pockets
northbound and southbound on Crescent Heights Boulevard at Beverly Boulevard.

Of the nine intersections evaluated, one, Beverly Boulevard and Gardner
Avenue, was projected to have an increase in the V/C index of 0.02-or-more
from the 2000 Base (Null) to the 2000 With Project Condition and also to

have a 2000 With Project LOS of D or worse. One of the other el eight intersec-
tions that were evaluated is expected to experience a slight increase in the
¥/C index; the rémaining seven would experience no change or a decrease
ranging from 0.01 to 0.18. More detailed information is contained in the
working papers and/or technical papers prepared for W8S Tasks 18BAH1241,

1242 and 1243.

The Beverly/Gardner intersection had a 2000 With Project LOS of £ in the PM
peak per1od and was evaluated further for development of possible m1t1gat1on
measures. The results of this additional evaluation are presented in
Chapter 6,

3.12.4 Parking

The 1980 condition is uncrowded. Due to projected development, the 2000
Base Condition will be worse, but still uncrowded.

The Metro Rail Project will provide 1,000 parking spaces, while decreasing
parking usage by 1,356. Because development is projected to intensify
adjacent to the station and the developments are projected to provide Tess
parking supply per floor area, the 2000 With Project Condition will be at
normal capacity.

Table 3,12-2

Parking Summary

| T l T T ] ;
1 | | | | | Number of Blocks |
| Parking | Station | Station | Overall | Parking | W/0ccupancy Rate I
| | Parking | Parking | Occupancy | (-)Deficit | T i
} Condition} Supply 1 Usage } Rate I (+)Surplus |<0.80 :0 .80-0. 90}:>0 .90 }
J i I I 1 T I !
| 1980 | | ! ! I I |
} Existing 5,560 3,357 { 0.60 | +1,647 24 { 1 } 0 |

_ _ |
- T , - T ] :
= 2000 Base| 8,660 6,612 l 0.76 +1,182 22 | 2 1' 1 5

L | .

o 1 T [ [ il
| 2000 W/ | [ | I | | i |
{ Project ‘ 12,754 I! 11,653 ! 0.9 ; <174 | 16 ; 0 5 9 }
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3.13 Santa Monica and Fairfax Station
3.13.1 General Background

For the 18-mile starter system, the proposed Santa Monica/Fairfax Station
will be the only station not within the City of Los Angeles. It will serve
a portion of the West Hollywood and Hollywood communities, mainly strip
commercial office and retail activities along Santa Monica Boulevard and
Fairfax Avenue and interior residential uses. The station itself will be
built underneath Fairfax Avenue, extending from north of to south of Santa
Monica Boulevard. No off-street parking facilities for Metro Rail-related
trips have been proposed for the Santa Monica/Fairfax Station. Instead,
parking probably will have to be accommodated on neighboring streets and any
nearby commercial parking lots.

Besides Santa Monica Boulevard and Fairfax Avenue, other arterials provide
close station access. Paralleling Santa Monica Boulevard are Fountain
Avenie (to the north) and Melrose Avenue (to the south), two well-travelled
east-west arterials. Crescent Heights Boulevard, a north south arterial, is
to the west of Fairfax Avenue and is also well-travelled. Gardner Avenue,
to the east, is much less utilized.

3.13.2 Traffic Volumes

It is estimated that approximately 13,500 to 14,100 boardings per day will
occur under Options I, IX and XII. Kiss-n-ride. bus feeder and walking are

projected due to the lack of convenient parking facilities.

However, even the number of kiss-n-ride trips are forecast to be rather

low. For example, during the AM and PM peak hours kiss-n-ride trips would
only total 126 and 158, respectively, and only account for approximate'ly 290
trips per day. The madoﬁty of trips to this station, therefore, are pro-
jected to be made by bus and, to a lesser degree, by walking.

Traffic volumes on the major arterials adjacent or proximate to the proposed
station are similar except for Santa Monica Boulevard, which is currently
carrying about 32,700 to 33,400 vehicles daily. The other arterials are
handling less trajfﬁc-. mughly 22,000 to 25,000 vehicles daily. Gardner
Avenue, due to its jogged alignment, narrow width and residential character,
experiences relatively light traffic volumes on the order of 4,000 to 6,000
trips per day.

It is projected that for the year 2000 Base (Null) Condition, assuming a
fairly high level of development in the area but with no Metro Rail system
operating, dafly traffic volumes will have increased 29 to 41 percent on the
north-south arterials and 16 to 30 percent on the east-west arterials. With ~
the implementation of the Metro Rail system, it is forecast that these
volumes will drop by up to eight percent relative to the 2000 Base (Null)
Condition, with the largest decreases evident on the north-south segments.

Directional peak-hour volumes will also have decreased in general.
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Link volumes for the 1980, 2000 Base (Null) and 2000 With Project Conditions
are included in the working paper flow maps prepared for WBS Tasks 18BAH1141,
1142, and 1143. Volumes for selected locations near the Santa Monica/
Fairfax Station are shown on Figure 3.13-1

3,13.3 Intersection EvaIuatiqn

For this station 18 intersections were examined under the three conditions:
1980, 2000 Base (Null) and 2000 With Project. The levels of service for the
studied intersections under each condition are presented below. Completed
analysis will need to be reviewed upon the generation of detailed bus
operation revisions for the Metro Rail condition and when new forecasts or
revised site plans are developed. )

Table 3.13-3

LOS Summary
| I | I
[ 4 | Peak | Level of Service I
| Condition | | | [ | | I
| | Hour | A | B | € | D | E | F |
I I I I I | I [ I
I I I I o I | | I
| 1980 | M | 2 | s 1 5 |1 &6 | - 1 =1
i | ! I I I I ! |
| I T | I I [ I
l Existing PM I - l 3 : 2 I 8 |I 4 |I 1 }
| [ I [ I T [ |
I M| - ! -2 I 3 { 4 || 7 | 2 {
| 2000 Null | I | | I |
I P - 1 - 11T | 4 |5 | 8 |
| . | | . | | !
= T ] — |
: 2000 W/ I M| 2 f 1 1 3 I 4 | 7 I 1 I
| | [ [ T I
I Project i M | - I - 3 } 2 7 { 6 }

The 2000 Base (Null) Condition included street improvements associated with
one CIP project and five potential operaticnal (TSM) improvements near the
Santa Monica/Fairfax Station. The CIP project would add teft-turn pockets
on all approaches at Crescent Heights Boulevard and Melrose Avenue.
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The five TSM projects considered included the following:

Fairfax/Fountain Add PM peak-hotr lane N/B
Fairfax/3anta Monica Add right-turn-only lane S/B
Fairfax/Sunset Add PM peak-hour lane N/B; add
right-turn-only lane S$/8
Gardner/Melrose Add Teft-turn pockets E/B and W/B

La Cienega/Santa Monica Add PM peak-hour lane W/B

One of the 18 intersections, Crescent Heights Boulevard and Fountain Avenue,
experienced both an increase in the volume/capacity index of at least 0.02
and a With Project LOS of E or worse. This intersection was further eva-
luated for potential mitigation measures under Task 18BAH15. The results of
this additional evaluation are presented Chapter 6.

3:13.4 Parking

The 1980 Condition is uncrowded. Due to projected development, the 2000
Base Condition will be worse, but still uncrowded.

The Metro Rail Project will reduce parking usage by 1,058. Although deveiop-
ment is projected to intensify adjacent to the station, the relatively high
{1,094) auto-to-transit mode shift will cause a slight improvement in the
already uncrowded parking condition.

Table 3.13-4

Parking Summary

Project { 3,838

| | ] i I i T

| | | | | | Number of Blocks
| Parking | Station | Station | Overall | Parking | W/Occupancy Rate
I | Parking | Parking | Occupancy | {-)Deficit | ] ki

I Cond1tion= Supp]y I Usage { Rate } (+}Surplus {SO.BO I0.80-0.90{>>0.90
1 | T T l l T |

| 1980 | I | | | | |

i Exfsting } 2,753 { 1,523 ; 0.55 : +955 ; 29 | 1 ! 0
| T T [ [ [

l 2000 Base| 3,233 { 2,087 I 0.64 } +843 I 26 | 4 i 0
| T | T | !

| 2000 W/ | | | | | | |

i 1 2,385 I 0.62 } +1,068 I 29 | 1 : 0
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3.14. La Brea and Sunset Station
3.14.1 General Background

This Metro Rail station is to be constructed underneath Sunset Boulevard
between La Brea Avenue to a point west of Detroit Street and a crossover ad-
joining the station to the west. Cut and cover construction will extend from
east of La Brea to just east of Poinsettia. It would be one of two stations
strictly within the Hollywood community and would serve nearby commercial and
retail activities. It would also be accessible to multiple-family residences
in the surrounding neighborhoods. Arterial streets furnishing access to the
station would be Hollywood Boulevard, Fountain Avenue and Highland Avenue, as
well as La Brea Avenue and Sunset Bou1evard. A series of local streets could.
also be used to a lesser extent for access to the station.

Due to the projected kiss-n-ride demand, off-street parking spaces are pro-
posed adjacent to the station site. No other parking facility is contemplated
to be developed for station access purposes. Therefore, it could be assumed
that any large scale parking demand would have to be managed on neighboring
streets and any available commercial parking facilities.

3.14.2 Traffic Yolumes

The La Brea/Sunset Station is projected to have the least number of passenger
boardings per day, accounting for approximately 2,800 daily boardings under
Option IX and XII. (This station was deleted under Qption I.) Mode-of-access
data indicates that park-n-ride, kiss-n-ride, walk and bus feeder modes will

be used to access the station. ODuring the AM and PM peak hours, 117 and 230
vehicle trips will be attributible to park-n-ride, respectively. For kiss-
n-ride, 156 and 242 trips are expected during the same respective hours.
However, it is projected that bus feeder will be the mode used most, especially
since parking for vehicles near the station is expected to be severely
constrained.

Dafly traffic volumes on the surrounding arterial streets are about equally
heavy on Sunset Bouleévard and Highland Avenue, followed by La Brea Avenue,
Hollywood Boulevard and Fountain Avenue in that order. ThesSe volumes
currently range from 20,500 vehicles (Fountain Avenue)} to more than twice
that, 45,000 vehicles, (Sunset Boulevard and Highland Avenue). Similarly,
peak-hour volumes are highest on Sunset Boulevard and Highland Avenue.

Assuming substantial growth in area development, these traffic volumes are
also expected to increase. For the year 2000 Base (Null) Condition, the daily
volumes are projected to increase 21 to 29 percent on the east-west streets
and 30 to 35 percent on the north-south streets with no Metro Rail system in
operation. These year 2000 volumes would decline approximately three to Six
percent, assuming Metro Rail operation and the same level of development. It
is predicted that in either case, the traffic demand on Highland Avenue will
be substantially more than on any of the other arterials serving this station.
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Traffic volumes for some of the 1inks near the La Brea/Sunset Station are
shown on Figure 3.14-1. Other traffic volumes may de found on the flow maps
included in the wnrkung papers completed for WBS Tasks 18BAHI141, 1142, and
1143.

3.14.3 Intersection Evaluation

A volume/capacity index analysis was made of 16 important intersections
around the station site for the 1980, 2000 Base (Null) and 2000 With Project
Conditions. The corresponding service leveis for the V/C indices calcu-
lated for these conditions are summarized in Table 3.14-1. Completed
analysis will need to be reviewed upon the generation of detafled bus
operation revisions for the Metro Rail condition and when néw forecasts or
revised site plans are developed.

Table 3.14-1

LOS Summary

| J ! |
| | Peak | Level of Service. |
| Condition | [ [ | [ I |
I 1 Hour 1 A 1 B | C | B i E | F {
I 1 | o I I
| 1980 | A | 4 | &4 | 2 | 2 | & | - |
f | I ] I | | |
| | [ ' I ] | |
, Existing { PM | 2 | 3 , 3 I 5 : 2 ; 1 ;
| P | [ ] l l
TR
| 2000 Nu11 | I T I ] |
| | M | - | 1 1 2 | 6 | 6 ]
| | | | R I
| | ] ! [ | ; I
| 2000 W/ | A 3 + v I & | 2 | & | 2|
J | | | | | L
] | | I ) | ]
Imjec; {m }o, 152 2 Is s-il

The 2000 Base (Null) Condition assumed completion of two CIP projects and
two potential operational (TSM)} improvements near the La Brea/Sunset
Station. The CIP improvements were as follows:
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Frankiin/Highiand (N [/S) Add N/B and S/B through lanes; add W/B
right-turn-only lane.

Franklin/Highland (S 1/S} Add N/B through lane; add $/B and £/8
right-turn-only lanes.

The two proposed TSM measures would restripe Fountain Avenue for two lanes
westbound at Highland Avenue and prohibit left turns northbound and
southbound on Highland Avenue at Sunset Boulevard during the AM peak hour.

None of the evaluated intersections were found to have both a projected in-
crease in the ¥/C index of at least 0.02 and a With Project LOS of D or
worse. Therefore, none of these intersections were further evaluated for
potential mitigation measures.

3.14.4 Parking

The 1980 Condition.is uncrowded. Due to projectad development, the 2000
Base Condition will be slightly worse, but still uncrowded.

The Metro Rail Project will reduce parking usage by 445; however, because
development is projected to intensify adjacent to the station and the devel-
opments are projected to provide less parking supply per floor area, the
2000 With Project Condition will be slightiy worse than the 2000 Base
Condition, but will remain within an uncrowded range.

Tabie 3.14-2
Paﬁking Summary
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I I i | | I Number of Blocks

| Parking | Statfon | Station | Overall | Parking | W/0ccupancy Rate

| | Parking | Parking | Occupancy | (-)Deficit | I ]

I Cond1t10n§ Supply } Usage | Rate I (+)Surplus ,<0.80 ;0;80-0.90:>~0;90
I~ ] I B T T T
| 1980 I J | | I J

i Existing } 5,592 = 3,649 | 0.65 { 1,384 I 24 ! 2 i 1
. l | . | | T

| 2000 Base} 6,089 | 4,173 | 0.69 | +,307 | 23 | 3 [
| | .1 | | | !

| . L 1 I [ T 1

| 2000 W/ | , | o | I I |

| Project | 6,017 | 4,327 | 0.72 | +.,08 | 20 2 | 5
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3.15 Cahuenga and Hollywood Station
3.15.1 General Background

The Cahuenga/Hollywood Station is proposed to be constructed off-street west
of and parallel to Cahuenga Boulevard and north and south of Hollywood Boule-
vard. Adjoining it to the north is a pocket track. Cut and cover construc-
tion would extend from south of Hollywood Boulevard to north of Franklin
Avenue. It would be near the commercial, retail and office activity center of
Hollywood and would also serve multiple- fam11y development further away. In
addition to Cahuenga and Hollywood Boulevards, the following arterial streets
would offer close access to the station: Frank11n Avenue, Sunset Boulevard
and Vine Street. Several local streets could be used for limited access to
the station.

Kiss-n-ride parking spaces may be provided off-street near the north end of
the station. However, no othér new off-street parking facility for station
access purposes is presently proposed. Some surplus commercial off-street
parking within a two-to-three block radius of the station may be available for
use by Metro Rail patrons. Given the intense demand for parking in the area,
there is 1ittle 1ikelihood that any significant: amount of street parking will
be available for Metro Rail purposes.

3.15.2 Traffic Yolumes

The Metro Rail patronage forecast for the Cahuenga/Hollywood Station ranges
from 24,400 to 25,000 boardings per day under Options I, IX and XIl. Mode-of-
access data indicate fairly high kiss-n-ride and park-n-ride patronage act-
ivity at this station. The number of kiss-n-ride vehicle trips projected
during the AM and PM peak hours are 652 and 900, respectively. Park-n-ride
peak hour vehicle trips are estimated to be 283 (AM) and 509 (PM). The other
two access modes, walk and bus feeder, are also expected to be busy.

Presently, Sunset Boulevard handles the most traffic in the area, approxi-
mately 43,000 to 49,000 vehicles per day, followed by Hollywood Boulevard,
25,000 to 33,000 vehicles per day, and Cahuenga Boulevard and Franklin Avenue.
16,700 to 31,800 vehicles per day. Vine Street currently carries 18,600 to
28 300 vehicles. daily at this location. Directional peak-hour volumes are
highest on Siunset Boulevard and Cahuenga Boulevard and generally lowest on
Franklin Avenue.

The volumes on these streets would increase significantly, assuming moderately
high growth in the area. Under the 2000 Base {Null) Condition, these volumes
are forecast to grow 35 to 37 percent on the north-south arteridls and 29 to
30 percent on the east-west arterials. With the Metro Rail system in opera-
tion in the year 2000, these volumes are expected to decrease two to five
percent relative to the Base (Null} Condition.

For the arterial streets proximate to the Cahuenga/Hollywood Station, some
selected 1ink volumes are depicted on Figure 3.15-1. Other link volumes may
be found in the working paper fiow maps prepared for WBS Tasks 18BAH1141, 1142
and 1143,
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3.15.3 Intersection Evaluation

Eighteen intersections were analyzed for this station. Volume/capacity in-
dexes were determined for each intersection and related to the appropriate
level of service for the 1980, 2000 Base (Null) and 2000 With Project
Conditions. Table 3.15-«1 presents the levels of service for each condition.
Completed analysis will need to be reviewed upon the generation of detailed
bus operation revisions for the Metro Rail condition and when new forecasts or
revised site plans are developed.

Table 3.15-1

LOS Summary

| I I |
| _ | Peak . | Level of Service |
| Candition | | [ T ! I I |
| | Hour | A | B | € | D | E | F |
| | | | | I | | I
I I I | I R ] | |
| 1980 A | 2 | 4 | 5 | 3 | & | - |
| ! L | | | ] |
| I B A R [ | |
I Existing I PM { - } 1 i 4 I 6 | 6 5 1 I
| | 1 I il | I |
| | ™ |1 | v 1 2 |17 |5 | 2|
| _ I | i | | |
| 2000 Null I i { | | |
| | PM | - | -1 2 | v | 6 | 9 |
| | | | I | | |
| 1 [ I | [ T I
| 2000 W/ | A | 2 | 212 |7 _13 | 2|
i [ | I | I | I
I | f T | | { I
| Project [ MM | = | -1 3 | = 1 6 | 9|
I | | | | } L I

The 2000 Base (Null) Conditfon included $ix potential operational (TSM) street
improvement measures aroind the Cahuenga/Hollywood Station. The TSM measures
are summarized as follows:

Cahuenga/Frank1in Add AM peak-hour lane S/B and PM
_ peak-hour lane N/B
Fountain/Vine Add AM and PM peak-hour lane S/B
, and PM peak-hour lane N/B, E/B and W/B.
Gower/Ho11ywood Restripe S/B approach for
right-turn-only lane and left-turn
pocket

3-59



£, THY, Tve
700, 430, 170
A3 120, WS

T4, %6, 4%
3110, w40, Yo
wwe, S48, 5%0°

L4 1R, 10, 2 fe
1S%6, INIY, 199e
,_\ 9.7, 1%.0, 22.9
I, ) S PN B

fl’.!l 6D, Je0

wh 1760, 1o

~
$
. 13
-
s
T
4 w
§ d
Iz
3 h
v .
0, S0, %we 3 40, 1210, A0 1300, 1R, w5
lﬂ.so. 13‘60'. 4% HOLLY WO P 120, 1073, 13w guve qo0, 1L, 1Mo
1.5, &, (w0 L 0L YO oo, 1.3, LOW | 1e.%, 21.%, 2.9
1T, 1, e i a7, 1%, W04 I, 2.3, WO-T
60, Teo, §ro b, f4O, TI18 7, IR, Fve
1080, 1333, 1930 G40, 1.60, 140 230, 171, 1598
=t
Ki%-H=RIOE SPACKS ' ;
(OPTICNAL) —"': :
9.
o .'F S
odalie”
eS| .49 [ 4
‘- A
P i d- ”
344 il ¢
T >
A S5TATION ACcEsS PomT 38257~
1430, 2000 s, 1OCO MOT.
Pr fu, de
A P M
TEAPPC VOLUMED » AT
1:10, 1*to, 1%)e en, 1705, 175w
19M3, 1360, [I%e . 180, 1wed, lwo
26.%, kv w4 SUHSET Bive 2.8, 271, 258
11.e, 26y, WS ws, 33, 189
1300, (T, f¥lo d . B, 1e1d, 15T
1879, Le4s, LGV L pl 5 8o, 2ifp, 12O
Td*10 9 ".. .’I" ’
-l ,3 En -:22
£ ,1""6- n. JEeE
Jetz - LI )
N e a3el: dd
e
rs , §dd<se
3-60 'Y b

CAHUEMGA/HOLLYWOOD STATION TRAFFIC VNI IMFS

FI6. 3.15-1k



.f
@

Gower/Sunset Add AM peak-hour lane S/B and PM
peak-hour lane N/B

Add AM and PM peak-hour lane S/B
and PM peak-hour lane N/B

Hollywood/Vine & Sunset/Vine

Of the 18 intersections examined, three were projected to have a 0.02 or
greater increase in their V/C indices and a Wit Project LOS of D or worse.

A1l three intersections include Cahuenga Boulevard and are at Franklin Avenue,
Hollywood Boulevard and Sunset Boulevard. The Cahuenga/Hollywood and
Cahuenga/Sunset intersections were carried over for additional evaluation and
deve1opm%ntlof possible mitigation measures. The results are presented in
Chapter 6.

3.15.4 Parking

The 1980 Condition is uncrowded. Oue to projected development, the 2000 Base
Condition will be slightly worse, but still uncrowded.

The Metro Rail Project will reduce parking usage by 1,416 however, because
development is projected to intensify adjacent to the station and the devel-
opments are projected to provide less parking supply per floor area, the 2000
With Project Condition will be approaching capacity.

Table 3.15-2

Parking Summary

| { ! I ] f _

| | | | | | Number of Blocks

| Parking | Station | Station Overall parking | W/Occupancy Rate

| | parking | Parking | Occupancy | (-)Deficit | I

{ Condftion| Supply } Usage | Rate | (+)Surp1us [<0.80 IO 80-0. 90I>’0 .90

| ] 1 7 — T [
1980 | | | |
Existing | 7,127 | 4,530 0.64 | +1,88 | 24 | 2 | 2

; | 1

| 2000 Base] 8,613 l 6,325 | 0.73 | +1,427 { 23 I 2 I 3

| I | | |
| 2000 W/ | | | : ] | |
I Project 1 10, 352 i 8,666 } 0.84 i +651 1 12 I 6 { 10
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3.16 Universal City Station
3.16.1 General Background

The Proposed Universal City Station will be located off-street on a northeast-
southwest axis west of Lankershim Boulevard and north of Universal Place. This
station would have a 2,500-space parking structure, a separate kiss-n-ride
facility, an off-street bus facility and revised ramp connections to the
Hollywood Freeway. The parking structure would be accessed from Lankershim
Boulevard and Bluffside Drive, while the separate 35-space kiss-n-ride facil-
ity would have an entrance on Universal Place and an exit on Lankershim
Boulevard. The bus fac111ty would be accessed from the new station access

road extending from VYineland Avenue to ‘the station where it intersects with
Willowcrest Avenue,

MCA headquarters and Universal Studios are located jmmediately east of the
proposed station. Areas to the west are either residential or park land. The
Campo de Cahuenga - a historic landmark park - is located within the station
site boundaries. A 36-story, 700,000 sq. ft. office building, which will be
the headquarters for the Getty 011 Corporation, is under construction on the
east side of Lankershim adjacent to the Hollywood Freeway. The area is served
by Lankershim Boulevard, Vineland Avenue, and Ventura Boulevard-Cahuenga
Boulevard West, al) designated major highways, and Cahuenga Boulevard, a de-
signated secondary highway. Oue to the location of the proposed. station. two
local streets, Bluffside Drive and Willowcrest Avenue, will carry station-
gene:ated traffic. The Hollywood Freeway passes to the south of the proposed
station.

3.16.2 Traffic Yolume

A 2,500-space parking structure is proposed for this station, as well as a
separate 35-space kiss-n-ride Lot. An off-street bus fac111ty is planned;
however, bus 1ine volume information at this station was not available.

Daily boardings at this station are projected to range from 13,600 to 14,400
under Options I, IX and XII. Detailed information on board1ngs and mode-of—
access for numerous other options were generated by Barton-Aschman for the
SCRTD and several are contained in the working paper prepared by LADOT for WBS
Task 188AH1143. The AM and PM peak-hour park-n-ride trips are projected to be
approximately 700 and 1,100, respectively, while the auto trips for kiss-n-
ride boardings are projected to be 150 and 220 for the same time periods.

Current traffic volumes on Lankershim Boulevard, Yineland Avénue and Ventura
Boulevard-Cahuenga Boulevard West range between 19,000 and 31,000 vehicles per
day in both directions. The heaviest peak-hour d1rect1ona1 vo1umes are found
on Cahuenga Boulevard West in the AM peak hour and on Lankershim Boulevard in
the PM peak hour.

For the year 2000 Base {Null) Condition, traffic volumes on these arterials
are projected to have generally increased 18 to 53 percent above their 1980
levels. With the implementation of Metro Rail and the same level of projected
development, traffic volumes will remain at a fairly high level on most of
these streets in the vicinity of the station, although the percentage increase
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over 1980 levels generally will be less. The exceptions are Lankershim
Boulevard between Universal Place and Ventura-Cahuenga Boulevard West and
Lankershim Boulevard between Bluffside Drive and Cahuenga Boulevard These
1inks will have higher volumes under the 2000 With Project Condition due to

the addition of park-n-ride and kiss-n-ride trips, which will be concentrated
on Lankershim Boulevard. More importantly, with the Metro Rail line installed,
the directional peak-hour volumes will increase much more significantly due to
the fact that the park-n-ride and kiss-n-ride patronage trips have much sharper
peaking characteristics compared to normal background traffic.

Volumes for the 1980, 2000 Base (Null) and 2000 With Project Condition on the
arterial network were generated under WBS Tasks 18BAH1141, 1142 and 1143 and
are shown on flow maps included with the working papers prepared for each
task. Volumes for selected locations near the Universal City Station are
shown on Figure 3.16-1. .

3.16.3 Intersection An;lysis
Thirteen intersections in the vicinity of the Universal City Station were

evaluated for the 1980, 2000 Base (Null) and 2000 With Project (LPA)
Cond1t1ons. The 1eve15 of service for the intersections tunder each condition

. are shown in Table 3.16-1.

Table 3.16-1

LOS Summary

I ] I I
| | Peak | Level of Service |
| Condition | } ] ) J I I |
I |Hour | A | B | C | D | E | F |
| | I | I I
I 0 I B I f
} 1980 AM { 6 | 2 | 2 2 |1 I - ,
| ] T 1 |
I Existing PM | 5 | 21 3 2 | - | 1 I
| !
i M| 2 I 1 } 2 1 5 2 1 i
2000 Null | I T T I
I | M Y | 1 | 4 | 6 - 1
— : :

. I
| 2000 W/ ; AM 1 1 2 = 4 2 | 3 ;
| | T ] 1 |
} Project i { 6 | 1 | 3 }
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The 2000 Base (Null) and With Project Conditions did not include any
jmprovements associated with City CIP projects.

Of the thirteen intersections evaluated, seven were projected to have an in-

crease in the V/C index of 0.02 or more from the 2000 Base (Nill) to the 2000
With Project Condition and also to have a 2000 With Project LOS of D or worse.
Qf the ather six intersections that were evaluated, five are expected to expe-

rience slight increases in the V/C indices; the remaining one would experience

a slight decrease. More detailed information is contained in the working
paper and/or technical papers prepared for WBS Tasks 18BAH1241, 1242 and 1243.

Of the seven intersections identified above, five had 2000 With Project LOS of
E or worse; the other two had 2000 With Project LOS of D. A1l saven intersec-
tions were evaluated further for development of possible mitigation measures.
The results of this additional evaluation are presented in Chapter 6.

3.16.4 Parking

The 1980 Condition 1s uncrowded. Due to projected development, the 2000 8ase
Condition will be approaching capacity. The Metro Rail Project will provide
2,500 parking spaces, while increasing parking usage by 1,557. Because devel-
opment is projected to intensify adjacent to the station and the developments
are projected to provide less parking supply per floor area, the 2000 With
Project Condition will be extremely congested.

Table 3.16-2
Parking Summary

| T T T I [ |
I I I | | | Number of Blocks |
| Parking | Station | Station | Overall | Parking |  W/Occupancy Rate. I
| | Parking | Parking | Occupancy | (-)Deficit | [ [ I
; Condition} Supply Usage } Rate | (+)Surplus |<0.80 §0180-0.90!:>0.90 |
L - |

| ' ] | | | |
| 1980 I o I I | I I
{ Existing { 5,902 4,132 | 0.70 | +180 | 12 { 1 1 1 |
I

I - T [ |
= 2000 Basel 13,978 12,208 0.87 | +372 10 { 2 { 2 {
| ' — — 1 I |
| 2000 W/ [ | , I | I
f Project. % 13,743 % 14,432 % 1.08 { =2,063 = 0 % 0 1 14 I

3.17 North Hollywood Station (Chandler at Lankershim - Subway)
3.17.1 General Background

The North Hollywood Station would be located under Chandler Boulevard strad-
dling Lankershim. The proposal studied includes two parking structures with a
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total of 2,500 spaces, an off-street bus facility and a kiss-n-ride lot. The
parking structures, the larger of which would be west of Tujunga Avenue and
the smaller of which would be east of Tujunga Avenue, would be accessed from
Chandler Boulevard, north and south roadways. The kiss-n-ride lot would be
accessed from Chandler Boulevard, south roadway.

The area around the station has many different land uses. Auto dealerships
are located along Lankershim Boulevard to the north. Low-rise commercial-
retail space predominates along Lankershim Boulevard to the south. The area
along Chandler Boulevard is used for industrial and warehousing purposes. An
office/warehouse facility extending from Tujunga Avenue westward along Chandler
Boulevard was recently completed. The station lies within the boundaries of
the North Hollywood redevelopment area. The first phase of redevelopment is
planned for the area south of Chandler Boulevard and east of Lankershim
Boulevard. Residential land use exists to the north and east of the station.
The area is served by Lankershim and Chandler Boulevards (both designated
major hi?hways) and Tujunga and Magnolia Avenues {both designated secondary
highways

3.17.2 Traffic Volumes

The SCRTD is proposing two parking structures with a total of 2,500 spaces, an
off-street bus facility and a kiss-n-ride Lot. Bus l1ine volume information
for this station was not available. In 1980, there were approximate1y 230
surpius off-street commercial parking spaces.

Daily boardings at this station are projected to be 16,600 and 17,000 under
Option 1 and IX respectively. Detailed information on boardings and mode-of -
access for numerous cther options were generated by Barton-Aschman for the
SCRTD and are contained in the working paper prepared by LADOT for WBS Task
18BAH1143, The AM and PM peak-hour park-n-ride trips are projected to be
approximately 930 and 1,490 respectively, while the auto trips for kfss-n-ride
boardings are projected to be 370 and 560 for the same time periods. Current
traffic volumes on Chandler Boulevard, Lankershim Boulevard and Tujunga Avenue
range between 4,000 to 18,000-plus vehicles per day in both directions. The
heaviest peak-hour vo1umes are experienced on Lankershim Boulevard.

For the year 2000 Base (Null) Condition, traffic volumes on these arterials
are projected to have generally increased 20 to 69 percent above their 1980
levels, assuming a moderately high level of development will have occurred but
wﬁthout any Metro Rail in operation. The 69 percent increase on the Chandler
1ink between Tujunga Avenue and Lankershim Boulevard 1s somewhat deceptive
because the 1980 two-way volume is only 4,500 vehicles and the 2000 volume is
7,600. With the implementation of Metro Raf1 and the same level of develop-
ment, the percentage increase of traffic volumes over 1980 levels will gener-
ally be greater than without Metro Rafl in operation. This is due to the
large number of park-n-ride and kiss-n-ride trips projected at this station,
which have the most impact on Chandler Boulevard. More importantly, with the
Metro Rail line operational, the directional peak-hour volumes will increase
mich more significantly due to the fact that the park-n-ride and kiss-n-ride
patronage trips have much sharper peaking characteristics compared to normal
background traffic.
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Traffic volumes for the 1980, 2000 Base (Null)} and 2000 With Project Conditions
for the Regional Core network are shown on flow maps included with the working
papers prepared for each task. Volumes for selected locations near the North
Hollywood Station are shown on Figure 3:17-1,

3.17.3 Intersection Analysis

Seventeen of the more important intersections in the vicinity of the North
Hollywood Station were evaluated {volume/capacity index calcuated) for the
1980, 2000 Base (Null) and 2000 With Project (LPA) Conditions. The levels of
service fgr the intersections under each condition are summarized in

Table 3.17-1.

Table 3.17-1

LOS Summary
| ] [ i
| | Peak | Level of Service |
| Condition | | I | ] ] | |
| ' f Hour | A | B I C | D | € | F |
| I [ { | | | |
} | [ | I | | J
| 1980 | A4 | w0t 4 | 2 |1 | - | - |
| | l . | ! | |
| . T T T | |
{ Existing { PM |I 9 | 2 | 4 I - % 1 || 1 i
t I B ' I I I |
| | A | 70 5 | 3 | 2 | - | - |
| | I | | | | |
| 2000 Nul1 | T | I | |
| | PM | 4 | 3 6 3 [ 1 [ -
[ ... | | . | [ )
| ’ 1 t RS |
= 2000 ¥/ { AM { 6 | 4 4 1 1 I 1 1
| | I ' | |
i Project i PM { 3| -1 6 | 4 | 2 : 2 :

The 2000 Base (Null) and With Project Conditions included street improvements
associated with three City CIP projects and three North Hollywood redevelop-
ment projects. The first CIP project would add Teft-turn pockets northbound
and southbound on ¥ineland Avenue at Burbank Boulevard and left-turn pockets -
and one through Tane eastbound and westbound. The second would install a

through Tane northbound on both Lankershim Boulevard and Vineland Avenue,

Teft-turn pockets southbound on both Lankershim Boulevard and Yineland Avenue

¥ineland Avenue. The third project qud add a northbound through lane on
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Vineland Avenue at Chandler Boulevard. The first North Hollywood Redevelop-
ment Project improvement provides right-turn lanes eastbound and westbound on
Magnolia Boulevard at Cahuenga Boulevard. The second would add through lanes
northbound, southbound and westbound at the south intersection of Chandier and
Lankershim Boulevards, while the third project would add right-turn lanes
eastbound and westbound on Magnolia Boulevard at Vineland Avenue.

0f the seventeen intersections evaluated, four were projected to have an in-
crease in their V/C index of 0.02 or more from the 2000 Base (Null) to the
2000 With Project Condition and also to have & 2000 With Project LOS of D or
worse. Of the other thirteen intersections evaluated, seven would experience
slight increases in the V/C indices, five are expected to experience slight
decreases in the V¥/C indices and one would remain unchanged. More detailed
information is contained in the working papers and/or technical papers
prepared for WBS Tasks 18BAH1241, 1242 and 1243,

Of the four intersections identified above, three had 2000 With Project LOS of
E or worse and were evaluated further for deve1opment of possible mitigation

measures. The results of the additional evaluation are presented in Chapter 6.

3.17.4 Parking

The 1980 Condition is uncrowded. Due to projeced development, the 2000 Base
Condition will be worse, but still uncrowded.

The Metro Rail Project will provide 2,500 parking spaces, while increasing
parking usage by 1,928. Because development is projected to intensify ad-
jacent to the station and the developments are projected to provide less
parking supply per floor area, the 2000 With Project Condition will be at
capacity.

Table 3.17-2
Parking Summary
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I~ =T { I | | |
| | I | | | Number of Blocks l
| Parking | Station | Station | oOverall | Parking | H/Occupancy Rate _
| Parking | Parking | Occupancy | (-)Deficit | ] I
} Condition] Supply = Usage | Rate (+)surplus ;<0 .80 }0 .80-0. 90;:>0 .90 f
I 1 [ I i |
| 1980 I , | | _ b | |
f' Existing | 4,804 | 2,307 | 0.48 1 42,017 } 25 : 1 I 0 :
} | [ [ |
{ 2000 Base| 6,229 4,313 0.69 | +1,293 } 21 | 0 I 1 i
I — T ' T J i
| 2000 W/ | | f | | | | |
i Project } 8,048 l 7,476 } 0.93 { -233 } 0 0 { 22 {
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CHAPTER 4 - STATION VARIATIONS
4,1 Oeletion of Crenshaw and Wilshirs Station
4.1.1 General Background

The SCRTD has considered several station and alignment variations for which
revised ADT and AM and PM peak-hour traffic volumes were developed. One
var1ation is the deletion of the Crenshaw and Wilshire Station (Option IX);

the cartulatwon impacts in the vicinity of this location are evaluated in this
section while the 1mpacts on the Western/Wilshire and La Brea/Wilshire
Stations are evaluated in Sections 4.2 and 4.3, respectively.

4.1.2 Traffic Volumes

Daily boardings at the Crenshaw and Wilshire Station were projected to be
13,600 under Qptions I and XII. No park-n-ride facility was planned; however,
kiss-n-ride spaces and bus bays were to be provided. The AM and PM peak-hour
park-n-ride trips were projected to be approximately 20 and 50, respectively,
while the auto trips for kiss-n-ride boardings were projected to be 70 and 140
for the same time perfods.

Current traffic volumes on Crenshaw Boulevard, Wilshire Boulevard and Eighth
Street range between 9,500 and 36,900 vehicles per day in both directions.
The heaviest peak-hour direct1ona1 volumes are found on Wilshire Boulevard.

In the year 2000 Base (Null) Condition, traffic volumes on these arterials are
projected to have generally increased between 30 and 36 percent above their
1980 levels, assuming a moderately high level of development will have occurred
but without any Metro Rail project being constructed. With the Metro Rail in
operation and the same projected development, but without a station at Crenshaw
and Wilshire Boulevards, traffic volumes would remain at a fairly high level

on these streets, although the percentage increase over 1980 would be less.
There would be very 1ittle difference in traffic volumes in the year 2000
whether or not the Crenshaw and Wilshire Station is deleted.

Traffic volumes for the 1980, 2000 Base (Null) and 2000 With Project

(Option IX) (ADT, AM and PM peak hours) on all major and secondary highways
were generated under WBS Tasks 18BAH1141, 1142 and 1143 and are shown on flow
maps included with the working papers pr'epared for each task. Volumes for
selected locations near the intersection of Crenshaw and Wilshire Boulevards
are presented in Figure 4.1-1.

4.1.3 Intersection Evaluation
Twelve intersections in the vicinity of Crenshaw and Wilshire Boulevards were
evaluated (volume/capacity index calculated) for the 1980, 2000 Base (Null)

and 2000 With Project (Option IX) Conditions. The levels of service for the
intersections under each condition are shown in Table 4.1-1. Completed
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analysis will need to be reviewed upon the generation of detailed bus
operation revisions for the Metro Rail condition and when new forecasts or
revised site plans are developed.

LOS Summary
| I T ' |
f | Peak | Level of Servige [
| Candition | ! [ [ T [ T {
I ] Hour | A | 8 | € | D | E | F |
| J | | | I J ! !
| I I [ i | ] f I
| 1980 | A | - I 51 4 | 2 | 1 | - |
! | - | | | ) | I
I 7 T T | T !
| Existing | PM | - | Y | § | § [ 1 | -
| | | | | | | |
| ] I I I | J |
| | A | - | ~ 1V | 4 | 2 | 5]
| _ f | | f I | I I
| 2000 N1 [T T P T [ | T i
| | P | - | -« | - | 2 | 4 | & |
| . | | | | | | |
= ' | ] | [ [ [ |
| 2000 W/ | A | « | 1Y | 3 | 1 | 4 i 3 |
| | | | | I | f
| | I | I I I f
I Project { PM { - } - | - : 4 I 2 i 6 }

The 2000 Base {Null) and With Project Canditions did not include any improve-
ments associated with City CIP projects.

Of the twelve {ntersections evaluated, none were projected to have an increase
in the V/C index of 0.02 or more from the 2000 Base (Null) to the 2000 With
One intersection would experience an fncrease
in the ¥/C Index of 0.01 in the PM peak period; the remainder would all experi-

Project (Option IX) Condition,

ence modest decreases.

papers and/or technical reports prepared for WBS Tasks 18BAH1241,

1243.

4.2 Western and Wilshire Station {Crenshaw Deleted - Option IX)

4.2.1 General Background

More detailed 1nformation {s contained in the working

1242 and

Daily boardings at Crenshaw and Wilshire Station were projected to be 13,600.
0f these, approximately 4,000 would be diverted to the Western and H1Ish1re

——— R ————— . s
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Statfion if the Crenshaw and Wilshire Station were deleted. Efghty-

five percent of the anticipated increased boardings would utilize bus feeder
rather than auto park-n-ride or kiss-n-ride to access the station. This
station would not. have any park-n-ride facilities, but is proposed to ac-
commodate a 60-space kiss-n-ride lot and a bus bay.

4.2.2 Traffic Volumes

With the Crenshaw/Wilshire Station deletion, daily boardings at the Western/
Wilshire Station are projected to increase from approximately 21,400 to
25,400, Park-n-ride trips would increase to 86 and 304, respective]y, during
the AM and PM peak hours, while kiss-n-ride trips would be 144 and 262 during
the same periods. By comparison, park-n-ride trips were 49 and 127 and kiss-
n-ride 70 and 132 during the AM and PM peak hours, respectively, under Options
I and XII. Current ADT on Western Avenue, Hi]ton Place, Wilshire Boulevard
and Sixth Street ranges between 19,100 and 33,900 vehicles. The heaviest
peak-hour d1rect1ana1 volumes are found on H1]sh1re Boulevard in both the AM
and PM peak periods.

In the year 2000 Base (Null) Condition, traffic volumes on these arterials are
projected to have generally increased 28 to 35 percent above their 1980 levels,
assuming a fairly high growth in development but with no Metro Rail system in
operation. With the implementation of Metro Rail (Option IX) and the same
growth in development, traffic volumes will remain at a fairly high level on
most of these streets in the vicinity of the station, although the percentage
increase will be less, ranging from 21 to 28 percent. The directional peak-
hour volumes also will be generally less under the 2000 With Project Condition,
reflecting the relatively small number of park-n-ride and kiss-n-ride trips.
The exception is Wilshire Boulevard westbound west of Western Avenue in the PM
peak period.

Link volumes for 1980, 2000 Base (Null) and 2000 With Project (Option IX)
Conditions are .shown on f1ow maps included with the working papers prepared
for each task. Selected volumes near the Western and Wilshire Station
(Option IX) are shown on Figure 4,2-1.

4,2.3 Intersection Evaluation

Ten of the more important intersections in the vicinity of the Western and
Wilshire Station were evaluated (volume/capacity index calculated} for the
1980, 2000 Base (Null) and 2000 With Project (Option IX) Conditions. The
1eve1s of service for the intersections under each condition are given in
Table 4.2-1. Completed analysis will need to be reviewed upon the generation
of detajled bus operation revisions for the Metro Rail condition and when new
forecasts or revised site plans are developed.
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Table 4.2-1

LOS Summary
I | | " ]
| | Peak | Leve 1T of Service i
| Condition | | I T T [ [ I
] lHour | A | B L C 1 D V E | F |
| | | | [ . J i
| H { I i I [ |
| 1980 | A - | 213 4 4 |1 | -}
| | | | i ) | !
| . [ ] i ' I [
} Existing I M | - } - ‘ 4 } 2 | 3 = ] :
|- [ T | I [ |
[ | A | - | -« | - P 2 1 5 | 31
| ! I I I J |l |
| 2000 Nul? I [ | i I | T |
| MM | - | - - 1 | 3 | 6 |
| . ] ! | | I I |
| [ ] i | i { I |
| 2000 W/ | A | - | <« | 2 11 | 4 1 3!
] | ). i ] | ] i I
| | I | | | i |
| Project | M | - | -1 < | 1V | 3 | 6|
] i | ] ] ] ] | !

The 2000 Null and With Project {Option IX) Conditions did not include any
improvements associated with City CIP Projects that would change capacity.

Of the ten intersections evaluated, all showed projected decreases in the V/C

index from the 2000 Base (Null) to the 2000 With Project (Option IX) Condition.
More detailed information i1s contained in the working papers and/or technical

papers prepared for WBS Tasks 18BAH1241, 1242 and 1243.

4.2.4 Parking -

The 1980 condition is uncrowded. Oue to projected development, the 2000 Base
Condition will be approaching capacity.

The Metro Rafl Project will reduce parking usage by 1,301. Although develop-
ment is projected to intensify adjacent to the station the 2000 With Project
Condition will be uncrowded due to the relatively high (1,442) auto-
to-transit mode shift.
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Table 4.2-2

Parking Summary

; Number of Blocks

[
I
I
|

11.628

I~ ] | I

| I | J

| Parking | Station | Station | Overall | Parking W/Occupancy Rate
I Parking | Parking | Occupancy | (-)Deficit | I

| Condition| Supply | Usage I Rate : (+)Surplus [<0.80 }0 .80-0. 90}:'0 .50
J | | _

| | | | I 1 I |

| 1980 | o I I - | |

| Existing I 8,670 I 6,269 } 0.72 i +1,534 } 22 = 3 } k!
! . L :

| | I 1 T I T

| 2000 Base} 12,015 ! 10,360 I 0.86 I +453 } 13 } 4 | N
| . L. |

| | I B I I | I

[ 2000 W/ | I { | ] |

| Project I i 9,059 { 0.78 1 +1,406 I 20 { 5 | 3
f I

4.3 La Brea and Wilshire Station {Crenshaw Deleted - Option IX)
4.3.1 General Background

The SCRTD has considered several statfon and alignment variations for which
revised ADT and AM and PM peak hour traffic volumes were developed. One
variation is the deletion of the Crenshaw and Wilshire Station. Daily board-
ings at Crenshaw and Wilshire were projected to be 13,600, Of these, approx-
imately 2,000 would be diverted to La Brea and Hilshire. Eighty-five percent
of the anticipated increased boardings would utilize bus feeder rather than
auto park-n-ride or kiss-n-ride to access the station. The station would not
have any park-n-ride facilities, but may include a kiss-n-ride Jot and bus
bay.

4.3.2 Traffic Volumes

With the deletion of the Crenshaw and W{lshire Station, daily boardings at
the La Brea/Wil1shire Statfon are projected to increase from approximately
14,300 to 16,300.. Park-n-ride trips would increase to 54 and 241 during the
AM and PM peak hours respectively. Kiss-n-ride trips would be 188 and 338
during the same respective periods.

Current daily traffic volumes on La Brea Avenue, Sixth Street, Wilshire
Boulevard and Olympic Boulevard range between 20,900 and 39,900 vehicles. ,
The heaviest peak-hour volumes are on Olympic Boulevard in both the AM and PM
peak hours.
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In the year 2000 Base (Null) Condition, traffic volumes on these streets are
projected to have generally increased 31 to 46 percent above their 1980
levels, based upon a moderately high level of development and no Metro Rail
system. Assuming the same level of development and a Metro Rail system
(Option IX) in operation; traffic volumes will remain at a fairly high level
on these streets in the vicinity of the station, although the pércentage
increase will generally be less, ranging from 30 to 42 percent. The excep-
tion is La Brea Avenue south of Olympic Boulevard, which will experience

a modest increase. The directional peak-hour volumes also will generally be
less under the 2000 With Project (Option IX) Condition, reflecting the rela-
tively small number of park-n-ride and kiss-n-ride trips.

The 1980, 2000 Base (Null) and 2000 With Project (Option IX) volumes are on
flow maps included with the working papers prepared for each task. VYolumes
for selected locations near the La Brea and Wilshire Station (Option IX)} are
on the following sketch, Figure 4.3-1.

4,3.3 Intersection Evaluation

Fourteen intersections in the vicinity of the La Brea and Wilshire Station
were evaluated for the 1980, 2000 Base (Null)} and 2000 With Project

{Option IX) Conditions. The levels of service for the intersections under
each condition are shown in Table 4.3-1. Completed analysis will need to be
reviewed upon the generation of detailed bus operation revisions for the Metro

Table 4.3-1
LOS Summary

| I IR |
| | Peak | Level of Service |
| Condition | I I [ L | |
| | Hour | A | B | C | D_ | E | F |
| | | | ] | |
| I | il P [
| 1980 M | 3 | 1] 2 | 6 | 2 | -]
| | | | | | |
| | ] T I | I |
| Exfsting | M |1 | 21 - ] 6 | 5 | -

| B | | [ | |
| - [ | [ ] |
| M | - | <t 1 4 1T 1 1 8 ]
| | | | | i f
| 2000 NaM | | 1 i |
| | M | - | -1 = 13 j1 | 10 ]
| | | | 3 | | | J
! ] [ T S T T [
| 2000 W/ | M | - | -1 4 2 | 2 | 6 |
| I D | ! |
| | [ b | | |
| [ M | - | -} = | 3 } t 0 |
| | | | | | |

Project
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The 2000 Base (Null) and With Project Conditions included street improve-
ments produced by one City CIP cand1date project. That candidate project
would add left-turn pockets eastbound and westboind on Wilshire Boulevard at
La Brea Avenue,

0Of the fourteen intersections evaluated, none showed a projected increase in
the V/C index of 0.02 or more from the 2000 Null to the 2000 With Project
Condition. One intersection would experience an increase of 0.01 while all of
the others would experience a decrease in the V/C index. More detailed
information is contained in the working papers and/or technical papers pre-
pared for WBS Tasks 18BAH1241, 1242 and 1243.

4.3.4 Parking

The 1980 Parking Condition is uncrowded. Due to projected development, the
2000 Base Condition will be slightly worse, but still uncrowded.

The Metro Rail Project will reduce parking usage by 1,109. Although develop-
ment is projected to intensify adjacent to the station, ‘the relatively high
(7,248) auto-to-transit mode shift will cause a slight improvement in the
already uncrowded parking condition.

Table 4.3-2

Parking Summary

Project % 5,544

! l T T T r — l
| I | I f | Number of Blocks |
| Parking | Station | Station | Overall | Parking | W/0ccupancy Rate ]
I | Parking | Parking | Occupancy | (-)Deficit | | T |
; Condition! Supply = Usage { Rate | (+)Surplus [<0.80 10.80-0.90=>’0.90 !
| . |

| 1 T I I | I |
| 1980 [ | I , I I | I l
} Existing | 4,152 : 2,964 } 0. } +773 } 24 I 4 i 8 }
I T T I il T | ]
{ 2000 Base| 4,780 } 3.596' } 0.7 | +706 } 23 | 4 b9 |

] | | | I
| i [ I ] | - |
| 2000 W/ | [ ! . ! | | |
; { 4,112 { 0.74 { +878 I 24 | 5 { 7 =

, |

4.4 Studio City
4.4.1. General Background

The Studfo City Station would be located off-street at south of Bluffisde
Orive, southwest of the Hollywood Freeway, north of Ventira Boulevard and east
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of V¥ineland Avenue. This station would have a 2,500-space parking stricture,
a separate kiss-n-ride facility and an off-street bus facility. Both the
park-n-ride and kiss-n-ride facilities would be accessed from Ventura
Boulevard and a driveway north of the facilities would be reached via Vineland
Avenue. The bus facility would be accessed from Ventura Boulevard.

The area immediately around the proposed station location is primarily resi-
dential and recreational except for commercial development along Yentura
Boulevard. Across the Hollywood Freeway northeast of the proposed site are
MCA Headquarters and Universal Studios. A J6-story, 700,000 sq. ft. office
building, which will be the headquarters for the Getty 011 Corporation, is
under construction on the east side of Lankershim Boulevard adjacent to the
Hollywood Freeway. The area is served by Lankershim Boulevard, Vineland
Avenue and Ventura Boulevard-Cahuenga Boulevard West, all designated major
highways, and Cahuenga Boulevard, a designated secondary highway. The
Hollywood Freeway passes to the north of the proposed station.

4.4,2 Traffic Volume

A 2,500-space parking structure is proposed for this station, as well as a
separate 35-space kiss-n-ride lot. An off-street bus facility is planned;
however, bus Tine volume information at this station was not available. [t

is forecast that daily boardings at this station will range from 13,600 to
14,400 under Options I, IX and XII. Detailed information on hoardwngs and
mnde-of-access for numerous other options were generated by Barton-Aschman for
the SCRTD and are contained in the working paper prepared by LADOT for WBS
Task 18BAH1143. The AM and PM peak-hour park-n-ride trips are projected to be
dpproximately 700 and 1,100, respectively, while kfss -n-ride boardings are
expected to account for 150 and 220 auto trips for the same periods.

Current traffic volumes on Lankershim Boulevard, Yineland Avenue and Ventura
Boulevard-Cahuenga Boulevard West range between 19,000 and 31,000 vehicles per
day in both directions. The heaviest peak-hour d1rect10na1 volumes are found
on Cahuenga Boulevard West in the AM peak-hour and on Lankershim Boulevard in
the PM peak hour.

For the year 2000 Base (Null) Condition, traffic volumes on these arterials
are projected to have generally increased 18 to 50 percent above their 1980
levels, based upon a fairly high level of developmént but without the imple-
mentation of Metro Rail. With Metro Rail in operation and the same level of
projected development, trafffc volumes will remain at a fairly high level on
most of these streets in the vicinity of the station, although the percentage
increase over 1980 levels will generally be less. The exceptions are
Lankershim Boulevard between Tour Center Drive and Ventura 8culevard-Cahuenga
Boulevard West and Yineland Aveniie north of Ventura Boulevard. These 1inks
will have higher volumes under the 2000 With Project Condition due to park-n-
ride and kiss-n-ride trips. ‘

More importantly, with the Metro Rail line installed, the directional peak-
hour volumes will increase much more significantly due to the fact that the
park-n-ride and kiss-n-ride vehicle trips have much sharper peaking charac-
teristics relative to normal background traffic.
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Link volumes for the years 1980, 2000 Base (Null) and 2000 With Project for
all major and secondary highuays in the Regional Core were generated under WBS
Tasks 18BAH1141, 1142 and 1143 and are shown on flow maps included with the
various working papers. Volumes for selected locations near the Studio City
Station are shown on Figure 4.4-1.

4.4.3 Intersection Analysis

capacity index calculated) for the 1980, 2000 Base (Null) and 2000 Wi th
Project Conditions. The levels of service for the intersections under each
condition are presented in Table 4.4-1.

Table 4.4-1
LOS Summary
[~ | | [
| | Peak | Ley e 1 of § ery i ce |
| Condition | | f T I 1 T |
| | Hour | A | B | C | D ) E | F |
| | | I | | 1 I |
I I | ] I | | |
] 1980 P AM | 4 | 2 | 2 | 2 1 |1 - |
| | ] | | I I [
| | ] i I ; | [
| Existing | PM | 3 | 2 | 3 | 2 | - | 1 |
| | | | | I | J
| | | | | | | |
| | A% | v | v (1 v | &8 1 2 |1 1}
| | . | j| | I |
| 2000 Nul1* | I | | i I
| | P | - | 1 1 3 |1 6 | - 1 1|
| | | | | I I
| i | ] L i I
} 2000 W/ } Ml 2 | - , 2 ; 2 i 5 } 1 I
I | | [ [ I |
’ Project } M | - | - ; 4 I 2 I 3 { 3 }

*Only eleven signalized intersections existed in 1980 and under the 2000 Base
(Nu11) Condition.

The 2000 Base (Null) and With Project Conditions did not include any
improvements associated with City CIP projects.

Six of the twelve intersections evaluated were projected to have an increase

in their ¥/C index of 0.02 or more from the 2000 Base (Null) ‘to the 2000 With
Project Condition and also to have a 2000 With Project LOS of D or worse. Of
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the other six intersections evaluated, four are expected to experience a
slight increase in the Y/C indices; one would experience a slight decrease,
and, one, the station access at Ventura Boulevard, would exist only under the
2000 With Project Condition. More detailed information is contained in the
workigg papers and/or technical papers prepared for WBS Tasks 18BAH1241, 1242
and 1243.

Of the six intersections identified above, five had 2000 with Project LOS of
£ or worse; the other one had 2000 With Project LOS of D. The five inter-

sections were evaluated further for development of possible mitigation meas-
ures. The results of this additional evaluation are presented in Chapter 6.

4.4.4 Parking

The 1980 condition is. uncrowded. Due to projected development, the 2000 Base
Condition will be approaching capacity.

The Metro Rail Praject will provide 2,5000 parking spaces, while increasing
parking usage by 1,557. Because development is projected to intensify ad-
Jacent to the station and the developments are projected to provide less park-
ing supply per floor area, the 2000 With Project Condition will be extremely
congested.

Table 4.4-2

Parking Summary

| I

| I T ] T T
| | | I | | Number of Blocks
| Parking | Station | Station | Overall | Parking | W/Occupancy Rate
I | Parking | Parking | Occupancy | (-)Deficit | | | '
I Conditionl Supply 1 Usage | Rate I (+)Surplus {fo.so =0;80-0;90I:v0.90
I | I I ] I T
| 1980 I I I | I f |
Existing { 5,902 | 4,132 | 0.70 | +1,180 | 12 | 1 i 1
R
| ] I ) i ]
| 2000 Base‘ 13,978 | 12,208 | 0.87 | +372 1 10 | 2 I 2
, | ' l T
2000 W/ | I I I
Project ‘ 13,743 | 14,432 1 1.05 -2,063 ; 4] 0 I 14

4.5 North Hollywood (Chandler at Lankershim - Aerial)
4.5.1 General Background

‘The North Hollywood Station (2erial) would be located east of Lankershim
Boulevard between the Chandler Boulevard north and south roadways and would
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have an east-west orientation. The proposal studied included two parking
structures with a total of 2,500 spaces, an off-street bus facility and a
kigs-n-ride lot. The parking structures, east and west of Tujunga Avenue,
would be accessible from Chandler Bbulévérd, north and south roadways. The
kiss-n-ride lot would be accessed from Chandler Boulevard, south roadway. The
bus facility would be accessed from Chandler Boulevard, north roadway.

The area around the station has many different land uses. Auto dealerships
are located along Lankershim Boulévard to the north. Low-rise commercial
retail uses predominate along Lankershim Boulevard to the south. The area
along Chandler Boulevard is used for industrial and warehousing purposes. An
office/warehouse facility extending from Tijunga Avenue westward atong Chandler
Boulevard was recently completed. The station 1ies within the boundaries of
the North Hollywood redevelopment area. The first phase of redevelopment is
planned for the area south of Chandler Boulevard and east of Lankershim
Boulevard. Residential land use exists to the north and east of the. station.
The arez 1s served by Lankershim and Chandler Boulevards {both designated
major highways) and Tujunga and Magnolia Avenues (both designated secondary
highways).

4.5.2 Traffic Yolumes

The SCRTD is proposing two parking structures with a total of 2,500 spaces,
an off-street bus facility and a kiss-n-ride lot near the station. Bus line
volume information for this station was not available. In 198G, there were
approximately 230 surplus off-street commercial parking spaces in the area.
Daily boardings at this station are projected to be 16,600 and 17,000 under
Option I and IX, respectively. Detailed information on boardings and mode-of-
access for numerous other options were generated by Barton-Aschman for the
SCRTD and s contained in the working paper prepared by LADOT for WBS Task
18BAH1143. The AM and PM peak-hour park-n-ride trips are projected to be
approximately 930 and 1,490, respectively; Kiss-n-ride auto trips are
projected to be 370 and 560 for the same time periods.

Current traffic volumes on Chandler Boulevard, Lankershim Boulevard and
Tujunga Avenue range between 4,000 to 18,000-plus vehicles per day fn both
directions. Lankershim Boulevard experiences the heaviest peak-hour volumes.

For the year 2000 Base (Null) Condition, traffic volumes on these arterial
streets are expected to increase 20 to 69 per cent above their 1980 levels,
assuming moderately high growth in development but with the Metro Rail project
not constricted. The 69 percent increase on the Chandler Boulevard between
Tujunga Avenue and Lankershim Boulevard s misleading because the 1980 two-way
volime is only 4,500 vehicles and the 2000 volume is 7,600. With the opera-
tion of Metro Rail and the same level of projécted deve1opuent, the percentage
increase of traffic volumes over 1980 levels will generally be greater than
without Metro Rafl. This {s due to the large number of park-n-ride and kiss--
n-ride trips forecast at this station, which will have the most impact on
Chandler Boulevard. More importantly, with Metro Rafl fn operation, the
directiona) peak-hour volumes will increase much more significantly due to the
fact that the park-n-ride and kiss-n-rfde auto trips have much sharper peak-
fng characteristics compared to normal background traffic.
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Link volumes on all major and secondary highways for the 1980, 2000 Base
(Null} and 2000 With Project Conditions are shown on flow maps included with
the working papers prepared for each task. Volumes for selected locations
near the North Hollywood Station are shown on Figure 4.5-1.

4.5.3 Intersection Analysis

As in Section 3.17.3, the same 17 intersections in the vicinity of the
propased North Hollywood Station were evaluated for the 1980, 2000 Base (Null)
and 2000 With Project Conditions. The levels of service for the intersections
under each condition are listed in Table 4. 5-1.

Table 4.5-1
LOS Summary
= [ I B I
| | Peak | Level of Service I
{ Condftion | | | | [ | [ I
I | Hour | A | B8 | € | O | E | F |
I I . | I | I I I
I [ [ 7 ] T ] | I
| 1980 | a4 [ w0 | &4} 2 | v i - 1 - |
| I | I I I I ] I
| [T | i [ [ I I
1 Existing = M { 9 ’\ 2 ; 4 I - { 1 ! 1 {
| | { 1 | | | | |
: 1 M | 7 | 5 | 3 1 2 1 - 1 - {
| 2000 Nu11 | | T | 7|
| M | 4 | 3 6 | 3 | -
I | I L
I I B |
[ 2000 W/ | AM | 5 5 1 4 | P | 1 |
] | i | 1. | ! { |
I | ] I 1 1 |
| Project fm o] 31 11 s | & 2 | 21
i ] ] J [ I J I

The 2000 Null and With Project Conditions included the street improvements
previously mentioned in 3.17.3.

4.5.4 Parking

The 1980 condition 1s uncrowded. Due to projected development, the 2000 Base
Condition will be worse, but sti11 uncrowded.

The Metro Rail Project will provide 2,500 parking spaces, while increasing
parxing usage by 1,928. Because deveIopment 1s projected to intensify ad-
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jacent to the station and the developments are projected to provide less
parking supply per floor area, the 2000 With Project Condition will be at.
capacity.

Table 4.5-2

Parking Summary

|
I Number of Blocks
|

. — e — —

I | |

| ] | h

| Parking | Station | Station Overall | Parking W/Occupancy Rate

| | Parking | Parking | Occupancy | {=)Deficit | [

| Condition{ Supply I Usage Rate : {(+)Surplus [<0.80 ,0 .80-0,90] >0.90
I I I

| | | ] { [ |

| 1980 I I _ I I I I |

I Existing I 4,804 } 2,307 | 0.48 i +2,017 ; 25 ! 1 { 0
| — ] ] — T I ! |

| 2000 Null| 6,229 | 4,313 | 0.89 l +1,293 | 21 | 0 } 1
I I , o . |

| | ) | | I

| 2000 W/ | I | | I | |

} Project { 8,048 | 7,476 | 0.93 } =233 I 0 { 0 l 22

4.6 North Hollywood (Off-street tast of Lankershim/Commercial Core)
4.6.1 General Background

The North Hollywood Station would be located underground east of and parallel
to Lankershim Boulevard between Chandler Boulevard and Magnolia Boulevard.

The proposal included two parking structures with a total of 2,500 spaces, an
off-street bus facility and a kiss-n-ride lot. A1l parking fac111t1es located
between Chandler Boulevard and Magnolia Boulevard and west of Yineland Avenue,
would be accessed from Chandler Boulevard (south roadway), Vineland Avenue and
Magnolia Boulevard via Blakeslee Avenue and Weddington Street. The location
of the bus facilities was not known.

The land dse description around this proposed station {s identical to that
given in Section 4.5.1.

4.6.2 Traffic Yolumes
The information in this section is identical to that described in 4.5.2.

Volumes for selected locations near the North Hollywood Station are shown on
Figure 4.6-1.
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4.6.3 Intersection Analysis

As in Section 4.5:3, the same 17 intersections in the vicinity of the proposed
North Hollywood Station were evaluated (volume/capacity index calculated) for
the 1980, 2000 Null and 2000 With Project Conditions. The levels of Service
for these intersections under each condition are summarized below.

Table 4.6-1
LOS Summary
| [ | |
i | Peak | Level of Service |
| Condition | T T 1 ] ] |
| | Hour | A | B + €C | O V E | F i
| | I I | I |
[ I I [ | ] -
| 1980 | A | 10 | 4 | 2 | 1 | - 1 -]
| [ | J I I I |
| | I | i 1 ! [
I Existing 1 M I 9 1 2 } 4 I - I 1 l 1 }
J I | T I | | | I
I | ™M | 7 | s [ 3 [ 2 | - | = |
! | | ! i | I I I
| 2000 Null | P | ] | | | I
| | PM i 4 | 3 | 6 | 3 | 1 ] -
[ | I | | | I ! J
| [ | [ [ [ | | i
| 2000 W/ | ™ | 71 41 2 |1 |1 | 2|
I | _ | | I [ | o
| I ST [ I | | I
i Project l PM 1 3 } 2 I & I 4~ i - 1 2 I

The 2000 Base (Nu11) and With Project Conditions inciuded the street improve-
ments previously mentioned in 4.5.3.

Of the seventeen intersections evaluated, four were projected to have an in-
crease in their ¥/C index of 0.02 or more from the 2000 Base (Null) to the

2000 With Project Condition and alsc to have a 2000 With Project LOS of D or
worse. Of the remaining thirteen intersections, six would experience slight
increases in the Y/C indices, six are expected to experience slight decreases
in the V/C indices and one is expected to remain unchanged. More detafled
information is contained in the working papers and/or technical papers prepared
for WBS Tasks 18BAH1241, 1242 and 1243.

4-20



O 4.6.4 Parking

| The 1980 Condition is uncrowded. Due to projected dévelopment, the 2000 Base
: condition will be worse, but still uncrowded. The Metro Rail Project will
provide 2,500 parking spaces while increasing parking usage by 1,928. Because
development is projected to intensify adjacent té the station and the devel-
opments are projected to provide less parking supply per floor area, the 2000
I With Project Condition will be at capacity.

Table 4.6-2

Parking Summary

I I T | T i |

I | I I I | Number of 3locks |

| Parking | Station | Station | Overall | Parking | W/Occupancy Rats ;

l | Parking | Parking | Occupancy | {-)Deficit | ] ] ;

} Conditionl Supply { Usage } Rate I (+)}Surplus i<0.80 ,0.80-0.90I2>0.90 i

] . o i I

| ] ] ! | | [ ] i

| 1980 ] I I I | I [ |

I : Existing ; 4,804 | 2,307 : 0.48 } +2,017 ’ 5 1 1 ¢ |
I . - i ! !

J | | [ ' T | i 1 I

} 2000 NuII} 6,229 | 4,313 | 0.69 | +1,293 : 21 | 0 | 1 I

i | I [ I i

o ] I [ [ ! | I T I
| 2000 W/ | I I B I I f i

II Project |I 8,048 I| : 0.93 I| -233 ! 0 I 0 | 22
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CHAPTER 5 - VEHICLE MILES OF TRAVEL

One method of describing the overall regional impact of the Metro Rail Project
is to calculate the expected change in vehicle miles of travel (YMT) since
there is expected to be a mode shift from automobiles to rail. For the purpose
of this analysis, WMT for both the Metro Area network and the Regional Core
weré calculated for the 1980, 2000 Base (Null}, 2000 With Project (LPA) and
2000 With Project (MOS) Conditfions. The methodology utilized was describe in
Chapter 2 and in the working papers for Tasks 18BAH1141, 1142, and 1143.

Based on the output of URCAD Report 6, there were 14,185,000 miles of trave!
per weekday in the Regicnal Core area, while 28,325,000 miles of travel
occurred in the Metro Area network per weekday in 1980. For the 2000 Base
(Null) Condition the Regional Core and Metro Area network weekday VMT totails
became 17,826,000 and 35,254,000, respectively. This represents roughly & 25
percent increase in weekday WMT from 1980 to the 2000 Base (Null) Condition.

The methodology utilized for 1980 and 2000 Base (Null) YMT calculations was
modified for the With Project calculations. This procedure utilized the UROAD
Report 6 output and also an additional series of calculations to identify the
VMT associated with station auto access trips. The LPA {Option I/XII} weekday
WT was 17,654,000 and 35,035,000 for the Regional Core and Metro Area

Network, respectively.. For the MOS (Option VII)} the weekday YMT was 17,686,000
and 35,071,000. A detailed breakdown of the YMT by area, facility type and
condition is provided in Table 5-1,

Table 5-1
YMT Summary-
Total Weekday (Daily) WMT (in Thousands)

Condition Freeway Arterial Local Total

REGIONAL CORE

1980 6,092 7,384 709 14,185

2000 Base (Null} 7,566 9,369 891 17,826
Background 7,526 9,138 877 17,54
Station Access 30. 78 6 113
TOTAL 7,500 9,216 X 17,654

MOS (Option VII)
Background 7,542 9,214 881 17,637
Station Access 16 30 2 49
TOTAL T58 5.4 ~ 883 17,888
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METRO AREA NETWORK

1980 13,882 13,027 1,416 28,325 "
2000 Base (Null) 17,086 16,405 1,763 35,254
LPA (Opt. I/XII) _ -
Background 17,049 15,99 1,739 34,779
Station Access 107 136 13 256
TOTAL 17,156 18,127 T, 752 35,035
MOS (Opt. YII)
Background 17,080 16,135 1,746 34,931
Station Access 69 64 7 140



CHAPTER 6 - TRAFFIC CIRCULATION - MITIGATION MEASURES
6.1 Background

It was assumed that by the year 2000, the arterial street system would inClude
certain capital improvements as a result of the implementation of the City's
five-year Capital Improvement Program (CIP), Community Redevelopment Agency
(CRA) projects and private development projects involving street widening.
Additional operational (TSM) improvements that would 1ikely be considered as
projected background traffic volumes are realized and implemented as part of
the Department. of Transportation's annual work program were 2]so considered.

The circulation conditions anticipated to occur with the coastruction of the
18.5 mile LPA with 17 stations were analyzed and those intersections expected
to be adversely impacted due to construction of the Metro Rail Project were
identified. This was accomplished through comparison of the results of the
2000 Base (Null) Condition V/C ratics with those of the 2000 With Project V/C
ratios. The criteria used to determine if an intersection is expected to be
adversely impacted are (1) the intersection would be anticipated to operate at
a level of service of £ or worse after completion of the Metro Rail Project
and (2) a volume/capacity index increase of two percent over the year 2000
Base (Null) Condition was expected.

6.2 Methodology
6§.2.1 Types of Mitigatfon Measures

The various mitigation measures considered for the intersections studied under
this task are 1isted below:

~ Increase approach capacity through installation of a parking restriction.
~ Restripe approach to provide an additional through lane and/or turn lane.
- Install left-turn restriction.

-~ Addition or revision of traffic signal phases to accomodate the projected
traffic pattern.

- Approach widening.

- Reversible lanes.
6.2.2 Selection of Mitigation Measures
Generally, the least restrictive measure which would completely mitigate the
anticfpated adverse fmpact was chosen, If there were no measure which would
completely mitigate an anticipated adverse impact, then that measure which

would most effectively improve the intersection level of service was
selected. More detailed fnformation on methodology is available {n Chapter 2.
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6.3 Summary of Results of Mitigation

Twenty-nine intersections were identified as being adversely impacted by
construction of the Metro Rail Project. The suggested mitigation measures for
these intersections are:

-

Alameda/Macy

Beverly/Gardner

Bluffsidg-Unjversal
Exit/Lankershim

Burbank/Lankershim/
Tujunga

Cahuenga/Hol1ywood

Cahuenga/Hol1ywood
Freeway Ramps-Regal

Cahuenga/Lankershim

Cahuenga/Sunset

Chandler/Lankershim
(south intersection)

Provide left turn channelization, three through
lanes in each direction and a northbound right-turn
lane on Alameda Street.

Widen Beverly Boulevard to provide three through
lanes and left-turn channelization in each direction.

Widen southbound Lankershim Boulevard north

of Bluffside Drive to provide a right-turn lane;
provide signal with Lankershim {@A) being given
every alternate phase and Bluffside (@B} and the
Universal Exit {#C) alternating between the
Lankershim phase (@A-@B-PA-@C); prohibit pedes-
trian crossing of the north 1eg, widen Bluffside to
provide two lanes each direction west of Lankershim
(two lanes westbound plus an eastbound left-turn-only
1ane)and an eastbound optional left-through-<right
lane).

Install eastbound right-turn-only and optional
right-turn lanes with associated parking
restrictions.

Install reversible lane on Cahuenga Boulevard; three
lanes southbound and two lanes northbound during the
morning peak period, two lanes southbound and three
lanes northbound during the evening peak period.
Prohibit left turns northbound and southbound during
the morning peak period (already prohibited in PM}.
Install AM and PM peak period parking restrictions
on both sides of Cahuenga.

Construct Bluffside bridge (new westerly
access) over the Hollywood Freeway.

Provide additional through lane eastbound on
Lankershim Boulevard; construct Bluffside bridge
(new westerly access).

No mitigation measure was suggested.

Widen eastbound approach to provide four lanes;
two left-turn-only lanes, an optional right-turn/
through lane and a right-turn- only lane.
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Chandler/Tujunga
{north intersection)

Crescent Heights/

Fountain

Fairfax/0lympic

Fairfax/San VYicente

Hollywood Freeway
0ff-Ramp-Universai/
Lankershim

[rolo/Eighth

Lankershim/North
Gate-P/R Access

Lankershim/Tour
Cantér

Macy/Mission
Macy/vignes

Widen southbound approach to provide a through
lane and a right-turn-only lane; install parking
restrictions southbound.

Restripe Crescent Heights Boulevard for three
through lanes with left-turn channelization in
each direction. Install peak- hour parking
restrictions southbound in the AM and northbound
in the PM.

Widen Fairfax Avenue south of Qlympic Boulevard to
provide three lanes northbound and two lanes with
full-time parking southbound. Install AM peak-
period parking restrictions northbound. Between
Nympic and San Vicente Boulevard, widen Fairfax
to provide three through lanes northbound plus two
through lanes and a right-turn-only lane
southbound.

South of San Yicente Boulevard, widen Fairfax
Avenue to provide three through lanes northbound
and two through plus a right-turn lane
southbound. North of San Vicente, install peak
period parking restrictions on both sides of
Fairfax and restripe Fairfax for thrée thrcugh
lanes in each direction.

Construct the Bluffside bridge (néw westerly
access) over the Hollywood Freeway; widen
Lankershim Boulevard to provide a southbound

right-turn lane.

Restripe Efghth .Street to provide east- and west-
bound left-turn pockets; install peak-hour parking
restr1§tions (westbound in the AM, eastbound in
the PM

Construct the Bluffside Br1dge (new westerly
access) ovér the Hollywood Freeway.

8ui1d Bluffside Bridge (new westerly access) over
the Hollywood Freeway; widen southbound approach

to provide two left-turn Tanes and three through

lanes.

No mitigation measure suggested.

Install right-turn lanes northbound, eastbound and
westhound. .
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Normandie/Wilshire

Normandie/Third
Normandie/Sixth
011ve/Fifth

Rami rez/Vignes-Santa
Ana Freewady Ramps

VYentura/VYineland

Vermont/Sixth
Virgil/Wilshire
Yirgil/Third

Virgil/Sixth

Prohibit northbound left turns during the PM peak
period.

No mitigation measure suggested.
No mitigation measure suggested.
No mitigation measure suggested.

Construct the entrance/exit to the proposed Metro
Rail Union Station parking facility to provide two
lanes in and three lanes out {left-turn-only,
optional left-turn and through, through and right-
turn); construct an island and restripe Vignes to
provide a protected right-turn lane into the
parking facility, a through-lane and a left-turn
Tane; restripe Ramirez to provide a right-turn-only
lane. a2 through-lane and a left-tirn lane; recon-
struct the island in the south leg (freeway ramps)
to provide a 250 + foot left-turn lane and two
through lanes northbound; install traffic signals
with a multi-phase fully actuated controller.

Contact the Bluffside bridge (new westerly access!)
over the Hollywood Freeway.

Install eastbound right-turn lane.
No mitigation measure suggested.

Restripe Virgil Avenue to provide three lanes
northbound and two lanes southbound. Install a PM
peak-period parking restriction on the east side
of virgil and a “No Stopping Any Time" restriction
on the west side of Virgil.

Widen Sixth Street to provide a 60-foot roadway
within existing right-of-way and stripe to provide
three through lanes westbound, two through lanes
eastbound with east- and westbound Teft-turn lanes.

More detailed information on the measures suggested above for each {ntersec-
tion may be found in the technical report prépared for WBS Task 18BAH1S.

The LOS and volume/capacity index numbers for the 2000 Base {Null), 2000 With
Project and Mitigated Conditions are 1isted in Appendix A.



CHAPTER 7 - TRAFFIC IMPACTS - CONSTRUCTION
7.1 Introduction

The following sections regarding traffic impacts during construction of the
Metro Rail 18-mile starter 1ine (LPA} and various options have been largely
extracted from the Preliminary Draft EIS/EIR for the project and the LADOT
Technical Report:, Traffic Control _Policies During Construction, Task 18BAHI4,
dated March, 1983. ST o

Two methods of construction will be used to build the starter system:
tunneling and cut and cover. Most of the rail line will be built using tunnel
construction technigues and al11 of the stations will be constructed using cut
and cover methods. Cut and cover construction of the 1ine will be used only
in 1imited sections of the &lignment and for special structures such as
crossovers, pocket tracks and ventilatfon shafts. Because of the disruptive
characteristics of the cut and cover process, it will be minimized for line
segments. There are some areas, however, where the underlying soil is not
suitable for conventional tunneling methods Therefore, cut and cover may be
preferred. '

7.2. Lire Construction

Tinnel 1ine construction has less impact on surrounding areas than the cut and
cover method since the street surface and utilities are not appreciably dis-
turbed and, as a result, there is less dust, noise and traffic disruption. A
tunnel staging area will be regquired at the starting point of each tunnel

drive for tunnel segment storage, loading facilities, construction equipment,

personnel facilities and offices. Excavated materials will be removed through
isolated construction shafts or at cut and cover excavations.

The boring machines for the tunnels will be driven from staging sites selected
to minimize disruption of streets and utilities. It is expected that the
tunneling effort will proceed at the same time at several points along the
aligmnent. The total time to complete the tunnel construction is estimated to

be three to three-and-one-half years for the LPA.

Excavated tunnel material {muck) will be transported from the tunnel faces to
areas where it can be raised to the surface by crane or hoist. The muck will
be loaded onto trucks for removal to the disposal site. The loading and
hauling of tunnel waste for the 18-mile 1ine will involve approximately
766,000 truckloads.

7.3 Station Construction

A1l Metro Rafl stations, pocket tracks, crossover tracks and vent shafts will
be built using cut and cover techniques. There are essentially four basic
operations 1n cut and cover construction. Cross-sectional illustrations of
these four phases are depicted in Figures 7.3-1 through 7.3-4.

Phase 1 of the opgration‘involvqs underpinning, building alterations and

sheeting, and decking. The second phase is excavation and bracing. The third
phase is structure installation followed by bracing removal. Phase 4, back-
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SIEETING MSTALLATION REDUGES WIOTH OF PEDESTIAN WALKWAY

PHASE 1

FIG, 7.3-1

Source: Draft “Report on Constructicn Methods -
Statfon Construction (WBS 14BAF), Part II,”
September 1982, prepared by DMIM/PBQD.
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STRUGTURE INETALLATION AND BRACING AND REMOVAL

Source:

BACKFLLING AND SUMPACE RESTORATION

PHASE 3 PHASE 4

FIG. 7.3-3 FIG. 7.3-4

Draft “Report on Construction Methods -
Station Construction (WBS 14BAF), Part II,*
September 1982, prepared by OMJM/PBQD.
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filling and restoration, completes the cut and cover operation. The illustra-
tions also depict how typical surface street traffic may operate on reduced
roadway width due to construction activity. It is estimated that the duration
of construction will be from 29 to 35 months.

Muck excavated from the station cut and cover operation will result in a
disposal rate of approximately eight truckloads per hour. Backfilling the
truckloads per day for each station. An additiona] 3,390 truckloads of con-
crete will be necessary for fabricating the station structures.

7.4 Impacts to Vehicular and Pedestrian Flow

The Metro Rail starter line will be routed through built-up urban areas. The
main adverse impact associated the Metro Rail construction, therefore, will be
the loss of vehicular and pedestrian mobility for the duration of the con-
struction period. Various types of construction equipment will be operating
at and below surface street level, which will interfere with normal traffic
operations. Heavy-duty vehicles de11ver1ng construction material and carrying
away excavated material will also impede the normal traffic flow.

Vehicular and pedestrian traffic impacts during construction will be identical
for all Metro Rail project alternatives along the alignment from Union Station

to the Fairfax (Curson)/Wilshire Statjon. The Hollywood and Valley area
station would not be affected by thé Option VII alternative, the Minimum
Operable Segment. Almost all of the adverse effects on traffic circulation
will be due to the cut and cover process. By comparison, tunnel construction
is expected to impact traffic flow very little. Thus, the following comments
are mainly concerned with cut and cover construction.

Some traffic lanes will be closed to vehicles for a short period of time while
other lanes will be closed to non-construction vehicles for the duration of
the project. However, it is understood that no streets will be closed
entirely to either vehicular or pedestrian traffic where station construction
occurs. To avoid a street closure, construction activity will be shifted from
one side of the street to the other in order to maintain some traffic flow.
There will be at least three shiftings of vehicular traffic flow patterns on
both the main street and contiguous cross streets. Generally,the greatest
impact on vehicular traffic will be on those streets which parallel the long
:xes of the stations, such as Hill Street, Wilshire Boulevard and Fairfax
venue.

The closure of traffic lanes, temporary or otherwise, will mean reduced street
capacity, likely resulting in traffic congestion along and near the construc-
tion corridor. Traffic disruptions will increase around pocket or crossover
tracks, currently proposed at Union Station, Alvarado/Wilshire, Vermont/
H11sh1re, La Brea/Wilshire, Fairfax (Curson)/Milshire, La Brea/Sunset, .
Hollywood/Cahuenga and the North Hollywood Stations. The disruption w111 also
vary depending on whether a station is built on or off-street. Currently the
Alvarado/Milshire, Vermont/Milshire, Beverly/Fairfax and Hollywood/Cahuenga
Stations would be located off-street.
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Directly impacted vehicylar traffic will probably divert to some extent to
other streets, which, in turn, will generally increase or cause congestion on
those streets., [nconvenience and delay will be encountered by motorists due
to more circuitous routes having to be used to reach their destinations.

Similarly, pedestrians will be incovenienced and delayed, especially in the
downtown area. Some sidewalks may be removed or substantially rediced in
width in order to provide sufficient area for the adjacent construction zone.
During this period pedestrians may have to divert to Other sidewalks, which
will Tikely require longer distances and more time to reach their destinations.

In order to quantify the effect of traffic diversion the number of lanes to be
available has been assumed for each station during the construction period.
The available lanes are based upon the area required for each construction
area. These minimimum requfrements woud be applicable during Phases 1 and 4
and parts of Phase 3 of cut and cover construction. They would be expected to
be increased for Phase 2 and portions of Phase 3 when more decking of the
excavation area is possible during peak traffic perfods. The resultant
diversion of vehicular traffic constrained by minimum traffic 12nes is shown
in Appendices B and C of the technical report for Task WBS 18BAH14.

Street capacity may be réduced by as much as 50 percent on streets parallel to
the long axis of the station and on intersecting streets during decking and
removal. As indicated in Appendices B and C, the construction impacts will be
most acutely felt in the CBD and the Wilshire Boulevard corridor where
statfons will be in areas of high auto, bus and pedestrian concentration. For
Wilshire Boulevard, the impact will be greater in the PM peak period than the
AM. Elsewhere, the fmpact will be significant around the La Brea/Sunset
Station and the Cahuenga/Hollywood Station, particularly in the PM peak period
along Sunset Boulevard and Cahuenga Boulevard.

Besides the diversion of traffic onto other streets, other problems can be
expected to occur due to the construction activity. In most station con-
struction areas, existing on-street parking will have to be eliminated, at
‘Teast on the primary street, in order to provide as much roadway width as
possible to accommodate vehicular flow and construction requirements. This
may result 1n the parking demand shifting to the surrounding neighborhood
where parking space may 2already be scarce and where residents may resent the
spillover. In addition, pedestrians would experience inconvenience and delay
at many locatfons due to the temporary loss or narrowing of sidewalks.

These are some of the more obvious adverse effects of the proposed construc-
tion. Other impacts can be anticipated. For example, in order to reduce or
eliminate the impediments to travel as much as possible on the streets
directly affected, left turns would be prohibited at most or 2ll intersections
in the construction zone. Similarly, bus stop locations and bus schedules
would 1ikely be changed on the routes obstructed by construction activity.

Bus stops may have to be removed or relocated temporarily to the far side of
the intersection or elsewhere. Parallel streets may have to be substituted if
ex{sting routes are unable to provide adequate service or if those routes
cannot accept the extended delays due to buses stopping. Also, curbside
deliveries and pick-ups probably would have to be eliminated on streets with
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constrained widths, at least during the normal daylight travel period.
Instead, delivery and pick-up operations would have to be handled on unob-
structed side streets and alleys.

With a reduced width on many of these streets and the shifing of temporary
lanes from side to side, traffic control devices will have to be relocated and
other temporary or supplementa1 devices may need to be installed. Ffor example,
traffic signal heads and mast arms may have to be relocated in order to provide
a satisfactory view of the signals from the modified traffic lanes. Loop
detectors for semi- or fully-actuated signals will 1ikely be inoperative,
requiring that the signals be reverted to fixed time operation; this could
result in less signal efficiency. Regulatory, warning or advisory signs will
also have to be removed, replaced or reinstalled as appropriate for the con-
struction conditions. Additional constriction signs will also be necessary.

Transitioning the traffic flow from street segments of full width to segments
of significantly reduced width may be confusing for many motorists. Bottle-
necks and queuing in the traffic stream could be expected even with advance
warnings to motorists and adequate lane tapers. Unevenness in roadway surface
between the temporary decking surface and the normal pavement may also cause a
slowdown in traffic flow.

Lastly, the addition of many heavy-duty vehicles delivering and hauling con-
struction materials at each station site will have a significant effect on
street capacity. Their large size, slow acceleration rates and large turning
radii make these vehicles incompatible with the mainstream surface street
traffic. Their continual presence in the traffic stream on 2 street already
reduced in width will be even more detrimental. Without properly designed
truck ramps leading to and from the excavation area, much more delay will be
experienced as these vehicles try to maneuver into place. To the extent
pos:ible. their operation should be scheduled for other than peak traffic flow
periods.

7.5 Conclusions

There will be significant impacts to the normal traffic flow on those streéts
nearest the construction zones, due essentially to a loss in street capac-
ity. Factors such as the presence of a large number of heavy-duty construc-
tion vehicles on these streets; constrained bus operations; narrow lane widths
and unusual detour configurat1ons. uneven or poor roadway surfaces; and
inefficient signal timing for construction conditions will also contribute to
the reduction in capacity.

To avoid using the streets most affected by construction, there will Tikely be
moderate to substantial diversion by motorists to parallel routes. The
diversion of traffic from such arterials as Wilshire Boulevard and Fairfax
Avenue to other streets will not only broaden the impact of the construction
activity but could also cause or worsen traffic congestion on the alternate
routes.

The construction-related impacts will be more acutely felt in the downhtown

area where three stations are proposed in a densely developed and further
developing environment. Many of the downtown streets are closely spaced
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together, have substandard roadway widths and experience relatively high auto,
bus and pedestrian volumes. The inconvenience to pedestrians due to the loss
of sidewalks for an extended period may, in fact, become a serious problem
downtown and a few other locations where pedestrian traffic is heavy.
Moreover, on-street parking can be expected to be eliminated in most or all
construction zones, which, in turn, could result in the parking demand over-
flowing over onto adjacent streets.

Other anticipated impacts would be to bus and taxi operations, goods delivery
and pick-up, one-way street operations, traffic signal operations, and pave-
ment markings and traffic control signs. These impacts may be mitigated by
proper planning and implementation. However, the larger problem of reduced
street capacity cannot be readily mitigated.

In conclusion, moderate to severe traffic congestion should be expected on the
primary street(s) parallel to the Metro Rail alignment and on many of the
major cross streets as well. Furthermore, additional interelated impacts,
such as to bus operations, goods movement and parking, are anticipated, The
major problem of traffic congestion can be partially mitigated and will have
to be accommodated by the public as miuch as possible.
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CHAPTER 8 - LADOP SPECIFIC PLAN ANALYSIS

This chapter has been included inasmuch as the City Transportation Department
did analyze various specific plan development proposals for the City Planning
Department (LADOP) under WBS Task 18BAH1143. This work resiulted in an addi-
tional layer of gengrateg,vehucle trips that was incorporated with the pre-
viously developed year 2000 With Project volumes. A volume/capacity analysis
of the specific plan alternatives was also performed and on- and off-street
parking was inventoried for the specific plan areas.

A working paper was prepared to describe the methodology used in determining
the specific plan volumes. The methodoliogy was rather compiicated and lengthy.
Rather than attempt a synopsis of the many steps involved, the working paper
is presented intact, except for the appendix and some minor reference changes,
in Section 8.1 of this chapter. The appendix, which contains the traffic flow
maps with specific plan traffic volumes, has not been included because of the
bulky nature of the foldout maps. These flow maps can be viewed.in the
Working Paper, "2000 With Project and Specific Plan Area Development Traffic
Volumes (ADT, Pk. Hr.)}, Task 18BAK1143, June 1983".

Section 8.2 of this chapter was extracted virtually unchanged from Chapter 5
of the Task 18BAH1243 Technical Report. It examines the traffic impact of the
increased or decreased traffic volumes projected at key intersections due to
the varifous specific plan development proposals.

Section 8.3 provides a summary of the existing on- and off-street parking dnd
usage at each station included in the Transit Corridor Specific Plan.

8.1 Traffic Volumes

Introduction

The primary purpose of WBS Task 18BAH1143, 2000 With Project Condition Traffic
volumes (ADT, Pk. Hr., VMT), was to project weekday average daily (ADT) and
peak -hour traffic volumes and vehicle miles of travel (VMT) in the year 2000
with the Metro Rafl System operating in the Regional Core. The projections
were made u$ing the UTPS (Urban Transportation Planning System) computer
program package developed and distributed by the Urban Mass Transportation
Administration and the Federal Highway Administration. The UTPS programs
enabled veéhicle trip assignments to be made from the 2000 vehicle trip table
provided by the SCRTD. The year 2000 trip table was based on the demographic
and land use data presented in the regional growth forecast known as SCAG
828. The SCAG B2B forecast showed moderately high growth in general in most
parts of the Regfonal Core.

A subordinate task under Task 18BAH1143 evolved when the Los Angeles

Department of City Planning (LADOP) requested the City Department of Trans-
portation to provide expanded traffic volume information. Due to the influence
of the Metro Rail 1{ine, LADOP envisioned increased development occurring near
each station as a consequence. In order to better control this anticipated
development and growth, LADOP will prepare an ordinance for development of
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“specific plan areas” around each station within the City of Los Angeles'
jurisdiction. Before the ordinance (Transit Corridor Specific Plan) could be
drafted, LADOP needed to know the traffic impact on the street system of
different growth alternatives for the specific plan areas.

LADOP identified three specific plan area development scenarios for the major-
ity of proposed stations along the inftial 18-mile alignment in the City of
Los Angeles. These three scenarios were generally categorized as “LOW, MEDIUM,
and HIGH", representing alternative levels of development projected to occur
betweer 1980 and 2000. The vehicle trips generated by these growth forecasts
were then combined with the year 2000 traffic volume flow maps to arrive at
modified year 2000 flow maps. These adjusted flow maps reflected the various
specific plan development alternatives as well as the implementation of the
Metro Rail and related mode-of-access trips.

This working paper documents the methodology used in developing the traffic
volume overlays for the LOW, MEDIUM and HIGH growth forecasts and in inte-
grating those volumes into fina1 map form. The methodology essentially

involved seven steps beginning with the maniial trip generation ca]cu]ation and
ending with the completion of the year 2000 Option I/XII with specific plan
overlay flow maps. The seven-step procedure can be more easily visualized in
the flow diagram on the next page, Figure 8.1-1.

Jverview

An important element to remember is the assumption that in most cases, one of
the three LADQP development scenarios was equivalent or very comparable to the
SCAG 828 growth forecast used in creating the 2000 vehicle trip table. This
correlation simplified the procedure inasmuch as one of the growth scenarios
could then be assumed to have already been analyzed under the year 2000 With
Project Condition. By and large, it was found that SCAG 82B corresponded to
the LADOP HIGH growth scenario. In a few instances, the correspondence was to
the MEDIUM or a LOW-MEDIUM forecast.

Twelve out of seventeen station areas were éxamined by LADOT in the specific
plan work. One of the remaining station areas (Santa Monica/Fairfax) was not
studied due to its locatfon in the County of Los Angeles.” The other four
station areas--First/Hi11, Fifth/Hi11, Seventh/Flower and North Hollywood--are
within redevelopment areas of the City and are being analyzed more. thoroughly
by Community Redevelopment Agency consultants.

It should be noted that the previously developed 2000 traffic volumes, with
and without the Metro Rail, were in each case based on the same SCAG 828 fore-
cast, with no change in the data to account for any implementation of a rail
transit 1ine. The only difference was that under the With Project Condition,
some vehicle trips were removed from the Without Project (Null) highway network
and converted to passenger boardings on the Metro Rail, as would seem logical.
However, this process was incorrectly assumed in the other growth scenarios
that were less or higher than the SCAG 828 forecast. No new consideration was
given to the potential increase or decrease in person trips diverted to the
rail mode under the other scenarios; that is, the same mode split ratio of
Metro Rafl trips to auto trips was inherently assumed to be constant, regard-
less of any changes in specific plan deveiopment. Unfortunately, there was
1insufficient timé to determine the proper mode spiit for each development
alternative.
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It is recognized that the methodology described in this paper is not exact or
highly rigorods. Perhaps better results could have been obtained had the
computer modeling process begun anew using the most current and correct data
for these situations. This would have been, however, an expensive and time-
consuming exercise and could not be attempted. St111 despite the unsophis-
ticated, manual nature of this methodology, the resu]ts were t1me1y and
reasonably accurate for the purposes of the Planning Department's request.

Methodology - Seven-Step Procedure

1. Manual Trip Generation Calculation

Three development scenarios contemplated by LADOP for census tracts within
the specific plan areas around each Metro Rail station were expressed as
relative changes in growth. Land use projections were made for the year
2000 relative to the year 1980 in terms of increased (or decreased) office
employment, retail and other empioyment and residential popuiation for
census tracts expected to experience growth specifically because of the
Metro Rail 1ine nearby. .

Trip generation manuals published by the Institute of Transportation
Engineers and by the San Diego Association of Governments and Caltrans
were researched for appropriate trip generation factors. Trip generation
factors were derived that were a “close fit" for application to the
proposed land uses. These factors were as follows: office employment,
3.7 trips per day/person; retail and other employment, 22.4 trips per
day/person; and residential (mu]tiple—fami]y) 1.76 trips per day/person.

These trip generation factors were multiplied against the appropriate land
use change projected for a particular census tract, resuiting in a change
in the number of daily trips anticipated in the 2000 compared to 1980.
This procedure was performed for the LOW, MEDIUM, and HIGH specific plan
forecasts for 12 station areas.

2. Computer Modeled Trips

Vehicle trips had been generated previously for the year 2000 by computer
modeling of SCAG 828 demographic and land use data. These trips were then
distributed, assigned and plotted using various computer programs, even-

ggg&]y resulting in the creation of traffic volume flow maps for the year

Theoretically, the number of vehicle trips generated by manual technigues
should agree fairly closely with the number generated under computer model-
ing for the same area and l1and uses. However, that did mot happen in this
case and there was some disparity in the results of the two methods. This
mdy be attributable to slightly different factors being used, the greater
ability of the computer to consider a variety of land uses as 1ntegrated
and interdependent generation sources rather than as independent “point”
sources, and/or the fact that manual technigques allow more specificity in
defining land use boundaries and in categoriZing proposed land uses.

Comparing the results of the two trip generation techniques for the same
census tracts and land uses, it was obvious that the number of manuaily
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calculated trips was generally higher than those generated by computer.
That is, the number of computer modeled trips accounting for the growth in
development between 1980 and 2000 was most often below the number of trips
generated manually for the same change in land use. A proportioning
technique (Step 3), therefore, was devised to equate the output of both
trip generation methods. '

To do that, a redetermindtion of the number of 1980 and 2000 ¢computer
modeled vehicle trips for the LADOP specifi¢ plan areas had to be first
accomplished. This was the most complicated procedure in the seven-step
methodology. No computer program had been run that readily identified the
number of trips generated according to the specific plan parameters. Some
work had been dane previously that determined year 2000 daily .auto trips
for certain census tracts around each station, assuming a 50/50 sharing of
trips generated by census tracts common to two adjacent stations. However,
that work became invalid when the boundaries of the specific plan areas
Cha?gEd and a more realistic assumption regarding the sharing of trips was
indfCated.

The procedure used in this methodoloqy can best be seen in the following
flow diagrams (Figures 8.1-2 - 8.1-5). Due to time constraints, no new
computer cutputs were produced. Instead, outputs from previously run
computer routines were reanalyzed to obtain the desired information. In
this way the 1980 and 2000 computer modeled trips for the applicable
specific plan areas were developed. This result was used in the next step
to proportion the trips manually generated in Step 1.

Proportioning of Trip Generation

Since all of the previous traffic flow map work was based on computer
modeling, computer modeled trips, rather than manually generated trips,
were considered the control factor. However, manually calculated trips
were used to proportion the change in computer modeled trips for the same
census tracts, that is, the difference between the computer modeled trips
for the year 2000 With Project Condition and the 1980 Base Condition.

This difference was assumed to be the traffic generated due to development
occurring in the 20-year span.

whichever growth forecast as identified by City Planning--LOW, MEDIIM or
HIGH--cOrresponded to SCAG 82B did not require any adjustment to the year
2000 Option I/XI! flow maps. The manually calculated trips for the two
remaining specific plan scenarios were proportioned at a census tract
level using a scale factor as deérived below. A scale factor was computed
for each specific plan area.

Scale Factor = (Year 2000 Option I computer modeled trips -
Year 1980 Base computer modeled trips) -
Year 2000 manually generated trips, where it was
assumed that the scale factor for the SCAG 828-
equivalent growth sCenario and the computer
modeled and manually generated trips were totals
for the specific plan area census tracts only.
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VLLWUWEr cu, aduc.

- Department of Transportation ) Revised: March 30, 1983
Transportation Engineering Givision )

Metro Rafl Section

METRO RAIL STATION OAILY AUTO TRIPS

STATION 1980! %Asﬂg_ SPTIoN 12 GPRloN vII
Unfon Station 42,292 2,624 46,366 2,386
2. First/HIM 28,158 38,328° 37,168 . 37,092
3. Fifth/HiN 95,720 124,888 119,622 119,484
4. Seventh/Flower 39,888 47,008 44,356 44,340
5. Alvarado/W{lshire 57,738 68,915 65,797 66,826
6. Vermont/Wilshire 115,738 156,541 151,055 152,018
7. Normandie/Nilshire 66,964 75,730 71,695 72,206
8. Western/Hilshire 52,171 60,556 60,295 60,875
9. Crenshaw/Nilshire 71,842 62,594 80,865 81,563
10. La Brea/Wilshire” 83,540 100,284 119,575 119,949
1. Fairfax (Curson)/Wilshire 73,095 110,277 110,395 111,484
12. Beverly/Fairfax 148,398 136,433 204,011
13. Santa Monica/Fairfax 57,610 65,063 62,864
14. Hollywood/Cahuenga” 131,110 12,913 171,215
15. Hollywood Bowl | 5,308 5,553 5,328
16A. Vineland/Ventura 20,012 22,001 21,249
168. Unfversal City 55,304 20,773 72,281
17. Lankershim/Chandler 38,996 41,509 40,370
18. Sunset/La Brea 59,882 69,963 68,304

Note: These figures do not include park-n-ride or kiss-n-ride trips to stations. The
2000 Base Condition does include October 1982 PBQAD revision. A1l year 2000
projections are based on SCAG 828 forecast.

* Stations around which Department of City Planning {dentified LOW, MEDIUM and HIGH
specific plan development projections for year 2000.

! From USQUEX "Station Trips 1979/1980°. Equal to "2 X" row totals. If zones
were shared between stations, then adjustment was made. If zones in specific plan

area were not included in USQUEX output, another adjustment was made.

2 Equal to surmation of all year 2000 Option I unshared trips, where unshared trips
were obtained from UFMTR, Columm 6, with adjustment for shared zones. (Previously,
these trips were obtained from USQUEX "Station Trips Optfon I Build”, equal to
“2 X" row total. 8-10 ) ‘
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Thus determined, the scale factor was multiplied against the manually cil-
culated trips for the year 2000, census tract by census tract, for the
L.OW, MEDIUM and HIGH forecasts. The scaled down trips for the development
scenario corresponding to SCAG 828 were then subtracted from the scaled
down trips for the other two scenarios on a census tract basis. This pro-
cedure yielded the adjusted trip differences between the proposed specific
plan forecasts and SCAG 828 (Option I/XII) for the year 2000. Once
assigned, these trip differénces were added to or subtracted from traffic
volumes for the 2000 With Project Condition.

Trip Distribution and Assignment Percentages

The percentage of trips distributed according to the north, south, east
and west directions for each station area were derived previously using
the USQUEX computer output for Option I. These distribution percentages
were used as a gufde in estimating the percentage of trips assigned to the
1inks in the arterial network for each census tract near a station.

For the purposes of simplification, only “straight ahead” vehicle movemerts
were onftted. These straight ahead trip assigrments were baséd on logic
and knowledge of the area. The assignments were brought only to the edge
of each census tract within the boundaries of the specific plan area.
Further inroads into the specific plan area were not considered essential
for the requirements of this task.

The trip assignment percentages were reversed and assumed to be valid for
the opposite direction. The numbers were entered on flow map street net-
works for convenience and use later.

ADT Overlays

The percentage trip assignments for each Census tract were multiplied
against the computer modeled trips apportioned to each census tract.
Dividing the result by two gave the directional ADT volume for that 1ink.
Where the same arterial 1ink was used to serve more than one census tract,
the specific plan ADT overlay volumes for that 1ink were combined after
the above percentage multiplication step had been completed.

This procedure was performed for those development scemarios not corres-
ponding to SCAG 828. Because of the tedious nature of this procedures,

the VISICALC cosputer program was used to reduce the effort required.

These volumss ware placed on the arterial network maps for later use in
determining the final volumes.

Peak Hour Overlays

To arrive at the AM and PM peak-hour overlay volumes, directional peak-hour
factors were calculated for each arterial 1ink within and contiguous to

the specific plan developmant areas. These factors were determined by

dividing the AM and PM peak-hour volumes by the ADT volumes for the year
2000 Base or Mull (Adjusted) Condition. These peak-hour factors were then
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applied to the overall specific plan ADT overlay volumes for each 1ink to
get the peak-hour overlay volumes. Again, the VISICALC program was used
for this procedure. The peak-hour volumes were also placed on the arterial
network maps for later use.

7. Final Flow Maps

Once the specific plan ADT and peak-hour overlay volumes were calculated
for the LOW, MEDIUM and/or HIGH growth forecasts, the last step was to
develop the set of final traffic volume flow maps. For the background
maps, the already completed year 2000 Option I/XII flow maps and were
either subtracted from or added to the underlying volumes, depending on
whether the specific plan scenario was less or greater than the SCAG 828
forecast. Of course, where the specific plan proposal corresponded to
SCAG 828, no changes were made to the Option I/XII maps. The additions
and subtractions were generally confined to the spec1f1c plan development
boundaries around each station.

8.2 Results of Evaluation -~ Specific Plan

The Los Angeles Department of Planning (LADOP) reviewed the impacts of three
different levels of development - low, medium and high - at thirteen Metro
Rail Station and developed demographic and land use data which was used by the
Los Angeles Department of Transportation (LADOT) to deve1op revised traffic
volume assignments near each station. Daily boardings, mode-of-arrival, plat-
form location and station access points, parking and kiss-n-ride fhc111ties
and bus bays were unchanged from the 2000 With Project Condition. Selected
intersections at the thirteen stations were evaluated for impacts under the
varfous levels of development. Levels of development were not projected by
LADOP for five stations since they are located 1n redevelopment areas (three
CBD stations and North Hollywood) and one is 1n the County of Los Angeles
(Santa Monica).

The results of the 1ntersect1on evaluation are presented on a station-by-
alignment to the statfon at Universal City. LADOP did not project specific
plan developments for the stations at 1st/H{11, 5th/Hi11, 7th/Flower, Santa
Monica/Fairfax and Chandler/Lankershim. No eva1uat10n was required at these
stations, except Santa Monica/Fairfax, which 1s located in Los Angeles County
and experienced some of the specific p1an traffic from adjacent stations.
IncTuded for each station is a table which contains the 2000 With Project
(Option I1/XI1) {ntersection LOS and V/C indices and the LOS and V/C indices
for the various levels of development. For this task report, intersections
with both a V/C index increase of 0.02 or more over the 2000 With Project
Condition and LOS of D-or-worse will be {dentified and discussed.

Union_station
Six intersections were evaluated in the vicinity of Union Station for HIGH

development only. One, Macy and Vignes Streets, showed an increase in the V/C
index of 0.02 1n both the AM and PM peak periods and a LOS of F. The V/C
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TABLE 8.2-1
SPECIFIC PLAM INTERSECTIONS - UNION STATION
INTERSECT ION 1st STREET Znd STREET
AM PM AM PM _AM PH

LOCATION CONDITION |LOS|INDEC [LOS| INDEX |LOS| INDEX |LOS|INDEX [LOS|INDEX |LOS | INDEX
Alameda/Macy OptionI X II{ E | .92 | F |1.09 .92 1.09 | . .92 1.09
2000 High | E | .93 | F [I.10 .93 T.10 =93, T.10
|
|
) I
OptionI X 11| A | .53 | B | .62 .54 Nt .53 .62 |
Alameda/Temple 2000 Hign A B3| B[ .62 + 93 .6 .53 .62 |
— - . i B - '}
s - DptionIAII| E | .99 [ C [ .77 . 99 LD . 99 T2 |
Macy /Mission Z000 High Ef.991 ¢ | ./8 .99 73 .99 72|
Optioni A L] 1.05 | F |1.10 1.14 1.10 . 86 1.10

Macy/Vignes Z000 Righ | F j1.07 | F [1.13 T.15 T.13 .04 T.1%
OptionlKIT| C | .79 | E | .36 i) .96 |. | .79 .90

N. Broadway/ '28'0‘6 High | C | .79 |k | .96 =9 .96 | | .79 .96
Sunset _ ' - ' i '
Dﬁtfanré 7] A | .09 .89 . 59 . 89 . 59 , 839

N. Main/ gh | B | .00 E | .90 . DU . 90 50 . 90

Alpine-Yignes
8-13
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TABLE 8.2-2

SPECIFIC PLAN INTERSECTIONS - ALVARDO/WILSHIRE

INTERSECTION 1st STREET 2nd STREET

AM PM AM PM AM PM
LOCATION CONDITION {LOS|INDEX {LOS|INDEX {LOS|INDEX [LOS|{INDEX {LOS|INDEX |LOS | INDEX
Alvarado/Olympic  iOptionIXII| C { .78 | E | .95 .59 .70 .90 1.11
2000 Low | ¢ | ./8 1.8 ] .95 | | .59 . 08 90 | [L.11
Z000 Medium| C. | .79 | £ | .35 59 | .69 1.9 | 1.1
ZO00 High | ¢ ]| .79 | £ [ .35 6] | 71 ) S !
Optionl X 11 .73 | E R .90 ] .90
Alvarado/Wilshire |Z000 Low C | ./210 ] .89 70 . B9 Y 72 N
2000 Medium| ¢ | ./3 | D | .89 73 .39 73 .89
2000 High T .73 | E] .90 73 . 90 .13 . 90
OptionIXII| F (1.05 1.25 1.05 1.25 1. 05 .25
Alvarado/3rd E%D‘ﬁ Cow F j1.04 | F [1.24 .04 1.24 1.04 1.24
Z000 Medium| ¥ 11.08 | F 11.28 T.04 1.2% T.04 1.24
2000 Righ | F [T.05 | F 11.25 " 1T.05 T.2% T.05 | |1.25
— OptionI XTI B | .60 ] £ | .92 50 1 .98 | | .e0 | .3
Hoover/Wilshire 00 Low K| .5610 | .88 1 .55 . B8 .55 . 88
2000 Medium| B | .60 | E | .94 .60 | | .94 .60 1 .94
gh B! .68 | F [1.080 | .08 | |1.04 .08 1.0%
OptionIX11| B [ .69 | C | ./8 , 69 .78 . 69 .78
Union/Wilshire Z000 Low BJ.09[C | ./8 1] .78 . 69 .78
2000 Medfum[ B | .69 [ C | .78 .00 .78 il .78
2000 Hignh B| .60 | C | ./8 . 69 . 78 .69 N

8-14




increase in the AM is due to increased volume eastbound on Macy Street. The
remaining five intersections were projected to experience no change or an
increase of less ‘than 0.02, as shown in Table 8.2-1.

Alvarado and Wilshire Station

Five intersections in the vicinity of the Alvaradc and Wilshire Station were
evaluated for LOW, MEDIUM and HIGH development. None of the intersections
showed an increase in the Y/C index under LOW or MEDIUM development. One
intersection, Hoover Street and Wilshire Béulevard, increased 0.10 from 0.94
to 1.04 changed in LOS from £ to F in the PM peak per"lod under HIGH develop-
ment. The increase is due almost entirely to a 20 percent increase in east-
bound volume on Wilshire Boulevard. There was a similar fncrease during the
AM peak hour; however, the LOS remained at B. The results of the evaluation
for this station are shown in Table 8.2-2.

Wilshire and Vermont Station

Five intersections in the vicinity of the Yermont and Wilshire Station were
evaluated for LOW, MEDIUM and HIGH development. A1l of the intersections
showed a decrease in V/C indices when compared to the 2000 With Project
Condition under LOW development. The VYermont/Wilshire and VYermont/Sixth inter-
sections showed an increase of 0.02 and LOS of £ and F, respectively, in the
AM peak period with MEDIUM development, the former intersection due to an
‘increase in westbound volume on Wilshire Boulevard and latter due to increases
northbound and southbound on Vermont. Avenue.

Under HIGH development, all five intersections increased at least 0.04 and,
except for Virgll Avenue and Wilishire Boulevard in the AM peak hour, had LOS
of E or F in both peak hours. The four intersections at Vermont Avenue, from
Third Street to Olympic Boulevard, were most affected by volume {ncreases on
Yermont Avenue, while at Virgil Avenue and Wilshire Boulevard, the increase in
the PM was most affected by a 21 percent volume increase on westbound Wilshire
Boulevard.

Intersection LOS and V/C index results for the three level of development and
Option I/XII are shown in Table 8.2-3.

Normandie and Wilshire Station

For this station, three intersections were evalyated for LOW, MEDIUM and HIGH
development. Under the LOW and MEDIUM levels of deve1omnt, the Y/C indices
were eitheir less than or the same as for Op