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SECTION IV
ENVIRONMENTAL [MPACT ANALYSIS

OVERVIEW

The ADP EIR is both a project EIR and a Program EIR. A Project EIR examines the environmeatal
effects of a specific development program. A Program EIR examines actions related to one large
project such as a specific plan.

A specific developmeat program has been planned for Phase I and therefore, 1s being analyzed as a
project ETR. The Buildout Phase is the completion or buildout of the Alameda District Plan. This
phase allows for a cornprehensive consideration of the reasonably anticipated scope of the project and
will serve as the base document, should any future environmental review be necessary for
development of the future projects. Therefore, the Buildout Phase is being analyzed as a Program
EIR.

EIR FORMAT

The format of the Environmental Impact Analysis sectioa of this EIR has been developed to logicaily
take the reader through the various aspects of the analysis. The components of this section afe as
follows;

. Environmental Setting
. Environmental Impact
- Threshold of Significance
- Phase I Impacts
- Buildout Phase Impacts
- Summary of Phase I Impacts
- Summary of Buildout Phase Ispacts

. Cumulative Impacts
. Mitigation Measures
- Phase |
Buildout Phase
. Adverse Effects

Environmental Setting

This section describes the existing and historical environment of the project site and the vicinity of
the project site before the commencement of the project, from a local and a regional perspective.
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V. Environmental Impact Analvsis Overview

Environmenta! Impact

This section descnbes the project and focuses on the possible significant environmental impacts
associated with the project. Where appropriate, environmental uvopacts analyzed are separated into
Phase [ impacts and Buildout Phase impacts. The Phase I program is analyzed as a development
program with specific building locations, heights, massing footprints, and overall configuration within
the ADP. The Buildout Phase is analyzed as an overall plan reflecting the Specific Plan guidelines
and policies such as land use restrictions, height limits, and Floor Area Ratio (FAR) limits. In some
instances where Buildout Phase impacts do oot differ substantially from Phase I impacts, such as
Archeological Resources, Paleontological Resources, Geologic Hazards, Grading, and Risk-of-Upset,
a combined analysis is provided. Furthermore, many of the individual impact analyses are based on
technical studies that have been compiled in a Technical Studies Appendices. The Technical Studies
Appendices are on file with the Community Planning Bureau, City of Los Angeles Planning
Department, located at 221 South Figueroa Street, Suite 310, Los Angeles, California 90012.

To assist the reader, a subsection titled Threshold of Significance, is provided at the beginning of the
Environmental Impact section. The project is analyzed with respect 10 the stated threshold in order
to meake a specific finding of no impact, less than significant impact, or significant impact.

Following the environmental impact discussion is a subsection identified as a Summary of Impacts
(or Summary of Phase I impacts and Summary of Buildout Phase Impacts). Each impact is in
numerical sequence followed by the letter of the alphabet corresponding to the Environmental Impact
Section (e.g.. C.2 for Paleontological Resources). The specific impact identified corresponds to the
specific mitigation measure.

Cumulative Impacts

The cumularive impact analysis examines the possible impacts associated with other devélopment
actions in the vicinity of the ADP. This EIR utilizes two approaches to this analysis: 1) the Related
Projects List assembled as part of Section I, Environmental Setting which identifies specific
proposed projects; and 2) a comparison of the proposed project in relation to future baseline
conditions. Only the traffic analysis and those sections which specifically utilize the traffic data for
their analysis (Air Quality and Noise) use the second approach. This is explained in greater detail
in the respective Environmental Impact sections.

Mitigation Measures
As mentioned above, specific mitigation has been identified to comrespond directly to the specific

impact, A corresponding nurperical sequence is also used to tie specific impacts and mitigation
together.
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V. Environmental Impact Analysis Overview

The total square feet identified in Phase I is composed of individual buildings which may not go
forward simultaneously. As building permits are sought for individual components of Phase [, the
City shall review each component and determine which mitigations are required.

Adverse Effects
This section summarizes the environmental impact after implementation of the mitigation measures.
ENVIRONMENTAL EQUIVALENCY REVIEW PROCESS

Apy mitigation measure and timing thereof, subject to the approval of the City, which will have the
same or superor result and will have the same or superior effect on the environment may be
substituted for mitigation measures discussed here in.

The ADP contemplates a mixed use project of office, residential, retail, hotel, theater and
entertainment vses. While the Project/Program EIR analyzes a maximum eavelope consideration of
uses, with the highest impact component (office) constituting the majority of new space, the project
proponents conternplate that other uses permitted by the ADP may be substituted for office, if
appropriate, in the furure. Accordingly, to ensure that potential environmental impacts of any such
project modifications have been adequately analyzed, while at the same time providing flexibility, the
ADP Specific Plan incorporates an Equivalency Review Process. This review process fonmula
establishes an impact ratio, utilizing the proposed project as the base, to compare quantfiable
environmental impacts.

The equivalency review process assures that the maximum thresholds of environmental impact which
are analyzed, mitigated and addressed by this document are not exceeded. Modification to the
proposed project would require review and approval, supported by technical data as necessary, by. the
appropriate City departments. Modifications that exceed a threshold which is analyzed, mitigated and
addressed by this EIR would require additional environmental apalysis. This process will be regulated
by the ADP Specific Plan ordinance.
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SECTION IV.A
LAND USE

ENVIRONMENTAL SETTING
Existing Land Uses on the Project Site

The two properties of the ADP are briefly described helow and previously shown in Figure 3. The
reader is referred to Section [, Environmental Setting, for discussion and graphic depictions of
existing facilities on the project site.

The Union Station property contains the Los Angeles Union Station Passenger Terminal, the adjoining
Railway Express Agency (REA) Building and south ramp, a two-level parking structure, surface
parking, the train yard, rail plafforms, and trackage. The land east of the rail track to Vignes Street
is currently being excavated for the Gateway Center’s subterranean parking.

The Terminal Annéx property contains the Terminal Annex Building and related facilities, a parking
garage, and a Vehicle Maintenaace Facility. Currently, the upper two floors of the Annex are vacant,
but the bottom two floors contain some retail office and postal service operation space. Existing land
uses include surface parking, a Vehicle Maintenance Facility, Fire Station No. 4, and two small vacant
commercial buildings.

Land Use Policy and Regulatory Framework
The City of Los Angeles' Comprehensive General Plan, the first element of which was adopted in
June 1968, guides the land vse patterns for the 465 square mile area of the city. The City’s General

Plan is comprised of three componénts:

Citywide Elements

This component consists of those plans which provide long-range, Citywide policy direction on
specific topics, some of which are also mandated by State law, or concern special aceas that affect
the City as a whole (e.g., the Master Plans for Los Angeles International Airport and the Port of Los
Angeles). The Elements in this component of the General Plan include: Concept Los Angeles,
Citywide Plan; Air Quality; Highways and Freeways; Sewage and Refuse Disposal; Coaservation and
Open Space; Cultural and Historical Monuments; Bicycle; Noise; Public Libraries; Housing; Safety;
Seismic Safety; Police; Fire; Public Schools; Public Recreation; Water and Power Systems; and
Scenic Highways.
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Community/District Plans

There are 35 planning areas i the City of Los Angeles. Together they form the Land Use Element
of the City General Plan. While the plans focus on land use, they also provide circulation and public
services guidelines for their specific communities.

Specific Plans

These are the most micro in scale and the most specific components of the City General Plan. The
intent is to blend both the policy and implementation functions for anique neighborhoods within a
Community Plan area.

Existing Community Plan Policies

The ADP project site is located within the Central City North Community Planning area of the City
of Los Angeles. Land use and other general policies for this area are addressed in Central City North
Community Plan (CCNCP) of the City’s General Plan. This Plan was adopted by the City Council
in 1979, and amended in Januacy of 1988 as part of the General Plan Consistency Program (AB283).

The CCNCP provides guidetines for the development of laod vses and the provision of public services
and facilities, and is one of 35 such Community/District Plans in the City of Los Angeles. Key
objectives of this plan include:

u To coordinate the development of Central City North with that of Central City, other pars
of the City of Los Angeles, and the metropolitan area.

u To designate lands at appropriate locations for the various private uses and public facilities
in the quantities and at densities required to accommodate population and activities projected
to the year 1995S.

a To make provisions for housing as required to satisfy the varying needs and desires of all
persons who choose to reside in the Community, maximizing the opportunity for individual
choice.

= To encourage the preservation and enhancement of the vared and distinctive character of the

Community and its landmarks.
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n To promote economic well-being and public convenience through:

a. allocating and distributing cominercial lands for retail, service, and office facilities in
quantities and pattermns based on sound planning principles and standards.

b. designating land for industrial development that can be so used without substantial
detriment to adjacent uses of other types, and imposing restriction on the types and
intensities of industrial uses as are necessary to this purpose.

C. reinforcing viable functions and facilitating the renewal or rehabilitation of
deteriorated and under-utilized areas.

. To provide a basis for the location and programming of public services and utilities and to
coordinate the phasing of public facilities with private development.

. To encourage a balanced circulation system coordinated with planned land uses and densities
that can accommodate anticipated travel demands.

[ To strongly encourage open space for recreational uses, and to promote the preservation of
views, natural character and topography of the Community for the enjoyment of both local
restdents and persons throughout the Los Angeles region.

. To establish an atmosphere of cooperation and participation among businesses, citizen groups
and public agencies in the implementation of the Plan.

- To provide local job oppormunities for inner-city residents.
. To upgrade and stabilize existing industrial uses.

n To provide opportunities for industrial firms to locate their operations in an aftractive, safe
and economically sound environment, and convenient to transpontation facilities.

The project site is located within the Government Support Area designation of the Community Plan.
The major purpose of the Government Support Area is the “additional development of govemment
facilities in this area...This area includes the Union Station area which is proposed to bé redeveloped
to accommodate tounst-oriented commercial and cultural facilites, and a transpo}tation center
combining a wide variety of rail and bus service.”
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The Cormununity Plan also recomrmends that Specific Plans be undertaken for the Union Station area
as well as for Chinatown and Little Tokyo. The ADP will coordinate intended land vse patterns,
connections, and compatibility of uses with these areas as part of its overall land use program.

Existing General Plan Designations on the Project Site

The project site is designated as Heavy Industrial and Parking uses by the CCNCP. The CCNCP
designation for Heavy Industnal uses has corresponding pemnitted zoues of M3 and P. Union Station
js identified by the Plan as a Cultural/Historical site. The Plan also identifies a fire station on the
northwestern corner of the Terminal Annex site, the current location of City of Los Angeles Fire
Station No. 4. Additionally, the Plan labels the southeastern portion of the ADP site as the location
for a possible transportation center. Existing Union Station trackage on-site and the San Bernardino
(El Monte) busway bordering the site on the south are also shown by the Plan.

Existing Project Site Zoning

Both the Union Station and Terminal Annex properties are currently zoned [Q] M3-1 (see Figure 9).
The M3 zone permits the development of heavy industrial uses. A Height District No. | designation
permits a floor area ratio of 1.5 times the buildable area of the tot. The {Q) conditions applicable 1o
both properties ate as follows:

. A new footnote was added to the Central City North Community Plan map to read as follows:
"For properties designated on zoning maps as Height District No. | (or its equivaléar),
development exceeding a floor area ratio of 1.5:1 up to 3:1 may be permitted through a zoné
change/height district change procédure, including an environmental clearance.”

. The property shall be limited to: 1) government uses; 2) transportation vses including bus or
railway stations, trapsit facilities, railroad yards, and parking facilities; and 3) other uses
which were in existence on the property on the effective date of the ordinance and accessory
uses established thereafter,

Planning Designations and Land Uses for Neighboring Properties

The following describes the community/district plan designations and land uses of the properties
which are adjacent to the project site.

North of Sunset Boulevard and west of Alameda Street, across from the project site, is the Chinatown
community. The portion of Chinatown closest to the project site is designated by the CCNCP for
Community Commeccial (corresponding perrnitted zoning of C2, P, PB) and includes such land uses
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as the Metro Plaza Hotel, stores, restaurants, a maintenance yard for the Los Angeles Department of
Transportation, an auto repayr shop, and parking facilities. Land designated as Comununity
Commercial is subject to Height District No. 2 restrictions or a corresponding Floor Area Ratio (FAR)
of 6:1.

Land uses surrounding the project site from the northeast (above Vignes Street) and continuing around
the eastern side of the project site along Vignes Street to the El Monte Busway are designated for
light Industrial uses by the CCNCP and zoned M3-1 or M2-1. Specific uses include the following:
the Fansteel Company Drop Forge structures (located north of Vignes Street and west of the Union
Station rail yard); two Los Angeles County jail facilities (one between Vignes Street and Bauchet
Street and the other between Bauchet and Cesar E. Chavez Avenue);, a maaufacturing facility, two
bail bood businesses, supplier facilities, an office building, and a retail warehouse (all located south
of Bauchet Street, west of Vignes Street, north of Clara Street and east of Avila Street); the Gateway
Center commercial office project (Related Project No. 15) currently under construction at the
southwest comer of Vignes and Cesar E. Chavez Avenues; the Piper Technical Center facility
(containing governmental facilities) between Cesar E. Chavez Avenue and Ramirez Street east of
Vignes Street; and a Denny’s restaurant at the intersection of Vignes and Ramirez Streets. The
designated properties in this area are subject to Height District No. 1 and have an allowable FAR of
1.5:1.

Land directly south of the project site is designated for open space and includes the El Monte Busway
and the Santa Ana Freeway. Land uses immediately south of the Santa Ana Freeway include
industrial properties, with a General Plan designation of Commercial Manufacturing and
corresponding zones of CM (Commercial Manufacturing) and P (Parking). Actual zoning for these
properties is either CM-1 or M3-1. The Civic Center and the Downtown Los Angeles Business
District are located to the southwest and are designated in the Central City Coramunity Plan as Civic
Center or Regional Center, with corresponding zones of C2 (Community Commercial), C4
{Neighborhood and Office Commercial), P, and PB (Parking Building).

Land uses west of Alameda Street are primarily commercial. El Pueblo de Los Angeles Historic
Monument, including the Olvera Street commercial/tourist complex, is located west of the Union
Station property across Alameda Street. This land area is within the Central City Community Plan
Area (adopted May 1974 and last revised in 1991) and is designated as open space, with
corresponding zones of CR and C1.5 (both Limited Commercial zones) and C4. Actval zoning for
these properties is either C4-1 or CR. Land uses west of the Terminal Annex property across
Alameda Street are primarily retail/commercial, with a General Plan designation of Community
Commercial and corresponding 20ning of C2, P and PB. True zoning for these properties is either
C2-2 or CM-2. Chinatown, also a historical/commercial area, is located two blocks west of the
project site. The properties in this area are subject to Height District No. | or No. 2, with
corresponding FAR limits of 1.5:1 or 6.0:1, respectively.
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Other Related Land Use Plans
The following discussion focuses on related land use plans/policies which could influence
development on the project site. All other related governmental policies/plans (such as those

formulated by the South Coast Air Quality Management District, Southern California Association of
Governiments, etc.) are discussed in the applicable sections of this EIR.

Dowantown Strategic Plan

The Los Angeles Downtown Strategic Plan (DSP) is a conceptual policy which was adopted by the
City Council in August 1994. The DSP seeks to establish a vision and plan of action to help guide
the city’s decisions in determining the future of Downtown growth and development over the next
25 years. The DSP proposes "program initiatives for economic growth and for social well-being, as
well as physical projects to create the settings capable of attracting new investments for jobs, housing,
tourism and entertainment, industry, and commerce."' While the DSP makes low density land use
suggestions for the ADP site which are not consistent with the proposed project, the ADP site is
outside the DSP’s plan area. [n adopting the DSP, the Council stated: "these strategies are
suggestions only, to be considered in future planning efforts, and that these strategies are in no way
intended to mandate or limit specific uses of property within the north, south, east or west areas
adjacent to the DSP area."?

Land Use/Transportation Policy

On November 2, 1993, the Los Angeles City Council adopted a Land Use/Transportation Policy to
address the integration of future growth and burgeoning transit development within the city over the
next 30 years. To that end, the City of Los Angeles and the LACMTA undertook a cooperative
planning effort to develop an integrated policy that addresses land use, transportation, aad air quality
issues related to the regiopal transportation system. One objective of the Land Use/Transportation
Policy is to encourage "Transit Oriented Districts (TOD)." TODs focus growth around transit stations
and increase land use intensity in transit station areas, where appropriate, to promote transit use and
discourage automobile dependence. Current and future Specific Plans are also identified as an
instrument to meet the Land Use/Transpoctation Policy’s objectives.

' Los Angeles Downtown Suategic Plan, November 1993,

?  Planning and Land Use Management Committee and Housing and Community Redevelopmeat

Committee Report, July 28, 1994,
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The Land Use/Transportation Policy identifies Union Station (and the Primary Influence Asea within
().25 miles) as an "Urban Complex." Urban Complexes are defined in the adopted policy as those
areas which bave experienced intensity of development and growth of economic opponuaity, and are
places where bus lines intersect or intermodal transfer of rail and bus transit occurs (therefore, they
are a form of TOD). Under the Urban Complex designation, the minimum desired FAR s 4.5:1.0,
and the maximum desired FAR is 10.0:1. The policy encourages a mixed-use, pedestrian friendly
environment and provides for residential densities ranging from a minimum of 40 dwelling units per
acre 10 60 dwelling units per acre.

Chinatown Redevelopment Project

On January 23, 1980, the City Council of Los Angeles passed an ordinance (Ordinance No. 153,365)
to redevelop the Chinatown neighborhood. The goals of this redevelopment project include the
following: to revitalize the area; to maintain the existing residential and commercial base and provide
new development opportunities 10 expand this base; to control growth in the area by guiding
development; to eliminate and prevent the spread of blight; to preserve the historic nature of the area;
10 preserve and promote the area's cultural character; and, to expand public space. Chinatown is
currently designated for residential and commercial uses. The redevelopment project intends to
enhance these land uses and accommodate future growth by providing more diversified housing,
comraercial establishments and jobs.

ENVIRONMENTAL IMPACT
Thresholds of Significance

A project will result in a sigaificant land use impact if it conflicts with adopted plans and goals of
the commuaity plan in which it is located or if it disrupts or divides the physical arrangement (termed
functional and physical compatibility) of an established community.

Proposed Project

The reader is referred to Section I, Project Description, for a detailed qualitative description and
quantitative presentation of the proposed project. Briefly, existing development on the 70.52 acre
project site totals 965,800 square feet of floor area, which consists of 731,600 square feet of space
on the Terminal Annex site and 234,200 square feet of space on the Union Station site. During Phase
I development, 93,500 square feet on the Union Station site and 187,900 square feet on the Terminal
Annex site will be demolished. Total demolition during Phase I will be 281,400 square feet on both
properties. Development during Phase I (including adaptive reuse and existing uses) would rotal
3,589,400 square feet. Net Phase 1 development totals 3,308,000 square feet.
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Buildout of the proposed project would result in 10,960,700 square feet of development (including
adaptive reuse and existing uses to remain) and dernolition of 410,100 square feet of existing
structures. Therefore, the net proposed development of the project site would total 10,550,600 square
feet.

Requoested Actions

In order to implerent the ADP development, the applicant is requesting the following primary land
use actions by the City of Los Angeles: 1) approval of a Specific Plan including accompanying
Zoning and Height District Changes: 2) General Plan Amendments; 3) possible Development
Agreements for both the Union Station and Terminal Annex ownerships; 4) Vesting Tract Maps; and,
5) conditional use permits for sale of alcoholic beverages. Additional incidental discretionary and
non-discretionary actions as listed in the Section U, Project Description also may be requested. The
impacts of any such actions are fully addressed by this EIR.

Specific Plan. The ADP is intended as a "Specific Plan" under the parlance of the City of Los
Angeles’ Zoning Code. Specifically, it is intended to provide the most rational approach to set forth

the guidelines and parameters for development of the region’s only current or planned transit “hub".

The ADP provides for the following:

" land vse designations, including “planning areas," sité-specific zoning and permitied densitles;
. development phasing, with related transportation infrastructure;
» height parameters and restrictions, with specific "maximums” for each planning area and

special emphasis on the protection of historic resources currently occupying the ADP site;

. urban design parameters, including open space and pedestrian access/transit integration
requirerneats for all development within the ADP area;

. local and regional transportation improvement requirements for each phase of development,
including transit, roadway, and Transportation Demand Management (TDM) measures; and

- parking provisions which will decrease the ratio of parking per [,000 square feet of building
area over the impleroentation of phases of development to ensure compatibility with high
transit usage and TDM measures consistent with the region’s transit "hub",
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Planning Areas. The ADP establishes three distinct “planning areas" for the purpose of providing
for development regulation, height controls and an articulation of required physical amenities into
appropriate areas within the Plan area so as to best utilize land area, protect and enhance existing
resources within the ADP, and minimize visual and physical impacts upon surrounding properties.

The three planning areas -- the Historic Area, the Mixed Use/Office Area, and the Transit Office
Core -- provide for specific uses and height parameters within each distinct area, as follows (Refer
to Table 12 for specific height restrictions by planning area):!

- Historic Area -- this area includes historic buildings and land uses such as the existng Union
Station Passenger Terminal and the Terminal Annex Post Office. Uses focus on government
office, adaptive reuse of existing historic space, retail, museum, entertainment and conference
center uses, and other uses provided by the ADP. Heights should not exceed 80 feet (6
stories),

» Mixed Use/Office Area -- This area provides tfor a mix of land uses complementary to the
overall planning objectives of massing development in and around the region’s transit hub.
Uses focus on both government and commecrcial office space, retail, hotel, entertainment uses,
provision for residential uses, conference center uses, and other uses provided by the ADP.
Heights in this area should not exceed 400 feet (30 stories).

» Transit Office Core -- This area provides for higher density massing of office and
commercial activities linked to the regional mass transit portal and transit plaza central 1o the
ADP site. Uses focus on government and commercial offices. retail uses, hotel, conference
center uses, entertaioment uses and other uses provided by the ADP. Height regularions
provide for buildings in this area to not exceed S00 feet (45 stories).

Zoning and Densiry. The City’s recently adopted Land Use/Transportation Policy calls out the Union
Station/Terminal Annex site (the ADP area) as an “Urban Complex”, with commercial development
noted for a Minimum Desirable FAR of 4.5 to 1, and a Maximum Permitted FAR of 10 to 1.
Residential densities of 40 to 60 dwelling units per acre are also set forth in the Policy guidance.

A zone change from [QIM3-1 to C2-2-D, with an average FAR of 4.0t0 | is proposed. The ADP’s
density averages approximately 4.0 to 1 over the roughly 70 acre site; however, as noted previously,
individual parcels will be permitted to be more dense than this “base” level of FAR. Specifically,
the ADP is a "unified development” area, as defined by Section 12.24C58 of the Los Angeles

' Souree of language: Alameda District Specific Plan
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Municipal Code (LAMC), with specific regulations relating to height, historic preservation, pedestrian
access, plazas and open spaces, and other public arenitiés. In order to achieve these amenities and
meet these regulations and conditions of development, massing of higher densities are permitted on
each individual parce], with the exception of those properties in the Historic Area where preservation
of these resources is of paramount importance. The ADP will permit the "by right” transfer of
density within the ADP, and within property ownership given the design and development of this Plan
as a "vnified development” program. A “cap” on development within the ADP will permit no more
than |1 million square feet of total development under the Plan,

It is intended that the average densities over each planning area increase further away from the
Historic Area. The highest planned density within the ADP (by planning area) is in the Traasit
Office Core. This area ts directly adjacent to the east portal of the Metro Rail system and adjacent
to the bus/transit plaza, and thus has the most direct connection to rail transit. The Mixed Use/Office
Area provides for the bulk of developroent in the ADP, however the area also contains more land
area, more pedestrian access areas, more plazas and open spaces, etc.

TABLE 12
HEIGHT RESTRICTIONS

Historic Area ) 80 6
Mixed-Use/Office 400 30
Transit Office Core 550 45

General Plan Amendments. General Plan Amendments to the Community Plan will be processed,
modifying the CCNCP to incorporate all the land use designations, zoning, development standards,
and conditions of development for the ADP area into the CCNCP map and text. The General Plan
Amendments will permit the establishment of a specific plan for the subject property as called for
in the existing Community Plan. The land use designation for the entire ADP site will be changed
from Heavy Industrial to Regional Center Commercial.

Ultimate developroent densities and configurations would be derived throngh adoption of the ADP
itself, along with review and consideration of the entitlements requested in connection with the
project. The maximum FAR would not exceed 4.0 over the entire project site.
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Development Agreements. Development Agreements for development of the Union Siation and
Terminal Anpéx properties may be sought by the project applicants. The Development Agreements
would be consistent with the Specific Plan program requiremeants.

Subdivision Approval. Vesting tract maps will be sought by the project applicants for the respective
properties. The subdivisions will set forth lot parameters for future development pads within the
ADP’s area and will be consistent with the proposed Specific Plan.

Project Consistency with Land Use Regulatory Framework

Total gross development (existing and proposed) under Phase I would result in an average FAR of
1.12:1, which is significantly below the existing and proposed zoning/height district limitations and
below the densities suggested as “minimums" and "maximums” for the Union Station/ADP site in the
City's Land Use/Transportation Policy. As such, this is considered a less than significant impact.
Upon decision maker approval of the ADP’s Zoning and Height District Changes, General Plan
Amendments, Development Agreements, and Vesting Tract Maps (as well as the respective associated
findings of consistency with the City’s Land Use/Transportation Policy), density impacts associated
with project Buildout are also considered to be a less than sigpificant impact. Without such
approvals, density impacts associated with this project would be considered significant because
Buildout of the project would exceed the maximum 3.0:1 FAR permitted by the existing community
plan designation of the site.

Consistency with the Central City North Community Plan (CCNCP)
As discussed below, the project, as proposed, would be consistent with applicable policies of the

CCNCP, including Specific Plan Policy 2, Public Transportation Policy 3, and Governmeat Support
Area Policy 3(e).
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Specific Plan Policy 2

The Community Plan’s "Specific Plan Policy 2" staces:

"[that a Specific Plan should be undertaken for] Union Station, a poction of the Government
Support area in the area generally bounded by Alameda Street, Vignes Street, Cesar E.
Chavez Avenue, the Los Angeles River and Ducommon Street”;

"[a Specific Plan for this area should consider a] proposed transportation center and
its approaches (vehicular and pedestrian) and relationship to the Piper Technical
Center and the potential commercial development south of the Santa Ana freeway”,
and,

“[Additional consideration should be given to the] relationship of the possible tourist
oriented commercial and cultural facilities on the west side of the Pueblo de Los
Angeles.”

Public Transportation Policy 3

Key to the ADP is the creation and enhancement of a regional transportation center. The
transportation plan (included as part of the ADP) integrates both regional commuter transit and local
circulator transit opportunities along with a coordinated transportation demand managerent program
to minimize automobile use. (See Section I'V.D, Traffic, Parking, and Access). Additionally, the
inclusion of office uses at the region’s only existing and planned transportation hub would reduce
automobile trips and vehicle miles traveled (VMT), thereby relieving congestion and improving air
quality. This is consistent with CCNCP Public Transportation Policy 3, which states that:

"Union Station is an under-utilized facility that provides intercity rail services. The
[Community] Plan proposes that these passenger railroad operations and a variety of
other rail and bus systems be housed in a reduced portion of the station and at other
locations in proximity to platforms and portals so in that they may be coordinated.
with other transportation centers."

Government Support Neighborhood Policy 3 (e)

The range of land uses proposed under the ADP, including 3,242,000 square feet of government
office space, is consistent with the goals and policies of the General Plan. Government facilities are
encouraged in the CCNCP. Specifically, the Community Plan identifies 2 Government Support
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Neighborhood that includes:

... the Union Station area, which is proposed to be redeveloped to accomumodate
tourist-oriented commercial, cultural facilities, and a transportation center combining
a wide variety of rail and bus servings. A broad pedestrian plaza is proposed to
connect the old Plaza with the Union Station Area."

Physical Land Use Compatibility

The physical compatibility of the project with its surrounding environs is based on an analysis of
proposed uses and improvements and their on- and off-site effects on traffic, parking, noise levels.
air quality, shade/shadow, light and glare, and aestbetics. These effects are discussed in their
respective sections of this EIR. Project approvals will incorporate development standards and design
guidelines of the Specific Plan. Therefore, development will have no significant impact in terms of
physical compatibility otber than those addressed in other sections of this EIR.

Functional Land Use Compatibility

A determination of the project’s functional compatibility with surrounding land uses can also be used
to determine if significant adverse land use impacts would occur as a result of a proposed project.
Fuactional compatibility is defined herein as folows:

“the capacity for adjacent, yet dissimilar land uses t0 maintain and provide services,
amenities, and/or environmental quality assoctated with such uses. Adverse functional
compatibility impacts may be generated when a proposed project hinders the
functional parterns of use and relationships associated with existing land uses; patterns
of use relate to the interaction and movement of people, goods, and/or information."

The commercial office, government office, residential, retail, entertainment and museum components
of the project are considered functionally cornpatible with the existing uses both on- and off-site, and
would both perpetuate and expand on-site uses. The pedestrian-oriented design of the project would
encourage walking and provide direct connections with transit facilities at Union Station and access
to Terminal Annex and off-site businesses such as retail stores and restaurants at Olvera Street and
Chinatown. In addition, the office component of the project would provide economic benefits to
surrounding off-site businesses. The proposed museum is also functionally compatible with the many
historical amractions in and around the project site, and the proposed government offices are
compatible with the Gateway Center project, which is a govemment complex. The hotel space within
the project site will also attract tourists interested in the surrounding historic areas of Olvera Street
and El Pueblo Plaza.
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Implementation of the proposed project would, therefore, be considered functionally compatible with
the surrounding uses in the area, since public services, environmental quality, and existing parnerns
of use would be maintained (and in certain instances enhanced).

Summary of Phase | Impacts

Impact A.l

Impact A2

Implementation of the project will require approval of a Specific Plan (including
accompanying zoning and height district changes), General Plan amendments, possible
developroent agreements for both the Terminal Annex and Union Station ownerships,
vesting tract maps, and other incidental discretionary actions. These actions will
incorporate development standards and design guidelines. Phase [ development must
be consistent with the Specific Plan and, therefore, will have no significant impact on
applicable land use plans and policies.

Land vuse compatibility is primarily determined by the sensitivity of one land use to
the characteristics associated with another land vse (i.e., activity. notse, density, and
appearance). Therefore, other sections of this EIR which aralyze these environmental
changes are relevant to the analysis of land use compatibility. Project approvals will
incorporate development standards and design guidelines of the Specific Plan; and,
therefore, Phase I development will have no significant impacts in terms of functional
or physical compatibility with the surrounding community, other than those addressed
in other sections of this EIR.

Summary of Buildout Phase Impacts

Impact A3

Implementation of the ADP will require approval of a Specific Plan (including
accompanying zoning and height district changes), General Plan amendments, possible
development agreements for both the Terminal Annex and Union Station ownerships.
vesting tract maps and other incidental discretionary actions. These actions will
incorporate development standards and design guidelines,  Buildout Phase
development must be copsisteat with the Specific Plan; and, therefore, Buildout Phase
development will have no significant impact on applicable land use pians and policies.
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tmpact A.4  Land use compatibility is primarily determined by the sensitivity of one land use to
the characteristics associated with another land use (i.e., activity, noise, density, and
appearance). Therefore, other sections of this EIR which analyze these environmental
changes are relevant to the analysis of langd use compatibility. Project approvals will
incorporate development standards and design guidelines of the Specific Plan; and,
therefore, Buildout Phase development will have no significant impacts in termns of
functional or physical compatibility with the surrounding community, other than those
addressed in other sections of this EIR.

CUMULATIVE IMPACT

A total of 56 known or identified related projects are proposed for the project area. Total related
development includes 19,260,173 square feet of commercial office space, 2,052,333 square feet of
retail uses, 5,641 residential units, 5,622 hotel rooms, and other uses totalling in excess of 2.8 million
square feet. Although some of the related projects identified tn Section I may request General Plan
Amendments, Zone Changes, Variances, Conditional Use Pecmits, Tract Map approvals, or other
discretionary land use actions, the merits of each project would be considered on a case-by-case basis.
Increased development densities from these projects would generate secondary cumulative impacts
with respect to air quality, noise, traffic, utilities, and public services. These impacts are discussed
in their respective sections of this EIR. The project itself does not generate a significant adverse
impact on land vse. Together with the related projects identified in this EIR, no cumulative adverse
impacts on land vse are identified.

MITIGATION MEASURES
Phase |

Al No mitigation is recommended, as the Specific Plan is expected to result in a
beneficial effect through implementation of programmed improvements. Oa an
ongoing basis, the City will review building plans for consistency with the Specific
Plan.

A2 Mitigation measures B.1 through M.4.5, as identified in the othér sections of this EIR.
No additional mitigation is recommended, as the ADP is expected to result in a
beneficial effect through implementation of programumed improvements. On an
ongoing basis, the City will review building plans for consistency with the ADP.
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Buildout Phase

A3 No mitigation is recomnmended. as the ADP is expected to result in 2 beneficial effect
through implementation of programmed improveipents. On an ongoing basis, the City
will review building plans for consistency with the ADP.

A4 Mitigation measures B.[ through M.4.5, as identified in the other sections of this EIR.
No additional mitigation is recommended, as the ADP is expected to result in a
beneficial effect through implementation of programmed improvements. On an
ongoing basis, the City will review building plans for consistency with the ADP.

ADVERSE EFFECTS
Limplementation of the proposed mitigation measures as described above, ensuring that compatibility

is maintained and that the goals of the Community Plan and Specific Plan are achieved, will ensure
that the project impacts are less than significant.
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SECTION IV.B
AESTHETICS

This examination of the aesthetic setting and impacts of the proposed project is based upon an
evaluation of two categories of aesthetic values: 1) visual character and; 2) viewsheds.

In assessing visual character, the first objective is to identify the types of features considered to be
inherent in the project site and surrounding locale, such as the prevailing land uses. The second
objective 1n assessing visual character is to identify other features that may be characteristic of the
affected setting. Architectural styles, for example, might be defining attributes of a particular area.

Viewsheds refer to the visual qualities of a geographical area. The geographical area is defined by
the horizon, topography, and other natural features that give an area its visual boundary and context,
or by any man-made improvéments that have become the prominent visual components of an area.
Viewshed impacts are typically characterized by the loss and/or obstruction of existing scenic vistas
or other significant views in the area of the site which are available to the general public. For the
purposes of this analysis, views are categorized into natural or man-made, and distance from the
observer is categorized into foreground, middleground, and background. Viewshed analyses are also
based upon relative visibility with regard to viewing location. Views treated within this analysis
assume fair-weather conditions.

ENVIRONMENTAL SETTING
Visual Character

The project site is characterized by low- and mid-nse developments built at low densities, along with
large surface parking lots. Specifically, the Terminal Annex property contains several structuces and
surface parking. The Terminal Annex Building (4 stories/60 feet, with two 125-foot domed towers)
is located on the southero portion of the property. Other structures are located along the westem and
southern boundaries of the property. The parking garage on the property (2 stories/25 feet) contains
up to 1,000 spaces and is located along the Alameda Street/North Main Street western frontage. The
Vehicle Maintenance Facility (2 stories/25 feet) is located adjacent to the parking structure along the
North Main Street frontage. The City of Los Angeles Fire Station No. 4 (2 stories/35 feet) is located
in the northwestern comer of the Terminal Annex property. One- and two-story commercial buildings
(15 and 25 feet above grade, respectively) are located in the northwest comer of the property. The
remaining areas on the property are vused for surface parking.
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The western portion of the Union Station property is occupied by the Union Station Passenger
Terminal (1 story/70 feet) and baggage handling facilities (2 stories/35 feet), with surface parking lots
located along the Alameda Street frootage. A two-level (25-foot) parking structure, containing 300
spaces, is located adjacent to the Union Station Passenger Terminal and REA Building along the
southern property boundary. The eastern portion of the Upion Station property is occupied by the
train yard, rail platforms, and trackage as previously shown in Figure 7. The Mission Tower building
(2 stories/40 feet) and an auto repair shop (1 story/20 feet) are located on the east side of the tracks
north of Cesar E. Chavez Avenue.

The visual character of the project site is defined primarily by historic and architectural features rather
than any dominant patural feature, As viewed from City Hall, the Civic Center, and the financjal
center of Los Angeles, the facades of Terminal Annex and Union Station mark the northeastern edge
of Downtown Los Angeles. The reader is referred to Section [V.C.3, Historic Resources, of this EIR
for a detailed examination and discussion of the architectural features of the existing improvements
on the project site. A summary of the architectural features is provided below.

Union Station

The station is comprised of a nuraber of components of irregular shape and height, supported at each
end by arcades and pavilions. The principal components are of reinforced concrete construction and
include: a high and arched entrance vestibule, the ticket concourse waiting area, and a clock tower
which rises 10 a height of 125 feet surmounted by a Moorish finial. To the north of these main
components is a two-story office unit, faced by a lower arcade, and bordered on the north by an
ornamental driveway arch and a continuation of the arcade which terminates in a low peaked roof
pavilion about 375 feet north of the main station entrance. Immediately to the south of the main
building is a similar arcade known as the South Arcade. Eighty-three feet long and thinty-eight féet
high, the South Arcade forms a covered promenade thisty-three feet wide linking the main building
to an attractive restaurant unit. The restaurant is two stories high and comparable in appearance with
the two story office unit immediately north of the ticket concourse. The South Arcade crosses a
driveway into the rear station grounds.

The reain facade of the station, with its stepped roof lines, irregular setbacks, and prominent arcades
on eitber side of the center, extends continuously along Alameda Street between Cesar E. Chavez
Avenue and Aliso Street. Union Station is designed in the two architectural styles that were popular
toward the end of the great age of railroad station design - Spanish Colonial Revival and Moderne.
Character-defining features of the Spanish Colonial Revival style are its use of smooth unadorned
plaster walls, red tile roofs, glazed tile, and wrought iron decoration. Modeme elements are evident
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in stylized geometric motifs for decoration, lighting, massing, and proportion. The main architectural
focus of the station complex is the passenger station itself. Character-defining features and spaces
of the terminal are described in Section IV.C.3 of this EIR.

Other ancillary structures existing on the Union Station site are the REA Building, the terminal tower,
and the car repair facility. Surface and structure parking lots, passenger platforms, and trackage are
other uses that occupy the property. A more detailed description of these ancillary structures is
included in Section [, Environmental Sefting.

Terminal Annex

Terminal Annex is a four story, poured-in-place reinforced concrete structure which is an eclectic
combination of Spanish Colonial Revival, Mission, and Pueblo architectural stylistic influences. Its
pimary interior spaces and fixtures reveal the influence of Beaux Arts classicism, popular in public
buildings at the turn of the century. In siting, massing, and layout, however, the building is
utilitarian, essentially a warehouse in form and function. The Terminal Annex Building was
originally conceived as a rectangular structure, with the west side of the rectangle containing the two
primary entries with bronze door frames, decorative eagles, and hanging lanterns. The formality of
the primary facade is enhanced by a landscaped forecoutt which results in the building being set back
160 feet from Alameda Street, the main entrance. This facade is distinguished by two domed, tiled
towers and monumental, arched windows which mark both comers of the west elevation. The two
domed towers, with zigzagging bands of yellow and blue tile, cap the structure. The towers are
recessed slightly from the third floor comice line of the building and are reminiscent of the bell
towers often found on Spanish Colonial Revival and Misston style structures.

Other structures and uses on the Terminal Annex property include the [960s extension, surface and
structured parking, a Vehicle Maintenance Facility, a two-story commercial building, and a one-story
commercial building. City of Los Angeles Fire Station No. 4, which is fully operational, is located
in the northwestem portion of the property. The fire station is proposed for acquisition and relocation
as part of Buildout Phase development. With the exception of the ground floors of the Terminal
Annex Building, the fire station and the parking structure, all of these buildings are vacant. A rore
detailed description of these structures s included in Section I, Envirormental Setting.
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Off-Site Visual Character

The visual character of the surrounding locale is defined by the high-rise buildings comprising the
downtown and Civic Center areas to the southeast; the light industrial and commercial buildings to
the north and east; and the historically significant El Pueblo de Los Angeles Historic Monument
(Olvera Street) to the west.

Figures 8 and 9 in Section [I of this EIR provide aerial perspectives of the project locale, with the
project site in the middleground. Figure 8 shows the aerial view looking east (from Los Angeles City
Hall), while Figure 9 shows the panoramic perspective looking séuth (from Chinatown).

In general, with the exception of the Gateway Center commercial office project immediately east of
the project site (Related Project No. 15, under construction), land uses adjacent to the project site
consist predominately of low-nse retail, commercial, industrial, and public facility structures as
discussed further below.

North of Sunset Boulevard and west of Alarmeda Street (across from the project site) is the Chinatown
community. The portion of Chinatown closest to the project site includes such [and uses as the Metro
Plaza Hotel, stores, restaurants, a maintenance yard for the Los Angeles Department of Transportation,
an auto repair shop, and parking facilities.

Land uses surrounding the project site from the northeast (above Vignes Street) and continuing around
the eastern side of the project site along Vignes Street to the El Monte Busway consist of a mixed
patchwork of older industrial uses and maintenance yards, newer governmental facilities. and
abandoned parcels. These include the following: the Fansteel Company Drop Forge structures
(located north of Vignes Street and west of the Union Station rail yard); two Los Angeles County jail
facilities ranging in heights from vacant single story to seven stories (one between Vignes Street and
Bauchet Street and the other between Bauchet and Cesar E. Chavez Avenue); a manufacruring facility,
two bail bond businesses, supplier facilities, an office building, and a retail warehouse (all located
south of Bauchet Street, west of Vignes Street, north of Clara Street and east of Avila Street); the
Gateway Center commercial office project at the southwest comer of Vignes Street and Cesar E.
Chavez Avenue; the Piper Technical Center facility (containing governmental facilities) between Cesar
E. Chavez Avenue and Ramirez Street, east of Vignes Street; and a Denny’s restaurant at the
intersection of Vignes and Ramirez Street.
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Land usés directly south of the project site include the El Monte Busway and the Santa Ana Freeway.
Land uses immediately south of the Santa Ana Freeway include industrial properties, while the Civic
Center and the Downtown Los Angeles business district are located further to the southwest. Land
uses west of Alameda Street are primarily commercial and industrial. El Pueblo de Los Angeles
Historic Monument, including the Olvera Street commercial/tourist complex, is located west of the
Union Station property across Alameda Street, Land uses west of the Terminal Annex property
across Alameda Street are primnarnily retail and comynercial. Some residential uses are also located
further to the west and northwest, in Chinatown. These uses are generally characterized by low-rise
multi-family residential buildings, with the exception of the 12-story Cathay Manor elderly housing
facility located three blocks west of Cesar E. Chavez Avenue.

With the exception of Olvera Street and Chinatown, the visual character of the surrounding areas is
not defined by unique historic or architectural features. Rather, these areas are defined by their
distinct urban nature, their predominantly commercial and industrial context, and a lack of any
dominant natural features. Olvera Street, directly to the west of the Union Station property, is defined
by its historic and pedestrian orientation. It is part of the El Pueblo de Los Angeles which contains
27 historic buildings. Olvera Street and E] Pueblo de Los Angeles are important to the visual setting
of the project site as they provide a historically based linkage between on and off-site properties.
These historical elements stand in contrast to the commercial and industriat character of most of the
surrounding areas. This area is discussed in more detail in Section [V.C.3 of this EIR.

Viewsheds

Overall, the most prominent and impornant view of the project site is of the west elevations of the
Termipal Annex Building and the Union Station Passenger Terminal from Alameda Street. This
perspective is important since it provides uninterrupted views of the historic buildings that are the
most noteworthy visual features of the site. Other prominent views occur along North Main Street
and along the eastern approaches to the site from Cesar E. Chavez Avenue and Ord Street. Available
views of the historic features of the site (the Union Station Passenger Terminal and clock tower, and
the Terminal Annex facade and domed towers) are important in assessing existing and future
viewshed impacts. Indirect views are also available from the Olvera Street area, west of the site.
Long-range pedestrian-level views of the site from the Civic Center area are partially obscuted by
foreground development. The areas most frequented by pedestrians in the project locale are along
the Alameda and North Maig Street frontages on the western edge of the project site, and in the
Olvera Street and Chinatown areas further 1o the west.
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Street-level views of the site are available along most of the surrounding surface streets in the area,
particularly along Alameda Street and Sunset Boulevard/Cesar E. Chavez Avenue to the west of the
project site. The viewshed analysis conducted herein includes viewing locations from four vantage
points, where the foreground, middleground, and background views are distinct and different. Figure
12 shows the locations of a vanety of perspectives looking towards the project site, Photographs
from pedestrian level locations are provided in Figures 13 through 16.

Figure 13 shows the site from the intersection of Alameda and Los Angeles Streets looking southeast,
at a distance of approximately 90 feet from the project site. From this perspective, the westem
frontage of the Union Station property can be seen almost in its entirety, including the Union Station
Passenger Terminal, clock tower, and the parking structure,

Figure 14 shows the site from Alameda Street and Cesar E. Chavez Avenue looking northeast, at a
distance of approximately 90 feet from the project site. From this vantage poiat, the four-story
Terminal Annex Building can be prominently seen in the middleground, and the parking garage
(partially hidden by on-site trees) along the Alameda Street/North Main Street western frontage, is
shown in the background. A small portion of an off-site street maintenance yard can be seen in the
background between the Terminal Annex Building and the parking structure.

Figure 15 shows the site from Alameda Street north of Arcadia looking northeast, at a distance of
approximately 90 feet from the project site. The foreground and middleground perspectives are
dominated by the buildings comprising Union Station along the Alameda Street frontage, including
the Union Station Passenger Terminal, clock tower, and the parking structure. In the background to
the northeast, behind the Union Station parking structure, is the 26-story Gateway Center. Further
to the north, and also in the background is a less important view of the Terminal Annex Buildiag and
parking structure on the Terminal Annex property.

Figure 16 shows the site from the intersection of Alameda, North Main, and Ord Streets, looking to
the south at a distance of approximately 90 feet from the project site. From this vantage point, the
viewer can see the two-story parking garage on the Terminal Annex property located along the
Alameda Street/North Main Street western frontage in the foreground and middleground perspectives,
The two domed towers of the Terminal Annex Building can be seen behind the parking structure.
To the southeast, the 26-story Gateway Center Phase 1 is located in the background. To the south,
also in the background perspective, is the partially obscured Union Station Clock Tower. In addition,
several low- to mid-rise buildings immediately south of the Santa Ana Freeway can also be observed
in the background. Prominent or important views of the existing Terminal Annex Building and Union
Station Passenger Terminal are not available from this vantage

Alameda District Specific Plan EIR 186
CPC No. 93-0442(SP)



ALAMEDA DISTRICT SPECIFIC PLAN EIR

P
T:f Story Commurcial

&

Alameds Sucel

-

*Project and Specinic Pian area includes ralirond — US 101 Freeway
Parking

I
right-of-way axiending to tha Los Angeiea Rives.
(w00 Figure 2) //’f/‘
- // Vacong Lot

Sourcs: Ehrenkrantz & Ecksha Architects

CORDOBA
CORPORATION @ Figure 12
EPA EvvRonvERIAL PHOTO LOCATIONS

PLANNING
ASSCCIATES

SCALE IN FEET

187



st e Alameda Strect

Source: Ehrenkrantz & Ecksiut Archilects

CORDOBA i
CORPORATION Figure 13

EPR EvvronvenaL EXISTING UNION STATION

FLANNING

ASSOCIAIES PHOTO 1

188




ALAMEDA DISTRICT SPECIFIC PLAN EIR

I

; '.-,'--'-_-I'r'_'E 1+ Terminal Annex Building |i ‘
Dew gl > . - ‘ {

— Sowrce: Ehrankrantz & Eckstud Architecls

CORDOBA {
CORPORATION Figure 14

EPA S a EXISTING TERMINAL ANNEX
PHOTO 2

ASSOCIATES

189



06!

€ OLOHd

NOILYLS NOINN ONLLSIX3
G} aanbid

S99YIY ST § ZURINUBIYT B0

AL T e

e

Iy

"OH

L

1S

n

At‘..& e JopN)

VLW

SIIVIDOSSY
ONINNY S
TVININNOUIANT

NOLLVAONO)
VHOIO)D

U

HI3 NY1d J14103dS LOIHLSIQ VAIWVIY




ALAMEDA DiSTRICT SPECIFIC PLAN EIR

— Terminal Annex Building

i‘.::‘éf

+

o~

Union Station

4

{ i g 5
7 S
ﬁ _

TR P ".I::
A S B AR

..... ‘ o ol Alameda Street

—

ST X o e
Source: Ehrenkranlz & Ecksiut Architecis

FAE ITE

CORDOBA .
CORPORATION Figure 16

EPA ENvRONMENIAL EXISTING TERMINAL ANNEX

ESOCIATES PHOTO 4

i9!




ENVIRONMENTAL IMPACT
Threshold of Sigmificance

For the purposes of this EIR, development that severely contrasts with the on-site or off-site visual
character, loss of or altération to a major public sceaic or historic view, and/or the creation of an
objectionable public view are considered significant visual irmpacts.

Proposed Project

The reader ts referred to Section I of this EIR for a detailed discussion of proposed uses, square
footage, and building heights and Jocations. During Phase I, three comsmercial office buildings would
be developed on the Terminal Annex property. Additionally, the historic Terminal Annex Building
would be rehabilitated in conformance with required historic preservation guidé!.incs and would be
adaptively reused for government office uses and postal sales. The Terminal Annex Building would
contain 457,000 square feet of space and would rise 80 feet (four stories) above grade. The three
proposed commercial office buildings would consist of a 200.000 square foot (four stories/60 feet
above prade) structure, a 250,000 square foot (eight stories/120 feet above grade) building, and a
400,000 square foot (12 stories/180 feet above grade) structure, respectively.

Three government office buildings, one commercial office building, a retail complex, and a museum
would be developed on the Union Station property during Phase [ of the ADP. The retail structures
would contain 100,000 square feet of space and would rise 60 feet (three stories) above grade. A
proposed government office structure would contain 255,000 square feet of space (11 stories/160
feet). A 25-story/350 foot commercial office building would include 620,000 square feet of space.
Two government office towers would contain 470,000 square feet (16 stories/240 feet) and 540,000
square feet (12 stories/180 feet), respectively. The proposad museum would contain 70,000 square
feet of space and would rise 50 feet (3 stories) above grade.

Additionally, approximately 7,500,000 square feet of new development is proposed on the ADP site
during the Buildout Phase of the ADP. Specific development characteristics such as individual
building locations for the Buildout Phase have not been specified at this time. Development plans
for the Buildout Phase would be regulated and limited by the requirements of the Specific Plan, which
provides a range of uses, design guidelines, and height limits descabed in Section II, Project
Description, and shown in Figure 5. Maximurm height limits within each of the Planning Areas would
be 400 feet for the Mixed-Use/Office Area, 550 feet for the Transit/Office Core Area, and 80 feet for
the Historic Area. It is anticipated that 12 or more structures of varying heights could be developed
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in the Buildout Phase within the beight liritations of the Specific Plan. Development would occur
on the current locations of the Vehicle Maintenance Facility, fire station, nonthemn surface parkiog lot
on the Terminal Annex property, the portion of the existing surface parking lot nearest Cesar E.
Chavez Avenue, over the railyard, and adjacent to the Gateway [ntermodal Transit Center (which is
currently under construction) on the Union Station property. Potential land uses include government
and commerctal offices, hotel, residential, entertainment and retail space.

Phase I Impacts

Iropact oo the Visual Character of the Site and Locale

Development of Phase I would increase the density of development on the project site and ‘would
modify the visual character by changing the project site from its existing land use paftern to a mix
of new urban-onieated cornmercial development harmonized with existing historical structures. Phase
I development would have a significant impact on on-site visnal character. Phase | would be
consistent with the highly urban character of the Civic Center and downtown areas 1o the south, and
would not have a significant impact on off-site visual character. Compliance with the Historic
Resources, Parks and Open Space, and Urban Design Elemaents of the ADP would reduce ispacts on
on-site visual character but not to a less than significant level. The provisions of these ADP Elements
are further discussed below.

Urban Design Element. The Urban Design Element of the ADP includes landscape and open space
guidelines, with provisions regarding heights, setbacks, parking, and pedestrian/transit/vehicular
access. Policies are set forth for each Planning Area (Historic, Transit/Office Core and Mixed-
Use/Office) with the objective of reinforcing the specific nature of each area as well as establishing
guidelines to promote the transition and connections between the areas. Height guidelines have been
established to step-back height from the Historic Area, adjacent to Alameda Street, to the
Transit/Office Core at the eastern portion of the project area. The following principles are included
in the Urban Design Element:

n Mixed-use development with an emphasis on a variety of open spaces.
. New development as an extension of the existing character of the area
. Swnaller scale development in the foreground, semsitive to the character and scale of the

historic buildings.
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L] Buildings that are farniliar in Size, shape, and orientation.

. An interconnected access system that makes linkages internally and connects to the larger
downtown community.

Open Space Element. The key component of the Open Space Element of the ADP is to set guidelines
10 create a pedestrian environment that links many small open spaces currently existing and planned
with well landscaped walking paths. Trees are proposed to line the perimeter streets and major
internal anerials, as well as to provide shade in the open areas. The series of linked, small opep
spaces would include gardens, patios. and plazas.

Phase I would designate approximately 3.6 percent (2.49 acres) of the total site area for open space
and would include such outdoor features as gardens, plazas, and patios. Buildout Phase of the project
would designate approximately 9.4 perceat (6.50 acres) of the total site area for open space and would
include the same features as described above.

Historic Resources Element. The Historic Resources Element of the ADP consists of two components.
The first sets forth policies and guidelines to preserve and encourage the reuse of the historic
structures, and the second sets forth policies and parameters for new development that protect and
enhance the existing historic structures. These are discussed in further detail in Section IV.C.3
(Historic Resources) of this EIR. The ADP encourages the preservation and reuse of the historic
resources through a series of policies and guidelines based on the Secretary of the Interior’s Standards
for Rehabilitadon. The design goal of the ADP is to create a district that grows out of, and
complements, the historically significant architecture of Union Station and Terminal Annex, the
cultural heritage of El Pueblo/Olvera Street and the active urban tradition of the Chinatown
neighborhood and Lirtle Tokyo. Key goals and policies include:

= Siting of new buildings to preserve and enhance views of historic buildings.
a Massing and architectural treatment designed to minimize interference with the image and

character of Union Station and Terminal Annex.

. Building materials for new buildings shall be complementary with those used on the Union
Station and Terminal Annex Buildings.
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Alterations to Viewsheds

As discussed under “Environmental Setting,” the most prominent and important views of the project
site are of the west elevations of the Terminal Annex Building and the Union Station Passenger
Terminal from vantage points along Alameda and North Main Streets. Further, the areas most
frequented by pedestrians in the project locale are along the Alameda and North Main Street frontages
on the westem edge of the project site and in the Olvera Street and Chinatown areas further to the
west. Figures 17 through 20 show the peneralized building massing of proposed Phase [ development
superimposed over existing on-sitz structures from the same perspectives along or adjaceat to
Alameda Street as Figures 13 through 16.

Photo 5, Figure 17 shows Phase I development on the Union Station property from the same vantage
point as shown in Photo I, Figure 13, from the intersection of Alameda and Los Angeles Streets
looking southeast. The important foreground view of the western frontage of the Union Station
Passenger Terminal is preserved in its entirety from this perspective. Proposed Phase 1 development
on the Union Station property dominates the middleground and background perspectives. While
views of the Union Station Passenger Terminal are preserved they would be framed by gew
development resulting tn an alteration of the viewshed. Thus impacts from this vantage point would
be significant.

Photo 6, Figure 18 shows Phase 1 development oa the Terminal Annex property from the same
vantage point as Photo 2, Figure 14, from Alameda Street and Cesar E. Chavez Avenue looking
northeast. The visually important view of the four-story Terminal Annex Building is preserved from
this vantage point, with proposed new Phase 1 development on the Terminal Annex property shown
in the middlegrouad and background. Impacts from this vantage point would be less than significant.

Photo 7, Figure 19 shows Phase I development on the Union Station and Terminal Annex properties
from the same vantage point as Photo 3, Figure 15, from Alameda Street north of Arcadia looking
northeast. While the visually important middleground perspective of the Union Station Passenger
Terminal is preserved, the viewsheds from the west and south are disrupted. Given the sensitivity
of uninterrupted views of the Union Station Passenger Terminal, disruption of these views from the
west and south is considered a significant visual irgpact. With respect to the Terminal Annex
Building, the background view is preserved from this perspective and impacts would be less than
significant.
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IV, B. Aesthetics

Photo 8, Figure 20 shows Phase [ development on both the Terminal Annex and Union Station
propertiés from the same vantage point as Photo 4, Figure 16, at the intersection of Alameda, North
Main, and Ord Streets. From this position, the foregrounad view will be dominated by new
development on the Terminal Annex property, while middleground views will be dominated by new
development on the Union Station property. I[n addition, several low- to mid-rise buildings
immediately south of the Santa Ana Freeway can also be observed in the background. Since no
prominent or important views of the existing Terminal Anpex Building or Union Station Passenger
Terminal are presently available, visual impacts from Phase [ development from this vantage point
are considered to be less than significant.

Buﬁdout Phase Impacts

lmpact on the Visual Character of the Site and Locale

Development proposed under the Buildout Phase of the project would further increase the density of
development on the project site and would continue the modification of the visual character begun
during Phase 1 by changing the land use pattern to a mix of new urban-oriented comumercial
developroent, harmonized with existing historical structures. Buildout Phase development would have
a significant tmpact on on-site visual character. Buildout Phase would increase the visibility of the
site relative to the surrounding area, but would be consistent with the highly urban character of the
Civic Center and downtown areas to the south. Buildout Phase development would not have a
significant impact on off-site visual character. Compliance with the Historic Resources, Parks and
Open Space, and Urban Design Elements of the ADP would reduce impacts on on-site visual
"character, but not to a less than significant level. The provisions of these ADP elements are as
previously discussed.

Alterations to Viewsheds

Specific development plans are ot available for the Buildout Phase of the ADP. Photos 9 and 10,
Figures 2] and 22 respectively, show proposed Phase I development, and the boundaries and height
fimits for potential Buildout Phase development, for each of the Planning Areas (400 feet for the
Mixed-Use/Office Area, 550 feet for the Transit/Office Core Area, and 80 feet for the Historic Area)
from the sarne vantage points as depicted in Figures 8 and 9 in Section I, Environmental Setting.
Depending on the ultimate pumber, size, and location of buildings developed under the Buildout
Phase of the ADP, impontant views of both the Terminal Annex Building and the Union Station
Passenger Terminal could be framed, blocked or obstructed, with impacts considered significant given
the visual sensitivity of these historic structures. As discussed above, however, the Historic
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V. B. Aesthetics

Resources, Parks and Open Space, and Urban Design Elements of the ADP have been developed to
minirnize impacts on views and visual character and would reduce, although not eliminate, significant
tmpacts.

Summary of Phase I Impacts

Impact B.1.1 Phase 1 development will modify the on-site visual character and is considered a
significant impact.

Impact B.1.2 Alteration of the viewshed from the intersection of Alameda and Los Angeles Streets
is considered a significant impact.

Impact B.1.3 Obstruction of views of the Union Station Passenger Terminal from the south and
southwest is considered a sigrificant viewstied impact.

Summary of Baildout Phase Impacts

Impact B.2.1 Depending oo the ultimate number, size, and location of buildings developed under
Buildout Phase of the ADP, impontant views of both the Terminal Annex Building
and the Union Station Passenger Terminal could be parially framed or obstructed,
with viewshed impacts considered significant.

[ropact B.2.2 Buildout Phase development will modify the on-site visual character of the site and
is considered a significant impact.
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IV, B. Aesthetics

CUMULATIVE IMPACTS

With respect to aesthetic impacts, only one of the 56 identified related projects is located in close
enough proximity to the project site to potentially compound the impacts of the project itself. The
project most likely to contribute to cumulative aesthetic impacts is Related Project No. 15, Phase |
of the Gateway Center project. Although this project is adjacent to the ADP, environmental review
for this development was previously conducted through a Draft and Final EIR prepared and certified
in 1992. This building, which will contain 628,000 square feet of office space and stand 26 stories
tall when complete, is currently under construction and will house the Headquarters of the LACMTA.

Because of its size and adjacency to the proposed project, the Gateway Center project will contribute
to the transformation of the existing visual character in the project locale. This is considered a less
than significant impact on off-site visual character given the highly urban character of the Civic
Center and downtowa areas to the south. As such, significant comulative impacts associated with off-
site visual character would, like the proposed project, oot be anticipated. Contribution to the
transformation of the existing visual character would, however, constitute a significant cumulative
impact on on-site visual character. With respect to viewshed impacts, development of the Gateway
Center project or other related projects would not obstruct any unportant views of the Terminal Annex
Building and the Union Station Passenger Terminal. Significant cumulative effects would be limited
to the impacts of the ADP itself. No additional cumulative impacts would be expected as a result of
related projects.

MITIGATION MEASURES

Compliance with the Historic Resources, Parks and Open Space, and Urban Design Elements of the
ADP will reduce, but not eliminate, significant viewshed and on-site visual character tmpacts.
Additional mitigation measures are not feasible.

ADVERSE EFFECTS

Phase 1 and Buildout Phase development would result in significant impacts to viewshed and on-site
visual character.
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SECTION IV.C.1
ARCHEOLOGICAL RESOURCES

This section summarizes the results of a comprehensive archeological report prepared for the ADP
by Brian D. Dillon, Ph.D., in January 1994. The study (incorporating literature, archive, historic map,
and photograph research) is on file with the Community Planning Bureau, City of Los Angeles
Planning Department, located at 221 S. Figueroa Street, Third Floor, and is part of the Technical
Studies Appendices to this EIR.

ENVIRONMENTAL SETTING

As a means of identifying known cultural resources within or adjacent to the study property, formal
archaeological and historical site records and historic monument listings as established by federal,
state, county, and municipal mandates were consulted at the UCLA Archaeological Information
Center. Similarly, archival collections of historic photographs, drawings, maps, and sketches were
examined at the Los Angeles Public Library, the University of Southern California, the Los Angeles
County Museum, the Los Angeles City Engineer’s Office, the El Pueblo de los Apgeles Historical
Monument, and the Chinese Museum of Los Angeles. These collections incorporate earlier holdings
of the Titde and Trust Insurance Company, the Security Pacific Baok, the California Historical
Society, and the Hearst Publishing Company (Los Angeles Examiner). Along with the official site
records, unpublished EIRs completed for the immediate vicinity of the ADP (as well as within a one-
mile radius of it) were consulted at the UCLA Archaeological Information Center.

Other documents relating to the prehistory and history of the srudy area held by the Los Angeles
Public. Library’s History Department and El Pueblo de los Angeles Historical Monument, were also
canvassed, and additional published and unpublished reports on relevant environmental impact
research in the project vicinity were also located and examined.

Environmental setting is normally understood to indicate the natural background or arena within
which cultural (or human) évents and activities took place. For the purposes of this analysis,
however, the environmental setting of the ADP instead indicates the history of land use within the
boundaries of the study parce! over the entire period of human presence in Southern California,
essentially from as early as twelve thousand years ago to the present day. As referenced in this
section, the environmental setting will address both prehistoric (prior to 1542 A.D.) and historic (from
1542 A.D. to the present) periods.'

' The historic period is usually subdivided into four chronological subdivisioas from the protohistoric 1 the

anglo-american as described later in this section.
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IV.C.1 Archeologicul Resources

The ADP project incorporates an aréa of 70.52 acres immediately to the east of the oldest historic
portion of the City of Los Angeles and lies in the generally flat zone west of the Los Angeles River.
within its historic flood plain. Al of the ADP property lies within the original four square league
boundary of EI Pueblo de los Angeles as established by the Spanish Colonial authority in 1781.

The ADP includes a southem, 52.3-acre unit including and surrounding Los Angeles’ Uaion Station,
as well as an 18.2-acre unit incorporating the Terminal Annex property.

The ADP is bound on the west by Alameda Street and for a short distance by Nocth Main Street; on
the south, by the Santa Ana Freeway and associated off raraps: and on the north and east, by Vignes
Street. Cesar E. Chavez Avenue penetrates the parcel near its mid-point and serves to define its
nonthern and southern portions.

Recorded Sites and Monuments

An archival search was performed at the UCLA Archaeological Information Center, a branch of the
California State Historic Preservation Office. Whereas four recorded archaeological sites (CA-
LAN-7/H, 887H, 1112H, and 1575H) were found to exist in the immediate vicinity of the ADP, only
one of these (CA-LAN-1595H) is entirely incorporated within the project boundaries. CA-LAN-7/H
was recorded in 1951 across Alameda Street from Union Station as part of the old, late 19th-century
Los Angeles Chinatown. CA-LAN-887H was recorded in the present Placita de Dolores in [978, also
opposite Union Station, in the small triangular zone just east of the El Pueblo de los Angeles Historic
Monument. The historic site consists of structural and habitation remains dating as early as the
Spanish Colonial Period all the way up to the 1950s (including a Spanish/Mexican period midden,
Zanja Madre [L.A.’s first irrigation system)], and deposits from a brothe! that dates from c.
1880-1920). Whereas both these sites are preseatly known to have been recorded on the west side
of Alameda Street, it must be recognized that Alameda Street is simply an amificial, modem
"boundary of convenience,” and either or both sites, or additional deposits similar in nature, could
exist on the east side of Alameda Street within the limits of the study parcel. CA-LAN-1112H was
recorded in 1981 within El Pueblo de los Angeles Historic Monument, imunediately north of and
adjacent to the old Plaza Church. Unlike the situations with CA-LAN-7/H and 887H, there is no
likelihood that CA-LAN-1112 extends onto the ADP.

CA-LAN-1595H was recorded in 1989 and incorporates the area south of Cesar E. Chavez Avenue,
west of Vignes Street, north of the 101 Freeway, and east of Alameda Street. In other words, all of
this historic archaeological site is presently encompassed by the Union Station portion of the ADP.
CA-LAN-1595H is said, by its recorder, to incorporate historic Chinatown, ca. 1860 to the 1930s; but
this statement is only partially cosrect, as the first Los Angeles Chinatown of the 1860s through the
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IV.C.]1 Archeological Resources

early 1880s actually [ay to the west, centered around the Calle de tos Negros southeast of the old
Spaaish Plaza but still west of Alameda Street. It was only after the mid-1880s thar landowners such
as Juan Apablaza developed their concentrated group of tenements for Chinese occupants in the
LAN-1595H area, which may be more properly termed Los Angeles’ second Chinatown. Much of
the historic site lies underneath or adjacent to the extant structures of Union Station; and by 1989,
archaeological monitoring and salvage work, concomitant with the Metro-Rail Coastruction project,
had unearthed at least one human burial, substantial deposits of artifactual remains (e.g.. Chinese
ceramics, glassware, and jewelry), and architectural and cultural features (e.g.. building footings,
pipelines, ditches, and hearths). Non-artifactual constituents include assorted faunal remains (i.e, fish,
turtle, bird, shellfish, and reptile).

Published reference works relating to historic resources, as established by Federal, State, County, and
municipal mandate, were also consulted. The National Register of Historic Places list (updated
through 1993) was consulted. It was determined that on the Federal level, the Los Angeles Union
Station Passenger Terminal at 800 North Alameda Street (Union Station) and the US Post Office (the
Los Angeles Terminal Annex) at 900 Alameda Street, both lying within the study area boundaries,
have been placed upon the National Register of Historic Places. Many otber structures and districts
in close proximity to the study area have also been placed upon the National Register, and are
enumerated in the Historic Resources Report, as part of the Technical Studies Appendices available
at the City Planaing Department.

On the State level, according to the California State Department of Parks and Recreation listing of
State Registered Landmarks (1982; updates through December, 1993), many state landmarks also exist
in close proximity to the study parcel. On the Los Angeles County level, the Union Station Passenger
Tenninal has been recorded as a Historic Place (No. A3). Many other buildings and localities
adjacent to the study parcel have also been designated as historic places: these are detailed in the
cultural resources appendix to the project EIR. On the Municipal level, according to the Cultural
Heritage Board of the City of Los Angeles (1980: updates through 1993), the Union Station Passenger
Terminal has also been declared a Los Angeles City Historic-Cultural Monument (No. 101). Again,
as with the Federal, State, and County situation, many other monuments have been recognized as
historically significant by the City of Los Angeles in the general vicinity of the study area. The
reader is also referred to Section I'V.C.3, Historical Resources, for a detailed discussion of on-site
historical resources and project impacts.
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IV.C.! Archeological Resources

Cultural/Historical Background

Little direct evidence of prehistoric (prior to 1542 A.D.) occupation within the boundaries of the
project site is available. Because the entire property is completely improved with historic period
development, no surface traces of prehistoric age are visible anywhere on the site. Nevertheless,
given its proximity to the Los Angeles River, natural conditions would have rendered the project
location as close to optimal a resource acquisition area in the prehistoric period, and somewhat less
likely perhaps, as a settlement location as well. This being the case, it is possible that prehistoric
cultural resources may still exist within the project boundaries, albeit preseatly obscured by the more
recent cultural deposits or constructions. Archaeological evidence from similar, but less disturbed,
contexts indicares that the Los Angeles plain and coastal strip probably hosted a prehistoric humyn
occupation continuously for at least the past 8,000 years. An even earlier occupation dating perhaps
as far back as 12,000 years ago is possible, but has yet to be scientifically documented at any Los
Angeles County site. The earliest possible cultural resources which may be discovered on the study
parcel, consequently, would date from this period.

Traditional thinking holds that population density along the southem California littoral (coastline)
rerained quite low until the period approximately between A.D. | and 500, after which a great many
large villages developed in the most favorable coastal locations, such as where the major freshwater
streams and rivers either met the shoreline or cut across flat topography. The study area meets these
criteria. Alternatively, however, any location east of the present cousse of Alameda Street (i.e., within
the project boundaries) may have béen periodically scoured by the Los Angeles River while in flood

stage.

Southern California prehistoric Indian settlement patteras, as presently understood, suggest that it is
unlikely 2 prehistoric or protohistoric (1542 to 1769) Indian village would be located within the flood
zone (i.e., east of Alameda Street) when high ground was available just a few hundred feet 10 the
west. Indeed, the original Spanish Colonial El Pueblo de los Angeles may have laia within or very
close to the project boundaries, but was moved to higher, drier, ground to the west after being flooded
out of its low-lying location. ‘

The arrival of Spanish, Portuguese, and Mexican Criollo explorers in Alta (or "upper") California
ushered in the Historical Period. In Los Angeles County, the historical period is usually subdivided
into the following chronological subdivisions (identified by the name of the group in the political
ascendancy at the time):
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IV.C.1 Archeological Resources

Protohistoric 1542-1769
Spanish Colonial 1769-1822
Mexican 1822-1848
Anglo-American 1848-present

Documentary evidence is most suggestive that significant cultural resources belonging to each of these
four successive periods may be present within the boundaries of the ADP. The precise location of
protohistoric Yapgna oc Yabit, the Indian settlement visited by the Portola party in early August 1769,
continues to puzzle historians and archaeologists and stimulates debate. Some believe that this place
lies underneath Union Station, within the boundaries of the southern half of the ADP project site.
If any traces of Yangna/Yabit remain, they are presently obscured by downtown Los Angeles, with
none having been visible on the ground surface for approximately 130 years. Different lines of
evidence and differing opinions as to the location of Yangpa are discussed and evaluated in the
Technical Appendix. At the present time, the protohistoric Indian settlement of Yaongoa cannot be
stated with any degree of certainty to have existed within the boundaries of the study property, burt,
conversely, neither is there compelling archaeological evidence that it in fact was located somewhere
else.

The original center of El Pueblo de los Angeles, as founded in 1781, lay towards the northern margin
of the four square-league rectangle, west of the Rio Porciuncula, probably north of present-day
Marchessault Street and perhaps east of the present course of Alameda Street within the boundaries
of the study area. Unfortunately, no precise maps exist by which the exact location of the earliest
Spanish Colonial civil pueblo in Southern California may be established.

It is known that the original historic village was laid out around a plaza on the standard Latin
American plan, and that the northwest corner of the modem Los Angeles Plaza may incorporate some
part of the southeast corner of the oniginal Plaza. Certainly, even if the original historic village center
may not have been located within the ADP boundaries, some of the first agricultural fields, irrigation
works, and grazing lands established by the Spanish Colonial settlers were laid out on the lands
presently incorporated by the study parcel. With the focus of the Spanish Colonial town of Los
Angeles moving to the west, the project site remained essentially agricultural from 1800 until the end
of the Spanish Colonial period.

With the Mexican period beginping around 1822, the village of Los Angeles grew into a small town
as population increased. In 1835, the Capitol of California was moved from Monterey to Los
Angeles, indicating a shift in the political and economic gravity of Mexican Califomnia, from the north
(Monterey) to the south. Concomitantly, much irrigated crop land adjacent to the growing towsn of
Los Angeles, especially to the east, was converted from the seasonal growing of maize and beans to
more commercially viable orchards and vineyards.
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Much, if not most, of the study parcel had been so developed by the mid- 1830s, particularly through
the efforts of J.L. Vignes, a French immigrant and the leading wine maker of the entire Pacific Coast
vorth of Central Mexico. Vignes' Aliso vineyard and winery, the most significant exeruplar of this
industry in western North America, overlapped a portion of the southwestern margin of the ADP.
The dirt path leading to it in the 1830s, after many changes, is still known 160 years later as Aliso
Street. Another French vintner, Louis Bouchette, also planted a vineyard north of what is now Cesar
E. Chavaz Avenue, likewise converting the Terminal Anmnex portion of the study property from
subsistence agriculture to wine-making.

Near the southwest corner of the study parcel, bordering on Vignes’ property, also lay the Rancheria
de los Poblanos (literally, the “villagers' encamproent”), where ex-mission Indian refugees were
allowed to settle after their eviction from the Southern California Missions in 1836. It is possible that
some accounts of the protohistoric [ndian settlement of Yangna existing "under Union Station™ are
in fact confusing the middle and late 18th-century site with the early 19th-century Indian refugee
Rancheria de los PobJanos. This Indian refugee encampment was short-lived, lasting only about nine
yeats; for the Indians were again evicted in 1845 and moved across the Los Angeles River 10 the
eastern bank to allow the land to be brought into cultivation for vineyards.

Patterns of land use within the boundaries of the ADP study parcel changed little after the Mexican
War of 1847 and the 1850 California Statehood. Through the 1850s and 1860s, Los Angeles
remained more Mexican and agricultural than Yankee and industrial, but by the early 1870s, this
pattern began to change. Aliso Stréet developed into one of the principal freightage and teamster
centers of the growing town, and some of the older vineyards were replaced by wacehouses, stables,
and wagon makers’ shops.

The northeast comer of the intersection of Aliso and Alameda streets began to be built up as early
as the 1860s, but most of the area east of Alameda and south of Cesar E. Chavez Avenue remained
in vineyards into the early 1880s. One major exception to this situation was the construction of the
Sisters of Cbarity Orphanage at the southwest comer of Cesar E. Chavez Avenue and Alameda Street
around t1870. This was one of the few three story buildings in Los Angeles, and for many years a
prominent local landmark. Los Angeles was finally linked with Northermn California and the eastern
States by rail in the late 1870s; and Alameda Street became one of the principal rights of way for
railroads entering the city.

By the early 1880s, Los Angeles was experiencing a population boor that completely eclipsed all
previous demographic patterns, apd one consequence was the rapid development of many old
agricultural areas that had remained orchards and vineyards up until this point. Much of the area
taken up by the Union Station portion of the ADP incorporates Los Angeles’ second Chinatown,
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which was essentially the city's Chinese ghetto from the early 1880s until its residents were forced
to retocate by thé construction of Union Station in the middle 1930s. North of Cesar E. Chavez
Avenue, on what is now the Terminal Annex portion of the ADP, lumber mills and lurmberyards were
budt. This was a favored location, being at the terminus of the eastward rail line bringing San
Bemardino Mountain timber for construction of the booming town.

As early as 1860, a Chinese company had been organized in Los Angeles: however, of a total County
population in 1860 of 11,333 people, only 11 were Chinese. A decade later, the Los Angeles Chinese
population was still less than 300. In 1871, the infamous Chinese Massacre culminated in 19 Chinese
being lynched by a mob adjacent to the town plaza. The Chinese population of Los Angeles, despite
this setback, nevertheless continued to grow. By 1880, it humbered approximately 1,169 people (out
of a total County population of 33,381), and eventually grew to 4,424 people out of 101,454 by 1890.
At its height, Los Angeles’ old Chinatown had a concentrated population of about 3,000, most
residing east of the Plaza oo both sides of Alameda Street. Because 19th century legislation in
California prohibited most Chinese from becoming citizens, they could not owa land outright and had
to lease, sublease, or simply live as tenants on the property of legal (i.e., non-Chinese) owners. One
such major property owner of the late 19th and early 20th centuries was Juan Apablaza. whose lands
constituted the heart of Chinatown and lay entirely within the ADP boundaries. Chinatown
incorporated brick, two-story tenements, as well as one and two-story woodén houses and shacks.
For half a century it existed as a city within a city, the largest Chinatown in Southern California.

Union Station was built only after a long legal battle lasting 29 years. Demolition of selected
Chinatown structures began in 1933, and by 1935 massive earth-moving activities were well under
way. The first structures demolished lay at the eastern end of the proposed station, leaving a strip
of buildings still fronting Alameda Street. Al the old Chinatown structures were demolished by
1938, and salvageable building materials (bricks, wood, etc.) were removed for reuse prior to
construction of the Union Station. More than 400,000 cubic yards of fill were brought oa-site (much
of it taken from Fort Moore Hill) so as to raise the new tracks 12 feet above the existing grade of
Cesar E. Chavez Avenue at the northern end, and 16 feet above the existing grade of Aliso Street.
In 1935, the Post Office Department announced its plans to build a new and major facility (to be
called the Terminal Annex) near the proposed Union Station east of Alameda Street and south of
Cesar E. Chavez Avenue. After negotiations, the Terminal Annex was relocated north of Cesar E.
Chavez Avenue, and was completed shortly after Union Station, which was opened on May 3, 1939.
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ENVIRONMENTAL IMPACT
Threshold of Significance

According 1o the California Environmental Quality Act (CEQA) and CEQA Guidelines, Appendix
G (Part j), activities which disrupt or adversely affect important prehistoric or historic archeological
resources or sites may be considered as significant impacts. Under both state and federal law, adverse
impacts to significant prehistoric or historic archaéological deposits must be mitigated. However,
before specific mitigation measures are designed, so that the ADP will be in compliance with such
legal requirements, further consideration of what constitutes significant archaeological deposits should
be made. This is crucial at the outset, as no mitigation of adverse impacts is required for deposits
determined to have no archaeological significance. However, until existing pavements and recent
historic fill layers have been removed, there is no way to know if sigaificant archaeological deposits
requiring mitigation remain.

Reasonable criteria for archaeological and historical significance, which are unambiguous and also
in keeping with all state and federal guidelines, relate to: 1) chronological age; 2) the uniqueness;
and 3) the state of preservation of the kinds of evidence encountered. These three critena, discussed
further below, can be used for case-by-case comparison and for the ultimate determination in each -
case as to whether a given collection of subterranean artifacts is significant or insignificant, and
consequently should or need not be preserved.

Chronological Age

In strictly historical terms, the older the historical or archaeological evidence is, the more significant
it is. At present in California, as a minimum criteria for historic site status, the evidence must be at
least 45 years of age. This recommendation simply means that anything younger than 45 years of
age cannot be considered historically significant.

Unigueness

Uniqueness is a related issue, for, it is a general rule that the farther back one goes in time, the fewer
examples of things that once were common remain. Because the destructive effects of repeated
construction in the same locality are curnulative, very few traces remain of Prehistoric, Spanish, or
Mexican period sites. as well as of archaeological deposits in downtown Los Angeles.
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Early post-World War TI deposits, on the other hand, while technically "older” than 45 years, are
nevertheless redundant at present and have little, if any, significance; and, therefore, they need not
be mitigated nor avoided by construction projects.

Moving backwards in time, not every one of the thousands of historic anifacts dating to the late
Aoglo-American period (principally glass fragments and tin cans), likely to be recovered trom deep
penetrating excavations in downtown Los Angeles, need be preserved, even though they may in some
cases greatly exceed 45 years of age. Here, representative sampling should constitute adequate
mitigation for preservation purposes.

Intacness

The final significance criteria, that of the intactness and/or degree of preservation, can only be
considered once the preceding two (age and uniqueness) have been determined. Regardless of their
state of preservation, any historical archaeological evidence dating to the Mexican Period or earliet
should be considered as significant and should be preserved. All such evidence is extremely rare, and
is as old as the recorded history of the State of California can be.

Proposed Project

Proposed for the 70.5 acres incorporated by the ADP is a two-phase development project. Building
plans and their locations have béen formalized for Phase I development and are treated herein.
Buildout Phase development, however, is still in the planning stages, but should be treated as though,
by the end of Buildout Phase, most undeveloped portions of the property will host multi-story
buildings with subterranean, multi-tiered parking structures, The rmost notable exceptions to such
proposed development are the Terminal Annex and the Union Station Passenger Terminal Buildings,
most of which will remain uachanged, and the open space areas intercalated between the proposed
new development.

Proposed for Phase 1 are: four new commercial office buildings ranging in height from four to
twenty-five stories; three new buildings proposed for government facilities, eleven to sixteen stories
in height; retail uses of three stories; and a new museum of three stories in height. Buildout Phase
coastruction will expand the inventory to include new hotels, a conference center, recreation facilities,
a residential component, and other related uses.
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Phase I and Buildout Phase Impacts

From the archaeological impact standpoint, the proposed above-ground height and proposed function
of each new building is of no consequence; potential adverse impacts to any significant prehistoric,
protohistoric, or early historic cultural resources will only be occasioned by subsurface excavations
required for subterranean parking and, to a lesser extent, for fouadations or footings. For Phase 1
development, four buildings will have two-story, subterranean parking structures which will be
excavated approximately 20 feet below present grade (at least an additional 10 foot buffer margin
should be added for footings, utilities, etc.), giving a maximum depth of 30 feet for construction
excavation. Buildout Phase development could incorporate subterranean parking structures ranging
from a minimum of one to a maximum of five stories in depth (with a ten-foot buffer). Such
excavations would penetrate to depths of 30 to 60 feet below present grade.

Any and all such deep penetrating excavations for subterranean parking are likely to reach through
existing imported fill layers to the old grade level dating to the mid-1930s (ie., before the
construction of Union Station and the Terminal Annex). As noted above, imported fill brought in
prior to the construction of Union Station/Terminal Annex ranged in depth from 12 1o 16 vertical feet.
Moving from north to south, dips and pockets in the old ground surface could result in fill depths
approaching 30 feet in some places.

Also expected is an increase in thickness of the 1930s era fill layer from west to east. Therefore,
those new buildings proposed for the westem portion of the property (closer 1o Alameda Street)
should consequently encounter a thinner subsurface fill layer while those farther east (farther from
Alameda Street) should encounter deeper fill deposits.

The above discussion regarding possible fill depths is of direct concem to understanding potential
impacts to any significant subsurface prebistoric and historic archaeological deposits which might still
exist on the project site. Historically, recent imported sterile fill has no archaeological sigaificance
and is irrelevant to the legitimate concem of compliance with mitigation recommendations for the
amelioration of adverse impacts to significant cultural resources.

While deep penetrating excavations which remove significant archaeological deposits constitute an
adverse impact and require mitigation, such excavations through recent, probably sterile, imported fill
(such as that underlying the present prade at the ADP and blanketing any stratigraphically lower
archaeological deposits which may be remaining) will not constitute adverse impacts that require
mitigation.
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Any surviving intact archaeological deposits dating to the prehistoric, protohistoric, or early historic
periods, if encountered during pre-construction excavation, are likely to be fairly thin (of only a few
feet thickness at best). If existing, these may in some cases best be visualized as sandwiched between
a sterile imported fill cap above, and the culturally sterile geological deposits below,

With potential adverse impacts from the proposed construction limited to what may prove to be a
single, probably thin, stratum, it is obvious that all mitigation efforts should be concentrated upon that
cultural stratumn rather than upon those insigaificant strata above and below. It may be assumed that
any and all significant subterranean archaeological deposits which may remain on the project site will
be encountered within the first 20 vertical feet of pre-construction excavation, It is equally likely that
by the time such excavation has progressed to a depth of 30 feet. it will have exceeded the lowermost
limit of such archaeological deposits and, thus, no longer constitute an impact.

It is to be expected that most prehistoric and early historic evidence which may be encountered will
come from disturbed contexts, be of small size, be portable, and be best preserved theough scientific
removal from the areas proposed for development, and finally curated in 2 museum where it can be
adequately protected. In this context., conclusions regarding the probable cultural resources
significance of the project site, period by chronological périod, are presented below.

Prehistoric Period

A very strong possibility exists that previously unrecorded prehistoric archacological sites at one time
existed within the boundaries of the smudy parcel. This is because the study location lies at the
margin of the old Los Angeles River flood plain, which would have been an optimal prehistodc
resource extraction location on the Los Angeles plain, perhaps as early as 12,000 years ago, the time
of earliest human entry into Southern California.

However, the possibility that such sites have remained undisturbed through more than 200 subsequent
years of intensive land use is extremely unlikely. Similarly, whatever prehistoric remains may once
have existed were also probably subject to natural removal and dispersal via the scouring action of
the Los Angeles River while in flood, and any prehistoric settlements or use areas may have been,
of necessity, of short duration even prior to the historic period. Aaqy such prehistoric remains
encountered within the project boundaries would consequently be sigaificaat in cultural resources
because of their age and uniqueness.
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Protohistoric. Perod

The principal point of interest for the protohistoric period as it concerns the project site is the precise
location and extent of the contact-period Gabrielino seftlement of Yangna (or Yabit). This Indian
settlernent was encountered by Don Gaspar de Portola in 1769 somewhere in the vicinity of what is
now the study parcel, and was still extant some 12 years later when the Spanish Colonial Pueblo de
los Angeles was founded immediately adjacent to it. Amongst the first recorded marmiages of the
infant Spanish colonial hamalet of Los Angeles were those of colonists from northwest Mexico with
Gabrielino Indians from Yangna or Yabit, Unfortunately, there is no consensus as to the exact
location of the protohistoric Indian settlement. Some authoriti€s suggest that it could lie within the
boundaries of the project site; others believe that it lies to the west, northwest, or southwest. The
same conditions for preservation of this protohistoric site apply as those noted above for prehistoric
sites; more than two centuries of subsequent land use and natural impact may have removed much,
if not all traces, of the protohistoric settlement. Clearly, if any trace of Yangna or Yabit were to be
encountered during the proposed construction effort, it should be considered significant because of
its age aond upiqueness.

Historic Period

The likelthood that significant, histordcal matedals may be discovered during deep excavations
preparatory to construction for the ADP is high to very high. The area incorporated within the project
boundaries was in use, at least for agricultural purposes (also probably as a dump) virtually from the
founding of the Pueblo de Nuestra Senora de la Reina de los Angeles de Porciuncula in 1781 at the
outset of the Spanish Colonial period, and saw increasing use during the latter part of that period
(roughly (800-1822). Unlike contemporary colonial-period settlements in other parts of Latin
America, or even in the Eastern United States, where buildings or entire city blocks have been
preserved, virtually no visible portion of the original 1780s settlement remains intact in Los Angeles.
Despite the fact that no original Spanish Colonial period structures remain, it is aevertheless likely
that throughout the old Pueblo and its environs, including the study property, significant deposits of
Spanish Colonial, Mexican and early Anglo-American period artifacts may remain obscured by later
constructions. Such deposits could still be discovered within the boundaries of the ADP, provided
that they were pot removed during the construction of Union Station and Terminal Annex during the
1930s and early 1940s.

During the Spanish Colonial period, and the subsequent Mexican period (1822-1848), the study
propenty was adjacent to the Los Angeles town Plaza; consequently, quite close to the seat of the
most important governmental, political, military, financial, and social activity when Los Angeles was
the “capital” of Alta California. Despite such proximity, Los Angeles remained, for all intents and
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purposes, a small town until the 1870s, and the study area continued to be primarily agriculrural in
nature. After the early decades of the Anglo-American Perod (i.e., post-1880) the northern (Terminal
Anpex) portion of the study property was developed into lumberyards and rail sidings while the
southern (Union Station) portion of the ADP was rapidly developed as the Chinese "quarter" of the
growing city. As previously mentioned. this area became the largest “Chinatown” in Southerm
California within a few years.

For much of its early history, the city of Los Angeles was dependent upon San Bernardino Mountain
lumber for most of its construction. Due to deforestation and other causes, this local industry all but
died by the 1920s, requiring importation of lumber from Northern California or points even farther
afield. Some traces of the late 19th/early 20th century lumberyards may be encountered in the
Terminal Annex area as a consequence of comstruction. Because the story of San Bernardino
Mountain lumbering and lumber consumption by the growing city of Los Angeles can be better
explained by archival research and studies at the production rather than the consuming end, any such
evidence remaining in the ground here should be considered as of moderate signiﬁcance at best.

Few sources exist for Los Angeles’ late 19th century Chinatown. Amold Genthe documented the
place with comprehensive photographic coverage. and demographic reconstructions of the Chinatown
population. These are only now being initiated by the Chinese Historical Society of Southem
California. The chances for discovery of intact structures or foundations relating t0 old Chinatown
are slight. Nevertheless, some intact deposits (albeit of small size) may still remain to be found, such
as cache pits, trash pits, storage cellars, pavies, etc. In many cases, these offer more valuable kinds
of information than simple architecrural remnants themselves, If any such historical deposits relating
to Los Angeles’ old Chinatown are encountered, these should be considered significant because of
their uniqueness rather than any great antiquity. Any deposits post-dating the demolition of
Chinatown should be considered to have little or no historical significance and subject to no
protection or preservation efforts through mitigation.

Saummary of Phase I and Buildout Phase Impacts

Impact C.1.1 In the absence of mitigation. excavation for development (proposed under the ADP)
to depths of 30 feet could cause a significant impact in the form of a loss of as-yet-
unrecorded archeological deposits and remains. Significant archeological resources
on the project site could include remains from the prehistoric, protohistoric, and
historic periods.
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CUMULATIVE IMPACTS

Excavation for subterranean structures in the ADP, in combipation with other past, current, and furure
developraents in the ADP locale could also contribute to the progressive loss of as-yet-unrecorded
archeological deposits and remnains. The loss would be a significant cumulative impact.

MITIGATION MEASURES

In order fo mitigate identified potentially significant impacts to less than significant levels, the
following mitigation measures will be required during all construction of new developmeat under the
ADP. The measures listed below will allow for the recovery of archeological rematsns, should any
additional remains be encountered by excavation in the ADP area, along with associated geologic and
geographic site data. These should then be preserved in a museum repository, where they would be
available for future study by qualified investigators. As appropriate, these measures shall be
conducted prior to and during excavation for subterranean structures below the artifictal fill. With
the exception of laboratory tasks and reporting requirements, no mitigation measures will be required
after excavation has been completed.

Mitigation recommendations are offered as options subject to implementation, depending upon
whether or not significant cultural resources are actually encouatered, once ground-breaking begios.
The most appropriate forms of cultural resources mitigation, as a means of ameliorating the potential
adverse impacts resulting from proposed construction on the ADP. involve both additional archival
work and fieldwork.

Phase | and Buildout Phase
Pre-Construction

C.l.la Prior to the initiation of construction, a written historical reconstruction of each
specific location shall be conducted, utilizing maps, photographs, ceasus data, etc.
Such additional research should be conducted on a building-site-by-building-site basis,
as development is proposed over an extended period of time and some areas are not
proposed for new construction. A record of historical reconstruction should include
information obtained from sources including, but not limited to, the following data:
maps, property ownership, street locations, street addresses. directories, and census
information. Historical reconstruction for the eatire area is currently underway by the
Chinese Historical Society of Southern California and by staff merobers of El Pueblo
de los Angeles Historic Park. To the exteat feasible, this work can be comparatively
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evaluated with the ADP area to contribute to the historical reconstruction for the
project site. Once a written historical reconstruction has been completed for the
specific construction location, the archival mitigation requiremeat should be
considered as satisfied; and all following mitigation steps, as necessary, lie within the
realm of fieldwork.

Archaeological monitoring of all subsurface excavation shall be required within thé
potentially significant historic and prehistoric stratigraphic levels to ensure that no
cultural resources are buried under existing development contained within the project
property. Below these levels, once sterile soil is encountered and it can be determined
that no stratigraphically lower levels masked by thin sterile deposits exist,
archaeological monitoring should not be necessary. If such monitoring of the cultural
levels (i.e.. the fill brought in to cover the old pre-construction surface, the surface
itself, and any historic and/or prehistoric cultural levels below it) indicates the absence
of significant archaeological deposits, then mitigation of adverse impacts has been
achieved in that location, and no additional archaeological work is necessary.

In the event that potentially significant cultural resources are encountered during the
course of construction, all development must cease in the ummediate area of the
cultural resource until the cultural resources are properly assessed and subsequent
recommendatiops are determined by a qualified archaeologist. This measure is
designed to prevent any cultural resources from being damaged and/or destroyed
during project development. In addition, the designated depository, as well as the
applicant’s archaeologist, must be notified immediately if subsurface cultural materials
are discovered.

If monitoring reveals problematic archaeological deposits, then additional mitigation
steps may be required. Such steps include test excavations to reveal whether such
deposits are significant or insigoificant. If they are determined to be of little or no
significance, then no additional archaeological work is necessary. However, if such
deposits are determined to be significant, then salvage excavation of a representative
sample might be required. Such decisions can only be made on a case-by-case basis
depending upon the specific stratigraphic situation discovered for each proposed
construction location.
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Demolition of existing structures or pavements and controlled removal of at least 10,
and possibly up to 15, vertical feet of overburden may be necessary prior to actual
initiation of any intensive archaeological mitigation work. This is recommended over
costly and redundant archaeological test excavations via deep exploratory trenching
at the outset, which could miss deeply buried deposits of limited horizontal extent.
At minimum, a physical ipspection of any and all historic or prehistoric archaeological
deposits must be made prior to a determination of significance. Badly disturbed
deposits may require test excavation for determination of significance. Such inspection
or testing can only be made if archaeological monitoring is conducted concomitantly
with initial grading. Only if such deposits can be determined significant should they
be mitigated through archaeological salvige excavations.

Antifacts determined to be prehistorically or historically significant should be
preserved and provided to the designated depository for research purposes.

ADVERSE EFFECTS

There will be po significant unmitigated tmpact on archaeologic resources in the ADP area as a result
of construction-related excavation. Enviroamental impacts will have been reduced to a less than
significant level by the mitigation measures listed above.
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PALEONTOLOGICAL RESOURCES

This section summarizes the results of a comprehensive paleontological report prepared for the ADP
project by Paleo Environmental Associates, Inc., in November 1993. The study is on file with the
Coramunity Planning Bureau, City of Los Angeles Planning Department, located at 221 S. Figueroa
Street, Third Floor, and is part of the Technical Studies Appendices to this EIR.

ENVIRONMENTAL SETTING

Paleontologic resources include fossil specimens, fossil sites, associated geologic and geographic site
data, and the fossil-bearing rock units. Fossils, the remains or indications of once-living organisms,
are a very important scieatific resource because of their use in documenting the evolution of particular
groups of organisms, reconstructing the environments in which they lived, and determining the ages
of the rock units in which they occur and of major events in earth history.

The entire ADP project site and surrounding area is immediately underlain by a cover of up to 30 feet
of uncertified anificial fill material. The artificial fill, ip tum, is underlain by younger alluvium,
which consists of unconsolidated floodplain deposits of silt, sand, and gravel. The younger alluviumn
is not differentiated from the underlying older alluviurg, in which the floodplain deposits are poorly
consolidated. (For a detailed examination of existing soil conditions on the project site, the reader
is referred to Section IV.H.1, Grading.)

Thirty-one geotechnical borings have been drilled withia the ADP locale. All but two borings are
within or immediately adjacent to the Gateway Center parcel (Related Project No. 15). These borings
indicate artificial fill extends from the surface to depths of two to 30 feet; the underlying alluvium,
from depths of two to 30 feet at its upper contact, and from 63 to 108 feet at its lower contact; and
the underlying unnamed late Miocene marine shale (Puente Formation of earlier workers), from
depths of 66 to 109 at its upper coatact, to undetermined depths greater than 135 feet (deepest boring)
at its lower coatact. In those areas of the ADP area where it is recorded in borings, the top of the
unnamed shale is below the proposed depth of excavation for Phase [, which will not exceed 50 feet.

Only one fossil site is recorded from the alluvium in the ADP area. In 1989, a partial limb bone of
a late Pleistocene elephant was uncovered 200 to 400 feet west of the eastern portal and at a depth
of 35 to 55 feet during excavation of the Metro Rail Red Line tunnel under the southeastern quadrant
of Alameda Street and Cesar E. Chavez Avenue, imsediately north of Unjon Station.
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An archival search was conducted at the Natural History Museum of Los Angeles County (LACM)
to document the occurrence of other previously recorded fossil sites from the alluvium in and near
the ADP area. One fossil site (LACM 1755) is present north of 12th Street between Hill and Olive
Streets, 1.8 miles southwest of the ADP area. This site yielded horse remains at a depth of 43 feet.
Numerous other LACM fossil sites in the alluvium occur in the metropolitan Los Angeles area at
greater distances south and west of the project site, and include the sites at the La Brea tar pits and
vicinity, These sites have yielded a diversity of extinct late Pleistocene (Ice Age) continental
ventebrates, primarily large land mammals.

These occurrences indicate an unkoown potential for as-yet unrecorded fossil sites and additional
fossilized land mammal rerains occurring in the alluvium within the proposed depth of excavation
in the ADP area.

Additional identifiable fossil remains from the allavium, which spans the end of the Pleistocene,
would be highly imporant scientifically, particularly if they could be used in refining previous
estimates regarding the age of the alluvium or in accurately reconstructing the climate and habitats
that existed in the metropolitan Los Aogeles area at the end of the Pleistocene, about 10,000 years
ago. The end of the Pleistocene is marked by the world-wide extinction of most large land mammal
species. Moreover, there is a poteatial for the recovery of remains representing rare species, geologic
or geographic range extensions, and/or more complete spécimens for sorne species than have been
found previously in the alluvium. Therefore. the project site could be considered as a potentially
imporntant paleontological site.

ENVIRONMENTAL IMPACT
Threshold of Significance

According to the California Environmental Quality Act and CEQA Guidelines Appendix G (Part j),
activities which disrupt or adversely affect important paleontological resources or sites may be
considered significant impacts. A fossil specimen is considered scientifically important if it is
identifiable, complete, well-preserved, age diagnostic, useful for environmental reconstruction, a type
or topotypic specimen, rare taxon or part of a diverse faunal assemblage. Based on the characteristics
indicated above, the potential for rock units to yield paleontological resources in the ADP project site
is assessed using the following indicators of importance:

" High Importance: Rock unit has comparatively high potential for yielding as-yet unrecorded
fossil sites and additional scientifically important fossil remains in the project site similar to
those previously recorded from rock units in the project site and/or surrounding locale.
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L] Moderate Impontance: Rock unit has relatively moderate potential for yielding as-yet
unrecorded fossil sites in the project site and scientifically imponant fossil remains similar to
those previously recorded from rock units in the project site vicinity.

. Low Importapce: Rock unit has comparatively low potential for yielding as-yet unrecorded
fossil sites or scientifically important fossil remains in the project site.

» Unknown Importaace: Rock unit has yielded too few data from the project site and vicinity
to allow an accurate assessment of its potential for yielding any as-yet unrecorded fossil sites
or scientifically important fossil remains in the project site.

. No Importance: Igneous and high-grade metamorphic rock units are unfossiliferous and have
no potential for containing any fossil sites or rernains.

For the purposes of this EIR, a project that would result in potential disturbance of rock units of high
or moderate importance is considered a significant impact.

Phase I and Buildout Phase Impacts

The focus of the following discussion of anticipated impacts on paleontological resources is potential
construction-related impacts, becanse no additional impacts are expected to result from the operation
features of the proposed project.

Paleontologic resources of high and moderate importance, including fossil remains, as-yet unrecorded
fossil sites, associated geologic and geographic site data, and the fossil-bearing strata in the alluvium,
could be adversely affected by the direct and indirect construction-related environmental impacts
accompanying excavation for subterranean structures in the ADP project site. These impacts could
occur throughout the ADP site during construction of all phases of development.

Direct impacts could result from the ground disturbance accompanying excavation for subterranean
structures. Although excavation will occur only during construction and will be a comparatively
short-term activity, the possible disturbance or loss of fossil remains, as-yet unrecorded fossil sites,
associated geologic and geographic site data, and the fossil-bearing strata in the alluvium as the result
of excavation is a potentially significant impact.

Indirect impacts could result from the easier access to fresh exposures of fossiliferous strata in the
alluvium afforded construction persoanel, rock hounds, and amateur and commercial fossil collectors.
There would be an accompanying potential for unauthorized fossil collecting in the ADP area.
Although excavation will be a corparatively short-term activity, the possible loss of additional fossil
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remains, as-yet unrecorded fossil sites, and associated geologic and geographic site data as a result
of unauthorized fossil collecting in the alluvium ts a potentially significant impact.

There will be no impacts associated with excavation in the amificial fill because the arntificial fill s
unfossiliferous (resources of no importance). In addition, there will be no impacts on the
paleontologic resources of the ADP site after excavation has been completed because there no longer
will be any potential for the disturbance or loss of additional fosstl remains.

Summary of Phase I and Buildout Phase Impacts

Impact C.2.1 Significant environmental unpacts on the paleontologic resources of high and
moderate importance in the ADP area could arise from Phase I and Buildout Phase
excavation for subterranean structures and unauthorized fossil collecting by
construction personpel, aod could result in the disturbance or loss of fossil remnains,
previously unrecorded fossil sites, and associated geologic and geographic site data.
These impacts will occur throughout the ADP area during Phase I coastruction.

Impact C.2.2 Environmental impacts associated with excavation in the artificial fill would be less-
than-significant hecause the artificial fill is unfossiliferous.

CUMULATIVE IMPACTS

Excavation for subterranean structures in the ADP area, in combination with other past, current, and
future developments in the ADP locale could contribute to the progressive loss of fossil remains,
as-yet unrecorded fossil sites, associated geologic and geographic site data, and the fossil-bearing
strata in the alluvium. This loss would be a significant cumulative impact.

MITIGATION MEASURES

The measures listed will allow for the recovery of fossil remains. should any additional remains be
encountered by excavation in the ADP area, and associated geologic and geographic site data, and
for their preservation in a museurn repository, where they would be available for future study by
qualified investigators. As appropnate, these measures shall be conducted prior to and during
excavation for subterranean structures below the artificial fill.
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Phase I and Buildout Phase

Pre-Construction

C2.la

C21b

Construction

C21c¢

C2.1d

C2.le

Poor to any earth-moving activity in the ADP area, the applicant shall retain the
services of a qualified vertebrate paleontologist approved to manage a paleontologic
resource impact mitigation program. The contracted person or firm shall have
experience in conducting sirnilar programs in areas underlain by rock units containing
large and small [and mammal remains.

The program manager shall prepare a treatment plan with a discovery clause to allow
for the salvage and treatment of an unusually large or productive fossil occurrence
that cannot be recovered and/or processed without diverting personnel from
monitoring. The treatment plan shall specify the procedures and costs involved with
rock sample recovery, processing, and sorting, or large specimen recovery,
preparation, and stabilization; and identification, cataloguoing, curation, and storage of
such an occurrence. The discovery clause shall specify when and how the treatment
plan would be initiated.

A field supervisor, in consultation with a qualified paleontologist. shall monitor
excavation on a part-time basis once excavation has encountered the alluvium below
the artificial fill. If fossil remains are uncovered by excavation, monitoring shall be
increased during excavation.

Monitoring shall consist of examining excavations aand spouls for targer fossil remains,
and test screening spoils for smaller fossil remains. [f larger fossil remains are
encountered by earth moving, the field supervisor shall have the authority to
temporarily divert earth moving around the fossil site until the remains bhave been
examired, their importance determined, the remains removed, if warranted, and earth
moving allowed to proceed through the site. To ensure earth moving is not delayed,
the field supervisor, if warranted, shall have the earth-moving contractor assist in
moving the remains to an adjacent location for fater transport to a museum or

- laboratory facility.

The field supervisor shall instruct construction personnel on their responsibilities and
the procedures to be implemented if fossil remains are encountered when the monitor
is not onsite.
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C2.1.f If fossil remains are encountered, earth moving shall be diverted around the fossil site
until the field supervisor or paleontologist has been called 1o the site and examined
the remains, determined their impornance, removed the remains, if warranted, and
allowed earth moving to proceed through the site,

Cllg If smaller fossil remains are found by test screening, the monitor shall flag the
fossiliferous spoils to ensure they are not disturbed by earth moving, evaluate the
spoils by additional test screening, and, if determined sufficiently productive, recover
a sample (pot to exceed 6,000 pounds) of the spoils or undisturbed sediraent at the
fossil site for processing. To ensure earth moving is not delayed, the monitor, if
warranted, shall have the earth-moving contractor assist iz moving the sample to an
adjacent location for later transport to a museum or laboratory facility.

C2.l.h Any fossil site discovered as the result of monitoring shall be plotted on a map of the
ADP area.
C2.li Following the completion of momtoring, any fossil rerains or fosstiferous rock

sample shall be provided to a museum or laboratory facility for processing, sorting,
preparation, stabilization, identification, curation, and preparation of findings
describing the scientific importance of any recorded fossil remains. The specimens
and associated geologic and geographic site data shall be placed in a museum
collection for permanent storage.

ADVERSE EFFECTS

There will be no significant unmitigated impact on paleontologic resources in the ADP area as a result
of construction-related excavation or unauthorized fossil collecting by construction personnel.
Environmental impacts will have been reduced to a less-than-significant level by the mitigation
measures listed above, particularly paleontologic monitoring of excavation, which will allow for the
recovery of fossil remains and associated geologic and geographic site data, should any be unearthed
by excavation.
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SECTION IV.C3
HISTORICAL RESOURCES

This section summarizes the results of a comprehensive historic resource report prepared for the ADP
project by Historic Resources Group, in June, 1995. The study is on file with the Community
Planning Bureau, City of Los Angeles Planning Department, located at 221 S. Figueroa Street, Third
Floor, and 1s part of the Technical Studies Appendices to this EIR.

ENVIRONMENTAL SETTING

The Los Angeles Union Station Passenger Terminal is located at 800 North Alameda Street in close
proximity to City Hall, E] Pueblo de Los Angeles, Olvera Street, Little Tokyo, and Chinatown. The
original property of the station was an irregular parcel roughly bounded by Alameda Street on the
west, Arcadia Street on the south, Vignes and Cesar E. Chavez Avenue on the north, and a property
line parallel to Alaméda Street on the east which defined the eastern edge of the train yard.
Additional property was later purchased by the railroads along the eastemn side, giving the station
frontage on four streets. Union Station is set back approximately 200 feet from Alameda Street.

Terminal Annex, located at 900 North Alameda Street, is across Cesar E. Chavez Avenue (formerly
Macy Street) from Union Station. Similar to Union Station, Terminal Anpex 1s set back
approximately 160 feet from Alameda Street. It is parallel to Cesar E. Chavez Avenue and slightly
askew from Alameda Street. The landscaped open space and parking lot in front of Terminal Annex
acts as a forecourt to the building.

Both Union Station and Terminal Annex are located to the east of the historic El Pueblo de Los
Angeles, the "birthplace of Los Angeles," and within view of the Los Angeles City Hall.

The site is adjacent to two trmportant ethnic neighborhoods and the historic core of Los Angeles, The
Old Plaza, known today as El Pueblo de Los Angeles Historic Monument, was the heart of the
surrounding Hispanic neighborhood and a cormercial center serving Los Angeles residents of all
nationalities. The area was also home to the Los Angeles Chinese comrunity. Chinatown was
relocated to the north of the El Pueblo area when Union Station Terminal was constructed between
1934 and 1939. The symbolic presence of the Hispanic community remains, however, with the
preservation and continued use of the El Pueblo area as a retail and cultural center.

Olvera Street, a pedestrian street reminiscent of 2 Mexican marketplace which features restaurants and
shops, extends from the intersection of Alameda Street and Cesar E. Chavez Avenue toward the Old
Plaza. It is part of the El Pueblo de Los Angeles Historic Monument which today contains 27
historic buildings. Two buildings remain from the Spanish period, including the Avila Adobe (c.
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1818). the oldest residence in Los Angeles and the Plaza Catholic Church (1818-22), the oldest ptace
of religidus worship in the city. Two of the oldest brick buildings in Los Angeles, the Pelanconi
House and the Masonic Hall, remain in El Pueblo de Los Angeles. Several buildiags still extant at
El Pueblo de Los Angeles were constructed during the boom of the 1880s, including the Plaza House
(1883). Plaza Firehouse (1884), Sepulveda House (1887), and Vickrey/Brunswig Building (1888).
Structuses from the early decades of the 20th century include the Plaza Substation (1903-4), Italian
Hall (1907-8), the Plaza Community Center/Biscailuz Building (1925-6), the Plaza Methodist Church
(1925-6) and the Winery (1874/1914/1938). Other important historic buildings are the Garnier Block
(1890); Merced Theatre (1870), the city’s first theater; and Pico House (1869).

Tenninal Annex and Union Station display a physical presence in this area as imposing today as
when they were constructed, with the most dominant views of these historic structures found on
Alarueda Street. As viewed from City Hall, the Civic Center and the financial center of Los Angeles,
across the historic fabric of these older commercial neighborhoods, the facades of Terminal Annex
and Union Station mark the northeastern edge of downtown Los Angeles. Beyond, to the south and
east behind both Terminal Annex and Union Station, are the train yards and the Santa Ana Freeway.
The expanse of railroad tracks accentuates the impression that these buildings delineate the edge of
the city.

History
Union Station

The site had been a part of the original El Pueblo de Los Angeles. The western half later became
a part of the first Asian (Chinese) commuaity in Southern California. That community started shordy
after the gold rush and was strengthened by additional settlers in the late 1860s when the first rail line
in southemn California was built. This line ran from Los Angeles to Wilmington along what is now
Alameda Street. Most of the laborers who built the line were Chinese.

The first railroad station in Los Angeles (1869) was located near the southwest comer of the present
station site. In 1876, Southern Pacific completed the first major rail line to come to Los Angeles.
The new line ran along Alameda Street in front of the present station and joined the Wilmington line
in the vicinity of the original station. The Wilmington line soon became a part of Southern Pacific
and a new Southern Pacific station was bullt a few blocks to the north. A few years later, when the
Santa Fe and Union Pacific came to Los Angeles, they each built their own stations south of the
present site.

Union Station replaced three separate stations: Central Station (Southern Pacific) on South Central
Avenue at the foot of East Fifth Street; La Grande Depot (Santa Fe) at the foot of East Second Street;
and the Los Angeles and Salt Lake Depot (Union Pacific) on East First Street east of the Los Angeles
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River (until it bumed down in 1924 and subsequently shared Central Station). Because the separate
stations and their respective tracks caused congestion and conflicted with growing automobile usage
downtown, the City and the Railroad Commission called for a single consolidated train station i
1915.

It took more than 15 years of litigation between the City, State, and railroad companies before a 1931
United States Supreme Court decision cleared the way for its construction. One of the many
obstacles during this period was that U.S. Postal Service/Terminal Annex was vying for the same site.
When a different site was chosen for Terminal Annex, the Union Station project was facilitated.
Harry Chandler, publisher of the Los Angeles Times, was one of the station’s biggest supporters.
Ulumately, the railroads and the mayor chose another location known as the "Plaza set back area”
for the Los Angeles Union Station Passenger Terminal, known today as Union Station. The choice
of this site led to the demolition of the city's original Chinatown, and left the historic Plaza area
intact,

When the old Chinatown was demolished in 1933, the displaced Chinese population moved to the
produce market district. Somme businesses moved to China City, a project bounded by Sunset between
Spring and Main Streets, and some buut new homes and businesses on North Broadway in the area
known as Chinatown today.

Construction began in 1934 after $1,000,000 in civic funds from a gasoline tax to aid with separating
streets from railroad tracks, was allocated to the project. Project costs were divided among the three
railroad cornpanies. The design of Union Station was created by a committee of architects, including
John and Donald Parkinson of The Parkinson Firm, and railroad architects H.L. Gilman from the
Santa Fe, J.H. Christie from the Southem Pacific and RJ. Wirth from the Urnion Pacific. The
landscape architect was Tommy Toroson and the color consultant was Hermann Sachs.

Union Station was completed in 1939. It was named the Union Station Passenger Terminal, because
it represents the union of more than one railroad in establishing a common shared facility for
passenger trains. Across the country, the concept of a union station was the result of civic
improvement programs that sought to centralize and beautify downtown areas. The union stations
in Washington, D.C., St. Louis and Los Angeles were pant of these effors.

The station, built to be a small city with the amenities needed by travelers, opened on May 7, 1939
with a three day extravaganza, a parade of floats, formal dedication ceremonies hosted by film star
Leo Carrillo, tours of the new station, and live entertainment.

John Parkinson was a well-respected and prolific architect bom and trained in England. His
contributions to the desigo of the city were very infloential. Operating in various partnerships from
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1894 through 1935, he was the architect for the Stationer’s Annex building ar 523 S. Spring Street,
and helped design the majority of the buildings in the Spring Street Financial District. He and his
son Donald becare a premier father and son team who designed many important buildings such as
Bullocks Wilshire, the Coliseum, the Title Guarantee Building and who contributed to the design of
City Hall.

The Fred Harvey Restaurant in the terminal was designed by Mary Coulter, who is best known as
the creator of many of the Grand Canyon's buildings, including the Hopi House and the Desert
Watchtower. The restaurant was part of the famous chain of eateries that served Santa Fe railroad
depots across the country,

Union Station was the destination and point of origin of a number of the country’s most famous
transcontinental trains of the period. Completed just as passenger train travel began to wane in the
United States, Union Station was the last major train station built in the country. The completion of
Union Station, along with the Terminal Annex to the north, was considered a major achievement in
urban deyelopment and transportation. Both played an important role in the logistics of World War
{1, particularly in the later phase which was centered in the Pacific. The peak years of use for Union
Station were during World War II and the years just following the war. During this time more than
100 daily trains carrying a total of more than 100,000 troops passed through Union Station. Later
as the metropolitan freeway network took shape, Union Station found itself once again in the middle
of the hub of the latest ground transportation systern.

As the last major train station buiit in the United States, Union Station is significant in the history
of transportation of Los Angeles, the state, and the nation. Its integrated design reflects the care of
its designers to consolidate three major railroads into a single terminal complex. The main passenger
terminal building remains one of the grear architectural statements of its time. Union Station remains
the "last of the great stations” and retains a high degree of integrity.

Union Station was designated Los Angeles Historic-Cultural Monument #101 on August 2, 1972.
It is listed in the National Register of Historic Places, at the national level of significance for both
its historic associations and for its architectural ment. [t was listed on November 13, 1980, before
it was 50 years old, an honor artesting to its “exceptional importance,” the requirement for listing of
newer buildings.
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Terminal Anpex

The location of a major train terminal and mail handling facility served by the rail line brought about
significant changes to this portion of the city. The site of Terminal Annex was originally occupied
by several lumber warehouses.

The siting of Terminal Anaex and Union Station in close proximity to each other had the advantage
of use of rail facilities for mail distribution. Terminal Annex was served by rail cars which
approached the east side of the structure from a bridge constructed over East Macy Street (now Cesar
E. Chavez Avenue. Today, this bridge maintains the historic connection between the two structures.

Terminal Annex was completed in 1938. It was designed by Gilbert Stanley Underwood, a prominent
Los Angeles architect who achieved national recognition for his regionally-responsive designs, and
who went on to becorne the Supervising Architect of the United States. Underwood was a graduate
of Yale and Harvard, and had completed an impressive list of private commissions across the country
by the time he started his architectural practice in Los Angeles in 1923. He is recognized as one of
the pioneers of the "Rustic Architecture” style, which is represented in a series of hote! lodges he
designed for the National Park Service and Union Pacific Railroad, the most well known of which
is the Ahwahnee Hotel (1927) in Yosemite. Examples of his works in the Art Deco ‘style are
Desmond’s Departmeant Store on Wilshire Boulevard in Los Angeles and the Union Pacific Railroad
station in Omaha, Nebraska, the first Art Deco station in the country.

Beginning in 1934, Underwood worked in thé Supervising Architect's office, where he was
responsible for a series of post offices and courthouses in the westecn United States. He left this
program in about 1939 to work with William Dewey Foster on the War Department Building, the first
unit of the State Department Building. Among his private commissions from this period are the Sun
Valley Lodge and two hotels for Colonial Williamsburg for John D. Rockefeller, Jr.

Underwood’s facility in adapting and combining architectural styles, his innovations in interpreting
regional influences, and the influence in his work of the Beaux Ars classicism of Federal architectire
are all apparent in Terminal Annex.

The eleven murals in the Terminal Lobby were painted under the auspices of the Treasury Relief Art
Program of the Public Works Administration (PWA) by artist Boris Deutsch between 1941 and 1944,
Eotitled "Cultural Contributions of North, South, and Central America,” Deutsch’s murals for
Terminal Anpex are typical of their era in both theme and imagery, though not typical of Deutsch’s
other work. Bormn in Russia in 1895, Deutsch studied art at the Riga Academy. After immigrating
to the United States, Deutsch began to receive public notice by the mid-1920s in Los Angeles and
by the 1930s was considered among the pioneers of modernism in Southem California.
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Terminal Annex was the hub of mail processing for the Los Angeles area from the rime of its
completion in 1938 until 1989 when a new processing cenier was constructed. It is significant for
the role it has played in the integration of rail and mail service on the east edge of the city, for its
architectural style, and for its association with renowned architécts and artists.

Terminal Annex is significant architecturally, as it represents a transitional building type for the post
office, between the de-centralized mail handling systems typical before 1940 to the increasingly
mechanized systems used after World War 1. It represeats an eclectic mix of architectural styles that
is at once typical of Southem California public architecture of the era, and unique in the way it is
expressed in this structure. Terminal Annex is typical of the amalgam of influences on public
architecture in Southern California in the early 20th century. In this respect, it is an importaot
example of the period on the West Coast and of Underwood’s and Louis B. Simon's influence on the
development of a regional architectural expression. In addition, the building contains significant
murals by Boris Deutsch, a pioneer of modemism in Southern California,

Terminal Annex was listed in the National Register of Historic Places in 1985, It is one of twenty-
two post offices built in Southern California between 1918 and 1933 nominated as a thematic group
to the National Register of Historic Places.

Architectural Description
Union Station

The station is comprised of a number of components of irregular shapes and heights, supported at
each end by arcades and pavilions. The principal components are of reinforced concrete construction
and include a high and arched entrance vestibule, the ticket concourse or lobby, and a clock tower
which rises to a height of 125 feet, surmounted by a Moorish finial. To the north of these main
components is a two story office unit, faced by a lower arcade, and bordered on the north by an
ornamental driveway arch and a continvation of the arcade which terminates in a low peaked roof
pavilion about 375 feet north of the main station entrance. Immediately to the south of the main
building is a similar arcade, known as the South Arcade. Eighty-three feet long and 38 feet high, the
South Arcade forms a covered passage or promenade 33 feet wide linking the main building to an
attractive restaurant unit. The restaurant is two stories high and comparable in appearance with the
two story office unit immediately north of the ticket concourse. The south arcade crosses a driveway
into the rear station grounds. The main facade of the station, with its stepped roof lines, irregular
setbacks, and prominent arcades on either side of the center, extends continuously between Cesar E.
Chavez Avenue and Aliso Street.
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Union Station is designed in the two architectural styles that were popular toward the end of the great
age of railroad station design: Spanish Colonial Revival and Moderne. Character-defining features
of the Spanish Colonial Revival style were its use of smooth unadomed plaster walls, red tile roofs.
glazed tile, and wrought tron decoration. Modeme elements are evident in stylized geometric motifs
for decoration, lighting, massing, and proportion.

The main architectural focus of the station complex is the passenger station itself. Character-defining
features and spaces of the terminal are described in the paragraphs below.

The clock tower is one of the most prominent exterior features of the terminal. With its Moorish
finial, colorful Spanish wall tiles, decorative moderne scrollwork and ventilation ports, the tower has
a clock face on each side. Large arched windows line the exterior and have a scroll motif which is
repeated inside.

The main entrance is framed by a SO-foot arch ritmmed with mosaic tile in blue, gray, green, and
bumt sienna from Gladding, McBean & Company. Within the arch is a semi-circular inset of
concrere and glass in a cross and star pattern. There is a reinforced concrete cantilevered marquee
with large free-standing letters which spell "Union Station.”

Through the bronze doors, the main entrance leads to a vestibule 50 feet wide and 80 feet deep.
With a high arched ceiling and massive chandeliers, the vestibule contains the central information
booth and serves as an eatrance to three station areas: the Fred Harvey restaurant to the south, the
Waiting Room to the east, and the Ticket Concourse to the north,

The Ticket Concourse is the largest room in Union Station. It has a distinct Spanish Colonial Revival
design and is 146 feet long by 80 feet wide. Made of American black walnut, the 115-foot ticket
counter dominates the east wall. Tile and marble flooring covers most of the room. Large arched
window panels are graced with Spanish grillwork in the bell and scroll pattern. Six omameatal
chandeliers, 10 feet in diameter, hang from a typically Spanish Colonial Revival painted decorative
ceiling with exposed beams. The ceiling murals were designed by Hermann Sachs, the renowned
Rumanian artist who painted the "Spirit of Transportation” mural in the porte cochere at Bullocks
Wilshire. The wall at the north end of the Ticket Concourse contains a built-in clock, a speaker with
a brass Deco-influenced grillwork, and a streamlined drinking fountain. There is decorative grillwork
over the power panel. Beyond the north wall are restrooms and the offices of the north wing,

The Waiting Room is the second largest room in the station and measures 140’ by 80'. It is
furnished with groups of leather-upholstered chairs. Red quarry tile covers most of the floor, except
near the walls and in the center, where different marbles compose a pattern suggestive of a carpet
runner. Marble is also the capping base to the floor. The walls have a wainscoting of blue, olive,
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and sienna Spanish tile in a geometric pattern. Below the tile 1s a strip of Belgian black marble and
a layer of sienna-colored Montana travertine, decorated with vrmarnental tiles. A band of plaster
divides the upper and lower walls. The chandeliers and beams are different from those in the ticket
concourse. The upper walls and ceilings are faced with acoustical tiles. Above and across from the
bronze exit doors are two-sided marbie clocks.

The enclosed north patio, measuring 156” by 85, is accessed primarily from the waiting room and
by gates in the nocth walls. The patio’s flagstone path leads to a fountain, with a floral shaped basin,
tiled fish motif and streamlined fountainhead. Wrought iron benches, as well as built-in tiled benches,
furnish the patio. Along the path, Art Deco wall sconces are located on the exterior building walls
and the streamlined utilitarian light standards. Above the windows and the balcony are painted
wooden balustrades.

The baggage and departure areas have low ceilings with glass bricks, panels of fluorescent lighting,
stylized columns with flared capitals and brilliantly tiled drinking fountains in a Southwest Native
American geometric motif. The colored concrete floor tile is in a zigzag pattern. There is an Amtrak
police station in this area.

The larger south patio acts as a courtyard between the main building and the arcade and is 200 feet
long by 112 feet wide. It was originally planted with full grown pepper, olive, and palm trees and
paved with five shades of brick. The streamline lighting pylons are Westinghouse Reflectolux junior
luminaries.

The south arcade provides direct access to the Fred Harvey Restaurant building, which echoes the
main complex in its Spanish Colonial Revival and Moderne design. The two-story main dining space
in the restaurant building is 62 feet wide by 74 feet long. In the center of the restaurant is a
freestanding "U"-shaped stainless steel soda fountain luncheonette counter. The stools which bordered
the counter have been removed. The floor is of Valencia Spanish tile in a black, red, and buff zigzag
pattern. Cream colored walls surround tiled wall paoels with parrot designs. Both the walls and the
ceiling are lined with acoustic panels. Original metal chandeliers still hang from the arched ceilings.
Wrought iron gnillwork leads to the second floor mezzanine dining room which has pine paneled
walls. Adjacent to the main room is an Art Deco cocktail lovage with a herringbone brick floor,
copper sheathed bar, bubble etched mirrors and red strips of indirect neon lighting.

Union Station was listed in the National Register of Historic Places in 1980. The boundaries for this
designation are the original boundaries of the station. The National Register nomination identifies
the significance of the property as an integrated complex, the most important component of which
is the Union Station Passenger Terminal itself. Other facilities identified in the nomination as
contributing to the significance of the property include baggage facilities, the pedestrian subway

Alameda District Specific Plan EIR 234
CPC No. 93-0442(SP)



[V.C.3 Hisiorical Resources

tunnel, north and south retaining walls, track structure and sheds. Although not mentioned in the
pomination, the Terminal Tower and Car Repair Shop also contribute to the significance of the site,

These support and ancillary facilities are more utilitarian in appearance than the Union Station
Passenger Terminal. The complex is bordered by retaining walls on the north and south sides which,
although modified, reflect Modeme influences. The 575-foot pedestrian subway connects the main
terminal building with the tracks; it is integrated structurally and visually into the design, using linear
bands of subdued colors to unite the two areas. The colors are those traditionally associated with the
southwestern deserts. includiag earth tone reds, oranges, yellows, and browns. Original light fixtures
are placed in the ceiling leading to eight sets of double ramps rising to the platforms between the
tracks.

The southern end of the complex was a service wing which included a boiler room and power plant
as well as offices and support facilities. This portion of Union Station has been altered to a greater
degree than the remainder of the Station. The first major alterafion to the complex was the removal
of the former Pacific Electric Freight service yard at the south end of the complex which was infilled
with the construction of a parking garage between the curving rarmop and the southern wing in 1954.
The second level was built as a covered freight platform. This alteration is noted in the National
Register nomination as aot contributing to the significance of Union Station. A parking area was also
added over the south parage in the 1950s. Further significant alterations have been made to the
southeast portion of the site to accommodate construction of the El Monte Busway Extension (1987-
1989), including truncation of approximately 80 feet of the Railway Express Agency (REA) Building,
as well as reconstruction of a portion of the south retaining wall and ramp. The portion of the
southern wing which forms the east edge of the taxi patio remains substantially intact although some
of the exterior openings have been altered. The interior of this portion of Union Station was
substantially altered and renovated for use as Amtrak's baggage facility. While highly altered, the
southemn wing retains sufficient integrity such that it rerains a character-defining feature of Union
Station and therefore contributes to its significance. The ramp was originally L-curved but was
altered to an S—curve in the El Monte Busway extension activity in the late 1980s. Though altered,
the ramp still contributes to the significance of the Station.

With construction of the Metro Redline, other recent significant alterations to previously contributing
featuces on the southern portion of the site included the removal and reconstruction of approximately
40 percent to 50 percent of all tracks and canopies. The canopies were described in the 1979
nomination of the property to the National Register as having

“_..n0 special aesthetic value and...historical only to the extent that they served a utilitarian function..."
However, the remaining original canopies are still contributing features. [n addition, the north parking
lot and north ramp as well as a portion of the baggage area were demolished and reconstructed. Due
to such alterations, these features are no longer contributing.
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While changes have occurred within the Union Station Passenger Terminal and the tunnel, these
alterations have not impaired the integrity of these contributing features. The northern portion of the
track area, the Terminal Tower and the Car Repair Shop also remain substantially intact.

A complete taventory of character-defining features and spaces and their existing condition is
contained in "Initial Study for Rehabilitation and Reuse: Survey of Conditions" prepared for Cateltus

Development by Hardy Holzman Pfeiffer Associates in 1991.

Teminal Annex

Terminal Annex is a four story, poured-in-place reinforced concrete structure which is an eclectic
combination of Spanish Colonial Revival, Mission and Pueblo architectural stylistic influences. Its
primary interior spaces and fixtures reveal the influence of Beaux Arts classicism popular in public
buildings at the turn of the century. In siting, massing and layout, however, the butlding is utilitarian,
essentially a warehouse in form and function.

Terminal Annex was originally conceived as a rectangular structure, with the west side of the
rectangle containing the two primary entries. The formality of the primary facade is enhanced by a
landscaped forecourt which results in the building being set back 160 feet from Alameda Street, the
main entrance. This facade is distinguished by two domed, tiled towers and monumental, arched’
windows which mark both comers of the west elevation.

Terminal Annex has a solid exterior with massive cusring buttresses, projecting drainspouts, arched
windows, and two formal entrances with bronze door frames, decorative eagles, and hanging lanterns.
The tiled, domed towers, which are recessed slightly from the third floor cornice line of the building,
are reminiscent of the bell towers often found on Spanish Colonial Revival and Mission style
structures. The domes are ringed with matte glazed ceramic tiles in pastel colors. The butress caps,
urns, and finals are of pre-cast concrete. The smooth concrete finish of the building echoes the
appearance of stucco or plaster finishes typical of these styles, and recessed window opeaings creating
deep shadows reinforce this reference. Pilasters accent the building’s structural bays. The projections
above the pilasters are reminiscent of the forms of canales or water spouts.

The rhythm of the bays of the structure are articulated on the facade with pilasters which terminate
in a pre-cast concrete sculptucal cap at about the third story floor elevation. Cast-in-place canale-like
details project from the facade near the original (third floor) comice line, further accentuating the
bays.

The main (south and west) facades of the structure feanire two story paned windows in arched
openings at ground level, with paired, double hung windows above oq the third floor. The windows
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on the north and east facades are also framed industrial sash. The arched window openings on the
primary facades have hollow steel frames with fluted mullions. They are two stories in height, with
the spandrel occurring at the second floor. The heads of the windows are square, and appear cured
on the exterior due to the curved concrete surround. Steel sash windows are found on the upper
floors. The windows in the dornes are rolled. hammered gold opalescent glass panes, some of which
have been replaced by clear glass. :

The west entrance to the building is accessed via granite stairs leading from the sidewalk to a formal
landing. Decorative bronze railings and sidelights are located on the side walls of the stairs. The
landing features a star pattern in three shades of granite, flanked by concrete walls with similar
detailing. The star paftern is repeated in granite and concrete at the two formal entrances to the
building. This leads to bronze entry vestibules. The center of this entry sequence features the
original flag pole.

Only a small portion of the building's interior is public space. These spaces have beige terra cotta
walls with trim in geometric patterns. The vibrantly colored terrazzo floors with chevrons and
diamond-shaped medallions resemble an Indian design. Along the Cesar E. Chavez Avenue (south)
side is an elevator lobby where the doors are emblazoned with bronze medallions, The surrounding
walls are fitted with panels of terra cotta ornameat.

Terminal Annex fearures a series of Public Works Administration (PW A)-sponsored murals by artist
Boris Deutsch painted between 1941 and 1944. These arched-lunettes celebrate the many native
American cultures of Central and South America from the distant past 1o the present. A progression
in the artist’s style over the years is notable. The murals depict the Pueblo Indians (1941); Mexican
[ndians with ceremonial masks (1942); Incas with a llarna and reed flutes (1943); Central American
Indians with colorful costumes (1943); Mayans with ruins (1943); California Indians, padre and
Mission Santa Barbara (1943); peasants with oxen cants (1943); and Hispanics today in the fields of
astronomy (1943), science and chemistry (1943), communications (1944), and the military and World
War O (1944).

The vaulted ceilings and arched entries to the service windows of the lobby with their painted murals
add interest 1o the public space, which wraps around the west and south portions of the building at
the ground floor. Beaux Ars influences are to bé found in the bronze entry vestibules with their
Ionic columns and grllwork, and on the bronze doors to the public elevators. The original light
fixtures, both lamps and ceiling fixtures, are simple and reminiscent of the architect’s Art Deco work.
Ceramic tiles with a relief partern, found throughout the public lobby, are subdued in color and
pattern and provide a decorative backdrop to these varied influences.
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The lobby has bropze entry doors, terrazzo floors, terra cotta walls, and a plaster ceilling. Many of
the original fumishings and signage in the lobby are infact. Over time new paint colors have
obscured the original color palette.

Tenminal Annex has a subtle but rich material palette including pre-cast concrete and plaster elements,
terra cotta, granite, bronze, enameled steel, glass, painted finisbes and murals. Each of these materials
contributes to the historic character of the building.

The building has a large open plan on the upper floors. There are few decorative elements in these
utilitarian areas.

Alterations to the building and grounds have been made, beginniag with the addition of a fourth story
in 1949, This addition was part of the original plan for the building. The fourth story steps back
from the third story comnice line on the north, south and west sides of the building, allowing the
structure to retain the appearance of its original volume puactuated by the two domed towers. The
second major addition was the new wing added in 1959 to the north side. The four story addition
extends perpendicular to the structure on the north side.

In 1967, the coufiguration of the parking lot and landscaping was altered. Two additional rows of
parking were added to the forecourt and a new curb cut was added onto Bauchet Street. The original
lawn adjacent to Alameda Street was reduced to a narrow strip and a median strip laid with red brick
was added between the old and new parking lanes. Fifteen olive trees were added across the building
facade in the median and along Alameda Street.

Other alterations effecting the south and west elevations of the building are the addition of a fire stair
on the south side and a handicap ramp on the west side of the building in the 1970s. A portion of
one of the two main entry stairs was removed in conjunction with the latter modification. Nurmerous
additions to the north and east sides of the building have occurred over time, most in conjunction with
the addition of mechanical equipmeat. The building was repainted in the 1980s. Other changes
include the blocking of windows with sheetrock or concrete block throughout the north and south
elevations, The east elevation has had curtain wall panels installed where mail portals were originally
located.

The lobby was altered in 1976 when three new service bays were added to the south end of the lobby.
The vauited ceilings were extended and efforts were made to match the materials and finishes of the
original space, including matching the cream colored ceramic tile. The service windows were
modified. The lobby was repainted in the 1960s and 1980s. The furnishings are virtually intact with
the exception of the ceiling lamps in the lobby which were replaced in 1976. The murals were
restored in 1980. The remaining building interiors. including the bathrooms, have been remodeled.
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ENVIRONMENTAL IMPACT
Threshold of Significance

A project which may cause a substantial adverse change in the significance of an historical resource
is a project that may have a significant effect on the environment. An historical résource is a resource
listed in, or determined to be eligible for listing, in the California Register of Historical Resources'.

Both Terminal Anpex and Union Station are listed in the National Register of Historic Places, and
thus automatically listed in the California Register, For purposes of CEQA, the structures are
historically significant. Therefore, it is necessary to determine whether the proposed project involves
“substantial adverse change” in the significance of these historic resources through “demolition,
destruction, relocation, or alteration such that the significaoce of an historical resource would be
impaired."

In addition, alternatives that would render Union Station or Terminal Annex ineligible for tnclusion
in the National Register of California Register would constitute a significant impact. For the purposes
of this analysis, the Secretary of the Interior’s Standards for rebabilitation are used in determining
whether ap alteration is such that the significance of the resource is impaired.

California Register of Historical Resources

In 1992, the Legislature passed, and the Govemor signed into law, AB2881 which established the
California Register.? The California Register is an authoritative guide in California used by state and
local agencies, private groups and citizens to identify the state’s historical resources and to indicate
what properties are to be protected, to the extent prudent and feasible, from substantial adverse
change?

Resources eligible for inclusion in the California Register are based upon National Register criteria.’
Certain resources are determined by the statute to be included in the California Register, including:

T Cal Pub. Res. Code Section 210841
7 See Cal. Pub. Res. Code § 5024.1(e)
3 Cal Pub. Res. Code § 5024.1(a).

! See Cal. Pub. Res. Code § 5024.1(b).
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California properties formally determined eligible for, or listed in, the National
Register of Historic Places;

Statc Historical Landmark No. 770 and all consccutively numbered historical
landmarks following No. 770. For state historical landmarks preceding No. 770, OHP
shall review their eligibility for the California Register in accordance with procedures
to be adopted by the Commission; and

Points of Historical Interest which have been reviewed by OHP and recommended for
listing by the Comroission in accordance with procedures adopted by the

Commission.'

which are not amtomatically lsted in the California Register, resources may be

nominated for listing in the California Register” Resources which may be nominated include:

Individual historical resources;

Historical resources contributing to the significance of an historic district under
criteria;

Historic resources identified as significant in historic resource surveys, if the survey
meets the criteria listed in Code § 5024.1(g); and

Locally designated resources if the criteria for local designation have been determined
by the Commission to be consistent with California Register criteria adopted by the
Commission.’

While owner consent is required to list a privately owned resource, the statute provides that if "private
property cannot be presently listed in the California Register solely because of owner objection, the

Commission shall nevertheless designate the property as eligible for listiag.

nd

' Cal. Pub. Res. Code § 5024.1(0).

1 See Cal. Pub. Res. Code § 5024.1(f) for nomination requirements, including the provisions for seeking
comment from the local government and notification of owners.

3 Cal. Pub. Res. Code § 5024.1(e).

4 Cal. Pub. Res. Code Section 5024.1()(5).
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In summary, California Register resources are per se significant for purposes of CEQA. National
Register eligible resources qualify for listing in the California Register and formally determined
eligible National Register resources are automatically listed in the California Register. Furthermore,
the California Repister criteria are based on National Register criteria. Therefore, the National
Register is relevant in assessing the historic significance of a resource.

National Register Criteria

The National Register of Historic Places is "an authoritative guide to be used by federal, state, and
local governments, private groups and citizens to identify the nation's cultural resources and to
indicate what properties should be considered for protection from destruction or impairment.”' Both
Union Station and Terminal Annex are listed in the National Register of Historic Places.

To be eligible for listing in the National Register, a resource must possess significance in American
history and culture, architecture, or archaeology. These criteria are the Register’s standards for
determining the significance of properties. Sites, districts, or structures of potential significance must
possess integrity of location, design, setting, and materials and meet one or more of four established
criteria.?

1 associated with events that bave made a significant contribution to the broad patterns
of our history; or

2. are associated with the lives of persons significant in our past; or

3. embody the distinctive characteristics of a type, period, or method of construction or
that represent the work of a master, or that possess high artistic values, or that
represent a significant and distinguishable entity whose components may lack

individual distioction; or

4, yield, or may be likely to yield, information important in prehistory or history.

! 36 Code of Federal Regulations, Section 60.2,
1 Guidelines for Completing National Register Forms, National Register Bulletin 16, U.S. Department of
Interior, National Park Service, September 30, 1986 ("National Register Bulletin I16™), This bulletin
contains techpical information on comprehensgive planning, survey of cultural resources and registration
in the National Register of Historic Places.
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The Natioral Register includes properdes classified as buildings, sites, districts, structures, or objects.

Evaluation of Integrity

In addition to meeting the criteria of significance, a property must have integrity. “lategrity is the

ability of a property to convey its significance".*

According to National Register Bulletin 15:

" Within the concept of integrity, the National Register criteria recognizes seven aspects or
qualities that, in various combinations, define integrity.

] To retain historic integrity a property will always possess several, and nsuvally most, of the
aspects. The retention of specific aspects of integrity is paramount for a property to convey

its significance.’

Factors of Integrity

According to National Register criteria the seven factors that define integrity are location, design,
setting, materials, workmanship, feeling and association. The following is excerpted from National
Register Bulletin 15 which provides guidance on the interpretation and application of these factors:
Location is the place where the historic propesty was constructed or the place where the historic event
occurred.* Design is the combination of elements that create the form, plan, space, structure, and
style of a property.® ... Design can also apply to districts, whether they are impontant primarily for

Nuasional Register Bulletin 15, .S, Deparument of the [nterior, National Park Service, Interagency
Resources Division ("National Register Bulletin 157, p. 4.

National Register Bulletin, p. 44
Y hid

"The relationship between the property and its location is often impontant to understanding why the
property was created or why something happened. The actual location of a historic property,
complemented by its setting, is particularly impontapt in recapturing the sense of historic events and
persons. Except in rare cases, the relationship between a property and its historic associations ts
destroyed if the property is moved.” [bid.

"A property’s design reflects historic functions and technologies as well as aesthetics. It includes such
considerations as the structural system; massing; arrangement of spaces; pattern of fenestration; texmes
and colors of surface matertals; type, amount, and style of ormamental detailing; and arrangement and
type of plantings in a designed landscape.” [bid.
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historic association, architectural value, information potential, or a combination thereof.'
Setting is the physical environment of 2 historic property.? Materials are the physical elements that
were combined or deposited during a particular period of time and in a particular pamemn or

configuration to form a historic property’

Workimanship is the physical evidence of the crafts of a particular culture or people duriog any given
period in history or prehistory.”

Peeling is a property’s expression of the aesthetic or historic sense of a particular period of time.’
Association is the direct link between an important historic event or person and a historic property.®

Assessment of Inteonty

In assessing a property’s integnty, the National Register criteria recognize that properties change over
time. In this regard, National Register Bulletin 15 provides:

It is not nécessary for a propetty to retain all its historic physical features or characteristics.

"For districts significant primarily for historic association or architéctural value, design concerns more
than just the individual buildings or structures located within the boundaries. It also applies to the way
in which buildings, sites, or structures are related . . . " Ibid.

National Register Bulletin, p. 4S.

“The choice and combination of materials reveals the preferences of those wbo created the property and
indicate the availability of particular types of materials and technologies. Indigenous materials are often
the focus of regional building traditions and thereby help define an area’s sense of time and place.”

"Workmanship can apply to the property as a whole or to its mdividual components. It cap be
expressed in vernacular methods of construction and plain finishes or in highly sophisticated
configurations and orpamental detailing. It can be based on common traditions or inmovative period
techniques.” (Empbasis added.) Ibid.

"[¢t results from the presence of physical features that, taken together, convey the property's historic
character." Ibid.

"A property retains association if it is the place where the event or activity occurred and is sufficiently
intact 10 convey that relationship to an observer. Like feeling, association requires the presence of
physical features that convey a property’s historic character. ... Because feeling and association depend
on individual perceplions, their retention alone is never sufficient to support eligibility of a property for
the National Register.” Tbid.
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The propeny must retain, however, the essential physical featuces that enable it to convey its
historic identity,'

For properties which are considered significant under National Register Criteria B, National Register
Bulletin 15 sutes:

A property that is significant for its historic association is eligible if it retains the essential
physical features that made up its character or appearance during the period of its association
with the important event, historical pattern, or person(s).?

In assessing the integrity of properties which are considered significant under National Register
Criterion C, National Register Bulletin 15 provides:

A property important for illustrating a particular architectural style or construction techaique
must retain most of the physical features that constitute that style or technique.’

Section 106

Section 106 of the National Historic Preservation Act of 1966 is a review process administered by
the Advisory Council on Historic Preservation.* For purposes of Section 106, "historic properties®
include properties listed in, oc eligible for, the National Register of Historic Places’ A federal
“undertaking" has an effect on a historic property when the undertaking may alter characteristics of
the property that may qualify the property for inclusion in the National Register. For the purpose of
determining effect, alteration to features of a property’s location, setting, or use may be relevant
depending on a property’s significant characteristics and should be considered.®

National Register Bulletin 15, p. 46.

Pomid

3ovA property that has lost some historic materials or details can be eligible if it retains the majority of the
features that illustrate its style in terms of the massing, spatial relationships, proportion, paitern of windows
ana doors, texmre of materials, and ormamentation. The property is not eligible, however, if it retains some
basic features conveying massing but has lost the majority of the features that once characterized its style.”
Ibid.

1 Section 106 is codified at 16 U.S.C. § 470, et seq; and the regulations thereunder are codified at 36
CFR Part 800.

5 36 CFR § 800.2(e).

¢ 36 CFR § 800.9(a).
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An undertaking is "considered to have an adverse effect when the effect on a historic propeny may
diminish the integrity of the property’s location, design, setting, materials, workmanship, teeling or
association."'  Adverse effects include but are not limited to:

(1) Physical destruction, damage or alteration of all or a part of the property;
2) Isolation of the property from, or alteration to the character of the property's setting,
when that character contributes to the property’s qualification for the National

Register;

(3) Introduction of visual, audible, or atmospheric elements that are out of character with
the property or alter its setting;

4) Neglect of a property resulting in its deterioration or déstruction; and
(5)  Transfer, lease, or sale of the property,?

When a project is limited to rehabilitation of the property in conformance with the Standards, the
undertaking may be considered to be not adverse*

Secretary of the Interior’s Standards

The Secretary of the Interior has promulgated Standards for Rehabilitation® (the "Standards") for
historic structures which are codified at 36 CFR Section 67.7. The Standards are designed to ensure
that rebabilitation does not impair the significance of an historic building. Therefore, the Standards
are retevant in assessing whether there is a substantial adverse change in significance under CEQA.

The Standards are as follows:
Ll A property shall be used for its historic purpose or be placed in a new use that

requires minimal change to the defining characteristics of the building and its site and
environmeat.

' 36 CFR § 800.9(b).

36 CFR § 800.9(b).

* 36 CFR § 800.9(c)(2).

¥ The Secretary of the Interior's Standards for Rehabilitation and Guidelines for Rehabilitating Historic

Buildings, U.S. Department of the Interior, National Park Service, Preservation Assistance Division,
1990; see also 36 Code of Federal Regulaiion Section 67.7.
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(S8

The historic character of a property shall be retained and preserved. The removal of
historic material or alteration of features and spaces shall be avoided.

3. Each property shall be recognized as a physical record of its time, place and use.
Changes that create a false sense of historical development, such as adding conjectural
fearures or elements from other buildings, shall not be undertaken.

4, Most properties change over time; those changes that have acquired significance in
their own right shall be retained and preserved.

S. Distinctive features, finishes and construction techniques or examples of skilled
craftsmanship which characterize a historic property shall be preserved.

6. Deteriorated historic features shall be repaired rather than replaced. Where the
severity of deterioration requires reptacement of a distinctive bistoric feature, the new
feature shall match the old in design, color, texture, and other visual qualities, and
where possible, materials. Replacement of missing featres shall be substantiated by
documentary, physical, or pictorial evidence.

7. Chemical or physical treatments, such as sandblasting, that cause damage to historic
materials shall not be vsed. The surface cleaning of structures, if appropriate, shall
be undertaken using the gentlest means possible.

8. Significant archeological resources affected by a project shall be protected and
preserved.  If such resources must be disturbed, mitigation measures shall be
undertaken,

9. New additions, exterior alterations, or related new construction shall not destroy
historic materials that characterize the property. The new work shall be differentiated
from the old and shall be compatible with the massing, size, scale, and architectural
features to protect the historic integrity of the properny and its environment.

10. New additions and adjacent or related new construction shall be undertaken in such
a manner that if they were removed in the future, the essential forrs and integrity of
the historic property and its environment would be unimpaired.
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The Standards wete wrifien to:

Assist the long-term preservation of & property’s significance through the preservation of
historic matertals and features. The Standards pertain to historic buildings of all materials,
construction types, sizes, and occupancy and encompass the exterior and interior of the
buildings. They also encompass related landscape features and the building’s site and
environment, as well as attached, adjacent, or related new construction.’

The Guidelines for Rehabilitating Historic Buildings were developed to assist property owaers and
magagers in applying the general Standards listed above. The Guidelines contain a specific hierarchy
for decision-making in assessing the rehabilitation of any historic building. First, the significant
matedals and features of a building must be identified. Then a method for their retention and
preservation must be found. If the physical condition of character-defining materials warrants
additional work, repair is recommended. If deteroration or damage precludes repair, then
replacement can be considered.

The introduction to the Guidelines states that:

Some exterior and interior alterations to the historic building are generally needed to assure
its continued use, but it is most important that such alterations do not radically change,
obscure, or destroy character-defining spaces. materials, features, or finishes.?

A technical brief which describes how to identify the character-defining fearures of a building notes:

A complete understanding of any property may require documentary research about its style,
construction, fuoction, its furnishings or contents; knowledge about the original builder,
owners, and later occupants; and knowledge about the evolutiopary history of the building.
Even though buildings may be of historic, rather than architectural significance, it is their
tangible elements that ernbody its significance for association with specific events or persons
and it is those tangible elements both on the exterior and interior that should be preserved.’

' Standards, p. 5.
Standards, p. t1.
> Lee Nelsoo, "Architectural Character: Identifying the Visual Aspects of Historic Buildings as an Aid to

Preserving Their Character”, Preservation Brief 17, U. S. Department of the Interior, Preservatiou
Assistance Division, 1982, p. 1.

Alameda District Specific Plan EIR 247
CPC No. 93-0442(SP)



[V.C.3 Historical Resources

In addition to thé rehabilitation of character-defining features, the Standards and Guidelines also
address alterations and additions to historic buildings, as well as retrofitting for health and safety
requiremnents. Some interior and extecior alterations to a historic building may be needed to assure
its continued use, These modifications should not, however, obscure character-defining features of
the structure.

Design Elements and Guidelines
The ADP includes design elements and guidelines intended to preserve the histonc sigaificance of
the Union Station and Terminal Annex buildings. Some of these design elements and guidelines are

discussed below,

Historic Preservation Element of the ADP

The Historic Preservation Element of the ADP consists of two components: the first sets forth
policies and guidelines to preserve and encourage the reuse of the historic structures; while the second
sets forth policies and parameters for new development. The ADP encourages the preservation and
reuse of the historic resources by a series of policies and guidelines based on the Secretary of the
Interior’s Standards for Rehabilitation. The design goal of the ADP is to create a district that grows
out of and complements the historically significaat architecture of Union Station and Terminal Annex,
the cultural hertage of the City’s birthplace at the El Pueblo de Los Angeles at Olvera Street and the
active urban tradition of the Chinatown neighborhood and Limle Tokyo.

Reuse of Historic Structures

Rehabilitation work on Terminal Annex and Union Statioa buildings will be \indértaken in accordance
with the Secretary of the Interior's Standards for Rehabilitation. The ADP allows new active uses
within the rehabilitated buildings. Alterations in connection with rehabilitation for new uses will not
radically change, obscure or destroy character-defining spaces, materials, features or finishes. In
addition, the Terminal Tower, Car Repair Shop, and the northern portion of the track system will be
retained in the proposed project. However, some demolition of portions of the Terminal Annex .and
Union Station will occur to accommodate adjacent new construction.

New Development Guidelines and Policies

The ADP recommends that development in the Historic Area provide a proper setting to reinforce the
architectural character and symbolic prominence of the Union Station Passenger Terminal and
Terminal Annex Building; therefore, architectural treatment will be designed to minimize interference
with the image and character of these buildings.
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The traditional setback from Alameda Street to the historic buildings will be maintained, thus
preserving a major part of the historic view of the buildings. Buildings fronting Alameda Street
within the Historic Area will remain low in scale and be designed to reinforce the existing Spanish
Colonial Revival imagery apparent in Union Station. Through use of arcades, paving, archways and
courtyards, a pedestrian-oriented district within the ADP can be developed which builds upon and
complements the retail character of Olvera Street and Chinatown to the north.

Landscape Guidelines

New landscape design will be sympathetic to the design intent of the ociginal Terminal Annex and
Union Station design. Plant species that are appropriate to the climate and conditions of Southern
California are encouraged. Extensive landscaping is proposed along Alameda Street to implement
the Specific Plan Policy to create a street-lined "boulevard”-type entrance to the ADP area.

Phase I and Buildoot Impacts

Phase |

Phase I of the proposed project includes the rehabilitation of Union Station and Terminal Aanex
facilities within the Historic Area as identified in Figure 5. Some demolition of selected portions of
the Union Station Passenger Terminal, REA Buildings and south ramp, and the Terminal Annex
Building will occur, as well as the construction of six buildings on the Union Station property and
three buildings on the Terminal Annex property. There are three types of potential impacts of the
project: impacts from rehabilitation work on the buildings and impacts resulting from demolition and
new construction.

Rehabilitation

Both Union Station and Terminal Annex are being or will be rehabilitated. Terminal Annex is owned
by the U.S. Postal Service. As a federal agency, undertakings of the Postal Service must be reviewed
under Section 106 of the National Historic Preservation Act of [966. In the Section 106 process, if
a rehabilitation of a National Register propesty conforms with the Standards, the project is cleared
with a finding of no adverse effect. Therefore, demolition of the noncontributing addition to Terminal
Annex (built in 1959) along with two non-contsbuting ancillary structures will not violate the
Standards because it will return the building to its historic configuration and is therefore not an
adverse effect. Furthermore, the interjor modifications proposed to Terminal Annex to create an
atrium may involve a significant adverse effect. However, the Historic Preservation Element of the
ADP requires the rehabilitation to conform with the Standards, and therefore, no significant adverse
effect will occur.
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In the case of the Union Station Passenger Terminal, the applicant has been rehabilitating the
property as a "certified rehabilitation" in connection with the vse of the historic rehabilitation tax
credit. The credit is equal to 20 percent of the qualified rehabilitation expenditures. To claim the
credit, a Historic Preservation Certitication Application - Part 2 must be filed with the State Office
of Historic Preservation and the National Park Service. This application has been filed and approved
for rehabilitation work to date.

A rehabilitation which conforms with the Standards does not cause a substantial adverse change in
the significance of the resource nor is the significance of the resource impaired. Therefore, if the
rehabilitation of the buildings meets the Standards it will not have a significaat adverse effect on
historic resources associated with the rehabilitation work.

Demoliion and New Constniction

To conform with the Standards, new structures adjacent to Union Station and Terminal Anpex must
be of contemporary design which is compatible with the historic structures. The Historic Preservation
and Urban Design Elements of the ADP have been developed to provide for compatible new
construction.

Three new buildings of four, eight and twelve stories each will be constructed to the north of
Terminal Annex, These buildings are set back from the Terminal Annex building. Under the Historic
Preservation Elemeat of the ADP, this new construction will conform to the Standards, and therefore,
not constitute a significant adverse effect.

New coastruction in Phase { on the Union Station property consists of low-rise museurn and retail
space to the southwest (Building 9) and northeast (Buildmng 5), as well as four commercial and
government office buildings ranging from 5 to 25 stories. These buildings are located to the south
and east of the historic Union Station structure. However, development in the historic area will be
desigaed to reinforce the architectural character of Union Station and minimize the impact on the
setting of Union Station, with a transition to the 26-story Gateway Transit Center to the east. More
detail on each of the Phase ] buildings and the impacts on Union Station is provided in the following
discussion.

No demolition would be required for Building 9, along Alameda Street, or Building 6 in the Gateway
Plaza area to the east of Union Station and the train tracks. Building 9 is to be constructed in what
is currently a surface parking lot. As discussed in more detail io the Land Use Section [V A, this
development in the ADP’s Historic Area will be low-rise in order to minimize visual intrusion on
Union Station. Building 9 would contribute to view iropacts on Union Station by changing the view
from Alameda Street, which is currently unobstructed except by sarface parking. (See additional
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discussion in Aesthetics Section [V.B.) Building 6 in the Gateway area is anticipated to have only
minimal impacts on Union Station, given its distance from the station. As an office building of
approximately 11 stories in height, however, it would be visible from Alameda Street and thus create
some alteration 1o the views of the southern portion of the station.

Buildings 5, 7, 8 and 10 are proposed to require some demolition 6f contributing historic resources
on the Union Station property during Phase I. Each of these four buildings is described in tum.

The 3-story retail development proposed for Building site 5 would incorporate and reuse much of the
historic public area known as the Armival and Departure Lobby east of the Main Waiting Room.
Cenain portions of this area have been altered to provide access to Metrorail (West Entrance) or to
accommodate relocated Amtrak ticketing and baggage check and passenger restroom facilities. These
Amtrak facilities together with the new upper level baggage building were completed in 1989 as a
result of Metrorail construction dislocations. The new upper level baggage building will be
demolished as part of Building Site 5 development and replaced with a new 3-story retail structure.
The walls which frame and define the eastern edge of the historic North and South patios remain
character defining features and would not be removed. The new retail structure would be
approprately set back to form an outdoor esplanade. The new building would, therefore, provide new
pedestrian-serving uses and new open spaces at Union Station. It 1s likely that additional vertical
circulation elements such as stairs, escalators and elevators will be added to the Arrival/Departure
Lobby Area t0 enhance retail flow, but these elerents will be-designed in a manner that will be
sensitive 10 and complementary with the historic plaster and tile finishes.

Buildings 7 and 10, which would partially extend across the top of the existing train tracks, would
also result in some demolition of the existing track level butterfly canopies and passeager loading
platforms. While these were substantially altered by Metrolink construction and modernization, the
remaining original tracks, canopies and platforms are character defining features. The new buildings,
to the extent they are built over the tracks, will provide shelter for the tracks and replace the
utilitarian function previously served by the butterfly canopies in that area. The new development
will be required by the Historic Preservation provisions of the ADP to have desiga compatible with
the station. Butldings 7 and 10, to the extent they cover the tracks, will provide new pedestrian
connections between the east and west areas of the site.

For the new building proposed as Building 8. the southern service wing of Union Station and the
curving ramp are proposed for demolition. While this area of the site has been heavily impacted by
several substantial prior alterations, the service wing and ramp remain character-defining features and
continue to contribute to the significance of Union Station. The new building proposed on this
location is primarily conceived as an L-shaped building with a 12-story wing and a 5-story wing, with
the latter coming closest to Union Station. This design, made possible by the demolition, will permit
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creation of a new pedestrian courtyard at Union Station. The demolition is also required in order to
construct an underground parking facility for Building 8, as encouraged by the ADP in order to
minimize surface parking for new buildings.

The construction of Phase I development on the Union Station property, as discussed above, will
require the demolition of some character-defining features to the rear of the station which coatribute
to its historic significance. A significant adverse impact on historic resources will occur from this
Phase I demolition. Construction of Phase I buildings will alter the setting of Union Station through
the introduction of large structures in close proximity to the Union Station Passenger Terminal.
Therefore, one important factor for assessing integrity of a resource, pamely its setting, will be
substantially impaired by new construction and will constitute a significant adverse effect. Other
factors of integrity, such as materials, design, feeling and association, will also be impaired from both
the demolitions and new construction. However, given the architectural and historic significance of
the Union Station Passenger Terminal itself, Union Station will remain eligible for the National
Register. Regardless, a significant adverse impact will occur from construction of Phase I buildings.

Some of the structures on the eastern portion of the Union Station property would shade the south
facing main concourse windows and patio of the Union Station Passenger Terminal. As addressed
in more detail in Section IV.K.2 Natural Light (Shade/Shadow), this is considered a significant impact
for Phase I development. A sigpificant visval impact would also occur as discussed in more detail
in Section IV.B Aesthetics, due to the obstruction of views of the Union Station Passenger Terminal
from the southwest.

Buildout Phase

In the Buildout Phase, selected demolition will occur, includiag the removal of thé noacontributing
Vehicle Maintenance Facility and the further demolition of the north rear wing of Union Station. New
construction totaling 7,500,000 square feet will consist of government and commercial office, hotel,
residential and retail space. Under the Historic Preservation Element, new construction would be
compatible in design and materials. The siting and massing of adjacent new construction will further
alter the setting of the historic structures. Construction between Union Station and Terminal Annex
will alter their historic relationship. Therefore, the Buildout Phase involves a sigrificant adverse
impact on historic resources. As with Phase I, and as described in Sections IV.K.2 Natural Light
(Shade/Shadow) and TV.B Aesthetics, the Buildout Phase would also have a significant impact due
to shading of southem facing design elements of the Union Station Passenger Terminal and due to
view obstruction of the building from the southwest.
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Summary of Phase 1 and Buildout Phase Impacts

Impact C.3.1 The demolition called for by Phase I at Union Station constitutes a significant adverse
effect.

Impact C.3.2 The proposed new construction in Phase I substantially impairs the integrity of Union
Station and will, therefore, constitute a significant advesse effect.

Impact C.3.3 Additional new construction and demolition at Union Station, and additional new
construction at Terminal Annex, in the Buildout Phase will constitute a significant
adverse effect.

CUMULATIVE IMPACTS

The historic impacts of the project are related to alterations of the existing historic setting (the ADP
site itself and adjacent historic resources to the west of the Union Station property). The related
project most likely to contribute to any cumulative historic impacts is Related Project 15, Phase I of
the Gateway Center development (environmental review for this project was previously conducted
through a Draft and Final EIR prepared and certificd in 1992). Construction of the 628,000 square
foot, 26-story building is nearing completion and will be occupied by the LACMTA. As stated in
Section IV B, Aesthetics, Phase I of the Gateway Center project will not obstruct any important views
of the Terminal Annex Building or the Union Station Passenger Terminal. Primary pedestrian level
views that are available of these resources are from Alameda Street adjacent on the west of the ADP,
and from Cesar E. Chavez Avenue which bisects the ADP site in an east-west direction.
Development of Phase 1 of the Gateway Center project would-occur east of the Union Station
Passenger Terminal and railroad trackage, and south of Cesar E. Chavez Avenue. Available
pedestrian level views of the Union Station Passenger Terminal and the Terminal Annex Building
would not be impacted by Phase I of the Gateway Center project, nor would the related project
directly alter any of the existing historic resources within the ADP site. However, the related project
would contribute to transformation of the existing visual character and alteration of the historic setting
of the ADP site. This would constitute a significant cumulative impact. Other neighboring related
projects (Related Project Nos. SO aod 54, a proposed hotel and expansion of the Men's Central Jail)
are located further to the east and north of the site and would not have additional significant
cumulative effects to the ADP site itself. No other cumnulative impacts would be expected as a result
of related projects.
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MITIGATION MEASURES
Phase 1 and Buildout Phase

There is a potential significant adverse impact expected from rehabilitation work on existing historic
structures which can be avoided if it conforms to the Standards. Furthermore, demolition of a portion
of Union Station and proposed new development will constitute significant adverse effects, and
therefore under Phase [ of the ADP the folowing measures shall be implemented:

C3la Rehabilitation work during Phase [ of the proposed project shall conform to the
"Secretary of Interior’s Standards for Rehabilitation and Guidelines for Rehabilitating
Historic Buildings."

C3.1b All historic buildings or portions of historic buildings to be removed shall be
documented with black and white archival photographs showing all views plus
significant exterior and interior architectural or construction details, keyed to a map
of the site. This documentation shall include large format photography and measured
drawings. The photographs and plans prepared as mitigation should be submitted to
the Los Angeles Conservancy and the Planning Department for inclusion in their
architectural and cultural resources surveys.

C3.lc The Historic Preservation Element shall include design guidelines to ensure the
compatibility of new construction with the historic character of Terminal Annex and
Union Station and provide appropriate open space.

C32 Mitigation Measures C.3.1.a, C.3.1.b and C.3.1.c shall also be implemented for the
Buildout Phase of the proposed project.

C33 Mitigation Measures C.3.1.a, C.3.1.b and C.3.1.c shall also be implemented for the
Buildout Phase of the proposed project.

ADVERSE EFFECTS

After mitigation, environmental impacts on historic resources of Phase I at Upion Station, and
Buildout Phase at both Union Station and Terminal Angex, will remain sigrificant.
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SECTION 1V.D.1
TRAFFIC

This section summarizes the tesults of a comprehensive transportation impact study prepared for the
ADP project by Korve Engineering, in May 17, 1995. The study is on file with Los Angeles City
Departiuent of Transportation (LADOT) and the Comrmunity Planning Bureau, City of Los Angeles
Planning Department, located at 221 S. Figueroa Street, Third Floor, and is part of the Technical
Studies Appendices to this EIR.

The following section may vary somewhat from the standard section elsewhere in this EIR. An
exception to the format was necessary to facilitate the reader’'s understanding of the traffic
assumptions, analysis and conclusions, and to present the information in a form that is consistent with
requirements of the LADOT. Further, variations in the format are necessary to clearly demonstrate
linkage between varying degrees of mitigation. Regardless, the following section is coasistent with
the requirements of the California Environmental Quality Act (CEQA), in that it offers the required
information related to project impacts, mitigation raeasures and cumulative analysis.

ENVIRONMENTAL SETTING

Site Location And Access

Regional Accessibility

Freeways. The Alameda District is located at the center of the greater Los Angeles Basin, near the
Los Angeles Central Business District (CBD), Chinatown and Olvera Street areas (see Figure 23. )

Primary regional access to the site is provided by the Hollywood/Santa Ana Freeway (US-101), which
runs approximately east-west along the southern edge of the study area; and the Pasadena/Harbor
Freeway (SR-110/1-110), which runs north-south to the west of the site. To the east of the project
site is the Golden State Freeway (I-5), which also has a north-south orientation. The San
Bemardino/Santa Monica (I-10) and Pomona (SR-60) Freeways form an east-west corridor south of
the study area, and provide indirect access.

Traffic approaching the project site from the north has access via the Pasadena (SR-1 10) and Golden
State (I-3) Freeways,; access from the east is via the Santa Ana Freeway (I-5), the San Bermardino
Freeway (I-10) and Pomona Freeway (SR-60); access from the south is via the Harbor (SR-110) and
Long Beach (I-710) Freeways. Since the project site is located directly north and east of downtown
Los Angeles and in the center of the many freeway junctions leading to and from the downtown area,
much of the traffic near the project site is pass-by traffic destined for downtown Los Angeles, and
10 other regional destinations.
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The project site is located to adjacent freeway on/off ramps. Ramps for US-101 are located at
Mission Road. Vignes, Alameda, Los Angeles, Spring, Grand and Temple Streets, and North
Broadway. Northwest of the site, access and egress via SR-110 is located via North Hill Street and
North Broadway. 1-5 is approximately one mile northeast of the site and is accessible via North
Broadway, with other access and egress routes also avatlable via Pasadena Aveouve, North Main
Street, and Mission Road.

Local Accessibility

The project area is served by a dense network of city streets in functional classifications ranging from
tnajor highway to local street. Although not surrounded by a standard grid network system, the study
area can be accessed via major and minor arterials from all directions.

Existing Roadway System

Roadways Adjacent to the Project Site

Alameda Street.  Alameda Street is classified as a major highway per the Streets & Highways
Elciment of the City’s General Plan. Alameda Street runs in a north-south direction and forms the
west boundary of the project site, It is directly accessible via US-101 and has three through lanes
between Temple Street and North Main Street in both northbound and southbound directions with left

tum pockets.

Alameda Street is currently used by autos and buses accessing Union Station, El Pueblo de Los
Angeles Historic Monument (which includes “Olvera Street"), Chinatown to the north and west of
the project site, and the downtown Los Angeles area to the south and west. Parking is permifted in
desipnated areas and controlled by parking meters during off-peak hours in the southbound direction.
Parking is oot allowed in the northbound direction along Alameda Street. The average daily traffic
volume is approximately 30,600 vehicles per day north of Cesar E. Chavez Avenue, adjacent to the
project. Average daily traffic is approximately 28,200 vehicles per day south of the US-101 at First
Street.

Cesar E. Chavez Avenue. Cesar E. Chavez Avenue which was recently renamed from Macy Street
is classified as a major highway which runs east-west bisecting the project site between Terminal
Annex and Union Station. It currently provides local access to and from Boyle Heights, which is
located southeast of the site. Cesar E. Chavez Avenue also runs directly north of the Piper Technical
Center. Cesar E. Chavez Avenue has two through lanes with exclusive left tum lanes at most
intersections. Parking is not permitted along most of Cesar E. Chavez Avenue. The average daily
traffic volume is approximately 29,000 vehicles per day at Alameda Street.
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Vignes Street. Vignes Street is classified as a major highway which runs east of North Main Street
and changes direction to generaily north-southeast of the railroad tracks. [t forms the eastern and
northern boundarsies of the project site. Vignes Street currently provides direct access to the east side
of Union Station site via US-101 on/ott ramp east of the rail tracks. Vignes Street has two through
lanes in either direction. Parking is prohibited along portions of Vignes Street. Average daily traffic
along Vignes Street at Cesar E. Chavez Avenue is approximately 16,300 vehicles per day.

Ramirez Street. Ramirez Street is classified as a major highway and runs east from Vignes Street to
connect with Center Street which goes under the US-101. [t has two through lanes in each direction.

Parking is not allowed along Ramirez Street.

Roadways in the Vicinity of the Project Site

North Spring Street. North Spring Street generally runs in a north-south direction. [t connects with
Alameda Street, north of College Street, and has two through lanes in either direction. Parking is
prohibited in the northbound direction during the p.m. peak period and in the southbound direction
during the a.m. peak period. Average daily traffic is 18,700 vehicles per day.

North Broadway. North Broadway is classified as a secondary highway south of Alpine Street and
a major highway north of Alpine Street. North Broadway parallels North Main Street and also
provides access to downtown Los Angeles, and Chinatown from the north. It has two through lanes
in either direction. Metered parking is available with peak hour restrictions. Average daily traffic,
north of Alpine Street, is 22,700 vehicles per day and 24,000 vebicles per day north of Sunset
Boulevard.

North Main Street. North Main Street is classified as a secondary highway and has a southwest-
northeast orientation. North Main Street intersects Alameda Street pear the entrance of Terminal
Annex. It serves downtown Los Angeles and El Pueblo de Los Angeles Historical Monument/Olvera
Street areas. North of Alameda Street, North Main Street has two through lanes in either direction.
Parking is restricted during the evening peak period in the northbound direction and during the
morning peak period in the southbound direction. North Main Street south of Alameda Street is a
one-way street in the northbound direction with five through lanes. Average daily traffic on North
Main Street is approximately 31,400 vehicles per day south of the US-101 at Temple Street and
approximately 9,220 vehicles per day near the project site.

Alpine Streer. Alpine Street connects with Vignes Street west of North Main Street. East of Yale
Street, Alpine Street is striped for two lanes in each direction with peak hour parking restrictions.
West of Yale Street, Alpine Street has only one lane per direction. This street is classified as a
secondary highway east of Hill Street and a collector street west of Hill Street. Metered parking is
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available with restrictions during peak hours. Alpine Street carries approximately 11.300 vehicles per
day at North Broadway.

College Street. College Street is a secondary highway between North Main Street and Yale Street.
East of North Main Steeet it s a local street. Meter parking is available west of North Spring Street
with a.m. and p.m. peak hours restrictions. College Street carries approximately 13,500 vehicles per
day west of Hill Street and 11,950 vehicles per day west of North Broadway.

North Hill Street. North Hill Street is a northeast-southwest street parallel to US-110 with on/off
ramps to the freeway. This street serves Chinatown and downtown Los Angeles where it becomes
2 one-way (southbound) street south of the US-10l. North Hill Street is a four lane secondary
highway with metered parking and peak hour parking restrictions. Average daily traffic is
approximately 23,400 north of College and 24,600 north of Alpine Street.

Aliso/Commercial Street. Aliso Street is classified as a local street whereas Commercial Street is
classified as a collector street. Aliso Street is a one-way eastbound street. and is 2 frontage road to
US-101 from North Broadway to Alameda Street. Aliso Street has four travel lanes with two left tum
lanes, one through lane and one shared through/right lane at the intersection of Alameda and
Commercial Street. Commercial Street is a two way street east of Alameda Street and south of US-
101, with one lane in each direction. Parking is not allowed along Aliso/Commercial Street.

Los Angeles Street. Los Angeles Street is classified as a secondary highway which has its northermn
terminus at Alameda Street opposite Union Stattor, and serves downtown Los Angeles to the south.
Los Angeles Street has two travel lanes and a parking lane in the northbound direction and three lanes
in the southbound direction. Parking is restricted during p.fm. peak hours in the northbound direction.
Los Angeles Street carries 31,400 vehicles per day at Temple south of US-101.

Center Street. Center Street is classified as a major highway, and connects with Ramirez Street east
of Vignes Street and goes under the US-101. Although Center Street is classified as a major
highway, it has more characteristics of a local street with one lane per direction. Center Street
provides access to Union Station from the south and the east. Parking is allowed oaly in the
southbound direction along Center Street. Average daily traffic is 5,900 vehicles per day.

Arcadia Street. Arcadia Street is classified as a local street. It is a one-way westbound street and
has three travel lanes. Arcadia Street connects with a US-101 off-ramp and El Monte Busway and
functions as a freeway frontage road between Alameda Street and Broadway. Arcadia Street carries
approximately 21,100 vehicles per day west of Alameda Street.
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Mission Road. Mission Road is classified as a major highway in the study area. It is striped for
three tanes in each direction with peak hour parking restrictions. Parking is prohibited during the
p.m. peak period in the northbound disection and during the a.m. peak period in the southbound
direction. Mission Road carmies approximately 21,200 vehicles per day near Cesar E. Chavez Avenue.

Sunset Boulevard. Sunset Bopulevard, recently renamed Cesar E. Chavez Avenué beginning at
Beaudry Street, is classified as a major highway with.three through lanes in either direction. Sunset
Boulevard runs east-west and connects with Cesar E. Chavez Avenue. Curmently, it provides local
access to the project site from Echo Park, Silverlake, and Hollywood. Metered parking is allowed
with peak pertod restrictions. Sunset Boulevard carries 34,900 vehicles per day at Nonth Spring
Street.

Methodology

The study area was determined in conjunction with LADOT. The traffic analysis examines the level-
of-service (LOS) for three levels of roadway infrastructure: 1) roadways, 2) intersections, and 3)
freeways.

The performance of a given roadway segment or intersection is rated by its level-of-scrvice (LOS).
Level-of-service is a qualitative measure describing traffic flow conditions, ranging from LOS A at
free-flow conditions to LOS F at extremely congested conditions. The methodology for the link LOS
analysis was developed in conjunction with Los Angeles Department of Transportation (LADOT) and
comprised a volume to capacity (V/C) analysis, with the V/C ratio on each link determining LOS.

Peak hour intersection levels-of-service were calculated using the Critical Movemeént Analysis (CMA)
methodology, consistent with LADOT guidelines. The CMA methodology as described in the
Transportation Research Board circular 212 was used for this purpose. CMA is a procedure which
allows for capacity and level of service determination for signalized intersections. The analysis
incorporates the effects of geometry and traffic signal operation and results in a level of service
determination for the intersection of a whole operating unit. Intersection level-of-secvice definitions
are provided in Table 13. Existing turning raovement counts were obtained from the LADOT files,
and are illustrated in Appendix D of the traffic study contained in the Technical Studies Appendices
document.
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TABLE I3
LEVEL OF SERVICE DEFINITION

A Excellent operation. All approaches to the intersection
appear quite open, tuming moverments are easily rnade and
nearly all drivers find freedom of operation.

B Very good operation. Many drivers begin to feel
somewhat restricted within platoons of vehicles. This
represents stable flow. An approach to an intersection
may occasionally be fully ntilized and traffic queues start
to form,

b1 -.70

C Good operation. Occasionally drivers may have to wait
more than 60 seconds and back-ups may develop behind
turning vehicles. Most drivers feel somewhat restricted.

71 - 80

D Fair operation. Cars are sometimes required to wait more
than 60 seconds during short peaks. There are no long-
standing traffic queues. This level is typically associated
with design practice for peak pedods in non-urbanized
areas.

81 - .90

E Poor operation. Some long-standing vebicular queues
develop on critical approaches to intersections. Delays
may be up to several minutes.

91 -1.00

F Forced flow. Represents jammed conditions. Back-ups
from locations downstream or on the cross-street may
restrict or prevent movement of vehicles out of the
intersection approach lanes: therefore, volumes carried are
pot predictable. Potential for stop and go type traffic flow.

Over 1.00

Source: Higbway Capacity Manual, Special Report 209, Washington D.C., 1985.
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Street System

Roadways

The arterial links shown in Figure 24 were identified in conjunction with LADOT for link level of
service analysis.

The methodology for the link LOS analysis was a volume to capacity (V/C) analysis, with the V/C
ratio on each link determining LOS. The assumed capacities on roadway links were developed in
conjunction with LADOT, as follows:

Link Type Hourly Capacity

One-way major arterial 750 veh./lane/hour
Two-way major arterial 700 veh./lane/hour
One-way secondary arterial 600 veh/lage hour
Two-way secondary arterial 550 veh./lane/hour
Collector and local streets 400 veh./lane/hour

Tables 14 and 15 illustrate existing a.m. and p.m. peak hour volumes, capacities, and levels of
service oa the analyzed links, cespectively, The tables indicate that in general, traffic conditions are
at LOS D or better, and that the most congested areas are on the links providing access to the CBD
from the nocth and south. Several links providing access to the north, such as Hill Street, Broadway,
and Alameda Street, show congestion in the southbound direction in the a.m. peak hour (towards the
CBD) and in the northbound direction in the p.m. peak hour (away from the CBD). Links operating
at LOS E or F under existing conditions include:

North Broadway s/o 5 Fwy. NB in p.m,
North Broadway n/o Bishop NB in p.m.
N. Spring n/o Sotello NB in p.m.
Los Angeles s/o Temple NB in p.m.
North Hill s/o Alpine SB in a.m.
North Broadway n/o College NB in p.m.
North Broadway s/o Alpine NB in p.m.
Alameda s/o Temple NB in p.m., SB in am.

The remaining analyzed roadway links currently operate at LOS D or better in the peak hours.
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TABLE 14
EXISTING CONDITIONS
AM. PEAK HOUR LINK LEVFLS OF SERVICE j
: £ Conditioos |1} ]
Sreet Oricatntion Dir. |. 1 Qs | Goame | ToeCap | Vohme| Vi | LGS |
North-South Strects |
T HGll N7O College N, 2, Sccoodary 1.100] 2300] 00 009)] A |
s G 12 £.100 2200'  1980! o900l D
2 Hill S0 Alpine N 1| Seoeduy 700 1.400 1704 Q.21 A
S 2 3] 700 £.400 L6600 3.186| F
3 Hitl /0 Aluo N 2| Secoodary 700 1,400 0! 0064 A
L. s 3 (31 700 2.100) 1450 0650| B
4 Pasadeos SO § Pwry N 2| Sccoodary 700 1,400 2| 0229 A
s 2 (31 700 1.400 890| 0636 B
S Broadway SA0 § Fwy N 2| Major 700 1400 650 0esd| A
s 3 700 2100  L10| o810 D
6 Beoadway NAO Blibop N 2 Major 00 1,400 60| 0257 A
3 b] 00 2100 1.810) 0362 D
7 Brosdway N/O Collegs N 1] Major 700 1,400 30| 0216] A
$ 2 700 1.400| L100| 0786| C
8 Broadway SO Alpine N 2| Secosdary 700 1,400 Q0] 0307 A
S 2 B 00 1,400 93| 0864| B
9 Broadway S/O Swnset N 2| Scoonday 700 1400 40| 0343| A
S 2 131 200 1.400 910| 0450 B
10 Broatway $/0 Aliso N 3| Secondary 100 2100 a0 0200 A
3 2 3] 700 1400 1260 0900| D
1T N. Speing N/O Sotello ] 1| Major [4) 1.200 1,200 20| 0241 A
s 2 1.200 2400| 1353| 0638| B
12 Spring $/O Allso
s 3| Majox (5] 700 2,300 980| 0.350| A
13 N Maa 5/0 § Freeway N 2| Secoodsry 5350 5,000 30| 03s5| A
S 2 550 1100 950| 0884| D
14 N. Mak N/O Sotelio N 2] Seovodary $50 1.100 280| 025S| A
S 2 [14] 1.100 640] 0555 A
15 Maia S$/0 Aliso N s 700 3,500 950( 0274 A
13} {3t
16 Adapeds S0 Tempk N 2| Major 700 1,300 #%0| 013 A
S 2 700 1400  LWS| 09%2| E
17 Loa Angeles /0 Aliso N 3| Secoodary 700 2100 45| o198 A
S 3 {3) 700 2100 1260| 0603[ A
18 Los Aageles /0 Temple N 2| Secoodary 700 1.400 40| 0343 A
s 3 £3) 700 2.100| 1395 0760| C
19 Ceater S/O Jackson N 1| Major 400 400 190] 0475 A
s 1 161 400 400 350| 0875 D
20 Mission N/O Macy N 2] Majoc 200 1.400 85s| 0458 A
0y 3 700 2100 U‘.l_d 0828 D
Wast Stroets
21 Coifsge WO Hill B 2| Secondssy 300 00 o[ 0.650] B
W 2| @m 300 600 0| 0167 ¢
22 College 2/0 Hill 3 2] Secoodny 300 600 sio| caso| D
L 2 61071 300 &0 290 0483 A
23 College £/0 Brosdway E 2| Secoodary 300 &00 130 o300] A
W 2| {617 200 600 30| 0ss0| A
24 College £/0 Spring E 1| Secoodary 400 ) | orso] A
w 1 [s) o 400 8| 0263 A
25 Alpine W/O Hll [ 2] Lot (7] )00 600 230 0383 A
W 2 300 600 0] 0567 B
26 Alpae £/0 Hil E 2| Secondary 300 600 0| 0433 A
W 2| (8 300 600 00| 0667] B
37 Alpine /0 Brosdway E 2| Secoodary 100 600 290| 0.483] A
w 2| (q(M 300 &0 410) 0683 B
28 Suaset E/O HIN g I 700 2,100 95| ass| A
W 3 700 2000 1265] 0602] B

il
]
(3
4

(81
t6}
M

Soarces: RTD Quigway EIR. LADOT Traffic Counts, Korve Eagimeering

Openates uimofl as Gorway oo/o ranp: capacity s halfway botween major mucridl aad frecwsy ranpe

Opeites sin lacly 0 othar majar arerials ip arca; majoe antcrial capacity used.

Operuies free-flow. without signals o¢ intecruptions. detween College aad [-S Freeway: highet capacity

represents free-flow conditioas.

Capacity ceduced from 7501anz @ 700/1a0c 1o refiect high percentage of buses.
Opemies as colioctor at local stroct, despite higher (wnctiogat classification.
Capecity reduced 25% from 400 w 300 to accout for pedestriaa conflices,
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TABLE 15
EXISTING CONDITIONS
Strect Orientation 2 ] Votame | VST €08 ]
North-South Strects |
1 Hilt N/O Callege N 2| Secondary 1,100 2200 réwo] 0764 C |
S 2! 21 100 2200 L0201 0464 A .
2 Hi¥ S/0 Adpine N 2! Secondary 700 1400 w010| 0721 C
s 2 13 700 1.400 N0| 0507| A
3 Hill 30 Aliso N 2| Sccoodary 700 1,400 630 | 0464 A
S 3 (3) 700 2100 380 | 0276 A
4 Pasadess S/0 S Pwy N 2| Scocoodery 700 1400 660 0471 A
S 2 3) 100 1,400 360 | 0257 A
S Brostway S/O § Pary N 2| Majoe 700 14000 1690| 1207 P
S 3 700 2100 20| 0.152 A
& Brosdway N/O Bishop N 2[  Majoc 700 1400 1560 L114| F
S J 700 2,100 3% 0262 A
7 Broadway N/O Colbege N 2] Major 700 1400  1350| 0964 B
S 2 T00 1,400 740 | 0329 A
4 Broadwey /0 Algine N 2| Secoodary 700 1400 1250 0921 E
S 2 [3] 700 1,400 620 | 044) A
9 Broadway S/O Sunset N 2| Secoodscy 700 1,400 1280| 0493 D
S 2 3} 700 400 540| 0286 A
10 Broadway S/O Aliso N J| Secoadaty 700 2100 1245 | 059 A
S 2 (3] 700 1 400 395| 0282| A
11 N. Speng NO Soclio N 1] Major (4} 1.200 1200 130 1L1?7| F
S 2 t 200 2.400 340| 0.142 A
12 Speing S/O Aliso J
s 4] Major (8} 700 2.400 95| 0320 A
13 N. Main 5/0 § Freeway N 2| Secondary 550 1.100 900 | 0813 D
S 2 550 1,100 510 0A84 A
14 N. Mam NAO Sotello N 2| Secondary 550 1,100 790 | 0.718 C
S 2 550 1.100 250 | 0235 A
15 Maip S/O Aliso N 5| Secoodary 100 3,500 1.800| 0514 A
131631
16 Alameda SO Templke N 2 Major 700 1400 1550 1.107 F
8 2 700 1 A0 910| 0.650 B
17 Los Angeles S/O Allso N 3| Secondary 700 2100 1420| 0676 B
N 3 3) 700 2100 2355| 012! A
18 Loa Angcles S/O Temple N 2| Secondary 700 1400 1298 09251 E
S 3 13) 700 2,100 790| 0376 A
19 Ceater SXO Inckson N 1 Major 400 400 270| 0675 B
S 1 6 00 400 260 | 04350 B
20 Misswon N/O Macy N 2 Majoc 700 1,400 1205, 0861 »]
s| 3 700 2100 wisl sl A
Eag-West Sorecty
21 Coltege W/O Hill B 2| Sccoadary 300 600 43 on7| c
w z| 911 30 600 300 03500| A
22 College E/O HIM E 2| Scconduy 300 500 400| 0667 B
W 2| 9] 100 600 330| 0583 A
23 College E/O Beosdway B 2| Secoodsry 300 600 350 0583 A
w 2 (817] 300 600 200| 0333 A
24 Collugs E/O Spriag E 1| Secosday 200 400 130 oms8| D
w L (6) 400 400 ss| 0938 A
25 Alpm: W/O Hill E 2| Leca (7] 300 600 3951 0.658 B
A4 2 300 600 240| 0.400 A
26 Alpme EXO Hitl E 2| Secoodary 300 600 $00 [ 0.687 B
w 2| 18[M 300 600 70| 0817 B
27 Alpmc E/O Broadway E 2| Secoodwy 300 600 440 | 0.733 [
w 2| @m 300 600 40| en71| ¢
28 Sunses E/O Hill E k] Majoe 700 2100 1370| 0652 B
w 3 700 2100) 1)5%0)| 0567] _A
[1) Sowces: RTD Gasway EIR. LADOT Traffic Coupts, Korve Engmeoring
(2) Op adnost at freeway oo/off ramp: capacity s hatfway bawern msjor arterial aad froeway mop.
(3] Operaizs similarly to otler major arterials [ acen: tajor wtcrial capacity used
{4] Operates free-Aow. withowt igaak of lntermupeions, becweea College and 1-5 Freeway; higher capacity
P free-{flow condid
($) Capacity reduced from 750Manc to TOMane o reflect high pereeatage of busea,
(6) Operates as coliecior or local sarvet, despize bigher Amctiooal classification.
(71 __Capacity reduced 25% fom 400 to 300 (0 socomnt foc pedestrian conflicts,
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atersections

In comjunction with LADOT, twelve intersections were identified for intersection level-of-service
analysis. The 12 intersection locations are illustrated in Figure 25.

Two of the twelve analyzed intersections are not currently signalized, but were analyzed with the
CMA methodology to maintain consistency in this analysis. This methodology is recommended by
the LADOT staff.

Table 16 indicates that al! but one of the twelve analyzed intersections currently operate at LOS D
or hetter in hoth peak periods. The intersection of Mission Road/Cesar E. Chavez Avenue operates
at LOS E in the a.m. peak period, due to a larpe number of vehicles making the southbound right tum
from Mission Road to Cesar E. Chavez Avenue.

Freeway System

Five key freeway segments surrounding the ADP study area were selected for level-of-service
analysis. (Additional freeway segments were also subsequently analyzed as needed under project
conditions to comply with CMP requirements.) These five freeway segments are illustrated in Figure
26. In addition, the following freeway ramps were also selected for analysis:

US-101 Vignes Street WB Off-Rarop
US-101 Vigges Street WB On-Rarap
US-101 Vignes Street EB On-Ramp
US-101 Alaroeda Street WB Off-Ramp
US-101 Hewitt/Commercial EB On-Ramp
US-101 Hewit/Commercial EB Off-Ramp
US-101 Los Angeles EB Off-Ramp
US-101 Los Angeles WB On-Ramp
US-101 Mission Street WB On-Ramp
SR-110 Hill Street SB Off-Ramp

SR-110 Hill Street NB On-Rarnp

[-5 N. Main Street SB Off-Ramp

I-5 N. Broadway NB On-Ramp

I-5 N. Broadway SB Off-Ramp

W N s e~

— et
LN~ O

&
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TABLE 16 |
EXISTING CONDITIONS |
INTERSECTION LEVELS OF SERVICE

Intersection: _

11, Alameda & Aliso 0457+ A | 08t1* D
2. Alameda & Arcadia 0557 *| A 0582* A
3. Alameda & Los Angeles 0449 | A 0436 *[ A
4, Alameda & Cesar Chavez 0643 * B 0637 * B
5. N. Main & Cesar Chavez 0453 % A 0.561 *| A
6. Alameda & N, Main 0450 *| A 0676 *| B
7. N. Main & Vignes 0.509 A 0.616 B
8. Alameda & Alpine 0.561 A 0.707 C
9. Vignes & Cesar Chavez 0.755 C 0.817 D
10. Vignes & Ramirez/NB-101*# 0.377 A 0.436 A
‘T1. Mission & Cegar Chavez 0.962 E 0.769 C
12. Hewitt/Commercial & SB-101** 0.394 A 0.521 A

* Includes adjustment for ATSAC. ATSAC currently installed at six study
intersections; to be mntalled at five additional intersections by 1996.

** Currently unsignalized, but analyzed as signalized for comparison purposes.
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V.D.l Traffic

The analysis methodology of the freeway system is consistent with both that of the local street
Systemn, and the CMP methodology. in that it is based on a volume to capacity ratio evaluation of
fevel of service. Tables 17 and 18 Hlustrate existing peak hour levels-of-service on the freeway
seginents and ramps, respectively. As Table 17 indicates, most of the freeway segments are currently
operating at or near capacity (LOS E or F) in at least one direction during each peak period. The
most congested freeway segments are on [-S. Table 18 indicates that all of the freeway ramps are
operating at acceptable levels-of-service in the peak periods.

Public Transit

Unioo Station was built in 1939 to serve as a joint facility for the passenger and freight services of
tour railroads: Southern Pacific, Atchison, Topeka and Santa Fe, and Union Pacific. Dunng the
1950s as a result of increased auto and airline utilization, rail service experienced a decline in
ridership and thus the use of the Station declined as well, until the formation of Amtrak in the 1970s.
However, rail and transit services are now on the rise in Southern California and Union Station has
been the focus of a significant rejuvenation in rail transit.

Since its opening in 1939, Union Station has been the only passenger rail station in the City of Los
Angeles. Unjon Starion now serves as the hub for the multimodal transporration services in the Los
Angeles Area. These multimodal transportation services include several rail services: Amtrak (inter-
city rau), the Metro Red Line (urban subway rail), and Metrolink (urban comunuter rail). Union
Station is also served by numerous bus lines and shuttlé services which provide convenient access
to downtown Los Angeles and other heavily travelled destinations. As transit is expanding rapidly
at Upion Station, the specific nature of rail and bus transit service changes frequently. The following
discussion documents transit service in late 1993/early 1994.

Rail Transit Systems

Amtrak and Metrolink, which provide inter-city and commuter rail service, currently use the existing
trackape and platform facilities to the north and east of the Union Station Terminal. The Metro Rail
Red Line, which provides urban transit service, uses an underground subway tunnel and station
platform located directly below the Union Station train yard, and is accessed by portals on the east
and west sides of the station.
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TABLE 17 l
FREEWAY LINK ANALYSIS
EXISTING CONDITIONS
AM PEAK HOUR
_ . Existing Conditious
i ~ Hour Hour |

Location | Dir. | Lns.| Cip. | AADT | Volime| V/C | LOS
A. US-101 W/O Hill N 4 8,000 225,000 7920 0990| E
S 4 8,000 5,630 0.704| C
B. US-101 W/O Mission | N 4 8,000 221,000 7,780 0973 E
S 4 8,000 5,530| 0.691| B
C. SR-110 Hill to Solano N 4 8,000 182,000 4,090 0S11{| A
S 4 8,000 8,340 [.043]| F
D. [-5 Main 1o Broadway N 5| 10,000 229,000 7.210| 0.721| C
N 4 8.000 8570 1071 F
E. I-5 Broadway to SR-110 N 4 8,000 217,000 6,830| 0854| D
. S 3 6,000 8,120) 1353| F

PM PEAK HOUR

. Location . " Dit. | Lns. __AADT | . VIC | LOS
A. US-101 W/O Hill N 4 8,000 225,000 6,350 0.794| C
S 4 8.000 8790| 1.099| F
B. US-101 W/O Mission N 4 8,000 221,000 6240| 0.780| C
S 4 8,000 8.630| 1.079| F
C. SR-110 Hil to Solano N 4 8,000 182,000 7960 0995| E
S 4 8,000 5.150] 0644| B
D. -5 Main to Broadwiy N 5| 10,000 229,000 9,680 0968| E
S 4 8,000 6900 0863| D
E. [-5 Broadway to SR-110 N 4 8,000 217,000 9,170| 1.146| F
S 3 6.000 6,540 1090 F

Source: AADT, peak hour % (2-way), and peak hour % (directional) - Caltrans Traffic
on California State Highways
Number of [anes - Caltrans California Highway L.og Book and field review.
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TABLE 18
EXISTING CONDITIONS ,
FREEWAY RAMP ANALYSIS 5
T Esieting Conditions ‘
) S B |
LOCA ume (2) | Laj
US-101 (Santa Ana Freeway) I
1 Vignes St. WB Off-Ramp 7,100| 330 290 1 1600 0206 A 0.181 A |
2 Vignes St. WB On-Ramp 2,800| 175 305 1 1,600 0.109 A 0.191 A |
3 Vignes St. EB On-Ramp 6,300| 100 1,285 1 1450 0.069 A 088 D
4 Alameda WB Off-Ramp 17,500 | 1,845 1,080 3 5100 0362 A 0.212 A
S Hewitt/Commercial EB On-Ramp (4) 9,400 110 305 1 1,000 0.110 A 0.305 A
6 Hewitt/Commercial EB off-Ramp 5000| 620 285 1 1,450 0.428 A 0.197 A
7 Los Angeles EB Off-Ramp 7,700 | 460 520 1 1,700 0.271 A 0.306 A
8 Los Angeles WB On-Ramp 12,000 720 810 1 1,450) 0.497 A 0.559 A
9 Mission St. WB On-Ramp 3,200 190 220 1 1,700 0.112 A 0.129 A
SR-110 (Pasadena Freeway)
10 Hill St. SB Off-Ramp 12,400 | 850 890 2 3400 0250 A 0262 A
11 Hill St. NB On-Ramp 14,000 960 1,010 1 1,700| 0.565 A 0594 A
I-5 (Golden State Freeway)
12 N. Main St. SB Off-Ramp 2900 200 210 1 1,700| O0.118 A 0.124 A
13 N. Broadway NB On-Ramp 7,100| 490 510 2 3400| 0144 A 0.150 A
14 N. Broadway SB Off-Ramp 6,200 430 450 11,7001 0.253 A 0265 A
Source:
(1) ADT - Caltrans Ramp Volumes on the California State Freeway System.
(2) Peak hour ramp volumes obtained from 2 sources:
{(a) Peak hour intersection count at ramp intersection
(b) Application of peak hour factor to ADT
(3) Capacities based on approximate service flow rates from Highway Capacity Manual.
(4) Stop Controlled On-Ramp assumed to reduce the capacity to approximately 1,000 vehicles per lane.
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Amtrak. A summary of Amtrak train service is presented in Table 19. Amtrak currently operates
32 trains per day. using eight tracks and four platforms. Departures and arrivals are concentrated
between 7:00 am. and 11:00 p.m. although there are few train arrivals and departures in the
commuter peak hours of the day. Amtrak provides inter-city rail services to major cities in California
and across the United States. Amtrak routes serving Union Station include the San Diegan (San
Diego to Santa Barbara), Coast Starlight, Sunset Limited, and Southwest Chief. Amtrak aiso offers
connecting bus service to several routes, and details of this connecting bus service are shown in
Appendix D of the Traffic Study, located in the Technical Studies Appendices document of this EIR.

Metrolink Commuter Rail. Metrolink is a regional commuter rail network serving the five Southern
California counties and a key part of an overall system which eventually will include 400 rail miles
of service linked to Union Station. Under the supervision of the Southem California Regional Rail
Authority, Metrolink began service in October 1992 and, as of November 1993, operated service on
four of the planped five commuter lines. The fifth line to Orange County was opened w0 mid-1994.

Current Metrolink commuter rail service (early 1994) is provided on the following lines:

. Ventra Line - Moorpark to Union Station

L] Santa Clanta Line - Santa Clarita to Union Station

L] San Bemardino Line - San Bermnardino to Union Station
) Riverside Line - Riverside to Union Station

Metrolink offers primarily inbound service to Union Station in the am. peak period, and outbound
service in the p.m. peak period. Some off-peak service is also available, and reverse comrute traigs
have also been added on the Burbank and Santa Clarita Lines. Metrolink service as of November
1993 represented 60 daily trains in/out of Union Station. Details of the Metrolink train schedule are
shown in Appendix D of the Traffic Study, in the Technical Studies Appendices to the EIR.

Metro Red Line. The Metro Red Line is a subway system serving the densely populated Los Angeles
region, and is one of the key elements of a 400-mile rail transit network approved by the Los Angeles
County voters. .
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TABLE 19

AMTRAK SERVICE AT UNION STATION

1 Sunset Limited Mo Wed Fr _. 7:00 am. 570 San Diegan Daily 6:45 am.
569 Crange County Commulter Moa - Fri 7:25 am. 572 San Diegan Daily B:40 a.m.
571 San Diegan Mon - Fri 8:03 am. 77 Saa Diegan Daily 9:40 z.m.

3 Southwest Chief Daily 8:10 am. 773 San Diegan Daily 9:40 a.m.
774 San Diegan Daily 10:25 am. 14 Coasl Starlight Daily 9:55 am.
575 San Diegan Daily 11:32 am. 774 San Diegan Daily 10:45 a.m.
577 San Diegan Daily 1133 pm, 36 Desert Wind Daily 11:20 am.
579 San Diegan Daily 3:33 pm. 576 San Diegan Daily 12:45 p.m.
35 Desert Wiad Daily 2:15 p.m. 578 San Diegan Dhaily 2:40 p.m.
581 San Diegan Daily 5:40 p.m. 580 San Diegan Baily 4:45 p.m.

11 Coast Starlight Daily 8:10 p.m. 582 Orange County Commuler Mon - Fri 5:35 p.m,
783 San Diegan Daily 7.37 pm. 783 San Diegan Daily ¥:00 pm.
585 San Diegan Daily ©:40 p.mn. 4 Southwest Chief Daily 9245 pr
587 San Diegan Daily 11:52 p.m. 586 San Diegan Daily 9:00 p.m.
773 San Diegan Daily 9:20 p.m. 2 Sunset Limited Sun Tues Fri Only 1(3:50 p.m.
568 San Diegan Moo - Fri 5:10 am.
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The Red Line will eventually run 17.4 miles from Union Station to the San Fernando Valley, serving
Downtown Los Angeles, the Wilshire Corridocr, Hollywood, Universal City and North Hollywood.
The first 4.4-mile segment of the line opened in January, 1993. The second and third phases are
expected to open by about the year 2001. Extensions of the Red Line will also provide service to
the Mid-City and Westwood areas, as well as to East Los Angeles.

The Metro Red Line currently provides service to Union Station at ten minute intervals in the peak
periods, and every 15 roinutes in off-peak periods.

Bus Service

Bus routes serving the ADP area are summarized in Table 20. There are a total of 34 bus routes and
261 peak hour buses that serve the Union Station/Terminal Annex area.

TABLE 20

Routes Terminating at Union 14 73 53 61 71
Station from West/South

Routes Passing by Union Station’ 6 20 14 28 12
El Monte Busway Routes 14 76 25 21 68
TOTAL 34 169 92 110 151

' 1n represents towards Union Station. Out represents away from Unioa Station,

LACMTA Local and Express Bus Services. Currently, a total of 20 Metropolitan Transpornation
Authority (MTA) local and express routes serve the Union Station/Terminal Appex area on local
stceets, stopping at several locations near and on the project site. Bus stops are located on Alameda
Street, Cesar E. Chavez Aveoue, and on the upper and lower levels of Unioo Station. Most of these
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routes terminate in the vicinity of the ADP, while several others pass by the ADP enroute to other
destinations. Combined, these routés provide approximately 170 buses to the ADP area in the peak
hours. Peak hour bus service on the local streets is summmarized in Appendix D of the Traffic Study
which is found in the Technical Studies Appendices.

El Monte Busway Service. Both Foothill Transit and MTA also provide freeway express service on
the El Monte Busway. These services are express buses or limited stop buses serving the major
residential cities and the downtown area. Fourteen routes currently operate on the busway, providing
service to Union Station and downtown Los Angeles with roughly 100 buses in the peak hours. A
summary of service on the El Monte Busway is provided in Appendix D of the Traffic Study, in the
Technical Studies Appendices.

LADOT Dash. The Los Angeles Department of Transportation provides DASH shuttle bus services
for various downtown destinations. Lines B and D serve the Union Station area every five minutes
from 6:30 a.m. to 6:30 p.m. for a $.25 fare.

Metrolink Shuttle Bus. LADOT operates a shuttle bus service, Monday through Friday, to serve the
Downtown area from Union Station. The fare is free with Metrolink or OCTA tickets to and from
Union Station. Buses wait on the upper bus plaza of Union Station west of and adjacent to the
Metrolink train tracks. Metrolink shuttle buses provide service approximately every 12 to 20 minutes.
Metrolink shuttle bus also provides coanection from Union Station to Hollywood.

City Taxis and Private Autos

Taxi service from Union Station is provided by one taxi company, although all companies may drop
off passengers there. The taxi loading area is located at the south end of the property and is also
utilized by private van shuttles, courtesy vans, airport and group shuttles, and passenger autos.

Applicable Circulation Plans

Because of its critical downtown location, the relationship between the ADP and other regional plans
has been evaluated. The ADP is consistent with the region's guiding land use and transportation
plans as well as other localized plans, including:

s SCAG Regional Comprehensive Plan (partially adopted)
LACMTA Transportation for the 21st Century: A plan for Los Angeles County (20-Year plan)
» LACMTA Congestion Management Plan
= SCAQMD Air Quality Management Plan
" Ceantral City North Community Plan
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A brief summary of each of these plans is provided below. along with a discussion of the celationship
between each plan and the ADP.

SCAG Regional Comprehensive Plan

The Regional Comprehensive Plan (RCP) is the state and federally mandated twenty-year
transportation plan for the Los Angeles metropolitan area. The Southem California Association of
Governments (SCAG) is responsible for preparation of this plan as the designated regional
transportation planning agency for the metropolitan area including Los Angeles, Orange, San
Bemardino, Ventura, Riverside, and Imperal Counties. The Regional Mobility Element (RME) of
the RCP forecasts long-range transportation demands in the region and sets forth goals and strategies
for ineeting these demands.

Other regional plans, such as LACMTA's CMP and the Long-Term Plan and regional improvement
planas, are required to be consistent with the goals of the RCP. SCAG also reviews General Plans and
Specific Plans for consistency with the RCP. The ADP, therefore, will also need to demonstrate
consistency with RCP goals.

The RCP, although not yet completely adopted (RCP is being adopted chapter by chapter; complete
adoption expected by the end of 1995) calls for a combination of strategies to improve Inobtlity,
including a heavy focus on improving the transit system and its usage, additional highway
unprovements, and transportation demand strategtes to reduce demand on the transportation network.
The ADP, with its facilitation of, and enhancements to, planned traasit services, is consistent with the
RCP goals of expanding the availability and use of transit service in the region.

LACMTA Transportation for the 21st Century: A plan for Los Angeles County (20-Year plan)

On March 25, 1995, LACMTA adopted a new 20-Year Plan to replace the 30-Year Integrated
Transportation Plan (30-Year Plan). The Plan is strategic planning tool that establishes highway,
transit, and demand managemeant strategies to address mobility needs in Los Angeles County, and also
identified funding resodrces for those strategies. It was meant to serve as a guiding framework for
LACMTA action. Because of the prolonged recession. revenue projections have been significantly
reduced from the previous 30-Year Plan findings. The most recent Plan, however, includes most of
the transportation service improvements that are assumed in the ADP project description.

Congestion Management Program (CMP)

The Congestion Management Program (CMP) came into being when California voters passed
Proposition 11! in Jupe of 1990Q. increasing the state gas tax to provide funds for additional
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transportation projects. Proposition 111 also contained a provision that required counties with
urbanized areas o0 adopt a CMP designed to provide stronger links between land use planning and
transportation planning. The CMP provistons of Proposition 111 require these counties to monitor
congestion levels and 10 address the impacts of new land uses on congested transportation facilities.
Counties that fail to fully implement the CMP run the risk of losing their additional gas tax revenue.

Los Angeles County adopted its CMP in November of 1992. This program, which will be updated
regularly, establishes procedures that local jurisdictions must use to monitor conditions on CMP
roadways, to report newly approved development projects, to estimate the impacts of new
developroents on the CMP network, and to determine ways of mitigating this impact. If conditions
grow worse on the CMP network, cities and counties will have to prepate “deficiency plans” to
address worsening conditions, or else risk losing some of their gas tax revenue. The CMP also
requires local jurisdictions to pass certain cesolutions and ordinances to help further CMP goals,
including a Transportation Demand Management (TDM) ordinance and adoption of the Land Use
Analysis Program.

Aspects of the CMP that affect the ADP include the requirements to analyze impacts on the CMP
system and identify mitigation measures and fair-share contributions; the encouragement of multi-
modal transportation improvements, TDM requirements for new developments: and the accrual of
both congestion "points” and “credits" for deficiency plans. The City of Los Angeles has indicated
its willingness to apply some of its déficiency plan credits to the ADP because of its multi-modal
regional benefits.

Air Quality Management Plan (AQOMP)

The 1991 AQMP, prepared by SCAG and approved by the South Coast Air Quality Management
District (SCAQMD), is another regional plan that may indirectly affect the ADP. The AQMP
attempts to comply with the requirements of both the State and Federal Clean Air Acts and
Amendments (CAAs). Both CAAs require the SCAQMD to reduce air pollution i the region by
controlling or limiting growth in vehicle trips (VT) and vehicle miles travelled (VMT), which
contribute heavily to the emission of pollutants in southern California.

Part of the SCAQMD’s compliance with air quality laws has been to require the cities to pass Trip
Reduction Ordinances (TROs) that specify how to implement the Transportation Control Measures
(TCMs) required by law. Many of these TCMs are directed at developers and will, therefore, affect
the ADP by requiring that certain Transportation Demand Management (TDM) features become an
integral part of the ADP.
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Central City North Comununity Plan

The City of Los Angeles General Plan includes 35 Community Plans offering more detailed guidance
on each community’s development. The Central City North Community Plan (CCNCP), adopted in
1979, includes the Union Station/Terminal Annex areas. The Community Plan actually stretches from
south of Washington Boulevard to North Broadway, and is bordered by the Los Angeles River on
the east and largely by Alameda Street oo the west. '

The 1979 plan recognized that Union Station was an under-utilized facility, and called for
development of a modern transportation center at the station. The Community Plan also called for
preparation of a Union Station Area Specific Plan, with particular attention to: 1) developing and
consolidating transportation facilities in a reduced part of the historic structure; 2) developing of a
cultural center in the remaining portion of the historic structure; and 3) umproving linkages with
commercial opportunities in the El Pueblo park on the west side of Alameda Street. These goals are
similar to those of the ADP. (When the CCNCP was last updated in 1979, the Los Angeles County
Transportation Commission, forerunner of MTA, had not yet received funding from Proposition A
or Proposition C and. therefore, the extensive rail network now under construction was not envisioned
as part of the Union Station plan.)

More recent planning efforts in the CCNCP area have focused on the portion north of the Hollywood
Freeway, including Union Station, Terminal Annex, El Pueblo Historic Park, Chinatown, the Los
Angeles River, and Elysian Park. In 1986, the Community Redevelopment Agency of Los Angeles
(CRA) commissioned a study of the Union Station/Terminal Annex Properties. This study envisioned
development of approxirnately 3.2 million square feet of mixed-use development (pcimarily office)
to complement the major transportation center that was, by that time, assumed to include intercity bus
and rail, heavy rail, and light rail. No action was taken on this concept plan by the CRA.

in 1989, the Los Angeles Design Action Planning Team (co-sponsored by the Los Angeles City
Planning Depantment and the Urban Design Advisory Coalition) began to develop a concept for this
northern portion of the Community Plan area. Their concepts included additional developient of
low-and moderate-income housing north of Union Station, along with enhanced recreational activities
in Elysian Park and along the Los Angeles River. These new land uses would improve linkages
between Central City North, Chinatown, the ADP area, and Downtown Los Angeles. This concept
is also coasistept with the ADP.
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ENVIRONMENTAL IMPACT

Methodology

The traffic forecast methodology used for this analysis was developed in cooperation with LADOT.
The county-wide model used by MTA for travel/traffic forecasting for the region was used to analyze
traffic growths within the study area for city arterial streets and freeways. Traffic growths in the
region were estimated over the period between 1990 (the model base year) and 2010 (the model
projection year). These growth projections were analyzed for individual roadways for transportation
corridors, and based on this analysis, average levels of growth on the city arterials, freeways, and
freeway ramps were calculated to the year 2010.

The calculated growth factors were then applied to existing roadway and intersection traffic
counts/volumes, to forecast Year 2010 conditions. To obtain year 2000 forecasts, a straight-line
growth was assumed between 1990 and 2010, then the pro-rated growth to year 2000 determined and

applied to existing volumes.

The project impact analysis was conducted by the following traffic impact study procedures, First,
background traffic conditions were forecast. Second, the transportation characteristics of the project
were identified, including trip generation, distribution, mode split. and parking needs, as described
below. Third, the project traffic was then assigned to the surrounding highway network, and traffic
volumes and levels-of-service with the addition of project traffic were then recalculated. In this study,
the additional step of assigning transit trips to the transit network was also undertaken, to determine
the remaining available capacity on the transit system. -

Year 2000 Baseline Conditions

Transit System

Transit Service. For purposes of the EIR, rail transit services were assumed for the year 2000 if they
were under construction or programmed by the year 2000. The primary tmprovements affecting
transit capacities by the Year 2000 will be the initiation of service on the Pasadena Blue Line, the
extension of service on the Red Line to East Los Angeles, Mid-City and Hollywood, and additonal
service on the Metrolink Commuter rail systems. Also assumed were the Gateway Metro Plaza
facilities currently under construction for the Metro Red Line at the Portal East of Union Station.
These include the Bus Plaza, with provision for twelve bus loading/unioading bays, the direct
connection (eastbound) from the E! Monte Busway to the Bus Plaza, and the Metro Plaza 2,000 space
park-and-ride garage. '
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Transit Capacity and Level-of-Service. Table 2] shows the forecast transit ddership, load factors
and remaining available capacity for the rail transit services in the year 2000 Without Project
scenario. The load factor represents the ratio of total passengers to available seats. For peak period
rail transit services, load factors of more than 1.0 are expected since many passengers will be standing
during peak periods. Table 21 also specifies the MTA policies for the maximum policy load factors
(based on previous Southern Cahfornia Rapid Transit District standards).

While many of the peak period/peak direction rail services will have load factors above 1.0, the
projected peak period load factors for all the rail modes will be within the policy maximums
established by MTA. Thecefore, with the projected transit ridership, thére would still be available
capacity on all of the rail transit segments serving Union Station in the year 2000, without the
proposed project.

The highest load factor on Blue Line service to/from Union Station is forecast to be 1.48, while the
maximum policy load factor ts 1.9. The highest load factor on any segment of the Red Line to/from
Union Station would be 1.78, while the maximum policy load factor at that location is 2.69. On
Metrolink trains, the overall average load factor would be 0.67, indicating a substantial amount of
available capacity.

Street System

Planned Roadway Improvements. Table 22 lists all identified improvements expected to be in place
by the year 2000 within the study area.

The primary tmprovements affecting roadway capacities include ATSAC installation at numerous
intersections; intersection improvements due to the MTA Headquarters project undér construction; and
the addition of one southbound lane on SR-[ (0.
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TABLE 21
ALAMEDA DISTRICT PLAN RAIL LINE VOLUMES/CAPACITIES
YEAR 2000

{1) (2) (3)
BLUE LINE SB Chinatown > Union Station 2,160 3,996 3,200 1.48 796
NB Union Station > Chinatown 2,160 3,996 1,000 0.46 2,996
RED LINE WB East LA > Union Staton 1416 2.860 [,500 1.06 1,360
EB Union Station > East LA 1,416 2,860 1,000. 07N 1,860
WB Union Station > Civic 3,540 7,151 6,300 1.78 851

Center
EB Civic Center > Unioo Station 3.540 7,151 2,000 0.56 5,15}
METROLINK all into Unjon Station 7,198 7,198 4,800 0.67 2,398

L __________________________________________________ _____________________________ _________ __ _____|

TOTAL INBOUND 14,314 21,205 11,500 9,705
TOTAL OUTBOUND 7,116 14,007 8,300 5,707
TOTAL 2 DIR. 21,430 35,212 19,800 15,412

Blue Line: 1.85
Red Line: 2.02
Metrolink: 1.00

Source: Manuel Padron & Associaes

1. Red and Blue Line 2000 volumes derived by MPA from forecast and other prior studies.
2. Projected load factor is estimated volume divided by seated capacity.
Maximum policy load factors for proposed headways are:

3. Available capacity is based on policy load factors and year 2000 assumed operating plans (see Appendix D).
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TABLE 22
LIST OF BACKGROUND
HIGHWAY IMPROVEMENTS FOR YEAR 2000

Vignes Street Realignment

(US-101 to Cesar E. Chavez) .
0 Vignes/Cesar E. Chavez Intersection Improvements (1995 configuration)
o Vignes/Ramirez Intersection Improvements (1995 configuration)

ATSAC @ Intersections'
0 Main/Vignes

o Alameda/Alpine °
0 Vignes/Cesar E. Chavez
Vignes Street Iimprovements for Blue Line (Railroad to Alameda)
o Terminal Annex Driveway Intersection
0 North Main Intersection
0 Alameda Intersection

Pasadena Freeway
o Add 5th lane SB (I-5 to Sunset)

! Analysis assumes 7% capacity increase at ATSAC intersections and related approach street links.

Arterial Link and Intersection Levels-of-Service.  Tables 23 and 24 illustrate the forecast volumes
and levels-of-service on the 28 analyzed arterial link locations during the a.m. and p.m. peak hours.
As these tables show, nine links in the a.m. peak hour and seven links in the p.m. peak period are
projected to operate at LOS E or F, indicating high levels of congestion in the year 2000 without the
project. Primary areas of congestion are:

n South of the I-5 Freeway, to/from Chinatown, Union Station and downtown on N. Main and
Spring/Broadway.

» Hill Street, leading to/from the SR 110 Freeway.

] Alameda Street south of Temple, where the street narrows from 6 lanes to 4 lanes.

L] College Street and Alpine Street through Chinatown.
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TABLE 24
2000 FUTURE CONDITIONS WITHOUT ADP (PHASE I BACKGROUND) i
P.M. PEAK HOUR LINK LEVELS OF SERVICE
: Phase 1 Year 2000 '
|L___Sweet Orientation .| vie 1 105 | TouCap. [TowiVal. [ WC | 105
. - ! |
i 1 Hill N/Q Cullegs N(8 2 | Secondary 1,100 2.200 1,680 0.764 C 2350 1.880 080! C
S[8 2 Y| 1,100 2,200 1,020 0464 A 2250 1,130 0481, A |
2 Hl /O Alpine N8 2| Secoudary 700 1400| 1010] 0721 C 1,500 L10| o00] ¢
S[8 2 12] 700 +,400 7110 0507 A 1500) . 780 0.520 A
J Hul 8/0 Aliso N (7] 2 | Sewoadary 750 1.500 630 0433 A 1.500 720 0.480" A
N 3 2] 150 2250 580 0238 A 2250 840 0.284 A
4 Pasadena 3/0 5 Fwy N [8] 2 | Secondary 700 1,400 660 0471 A 1.500 730 0.437 A
S8 2 2] 700 1,400 360 0.257 A 1,500 400 0.267 A
S Broadway $/0 § Pwy N 8] 1| Major 700 2100 1.5%0| 0805| D 2250 2030| 0502| €
S[8 2 700 1,400 320 0229 A 1,500 380 0.253 A
6 Broadway N/O Bisbop N (8] 3 | Major 700 2000 1560 0743] C 2250 1.726] 076a] C
S{8 2 700 1,400 550 0.3%3 A 1,500 610 0.407 A
7 Broadway N/O College N (8] 2 | Major 700 1400 1350 0964| E 1,500 1490 0993] E
S(8 2 100 1,400 240 0.529 A 1,500 310 0.540 A
8 Broadway $JO Alpiac N{& 2 | Secondary 700 [ 400 1.2%0 0.921 E (500 1430 0953 £
S8 2 (24 700 1,400 620 0443 A 1,500 690 0.460 A
9 Broadway S/O Sunset N{[7] 2 | Secondary 750 1,500 1,250 0.833 D 1.500 1300 0927 £
N 2 (2} 750 1,500 540 0360 A £,500 600 0.400 A
10 Broadway S/O Aliso N [7] 3 | Secondary 750 2,250 1,245 0553 A 2250 1,380 0613 B
S|? 2 [2} 750 1,500 395 0.263 A 1,500 440 0.293 A
U1 N. Spring N/O Sotello N 2| Major (3] 1.200 2400 1340 0558 A 2,400 1640 0633| B
S 2 1,200 2,400 340 0.142 A 2400 400 0.167 A
12 Spring $/0 Afiso
N 4 | Major (4] 750 3,000 895 0.268 A 3,000 1,010 0332 A
13 N. Main 5/0 § Freeway N (8] 2| Secondary 550 1.100 90| 08l12] D 1.1% 1.180| 1roow| €
S{8 2 550 1,100 510 0463 A 1,180 5590 0.500 A
14 N. Main N/O Sotello N (8] 2 | Secondary 550 1,100 790 0.718 C 1,180 1,030 0.873 D
S8 2 $50 1,100 280 0.255 A 1,180 3201 027 A
1S Main S/0 Aliso N{7] 4 | Secondary 750 3,000 1.800 0.600 A 3,000 1,980 0.660 B
§21{4]
16 Alameda S/O Temple N{7] 2| Major 750 1.500 1.5%0 1.033 F 1.500 1,850 1.233 F
N 2 750 1,500 L0 0.607 B 1,500 1,120 0.747 (o
17 Los Angeles /0 Aliso N{7 3 | Secondary 750 2.250 1420 0.631 8 2250 2,000 0.889 D
S[? 3 I2) 750 2,250 255 0.113 A 2250 590 0.262 A
18 Los Aageles S/0 Temple N(? 3 | Secondary 750 2250 1.295 0578 A 2250 1.730 0.769 Cc
St? 3 [2} 750 2250 790 @351 A 2250 1,050 0.467 A
19 Center S/O Jackson N 1 | Major 400 400 270 0.675 8 400 300 0.750 C
S 1 (5% 400 400 260 0.650 B 400 310 0.775 o}
20 Mission N/O Macy N ISL 3| Major 700 2.100 1.205 0574 A 2250 1.410 0.627 B
S8 2 700 1.400 338 0.596 A 1.500 2301 0633 B
- ]
2§ College W/0 Hull E 8] 2 | Secondary 300 600 430 0.717 C 640 470 0.734 C
w 2 {S}{6] 300 00 300 0.500 A 600 330| 0550
22 Collego E/O Hill E 18] 2| Secondary 300 600 400 0667| B 640 450 0.703] €
W8 2 {s1i6] 300 500 350 0.583 A 640 400| 0.628 B
23 College E/C Broadway Ef8 2 | Secondary 300 600 350 0.583 A 640 410 0.64) B
wis 2 [5166]) 300 600 200 0.333 A 50 240 0.375 A
24 Cotlege E/O Spring E { | Secondary 400 400 330 0825 D 400 370 0.92% £
WIs ] (5) 400 400 55 0.128 A 430 80 0.186 A
25 Alpine W/O Hill E (8] 2| Local {6] 00 600 395 0.658 B 640 430 0.672 B
wis 2 300 600 240 0.400 A 540 270 0.422 A
26 Alpine E/O Hitl B[8] © 2|Sccondary 300 600 400 0.567 B 630 40| 0.688 B
wis 2 [5}[6} 300 800 370 0.617 B 640 40| 0456 B
27 Alpine E/O Broadway E [8] 2 300 600 440 0733 c 640 490| 0.766 c
W8 2 (s1[s!t 300 00 430 0.717 C 640 500  0.781 C
28 Sunset E/O HiU E{8 3| Major 700 2,100 1370 0.652 B 2250 1,660 0.738 C
Wi 3 150 2250 1190 0.529 A 2250 1440 | B
[t] Operates abmost as frecway on/off ramp; capacity is balfway between major areerial and freeway ramp.
(2} Opertes similarly to other major aretials i area; major anerial capaciny used,
[3] Operates free-flow, without signals or mlemuptions, between College and 1-5 Froeway: higher capacity used to represent free-flow cond.
[4] Capacity reduced From 7501ase @ 700/ans to reflect high percentsge of buses.
{S]  Operates as collector or local sweet, despite higher functional classification.
{6] Capacity reduced 25% from 400 to 300 10 accoumt for pedestrian mterference.
(7) Cupaciry ocreased duc to adjacent ATSAC intersections.
8 ADACILY T d d 0 2d . 4 Intersection roknd only,
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Table 25 illustrates peak hour intersection levels-of-service. In the year 2000 Without the Project,
one analyzed intersection would operate at LOS E in the moming peak hout and two intersections
would operate at LOS E, and one intersection at LOS F in the evening peak period. The one
intersection at LOS E in the morning. Mission Road/Cesar E. Chavez Avenue, is already at LOS E
under existing conditions, and future signalization improvements at the iatersection will actually
unprove levej-of-service at this location.

Freeway System

Freeway and Ramp Levels-of-Service. Tables 26 and 27 illustrate projected freeway and camp levels-
of-service in the year 2000 without the project. Analyzed locations are Ulustrated in Figure 26. Table
26 indicates that of the ten analyzed freeway segmeants, four would operate in the year 2000 at LOS
F in the a.m. peak hour and six would operate at LOS F in the p.m. peak hour,

Poteptial Roadway Improvements.

The analysis of year 2000 Background Conditions Without Project indicates that while large parts of
the network will operate at satisfactory levels of service there will be areas of congestion.

The pattern of congestion suggests several improvements that may need to be made to the curculation
system. Many of these improvements have been or are currently under discussion, and sorne are in
regional policy documents, however, because they are not currently approved or programumed, they
were not included in the Year 2000 Without Project scenario for this analysis. These include:

Improvements in Chinatown, Hill/SR-110 Corridor, and Spring/Broadway/Main/I-5 Corridor.
Capacity improvements in Chinatown are difficult becanse of the lack of available right-of-way.
However, the proposed conversion of Alpine Street and College Street to a one-way couplet currently
under review by LADOT would improve vehicular and pedesirian circulation without requiring
additional right-of-way.

In these corridors, improving surface street capacity may be difficult because mnost of the streets are
already constrained by adjacent land uses. One potential key regional improvement that could relieve
congestion in both these corridors is the Alameda Bypass, a proposed connection between N. Spring
Street and the 1-5/SR-110 junction. This facility could provide traffic relief to the Chinatown
community, provide an alternate regional access route into the CBD, relieve the Glendale corridor into
the CBD, as well as improve general access to the growing regional transit facilities at Union Station.
The Alameda Bypass has been recommended as a regional-level improvement in both the Central City
West Specific Plan and the Downtown Strategic Plan, but has not yet been included in an adopted
capital improvement plan nor programmed in regional and state funding improvement programs.
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TABLE 25
2000 BACKGROUND CONDITIONS (WITHOUT ADP)
INTERSECTION LEVELS OF SERVICE

“““ 2000 Background

: : . 13 AMPesk PM Peak

Intersection V/C | LOS| ViC | g;ds - wvic | Los| wic | vLos
1. Alameda & Aliso 0457 *| A 0811 * D 0571 % A 0926 *| E
2. Alameda & Arcadia 0.557 % A 0.582* A 0.663 *| B 0672¢ B
3. Alameda & Los Angeles 0449 | A 0436 * A 0799 *| C 0722*% C
4. Alameda & Cesar E. Chavez 0643 *| B 0637* B 0707 * C 0806 *| D
5. N. Main & Cesar E. Chavez 0453 | A 0.561 *| A 0516* A 0648 *| B
6. Alameda & N, Main 0450 *| A 0676 *| B 0520 % A 1003 *%| F
7. N. Main & Vignes 0.509 A 0.616 B 0588 *| A 0773* C
-||8. Alameda & Alpine 0.561 A 0.707 C 0574 *| A 0771 % C
9. Vignes & Cesar E. Chavez 0755 | € 0.817 D 0784 *| C 0922+ E
10. Vignes & Ramirez/NB-101%* 0.377 A 0.436 A 0482 * A 0700 *| B
11, Mission & Cesar E. Chavez 0962 | E 0769 | C 0956 *| E 0.736*| C
12. Hewin/Commercial & SB-101** | 0.3%4 A 0.521 A 0.496 A 0.748 C

additional intersections by 1996.

** Currently unsignalized, but analyzed as signalized for comparison purposes.

* Includes adjustment for ATSAC. ATSAC currently installed at six study intersections; (o be installed at five

Alameda District Specific Plan EIR
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TABLE 26
FREEWAY LINK ANALYSIS
2000 FUTURE CONDITIONS WITHOUT ADP (PHASE 1 BACKGROUND)

_ AM PEAK HOUP. ]
, vio phamaerh BL Hoor 1 1 |hatE ¥ d,| Total | - )
“Tocation - ; Div.) Lits. |- Cap. |. AADT | Volume| VIC| LOS| Dir. | Lns.| Cap; | Growth| Volume! V/C| LOS| AADT

A, US-101 WO Hill N 4] 8000] 225.000] 7.526[0.99¢] E N 4| 8,000 317] B270]1034] F | 237.900

.| s 4| 2000 5630(0704| C 5 4| 8000 25| eu30|0rs4| €
B. US-101 W/O Mission N 4| 8000| 221000 7.780|0973| E N 4| 8000 31t 8350|1044 E || 237,800
S 4| 8,000 5530(0691| B 5 4| 8000 221 s®lome| ¢ |
C, SR-110 Hill 19 Solane N 4| 8,000 182000 4,090 10511 A N 4| 8,000 205 431010539 A 194,700
3 4| 8,000 8340|1043 F 5 5| 10,000 A17|  8790[0879| D || |
D. [-5Main 10 Broadway N 5] 10,000 220000 721000721 € | N 5| 10,000 379 75900759 € || 241,100
3 4| 8000 8.570(1.071| F 3 4| 8000 as0| 9,020(t.128| F
E. I-5 Broadway to SR-110 N 4| 8000| 217.000| 6830/0854] O | N 4| 8000 359|  7,190|0.899| B | 228700
s 3| 6,000 8,120/1353| F s 3| 6,000 26| 8560|1427 F

PM PEAK HOUR

__Location _Dir. | Los.| Cap. | AADT: ViC | L0S| Dir. | Lbs.i Cap. '} Growth | Voiime | VIC| LOS
A. US-101 W/O Hill N 41 B,000] 225000 0794 C N 41 B,000 254 677010846 D
8 4| 8,000 1.099| F s 4| 8,000 352 9170 |Lid6| F
B. US-101 W/O Mission N 4| 8,000| 221,000 0780 C N 4| 8,000 250 6,580 0.823| D
e S|4 8w 1079 F | 5 [ _ 4| 8000| _345| 922011453 F
€. SR-110 Hill 10 Solanc N 4| 8,000 182,000 79600995 E N 4| 8,000 398 8,390 |1.049
8 4| 8,000 5150(0644| B s 5| 10,000 258 5420|0678 B
D. -5 Main (o Broadway N 5| 10,000 | 229,04 0680|0968 E N 5] 10,000 508 10,190|1.019| F
5 4| 8,000 690010863 D S 4( 8,000 302 726010908 E
E. 13 Broadway 10 SR-110 N 4| 8,000 217,000 8170 1.146 N 4( 8,000 441 9870|1209 F
S 3] 6000 654011090[ F Il S | 3] 6000] 383 6840[144¢| F

Sources: AADT, peak hour % (2-way), and peak hour % (directional) - Caltrans Traffic Voli.tmes en Califomia Swate Highways {(1992)
Number of lanes - Cajtrans California Highway Log Book (1991) and field review.
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TABLE 27

2000 BACKGROUND CONDITIONS WITHOUT ADP
FREEWAY RAMP ANALYSIS

r_;._ . Existitig Cohditions __ 2000 Background Conditions Without ADP
ADT | Volime Lanes Cap. | AM Peak PM Peak AM Paak PM Peak
) U AM. PM | 3 Lve LOS | VIC 108 [ Vol  VIC LOS Yol. VIC__LOS_ 2000 ADT |
US-101 (Santa Ana Freeway)
1 Vignes St. WB Off-Ramp 7,100 330 290 1 1,600|0.206 A |0181 A 620 0.388 A 330 0.206 A 9,610
2 Vignes St. WB On-Ramp 2,800 175 305 1 1,600,0.109 A 0191 A 220 0138 A 460 0.288 A 3,470
3 Vigaoes St. EB On-Ramp 6,300 100 1,285 I 1,450(0.065 A |0.886 D 140  0.097 A 1,600 1.103 F 8,460
4 Alameda WB Off-Ramp 17,500 | 1,845 1,080 I 1,700]1.085 F 0635 B 1,920 1.129 F 1,120  0.659 B 18,200
5 Hewitt/Commercial EB On-Ramp (2] 9,400 110 305 1 1,00010.110 A 0305 A 110 0.110 A 320 0320 A 9,780
6 Hewitt/Commercial EB off-Ramp 5000 620 285 1 1,450|0428 A 0197 A 770 0.531 A 330 0.228 A 5,440
7 Los Angeles EB Off-Ramp 7,700 460 520 1 1,700|0271 A 0306 A 490 0.288 A 540 0318 A 8,560
8 Los Angeles WB On-Ramp 12,000 720 810 1 1,450(0497 A 0559 A 750 0.517 A 840 0.579 A 12,520
9 Mission St. WB On-Ramp 3,200 190 220 1 1,70010.112 A 0,129 A 200 0118 A 230 0.135 A 3,400
SR-110 (Pasadena Freeway)
10 Hill St. SB Off-Ramp 12,400 850 8% 2 3,400)0.250 A [0.262 A 930 0.274 A 940 0276 A 12,980
11 Hill St NB On-Ramp 14,000 960 1,010 1 1,7000.565 A |0.59%4 A 1,020 0.600 A LOOO  0.641 B t4,730
1-5 (Golden State Freeway)
12 N. Main St. 58 Off-Ramp 2,900( 200 2i0 1 1,700[0.118 A |0.124 A 220 0.129 A 220 0.129 A 3,050
13 N. Broadway NB On-Ramp 7.100( 490 510 2 34000144 A |0.150 A 520 0.i53 A 550  0.162 A 7.410
14 N. Broadway SB Off-Ramp 6,200 430 430 1 1,700 10,253 A 10265 A 460 -0.271 A 480 0.282 A ||l __ 8540

oarce:

(1) ADT - Caltrans Ramp Volumes on the California State Freeway System, 1992
{2) Stop Controlled Os-Ramp reduces the capacity to approximately 1,000 vehicles per lane,
(3) Capacilies based on approximate service flow rates from Highway Capacit)_f Manual.
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V.D.1 Traffic

Improvements on Alameda Streer South of US-101. Capacity improvements would also be necessary
in the Alameda Street corridor south of Aliso, where Alameda Street narrows from six to four lanes.
[mprovements will be made 10 the Alameda Corridor south of Washington Street as part of the
Alameda Consolidated Transportation Corridor to the ports. Widening of Alameda Street through
Central City East may become increasingly important in the future. The City of Los Angeles has had
under consideration in recent years a concept for Alameda Street as an improved street/boulevard
along this corridor to improve access to/from the eastern downtowa and industrial areas, aithough no
improvement projects are curtently prograromed. This analysis indicates that the current four-lane
section of Alameda Street south of Temple Street will probably need to be widened to six lanes in
the future.

Improvements to US-101 Corridor. Imoprovements along the US-101 corridor bhave also been
proposed, although they are not yet programmed. Caltrans is considering a realignment of the US-
tO0! between Los Angeles Street and Vignes Street which includes straightening of the freeway,
elimination of the Hewitt ramps and the addition of a Vignes Street eastbound off-ramp. In addition,
the Downtown Strategic plan calls for an improvement here which would extead Coramercial Street
eastward over the Los Angeles River, where 1t could connect directly to on-ramps to both the [-10
aad US-10L. This extension would allow traffic heading east and south to eater the freeway system
outside the dowantown freeway loop, significantly easing congestion on the US-101.

Year 2010 Baseline Conditions

Transit System

Transit Service. The number and frequency of transit services at Union Station will increase
substantially in the coming years. Planned regional transit improvements will add light rail, heavy
rail subway and commuter rail service at Union Station. These include new segmeunts on the Blue
Line light rail systemn and the Red Line subway, and additional service on the Metrolink commuter
rail systemn. In addition, new transit services elsewhere in the region (such as the Green Line LRT)
would offer connections to lines serving Union Station, further improving transit accessibility to the
ADP area. For purposés of the EIR, a best estimate of year 2010 rail transit service was made based
on the most current MTA plans. Rail transit services were assumed for the future if they were under
constructon, programmed, or rated highly in the Candidate Corridor rating process.

Alameda District Specific Plan EIR 290
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V.D.! Traffic

The Traffic Study details the transit services at Union Station and their capacities thar have been
assumed 1n the 2010 Without Project conditions. [n addition to the rail transit sérvice assumed in the
year 2000, the key immprovements assumed to the year 2010 included extension of the Metro Red Line
to Universal City, Westwood, and 1o Atantic/Whittier, the construction of the Metro Blue Line from
Union Station to Burbank, the Blue Line Downtown Connector. and continued service expansion on
the Metrolink system.

Transit Ridership at Union Station. Transit nidership numbers for 2010 Without Project conditions
were developed as described earlier relative to year 2000,

Ridership numbers on Metrolink trains were extrapolated from existing ridership numbers, based on
planned service improvements. Red and Blue Line ridership numbers were also adjusted to account
for increased transfers from Metrolink service.

Transit Capacity and Level-of-Service. Table 28 shows the forecast transit ridership, load factors and
available capacity for the rail transit services in the 2010 Without Project scenano.

Table 28 indicates that for the year 2010 Without Project background condiﬁoﬁs. while many of the
peak period/peak direction rail services will have load factors above 1.0, the projected peak period
load factors for all rail modes will be within the policy maximums established by MTA. Therefore,
with the projected fransit ndership, there would still be available capacity on all of the rail transit
segments serving Union Station in the year 2010. The highest load factor on Blue Line service
to/from Union Station is forecast to be .77, while the maximum policy load factor is 1.90. The
highest load factor on any segment of the Red Line to/from Union Station would be 0.74, while the
maximum policy load factor at that location is 2.69. On Metrolink trains, the overall average load
factor would be 0.48, indicating a substantial arpount of available capacity.

Street System

Planned Roadway Improvements, The roadway network assumed for the Year 2010 Background
Conditions was thus thé sarpe as that assumed for the Year 2000, with one additional project. This
was the coaversion of College Street and Alpine Street 10 a one-way couplet through Chinatown (Hill
Street to Alameda Street). The Chinatown Citizen’s Advisory Committee curreatly views the couplet
as a temporary installation during construction of the Pasadena Blue Line, whereas LADOT considers
the couplet will be needed as a permanent installation because of reduced street capacity resulting
from construction of the Blue Line.

Alomeda District Specific Plan EIR 291
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V.D.I Traffic

Arterial Link and Intersection Levels-of-Service. As Tables 29 and 30 show, 12 links in the a.m. peak
pertod and nine links in the p.m. peak period are projected to operate at LOS E or F, indicating high
levels of congestion in the year 2010 without the project. Prmary areas of congestion are simtlar to
those observed in the 2000 background conditions, except that more locations would become
congested. Congested areas include:

L] South of the [-$, to/from Chinatown, Union Station and downiown on N. Main and Broadway.

. Hill Street, leading to/frora the SR-110.

. Downtown streets (including Broadway, Alameda and Los Angeles Streets) south of Aliso and
Temple. South of Aliso, Alameda narrows from 6 lanes to 4 lanes, contributing to this
congestion.

u Portions of College and Alpine outside the one-way pair.

» Center Street, south of Jackson.

] Mission Road north of Cesar E. Chavez Aveavue.

Projected peak-hour turning movements at study area intersections are shown in Appendix D of the
Traffic Study which is provided in the Technical Studies Appendices document. Table 3! illustrates
peak hour intersection levels-of-service and shows that in the year 2010 without the project, there
would be one analyzed intersection operating at LOS E and one at LOS F in the am. peak hour, and
one intersection operating at LOS E and two at LOS F in the p.m. peak period.

Freeway System

Freeway and Ramp Levels-of-Service. Tables 32 and 33 Ulustrate projecteéd freeway and ramp levels-
of-service in the year 2010 without the project. Table 32 indicates that of the 10 analyzed directional
segments, four would operate at LOS F in the a.m. peak hour and six would operate at LOS F in the
p.m. peak hour. Each of the freeways would have some segments operating at LOS F in at least ope
peak period. Table 33 indicates that only one ramp location would operate at LOS F during either
the a.m. or p.m. peak periods.

Potential Roadway Lmproverments.

The improvements listed earlier for the Year 2000 Without Project scenario will also be appropriate
foc the Year 2010 Without Project.
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V.D.1 Traffic

TABLE 29

2010 FUTURE CONDITIONS WITHOUT ADP (2010 BACKGROUND)
AM.PEAK HOUR LINK LEVELS OF SERVICE

i _ Buildout round (Year 20t0 ;
[ Sweet Oricntston Die. 1 fanesT VIC T 108 || TouCap 1TomrVol v | 10s |
|[—Nonth-South Sugets i
1 Hill N/O College [ N 2 [ Secondury t.100 2200 2! 0.09 A 2350 250 0a0sf A
| S 2]  [t]I8) 1,100 2,200 1,980 0.900 D 2,350 2400 L.02} F I
2 Hdl S/O Alpine N 2| Secoadary 700 1,400 170 0.121 A 1.500 200 0.133 A —$
S 2 121 8% 700 1,400 1,660 1.186 E 1,500 1,990 1.327 F
3 Hiu S/0 Aliso N 2 | Secoadary 150 1,500 90 0.050 A 1,500 1o 0073 A
S 3 12117} 750 2250 1450 0.644 B 2250 1,740 4773 C
4 Pasadena S/0 § Fwy N 2 | Secondary 200 1,400 320 0.229 A 1.500 380 0.253 A
S 2 [2] 181 700 1,400 800 0.836 8 1,500 1,070 0Nn3 C
5 Broadway S/0 § Pwy N 2 | Majoe 700 1.400 650 0464 A 1.500 8L0 0.540 A
N 3 {81 790 2,100 1,700 0.810 [») 2,250 2,280 1013 F
6 Broadway N/O Buhops N 2 | Major 700 1.400 360 0.257 A 1.500 430 0.287 A
S 3 8] 700 2,100 1,810 0.862 D 2250 2,170 0.964 €
7 Broadway N/O College N 2 | Majoc 700 1400 330 0236 A 1.500 400 0.267 A
S 2 i8] 200 1,400 1100 0.786 C 1,500 1,320 0.830 D
8 Broadway S/0 Alpinc N 2| Secondary 700 1400 430 0.307 A 1.500 530 0.353 A
N 2 8] 700 1,400 930 0.664 B 1,500 1,120 0.747 (&
9 Broasdway S/ Suncet N 2 | Secondary 750 1,500 480 0320 A 1,500 590 0393 A
S 2 12) () 150 1,500 910 0.607 B 1,500 1,100 07133 C
(O Brosdway S/O Aliso N 3 | Sccondary 750 2.250 420 0.187 A 2250 520 0.23t A
S 2 [2}(7) 750 1,500 1,260 0.840 D 1,500 1,520 1.013 F
11 N, Spring N/O Soeello N 1 | Major (3} 1.200 1,200 290 0.242 A 1200 380 0317 A
N 2 1,200 2,400 1,530 0.638 B 2400 2,070 0.863 D
12 Spring S/0 Aliso
s 4 | Major [4] (7] 750 3,000 980 0.327 A 3,000 1,210 0.403 A
t3 N.Maie S/O 5 Freeway N 2 | Secondary 550 1.100 380 0.358 A 1.(80 560 0.424 A
S 2 [83 550 1,100 950 084 D 1,180 1400 1.188 £
14 N. Main N/O Sotelio N 2| Secondary 580 1.(00 280 0.255 A 1.130 350 0.297 A
S 2 {8} 550 1,100 610 0555 A 1,180 960 0.814 D
15 Main S/O Aliso N $ | Secondary 750 3.750 960 0.256 A 3,750 1,170 0.312 A
2141 (7]
16 Alameda S/0 Temple N 2 | Major 750 1.500 460 0.307 A 1.500 700 0.467 A
S 2 in 150 1,500 1,305 0.870 D 1,500 1,750 L.t67 F
[7 Los Angeles S/0 Aliso N 3 | Secondary 750 2,250 415 0.184 A 2250 880 0.39) A
S 3l {21671 150 2,250 1260| 0.560 A 2250 20701 0920 E
18 Los Angeles S/O Temple N 2 | Secondary 750 1,500 4380 0.320 A )1 500 800 0.533 A
N 3 (21171 150 2250 1,598 0.709 C 2,250 2310 1.027 E
19 Center S/0 Jacksea N I | Major 400 400 (90 0475 A 400 250 0.625 8
S 1 (5] 400 400 350 0875 D 400 430 1075 F
20 Mission N/O Chavez N 2 | Major 700 1 400 655 0.468 A 1.500 820 0.547 A
S 3 (8] 700 2,100 1735 0826 D 2.250 22001 0978 £
[___Eax-West Strests ;
21 College W/O Hil) E[8] 2 | Secondary 300 600 3% 0.650 8 640 470 0.734 Cc
w 2 [5}16} 300 600 460 | 0767 C 600 5501 07 E
22 College E/O Hill [9} E 2| Secondary 300 600 510 0850 D 2,400 1.130 0471 A
w 2] (51161J8] 300 600 290 0483 A
23 College E/O Broadway [9} E 2 | Secondary 300 600 180 0.300 A 2400 730 0.304 A
w 2| 151(6]]81 300 600 330| 0550 A
24 Coffege E/O Spring {91 E | | Secondary 400 400 80 0.150 A 400 90 Q225 A
. W (8} 1 {51 400 400 105 0.283 A 430 i) 0.047 A
25 Alpine W/O Hill E 2| Local 300 600 230 0383 A 640 280 0.438 A
w 2 §561(8] 300 600 400 0.667 B 640 480 Q.750 C
26 Alpwoe E/O Hill [9) E . 2| Scocondary 300 &00 290 0.483 A
w ___ 2| f5)161(8] 300 600 400 0667 B 2,400 840| 0350| A
27 Alpise E/O Broadway [9] E 2| Secondary 300 500 2% 0483 A
W 2] [5116)(81 300 600 410]  0.683 B 2400 900| 0375 A
28 Chavez B/O Hill E(8] 3| Major 700 2.100 935 0445 A 2250 1420} 0831 2}
Wi 3 150 2.250 [265] 0562 A 2.250 L6001 0N (
(1}  Operates almost as frecway o/off ramp: capacity is halfway between major arterial and frecway ramp.
[2) Operales similanly w0 other major arterials in arca: major arterial capacity used.
3] Operates Gree-flow, without signals or inlemuptioas, between Colfege and I-S Freoway; higher capacity used to represent free-flow cond.
4] Capacity reduced from 75(/lanc to 700/1anc to reflect high percentge of buses.
5]  Operates as colloctor or local street, despite higher functional classification.
(6] Capacity reduced 25% from 400 to 300 to accoumt for pedestian interfercnce.
[7) Capacity mereased due 10 sdjacent ATSAC intersections.
[83 Capacity morcased duc to adjacent ATS AC tntersactions for phase 1 background oaly.
191 ADd pd/or volug dified g ect College/Alping WAy pag
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IV.D.l Traffic

TASLE 3 |
2010 FUTURE CONDITIONS WITHOUT ADP (2010 BACKGROUND) :
P.M, PEAK HOUR LINK LEVELS OF SERVICE
|
| EXISTING CONDITIONS . " BUILDOUT BACKGROUND (YEAR 2013) ||
L Stzee! Oricntation Dir ILages] Class | Capdane | TorGip ! Volumel Wi [ 10S [l Tor Cap. [TomiVor | vac 1 (05 )
1 Hal N/O Colfege N 2 [ Secondary 1.100 2200| (680] 0764] C 2,350 2050, 0.872] O .!
S 2 1t118] 1,100 2,200 1,020 0464 A 2350 1,230 0.523 l A
2 Hill /0 Alpine N 2 | Secondary 700 1 400 1.010 0.72t [ 1.500 t.210 0807, D
S 2 121 8] 100 1,400 710 0.507 A 1500 - 850 0.567 A
3 Hill $/0 Aliso N 2 | Secoodary 750 1,500 650 0.433 A 1,500 780 05201 A
S 3 12817 150 2,250 580 0.258 A 2250 700 0.311 A
J Pasadena S/O § Fwy N 2 | Secoodary 700 1.400 660 0471 A 1.500 7950 0.527 A
N 2 12281 700 1,400 360 0.2%7 A 1.500 430 0.287 A
S Brosdway S/0 5 Fwy N 3| Major 700 2.100 1,690 0.805 D 2250 2,260 1.004 F
S 2 [81 700 1,400 320 0.229 A 1,500 420 0.280 A
& Broadway N/O Bishops N 3| Major 700 2,100 1.560 0.743 C 2250 1.870 0.831 0
S 2 [8] 700 1,400 550 0.393 A 1500 860 0.440 A
7 Broadway N/Q College N 2 | Major 700 1,400 1,350 0.964 E 1.500 1.620 1.080 £
5 2 8] 700 1,400 70| 0529 A__ 1.500 890| 0593] A __
8 Broadway S/O Alpinc N 2| Secondary 700 t,.400 1,290 0.921 B 1,500 1.570 1.047 £
S 2 18] 700 1 400 620 0.443 A 1,500 750 0.500 A
9 Broadway S/0O Sunset N 2 | Secondary 750 1.500 1,250 0.833 D 1.500 1,520 1.013 F
N 2 (2117] 750 1,500 540 0.360 A 1,500 560 0.440 A
10 Broadway S/O Aliso N 3 | Secondary 750 2,250 1,245 0.553 A 2250 1.518 0.674 B
N 2 121{N 750 1,500 398 0.263 A 1500 480 0.320 A
It N. Spring N/O Sotzllo N 2 | Major {3] 1,200 2.400 1.340 0.558 A 2400 1,840 0.7167 C
S 2 1,200 2400 340 0.142 A - 2400 440 0.183 A
2 Spripg SAQ Aliso
S 4| Major {4] {7] 750 3,000 89§ 0298 A 3.000 1,410 0.370 A
13 N, Main S/0 5 Freeway N 2 | Secondary 550 1.100 900 0818 D 1.180 1330 127 F
S 2 {8] 550 1,100 510 0464 A 1,180 640 0.542 A
14 N. Main N/O Sotello N 2 | Secondary 550 1100 790 0.7:8 (o 1,180 1,180 1.000 E
S 2 1] §S0 1,100 280 0.255 A 1,180 350 0.297 A
15 Main S/O Aliso N § | Secondary 750 3,750 1.800 0480 A 3.750 2160 0.576 A
121141 {7]
16 Alameda S/O Temple N 2 | Major 750 1.500 1.550 1.033 F 1.500 2,040 1.360 F
S 2 in 750 1,500 910 0.607 B 1,500 1,240 0.827 D
17 Los Angeles S/0 Aliso N 3| Secondary 750 2250 1420 osn| B 2250 2270 Lo00] F |
S 3 [21(7) 150 2,250 255 0.1)3 A 2250 690 0.307 A
18 Los Angeles S/0 Temple N 3 | Secoadary 750 2.250 1.295 0.576 A 2250 1,950 0.867 D
S 3 (21171 750 2,250 790 0.351 A 2,250 1,170 0.520 A
(9 Ceater SKO Jackson N 1 or 400 400 270 0675 B 400 330 0.825 D
S 1 (5} 400 400 260| 0.650 8 400 340| 0850 D
20 Missioa N/O Chavez N 3 | Major 700 2100 1,205 0574 A 2250 1,560 0.693 8
S 2 [8) 200 1400 835 0,596 A 1500 1040 0,693 8 |
21 College W/O 11l , E(8) 2| Sccordary 300 600 430 0217 C 640 520 0.813 D
w 2 [S} (6} 300 600 300 0.500 A 600 380 0.600 A
22 Collego E/O Hil} [9] E 2| Secondary 30 600 400 0.687 B 2.400 1.080 0.450 A
w 2| (5p(63[8] 300 600 350 0.583 A
23 Collegc E/O Brosdway [9] E 2 | Secondary 300 600 350 0.583 A 2400 1.080 0.450 A
w 2| [S1]6118]1 300 600 200 0.333 A
24 College B/O Spring [9] E I | Secondary 400 400 330 0825 D 400 400 [.000 E
W [8] 1 i3] 400 400 55 0.138 A 430 20 0.047 A
25 Alpme W/0 Hill E 2 | Local 300 600 195 0.658 B 640 470 0.734 C
w = 2 [§118] 300 600 240 0A00 A &40 290 0.453 A
26 Alpine E/O Hilf (9] E 2 | Secondary 300 600 400 0.667 B
W 2| {51]6148] 300 600 370 0617 B 2400 900| 0.375 A
27 Alpme E/O Broadway |9] E 2 | Secondary 300 600 440 0.733 (o4
w 2] [51]6]18) 300 §00 430 0.717 C 2 400 790 0.329 A
28 Chavez E/O Hill E[8) 3| Major 700 2100 1.370 0,652 B 2250 1,830 0.813 D
Wi} 3 750 2250 L1901 0529 A 2250 1.610 [¢lr)| C
{1] Operates almost as frecway oo/off ramp; capacity is halfway betwesn major arteriad and freeway ramp,
(2] Operats similarty o otber major arterials in sres; major anerial capacity used
[3] Operacs free-flow, without signals or interruptions, between College and I-5 Freeway: higher capacity used to represent free-flow cond.
(4} Capacity reduced from 750/anc to 700/ane to reflect bigh pereentge of buses,
{5] Opersies as collector or local streey, despite higher functional classification.
(6] Capaciry reduced 25% from 400 to 300 to sccount for pedestrian imterference.
{71 Capacity mereased duc W ndjacept ATS AC intersections.
f8) Capacity imcreased due to adjacent ATS AC intersections for phase | background onty.
9 ~apac e modified 10 reflect College/Alpine one-WaY Dauy
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IV.D.I Truffic

TABLE 31 |
2010 BACKGROUND WITHOUT PROJECT f
INTERSECTION LEVELS OF SERVICE
Priging - o 2010 Background
: AMPeak PMPeak | AMPéak |  PM Pegk
Tiitexsection ) vie Los '-Wé: B ws “vic | vos | e | LOS
{. Alameda & Aliso 0457*| A | 0811¢ D | 0631* B 1021 *| F
2, Alameda & Arcadia 0.557* A | 0582* A || 0.728% C | 0739* C
3. Alameda & Los Angeles 0449 % A | 0436*% A | 0921%| E | 0825* D
4. Alameda & Cesar E. Chavez 0643 *| B 0637* B 0775*| C | 0897* D
S. N. Maio & Cesar E. Chavez 0453*%| A | 0561* A || 0567* A | 0716%¢ C
6. Alameda & N. Main 0450* A | 0676* B || 0588* A 1.104 *| F ’
7. N.Main & Vignes 0509 | A | 0616 | B || 0746*%| C | 0931*| E 1
8. Alameda & Alpine 0.561 A 0.707 C 0.634 *| B 0867 * D ]
9. Vignes & Cesar Chavez 0755 | C | 0817 | D | 0849* D | 0894* D
10. Vignes & Ramirez/NB-[01** 0377 | A | 0436 | A | 0635* B | 0802* D
11, Mission & Cesar E. Chavez 0.962 E 0.769 C 1059 *| F 0809 *| D
12. Hewit/Commercial & SB-101*+ | 0.394 A 0.521 A 0.521 A 0813 P_|

* Includes adjustment for ATSAC. ATSAC currently installed at six study intersections: to be installed at five
additional intersections by 1996.

** Currently unsignalized, but analyzed as signalized for comparison purposes.
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IV.D.l Traffic

TABLE32z . }

FREEWAY LINK ANALYSIS |

2010 FUTURE CONDITIONS WITHOUT ADP (BUILDOUT BACKGROUND) i

AM PEAK HOUR
Condftians - 2010 Backgrotind Without ADP
| Hour | Tl

Locatian Laoes| Cap. | ‘AADT | Volume| V/C Sap: | Volume| VIC | LOS| AADT

A. US-101 W/O Hilt N 4] 8000] 225000] 7.920] 0.9%0 8000[ 85%0[ 1.074] F | 248.000
s 4| 8000 5630 0.704 8.000| 6300| 0788 C

B. US-101 W/O Mission N 4| BO00| 221.000| 7.780| 0973 8000| 8750 1.094| F | 249700
) 4] 8000 5.530| 0691 8000 6080| 0760( C

C. SR-110 Hill to Sotaso N 4| 8000| 182000| 4.09%| 0Sif| A | N 4| 8.00D| 4510 0564 A | 200800
L s 4, 8000 8340 1043] F || 8 $110000| 9210| 092t| E

D. I-5 Maie to Broadway N 5( 10,000 229000 7210| 0721| C | N 5(10000| 7.970| 0.797| C | 253.100
s 4| 8000 3570| 1071 F [ S 4| BOOO| 9470| 1.184| F

E. 1-5 Broadway to SR-110 N 4| 8000( 217,000/ 6830 0854| D [ N 4| 8000 7550 0944| E | 240100
S 3| 6000 8120] 1353 F [ 8 3] 6000| 8950 (498] F

PM PEAK HOUR
Existing Condidons 2010 Background Withowt ADP

A US-101 W/O Hilt N 4] 8.000] 225000] 6350] 0.794] C D
s 4| 8,000 8790 | 1099 F F
B. US-101 W/O Mission N 4| 8000 221,000 6240 0.780( C 4| 8,000 D
s 4| 8,000 8630| 1079| F 4| 8000 F
C. SR-110 Hill 1o Solaso N 4| 8000| 182,000 7960 0995| E | N 4| 8000 8790 109 F
s 4] 8000 5150 0644 B | S S|10000| 5680) 0.568| A
D. I-5 Main 10 Broadway N 5| 10.000| 229,000 9.680| 0968 E | N | 10,000 10,700| 1.070| F
S 4| 8000 6900| 0863 D || S 4| 8000| 7620 0953 B
E. 1§ Broadway to SR-110 N 4| 8000| 27,000 9,190| Lld6| F || N 4| 8000| 10150| 1269 F
s 3] 6000 6540| 10%0| F || S 3] 6000] 7230| t205] F

Source: AADT. peak hour % (2-way), and peak hour % (directional) - Caltrans Traffic Volumes on California State Highways (1992)
Nomber of lages - Caltrans California Highway Log Book (1991) and field review.
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Threshold of Significance
Intersections
The current LADOT definitions for significant impact identified in the City’s Traffic Study Policies

and Procedures, were used in the analysis. These identify an increase in the V/C ratio at an
intersection as "significant” in accordance with the following Table 34.

TABLE 34
THRESHOLD OF SIGNIFICANCE FOR INTERSECTIONS

C > 0.700 - 0.800 Equal to/or greater than 0.040
D > 0.800 - 0.900 Equal to/or greater than 0.020
E, F > 0.900 Equal to/or greater than 0.010

For intersection impacts, feasible intersection improvements were evaluated as mitigations. If no
feasible mitigation measures were identified, the impact was identified as an unmitigated significant
impact.

Street Links

While LADOT has established significant impact definitions and thresholds for intersection analysis,
no standards currently exist for link (street segment) impacts. For the purposes of this study, the
following definitions of significant impacts on links were defined in conjunction with LADOT as
shown in Table 35.
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TABLE 35
THRESHOLD OF SIGNIFICANCE FOR LINKS

C > 0.700 - 0.800 Equal to/or greater than 0.080
D > 0.800 - 0.900 Equal to/or greater than 0.040
E.F > 0.900 Equal to/or greater than 0.020

For link impacts, it was detennined tn conjunction with LADOT, that a "tiered" approach should be
taken toward identifying mitigation measures, and that measures would be considered in the following
order: firstly, transit and TDM measures; secondly, intersection irnprovements; and lastly, roadway
widening and/or new roagdway facilities, or their equivalent.

It was also determined that since link impacts are generally indicative of intersection problems,
significant impacts on roadway links should not automatically require street widening or additional
travel lanes as mitigation. Therefore, if the resultant LOS remains at C, D, or E, then intersection
nmprovermnent measures (or their equivalent) are considered the appropriate type of mitigation.

If the resultant LOS is F and the impact (increase in V/C) is greater than 0.05, mitigations may need
to increase the overall capacity of the link. Appropriate mitigations would be intersection
unprovements, added lanes, new/parallel facilities or their equivalent. Consideration of street
widening to the Community Plan designation may also be an appropriate consideration. Otherwise,
if the resultant LOS is F and the impact is equal to or less than 0.05, intersection improvement
measures (or thejr equivalent) are considered the appropriate type of mitigation, as described above.

Freeways and Freeway Ramps

The significant impact definition used for freeways and freeway ramps was the definition used in the
Congestion Management Program (CMP). An impact is considered significant if it increases the V/C
ratio by 0.02 or greater, causing or worsening LOS F. Therefore, freeways and freeway ramps are
only considered to be significantly impacted when they reach LOS F.

Transit Facilities

The analysis of transit impacts focused on the available transit capacity on lines serving the project
site. The estimate of available transit capacity before and after the project was used to determine
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whether additional transit vehicles or frequency would be required with the addition of the project.
Transit capacity was identified as including both seats and standees. The ratio of total passengers
(seated plus standing) to seats is defined as the "load factor”. MTA has designated maximum load
factors that represent the levels of acceptable service standards, and these were used in the following
analysis.

Assumptions

Future Transit Facilities at Union Station

Union Station will be the hub for numerous modes of public transit. This will include Aintrak (the
intercity rail carrier), Metrolink comumuter rail, the Metro Red Line subway, the Metro Blue Line light
rail to Pasadena, and the Blue Line "Downtown Connector" to connect the Long Beach and Pasadena
hght rail lines. The site will also be served by local bus service via the city street system, as well
as regional express bus service on the E] Monte Busway adjacent to the south end of the site.

Al of the future trapsit service at Union Station is being planned and/or constructed by various
regional agencies. In addition, studies are currently in progress at the state level for potential high
speed rail service from Union Station as the main Los Angeles Station, to Central and Northem
California and to San Diego.

There will also continue to be significant bus transit activity at Union Station. The El Monte Busway
is locatéd immediately to the south of Union Station, and Caltrans will soon commence a study of
extending the busway into downtown and to connect with the Harbor Transitway. The Metro Bus
Plaza is currently under construction on the east side of Union Station. This facility is part of the
Metro Red Line improvements and will provide twelve bus bays, with connections to Vignes Street
and to the El Monte Busway, It will function as a key bus-rail interface facility at Union Station.
As a result of these improvements, there would continue to be significant local and express bus
service to the Union Station area.

It is assumed that a significant proportion of future ADP trips will use transit, and that an average
proportion of trips will rideshare. The mode split assumptions used for the ADP transportation
analysis are sumumarized in Table 36 by land use type, project phase and time period. These splits
were developed in conjunction with LADOT. The daily transit mode split percentages are somewhat
lower than the peak period to reflect the tendency for higher auto use in off-peak periods.

The Phase | mode split assumptions are also Iower than at Buildout Phase, to reflect the fact that less
transit service will be provided at this interim phase and, therefore, transit use will be lower. Phase
| mode split projections are also shown in Table 36. Similar data was used to estimate the transit
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mode split for Phase | of the ADP, assumed to be in place by the year 2000. The year 204} transit
mode split was derived by comparing three aspects of the data: growth from existing downtown
transtt mode split to the anticipated 2010 levels; the level of transit secvices expected 10 be available
at Union Station in 2000; and experience at existing rail trapsit stations in Los Angeles. The
conclusion reached from this data was that it would be reasonable to assume a peak hour transit mode
split of 40 percent for offices in the ADP in the year 2000. (Office is the primary use in the ADP.
accounting for over 80 percent of the proposed square footage.)

Trop Generation Rates and Trip Volumes

Trip generation rates were developed for the ADP transportation analysis, for transit (person trips)
and auto (vehbicle trips); for each key land use, and for the a.m. peak hour, p.m. peak hour, and daily
tune periods. These trip rates were derived using the process described above, and based on the
mode split projections described. The trip rates also account for auto and rideshare occupancies. and
were developed 1o conjunction with LADOT.

It is worth noting again that the trip generation analysis deals with both person trips and vehicle trips.
A person trip is 3 one-way trip made by a person, whereas a vehicle trip is a one-way trip made by
a vehicle. Person trips are used in analyzing the transit system (i.e., the number of passengers),
whereas vehicle trips are used for analyzing traffic impacts (i.e. the number of autos).

At Butldout Phase, there will be a total of 109,780 daily person trips generated by the ADP, of which
55,950 trips will be by transit and 40,210 by vehicle (auto and rideshare). PM peak hour trips at
project Buildout Phase will total 14,050 trips, of which 8,975 will be in transit, and 3,385 in vehicles.

Trp Distribution

Two sources of information were used to develop a trip distribution pattern for the ADP. The trip
distribution patterns reflected in Appendix D of the Los Angeles County CMP were used to develop
an initial distobution, and this was compared to previous work from the Downtown Strategic Plan.
When compared across freeway corridors into downtown, the two distributions were very similar.
The trip distribution pagtern from the DSP was used as the basis for ADP distribution because while
it was generally consistent with the CMP model distribution, it was also based on actual ground
counts.

The resulting trip distribution pattern used in the analysis is shown in Table 37 for each éntrance
corridor to the Union Station and downtown area.
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TABLE 36
MODE-SPLIT ASSUMPTIONS BY LAND USE TYPE
PROJECT PHASE AND TIME PERIOD

Peak Period
Office 40% 20% 40% 65% 15% 20%
Retail 35% 27% 38% 50% 20% 30%
Hotel 30% 30% 40% 50% 25% 25%
Restaurant 30% 30% 40% 50% 25% 25%
Museum 25% 33% 42% 30% 30% A%
Residential N/A N/A N/A 5% 15% 50%
Daily o
Office 35% 20% 45% 55% 15% 30%
Retail 30% 30% 40% 45% 25% 30%
Hotel 30% 30% 40% 50% 25% 25%
Restaurant 30% 30% 40% 50% 25% 25%
Museum 25% 33% 42% 30% 30% 40%
Residential N/A N/A N/A 30% 20% 50%

Transportation Demand Management (TDM) Program

A comprehensive transportatilon demand management (TDM) program is proposed for the ADP. The
two principal goals of this program are to actively encourage the use of transit for users of the site,
and to develop and implement policies and programs to encourage rideshare. The TDM program will
be part of a coordinated transportation strategy for the ADP, which along with maximizing transit use
and rideshare will include an optimized parking rmanagement program, extensive pedestrian facilities
and connections, and focused roadway improvements,
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TABLE 37

PROJECT TRIP DISTRIBUTION BY CORRIDOR
Pasadena SR-110, Nontheast 5%
San Bemardino 1-10, East 11%
Pomona SR-60, East 12%
Sasta Ana I-S, Southeast 15%
Harbor I-110, South 11%
Santa Monica I-10, West 12%
Hollywood US-101, Northeast 16%
Glendale SR-2/Golden State 1-5, North 14%
Note: Cosridor comprises principal {reeway and other adjacent
arterials/highways.

The program envisioos the establishment of an on-sité transportation management organization (TMO)
for the ADP. To help encourage tragsit use. the program would facilitate the distribution of trapsit
service information, employer based programs for transit passes and fare subsidies, and the potential
provision of employer-oriented contract bus and shuttle services. To help support rideshare (car and
van pooling) the TMO would actively provide services such as rideshare matching programs,
guaranteed ride home, preferential HOV parking, on-site day care and convenience retailing and
availability of fleet cars. The TDM program would also support trip reduction measures such as
telecommuter programs, teleconferencing facilities, and management of work hours.

Planned Transportation Improvements of the ADP
Transit

The transportation plan is designed to facilitate the use and operation of the transit facilities at Union
Station. The ADP recognizes the fundamental importance of Union Station as a transit facility for
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downtown Los Angeles and the region. The plan allows for transit easernents, convenient placement
of transit portals, a new transit concourse, and significantly enhanced passenger facilities.

A key element of the ADP is to facilitate the proposed transit concourse at the south end of the train
yard. This new concourse would be Jocated at track level at the south end of the rail tracks (and
north of the proposed roadway at the south of the site adjacent to the El Monte Busway). It is
proposed that all Amtrak ticketing and baggage facilities be relacated from their current location (one
level below and to the west of the tracks) into this new transit concourse to facilitate convenient
access to the train platforms, as well as improve interchange access to all rail service at Union Station
including comsmuter rail and light rail.

This new transit concourse would provide significant additional capacity for transit riders, and would
relieve the existing passenger tunoel which runs beoeath the tracks and is the only other access route
to the train platforms. The transit concourse will also be linked to the Metro Plaza (buses) on the
east side of Union Station, and to the Metro Rail Subway Station.

A further key transit element of the transportation plan is to locate Amtrak bus, shuttle bus, and taxi
pick-up/drop-off areas in a subsurface location beneath this new transit concourse, with access from
Alameda Street.

While the ADP would facilitate these transit concourse facilities, it is anticipated that the provision
of the transit concourse would be done by public agencies, and the timing of such improvements is
uncertain at this time. It is anticipated, however, that the transit concourse wil to some degree be
in place by the Phase 1 ADP time line, and the subsurface bus, taxi, shuttle area would occur after
Phase I of the ADP.

This new transit concourse, and bus/taxi faciity below, will significantly enhance the integration of,
and connections between, the differeat rail systems that will operate at Union Station, as well as
enhancing the access and egress to those rail systems from other surface modes including bus and
automobile. The ADP has been designed to allow the rail tracks at the station to be extended south
over the Hollywood Freeway- at some future time, to transform Union Station from a stub-énd to a
through-station configuration, thereby significantly increasing passenger capacity.

The ADP will also encourage and facilitate the use of local and express buses, by providing
convenient connections to the Metro Bus Plaza, to the El Monte Busway, and to on-street bus-stops

adjacent to the project site,

Transit access for the ADP is summarized schematically in Figure 27.
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Intemal/On-site Circulartion

The planned roadway systemn is shown in Figure 28 for Phase [ and in Figure 29 for Buildout Phase.
Numerous on-site improvements are planned to enhance access to individual parcels within the project
site and to provide for efficient on-site circulation without unpacting the surrounding city street
system. The overall philosophy is to provide, as far as possible, a conventional grid system of local
streets on the property to provide access to parking and to building frontages. This roadway system,
ts designed to permit auto circulation within the project area, but discourage traffic passing through
the project area. Ou-site streets will not be city arterials. Street design will permit cars to
conveniently pick up and drop off in front of buildings as on any normal street, but will also be
pedestrian oriented 10 keep vehicle travel speeds low.

The planned internal roadway system will coasist of the following individual roadways:

New Avila Street. This new roadway will provide an importaat aorth-south connection through the
entire project site immediately to the west of the railroad tracks. It will extend from an intersection
with Arcadia Street at South Plaza at the southern part of the site, northerly to West Metro Plaza,
across Cesar E. Chavez Avenue (on the existing bridge structure) and past Terminal Annex, between
the Terminal Annex property and the railroad tracks, across Vignes Street (on the existing bridge
structure), and then north and west to connect into College Street, thereby providing a connection to
North Maia Street and to North Spring Street.
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This roadway will provide an important access route to the project from the north, and serve to
circulate traffic within the site and distribute it to parking locations. The facility is planned to be a
64 foot right-of-way providiag for two traffic lanes and two parking lanes. The actual cross section
conftguration of the roadway may change through the site, but will always accommodate two traftic
lanes with sorne segments having additional turn lanes to parking and street connections while other
segments provide for curb loading anod unloading areas. North of Vigaes Street, the roadway will
initially be a 40-foot wide roadway with two traffic lanes. If additional right-of-way becomes
available in the future, the roadway could be widened to four lanes if necessary.

In Phase I, New Avila Street will extend from Arcadia Street in the séuth, only as far north as West
Metro Plaza and will not continue north over Cesar E. Chavez Avenue until after Phase 1.

Arcadia Streef. This east-west roadway will be located at the south end of the project site and will
provide a connection from Alameda Street in front of Unton Station to Ramirez Street in the east.
This roadway will connect with New Avila Street at South Plaza, will run directly in front of the
proposed transit concourse at the south end of the station, will connect to the Metro Plaza on the east
side of Union Station, continue east over the Vignés Street freeway ramps, and terminate af an
imtersection with Ramirez Street by Piper Technical Center. The intersection with Rarnirez Street will
be signalized and provide for all movements. Arcadia Street will be a two-lane local coadway with
adequate pick-up/drop-off curb space. This roadway will be constructed as part of Phase I.

Garcia Street. Garcia Street will be a new local access roadway running north-south immediately in
front of the Union Station buildings and one block east of Alameda Street. This roadway will provide
connections from Alameda Street to various parts of the Union Station site. At the south end 1t will
connect to Arcadia Street which rups easterly across the site. At the north end it will terminate at
Cesar E. Chavez Avenue at a new intersection one block east of Alameda Street. There are also three
access driveways planned between this roadway and Alameda Street one block fo the west. These
include the main driveway which is the existing location of the main entrance to Union Station, and
the north and south driveways which will connect to Alameda Street one block north and south
respectively of the main driveway. In Phase I it is anticipated that this roadway will function on-site
and will connect to the_main driveway and south driveway to Alameda Street, but will not conzect
to the nonth driveway or to César E. Chavez Avenue until after Phase I.

West Metro Plaza and West Plaza Drive. Close to the north end of the Union Station site the West
Metro Plaza will provide access to the west portal of the Metro Red Line, and agdjacent buildings.
This Plaza will connect with New Avila Street. West Plaza Drive will then connect from West Metro
Plaza in a northwesterly direction down to street level and a connection with Cesar E. Chavez Avenue
two blocks east of Alameda Boulevard. A short one-block local street, Plaza Way, will connect
Garcia Street to West Plaza Drive one block south of Cesar E. Chavez Avenue. This roadway may
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not be cotnpleted until after Phase I of the project, although it will exist in at least a temporary
fashion in Phase I, and will connect to Cesar E. Chavez Avenue.

Rosabell Street. Oo the Termiral Annex property, Rosabell Street will provide the principle north-
south spine road within the project site extending from Vignes Street in the nortb, south through the
center of the project site to an intersection with Cesar E. Chavez Avenue one block east of Alameda
Street. This roadway will provide the principle access to the local streat system in this part of the
project area, as well as to parking facilities. Rosabell Street will be constructed as part of Phase 1.

Bauchet Street. On the Terminal Annex property, Bauchet Street will run a shon distance east from
the intersection of Alameda/North Maip, t0 Rosabell Street. This will function as the main entrance
to the Terminal Annex property, and will be constructed for Phase |,

Ash Street and Augusta Street. Additional local roadways providing circulation within the Terminal
Annex area will include Ash Street which will run east-west between North Matn Street and Rosabell
Street one block south of Vignes Street; and Augusta Street which will run east-west connecting
Rosabell Street up to New Avila Street by the train yard. Ash Street will be coastructed in Phase
I, and Augusta Street will be built after Phase I and in conjunction with New Avila Street north of
Terminal Annex.

Traffic signals are proposed at Cesar E. Chavez Avenue and West Plaza Drive, and at Rosabell Street
and Vignes Street. The intersection of Cesar E. Chavez Avenue and West Plaza Dnive is currently
signalized but for bus movement only, It is proposed that this be a full access signal intersection with
the ADP. The intersection of Vignes Street and Rosabell Street is planned to be SLgnahzcd as part
of construction of the Metro Blue Line to Pasadena project.

Phase [ Impacts

Trip Volume

Table 38 summarizes total trips estimated 1o be generated by the ADP, by mode, time period, and
project phase. By the end of Phase 1, a total of 39,030 daily person trips will be generated by the
ADP. Of these, 12,970 will occur on transit, and 19,425 by vehicle (drive-alone auto and ridéshare).
In the evening peak bour, there will be a total of 4.470 person trips, of which {.980 will occur on
transit and 1,655 will occur by vehicle'.

' Note: Trapsit and vehicle trips do not add to total person trips because of muli-occupant vebicles such

as carpool and vanpool.
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TABLE 38

‘ TRIP TOTALS BY MODE, TIME PERIOD AND PROJECT PHASE

Person Trips
Daily 39,030 109,780
a.m. Peak Hour 3,785 12.870
p.m. Peak Hour 4,470 14,050
Transit Trips
Daily 12,970 55,950
a.n, Peak Hour 1,750 8,480
p.m. Peak Hour 1,980 8,975
Vehicle Trips
Daily 19,425 40,210
a.m. Peak Hour 1,335 2,845
p.m. Peak Hour 1,655 3,385
Roadway Link

Tables 39 and 40 show the resulting volume/capacity ratios and level of service on the 28 analyzed
link segmeants with the addition of Phase I traffic. Phase I would bave a significant impact at six
roadway link locations in the a.m. peak period and at nine roadway link locations in the p.m. peak

period.
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V.D.I Traffic

Intersectiog

As shown in Table 41, Phase I would create significant impacts at three intersections in the a.m. peak
hour and five intersections in the p.m. peak hour.

Freeway

Table 42 shows the added project volumes on the analyzed freeway segments, and the resulting V/C
ratios and level-of-service on these segments. Phase [ would have a significant irapact on only one
freeway segroent in the a.m. and only two segments in the p.m. peak hours.

Freeway Ramp

According to Table 43, Phase 1 would have a significant impact at only one freeway ramp location:
the Vignes Street eastbound on-rarnp to the US-101 in the p.m. peak hour. At all other ramp
locations, Phase I would not increase ramp V/C ratios beyond those associated with LOS D.

Transit Impacts

The Transit limpact Analysis was based on transit forecasts available from the regional model. This
model is based on a.m. peak only because tranmsit trip making is typically higher and more
concentrated in the am. peak rather than the p.m. peak.

Table 44 shows the number of a.m. peak hour transit trips generated by Phase I that would use each
of the rail transit services at Union Station, and indicates available capaéity before and after the
addition of Phase [ transit trips. As Table 44 indicates, Phase I would not have significant impacts
on any of the rail transit systems at Union Station. Each segment of the rail systern at Union Station
would still have available capacity after the addition of Phase [ transit trips, and LACMTA maximum
policy load factors would not be exceeded in any instance.

Congestion Managemepgt Program

The Congestion Management Program requires EIRs to consider the impact of projects on the CMP
system. CMP freeway segments must be included in the analysis if 150 or more trips are added in
one direction in either peak pediod. CMP intersections must be analyzed if 50 or more trips are added
to the intersection in either peak period. Table 45 shows those locations at which Phase I would add
the threshold number of trips or more, and indicates Phase I impacts at those locations. Phase [
would have a significant CMP impact in three instances: one in the a.m. peak period and two in the
p.m. peak period.

Alameda District Specific Plan EIR 315
CPC No. 93-0442(SP) :



TABLE 41

PHASE 1 WITH MITIGATIONS

INTERSECTION LEVELS OF SERVICE

VDI Traffic

e ——

© Phase 1 with Mitigations (29001}

. AMPmk | __AM Piak AM Peak M Peak
fotersection e _we | vos] we | bos| fe | | we | wos| me ve [ 30s| me [mp) we | ros| e |um
1. Almcda & Aliso 0.571 * T‘l 006+ E 0659 B 0.088 0.976 ¢ E 0.050 0654 B 0.032 0915 7| £ £.011 _
2. Alamedn & Arcadia 0663+| B | 0672+ B || 0630+ B 0.017 0699 ¢! B 0.027 0679 B 0.016 0599+ B | om1|
3. Alameds & Los Angeles 0799+ C 0722+ C 08w~ D 0075 X 0.6 *| E 0224 081 C 0.016 085+ D 0093 X |
4. Alamedn & Cesar Chavez 0707+ C 0806 D 0326* C 0.019 0946 *| E 0.140 0723 C 0.014 0389+ D | w081 X
5. N. Maie & Cesar Chavez 0516¢| A D648 8 0553+ A 0.037 0658 *f B 0.010 D58+ A 0.032 0657+ B | Gof
6. Alameda & N. Main 0.520*% A 1003 F 0.555 % A ¢.005 1.011 ¢| F 0.008 D555 % A 0.035 094 4| E | 0089 |
7. N. Main & Vigoes 0588+ A 07713+ C 0.586*| A 0.002 0720*) C -0.53 0639+ B 0,054 0783+ O 0610
8. Alameda & Alpine G5+ A o © 0652* B 0.0G78 0836+ D 0.065 os v B 0.01 0660 B e
9. Vignes & Cesar Chavez 0784*| C | 0922+| E | 084°| D 0060 X | 0977+ E 0.055 0809 D 0025 X [ 0835+ L | 0077
[0, Vignes & Ramirez/NB-101** 0482 ¢ A 0700~ B 0565+ A 0.081 0719 ¢ C 0.019 0550 % A 0.068 w17y O _l'J'EULI B
11. Misstor & Cesar Chavex 0956 *| E 0736+ C 0976 *| E 0020 X 071 Y C 0.025 0967+ E 0011 X 0761 % € _ oSl
[2. Hewin/Commercial & SB-101%* 0.496 A 0,748 C 0.554 % A 0.058 0.77% C 0.03] 0.549 A 0.053 o 0.029 |
* lncludes adjustment for ATSAC. ATSAC curmrently installed at six study intersections; 1o be installed at five addifional intersections by 1996,

* Cormrenlly unsignalized, but analyzed as signalized for comparison purposes.
[1] Puase 1 with mitigations inchides 5% increase TDM transit e o
Alameda District Specific Plan EIR 316
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1v.D.1 Traffic

TABLE 42
FREEWAY LINK ANALYSIS
PHASE 1 (2000) CONDITIONS WITH MITIGATIONS
AM PEAK HOUR
L Phwse TConditia ., Phose I w/ Mitigations (2000)
; : ¥, Foral | Stz || Tomr | Sig.
. Fooution .. . - - o | Bini L [olame Yalomd - V/€ | [OS| Tue. |Fmpact] Volume| V/€ | LOS| Ine | Impact J
A. US-101 W/0 Hill N 4] 8, 32701034 F 5| 8265 1033 F | -0k )| 8261 1033 F | -00001]
S | v 4| 8000 6030(0754| C 153 6183 07713 C | 0019 616l ©6770] C | 0016
B. US-101 W/O Mission N 4| 8000 8350|1044 F 231 8s81| 0713 P | 0029 X 8Ss0| 1069 F | 0025 X
5 4| 8000 5830/0729| C 48| 5878 0735 € | 0006 5871 0734 C | 0005
.-l I'
C. SR-1i0 Hill 1o Solasio N 4| 8000 4310/0539( A 28| 4338 0542 A | 0.004 4334 0542 A | 0003
s 510000 8790|0879 D 196 B986| 0899 D, | 0.020 8966 0897 D | 00iB
D. 15 Main to Broadway N 510000 7590|0759 C 0| 75%| o075 C | 0000 7500 0159 C | 0000
S 4| 8000 90201128 F 27| 9047 1131 F | 0003 9045 1.131| F | 0.003
E. [-5 Broadway o SR-110 N 4] 8000 7190(0899| D 16| 7206 o0s01| D | 0002 7.204| 0501| D | 0002
8§ 3| 6000 8560(1427| F 71| 86311 1439 F | 0012 | 863 1430 F [ 0012
PM PEA
- = § s ns (2000)
: : RO : ., Sig.
P - L Dir.| Lbsc | . L LOS|: ok NG L.1pe. | fmphct) Y ]. ¥1¢ | LO8| -Ine. | Impact]
A, US-101 W/Q Hill N 4] 8000] 6770[0.846] D 154 6924] 0886] D | 0019 6506 0863 D | 0.017
5 4| 8000 9170(1.145| F 49| 9219| 1152] F | 0.006 9215 1152 F | 0.008
B. US-101 W/O Mission N 4| 8000| 6580(0823| D 33| 6713 0839 D | 0017 6707 0838 D | 0016
s 4| 8,000 9220(1.153| F 24| 9444 1181| F | 08| X o411| 1476 F | vo2d| X
C. SR-110 Hil} 10 Solano N 4| 8000 8390|1049 F 210| 8600 1075 B | 0.026| X 8581 1073 F | oo2d| X
S 5| 10000 5420|0542 A 66| 5485 05490 A | 0.007 5482 0548 A | 0.006
D. 1-5 Main o Broadway N $|10,000| 10,190(1019| F 010190 (019 F | 0000 19190 1019 F | o000
S 4| 8000 7.260|0908) E o| 7260 o909 B | 000 7260 0908 E | 000}
B. 1.§ Broadway to SR-110 N 4| B000| 9670|1208 F sg| 9728 1216 F | 0.007 9117|1215 F | 0006
s 3| 6000] 6890]1.148( F 42| 6932 v1ss] F | o000 6930 1155 F | vor| |
Sources: AADT, peak hour % (2-way), and peak hour % (directional) - Caltrans Traffic Volumes on California Siate Highways (1992)
Number of lanes - Caltrans Califoraia Highway Log Book (§991) and field review.
Alameda District Specific Plan EIR : 317
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V.D.] Traffic

TABLRE 43

PHASE I (2000) CONDITIONS WITH MITIGATIONS
FREEWAY RAMP ANALYSIS

- Btinse 1 Condltions {2000} Fhase 1 Crveltion vt Mittgationy (2008]
b TANiFRE T FMTak TP PM Pk
LOCATION. “Tetal Voluine TStal Volwme Total Volume Total ¥alume =
US-101 (Santa Ana Freeway) :
| Vipres St WB Ofi-Ramp 590 0393 A 380 0282 A 4] 04AMd A [ERLH] 450 0307 A 0.053 HO 0472 A 0 080 A54) 0.307 P 005
2 Yiygmes 5L WH On-Ramp 20 0047 A 500 0am A 235 0150 A 0.003 530 0353 A 0.0%0 120 0147 A 0.600 530 0,353 A ilex]i}
3 Vignes 5t BB On-Ramp (80 0.120 A 1,570 1047 F 31 055 A s 1772 110 F 0135 P2 I A Ex A 0.033 1,740 1,160 F nily X
4 Alaets WE Off-Ranp 1,920 0427 A 1120 0245 A 159 0442 A G016 1,180 0262 A [ER1TX) 1990 0442 A 4016 1,180 0:242 A 0013
5 Hewin'Commercial EB On-Ramp {3) ne 0. A 30 0310 A 133 o3 A 0.003 319 (239 A oo19 112 0110 A 0.000 M0 0.340 A 0020
& HewnuiCommercial BB off-Ramp T 0480 A 26 o3 A 82 Q575 A 0.095 s 049 A 0035 g0 0.580 A 2.100 370 Q247 A 0031
7 Los Angeles EB Off-Ramp 490 037 A 540 0360 A 48 0319 A -0.007 538 0359 A -0.001 480 0.320 A -0.687 549 0.360 A (R0}
8 Los Angeles WB On.Ramp 750 D500 A B} 0.580 A e B 541 A 0.018 1017 0.678 B 0.118 T 0513 A 0.012 1.010 0673 B ol
9 Mission 5t WE On-Ramp 200 0133 A 7 0I5 A 2 0138 A 0003 Tt 018l A [ Xire) ne 0140 A 0.0067 1) 0180 A 007
SR-T10 (Pasadena Fregway)
10 Hil S 5B OHE-Ramp 930 0310 A N 0313 A 1,067 0.35% A 0.6 1,008 0338 A Q023 050 0350 A 0.4 1.000 ¢33 A 0030
11 Haff St NA On-Ramp 1030 0680 B L0 0777 C 1050 0.700 B 0.020 1,372 02815 D 0.089 LOSy 0700 B 0.03) 1,210 a8 ] Q0RO
15 (Golden State Freeway}
12 M. Man 50 5B Of-Ramp 120 0147 A 20 0147 A 257 (165 A 0.0(8 229 0.153 A uaus 15 D.6? A 0010 130 0183 A 007
13 N. Broadwoy N8 Oo-Ramp 510 0473 A 550 018 A 536 01 A 0005 608 0.203 A Q019 5 oa17 A 0003 &0 0.204) A ual?
- 450 0.307 A 480 0330 A 482 Q321 A QM3 S07 0338 A 0,018 480 8320 A 0013 510 QM0 _A 00
Source:
{1) ADT - Caluurs Ramp Volumes on the California Suate Freewsy Syswsm, 1992,
{2) Peak Hour Splets - Caltrans Traffic Volumes oa California Stse Highways, 1992,
(1) Sewop Controfled Om-Ramp reduces the capacity 1o approtumately 1,000 vehicles per lane.
Alameda District Specific Plan EIR 318
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IV.D.I Traffic

TABLE 45
CMP ANALYSIS
" PHASE | {2000} CONDITIONS
AM PEAK HOUR
.00 Background Conditions “Phases1 Condittons 12000)
. PERE : | Trips | PrHr e i Incrense Sig.
Location Lo§! e ] ks | Added: | Wolume vie | ios | v | tmpea
US. EO1 @ Los Angeles St, 5 5 10000 12600 | 1.260| F1 13310 131 F r 166 13,476 L8] L ag17
S.R. 1105 U5 101 N7S 4 8000 LO0BD 1.260 Fl NA Na NA NA MA NA NA NA
[-5 @ Stadium Wny 5 5 10009 13600 | 1360 F2 14,360 1436 P2 198] 14558 1456 3 0020 T
PM PEAK HOUR _ —_— —
HE Hr Trips _PL Hr. ) ) Tneresse Sig.
D Vico | EOS Volume Ve 108 Added: | Volupe | WA | 108 i VIC | lmpact
U.5.101 @ Los Aageles St. M 4 8000 16880 | 1360 R 11490 L6 F2 00| 11690 L461| P o025| X
S.R 110sUS. 101 N 4 000 11000 175 F2 11,620 1.453 F2 164 11,784 1.473 ) 00 X
1-5 @ Stadium Way N 5 10000 12600  1260| FI 13310 1331 F 15t 1346 LMl Fi 9015

NA = Not Appicsble. Less thas |50 trips added.

1. Acual VAC ratio increasc is only 00198, jusi under the significan! impact erilarion,

Alameda District Specific Plan EIR iz
CFPC No. 93-0442(5P}



IV.D.! Traffic

As Table 45 indicates, these impacts in most cases barely exceed the threshotd for significance. With
respect o CMP jntersections, there are none for which the Phase [ Project would add sufficient trips (o
require analysis of impacts.

Buildout Phase Impacts

Trip Volume

At Buildout Phase, there will be a total of 109,780 daily person trips generated by the ADP, of which
55,950 tips will be by transit and 40,210 by vehicle (auto and rideshare). P.M. peak hour trips at the
Buildout Phase will total 14,050 trips, of which 8,975 wilt be in transit, and 3,385 in vehicles.

Roadway Link

Tables 46 and 47 show the volume/capacity ratios and level-of-service on the 28 analyzed link segments
at the Buildout Phase. The Buildout Phase would have a significant impact at nine locations in the a.m.

peak period and 11 locations in the p.m. peak period.
Intersection

According to Table 48, the buildout Phase would create significant impacts at seven intersections in the
a.m. peak hour and 10 intersections in the p.m. peak hour.

Freeway

Table 49 shows the added project volumes oa the analyzed freeway segmeants, and the resulting V/C ratios
and LOS on these segments. Buildout Phase would have a significant impact on two freeway segmegts
in the a.m. peak hour, and three segments in the p.m. peak hour.

Freeway Ramp

Table 50 summarizes the added project volumes on the analyzed freeway ramps, and the resulting V/C
ratios and LOS. Buildout Phase would have a significant impact at only one freeway ramp location, in
the p.m. peak hour. At alt other ramp locations, Buildout Phase would not increase ramp V/C ratios
beyond those associated with LOS D.

Alamedan District Specific Plan EIR 321
CPC No. 93-(442(SP)
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v.n.4 Traffic

TABLE 47
_________ 2019 FUTURE CONDITIONS WITH BUILDOUT ABP WITH MITICA OUR LINK LEVELS OF SERVICE
ot o Exiging opdilions i : ; 3 aibious with Mitigations (20110
T Hili WO Coliege N 2 2330 20501 081 O 146 ] oM E 6062 X 1350 45 7030 086t O goag |
3 2 [11i8] 2350 120 0.52% A i) 1,329 0 566 A 0.042 21350 ¥ 133 0368 [11i1¥4 J
2 Hald S0 Alpize H 2 1,500 1210] 08| D 12 1zf o8i5f o 0008 1,500 27 22| emis| D | eowi[
5 2 121131 1,500 B50 0.567 A B 353 0.571 A 0.005 1,500 3 258 0572 A 0005
3 Hill $/0 Aliso N 1 1,500 i) 0.529 A 12 ) 0352 A 0.008 1,500 12 792 0428 A 0008 -
5 _1am T2 700 G110 A | 701 0312] A 0.900 2,350 1 il 02| A 000
4 Pamaders /0 5Pwy N 2 1,500 e G327 A -7 83 b522 A -3.005 1.5 -7 TE3 Q522 A A3 (05
b1 2 f2]18] L5 410 Q287 A 50 494 0.377 A &.040 1500 50 490 0.3 A (X1 ]
$ Drtadway 540 5 Pwy N 3 | Major 2.0 2,260 1.004 F 310 1E0 1,142 F D138 X 1,000 Mo 2769 a523 L -0.08|
3 2 181 1500 a0)_ om0l A 91 si] o] A 0.06] 1,500 N _an 0341 a_| _0081 7
& Treadway N/ Elshops N 3| Major 2450 1810 [1}.<)] [n} -1 1,569 5.831 4] 0000 1,250 -4 1.86% 0.83) o] 0060
3 2 kA 1 500 650 040 -2 G5g 6.439 A ~0.001 1,500 2 458 0439 A <0001
T Brosdway NAO College n 2| Magr 1.500 1,620 1 080 E ] | 648 1.097 F Qoir 1,500 o] 1,636 Q) F om?
S 2 181 1,500 90 0.593 A ] " §50 9.5%1 A 0.000 1,500 1] 820 0.593 A _ 0ono
8 Beondwyy $/0 Alpioe N 2 1,500 1,510 1047 F 7 157 1.001 E 0,005 L 506 7 1.517 La51 £ 0008
5 2 181 1,500 150 0.500 A ] 150 Q500 A 0.000 1,500 1] 750 0.500 A 0.000 .
9 Broadway SO Sumem L 2 Scaﬂ#uy 1.500 1,520 1313 F 45 1565 143 F 4.030 X 1,500 45 1,485 8.7 E -00Y7
s 21 1 1,500 660 0440| A &1 B3] 0385] A 0045 1500 47 393 pms| A 0043
10 Broadway 510 Aliso N 3| Secoratary 280 1.510 0.5 B b 1,606 0714 [ G043 2,250 98 1.606 o4 C 0043
s 2l g 1,500 wo| 0320 A 50 420| _o02%0 0,010 1,500 40 40 omal A it
t1 M. Spring NAO Sotello | 2 | Majir (3] 2400 1,840 0767 c 05 2,045 Q8% D Q12 X 2,640 05 paC ] 0858 4} 0121 X
3 2 2A00 40 012y A 154 554 024% A 0.084 160 15 5 L.15 A 0.042
12 Sprug SAO Ao
5 4 | Major |4] {7 3,000 1ilg 0379 A 3z 1482 0494] A Q)24 3,000 Krird 1,482 0.4 A 0124
13 N, Mair 5/0 5 Freeway N 2 | Sepimdary 1.1ED 1330 1127 F n 1,153 1147 1 oy 1,580 23 L1319 11k F £ 009
5 2 8] 1,10 () 0,542 A 20 [ 0.35% A 007 1180 piv L) 4359 A Qo7 _
14 N Mo N/O Sowlle L 2| Secondary 1.180 1,180 1.000 E g 1189 1.008 F 0008 1180 9 1,145 9979 £ Qon
3 2 8] 1,180 350 0.297 A 13 L) 0.308 A 0011 1,180 13 iy Q308 A a1
15 Maip 540 Alisg L\ 5 | Secondary 3750 2160 0576 A 177 m7 0.621 B L 3750 91 2458 J&55 B [ ek
121 [4] i71 _—— |
16 Aluredy 540 Tempk [\ 1| Majr 1,500 2,040 1360 F b Y] 2002 1395 F 0.033% X 2259 52 2,092 0930 E -0.43
s 2 [l 1,500 1240 Q.87 D 90 1Ly 0.887 ] 0,050 X 1350 13 1,245 0.553 A 4773
17 Loa Angeles S0 Aliso N 3 | Secondary 2250 270 10097 F 102 32| 1054 F 0S| X 1250 84 2.25) 10| € 0,008
5 1 $31 [7] 2250 60 0.307 A 185 [ 1] 0.38% A 0.082 2549 1835 &5 0339 A 0.082
18 Los Angekes S/0 Temple K 3|8 2250 1,950 0867 D 2 249 as E 3044 X 225G L4 1048 [ 313 E 0.4 X
5 3 121 [7] _2.250 1,¥10 0.520 A 179 LM% 0,500 A 0080 1250 179 L9 0.600 A | _Oou80| |
19 Cerer /0 Jackson M 1 | Major 400 330 0825 D 10 11 1478 F 0353 x 600 m 43| 03539 A £.286
5 I 151 400 M0 DESO D 112 452 1130 F 0280 X BOD nz 452 0565 A DHES|
0 Misslog NAQ Chaver N 3| Mapor 2250 1,560 0.693 B 46 L6806 0714 C 0.020 1250 b 1606 0.714 C G20
g 2 121 1500 10440 | 3 T2 102 Q.708 C 0015 1500 22 LG 0703 c Q.05
| Eza-eat Suects -
21 College W0 Hity Be] 2] 5 640 520 0313 D 0 520 0813 ] 0 000 &40 [(] 520 0.HI3 D 0.000
w 2 131161 [01] 360 0.600 A 1] 160 0800 A 0.000 LY ] 30 05001 A 0.00¢
12 Coliege EXQ Hil [¢) E 2 2400 1,080 0450 A 95 1175 0.450 A 0040 2,300 95 1175 0490 A o0
W 2| 1561 )8) ocodl e
23 College E/Q Broadway [9] E 2| Secondary 2409 | 080 0450 A 9% 1176 0490 A O 40 1400 94 1374 0430 A o0
w 2] 51161 (8} 0.00d
24 College EXQ Spring (9] E 1 | Secopdary 00 400 ) 00D E 1240 500 1.250 F 4250 X 640 100 500 0781 < B2y
W(E s 0ol 30| omr| A 27 ar| 05| A 0.505 &0 n? n7 O30l _ A | bMa|
25 Alpioe WO Hill E 2| Local 640 0| 0T4] C 0 0| 0134 € 0000 &40 a Eeli] 01%| < 0.000
o 2 B 640 290} 0453} A 2% 1| 04971 A 0.04 640 % 18 0497 A o.0u
26 Alpare B/ Rill[9) E 2| Secondary 0000
w 2l [s116118) 2,300 00| 0375) A 162 1062 oasd| A 0.068 2,300 162 1,061 0443 A | oosH|
77 Algioe B/G Broadway £9] E 2| Secondary 0,000
w 2, 15] (61 8) 2,300 198 0.32% A 181 b} 0405 A 0.075 2,400 1%l amn 0405 A oS
28 Chaver BAO FOYL EfR 3| bhaj 1250 1 B} QHLY D -T2 1,758 4.781 c 0032 180 Iz 1,758 078 < -0 {12
wi k] 135 1610 4716 [ 13 1.598 0.710 < A0S 2350 213 15308 0.0 L QoS
{11 Operates alinoat as freeway on'olf rarmy, capacity s halfway betwees major antenial and freeway ramp. () Copaeity reduced 25% froms 200 10 300 10 acconnt for pedeataan inw rere nge
12]  Operaes sionlbarty (0 olber major anenals oo anes; srajod arenisl chpacily wed, {?] Capadiy incee aved due 0 ddracenl ATEAC inbersections
{3]  Operues boe- Dow, witboo: dgnals or intcrruptions, between College and -5 Freewsy: bogher capasiry i8] Capaciry increpsed due to ddjacent ATEAC intersecuons for prase § backgronnd only
natd {0 represent free-Now cond. (9] Cupacity apdios volume modiied ba refect College/Alpine ome-way par
(4] Capaaty reduied from 750Mne 0 T000ane 10 reloct lgh perceniage of broes.
§5)  Opersics x collector o local sieey, deapls higher fanchonsd chassficayon.
Alameda District Specific Plan EIR 123
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TABLE 43

2010 CONDITIONS WITH MITIGATIONS
INTERSECTION LEYELS OF SERVICE

Alameda District Specific Plan EIR

CPC No, 93-0442(5P)

: : , Builaual with b itigations (20103
Pesk ™ AM Peak PM Peak
M 108 v | Las]  Ime, fmp. | vic Los| ine Imnp. vic | 105 Inp ve | ows | me :.ﬂ
1. Alsmeda & Aliso 0457 *| A 0811 D 063i* B 1021 * F Q.710* C 0019 X 1138 F 0117 Qa3de| B G008 s F R
1. Alameds & Arcadia 0.557 «| A 0.582 ¢ A 071 C 0T € 0763+ © 0.033% 0FEl Y ¢ 0.042 2762 C 044 07m | o | 005
3 Alsmedas & Los Angeles 0440 *| A G436 | A 0921 ¢ E 0835+ D 0852+ D -0.059 08024 D 0013 0805 4 D D Lls 0%Yt| © | 0061
4. Alacnieds & Cesar Chiver 46434 B 06374 B 0115¢ C 0891 D 0879 D 0004 X L3l F 0.1 GAsd ¢ D 0073) X | 0B85+ O Mzl
5. N. Main & Cosar Chaver 0453 %] A 0361 A 0567 A 0716 C 0660 B 0.093 084 D 088 0651 % B 0,004 GEH el D 0.088| X
6 Alameda & H. Mam 0450 *| A 06764 B 0535 A 1I4 | F 046+ B 0.046 L6z | F D2 06M | B 0045 a9l E Sy
7. N.Msin & Vignes 0509 A Q416 B 0346 C 093" E 087 D 0.061 | X DOodE e E 0017 X 0780 * C 003 03 D hed'1] .
8. Alameda & Alpme 0,561 A 0,307 [ 06k B 0861 D Qe C 0.076| X 0,93 * E 00854 X olg ¢ C 0076 awn|| C D1le .
9. Vignes & Cesat Chavez 0.755 C 0817 D 030 * D 0fMe D I I I 0096 X LopL®| F 0407 X 0945 *| € 0,056 ol O | 0005
0. Vignes & Ramgea/NE-101%" 0,377 A 0436 A 0635+ B o802 D [N 70 0 N ) 0.is8| X 0908 E Q106 X 0323 D 0.183 g8 E D.If_lf. X
t1, Moo & Cetar Chaver 0961 B 0.769 C 105t F 0800 D 1101 * F 0z X 05531 O 04| X Lo57+ F -0.002 o3| D | &0L X
11, Hewa'Commoezreasl & SB-101%* G.394 A 0521 & 23 A 0513 D 0.596 %) A 0.075 0.852 D sl X 0435 A -0 086 0369 | & | 044
* [nchides sdjustment far ATSAC. ATSAC Iy Ued a2 3ix srudy e whe Hed t Mive addiionat by 1996,
Ll = Iy goalized, but xalyzed & sigralized for companson puwpeses, ‘

324
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TABLE 49
FREEWAY LINK ANALYSIS
PROJECT BUILDOUT (201¢) CONDITIONS WITH MITIGA TIONS
AM PEAK HOUR
[ Phojec Bl Coodons G10) || Project Bduue With Misgation 2010
. Wi _ || Project | Total | S| erep | Tt | . | sie.
. Localion | Dir, | Lanes] | - VC | LOS||. Tops | Volume| W/C | LOS| Ine. |lmpacd Trips | Vofumel V/C | LO5| Inc. | fmpact
A, US-101 WA Hill N 4 1.074| F iz 8,620| 1.078| F 0.004 32 §620| 1078 T 0.004
5 4 0780 C 90| 6530 0816 D | 0.036 2000 6,530 0816 D 0.036,
B. US-101 W/ Mission N 4| 30(0 308 | 1,013 8790 1.099| F 459 9,250| L.156| F 0.058 X 459 9.250| 1.156| F 0.058 X
S 4| 8000 0 470 6,000 0.750| C 136 6,140 0768 C 0.017 -7 5660 0708 C -0.043
€. SR-110 Hils 1o Solano N 4| 8000 o 420 4,510/ 0.564| A 46 4560 0.570] A 0.006 46 4560 0570 A 0.006
s 5| 10000 0] 87| 9210] 0921 E 244| 9450 0945| E | 0.024 244| 9260| 0926 E | osos| |
D. [-5 Main to Broadway N 5| 10000 0 757 19710| 0797 C 0 1970 G797 C 0.000 0 19| 0797 C 0.000
s 4| BOOC 0 900 9470| 1.184| F 22 9490 1.186| F 0.002 22 9490 1.186| F 0.002
E. [-5 Broadway to SR-110 N 4| 8000 0 723 7550 0044 E 62 1610 0951 E 0.007 &2 7.610| 0951 E 0.007
5 3| 6000 0| 870] 89%0| 1.498[ F 223 9210| 1535] F | 0.037] X 23| samnl 1568 F | oow] x |
PM PEAK HOUR L o
______________ " Project Buldont Condifions 2010) Project Buldout With Mitigation (2010)
N Project | Towal | | Sig: || Project| Total sig
= Loestion” : Dir: : Volome| V/C | LOS| Tiips | Valume| V/C | LOS{ Inc | Imj Tri Volime| V/C | LOS| Ine | impact |
A US-101 W/O Hill N 4| BOOO 72 653 7.000| 0875 D 255 7260 0508 E 0.033 255 7260 0908 E 0.032
5 4| 8000 7 737 9.530| 1.191 F 127 0660 L1208 F 0.016 127 9660 1.208| F a0l
B. US.101 W/O Mission N 4| 3000 Ik 540 6780 | 0848| D 279 7060 08831 D | 0035 279 7060 0.883 D 0.G35
5 4| BODO 08| 1,071 9700| 1.213| F 495| 10200 L275| F 0.063 X 2 7640 0955 E -0.258
€. SR-110 Hill Ie Sclano N 4| 8000 0 825 8700 1.092| F 249 9.040( 1130 F 0.031 X 249 8870 L1092 F ¢6l0
8 5| 10000 0| 5| 5680 0568) A 97| 5780 0578] A | 0010 97| s780| 0578 A | oo |
D. [-5Main to Broadway N 5| 10000 | 016 10,700 1.070| F 0| 16,700 1070 F 0.000 ol 1700 0% F 0,060
S 4| 8000 0 725 7620 0953 E 9 7630 0954 E 0.001 9 7630 G954 E 0.0
E. ]-5 Broadway 1o SR-110 N 4| 8000 0 978 | 10,150 1.269| F 221 10370 1.296 F 0.028 X 221 10,540 | 1318 F 0.049 X
s 3] &000 0 692 7.230| 1.205 F 122 7.350] 1225 F 0.020 122 7.350| 1,225 F [ 0020 |
Source: AADT, peak hour {2-way), and peak hour % (directional) - Caltrans Traffic Volurnes of Califora Siale Highways (1992)
Nurmbes of lanes - Calirans California Highway Log Book {1991) and ficld review.
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V.D.I Truffic

Transit

As shown previously in Table 28 the number of a.m. peak hour transit trips generated by Buildout Phase
that would use each of the rail transit services at Union Station, and indicates available capacity betore
and after the addition of Buildout Phase transit trips. As Table 28 indicates, Buildout Phase would not
have significant impacts on any of the rail transit systems at Union Station. Each segmcnl of the rail
system at Union Station would still have available capacity after the addition of Buildout Phase transit
trips, and MTA maximum policy load factors would not be exceeded in any instance.

Congestion Management Program

Table 51 shows the seven locations at which Buildout Phase would add the CMP threshold number of
rips or more, and indicates the impacts at those locations. Four are in the a.m. peak period and seven
are in the p.m. peak period.

As Table S\ indicates, the level of impact in many of these locations while significant, would either be
at, or would barely exceed the threshold for significance. With respect to CMP intersections and arterial
links, there are none for which the Buildout Phase Project woutd add a sufficient number of trips to
require an analysis of the impacts.

Summary of Phase 1 Impacts

Impact D.1.1  Roadway Impact on Hill Street North of College Street. Significant link impacts on Hiil
Street north of College Street in both peak periods. The south-bound a.m. peak hour V/C
would iocrease by 0.058 from 0.936 to 0.994, with LOS remaining at E. The northbound
p.m. peak hour V/C would increase by 0.056 from 0.800 to 0.856, changing LOS from
CtoD.

Impact D.1.2  Roadway Impact on Broadway South of the I-5 Freeway. Significant link impacts on
Broadway south of the 1-5 Freeway in both peak pertods. The southbound a.m. peak
hour V/C would increase by 0.037 from 0911 to 0.948 with LOS remaining at E. The
northbound p.m. peak hour V/C would increase by 0.051 from 0.902 w0 0.953 with LOS
remaining at B-
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TABLE $1
CMP ANALYSIS
BUILDOUT (2010) CONDITIONS
AM PEAK HOUR S —
............ T T, Bork G sifdout Conditidng (2010)

hootion: - . Dir. AVEC {08 [ Nolwine | Ve | 10s | pve | impo |
US. 101 @ Los Angeles S1. N 5 eogo | 12ece|  L260| P 13890 1389 F2 181 1wm L407) R 0018
US.10) @ 5. M. Blvd, S 4 sooo|  wosp| 1280)  F 1ne Lawg| 03] 13 144 F2 0025 X
SR 1105/0 U.S. 10 NS 3 8000| 10080 1.260| FJ NA NaA NA NA NA NA Na NA
15 @ Stadium Way 5 5 10000 | 13e00| 1360| F2 14990 1498 B3 4| 15333 1530 B 00| X
1-10 @ Budlong Ave. E 1y 8000 7640 |  0.955 E 8420 1053] RO 20 8640 1080 R 00| ¥
1110 @ E. L.A City Limi w 5 12006 10250 08| D L1300 0.942 E 19| 11549 0.962 E 2,021
[-10 @ Autantic Blvd, W 1 8000 | 10880 | 1360 F2 11930 1498 P 62| 12152 1519 P 0020 X
SR-60 E/Q Endiana St w 6 12000| 15120 1.260] FI 16660 1388|  F2 163 1681 1402 P2 0.014

PM PEAK HOUR

Belsing € 210 Background P . Bvlldout Conditions (2010)
Escatfoa Dir, Lus, Cap. ViC _EOS - LOs- W LOS in Y/AC M_J
I —1
U.S. 101 @ Los Angeles 1, s 4 B0CO| 10880 1360| F2 11990 L4959 B 28] 178 59| 000l x
US. 10l @ 5. M Bivd. N 4 8000 8045 1006| Fe 8870 e 203 9073 11| R 0025 X
3.R. 110 $/0US. 101 N 4 soco| noca| 137150 R 12420 15150 B3 182 12302 1538 P 0| x
L5 @ Stadivm Way N $ 0000 | 12600 1260 -Fl 131890 Lie| 2 19| 1423 44| R 8035 X
1-10 @ Budlong Ave. w 4 8000 10880 1380 F2 11990 a8 P 22| 122 1527 F3 0028 X
[-10 @ E. L A. City Limit E 5 12000 120%| 100|  FO 13320 el m b1l 13578 131 B 0021 X
110 @ Allantic Blvd, E 4 8000  1168C| 1460|  F3 12670 L605| 3 63| 13033 1629 Fo 0020 X
SR-60 E/C Indians St E s 12000 15i20| 1280 R 16560 1388 P2 169 _ 26824 1402] R 0014
NA =Not Applicable. Less than 130 trips added.
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Impact D.1.3

Ilmpact D.1.4

Impact D.1.5

{mpact D.1.6

[mpact D.1.7

Impact D.1.8

Impact D.1.9

Tmpact D.L.10

IV.D.] Truffic

Roadway Impact on North Main South of the 1-5 Freeway. Significant link impact on N.
Main Street south of the 1-S Freeway in the a.m. peak hour only. The southbound V/C
would increase by 0.032, from 1.051 to 1.083 with LOS remaining at F.

Roadway Impact on Los Angeles Street south of Aliso. Significant link impact on Los
Angeles Street south of Aliso in the p.m. peak period only. The northbound V/C would
increase by 0.034, from 0.889 10 0.923, changing the LOS from D to E.

Roadway Impact on Center Street at Jackson. Significant link impacts on Center Street
south of Jackson in both peak periods. In the am. peak period the nornthbound increase
in V/C would be 0.210, from 0.575 wo 0.785, changing the LOS from A to C, and the
southbound V/C would increase by 0.035, from 0.975 to 1.010, changing the LOS from
E 1o F. Inthe p.m. peak period, the northbound V/C would increase by 0.113, from 0.750
to 0.863, changing the LOS from C to D, and the southbound V/C would increase by
0.057, from 0.775 to 0.833, changing the LOS from C to D.

Roadway Impact on College Street east of Hill. Significant link impacts on College Street
east of Hill in both peak periods. The eastbound a.m. peak hour V/C would increase by
0.173, from 0.906 10 1.080, changing the LOS from E to F. The westbound p.m. peak
hour V/C increase would be 0.152, from 0.625 to (0.777, changing the LOS from B 10 C.

Roadway Impact on Alpine east of Broadway. Significant link impact on Alpine east of
Broadway in the p.m. peak hour. The eastbound V/C would increase by 0.047, from
0.766 to0 0.813 with LOS changing from C to D, and the westbound V/C would increase
by 0.063, from 0.781 to 0.844, changing the LOS from C to D.

Intersection Impact at Alameda and Aliso. Significant impact at the intersection of
Alameda and Aliso in the p.m. peak hour only. The V/C ratio would increase by 0.050,
from 0.926 to 0.976, while LOS would remain at E.

Intersection impact ar Alameda and Los Angeles. Significant impact at the intersection
of Alameda and Los Angeles in both peak periods. The a.m. peak V/C would increase
by 0.075, from 0.799 to 0.874, changing LOS from C to D. The p.m. peak V/C would
increase by 0.224, from 0.722 to 0.946, changing the LOS from C to E.

Intersection Impact at Alameda and Cesar E. Chavez  Significant impact at the
intersection of Alameda and Cesar E. Chavez in the p.m. peak period only. The p.m.
peak V/C would increase by 0.140, from 0.806 to 0.946, changing LOS from D 10 E.
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Impact D.}.

Impact D.1.

Impact D.1.

Impact D.1.

Irapact D.1,

Impact D.1.

Impact D.1

Impact D.1

Impact D.1.

12

15

16

27

18

19

WV.D.1 Truffic

Intersection Impact a1 Alameda and Alpine. Significant impact at the intersection of
Alameda and Alpine in the p.m. peak hour only. The V/C would increase by 0.065, from
0.771 to 0.836, changing the LOS from C to D.

Intersection Impact at Vignes and Cesar E. Chavez Significant impact at the intersection
of Vignes and Cesar E. Chavez in both peak periods. The a.m. peak V/C would increase
by 0.060, from 0.784 to 0.844, changinsg the LOS from C to D. The p.m. peak V/C
would increase by 0.055, from 0.922 to 0.977, with LOS remaining at E.

Intersection Impact at Mission and Cesar E. Chavez  Significant impact at the
intersection of Mission and Cesar E. Chavez in the am. peak period only. The V/C
would increase by 0.025, from 0.956 to 0.976, with LOS remaining a1 E.

Freeway Impact on US-101 west of Mission. Significant freeway impact on US-10] west
of Mission in both peak periods. The a.m. peak V/C would increase by 0.029, from 1.044
to 1.073, while LOS would remain at F. The p.m. peak V/C would increase by 0.028,
from 1.153 to 1.181, with LOS remaining at F.

Freeway Impact on SR-110 between Hill Street and Solano. Significant freeway impact
on SR-110 between Hill Street and Solano, in the p.m. peak only, The northbound V/C
would increase by 0.026, from 1.049 to 1.075, with LOS remaining at F.

Ramp Impact on Vignes Street eastbound on-ramp w US-101. Significapt ramp impact
on the Vignes Street eastbound on-ramp to US- 101 in the p.m. peak hour only. The V/C
would increase by 0.134, from 1.047 to 1.181, with LOS remaining at F.

CMP Impact on US-101 at Los Angeles. Significant impact on the US-101 at Los
Angeles Street in the p.m. peak hour only. The southbound V/C would increase by 0.02S,
from 1.436 to 1.461, with LOS changing from F(2) to F(3).

CMP Impact on SR-110 south of US-101. Significant impact on the SR-110 south of
US-101 jn the p.m. peak hour only. The V/C would increase by 0.020 northbouod, from
1.453 to 1.473, with LOS remaining at F(3).

CMP Impact on 1-5 at Stadium Way. Sigoificant impact on the 1-5 at Stadium Way in
the am. peak period only. The a.m. peak hour V/C would increase by 0.020 southbound,
from 1.436 to 1.456, with LOS changing from F(2) to F(3).
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V.D.1 Traffic

Summary of Buildout Phase Impacts

Jmpact D.1.20 Roadway Impacts on Hill Street north of College. Significant tink impacts on Hill Street
north of College in both peak periods. The southbound a.m. peak hour V/C would
increase by 0.083 from 1.021 to 1.105, with LOS remaining at F. The northbound p.m.
peak hour V/C would increase by 0.062 from 0.872 to 0.934, changing LOS from D to
E.

Impact D.1.21 Roadway Impacts on Broadway south of the I-5. Sigaificant link impacts on Broadway
south of the 1-S Freeway in both peak periods. The southbound a.m. peak hour V/C
would increase by 0.074 from 1.013 w0 1.087 with LOS remainiag at F. The northbound
p.m. peak hour V/C woutd increase by 0.138 from 1.004 to 1.142 with LOS remaining
at F.

Impact D.1.22 Roadway Impact on Broadway south of Sunset. Significant link impact on Broadway
south of Sunset in the p.m. peak hour only. The northbound increase in V/C would be
0.030, from 1.013 10 1.043, with LOS remaining at F,

Impact D.1.23 Roadway Impact on North Spring north of Sotello. Sigunificant link impact on North
Spring north of Sotello in both peak periods. The southbound a.m. peak hour V/C would
increase by 0.120, from 0.863 to 0,983, changing the LOS from D to E. The porthbound
p.m. increase in V/C would be 0.127, from 0.767 to 0.894, changing the LOS from C to
D.

lmpact D.1.24 Roadway Impact on North Main Street south of 1-5. Significant link impact on North
Main Street south of the [-5 Freeway in the a.m. peak hour only. The southbound V/C
would increase by 0.039, from 1.]86 to 1.225, with LOS remaining at F.

Impact D.1.25 Roadway Impact on Alameda Street south of Temple. Significant link ympact on Alameda
Street south of Temple in both directions in the p.m. peak period. The northbound V/C
would increase by 0.035, from 1.360 to 1.395, with LOS remaining at F; and the
southboynd V/C would increase by 0.060, from 0.827 to 0.887, with LOS remaining at
D.
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Impact D.1.26

[mpact D.1.27

lmpact D,1.28

Impact D.1.29

Impact D.1.30

Impact D.[.31

Impact D.1.32

V.D.!_Truffic

Roadway Impact on Los Angeles Street south of Aliso. Significant link impact on Los
Angeles Street south of Aliso in the p.o. peak period only. The northbound V/C would
increase by 0.045, from 1.009 to 1.054, with LOS remaining at F,

Roadway Impact on Los Angeles Street south of Temple. Significant link impact on Los
Angeles Street south of Temple in both peak periods. The southbound a.m. peak hour
V/C would increase by 0.021, from 1,027 to [.048, with LOS remaining at F; the
northbound p.m. peak hour V/C would increase by 0.044, from 0.867 to 0.911, with LOS
changing from D to E.

Roadway Impacts on Cenler Street south of Jackson. Significant link impacts oo Center
Street south of Jackson in both peak periods. In the a.m. peak period the northbound
increase in V/C would be 0.645, from 0.625 to 1.270, changing the L.OS from B to F,
and the southbound V/C would increase by 0.085, from 1.075 to 1.160, with the LOS
remaining at F. In the p.m. peak period, the northbound V/C would increase by 0.253,
from 0.825 to 1.078, changing the LOS from D to F; and the southbound V/C would
increase by 0.280, from 0.850 to 1.130, changing the LOS from D to F.

Roadway Impacts on Mission Road north of Cesar E. Chavez Avenue. Significant link
impact on Mission Road north of Cesar E, Chavez in the am. peak hour only. The
southbound a.m. peak hour V/C would increase by 0.020, from 0.978 to 0.998, with LOS
remaining at E.

Roadway Impacts on College Street east of North Spring. Significant link impacts on
College Street east of North Spring, in both peak periods. The eastbound a.m. peak hour
V/C would increase by 0.538, from 0.225 to 0.763, changing the LOS from A t0 C. The
eastbound p.m. peak hour V/C would increase by 0.250, from 1.000 to 1.250, changing
the LOS from E to F.

Intersection Impact at Alameda and Aliso.  Significant impact at the intérsection of
Alameda and Aliso in both peak periods. The am. peak hour V/C ratio would increase
by 0.079, from 0.631 to 0.710 changing the LOS from B to C. The p.m. péak hour V/C
ratio would increase by 0.117, from 1.021 to 1.138, while LOS would remain at F.

Intersection Impact at Alameda and Arcadia. Significant impact at the intersection of
Alameda and Arcadia in the p.m. peak hour only. The V/C would increase by 0.042,
from 0.739 to 0.781, with LOS remaining at C.
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lmpact D.1.33

{mpact D.1.34

Impact D.1.35

tmpact D.1.36

[mpact D.1.37

Impact D,1.38

{mpact D.1.39

lmpact D.1.40

W.D.l Traffic

Dhuersection Impact at Alameda and Cesar E. Chavez.  Significant impact at the
intersection of Alameda and Cesar E. Chavez in both peak periods. The a.m. peak V/C
would increase by 0.104, from 0.775 to 0.879, changing the LOS from C to D. The p.m.
peak V/C would increase by 0.135, from 0.897 to 1.032, changing LOS from D to F.

Intersection Impact ar North Main and Cesar E. Chavez Significant impact at the
intersection of N. Main and Cesar E. Chavez in the p.m. peak pedod. The p.m. peak hour
V/C would increase by 0.088, from 0.716 to 0.804, changing the LOS from C o D.

Intersection Impact at North Main and Vignes. Significant impact at the intersection of
N. Main and Vigges in both peak periods. The a.m. peak V/C would increase by 0.061,
from 0,746 10 0.807, changing the LOS from C to D. The p.m. peak V/C would increase
by 0.017, from 0.931 to 0.948, with LOS remaining at E.

Intersection Impact at Alameda and Alpine. Siguificant impact at the intersection of
Alameda and Alpine in both peak periods. The a.m. peak hour V/C would increase by
0.076, from 0.634 to 0.710, changing the LOS from B to C. The p.m. peak hour V/C
would increase by 0.064, from 0.867 to 0.931, changing the LOS from D to E.

Intersection Impact at Vignes and Cesar E. Chavez. Significant impact at the intersection
of Vignes and Cesar E. Chavez in both peak periods. The am. peak V/C would increase
by 0.096, from 0.849 to 0.945, changing the LOS from D to E. The p.m. peak V/C
would increase by 0.107, from 0,894 to 1,001, changing the LOS from D 10 F.

Intersection Impact at Vignes and Ramirez Significant impact at the intersection of
Vignes and Ramirez in both peak periods. The a.m. peak V/C would increase by 0.188,
from 0.635 to 0.823, changing the LOS from B (v D. The p.. peak V/C would increase
by 0.106, from 0.802 to 0.908, with the LOS changing from D to E.

Intersection Impact at Mission and Cesar E. Chavez  Significant impact at the
intersection of Mission and Cesar E. Chavez in both peak periods. The a.m. peak hour
V/C would incfease by 0.042, from 1.059 to 1.101, with LOS remaining at F. The p.m.
peak hour V/C would increase by 0.044, from 0.809 to 0.853, with LOS remaining at D.

Intersection Impact at Hewitt/Commercial and SB-101 ramp. Significant impact at the
intersection of Hewitt/Commercial and SB-101 ramp in the p.m. peak only. The V/C
would increase by 0.049, from 0.813 to 0.862, with LOS remaining at D.
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IV.D.I Traffic

Impact D.1.49 CMP lmpac}'on the 1-10 Freeway at Budlong Avenue. Significant impact on the [-10
Freeway at Budlong Avenue in both peak periods. The eastbound a.m. peak hour V/C
would increase by 0.027, from 1.053 to 1.080, with LOS remaining at F(0). and the
westbound p.m. peak hour V/C would increase by 0.028, from 1.499 10 1.527, with LOS
remaining at F(3).

Impact D.1.50 CMP Impact on the 1-10 east of the Los Angeles City Limir. Significant impact on the
1-10 east of the Los Angeles City limit in the p.m. peak hour only. The eastbound p.m.
peak hour V/C would increase by 0.021, from 1.110 to 1.131, with LOS remaining at
F(0).

lmpact D.1.51 CMP Impact on the I-10 at Aluntic Boulevard. Significant impact on the 1-10 Freeway
at Atlantic Boulevard in both peak periods. The westbound a.m. peak hour V/C would
increase by 0.020, from 1.499 o 1.519, with LOS remaining at F(3), and the eastbound
p.m. peak hour V/C would increase by 0.020, from 1.609 to 1.629, with LOS remaining
at F(3).

CUMULATIVE IMPACTS

The cumulative impact analysis for the traffic section differs from other sections in the EIR, which used
the related projects list in Table 10 to forecast cumulative conditions and impacts. ln this section, the
project impact was based on the comparison of the proposed project in relation to future baseline
conditions. Future baseline conditions includes the amount of development implied in the MTA
countywide traffic forecasting model. As previously discussed in this section, the year 2000 and 2010
baseline conditions include specific improvements to the countywide transit, freeway and street systems.
This regiona) trave) model was used for future baseline conditions to ensure consistency with other on-
going local and regional planning efforts. Therefore, the analysis of project impacts also includes all
future aaticipated growth. Thus, the cumulative impacts on waffic are inherent in the cunsideratdon of
project impacts, and it is assumed significant cumulative impacts will occur.
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Iv.D.l Trudu'
MITIGATION MEASURES

Phase 1

The transportation component of the ADP will provide for a high level of mobility to and within the
project site. The transportation plan is comprehensive and multimodal, and oriented significantly towards
the use of transit.

The key components of the overall transportation plan and mitigation strategy for the ADP are:

Maximize use of transit

Comprehensive TDM program
Optimized parking management program
Extensive pedestrian connections
Focused roadway improvements.

The Environmental Impact Section contains a more detailed description of these plan elements including
discussions of TDM planned improvements for transit, internal circulation and access.

Many features of the ADP and the supporting transportation plan are inherent "mitigating” sofutivns
designed to minimize the impact of the project on the surrounding roadway system. The five key
components listed above are listed in order of priority attached by the ADP.

The philosophy of the ADP plan and mitigation strategy is to achieve an integrated and balanced
transportatiop system by promoting the use of transit at and around the regional multi-modal transponation
center at Union Station, while discouraging the use of single-occupant automobiles. The ADP plan
recognized that roadway improvements may be necessary at certain locations, although the provision of
roadway improvements should not discourage transit use, nor negatively itnpact adjacent communities.

For example, a preliminary analysis was conducted of the Alameda By-Pass concept, but it was conctuded
that this regional scale facility may be necessary for regional circulation objectives, but was not necessary
to mitigate ADP project_impacts. Instead the analysis focused on localized mitigation measures such as
those discussed in the next secfion.

In this context, measures regarding the first four of the five key mitigation elemeats, are inherently
contained in the ADP. A description of the transporration strategy and management program are provided
in Section Il of this EIR. Detailed below are the foeused roadway improvement mitigation measures
proposed for the ADP.
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Focused Roadwa

Mitigation measures were identified to address most of the impacts above. In some cases, the mitigation
measures identified will only partially mitigate the significant impact, lowering the impact but not lowering
it to below the level of significance. In other cases, no feasible mitigation measures were identified.
Tables 39, 40, 41, 42, and 43 summarize both project impacts and the effect of these mitigations,
itlustrating project and mitigated levels of service.

Roadway Link

D.l.la Implement the planned conversion of Cotlege Street to one-way eastbound, and Alpine
Street to one-way westhound, to form a one-way couplet between Hill Street and Alameda
Street. The Chinatown Citizen’s Advisory Committee currently views the couplet as a
temporary installation during construction of the Pasadena Blue Line, whereas LADOT
considers the couplet will be needed as a permanent installation because of reduced street
capacity resulting from construction of the Blue Line.

D.L.1b Increase the peak hour targer mode-split for transit and rideshare an additional five percent
over the mode-split assumptions for Phase I of the ADP, as shown in Table 36. This
will decrease the number of vehicle trips generated, and reduce project impacts. This will
be accomplished through the comprehensive Transportation Demand Management
Program (which will aggressively promote transit and rideshare use, and through
performance monitoring of mode-splits for the ADP development program.)
Implementation of Mitigation Measure D.1.1.a together with D.1.1.b would reduce the
project impact (o a less than significant level in the a.m. peak hour, but not to a less than
significant level in the p.m. peak hour.

D.1.2 Mitigation Measure D.1.1.b shall be implemented to reduce impacts, but not to a less than
significant level.

D.1.3 Mitigation Measure D.1.1.b shall be implemented to reduce impacts, but not to a less than
sigaificant level

D.1.4 Mitigation Measure D.].1.b shall be implemented to reduce impacts, but not to a iéss than
sigpificant level.

D.15 Mitigation Measure D.1.1.b shall be implemented to reduce impacts, but got to a less than
significaot level.
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D.1.6

D.1.7

Intersection

D.1.8

D.19.a

D.1.9.b

D.1.10

D.I.11

D.1.12.a

V.D.l Traffic

Mitigation Measure D.1.1.a shall he implemented 0 reduce impacts 10 2 less than
significant level.

Mitigation Measure D.1.l.z shall be implemented to reduce impacts to a less than
stgnificant level.

Restripe the porthbound approach to add an exclusive right-turn lane. This may require
a small amount of right-of-way acquisition along the east side of Alameda Street.

Widea the northbound approach to add an exclusive right-turn lane.

Restripe the westbound approach (the exit driveway at Union Station) to provide one
exclusive left-turn lane, one shared through left lane, and one shared through/right lane.
Implementation of this measure atong with Mitigalion Measures D.1.9.a would reduce the
impact to a less than significant level in the am. peak hour, but not t0 a less than
significant level in the p.m. peak hour. The impact in the p.m. peak hour would be a
significant unavoidable impact. This iatersection would, however, operate at a acceptable
fevel of service (LOS D) in the p.m. peak.

Widen the northbound approach to add an éxclusive right-turn tane, This would reduce
this immpact 1o a less than significant level in the am. peak hour but not 10 a less than
significant impact in the p.m. peak hour. The impact in the p.m. peak hour would be a
significant unavoidable impact. This intersection would, however, operate at an
acceptable level of service (LOS D) in the p.m. peak.

Restripe U northbound approach Alameda Sireet from two v thuee northbound trough
lanes betweea N. Main Street and Alpine Street, and for one left-turn lage, two through
lanes and one thru/right turn lane on the northbound intersection approach.

No mitigation required as this impact will be mitigated as part of the Gateway Center
mitigation to iaiplement dual left-turn Janes on Cesar E. Chavez Avenue in each direction,
and widen east side of Vignes Street to add a northbound right-turn lane. This
improvement is already ptanned as part of the Gateway Ceater but is 0ot scheduled to be
implemented until needed, or by the year 2010.
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D.1.12.b Mitigation Measures D.1.1.b and D.1.12.a shall be implemented to reduce the project
impact to a less than significant tevel in the p.m. peak hour, but not to a less than
significant Jevel in the a.m. peak hour. {n the a.m. peak hour this impact is considered
a significant unavoidable impact, although the intersection would continue 10 operate at
LOS D.

D.l.13a Widen and restripe the southbound approach to provide one exclusive right-tum lane, one
shared through/cight lane and one exclusive through lane and ooe exclusive left-turn tane.
This will more evenly distribute the capacity of the available lanes. A small amount of
right-of-way will be required to implement this mitigation.

D.1.13.b Mitigation Measure D.1.1.b shall be implemented to reduce project impact.
Implementation of Mitigation Measures D.1.1.b and D.l1.13.2 would reduce this impact
but not to a less than significant level, The project impact is considered a significant and
unavoidable project impact, although the impact would be only slightly over the threshold
of significance, and the intersection would continue to operate at LOS E.

Freeway Mainline

D.1.14 Midgation Measure D.1.1.b shall be implemented to reduce impacts, but not to a less than
significant level.

D.L.15 Mitigation Measure D.1.1.b shall be implemented to reduce impacts, but not to a less than
significant level.

Freeway Ramp

D.1.16 Mitigation Measure D.).1.b shall be implemented to reduce impacts, but not to a less than
significant level.

Cogpestion Management Plan

D.1.17 Mitigation Measure D.1.1.b shall be implemented to reduce impacts, but not to a less than
significant level.

D.1.18 Mitigation Measure D.1.1.b shall be implemeated to reduce impacts, but got to a less than
significant level.

D.1.19 Mitdgation Measure D.1.1.b shall be implemented {o reduce impacts, but not to a less than
significant level.
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Buildout Phase
As discussed in Phase I Mitigation Measures, many fearires of the ADP and the supporting Transportation
Plan are inherent "mitigating" solutions designed 0 minimize the impact of the project on the surrounding

roadway system.

Focused Roadway

Mitigation measures were identified to address most of the impacts above. In some cases, the mitigation
measures identified will only partially mitigate the significant impact, lowering the impact but not lowering
it to below the level of significance. In other cases, no feasible mitigation measures were identified.
Tables 46, 47, 48, 49, and 50 summarize both project impacts and the effect of these mitigations.
illustrating project and mitigated levels of service.

Roadway Link

D.1.20 Mitigation Measure D.1.2]1 shall be implemented to reduce impacts to a less than
significant level.

D.1.21 Altemative Mitigations:

A. Applicant Proposed - Provide reversible flow traffic lanes along this section of North
Broadway between Avenue 18 and the northbound [-5 ramps. This would provide
for four southbound and two northbound traffic lanes in the a.m. peak hour, and the
reverse configuration of four northbound lanes and two southbound lanes in the p.m.
peak hour. This could be achieved by coanfiguring the street such that either left-turns
continue t0 be allowed or that left-turns are prohibited during peak periods. Peak
period op-street parking restrictions would be required during both peak periods
{compared to the current parking restrictions of only one direction in each peak
period).

B. LADOT Preferred - Providing additional turn lanes at the intersections of Broagway
and the l—S‘Y'Freeway ramps, instead of reversible lanes along the street. The rationale
for this concept is that the key capacity constraints are in these intersections rather
than Broadway itself.

D.1.22 Mitigation Measure D.].41 shall be implemented to reduce impacts o a less than
significant level.
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D.1.23

D.1.24

D.1.25

D.1.26

D.1.27

D.1.28

D.1.29

D.1.30

IV.D.] Traffic

Widen North Spring to add a central left-turn lane. This provides a refuge for turning
raffic and enhances the capacity of the theough lanes (by aa estimated 10 peccent). This
mitigation measure would be implemented as right-of-way becomes available in the
corridor.  Implementation of this mitigation measure would reduce this impact but nut
to a less than significant level. It would remain an unavoidable significant impact.
although North Spriog Street would operate at LOS E in the am. peak and LOS D in the

p.-m. peak.

Mitigation Measure D.1.21 shall be implemented to reduce impacts to a less than
significant level.

Improve Alameda Street from a four-lane to a six-lane street between Temple and First
Street. This would require widening of the roadway on either side. The widening on the
east side may in the future be implemented in association with other development
projects, such as the Mangrove Project and the First Street South Project. There are no
current plans 10 widen on the west side of Alameda Street, This mitigation would proyide
for the project to contribute its fair-share portion to this improyement of AJameda Street
at such time as the right-of-way became available for roadway widening. Implementation
of this mitigation measure would reduce this impact to a less than significant level.

Mitdgation Measure D.1.41 shall be implemented to reduce impacts to a less than
significant level.

No feasible physical mitigation was ideniifted for this impact. This impact would be a
significant and unavoidable impact.

Center Street is identified as 2 major arterial in the City’s General Plan, although it is only
built 1o collector street standards. However, widening of the street is not currently
feasible due to adjacent land uses. The project will contribute jts fair-share portion to
roadway widening to major highway standards af the appropriate time as right-of-way
becomes available. Implementation of this mitigation measure would reduce this impact
to a less than significant level.

Mitigation Measure D.1.39 shall be implemented (o reduce impacts t0 a less than
significant level.

Provide for a curbed two-lane roadway with sidewalks, and stripe the roadway for
multiple lanes on the approaches to the interseclions at either end of this segment.
Implementation of this mitigation measure would reduce this impact to a less than
significant level.
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D.1.31.a

D.131b

D.1.32

D.1.33

D.1.34

D.1.35

D.1.36

IV.D.l Traffic

Restripe the northbound approach to add an exclusive northbound right-turn lane. This
may be accomplished by resiriping the roadway, but may require a small amount of right-
of-way acquisition along the east side of Alameda Street.

Widen the westbound approach to add a westbound right-turn lane. This may require 2
small amount of right-of-way acquisition along the north side of Commercial Street.
Implementation of this measure along with Mitigation Measures D.1.31.2 would reduce
this impact to a less than significant level.

Mitdgation Measure D.1.41 shall be implemented to reduce impacts to a tess than
significant level.

Widen the northbound approach on Alameda Street on the east side to -add an
exclusive right-turn lane. [mplementation of this measure along with Mitigation
Measure D.1.41 would reduce the a.m. peak hour impact at this location but would
not reduce it to a less than significant level. This would remain a significant
unavoidable impact, although the intersection would continue to operate at LOS D.
Implementation of both mutigation measures would reduce the p.m. peak hour to a less
than significant level. ’

Mitigation Measure D.l.41 shall be implemented to reduce impacts, but not to a less
than significant level. This impact would be a significant and unavoidable impact
although the intersection would coatinue to operate at LOS D.

Widen the northbound approach of North Main Street on the east side to add an
exclusive northbound left turm lane. Implementation of this mitigation measure would
reduce this impact to a less than significant level.

Restripe the northbound approach of Alameda Street from two to three northbound
through™ lanes between Nomth Main Street and Alpine Street, and the intersection
approach for one left, two through and one through/right-lane. Implementation of this
mitigation measure would not reduce this irnpact to a less than significant level in the
a.m. peak hour, although the LOS would remain at C. Implementation of this
mitigation measure would reduce the p.m. peak hour impact at this location to a less
than significant level.
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D.1.38

D.1.39

D.1.40

V.D./ Troffic

Mitigation Measure D.1.4! shall be implemented to reduce project impacts.
Implementation of Mitigation Measure D.1.4] would not reduce this impact in the
a.m, peak hour, but would reduce the p.m. peak hour impact to a less than significant
level. The impact in the a.m. peak hour would be a significant unavoidable impact.
This intersection would, however, operate at an acceprable LOS E.

Significant roadway and intersection improvements are curtently being implemented
at this location as part of the Gateway Center Project, including the realignment of
Vignes Street apd the Vignes Street freeway ramps, as well as signalization and
improvemments to the intersection. No additional feasible physical mitigations have
been identified for this intersection, as the intersection would operate at LOS D in the
a.m. peak bour and LOS E in the p.m. peak hour. While Mitigation Measure D.1 .41.
may reduce this impact, it will not reduce it to a less than significant level.

Widen and restripe the southbound approach to provide one exclusive right-tum lane,
one shared through/right-lane and one exclusive through lane and one exclusive left-
turn lane. This will more evenly distribute the capacity of the available lanes. A
small amount of right-of-way will be required to implement this mitigation.
Implementation of this mitigation measure along with Mitigation Measure D.]1.41
would reduce this impact to a less than significant level in the a.m. peak period, and
would reduce the impact, but not to a less than significant level in the p.m. péak
period. The p.m. peak hour impact is considered a significant and unavoidable project
impact, although the intersection would continue to operate at LOS D during the p.m.
peak hour.

Mitigauon Measure D.1.41 shall be implemented to reduce impact 10 a less than
significant level.

On roadways adjacent to the project site, the property owner will be required by the
City of Los Angeles to make any necessary right-of-way dedications and curb
relocations such that the streets meet city standards for dimensions of major and
secondary highways. The following streets are affected. Alarmeda Street between the
El Monte Busway and North Main Street; Cesar E. Chavez Avenue between Alameda
Street and the railroad bridge; North Main Street between Alameda Street and Vignes
Street; and Vignes Street between North Main Street and the railroad bridge.
Alameda Street, Vignes Street and Cesar E. Chavez Avenue are all major highways.
for which the requirement is an 80-foot curb-to-curb width in a4 100-foot right-of-way.
North Main Street is a secondary highway, for which the requirement is a 66-foot
curb-to-curb width in an 86-foot right-of-way (and 70-foot curb-to-curb flare section
in 90-foot right-of-way on approaches to a major highway).
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Appropriate dedications and improvements should be made by the project sponsor to
the half-width of each street as adjacent parcels are developed. Such actions should
be coordinated with the mitigation measures previously ideatified.

Freeway Mainline

D.1.4}

No feasible mitigation measure has been identified for the northbound direction of this
impact. Therefore. the impact on the northbound direction would be considered a
significant, unavoidable impact.

Lroprove Commercial Street east of Alameda Street and extend east of Center Street
on a new bridge structure over the Los Angeles River to connect to Mission Road at
the I-5/1-10 on-ramps. Commercial Street between Alameda Street and Vignes Street
would continue to operétc as a two-way street. East of Vignes Street, Commercial
Street would be a one-way, eastbound roadway with two or three traffic lanes. This
mitigation measure would also incorporate the relocation of the eastbound US-101 off-
camp from Hewitt Street to Vignes Street and the removal of the eastbound on-ramp
at Hewitt Street. Both these ramp modifications are proposed as part of a realignment
project for US-101 at this location by Caltrans. This proposed mitigation measure
would also involve the removal of the eastbound on-ramp at Vignes Street, as this
move would be provided for by the new Commercial Street Extension and use of the
on-rammps from Mission Road which could be served by the Commercial Street
Extension, This mitigation measure may also require the removal of an eastbound off
tamp to Mission Road.

This project, which is identified in the Downtown Los Angeles Strategic Plan, would
sigoificantly improve regional traffic in this freeway corridor, as well as mitigating
project impacts. By removing a number of on and off-ramps in a short distance of
freeway, merge/weave conflicts would be significantly reduced. By providiag an
extension of the Aliso Street frontage road from downtown all the way to the direct
access ramps from Mission Road to the I-10 eastbound and US-10! southbound on-
ramps, this improvement would allow traffic heading east and south to enter the
freeway systé"?n outside of the [-10/US-10! interchanpe, significantly easing
congestion on the US-101 in front of Union Station.

This roadway would also provide relief to Cesar E. Chavez Avenue eastbound in the
vicinity of Union Station and Terminal Annex in the p.m. peak, as it would provide
an alternative route for traffic from downtown to the Mission Road/Cesar E. Chavez
Avenue intersection.
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As this would be a major improvement project to the regional transportation
infrastructure, with benefits accruing well beyond ADP project traffic, it is not
expected that the ADP would construct this project. Rather, the ADP could provide
a fair-share contribution to the cost.

Also incorporated as a part of this mitigation measure would be the provision of a
two-way two-jane tunnel beneath US-101 from Commercial Street northward to
connect to the P-1 Garage Level at Union Station. with access to the public parking,
as well as the taxi and shuttle bus concourse proposed io the ADP.

This facility would provide a direct route to primarily serve eastbound access to
Uaion Station (from the downtown and the west), and eastbound egress from Union
Station (for example, to the eastbound I-10 and southbound US-101). This could
avoid otherwise circuitous routes through the front and rear of Union Station. In
addition to mitigating ADP umpacts at a number of locations, this improvement would
also reduce the volume of general traffic accessing the transit facilities through the
front of Union Station, by providing a morse direct access route, which would be
particularly advantageous for taxis and shuttle buses.

This improvernent could be implemented in conjunction with the freeway realignment
in front of Union Station currently proposed by Caltrans. Again, because this
improvement would provide significant regional trapsportation benefit, beyond
mitigation of ADP imnpacts, it is not expected that it would be implemented by the
ADP, but rather the ADP would contribute to the cost of the project on a fair-share
basis.

Implementation of this mitigation measure would reduce the 1nainline freeway impact
10 a Jess than significant level in the southbound direction.

D.1.42 Mitigation Measures D.1.21 and D.1.23 shall be implemented to reduce impacts to a
less thag significant level. '

D.1.43 No feasible physical mitigation measures have been identified for this impact. This
is considered a significant and unavoidable impact. .

Freeway Ramp

D.144 Mitigation Measure D.1.41 shall be implemented to reduce impacts to a less than
significant level.
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Congestion Management Plan

D.145 No feasible physical mitigation has been identified for this impact. This impact is
considered a significant and unavoidable impact. At these locations the only way to
add capacity to the freeway would be to add lanes. No currently planned projects of
this type, nor any feasible way of widening the freeway at these locations, have been
identified. Moreover, mitigation measures to increase roadway capacity would be
counterproductive to the greater use of transit for both the ADP and the downtown
area in general. However, the City of Los Angeles intends to apply CMP credits from
its citywide pool towards the ADP. The City has also anticipated that the ADP itself
will generate substantial CMP credits through both the land use program and the
transportaton mitigation program.

D.1.46 Refer to Mitigation Measure D.1.45.
D.1.47 Refer to Mitigation Measure D.1.45.
D.l1 .48 Refer to Mitigation Measure D.1.45.
D.1.49 Refer to Mitigation Measure D.1.45.
D.1.50 Refer to Mitigation Measure D.1.45.
D.1.51 Refer to Mitigation Measure D.1 45.

ADVERSE EFFECTS
Phase 1

Of the 19 identified significant transportation impacts for Phase I, four would be fully mitigated by
the roeasures suggested-above, At five locations, the impact would be partially mitigated, (i.e., in one
peak period but oot the otber). At the remaining locations the impact would be reduced but not to
a less than significant level.
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The remaining uamitigated impacts on roadway links would be as follows:

" College E/O Spring (p.m.) LOS F
] Hill Street N/O College (p.w.) LOS D
L] Broadway S/O I-5 (a.m.) LOS E
a Broadway S/O 1-5 (p.m.) LOS E
" N. Main S/O [-5 (a.m.) LOS F
n Los Angeles S/O Aliso (p.m.) LOS E

With the exception of North Main Street and College Street which would also operate at LOS F
without the project, all the impacted links would continue to operate at LOS E or better. The project
impacts are small and in most cases would not change the level-of-service. In all locations, physical
mitigation measures such as roadway widenings were considered infeasible. In this context, no
further mitigation measures are proposed.

The remaining unmitigated project impacts at intersections would be the following:

n Alameda/Los Angeles (p.m.) LOSD
L] Vigoes/Cesar E. Chavez (a.m.) LOS D
] Mission/Cesar E. Chavez (a.m.) LOS E

As can be seen, all of these intersections would continue to operate with surplus capacity with the
ADP project, operating at LOS D or LOS E. Therefore, additional mitigation measures to increase
roadway capacity would not only be uanecessary but would be counter-productive to the transit and
rideshare goals of the ADP and to the use of transit in the surrounding area in general. For these
reasons no further mitigations are proposed.

The remaining unmitigated project impacts on the freeway system would be the following:
" US-101 W/O Mission (a.m.) N/B

US-101 W/O Mission (p.r.) S/B
. SR-110 at Solano (p.m.) N/B

Although these would remain sigatficant impacts, the magnitude of impact would be small, generally
no more than about a two percent increase in traffic volumes. In all of these cases, the freeway
would operate at LOS F without the ADP project, which would increase the V/C slightly bat would
not change the overall level-of-service.
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Because of these simall magnitude impacts, and the consideration that additional mitigation measures
to ncrease roadway capacity would be counter-productive to the use of transit for both the ADP and
the downtown area in general, no further ritigations are proposed at these locations.

Buildout Phase

Of the 25 identified significant transportation impacts for Buildout Phase, 14 would be fully mitigated
by the measures suggested above. At eight impact locations, the impact would be partially mitigated,
(ie.. in one peak period but not the other), or reduced but not to below the level of significance. In
only three instances, would an impact location rernain uvomitigated.

The principal remaining unamitigated project impacts at intersections would be the following:

L] Alameda/Cesar E. Chavez (a.m.) tOS D
a N. Main/Cesar E. Chavez (p.m.) LOS D

" Alameda/Alpine (a.m.) LOS C
a Vignes/Cesar E. Chavez (a.m.) LOS E
a Vignes/Ramirez (a.m.) LOS D
. Vignes/Ramirez (p.m.) LOS E

L Mission/Cesar E. Chavez (p.m.) LOSD

As can be seen, all of these intersections would continue to operate with surplus capacity with the
ADP project, with the majority operating at LOS C or LOS D. Therefore, additional mitigation
measures to increase roadway capacity would not only be unnecessary but would be counter
productive to the strongly stated transit and rideshare goals of the ADP, and to the use of transit in
the surrounding area in general. For these reasons no fucther mitigations are proposed.

The remaining unmitigated project impacts on the freeway system would be the following:

= US-101 W/O Mission (a.m.) N/B
. [-5 N/O Broadway (a.m.) S/B
- I-5 N/O Broadway (p.fn.) N/B
- I-5 N/O Broadway (p.m.) S/B

Although these would remain significant impacts, the magnitude of impacr would be small, generally
no more than about a two percent increase in traffic volumes. At one location (I-5 N/O Broadway
p.m. S/B) the impact would be right at the threshold of significance. In all of these cases. the
freeway would operate at LOS F without the ADP project, which would increase the V/C slightly but
would not change the overall level-of-service.
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Because of these small magnitude impacts, and the consideration that additional mitigation measures
to increase roadway capacity would be counter-productive 1o the use of transit for both the ADP and
the downtown area in general, ao further mitigations are proposed at these locations.
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SECTION IV.D.2
PARKING

This section summarizes the results of the comprehensive transpontation impact stwdy prepared for
the ADP project by Korve Engineering, in May 17, 1995. The study is on file with Los Angeles
Department of Transportation (LADOT) aad the Community Planning Bureau, City of Los Angeles
Planning Department, located at 221 S. Figueroa Street, Third Floor, and is part of the Technical
Studies Appendices to this EIR.

ENVIRONMENTAL SETTING

There are approximately 3,138 parking spaces available on the project site: 1,078 spaces at Union
Station and 2,060 at Terminal Annex. Currently, the County of Los Angeles leases parking on the
Terminal Annex site for their employees, as well as over 1,000 spaces for juror parking (including
almost all of the surface parking and the top floor of the parking structure). Public parking, daily and
monthly, is also available in the parking structure. On the Union Station site, parking is available to
the public both on a daily basis and monthly basis. The Union Station parking supply is also
frequently used by patrons of Olvera Street. Table 52 summarizes the existing on-site parking supply
on the project site.

Table 52 also indicates the mid-morning parking utilization rates, which were estmated from a
windshield survey and field observation. While the parking areas in froat of Union Station often
reach full occupancy, there is usually a considerable amount of unused parking at other locations on
the site. On average, approximately 48 percent of the Union Station parking spaces are not utilized
in the mid-morning. On the Terminal Annex site, although a considerabte volome of parking is used
for juror parking, only about 73 percent of the total parking supply is utilized during the mid-
moring. Altogether, approximately 65 percent of the total parking spaces on both sites are currently
being utiljzed.

In addition, parking is available along adjacent roadways to varyiog degrees. As shown in Table 33,
most adjacent roadways have testricted parking during the a.m. and p.m. peak pedods; however, many
offer on-street and metered parking during the off-peak hours. A full discussion of the parking along
adjacent roadways is idcluded-in Section IV.D.1 (Traffic).
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TABLE 52

PARKING SUPPLY AND OCCUPANCY

UNION STATION AND TERMINAL ANNEX SITE

(January 1994)

Lot Number

Location/Description

Number of Spaces

Approximate Mid-
Morning Occupancy %

1 North Side Public Parking 235 25%
2 South Side Public Parking 178 100%
3 15 Minute Amtrak Passenger Area 24 Varies
4 Adjacent to Bus Parking behind wing of 97 0%
Union Station Passenger Terminal
5 South Garage 69 100%
6 North Garage 63 100%
7 Upper Level 362 35%
8 Adjacent to tracks 50 0%
UNION STATION TOTAL 1,078 N/A

9 Front Plaza 78 25%
10 Bauchet (adjacent to structure) 22 0%
11 Structure
Level 1 250
Level 2 250
Level 3 350 50% Average
" Level'3 on top of VMF 100
(Vehicle Maintenance Facility)
12 Existing Surface 1,009 100%
TERMINAL ANNEX TOTAL 2,059 N/A
ADP SITE TOTAL 3,138 N/A
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TABLE 53
PARKING SUPPLY ALONG ADJACENT ROADWAYS
T g 7
North Broadway [-5 to W/o LA River Parking is available with peak hour restricions.
- W/o River to Bemard Meter parking with am. S/B, N/B p.m. peak hours restrictions.
Bemard to Alpine Same as above.
Alpine 10 Aliso Parking is prohibited.
Alisoqtlo Temple Meter parking with a.m. $/B, am. and p.m. N/B restrictions,
North Spring Street College to I-5 Parking is prohibited.
Cesar E. Chavez {0 Temple Meter parking with a.m. peak hour restrictions in 5/B. Buses only in N/B. Parking is
prohibited in N/B.
North Main Street College o [-5 Curb parking in addidon to the through lanes. p.m. peak hour restriction in N/B. am.
peak hour restriction in S/B.
College 10 Alameda Curb parking with a.mn. restriction in $/B. p.m. restriction in N/B.
Alameda to Cesar E. Chavez One-way with meter parking in addition to the lane.
Cesar E. Chavez to Temple One-way street with p.m. peak hour restriction.
North Hill Street 110 Freeway 10 Ord Meter parking with am, §/B, p.m. N/B restrictions.
Ord 10 Temple No parkmg on 103 Fwy. OC. 3 8/B, 2 N/B. Meter parking with a.m. §/B, pm. N/B
restrictions.
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PARKING SUPPLY ALONG ADJACENT ROADWAYS

College Street

North Main 10 Alameda

Alameda to Hill

\

Cesar E, Chavez 0 Temple

TABLE 53

Parking available in both directions. No restrictions.

Meter parking with a.m. E/B, p.m. W/B restriictions. Meter parking utilizes the curb fane
and travel fane reduces to 1 lane during off peak hours,

Resideatial parking allowed.

Alpine Sueel Alameda to Hill Meter parking with a.m. E/B, p.m. W/B restrictions. Meter parking utilizes the curb iane'
and travel lane reduces to 1 lane during off peak hours.
W/o North Hill Residential parking allowed. W/o Yale.
Alameda Street College to Ord Meter parking in SB. NB parking prohibited.
Ord 10 Aliso Parking prohibited,
Aliso to Temple Parking prohibited,
Vignes Stureet North Main o Ramirez Parking prohibited.
Cesar E. Chavez Alameda to Mission Parking prohibited.

Broadway 1o Alameda

Meter parking with a.m. and p.m. peak hour restrictions. Meter parking utilizes the curb
lane and travel lane reduces to 2 lanes during off-peak bours.

Sunset Boulevard

North Broadway to Hill
{W/o Project)

Meter parking with a.m. and p.m. peak hour restrictions. Meter parking vilizes the curb
lane and travel lane reduces to 2 lanes during off-peak hours,

Los Angeles Street

Alameda to Temple

Parking prohibited in S/B. Meiter parking in N/B witk p.m. peak hour restriction, Meter
parking utilizes the curb lane and travel lane reduces 10 2 lanes off-peak,

Center Swreet

Rarnirez to ist

Meter parking available only on S/B in addition to the travel lane,
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ENVIRONMENTAL IMPACT

Threshold of Significance

In addressing parking impacts for the project, the following Threshold of Significance was utilized
in lieu of any available or appropriate defined quantitative standards. Parking supply for the project
should be based on information of demand needs, accounting for the specific land uses on the site,
and the availability of transit. A substantial shortfall between on-site supply and parking need would
be cousidered a significant impact.

Phase I Impacts

Parking Needs

Parking needs for the ADP will be significantly lower than for other developments of similar size
because of its focus around the roultimodal transportation center at Union Station. With many of the
trips to the ADP being made on transit, far fewer auto trips than normal will be made, resulting in
a need for fewer parking spaces.

The need for parking, in terms of the parking space ratio requirements, will be closely linked to the
mode split projections for transit and rideshaning. The ADP Transportation Plan projects an average
40 percent drve-alone office peak hour mode-share at the end of Phase I, and a 20 percent drive-
alone office peak hour by Buildout Phase. Based on transit use percentages, ride-share projections,
and reasonable assumptions about automobile and rideshare vehicle occupancies, it is estimated that
the overall parking requirement for the ADP will be approximately two spaces per 1,000 square feet
in Phase I. This amount also allows for visitor parking needs and an overal] 10 percent contingency,

Parking requirement ratios and total parking demaad for Phase I are shown in Table 54 by land use.
As shown in Table 54, it is estimated that a total of 6,825 parking spaces will need to be provided
in Phase | of the ADP.
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TABLE 54
OVERALL PARKING RATIOS BY LAND USE TYPE - PHASE 1
(Rates Per 1,000 GS¥ Except Where Stated)

Office 2.0 5,995
Retil

Ground Floor tA4 350

Local/Community 1.6 200
Hote! 1.3/Room N/A
Restaprant 6.5 40
Restdenuial 1.5/Unit N/A
Museum 34 240

Note: Parking ratios defived from mode-split assumptions and estimate of visitos parking needs. Includes
10% contingency. (See Appendix D for details).

Parking Supply

During Phase [, there will be some changes to land uses on the project site. The most significant will
be the removal of juror parking at the Terminal Annex site. In order to accommodate the
development program, the current surface parking on the Terminal Anpex site will be removed,
resulting in relocation of juror parking off-site. It is the intent of the ADP, however, to provide
sufficient parking to meet projected needs at Phase I (i.e., an overall ratio of about 2.0 spaces per
1,000 gross square feet, (GSF). Therefore, a total supply of 6,825 parking spaces will be provided
for the overall ADP project b‘)"_ completion of Phase I development. This will enable parking for the
ADP site to be self-contained, without any spillover into adjacent areas, The total supply estimate
is based on the assumption that approximately 800 of the 1,910 Metro Plaza Garage spaces currently
under construction at Gateway Center will be available to be used by the ADP. These 800 spaces
are included in the 6,825 space supply total identifted above. (The remamning 1,110 Metro Plaza
Garage spaces are excluded from the ADP total.) The parking analysis excludes the LACMTA
Headquarters parking at Gateway Center, as this building will have its own independent parking
supply and is not a part of the ADP.
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Parking og the Terminal Annex site will generally be located in two levels above grade and three
levels below grade, and will form podiums for the buildings above. Parking on the Union Station
site will generally be located below grade. Parking will be provided under and next to building pads,
in conveaient locations, but generally out of sight from open spaces. Access to parking garages will
be from both the major arterials surrounding the site and directly from the internal roadway system.
Wherever possible, buildings will have designated entry points to their parking facilities. A
fundamental element of the ADP, however, is the “park-and-walk" concept. The physical on-site
ADP environment will be designed to minimize traffic circulation and maximize pedestrian circulation
and vulity. In this context it is the intent that people arriving at the site in automobiles would first
enter the site, park in a convenient and accessible location, and then walk to their ujtimate building
destination on-site rather than necessarily park directly beneath their building destination, This allows
considerable flexibility in the location of parking supply and increases the opportunity for the
comprehensive on-site management of parking.

As part of the comprehensive on-site parking management program, it is anticipated that much of the
office related parking will be shared by other uses during evenings and weekends. Furthermore, a
certain propoction of the overall parking supply will be dedicated for high-occupancy vehicle (ie.,
carpool and vaapool) parking. These spaces will be in preferential locations and afford tower pricing
rates. The percentage of these spaces has not yet been determined. The on-site management of the
parking supply is discussed further in the folowing Buildout Phase section.

Based on this asalysis it is expected that there will be no significant parking impacts from Phase [.

Buildout Phase

Parking Needs

Total parking requirement ratios with the Buildout Phase are shown in Table 55 by land use type.
The detailed calculations for these parking ratios included in the transportation impact study on file
with LADOT and the Community Planning Bureau. The total estimated parking needs with the
Buildout Phase is estipated at [1,825. While these parking rates are lower than normal code
required parking in much of Southern California, they are coasistent with both experience and code
requirements in other downtown areas with high transit use. For example, the publication Parking,
by Robert A. Weant and Herbert S, Levinson (Eno Foundation, 1990) cites representative parking
requirements in CBD areas with heavy transit use as follows:
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Office 1.0 to t.4 spaces per 1,000 sf
Retail 0.8 to 1.2 spaces per 1,000 sf
Residéntial 0.2 to 0.6 spaces per 1,000 sf

The sarne source also cites downtown Seattle code requirements as .67 spaces per 1,000 square feet
(sf) for office uses, .40 spaces per 1,000 sf for retail uses, and .20 spaces per 1,000 sf for other non-
residential uses. The projected ADP parking requirements are consistent with this data. They are also
consistent with the current parking requirement for downtown office uses of one space per 1,000 sf.

TABLE 55
OVERALL PARKING RATIOS BY LAND USE TYPE - BUILDOUT PHASE
(Rates Per 1,000 GSF Except Where Stated)

Office [1 9,655
Retail

Ground Floor 1.1 435

Local/Community 1.1 275
Hote! 0.8/Room 845
Restaurant 4.5 25
Residential 1.5/Uqit 450
Museum 2.0 140
Total 11,825
Note: Parking ratios derived from mode-split assumptions and estimate of visitor parking needs.
includes 10% contingency.

Parking Supply

As with Phase [, it is the intent of the ADP to provide sufficient parking to meet projected needs at
Buildout Phase. Therefore, a total supply of 11,825 parking spaces will be provided for the overall
ADP project by completion of Buildout Phase developraent. This will enable parking for the ADP
site to be self contained, without any spillover into adjacent areas. The total supply estimate is based
on the assumption that approximately 800 of the 1,910 Metro Plaza Garage spaces currently under
construction at Gateway Center will be available to be used by the ADP. These 800 spaces are
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included in the 11,825 spaéé‘supply total identified above. (The remaining [,! 10 Metro Plaza Garage
spaces are excluded in the ADP total). The parking analysis excludes the LACMTA Headquarters
parking at Gateway Center, as this building will have its own independent parking supply and is not
n part of the ADP. The analysis also excludes motorpool parking.

Parking associated with. Buildout Phase will generally be located below grade. As with Phase I,
parking will be provided under and next to building pads, in convenient locations, but generally out
of sight from open spaces. Access to parking garages will be from both the major arterials
surrovnding the site and directly from the internal roadway system. Wherever possible, buildings will
have designated entry points to their parking facilities. A fundamental element of the ADP, however,
is the "park-and-walk" concept. The physical on-site ADP environment will be designed to minimize
traffic circulation and maximize pedestnian circulation and utiity. In this context it is the intent that
people arriving at the site in automobiles would first enter the site, park in a convenient and
accessible location, and then walk to their ultimate building destinadon on-site - rather than
necessarily park directly beneath their building destination. This allows considerable flexibility in the
locatioa of parking supply and increases the opportunity for the comprehensive on-site managemént
of parking.

A compreheosive transportation demand management (TDM) program is proposed for the ADP. The
two principal goals of this program are to actively encourage the use of transit and to develop and
implement policies and programs to encourage ridesharing. For instance, a centain proportion of the
overall parking supply will be dedicated for high occupancy vehicle (HOV) parking. These spaces
will be in preferential locations and afford lower pricing rates. The peccentage of thése spaces has
not yet been determined. The TDM program will be part of a coordinated transpoftation strategy for
the ADP, which along with maximizing transit use and ridesharing, will include an optimized parking
management program. As part of this comprehensive parking management program, it is anticipated
that much of the office related parking will be shared by other uses during evenings and weekends.
Furthermore, a Transportation Management Organization (TMO) will be established to actively
provide services such as rideshare roatching, guaranteed nde home, and preferential HOV parking to
reduce the demand for parking. More extensive discussions of the parking management program are
described below and 1n Section IV.D.1.

Based on this analysis it 1s expected that there will be no significant parking impacts associated with
development of Buildout Phase.
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On-Site Parking Management

A comprehensive parking policy is an integral part of the Transportation Plan and Mitigation Strategy
for the ADP. The fundamental basis of the parking policy is to ensure that the amount of parking
supply is closely linked to the goals for maximizing transit and ridesharing to the site. It is therefore
important to ensure there is not an over supply of parking in the ADP, which would conflict with and
undermine these transit and ndeshare goals.

The parking policy recognizes that the overall level of need for parking will decline over thne as
transit service to Union Station aad transit ridership for the ADP increase. Particularly in the short-
term, market factors and the ability to lease buildings may require ipitial parking supply ratios 1o be
higher than ultimate parking supply ratios. The parking policy therefore includes a transitional
program which allows for the reduction of building/parcel specific parking supply ratios over time,
as well as a flexible on-site parking management system that will enable the optimization of parking
allocatioas.

As the use of transit increases significantly over time, so will the overall parking need for the ADP
decrease. This is illustrated in a cornpanson of Tables 54 and 55, which shows parking ratios for
Phase I and for Buildout Phase. That is to say early buildings in the ADP (i.e.. duriog Phase [) will
have a higher initial parking requirement than buildings developed in Buildout Phase. Over time, not
onty will the acrual parking need for Phase I buildings reduce due to higher transit use, but new
buildings constructed during Buildout Phase will have a lower parking requirement. In effect, Phase
I buildings with an initial supply of more than 1.1 spaces per 1,000 square feet, will, over time,
generate "surplos” parking spaces as their need reduces.

The ADP parking strategy has two key components:

w Avoid the over supply of parking. This will be done through overall parking ratios by land-
use type for the ADP, and the setting of a parking "lid" at 1.1 spaces per 1,000 square feet
(equivalent to parking need at Buildout Phase).

. Allow the ﬂexibility t6 adjust parking supply for individual parcels within the ADP aad over
time. This will be achieved through a parking managemeat program.

Maximum parking requirements for building parcels should be set at the level of need at Buildout
Phase based on projected transit and rideshare goals. Ouo average, this will result in an overall need
of 1.1 spaces per 1,000 sf. This policy will ensure the appropdiate level of parking supply at Buildout
Phase, by effectively establishing a parking "lid.”
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During the phased develéﬁmem of the ADP. additional parking may be allowed for individual
buildings above 1.1 spaces per 1,000 square feet up to a maximum of two spaces per 1.000 sf
providing these spaces are within the ADP area. These spaces may not be under permanent control
of the building, but could be leased from the ADP “parking pool” on a short-term aad remewable
basis. The actual location of such spaces may be subject to change over time providing they remain
withio the ADP area. This policy allows buildings constructed early in the program to achieve higher
initial parking supply rates, while providing future flexibility for the reatlocation of parking spaces
to ensure that overall parking supply remains in balance with the ADP goals, and within the ADP
parking "lid."

This strategy is summarized in Table 56 below:

TABLE 56
PARKING POLICY SUMMARY

2.0 Maximum Maximum allowed per development
Phase 1 parcel
Demand

L1 Maximum Overall "lid" maximum for ADP
Buildout Phase
Demand

The ADP will specify the overall maximum parking ratios allowed for the ADP, and the City's
monitoring procedures. Parking supply between parcels within the ADP will be managed by the
property owners in order to respond to market demands and remain consistent with the ADP parking
tirmits.

Sommary of Phase I Impacts

No significant Phase ] impacts are projected.

Summary of Buildout Phase Impacts

No significant Buildout Phase impacts are projected.
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CUMULATIVE IMPACTS

With respect to parking irnpacts, only one of the 56 identified related projects is located in close
enough proximity to the project site to potentially compound the impacts of the project itseif. The
project rmost likely to contribute to cumulative packing impacts is Related Project No. 15, Phase [ of
the Gateway Center project. Although this project is within the ADP area, environmental review for
this development was previously conducted through a Draft and Final EIR prepared and certified in
1992, This building, which will contain 628,000 sf of office space, and stand 26 stories tall when
complete, is currently under construction and will house the headquarters of the Los Angeles County
Metropolitan Transportation Authority. This building will have its own independent parking supply
which will be unrelated to and not a part of, the ADP. No other related projects are located in close
enough proximity to the proposed project to compound or increase the effects of the project. Thus,
there are no cumulatively significant parking impacts.

MITIGATION MEASURES

No significant parking impacts are projected for either Phase I or Buildout Phase, therefore, no
mitigation measures are proposed. The plan's parking supply and on-site parking management
program, in coordination with the plan’s mode split and transit use policies, will serve to both provide
the right amount of parking without discouraging or preventing transit use, and to provide for the
efficient use of the on-site parking supply.

ADVERSE EFFECTS

No unavoidable adverse parking impacts for either Phase I or Buildout Phase development will
remain.
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SECTION IV.D.3
ACCESS

This section summarizes the results of the comprehensive transportation impact study prepared for
the ADP project by Korve Engineering, in May 17, 1995. The swdy is on file with Los Angeles
Department of Transportation (LADOT) and the Community Planning Buceau, City of Los Angeles
Planning Depanment, located at 221 S. Figueroa Street, Third Floor, and is part of the Technical
Studies Appendices to this EIR.

ENVIRONMENTAL SETTING

There are currently five access points to the project site. The two principal access points are: 1) The
Alameda Street/Los Angeles Street intecsection to the Union Station property, and 2) the Alameda
Street/North Mais Street intersection to the Terminal Annex site. These signalized intersections
constitute the principal driveway access to each propecty. Two additional driveways provide access
to the Uniop Station site. The fust driveway is accessed from Cesar E. Chavez Avenue, east of
Alameda Street; while the second is accessed from Alameda Street immediately north of the El Monte
Busway. Both driveways provide "entrance only" access for transit vehicles (i.e. buses, shuttles, and
taxis). There is a driveway on the nortb side of the Terminal Annex site, at an unsignalized
intersection with Vignes Stceet (east of North Main Street). Finally, there is an additional driveway
between the Fire Station and the Vehicle Maintenance Facility at N. Main Street.

There are currently no vehicular access points on the east side of the Union Station propenty, since
that area is reserved for passenger and commuter train departures and amvals. This will change
however, with the corupletion of the Gateway Center Project (Related Project No. 15) which is
currently under construction.

ENVIRONMENTAL IMPACTS
" Threshold of Significance

Current LADOT definitions for significaat impacts, identified in the City of Los Angeles’ Traffic
Study Policies and Pro¢edures; were used in this analysis. As shown in Table 34 of Section [V.D.I
Traffic, the threshold of significance for intersections is tidentified as an increase in the
volurne/capacity (V/C) catio.

Using these criteria, for example, the project would not have a significant impact at a location if it
is operating at level-of-service (LOS) C under Buildout Phase conditions and the incremental change
in the V/C ratio is less than 0.04. However, if the intersection is operating at an LOS F under
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Buildout Phase conditions, and the incremental chaage in the V/C ratio is greater than 0.01, the
project would be considered to have a significant impact at this location.

Overview of Project Access

The project site is accessible via regional transpontation corridors from all sides. Key approach
corridors include the US-101 from both the east and west, Alameda Street, Los Angeles Street and
Main Streat from the south; Sunset Boulevard, Alpine Street and College Street from the west; North
Spring Street, Alameda Street and North Main Street from the north; and Cesar E. Chavez Avenue
from the east. Access to the project site is planned from all of the major streets bordering the site,
(i.e., Alameda Street, North Main Street, Vignes Street, and Cesar E. Chavez Avenue) to provide
connections to the regional trapsportation access cormidors. These locations are summarized in Table
57 and illustrated in previous Figures 28 and 29.

Alameda Street

‘There would be three access points from Alameda Street to the Union Station site. These include the
main driveway opposite Los Angeles Street and two additional driveways oane block north and south
of the maia driveways. These driveways would provide access to the front of Union Station, to the
on-site circulation system, and to parking. The main driveway would be a full-movement, signalized
intersection. The north and south driveways would be unsignalized with "right-in, right-out”
movement only. The main driveway and the Los Angeles Street approach would be realigned to a
full four-way intersection immediately to the south of the fountain ar the entrance to Union Station.
As shown in Table 57, the main driveway and the south driveway would be constructed by the
completion of Phase [. The north driveway would be built during Buildout Phase.

There would also be a principal access point from Alameda Street to the Terminal Annex site
opposite North Main Street, via Bauchet Street. This intersection is curreatly signalized. The current
driveway would be realigned northwards, opposite North Main Street, to provide for a four-way
intersection. This would accommodate all movements except the westbound through-movement from
the project site which would be prohibited because the opposite approach of North Main Street is one-
way eastbound.
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V.D.3 Access

Cesar E. Chavez Avenue _

There would be access from Cesar E. Chavez Avenue to both the Union Statton site at West Plaza
Drive and to the Tenninal Annex site at Rosabell Street. Both access poiats would provide access
10 on-site roadways and parking. The intersection at Cesar E, Chavez/West Plaza Drive would remain
signalized for all movements. The intersections at Garcia Street and Rosabell Street would be for
"right-in, right-out” movements only. The Rosabell Street intersection would be provided during
Phase 1, while the Garcia Street intersection may be provided during Buildout Phase.

North Main Street

There will be new access from North Main Street at Ash Street to the Terminal Annex site. This will
allow all movements but will be unsignalized. Volumes of left-urns (southbound to project, and
northbound from project) are expected to be low (less than SO vehicles per hour).

Vignes Street

A rtotal of three access points would be provided from Vignes Street. A principal access potint to the
Terminal Annex site would be provided at Vignes Street midway between North Main Street and the
rail tracks. This is currently an unsignalized driveway, and would be realigned slightly to the west
and rebuilt as an intersection as part of the vpcoming Pasadena Metro Blue Line Project. These
improvements would be in place at the completion of Phase I. The new intersection, at Rosabell
Street would be signalized and would provide for full movemeat. Two access points would be
provided to the Gateway Center/Metro Plaza area on the east side of the Union Station site. One
would be at the fully signalized intersection of Vignes Street/Ramirez Street, currently under
construction as part of the Gateway Center Project (Related Project No. 15). This would allow access
10 both the subterranean parking garage and to the Bus Plaza. Another new access point would be
provided via garage rarmps from Vignes Street, midway between Cesar E. Chavez Avenue and
Ramirez Street. These would be unsignalized, right-in/right-out only ramps, and are currently being
constnicted as part of the Gateway Center Project and would be in place by the completion of Phase
L.

1.

Ramirez Street

There would be access to the Union Station site from Ramirez Sfreet to the new on-site roadway,
Arcadia Street, in the southeast comer of the Project site. This new signalized intersection, it found
warranted by LADOT, would provide access to the Bus Plaza, and to the Union Station site from the
east, and would replace the existing unsignalized intersection in that approximate location. This is
being constructed as part of the Gateway Center Project and will be in place by the completion of
Phase I.
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El Monte Busway

A direct connection would be provided from the eastbound El Monte Busway to Arcadia Street and
the Metro Bus Plaza, directly south of the Bus Plaza. Use of this signalized access would be
restricted 10 buses and carpools because of the El Monte Busway. No other signalized vehicular
traffic will use this access. This would be constructed as part of Gateway Center Project and would
be in place at the completion of Phase 1.

Pedestian Access and Circulation

The ADP sets forth specific pedestrian circulation policies and goals. The primary being to create
open space and pedestrian connections within the Plan area and to areas outside including Olvera
Street, Chinatown, and the Civic Center. Pedestrian spines are proposed to link transit facilities and
major elements within and adjacent to the Plan area. The landscape and open space components of
the plan set forth policies to enhance pedestrian movement and the walking environment,

Pedestrian circulation will be provided at three levels, existing street Jevel, existing trainyard level,
and above the trainyard. A major east-west access through the site at existing grade will link the
Metro Plaza in the east through the existing passenger tunnel to serve all the rail facilities, and
through the Passenger Terminal to Alameda Street. A garden level, pedestrian open space above the
train tracks will also link all parcels in the west and east sides of the railroad tracks through a seres
of plazas. North-south pedestrian movement will be accommodated primarily along new Avila Street
which will link the Terminal Annex property to the West Metro Plaza, Arcadia Street, and Gateway
Center.

An integrated system of escalators and elevators will help pedestrians and commuters transition
between levels. The pedestrian circulation system will also include conpections to Olvera Street via
the main entrance at Los Angeles Street and connections to Chinatown and Downtown via existing
sidewalks.

In addition to what is expected to be the key pedestrian access route from the main driveway at Los
Angeles, pedestrian access will also be oriented 1o the Alameda Streev/Arcadia Street intersection to
facilitate access to the in-line station for the El Monte Busway, and pedestrian routes to the Civic
Center and Downtown.
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{(V.D.3 Access

Phase [ Impacts

During Phase |, there would be a total of L1 access points to the ADP site of which seven would be
signalizecd and four would be unsignalized. Five of these access points already exist; three are
signalized, and two are unsignalized. The remaining six locations would constitute new access points,
be mostly unsignalized, and provide for "right-in, right-out“ movement only. These additional access
points would provide relief to the principal driveways by offering a wide choice of access locations
to project tcaffic, and thereby avoid forcing project traffic into only a few access points. These new
site access points would feed into new on-site roadways, including: Arcadia Street and New Avila
Street on the Union Station site and Rosabell Street and Ash Street on the Terruinal Annex site.

For summary purposes, Table 58 lists the six key existing and proposed signalized intersection access
locations, and also illustrates the projected LOS in both the a.m. and p.m. peak hours for Phase I.
Table 27 in Section I'V.D.1, Traffic, presents the LOS and V/C ratios for year 2000 without project.

As shown in Table 58, all signalized project access intersections would operate at an acceptable LOS
before mitigaion measures have been applied. New access point locations would be configured to
provide sufficient roadway capacity for an adequate LOS.

TABLE 58
SITE ACCESS INTERSECTION LEVEL OF SERVICE PHASE |

V/é LOS V/ LC)S

Alameda/Los Angeles’ 0.783 C 0.815 D
Cesar E. Chavez/West Plaza 0.559 A 0.602 B
Alameda/N. Main' _ 0.555 A 0.944 E
V.ignes/Rosabcll i 0.270 A 0.493 A
Vignes/Ramirez' 0.550 A 0.707 C
Ramirez/Arcadia 0.269 A 0.352 A
! Existing intersections include Phase [ mitigation measdres (See Traffic Section).
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IV.D.3 Access

»

Buildout Phase Impacts

At Buildout Phase, there would be a total of 13 access points to the ADP site. Eight would be
signalized and five would be unsignalized. Six of these access points already exist. Seven locations
would constitute new access points, four would be signalized and three would be unsignalized. Al
would provide for "right-in, right-out" movement only. These additional access points would provide
relief to the principal driveways by offering a wide choice of access locations to project traffic, and
thereby avoid forcing project traffic into only a few access points. These site access points would
feed into new on-site roadways, including: Arcadia Street and New Avila Street on the Union Station
site and Rosabell Street and Ash Street on the Terminal Annex site.

Of the total of 13 access points for Buildout Phase, there would be seven key access points which
would be signalized intersections. Of these, three are existing intersection locations which are
signalized; three are existing, unsignalized intersections, and, one would be a new intersection
location.

For summary proposes, Table 59 lists these seven key existing and proposed signalized intersection
access locations, and also Hustrates the projected LOS in both the am. and p.m. peak hours at
Buildout Phase. Table 46 in Section IV.D.I Traffic presents LOS and V/C ratios for year 2010
without project.

It can be seen from Table 59 that all project access intersections will operate at an acceptable level
of service, including existing intersections with proposed mitigation measures, and new intersections
created by the ADP.

Summary of Phase I Impacts

There would be no significant Phase [ impacts.

Summary of Buil