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1.0 INTRODUCTION
The Draft Environmental Impact Statement/Environmental Impact Report (EIS/EIR) for the Los Angeles
International Airport (LAX) Proposed Master Plan Improvements project (hereinafter �Draft LAX
EIS/EIR) evaluates the environmental consequences of four project alternatives: Alternatives A, B and C,
and the No Project/No Action Alternative. The Draft LAX EIS/EIR is being prepared under the direction
of the Federal Aviation Administration (FAA) for compliance with NEPA and the City of Los Angeles
for compliance with CEQA. The Federal Highway Administration (FHWA) is a cooperating federal
agency with FAA with respect to the potential environmental impacts, due to off-airport roadway
improvements that interconnect with federal roadways.

The on and off-airport roadway improvements discussed in the Draft LAX EIS/EIR are considered in
conjunction with the evaluation of each LAX Master Plan alternative.  The off-airport roadway
improvements include preliminary concepts for new roadway segments and modifications to existing
roadways located within and outside the boundary of the LAX Master Plan. These improvements occur
on land which generally is not owned and operated by the Los Angeles World Airports (LAWA) for
airport related uses.

Two of the off-airport roadway improvements, the LAX Expressway and State Route 1 improvements,
have progressed in terms of planning and preliminary engineering design (Figure 1-1). The two proposed
roadway improvement projects are the subject of Project Study Reports (PSR), which considers multiple
build alternatives and a �no action� alternative. The PSRs are currently being prepared under the direction
of the California Department of Transportation (Caltrans), which also are reviewed by FHWA for
coordination with any federally proposed projects. The PSRs consider potential environmental impacts
relative to the regulatory requirements of CEQA.

The Draft LAX EIS/EIR provides a program-level analysis that addresses the general environmental
impacts associated with these roadways for Master Plan Alternatives A, B and C, which addresses both
CEQA and NEPA regulations.  The LAX Expressway roadway alignment shown for Alternative B was
initially evaluated during the preparation of the PSRs, and determined that the alternative was not viable
due to impacts to historic resources. Therefore, the program-level analysis included in the Draft LAX
EIS/EIR is considered adequate and no additional detailed evaluation for Alternative B was prepared as
part of this document. However, in order to comply with the FHWA standards and NEPA regulations,
these two proposed off-airport roadway projects require additional evaluation for Alternatives A and C.
This is due to the proposed interconnection with a federal highway (I-405) and the possible use of federal
funds for construction of the projects. FHWA requested that LAWA provide more detailed analysis of the
potential environmental impacts associated with the construction of the two proposed off-airport roadway
improvement projects.

FHWA is considered the lead agency for the preparation of this document, in coordination with FAA. The
document has been prepared in order to comply with FHWA standards, which follow the regulatory
requirements of NEPA. This report provides supplemental environmental evaluation of the alternatives
under consideration for the LAX Expressway and State Route 1 Improvements project. The supplemental
analysis considers the FHWA guidelines for preparation of a project-specific Environmental Impact
Statement (EIS) for the roadway improvement projects for the Master Plan Alternatives A and C only
based on the above reference to Alternative B.  The PSR process currently underway by Caltrans will
ultimately generate the detailed analysis to comply with CEQA regulations. The analysis provided in this
document may be used to incorporate into future environmental documents to also satisfy NEPA
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requirements.  Table 1-1 provides a summary of the level of analysis for the two roadway improvement
projects as they relate to the Master Plan alternatives.

Table 1-1
Off- Airport Roadway Improvement Projects

Environmental  Analysis

Level of Analysis
Project Alternative Program

(EIS/EIR)
Project- Specific

Appendix K
Alternative A Yes Yes
Alternative B Yes No
Alternative C Yes Yes
No Project/No Action Yes Yes

If additional detailed analysis is required, further study will be prepared to meet the FHWA standards.
This report also addresses the relationship between the alternatives for each roadway project and the LAX
Master Plan alternatives. A description of the affected environment and the probable social, economic,
and environmental effects are also presented for each alternative. Any refinements to the proposed
alignments are included in this document as mitigation that will be incorporated in the subsequent
environmental documents prepared during the PSR process for Caltrans.

Overview of Proposed Roadway Improvement Projects
The LAX Expressway project is a new facility proposed to improve access to LAX from the north by
diverting airport-related traffic from the I-405 freeway to a new roadway with direct connection to LAX.
There are three alternatives considered for the project. All three alternatives would consist of four lanes,
two in each direction. The alignment would generally extend along I-405 freeway from Arbor Vitae Street
near Hindry Avenue to an alternative point near the existing I-405 freeway ramps at Howard Hughes
Parkway, which is identified as Alternative 2-Split Viaduct. The alternative that is preferred by the
LAWA staff is Alternative 3. This alternative minimizes the disruption to historic resources, reduces
requirements for residential acquisition, and reduces traffic congestion in the region and local
neighborhood communities, therefore, resulting in the least amount of potential environmental impacts.

Seven alternatives for the State Route 1 improvements were previously analyzed, of which two build
alternatives and a �no action� alternative were selected for further study and refinement in the PSR. The
State Route 1 improvements would shift the existing roadway alignment north in order to accommodate
runway improvements identified in the LAX Master Plan Alternatives A and C. Alternative 2 is preferred
by LAWA and Caltrans staff, based on the unknown future performance of the urban point interchange
included in Alternative 3, relative to traffic safety. This design is not a standard Caltrans interchange
design, therefore, no historic traffic safety data currently exist in California.

The LAX Expressway and State Route 1 Improvements project alternatives are described in Section 3.0
and evaluated in Sections 4.0 (Affected Environment) and 5.0 (Environmental Consequences).
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2.0 PURPOSE AND NEED
The purpose and need for the proposed LAX Expressway and State Route 1 Improvements project are
primarily focused on the implementation of the LAX Master Plan.  The purpose and need for the Master
Plan can be found in Section 2.0 of the Draft LAX EIS/EIR. A new LAX Expressway along the I-405
(San Diego Freeway) that would connect to Arbor Vitae Street and State Route 1 facilities west of the I-
405 emerged as partial solutions to existing and forecasted roadway congestion on and around the airport.
The State Route 1 improvements are proposed to accommodate proposed runway configurations
envisioned under certain airport Master Plan alternatives and projected traffic congestion on Sepulveda
Boulevard in the vicinity of LAX.  The forecasted roadway congestion is associated with airport Master
Plan Alternatives A, B and C, which are described in Section 3.0 of the Draft LAX EIS/EIR.

LAX Expressway
The purpose and need for the proposed LAX Expressway are to:

1) Minimize traffic on local streets north of the airport by providing a direct connection to the
airport via an improved Arbor Vitae Street and I-405 freeway;

2) Separate airport � related traffic from non-airport related traffic by providing vehicle lanes
that directly connect to the airport;

3) Provide added roadway capacity between the I-405 and LAX; and

4) Contribute to improving circulation and congestion in local communities to the north of the
airport.

The LAX Expressway would provide a direct link from on-airport roadways to the I-405, north of Arbor
Vitae Street.  Southbound traffic on the I-405 destined for the airport complex would transition onto the
LAX Expressway at the SR-90 (Marina Freeway) or near Howard Hughes Parkway and proceed south to
a point where the LAX Expressway merges with an improved Arbor Vitae Avenue (near Hindry Avenue).
Improvements to Arbor Vitae Street between Hindry Avenue and State Route 1 (Sepulveda Boulevard)
would be undertaken by the City of Los Angeles in conjunction with the LAX Master Plan, assuming
selection of a Master Plan build alternative (refer to Draft LAX EIS/EIR Section 3.0). Arbor Vitae Street
improvements include widening from four lanes to six lanes, three in each direction. Reverse traffic flow
(vehicles exiting the airport complex) would access the LAX Expressway from Arbor Vitae Avenue (near
Hindry Avenue) and proceed to the northbound lanes of the I-405 at the point where the freeway and
LAX Expressway merge (SR-90 or Howard Hughes Parkway).

State Route 1
The purpose and need for the proposed State Route 1 improvements are to:

1) Provide continuous movement on State Route 1, which does not currently exist; and

2) Accommodate requirements for roadway realignment due to future extension of airport
runways.

In preparing the purpose and need section of this document, key information was extracted from the
traffic studies prepared for the off-airport improvements as part of the Draft LAX EIS/EIR and the PSR
prepared for these roadway improvements, which are currently being reviewed by Caltrans. The
information from both sources is presented in this section, which addresses the existing and future
transportation improvements in the region.  Section 2.0 is organized into five main subsections:
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•  Subsection 2.1 - explains the relationship between the LAX Master Plan alternatives and the
proposed LAX Expressway and State Route 1 improvements in order to establish the dependency
of the Master Plan build alternatives on the roadway improvements.

•  Subsection 2.2 - provides an overview of the regional and local roadway system to establish a
framework, which support the projects.

•  Subsection 2.3 - summarizes the existing traffic conditions and level of service within the
roadway system to present the areas with below acceptable levels of service.

•  Subsection 2.4 - summarizes the existing planned improvements to the roadway system that may
affect the level of service and influence the purpose and need for the proposed LAX Expressway
and State Route 1 improvements.

•  Subsection 2.5 - presents information on projected transportation deficiencies that remain after
implementation of the planned improvements to the regional and local transportation system.

2.1 RELATIONSHIP TO THE LAX MASTER PLAN EIS/EIR
Upon administrative review and analysis of the Draft LAX EIS/EIR Master Plan project alternatives, a
more detailed analysis of the proposed off-airport roadway improvement elements was required by the
Federal Highway Administration (FHWA). This report provides supplemental analysis in support of the
LAX Master Plan and considers the regulatory requirements set forth by FHWA for preparing
environmental documents.

Action on the proposed LAX Master Plan and accompanying Draft LAX EIS/EIR is expected to occur
during the first half of the 2001 calendar year.  At that time, the Federal Aviation Administration and Los
Angeles World Airports will consider the Draft LAX EIS/EIR together with other Master Plan project
information, and select one of four Master Plan alternatives evaluated in the Draft LAX EIS/EIR.  The
four Master Plan alternatives and their relationship to the proposed roadway projects evaluated in this
report are briefly discussed below.  The Master Plan project provides a contextual background for the
LAX Expressway and the State Route 1 Improvements project, background important to the evaluation of
environmental consequences and  FHWA action on the roadway projects.

The No Action/No Project Alternative is described as the continuation of the existing 1981 Master Plan
for the airport (Figure 2.1-1).  This airport alternative assumes all construction projects that are fully
entitled, approved, or underway, and operational changes such as remote parking of commuter aircraft,
and flight scheduling changes.1  Under this alternative the roadways serving the airport and surrounding
areas would remain generally identical to the existing conditions with the exception of the planned
roadway improvements listed in Section 2.4 and Caltrans� proposed HOV and Arbor Vitae interchange
improvements to I-405.  State Route 1 would not be realigned and the LAX Expressway would not be
built under the No Action/No Project alternative.

The airport alternatives involving physical and operational changes on the airport property are:

•  Alternative A � Fifth Runway, North Airfield (one additional runway)

•  Alternative B � Fifth Runway, South Airfield (one additional runway)

•  Alternative C � Four Runways (no new runways)

                                                     
1 Draft LAX EIS/EIR for LAX Proposed Master Plan Improvements (2000).
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These alternatives are also referred to as �build� alternatives.  Each build alternative presents a distinct
combination of physical and operational improvements on the airport property to meet purpose,
objectives, and needs identified for and contained in the LAX Master Plan.  The proposed airport
activities, summarized in the Draft LAX EIS/EIR Section 3.0, and the associated physical changes to
airport facilities under each build alternative would necessitate improvements to the roadway network,
including specific modifications to the roadways along the northern fringe of the LAX Master Plan
boundary and its vicinity. The need for State Route 1 (Sepulveda and Lincoln Boulevards) roadway
improvements is directly related to proposed physical changes to airport facilities (i.e., runways,
terminals, etc.) under the build alternatives. The forecasted increase in passenger and aircraft activities
accommodated by the build alternatives call for a ground access plan that is more efficient and provides
roadway facilities with greater overall capacity.  The LAX Expressway is proposed to increase surface
transportation capacity, reduce airport-bound traffic on the northern community streets and maximize use
of the regional roadway network in the airport vicinity. The proposed LAX Expressway responds to
regional access needs. Combined, the LAX Expressway and State Route 1 Improvements project would
minimize cut-through traffic thereby reducing impacts on neighborhoods near the airport, particularly
those located to the north.

All three Master Plan build alternatives include concepts for connecting I-405 to the airport via a new
LAX Expressway and State Route 1 realignment as well as a proposed Ring Road along the outside
perimeter of the airport boundary.   The Ring Road would connect portions of Westchester Parkway, SR-
1, Arbor Vitae Street, the I-105/Imperial Highway and Pershing Drive to form a continuous loop around
the airport boundaries and to allow direct connection between the I-405 and the airport road network.
Alternative A-Fifth Runway, North Field includes a new runway on the north airfield complex and other
major project elements such as passenger terminals, roadways, and cargo facilities proposed to meet the
purpose and objectives of the LAX Master Plan and would accommodate forecast demand of 97.9 million
annual passengers (MAP) in 2015 (Figure 2.1-2).  Alternative B-Fifth Runway, South Field includes a
new runway on the south airfield.  Alternative B also includes passenger terminals, roadways, cargo
facilities, and other improvements to meet the purpose and objectives of the LAX Master Plan and would
accommodate forecast demand of 97.9 MAP in 2015 (Figure 2.1-3).  Alternative C would retain the
existing four-runway configuration (Figure 2.1-4).  Passenger terminals, roadways, cargo facilities, and
other improvements are proposed.  Alternative C would accommodate 89.6 MAP in 2015. The LAX
Expressway is targeted for completion in Phase 2 of the Master Plan.  The State Route 1 improvements
are targeted for completion in Phase 1(alternatives A, B, and C) to meet the purpose and objectives of the
LAX Master Plan. Both roadway projects supported by the Southern California Association of
Governments Regional Transportation Plan adopted April 16, 1998.

2.1.1 Safety
Creating an environment for safe, efficient, and compatible movement of vehicles, pedestrians, and
cyclists is an important planning principle for new facilities and improvements to existing roadways. In
addition to neighborhood traffic control devices (i.e., stop signs, signage, etc.) and traffic management
programs, roadway improvements such as the LAX Expressway and State Route 1 Improvements project
can incorporate features that support safe, efficient, and compatible circulation for vehicles, pedestrians,
and cyclists.  Adequate right-of-way to accommodate multiple modes of transportation (e.g., vehicular,
pedestrian, transit, bicycle, etc.), location and signage of pedestrian and bicycle paths, and traffic controls
are among the planning considerations.
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Along the LAX perimeter, spill-over effects of airport-related traffic can include high traffic volumes on
neighborhood streets and �lost� motorists mistakenly turning onto residential streets.2

Conceptual plans for the LAX Expressway and State Route 1 improvements would minimize
neighborhood �cut-through� traffic by providing direct alternate routes to and from the airport complex.
A reduction in neighborhood through traffic would reduce potential conflicts and contribute toward safer
and more efficient movement among motorists, pedestrians, and cyclists.

2.1.2 Modal Interrelationships
The Ground Access Plan for LAX proposes several transit improvements including relocation of the
Airport LAX Transit Center, shuttle service connecting the existing Green Line rail station at Imperial
Highway near Aviation Boulevard and LAX, and flyaway shuttle services to remote parking lots such as
the Van Nuys Flyaway service.  Other public transit services providing access to and from the LAX area
include Los Angeles County Metropolitan Transportation Authority, Torrance Transit, Santa Monica
Municipal Bus Lines, Culver City Municipal Bus Lines, and Los Angeles Department of Transportation.

The LAX Expressway and State Route 1 Improvements project would provide existing public transit
operators, private airport shuttle operators, and other similar services with direct access to LAX via I-405,
from areas north of the airport.

2.2 ROADWAY SYSTEM

The roadway system in the vicinity of the proposed LAX Expressway and State Route 1 improvements
consists of a hierarchy of roadways, including freeways, state routes, and local roadways. A technical
traffic report prepared by Barton-Aschman Associates, Inc. (2000) in support of the PSR for the LAX
Expressway and State Route 1 improvements identifies the study area and several key roadways pertinent
to the projects.  Below is a brief description of these key roadways (Refer Figure 2.2-1).

2.2.1 Freeway Network
The freeway network in the vicinity of the proposed projects consists of four facilities � the Interstate
(I)-405 (San Diego Freeway), Interstate (I)-105 (Glenn Anderson Freeway), Interstate (I)-10 (Santa
Monica Freeway), and State Route (SR) 90 (Marina Freeway).

•  The San Diego Freeway is a high-volume, north-south freeway that provides regional access to
coastal communities within Los Angeles and Orange counties.  Near LAX, I-405 has four mixed-
flow lanes in each direction and auxiliary lanes used for entering and exiting the freeway.
Northbound and southbound High Occupancy Vehicle (HOV) lanes are currently provided from
Century Boulevard southerly to Vermont Avenue (near the 110 Freeway). Caltrans has two HOV
design projects in progress for the I-405.  These HOV projects involve installation of HOV lanes
between Century and Wilshire boulevards.  The target year for completion of these projects is
2005.

•  The Glenn Anderson Freeway, also commonly known as the �Century Freeway�, is an east-west
freeway that extends from Sepulveda Boulevard on the west to the I-605 (San Gabriel River
Freeway) on the east.  This freeway provides three mixed-flow lanes and one HOV lane in each
direction.  Interchanges nearest to the airport area include Sepulveda Boulevard, Imperial

                                                     
2 Barton-Aschman Associates, Inc., Off-Airport Ground Access Impacts and Mitigation Measures (October 10, 2000).
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Highway, and Nash Street.  The Metro Green Line rail, located within the center median,
provides light rail transportation to patrons.

•  The Santa Monica Freeway is an east-west freeway that extends from Pacific Coast Highway
through Los Angeles, San Bernardino, and Riverside counties.  The I-10 is located approximately
5.1 km (3.2 miles) north of the proposed LAX Expressway�s northern terminus.

•  The Marina Freeway is an east-west freeway extending from Slauson Avenue on the east to
Lincoln Boulevard on the west. This freeway is approximately 4.8 km (3.0 miles) in length and
consists of four mixed-flow lanes in each direction from Slauson Avenue to Culver Boulevard
and 2 mixed flow lanes in each direction from Culver Boulevard to Lincoln Boulevard.  The I-
405/SR-90 interchange provides full access to mixed-flow lanes on both freeways and the
surrounding communities.

2.2.2 State Routes Network
The state routes network in the vicinity of the proposed projects consists of three facilities � Sepulveda
Boulevard (State Route 1), Manchester Avenue (SR42), and Lincoln Boulevard, also referred to as State
Route 1.  These routes are depicted on Figure 2.2-1.

•  Sepulveda Boulevard is a major north-south roadway with a total of up to 8 lanes. Sepulveda
Boulevard is designated State Route 1 between Lincoln Boulevard on the north and Artesia
Boulevard (City of Hermosa Beach) on the south.

•  Manchester Avenue is an east-west major roadway with four lanes west of Hawthorne Boulevard
and six lanes east of Hawthorne Boulevard.  This facility is designated SR42 and is identified as
Manchester Boulevard through the City of Inglewood.

•  Lincoln Boulevard is a major north-south roadway. Lincoln Boulevard provides up to six travel
lanes during the morning and evening peak hours; four travel lanes and on-street parking is
provided during off-peak hours.  Lincoln Boulevard is designated State Route 1 between
Sepulveda Boulevard on the south and the Santa Monica Freeway on the north.

2.2.3 Local Roadway Network
For purposes of this analysis, eleven roadways are identified as principal facilities in the local roadway
network.  A brief description of each facility follows.

•  Jefferson Boulevard is a 4-6-lane, major east-west roadway which extends from Lincoln
Boulevard on the west to Central Avenue on the east, in the vicinity of downtown Los Angeles.

•  La Tijera Boulevard is a 4-6-lane roadway in a southwest-northeast configuration that extends
approximately 4.8 km (3.0 miles) from La Cienega Boulevard on the east to Sepulveda Boulevard
on the west.  West from Lincoln Boulevard, this street continues an additional 2.4 km (1.5 miles).

•  Century Boulevard is an eight-lane mostly divided roadway with an east-west orientation.  This
major roadway extends from the LAX entrance at Sepulveda Boulevard to Central Avenue on the
east.  A full interchange is provided at Century Boulevard and I-405.

•  Imperial Highway is a major six-lane roadway which extends from Vista Del Mar on the west to
beyond the Los Angeles County boundary on the east.  This roadway generally runs parallel to
and/or under the Glenn Anderson Freeway between Sepulveda Boulevard and the I-405.  Full
interchanges are provided at the locations where Imperial Highway crosses the I-405 and I-105
freeways.
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•  Centinela Avenue is a four-lane major roadway with a northwest-to-southeast orientation.  This
roadway extends from Florence Avenue on the south to Ocean Park Boulevard on the north.
North of Ocean Park Boulevard, this roadway is identified as Bundy Drive.

•  Sepulveda Boulevard is a major north-south roadway designated State Route 1 between Artesia
Boulevard on the south and Lincoln Boulevard on the north. This roadway provides six travel
lanes south of Centinela Avenue.

•  Aviation Boulevard is a four-lane roadway, extending in a north-south direction between
Manchester Boulevard on the north and Pacific Coast Highway on the south.  Aviation Boulevard
widens to six lanes between Century Boulevard and Imperial Highway.

•  La Cienega Boulevard is a major north-south roadway with four lanes north of the I-405
freeway and six lanes south of the I-405 freeway.  South of the I-405, the La Cienega Boulevard
alignment is parallel to the west side of the I-405 freeway.

•  Airport Boulevard is a major roadway which provides 4 travel lanes between La Tijera
Boulevard and just past Manchester Boulevard.  It widens to approximately 6 travel lanes
between Manchester Boulevard and Arbor Vitae Street.

•  Arbor Vitae Street is a four-lane roadway.

•  Westchester Parkway is a continuation of Arbor Vitae Street, west of Airport Boulevard.  This
roadway is four lanes between Airport Boulevard and La Tijera Boulevard.

•  Manchester Avenue is a six-lane roadway between La Tijera Parkway and Pershing Drive.

•  Pershing Drive is a six land arterial connecting Culver Boulevard at the north to W. Imperial
Highway at the south and borders the west end of LAX airport.

2.3 EXISTING LEVELS OF SERVICE

The existing levels of service for 21 intersections and four roadway segments in the vicinity of the LAX
Expressway and State Route 1 Improvements project were calculated by Barton-Aschman Associates,
Inc. (2000).  Below is a summary of the existing levels of service of intersection roadways affected by the
proposed project.

2.3.1 Intersections
The intersections depicted in Figure 2.3-1 were selected for evaluation by Barton-Aschman Associates,
Inc. in consultation with Caltrans and the City of Los Angeles. These were selected as part of the PSR
process that refined the alternatives for further study. The intersections were selected based on future
planned improvements that may affect the need for the proposed project improvements.

To estimate levels of service, turning movement data for the morning and afternoon peak periods defined
as 6:00 a.m. to 9:00 a.m. and 4:00 p.m. to 7:00 p.m., respectively, was obtained from the City of Los
Angeles.  The turning movement data was supplemented with traffic counts collected as a part of the
Draft LAX EIS/EIR.  The calculation of intersection level of service is a qualitative measure of the ability
of an intersection to handle traffic based on conditions at the intersection (e.g., turning movements, signal
timing, etc.).  Levels of service range from A (free flow) through F (extreme congestion).

The morning and afternoon peak period levels of service for each of the 21 intersections analyzed are
presented in Table 2.3-1.  As shown, 16 of the 21 intersections currently operate at acceptable levels of
service, which is LOS D or better, during the weekday morning and afternoon peak periods.  Five
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intersections are considered to operate at congested or deficient levels of service.  During the morning
peak period, 18 intersections operate at LOS D or better, 2 operate at LOS E, and 1 intersection operates
at LOS F.  During the afternoon peak period, 19 intersections operate at LOS D or better and 2 operate at
LOS E.  Level of service E reflects severely congested conditions while LOS F reflects service
breakdown.

Table 2.3-1
Year 2000 Weekday Peak Period Levels of Service For Intersections

AM Peak
Period

PM Peak
PeriodNo. Intersection Name

VC LOS V/C LOS
1 I-405 SB Ramps – Jefferson Boulevard 0.415 A 0.517 A
2 I-405 NB Ramps – Jefferson Boulevard 0.411 A 0.344 A
3 Sepulveda Boulevard – Centinela Avenue 1.007 F 0.861 D
4 I-405 SB Ramps – La Tijera Boulevard 0.689 B 0.689 B
5 I-405 NB Ramps – La Tijera Boulevard 0.679 B 0.552 A
6 La Cienega Boulevard – Florence Avenue 0.749 C 0.999 E
7 La Cienega Boulevard – Manchester Avenue 0.820 D 0.948 E
8 La Cienega Boulevard – Arbor Vitae Street 0.558 A 0.641 B
9 Lincoln Boulevard – La Tijera Boulevard 0.382 A 0.393 A

10 Sepulveda Boulevard – Lincoln Boulevard 0.677 B 0.742 C
11 Sepulveda Boulevard – Westchester Parkway 0.497 A 0.632 B
12 Sepulveda Boulevard – Howard Hughes Pkwy 0.743 C 0.778 C
13 La Cienega Boulevard – La Tijera Boulevard 0.719 C 0.703 C
14 La Cienega Boulevard – I-405 SB Ramps 0.567 A 0.636 B
15 La Cienega Boulevard – Century Boulevard 0.627 B 0.740 C
16 Sepulveda Boulevard – Manchester Avenue 0.909 E 0.863 D
17 Sepulveda Boulevard – Century Boulevard 0.450 A 0.489 A
18 Lincoln Boulevard – Manchester Avenue 0.831 D 0.783 C
19 Aviation Boulevard – Manchester Avenue 0.927 E 0.820 D
20 Aviation Boulevard – Arbor Vitae Street 0.611 B 0.660 B
21 Airport Boulevard – Arbor Vitae Street 0.533 A 0.743 C

Source: Barton-Aschman Associates, Inc. (2000).

Level of Service (LOS) Interpretation Volume to Capacity (V/C)
A Uncongested operations; all vehicles clear in a single cycle. 0.000-0.600
B Uncongested operations; all vehicles clear in a single cycle. 0.0601-0.700
C Light congestion; occasional backups on critical approaches. 0.701-0.800
D Congestion on critical approaches, but intersections functional.  Vehicles required to wait through

more than one cycle during short peaks.  No long standing lines formed.
0.801-0.900

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

0.901-1.000

F Total breakdown with stop-and-go operations. 1.001+
Source: Barton-Aschman Associates, Inc. (2000).
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2.3.2 Roadways
Four roadway links were selected for evaluation of existing levels of service. These roadways are
currently used for primary access and circulation from the north and south communities. They were
selected to assess the potential change in LOS and comparison of the planned improvements with the
proposed projects. The roadway segments are:

•  Lincoln Boulevard (State Route 1), south of Manchester Avenue.

•  Westchester Parkway between Lincoln and Sepulveda boulevards.

•  Sepulveda Boulevard north of Lincoln Boulevard.

•  Sepulveda Boulevard (State Route 1) north of Century Boulevard.

The definitions of level of service for roadway segments are similar to the definitions for intersection
level of service.  Level of Service A reflects favorable, free-flow conditions.  Gradations to LOS F
represent gradual deterioration in service levels, with LOS F reflecting forced-flow conditions with
considerable delays.

The results of the level of service analysis for each direction of the four roadway segments are listed in
Table 2.3-2.   During the morning peak period, 5 of the 8 directional segments operate at an acceptable
Level of Service C or better, while the remaining 3 directional segments operate at LOS E or F, indicating
an operational deficiency.  The deficient directional segments are northbound and southbound directions
on Sepulveda Boulevard (State Route 1) north of Century Boulevard, and the northbound directional
segment of Sepulveda Boulevard north of Lincoln Boulevard.
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Table 2.3-2
Year 2000 Weekday Peak Period LOS For Roadway Segments

AM Peak Period PM Peak Period
North Bound/East Bound South Bound/West Bound North Bound/East Bound South Bound/West BoundNo Street Link Location Lane

Capacity
No. of
Lanes Vol V/C LOS Vol. V/C LOS

No. of
Lanes Vol V/C LOS Vol V/C LOS

1 State Route 1-
Lincoln Blvd

South of Manchester
Ave

800 3 1,800 0.750 C 1,23
0

0.513 A 3 1,914 0.798 C 1,914 0.798 C

2 Westchester Pkwy Between State Route 1
& Sepulveda

800 2 258 0.161 A 408 0.255 A 2 186 0.116 A 538 0.336 A

3 Sepulveda Blvd North of Lincoln Blvd 800 3 4,118 1.716 F 1,77
0

0.737 C 3 4,015 1.673 F 2,277 0.949 E

4 State Route 1 North of Century Blvd 800 3 3,340 1.392 F 2,36
6

0.986 E 3 2,722 1.134 F 3,007 1.253 F

Source: Barton-Aschman Associates, Inc. (2000).
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2.4 PLANNED ROADWAY IMPROVEMENTS

Following is a list of currently planned or approved roadway improvement projects involving facilities in
the vicinity of the LAX Expressway and State Route 1 Improvements project. These projects are
additional to those proposed in the Master Plan and are included as part of city and county general plans.

Lincoln Boulevard will be improved with an additional northbound through lane between 83rd Street and
Manchester Avenue and an additional lane in each direction from north of 83rd Street to north of Culver
Boulevard.

The number of left turn lanes on La Cienega Boulevard at Centinela Avenue will be increased from one to
two lanes in both directions.

Sepulveda Boulevard is proposed for improvements between Lincoln Boulevard on the south and Howard
Hughes Parkway on the north.  One lane would be added in each direction for the exclusive use of buses,
shuttles, taxis, and possible carpool vehicles.

La Tijera Boulevard bridge over the I-405 freeway is proposed to accommodate additional left turn lanes
and storage.

Although most of the local roadways within the study area for the LAX Expressway and the State Route 1
improvements are built to roadway master planned widths, several key roadways are not constructed to
their ultimate right-of-way width.  A brief description of such roadways and potential constraints to full
improvements is provided below.

Airport Boulevard south of La Tijera Boulevard is a four-lane roadway approximately 17.7 meters (58.0
feet) in width.  It widens to 6 lanes between Manchester Avenue and Arbor Vitae Street.  In order to
construct Airport Boulevard to its full master planned width of 24.3 meters (80.0 feet) along this portion
of the roadway, single-family residential and commercial properties would need to be obtained.

Airport Boulevard just south of Manchester Avenue widens to approximately 18.3 meters (60.0 feet) in
width within a 24.0  to 28.0 meter (80.0 to 93.0 feet) right-of-way.  Widening of this roadway would
require commercial and residential property acquisition.

Arbor Vitae Street east and west of Aviation Boulevard is 17.0 meters (56.0 feet) to 18.3 meters (60.0
feet) in width within a 22.8 to 25.5 meter (75.0 to 84.0 foot) right-of-way.  Improvements to this facility
are planned under the LAX Master Plan build alternatives.

Aviation Boulevard north of Arbor Vitae Street, within the City of Inglewood, is 17.0 meters (56.0 feet)
in width and has two lanes in each direction.  The ultimate width of this roadway is 22.8 meters (75.0
feet).  Commercial and University of West Los Angeles property would need to be acquired in order to
improve Aviation Boulevard to its planned width.

Aviation Boulevard south of Manchester Avenue, within the City of Inglewood, is a four-lane facility
approximately 16.1 meters (53.0 feet) in width within a 20.1 meters (66.0 feet) right-of-way.   Road
widening to its planned width would require acquisition of commercial property.

Aviation Boulevard south of Arbor Vitae Street is a four-lane roadway approximately 18.3 meters (60
feet) in width.  Commercial and residential property acquisition would be necessary in order to construct
Aviation Boulevard to its master plan width of 25.5 meters (84.0 feet).
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Aviation Boulevard between Imperial Highway and Century Boulevard is 21 meters (70 feet) in width
within a right-of-way of 24 meters (79 feet).  Widening this roadway to its master plan width is
constrained by the existing railroad right-of-way on the west side and commercial property on the east
side.

La Cienega Boulevard north of the I-405 freeway ramps located at 97th Street, is of a sufficient width to
accommodate a third southbound lane, however, additional study is needed.  The east side of this roadway
is located within the City of Inglewood.

La Tijera Boulevard, between Sepulveda Boulevard and Manchester Avenue, is sufficiently wide to
accommodate an additional lane in each direction.  Removal of parking along residential and commercial
frontages would be required to install these additional travel lanes.

2.5 PROJECTED DEFICIENCIES

Levels of service at the 21 intersections evaluated are expected to decrease by the year 2015 without the
LAX Expressway and State Route 1 Improvements project.  By comparing the existing morning peak
period LOS noted in Table 2.3-1 to the projected LOS noted in Table 2.5-1, 6 intersections are expected
to decrease in level of service to LOS E or worse by 2015.  During the afternoon peak periods, 12
intersections are expected to decrease in level of service to LOS E or worse by 2015.
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Table 2.5-1
Year 2015 Weekday Peak Hour Levels of Service For Intersections

Without the LAX Expressway and State Route 1 Improvements

AM Peak
Period

PM Peak
PeriodNo. Intersection Name

VC LOS V/C LOS
1 I-405 SB Ramps – Jefferson Boulevard 0.534 A 0.622 B
2 I-405 NB Ramps – Jefferson Boulevard 0.963 E 1.054 F
3 Sepulveda Boulevard – Centinela Avenue 1.479 F 1.271 F
4 I-405 SB Ramps – La Tijera Boulevard 0.888 D 1.120 F
5 I-405 NB Ramps – La Tijera Boulevard 1.089 F 1.045 F
6 La Cienega Boulevard – Florence Avenue 0.969 E 1.245 F
7 La Cienega Boulevard – Manchester Avenue 0.775 C 0.933 E
8 La Cienega Boulevard – Arbor Vitae Street 2.407 F 1.798 F
9 Lincoln Boulevard – La Tijera Boulevard 0.766 C 1.032 F

10 Sepulveda Boulevard – Lincoln Boulevard 0.818 D 0.661 B
11 Sepulveda Boulevard – Westchester Parkway 0.703 B 1.556 F
12 Sepulveda Boulevard – Howard Hughes Pkwy 0.732 C 0.839 D
13 La Cienega Boulevard – La Tijera Boulevard 0.753 C 0.978 E
14 La Cienega Boulevard – I-405 SB Ramps 0.745 C 0.659 B
15 La Cienega Boulevard – Century Boulevard 1.083 F 0.934 E
16 Sepulveda Boulevard – Manchester Avenue 0.853 D 1.083 F
17 Sepulveda Boulevard – Century Boulevard 0.565 A 0.668 B
18 Lincoln Boulevard – Manchester Avenue 01.097 F 1.671 F
19 Aviation Boulevard – Manchester Avenue 0.859 D 0.945 E
20a Aviation Boulevard – Arbor Vitae Street (South)

Aviation Boulevard – Arbor Vitae Street (North)
0.545
0.805

A
D

0.725
0.557

C
A

21 b Airport Boulevard – Arbor Vitae Street 0.000 A 0.000 A
Source: Barton-Aschman Associates, Inc. (2000).
a Change due to LAX Master Plan improvements resulting in two intersections.
b This intersection would not exist in 2015 due to proposed LAX Master Plan improvements.
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3.0 ALTERNATIVES
The LAX Expressway and the State Route 1 Improvements project are two of the major improvements
included as elements of the LAX Master Plan build alternatives.  The build alternatives are:

•  Alternative A � Fifth Runway, North Airfield

•  Alternative B � Fifth Runway, South Airfield

•  Alternative C � Four Runways (No added runway)

This section presents a description of each project and the alternatives evaluated.

3.1 LAX EXPRESSWAY AND ALTERNATIVES

The LAX Expressway concept evolved in response to surface transportation and ground access needs
associated with the airport Master Plan build alternatives.  Guiding principles for airport surface
transportation planning and ground access are:

1. Maximize use of the regional transportation system.

2. Explore opportunities to connect to regional transit systems.

3. Minimize impacts to local streets.

4. Protect neighborhoods.

Several alternative concepts for addressing ground access needs in accordance with principles 1, 3, and 4
were developed to a conceptual stage, evaluated, and rejected as part of the LAX Master Plan (as part of
this supplemental analysis).  A direct connection between the airport and SR-90 (Marina Freeway) was
considered and rejected due to the potential impacts on wetlands and conflicts with the Playa Del Rey
development.  In addition, preliminary traffic calculations proved unfavorable.  An I-405 to Sepulveda
Boulevard trench was evaluated and considered not a viable alternative on the basis of potential cut-
through traffic within the surrounding neighborhoods and the potential aesthetic impacts of the facility.
This concept also proved unfavorable based on preliminary traffic calculations.  The third concept
evaluated was a viaduct along Airport Avenue.  This concept was rejected due to the potential disruption
and division it might cause to the surrounding community and the visual, aesthetic impacts of the
structure.  The fourth concept connected Florence Avenue to Arbor Vitae Street via the railroad corridor.
This concept was rejected due to the potential impacts on historic resources (i.e., Merle Norman building)
and the constraints that such a proposal would place on future use as a passenger rail facility.

Two build alternatives were selected for evaluation in this report along with a No Action alternative. The
three alternatives for the LAX Expressway project are described below.

3.1.1 Alternative 1 – No Action
Alternative 1-No Action essentially maintains I-405 in its current configuration. No improvements are
proposed under this alternative.  As such, no direct connection between the regional surface transportation
network and the northern portion of the airport would be constructed and traffic patterns, including cut-
through traffic within neighborhoods north of the airport, would likely continue and worsen.
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3.1.2 Alternative 2 – Split Viaduct
Alternative 2 will provide a direct connection between I-405 and the planned airport ring road via an
LAX Expressway.  The LAX Expressway would primarily consist of two elevated viaducts with two
lanes each for both north and southbound travel. The viaducts would be approximately 6 meters (20 feet)
in height and centered on pillars approximately 2 meters (6.6 feet) wide along both the west and east side
of the I-405.   The LAX Expressway lanes would be approximately 3.6 meters (11.8 feet) with shoulders
1.5 meters (5 feet) to 3 meters (10 feet) in width.

Figure 3.1-1 depicts LAX Expressway Alternative 2 as three distinct segments- Segment A, B, and C.  At
its most northern terminus represented in Segment A, the southbound LAX Expressway would begin at
Howard Hughes Parkway on the west side of the I-405 and accommodate a southbound HOV connection
from the I-405 to the LAX Expressway just north of La Tijera Boulevard.  Northbound LAX Expressway
travel would be on the east side of the I-405 and merge with the I-405 at Howard Hughes Parkway
(Figure 3.1-2).  Segment B depicts the LAX Expressway as two distinct viaducts on either side of the I-
405.  It also depicts the southbound elevated HOV ramp of the I-405 and where it merges with the
proposed LAX Expressway just north of Florence Avenue.  Segment B also depicts access to the LAX
Expressway from La Cienega Boulevard on the east side which would involve another ramp crossing over
both north and southbound travel lanes of the I-405 (Figure 3.1-3).  A northbound HOV ramp connecting
LAX Expressway HOV travel and I-405 HOV travel would also be provided between Florence Avenue
and Manchester Boulevard (Figure 3.1-4).  Segment C depicts the LAX Expressway�s southern most
terminus near Hindry Avenue.  Just north of Hillcrest Boulevard, the two separate viaducts merge on the
west side of the I-405 and continue toward and onto Arbor Vitae Street.  This end of the LAX
Expressway would affect approximately two blocks of mixed-use developments.  The area affected along
Arbor Vitae Street on the south side is part of an on-going land acquisition program known as the Airport
Noise Mitigation Program.  Figure 3.1-5 depicts the typical cross sections of the Alternative 2 Split
Viaduct.

Noise abatement consisting of walls 4.3 meters (14 feet) in height are proposed along the east and west
sides of the I-405 to mitigate existing roadway noise conditions at sensitive receptor locations.  This
feature is discussed in further detail in Section 4.6 and 5.6.

I-405 widening between Magnolia Avenue and Bristol Parkway to accommodate the planned HOV lanes
on the freeway and direct HOV connectors to the LAX Expressway would affect existing bridges and
freeway ramps along this segment of the I-405.  Alternative 2-Split Viaduct does not include widening
associated with the HOV connectors to the LAX Expressway.

3.1.3 Alternative 3 – Single Viaduct
Alternative 3 involves constructing a single four-lane viaduct along the east side of the I-405.  Figure 3.1-
6 depicts Alternative 3 as four distinct segments. The four-lane LAX Expressway would extend
approximately 7.4 kilometers (4 miles) from the SR-90 (Marina Freeway) to Arbor Vitae Street and
Hindry Avenue.  Segments A, B, and C depict the approximate location of the elevated LAX Expressway
primarily along the east side of the I-405 and its connection SR-90 (Figures 3.1-6, 3.1-7, 3.1-8 and 3.1-9).
Segment D depicts approximately where the facility will bend in an east-west direction from a north-
south direction and where the facility crosses over both north and southbound lanes of the I-405 (Figure
3.1-10).  The proposed improvements at the southern terminus (Segment D) of the LAX Expressway are
identical to Alternative 2-Split Viaduct.  The LAX Expressway improvements would alter Arbor Vitae
Street near Hindry Avenue as described in subsection 3.1.2.  No HOV connectors between the LAX
Expressway and I-405 are proposed under this design.  The noise abatement features described under
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subsection 3.1.2 would be constructed with implementation of this alternative.  Figure 3.1-11 depicts the
typical cross section for this alternative.

3.2 STATE ROUTE 1 IMPROVEMENTS AND ALTERNATIVES

State Route 1 is known as Sepulveda Boulevard through the airport.  At the existing intersection of
Sepulveda and Lincoln boulevards, the State Route 1 designation shifts from Sepulveda Boulevard to
Lincoln Boulevard.  The State Route 1 project involves both of these segments of the state route (Figure
1-1).

Under Master Plan alternatives A, B, and C, Runway 24R would be shifted north and extended to the east
to improve runway utility under Alternatives B and C.  The shifting of Runway 24R would require
closure of Lincoln Boulevard south of Westchester Parkway and west of Sepulveda Boulevard.  Runway
24L would be reconstructed and extended eastward. The eastward extension would cross over Sepulveda
Boulevard requiring the roadway profile to be lowered below the existing grade and designed as a tunnel
beneath the runway. A portion of Sepulveda Boulevard is currently tunneled under the south airfield
complex. The proposed tunnel on Sepulveda under the North Runway Complex is proposed for four lanes
in each direction in order to accommodate the future use of State Route 1.

Forecasted traffic volumes for 2015 support the need to improve Sepulveda and Lincoln boulevards in the
vicinity of LAX north runways.  Therefore, in addition to the profile and alignment modifications to
Sepulveda and Lincoln, respectively, improvements to the intersections of these roadways with
Westchester Parkway are necessary.  To accommodate projected average daily trips through this area, the
intersections of these reconfigured roadways must be designed as interchanges with grade-separated
ramps and through lanes.  The interchanges would allow traffic to flow through the area with fewer
conflicting movements, greater efficiency, fewer delays, and overall improved level of service.

State Route 1 alternatives focus on the conceptual design for new interchanges at Westchester
Parkway/Lincoln Boulevard and Westchester Parkway/Sepulveda Boulevard.  Two concepts for the
Westchester Parkway/Lincoln Boulevard interchange were rejected from further consideration.  One
concept proposed a 270-degree loop in the northeast quadrant to provide access onto westbound lanes.
Although this concept would have avoided impacts to the apartment building located within the northwest
quadrant, the ramp configuration is a non-typical design for California Department of Transportation
(Caltrans) interchanges and may confuse motorists.  A second concept involved use of existing Northside
Parkway to accommodate east-to-north and south-to-west movements.  This concept would have
encroached onto the airport expansion area and required a traffic signal.  Both concepts for the
Westchester Parkway/Lincoln Boulevard interchange were rejected from further consideration for the
reasons stated.

Two concepts for the Westchester Parkway/Sepulveda Boulevard interchange were evaluated and
rejected.  One concept involved use of a single point interchange, generally consisting of a simple bridge
span over Sepulveda Boulevard.  In order to maintain a constant movement from the LAX Central
Terminal Area to the planned airport �ring road�(a north-to-west movement), a traffic signal would have
been necessary, introducing time delays.  A second concept proposed a modified diamond interchange
with a loop ramp for the north-to-west movement.  This concept would impact the residential area located
within the northeast quadrant and require a traffic signal at a location that would impede north-to-west
movement.  Both concepts for the Lincoln Boulevard/Sepulveda Boulevard interchange were rejected
from further consideration for the reasons stated.





Supplemental Environmental Evaluation for
LAX Expressway and State Route 1 Improvements

D:\Adobe\Reader\Acrobat\plug_ins\OpenAll\Transform\temp\Report final draft.doc  December 13, 2000      18

Three alternatives for the State Route 1 Improvements project have been identified for evaluation in this
report.  Descriptions of the no action alternative and two build alternatives follow.

3.2.1 Alternative 1 – No Action
Alternative 1-No Action proposes no improvements to State Route 1 in the vicinity of LAX north
runways. A level of service �F� would be expected in 2015 at the Lincoln Boulevard/Sepulveda
Boulevard intersection under Alternative 1-No Action.  This alternative is compatible with the LAX
Master Plan No Action/No Project alternative and incompatible with build alternatives A, B, and C.

3.2.2 Alternative 2 – Diamond Interchange
Alternative 2 involves the realignment of the east-west portion of Lincoln Boulevard (State Route 1)
north onto Westchester Parkway.  Currently, both Westchester Parkway and Lincoln Boulevard are six-
lane roadways (three lanes in each direction).  Westchester Parkway would be widened to include six
through lanes (three in each direction) and several additional auxiliary lanes for directional changes from
north/south to east/west.  The lane widths are proposed at 3.6 meters (11.8 feet).  Figure 3.2-1 depicts the
proposed project as three distinct segments, Segments A, B and C.  Segment A (Figure 3.2-2) involves a
system of ramps and overpasses at the west end of the project area to allow for uninterrupted southbound
to east and westbound travel along Westchester Parkway.  An overpass would also be constructed at this
interchange to accommodate east to northbound travel along the new roadway.  Segment A also includes
three auxiliary lanes � two lanes merge into east and westbound flows along Westchester Parkway and the
third merges with northbound flows along Lincoln Boulevard.  Segment B (Figure 3.2-3) depicts that
portion of Lincoln Boulevard that will be shifted north onto Westchester Parkway.   This segment would
be designated as State Route 1.  The roadway extending westward from the west-end interchange depicted
in Segment A would be designated Westchester Parkway.  Segment C (Figure 3.2-4) depicts the east-end
interchange with a Diamond Interchange configuration and its connection to the tunneled portion of
Sepulveda Boulevard that is proposed under the LAX Master Plan Alternatives.  Traffic flows heading
northbound on Sepulveda Boulevard would be directed onto an overpass at Sepulveda Eastway to allow
for north to east transition onto the newly aligned State Route 1.  Sepulveda Boulevard would also
continue north under the new overpass.  State Route 1 would also continue eastward past this interchange
to connect to an improved Arbor Vitae Street and I-405 interchange proposed under the LAX Master Plan
Alternatives.  The system of ramps would include at-grade (ground level) roads and elevated roadway
structures similar to the other interchanges in the airport vicinity.  In addition, an auxiliary lane would be
provided to allow for east to southbound flows onto Sepulveda Boulevard.

3.2.3 Alternative 3 – Urban Interchange
Alternative 3-Urban Interchange would encompass the same footprint as Alternative 2 and similar
features ultimately resulting in similar environmental impacts relating to noise, air, traffic, and cultural
and historical resources..  Figures 3.2-5, 3.2-6, 3.2-7 and 3.2-8 depict this alternative as three distinct
segments, Segment A, B, and C. The unique element of this alternative is the ramp system that would
connect north and southbound lanes to east and west bound travel lanes on the roadways.  The urban
interchange is depicted on Figure 3.2-8.  Figure 3.2-9 depicts the typical cross section for these
alternatives.
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4.0 AFFECTED ENVIRONMENT
Section 4.0 contains a description of the environmental resources and features, issues, and values that
have a bearing on possible impacts, mitigations, and selection of an alternative for the LAX Expressway
and State Route 1 Improvements project.  Subsections 4.1 through 4.17 address each of the environmental
topics on the FHWA California Division Environmental Checklist.  In general, each subsection contains a
description of the study area specific to the environmental topic, assumptions, issues, and data sources
used in the analysis.  When appropriate, a set of baseline conditions for the environmental discipline
including regulatory framework and relevant activities and facilities is provided.

4.1 LAND USE

The purpose of the land use analysis is to identify how the proposed LAX Expressway and State Route 1
improvements could result in land use incompatibilities or inconsistencies with local area jurisdictional
plans and policies.   Various airport related development projects have already been initiated independent
of the proposed LAX Master Plan including acquisition of the Manchester Square and Belford Avenue
residential properties in accordance with the Airport Noise Mitigation Program and Manchester Square
and Airport Belford Area Voluntary Acquisition Project already in effect.  Other collateral development
to the proposed LAX Master Plan include the LAX Northside � an office park approximately 137.6
hectares (340 acres) in size along the northern boundary of LAX � and the Continental City � a
commercial site approximately 11.5 hectares (28.5 acres) located along Aviation Boulevard between
111th Street and Imperial Highway.

The LAX Master Plan estimates an increase in region-wide demand for commercial air transportation
services by approximately 54 percent for the year 2015.  The roadway improvement projects are essential
to improving the efficiency of moving passengers and cargo to and from the airport via surface
transportation routes.  By providing direct freeway access to the airport, vehicles would be directed off of
local community streets thereby relieving local area congestion. The proposed transportation projects are
intended to meet the existing and/or projected traffic demand based upon airport use projections as
defined in the Draft LAX EIS/EIR Section 4.3 Off-Airport Surface Transportation. An analysis of
potential land use impacts of the proposed alternatives is conducted with respect to future land uses
planned under the LAX Master Plan to clearly identify any incompatibilities and/or inconsistencies with
already established land use policies and designations both on- and off-airport.

4.1.1 General Approach
The study area includes all potentially affected parcels and other areas immediately adjacent to the
proposed roadway projects. Parcel-level data gathering for the expressway and State Route 1  projects is
in progress. A description of local planning efforts including adopted land use, transportation and noise
policies is provided as a basis for determining the extent to which the proposed roadway improvement
projects conform to applicable federal, state and local plans, policies and regulations.   The analysis
includes a discussion of future development trends, land use planning efforts, and indirect effects on
population density and growth rate.  A statement summarizing the effects of not implementing the
proposed projects is also provided under the No Action alternative.

The following identifies those plans and specific policies that exert influence on the study area.

Southern California Association of Governments (SCAG) Regional Comprehensive Plan and Guide
(RCPG). The RCPG was adopted in 1996 and serves as a framework to guide growth and change to the
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year 2015 and beyond, and specifically recognizes that the authority and responsibility for land use and
other critical planning, decisions rest with the City and County governments.  The following highlights
those policies contained in the Growth Management Chapter related to growth forecasts and are specific
to transportation and roadway development within the region.

•  Encourage patterns of urban development and land uses which reduce costs on infrastructure
construction and make better use of existing facilities.

•  Encourage local jurisdictions� plans that maximize the use of existing urbanized areas accessible
to transit through in-fill and redevelopment.

•  Encourage planned development in locations least likely to cause environmental impact.

SCAG 1998 Regional Transportation Plan (RTP). The RTP is a performance-based plan aimed at
providing a long-range, coordinated approach to transportation improvements in the SCAG region. The
RTP promotes the construction of improvements on roadways, highways, and rail lines to accommodate
added freight and passenger movements to and from airports.

Los Angeles County Airport Land Use Plan (ALUP).  An Airport Land Use Commission (ALUC) has
been established to protect the public health, safety, and welfare by ensuring the orderly expansion of
airports.  This is achieved by the ALUC through policy and other guidance provided in the ALUP, and,
through the review of proposed development projects that surround the airport.  State law requires that
general plans and specific plans be consistent with the ALUC land use policy. Under the ALUP, before
the adoption or modification of an airport master plan, the airport operator must submit the appropriate
documents to the ALUC for a determination of consistency.

Los Angeles International Interim Plan (LAIIP).  The LAIIP is one of 35 community plans comprising
the Land Use Element of the Citywide General Plan Framework for the City of Los Angeles.  The interim
plan includes the following policies related to the proposed transportation projects.

•  Encourage areas adjacent to LAX to develop land uses compatible with the airport.

•  Improve ground access to and vehicular and pedestrian circulation within LAX to meet
anticipated air passenger and cargo increases.

Los Angeles International Airport Master Plan.  The adoption of the LAX Master Plan is contingent
upon environmental review and certification of the Draft LAX EIS/EIR which is the subject of this report.
The following policies related to transportation are proposed within the LAX Master Plan.

•  Implement a Neighborhood Compatibility Program to ensure that airport uses and activities with
the potential to adversely affect near-by land uses through noise, light spill-over, vibration and
other consequences of airport operations and development are as far from adjacent residential
neighborhoods as feasible.

•  Establish a Ground Transportation/Construction Coordination Office.

•  Provide and maintain an airport buffer area.

Street Frontage and Landscape Plan.  This plan establishes policies and standards for the development
of airport property adjacent to streets and highways.  Objectives include the use of fencing, landscaping,
setbacks, greenbelts, and uniform improvements to promote land use compatibility with surrounding uses.
The plan includes standards and criteria for walls and fences, landscaping, parking lot areas, irrigation
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systems, and maintenance.  The plan recommends the development of several bikeways along
Westchester Parkway, Imperial Highway, Pershing Drive, Vista del Mar, and other local and interior
streets.  The plan includes the following objectives to promote land use compatibility:

•  To improve circulation in the airport by the establishment of setbacks and landscaping.

•  To screen unsightly uses and reduce noise impact by the construction of walls, landscaping,
berms, and other buffers.

Los Angeles Citywide General Plan Framework (LA Framework).  The Citywide General Plan
Framework, an element of the City of Los Angeles General Plan, was approved in December  1996.  The
plan provides a comprehensive strategy for long-term growth and citywide guidance in updating
community plans and citywide elements.  The plan includes policies citywide for Land Use, Housing,
Urban Form and Neighborhood Design, Open Space and Conservation, Economic Development,
Transportation and Infrastructure and Public Services.  Under the New General Plan System which
supercedes the existing General Plan Structure, the Transportation Element of the new system supercedes
the Circulation Element of the existing structure.

LA Framework Land Use Element.  The Land Use Element of the Citywide General Plan Framework
supports the viability of the City�s residential neighborhoods and commercial districts.

•  Allow for the provision of sufficient public infrastructure and services to support the projected
needs of the City�s population and businesses within the patterns of use established in the
community plan as guided by the Framework Citywide Long-Range Land Use Diagram.

•  Allow for the adjustment of General Plan Framework Element land use boundaries to account for
changes in the location or introduction of new transit routes and stations (or for withdrawal of
funds) and, in such cases, consider the appropriate type and density of use generally within one
quarter mile of the corridor and station to reflect the principles of the General Plan Framework
Element and the Land Use/Transportation Policy.

•  Assure that fair treatment of people of all races, cultures, incomes and education levels with
respect to the development, implementation and enforcement of environmental laws, regulations,
and policies, including affirmative efforts to inform and involve environmental groups, especially
environmental justice groups, in early planning stages through notification and two-way
communication (City of Los Angeles 1996).

LA Framework Noise Element.  The Noise Element is intended to improve land use compatibility
related to aircraft and non-airport related noise.  Objective 2 is to reduce or eliminate non-airport related
intrusive noise, especially relative to noise-sensitive uses.  Objective 3 is to reduce or eliminate noise
impacts associated with proposed development of land and changes in land through the following policies
and programs.

•  Develop land use policies and programs that will reduce or eliminate potential and existing noise
impacts.

•  For a proposed development project that is deemed to have a potentially substantial noise impact
on noise-sensitive uses, as defined by this chapter, require mitigation measures, in accordance
with CEQA and City procedures.
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•  Continue to plan, design, and construct and oversee construction of public projects and projects
on City owned properties, so as to minimize potential noise impacts on noise-sensitive uses and to
maintain or reduce existing ambient noise levels.

•  Continue to encourage the California Department of Transportation, the Los Angeles County
Metropolitan Transportation Authority, or their successors, and other responsible agencies, to
plan and construct transportation systems so as to reduce potential noise impacts on adjacent land
uses, consistent with the standards and guidelines contained in the noise element (City of Los
Angeles 1996).

City of Inglewood General Plan Land Use Element.  Goals identified in the Land Use Element of the
City of Inglewood General Plan directly associated with the proposed roadway improvement projects are:

•  Provide for a diversified industrial base for the City.

•  Continue to improve the existing industrial districts by upgrading the necessary infrastructure and
by eliminating incompatible and/or blighted uses through the redevelopment process (City of
Inglewood 1980).

City of Inglewood General Plan Noise Element.  Goals identified in the Noise Element of the City of
Inglewood General Plan directly associated with the proposed roadway improvement projects are:

•  Reduce noise impacts in degraded areas.

•  Protect and maintain those areas having acceptable noise environments.

•  Establish standards that specify acceptable limits of noise for various land uses throughout the
City, with criteria designed to fully integrate noise considerations into land use planning and to
prevent new noise/land use conflicts.

•  Incorporate noise reduction features during site planning to mitigate anticipated noise impacts on
affected noise-sensitive land uses, where noise referral zones (CNEL contours showing areas
exposed to noise levels greater than 60 dBA CNEL) can be used to identify locations of potential
conflicts (City of Inglewood 1980).

City of Culver City General Plan Land Use Element.  The Land Use Element of the General Plan for
the City of Culver City identifies policies to provide for the physical, social and economic needs of the
City and its people.  Those policies that are specific to the proposed roadway projects are listed as
follows:

•  Require that any non-residential reuse project that removes existing dwelling units provide for the
replacement of those units with similar housing opportunities within the City.

•  Improve the Fox Hills Sub-Area�s identity as part of Culver City by assigning high priority to
signage and gateway improvements for this Sub-Area.

•  Protect the safety and property values of Culver Crest by assigning high priority to the
development and enforcement of slope stabilization and hillside development standards.

City of Culver City General Plan Noise Element.  The Noise Element of the General Plan for the City
of Culver City identifies policies to protect the community from excessive noise intrusion given that the
largest single contributing noise source in the community is the San Diego Freeway (I-405).
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•  Investigate the opportunity to construct barriers to mitigate sound emissions where necessary and
where feasible.

•  Participate with regional transportation agencies in the planning and development of future
transportation corridors, including mass transportation, to include noise abatement measures that
comply with Culver City standards.

•  Coordinate with regional transportation agencies to incorporate sound attenuation measures,
including sound walls, in any improvements to existing freeway and roadway facilities.

•  Reduce transportation noise by including noise mitigation measures in the design of new roadway
projects and through the coordination of routing (City of Culver City 1994).

City of Culver City General Plan Circulation Element.  The Circulation Element of the General Plan
for the City of Culver City identifies policies to improve traffic flow by reducing traffic congestion
throughout the City.

•  Assign high priority to roadway improvements which facilitate traffic flow without adding right-
of-way or widening roadways.

•  Relieve artery congestion due to freeway ramp metering through methods such as signage and
diverters, which direct traffic to alternative routes (City of Culver City 1994).

•  As stated in the Circulation Element, the City of Culver City is supportive of High-Occupancy
Vehicle (HOV) lanes on the San Diego Freeway (I-405), provided that there is a positive impact
on the Culver City street system (City of Culver City 1994).  The City of Culver City also
supports coordination efforts with Caltrans to improve traffic flow to, from and on state regulated
facilities including the San Diego Freeway (I-405).  Such coordination would help to improve
metered freeway on-ramps.

Westchester-Playa Del Rey Community Plan.  The Westchester-Playa Del Rey Community Plan is part
of the General Plan of the City of Los Angeles which focuses primarily on the Westchester-Playa Del Rey
District.  Objectives specific to roadway improvement projects are listed below.

•  To provide for adequate access to Los Angeles International Airport while diverting to the extent
possible such airport originating and destined traffic from that portion of the District north of the
Westchester Parkway.

•  To coordinate airport and airport-related land uses with that of adjoining residential uses and to
provide adequate buffers and transitional uses between the airport and the rest of the community
(City of Los Angeles 1996).

•  To continue development of the freeway, highway and street systems in conformance with the
Plan.

4.1.2 Affected Environment

4.1.2.1 LAX Expressway
The LAX Expressway project is bounded on the northeast by the community of Fox Hills and on the east,
south and west by the City of Inglewood and Westchester.   The predominant mix of land uses to the
north at the I-405 and SR-90 interchange are commercial and residential.  Land uses to the east include
single-family and multiple-family housing, commercial and industrial operations, and community
facilities such as churches.  Single and multi family housing sites are located just north of Centinela
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Avenue between the interchange and La Cienega Boulevard.  A greater concentration of single family
housing is located southwest of the I-405 between Sepulveda Boulevard and Manchester Boulevard.
Industrial and commercial uses are concentrated at the southeast portion of the project area between
Airport Boulevard and La Cienega Boulevard up to 83rd Street.   Figure 4.1-1 depicts the existing land
uses surrounding the project area.

Land uses designated by the various cities with jurisdictional influence along the I-405 and within the
project area include a mix of industrial and commercial uses to the north of the study area from the SR-90
to Green Valley Circle.  South of Green Valley Circle on both the north and south side of the I-405 is
designated primarily residential from 74th Street to 83rd Street and from Green Valley Circle to La
Cienega Boulevard with pockets of commercial space along La Tijera Boulevard. A mix of uses including
industrial, commercial, and residential is designated for the southern part of the study area from the
junction La Cienega Boulevard to Arbor Vitae Street.  One area is designated open space/park just east of
the I-405 and north of West Hillcrest Boulevard.  Figure 4.1-2 depicts a compilation of land use
designations as identified in the various plans such as the Culver City, City of Inglewood, Westchester
Playa del Rey, and the LAX Master Plan.

The Land Use Element of the City of Inglewood General Plan 1980 approximates its population at
102,926 for the year 1990. Some existing land uses within the proposed study area were identified in the
plan for conversion.  The area adjacent to Ashwood Park at West Kelso Street was proposed for
conversion from medium residential to low-medium residential.  The area along Arbor Vitae Street from
La Cienega Boulevard to La Brea Avenue was proposed for conversion from residential to commercial
use.  Such conversions were proposed in response to establishing more appropriate compatible uses such
as the nearby airport.

4.1.2.2 State Route 1
Lincoln Boulevard is a major roadway north of LAX, providing access to communities north of LAX and
is designated State Route 1 from Sepulveda Boulevard on the south to the I-10 (Santa Monica Freeway)
on the north.  The State Route 1 project area is bounded to the north by the community of Westchester, on
the east by the City of Los Angeles, on the south by LAX property and on the west by LAX property and
the communities of Westchester and Playa del Rey. The predominant land use to the north is residential,
commercial and recreational; to the east of the site is commercial, industrial, and airport-related facilities
(i.e., parking); to the south is LAX property (i.e., runways and airport-related facilities); and to the west is
residential and LAX property (i.e., runways).  On-airport related land uses include open space and buffer
area to the north of the property.  Figure 4.1-3 depicts the existing land uses surrounding the project area.

Planned land uses designated by the various cities with jurisdictional influence surrounding the project
area include mixed use ranging from open space and residential on the north and west side of the study
area to commercial community to industrial on the east side.  Planned land use designations within
projected airport boundaries adjacent to the communities of Westchester and Playa del Rey include open
space/landscape buffers, a research and development park, recreational space, medium density
commercial including hotel, office and retail space, and berms under Alternative A of the LAX Master
Plan.  Similar land uses are planned under Alternative B and C.  Figures 4.1-4, 4.1-5, 4.1-6, and 4.1-7
depict a compilation of land use designations as identified in the various plans such as Westchester/Playa
del Rey Plan and the three build alternatives (A, B, and C) of the LAX Master Plan.

The Westchester Playa del Rey Plan approximates its residential capacity at 113,340 persons for the year
2000.  This plan provides for some residential re-designations to High-Medium density residential uses.
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This is to accommodate projected growth and to allow for compatibility with surrounding properties,
particularly in view of the planned expansion of the Los Angeles International Airport.

4.2 FARMLAND

According to the California Department of Conservation, Resources Agency, there are no prime or unique
farmland, or farmland of statewide or local importance located within the proposed right-of-way (ROW)
for the proposed LAX Expressway and State Route 1 Improvements project alternatives or adjacent
properties. The airport and proposed LAX Expressway and State Route 1 improvements are located in an
intensely developed urban area. No active farmland exists in the vicinity of Los Angeles International
Airport or the two roadway projects.

4.3 SOCIAL AND ECONOMIC

The purpose of the social and economic analysis is to evaluate the potential  impacts from the proposed
projects on minority and low-income populations residing within census tract areas immediately adjacent
and/or within the alignment configurations of both the LAX Expressway and State Route 1 Improvements
project.

4.3.1 General Approach
Federal legislation, regulations, and administrative policies and procedures guide social and economic
analyses for transportation projects.  Title VI of the Civil Rights Act (1964) states:

“No person in the United States shall, on the ground of race, color, or national origin be
excluded from participation in, be denied the benefits or, or be subjected to
discrimination under any program or activity receiving Federal financial assistance.”

Further, Executive Order 12898, Federal Actions to Address Environmental Justice in Minority and Low-
Income Populations (1994), requires each federal agency to take appropriate steps to identify and address
any disproportionately high and adverse human health and environmental effects of its programs, policies,
and activities on minority and low-income populations.  Provisions of the National Environmental Policy
Act, Title 23, Section 109(h), and the Uniform Relocation Assistance and Real Property Act provide
further policy guidance concerning the evaluation of proposed federal programs, policies, and activities in
light of environmental justice requirements.

The Department of Transportation issued its Order to Address Environmental Justice in Minority
Populations (1997), which summarizes and expands on the environmental justice requirements embodied
in Executive Order 12898, Federal Actions to Address Environmental Justice in Minority Populations and
Low Income Populations.  These guidance documents describe minority and low-income populations as
persons belonging to any of the following groups:

•  Black � a person having origins in any of the black racial groups of Africa.

•  Hispanic � a person of Mexican, Puerto Rican, Cuban, Central or South American, or other
Spanish culture or origin, regardless of race.

•  Asian American � a person having origins in any of the original peoples of the Far East,
Southeast Asia, the Indian subcontinent, or the Pacific Islands.
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•  American Indian and Alaskan Native � a person having origins in any of the original people of
North America and who maintains cultural identification through tribal affiliation or community
recognition.

For purposes of this environmental analysis, minority populations include Black, Indian Asian, undefined
Non-White3, and all those individuals recorded as persons of Hispanic origin. If a census tract�s majority
population recorded in the 1990 Census of Population and Housing included persons belonging to
minority groups, the census tract is identified as a minority tract.

Low-income is defined as a person whose household income (or in the case of a community group, whose
median household income) is at or below the U.S. Department of Health and Human Services poverty
guidelines. The poverty guidelines updated annually in the Federal Register by the U.S. Department of
Health and Human Services (HHS) under authority of 42 U.S.C. 9902(2) are presented in Table 4.3-1
below.

Table 4.3-1
Poverty Guidelines

Size of Family Unit Poverty Guideline
1 $  8,350
2 $11,250
3 $14,150
4 $17,050
5 $19,950
6 $22,850
7 $25,750
8 $28,650

Source: U.S. Department of Health and Human Services, “Annual Update of the HHS Poverty
Guidelines,” Federal Register, Vol.. 65, Number 31 (February 15, 2000)

The DOT Order 5610.2 defines low-income populations as those individuals whose median household
income is at or below the U.S. Department of Health and Human Services poverty guidelines, which is
$17,050 for a family of four in the year 2000.  The 1990 Census data used in this analysis reported
families below the poverty level based on $12,674 for a family of four in 1989.  The 1990 Census data
was used in this analysis because it was deemed the most reliable information currently available.  Since
application of the current poverty level to 1990 income levels would not produce an accurate estimate of
the number of families currently below the poverty level, this analysis identified low-income populations
based on the 1989 poverty level.  Refer to Draft LAX EIS/EIR, Section 4.4.3.2 for further information
and explanation.

4.3.2 Affected Environment
The study area for this analysis consists of the census tracts abutting or including the roadway alignment
for the LAX Expressway and State Route 1 improvements (Figure 4.3-1).  Twelve tracts have been
identified and form the affected area for the LAX Expressway project and one tract fully contains the
proposed improvements associated with the State Route 1 project.  Table 4.3-2 identifies the estimated
total population by census tract, the percentage of the population identified as minority, the total number
of households, and the number of households below the poverty level currently defined by the U.S.
Department of HHS.
                                                     
3 Identified as “Other Race” within the Census statistical data.
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Table 4.3-3 lists the number of potentially affected parcels by land use type for LAX Expressway build
alternatives.  Table 4.3-4 lists the number of potentially affected parcels for the State Route 1
improvements.  This information is used in the analysis of potential relocation of residents and
businesses.  The �no action� alternative for each roadway project would not involve land acquisition and
relocation of residents and businesses.

Parcel-level data gathering for the LAX Expressway and State Route 1 Improvements project is in
progress. Precise roadway alignments for each alternative and associated right-of-way requirements are
not available at this time.  The phrase �potentially affected parcels� used in Tables 4.3-3 and 4.3-4 means
partial or full acquisition of the property for roadway right-of-way purposes.
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Table 4.3-2
Minority and Low- Income Census Tracts1

Fig. 4.2-1
ID

Tract Number Total
Population

Non-Minority
Population

Minority
Population

Percent
Minority

Number of
Households

Households
Above Poverty

Households
Below Poverty

Percent Below
Poverty

LAX Expressway Alternative 2-Spilt Viaduct
A 2760 5266 4160 1106 21.0 2187 2032 155 7.1
B 2761 3440 1697 1743 50.6 1838 1508 330 17.
C 2771 2947 2153 794 26.9 1169 1027 142 12.1
D 6013.02 6838 944 5894 86.2 2805 2349 456 16.2
E 6014.01 5850 1854 3996 68.3 1795 1431 364 20.3
F 6014.02 5121 751 4370 85.3 1361 1094 267 19.6
G 2772 3400 641 2759 81.1 1459 1207 252 17.3
H 2774 3591 690 2901 80.8 1583 1360 223 14.1
-- Total 36453 12890 23563 64.6 14197 12008 2189 18.2

LAX Expressway Alternative 3-Single Viaduct
I 2756 3440 581 2859 79.7 1306 1084 222 17.0
A 2760 5266 4160 1106 21.0 2187 2032 155 7.1
J 7030.01 5127 2483 2644 51.6 2809 2609 200 7.1
K 7030.02 6673 2108 4565 68.4 2724 2536 188 6.9
B 2761 3440 1697 1743 50.6 1838 1508 330 17.9
D 6013.02 6838 944 5894 86.2 2805 2349 456 16.2
E 6014.01 5850 1854 3996 68.3 1795 1431 364 20.3
G 2772 3400 641 2759 81.1 1459 1207 252 17.3
H 2774 3591 690 2901 80.8 1583 1360 223 14.1
L 7026 6280 4733 1547 24.6 6280 6057 223 3.5
-- Total 49905 19891 30014 60.1 24786 22173 2613 10.5

State Route 1 Alternatives 2 and 3
M 2780 2460 1750 857 28.9 1037 891 146 16.4
-- Total 2460 1750 857 28.9 1037 891 146 16.4

1Low-Income estimates are based on 1990 U.S. Census and 1989 poverty level.
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Table 4.3-3
Number of Potentially Affected Parcels by Land Use Type

LAX Expressway

Land Use Alternative 2 Alternative 3
Residential 115 47
Businesses 23 34
Public Facilities 7 14
Community Facilities 3a 2b

Other 0 2
Total Number of Parcels 148 99
Source: URS Corporation
a Church, 1 cemetery, Centinela Adobe
b 1 school, 1 cemetery

Table 4.3-4
Number of Potentially Affected Parcels by Land Use Type

State Route 1 Improvements

Land Use Alternatives 2 and 3
Residential 8
Businesses 37
Public Facilities 1
Community Facilities 0
Other 0
Total Number of Parcels 46
Source: URS Corporation

4.3.2.1 LAX Expressway
Figure 4.3-1 depicts the general location of the census tracts affected by the LAX Expressway build
alternatives.  Eight census tracts abut and/or include the LAX Expressway alignment under build
Alternative 2-Split Viaduct.  Table 4.3-2 indicates that the combined estimated population of these tracts
is 36,453, of which an estimated 64.6 percent is comprised of minority populations.  All eight tracts are
identified as minority census tracts.  In the aggregate, there are 14,197 households within the eight tracts,
of which 2,189 households or 18.2 percent are below the poverty level.

Ten census tracts abut and/or include the LAX Expressway alignment for build Alternative 3-Single
Viaduct.  All are identified as minority census tracts.  The combined population of these tracts is
estimated at 49,905.  In the aggregate, approximately 60.1 percent or 30,014 persons are of minority
populations.  Combined, there are 24,786 households within these census tracts.  An estimated 15.5
percent of the households were reported below poverty level.
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4.3.2.2 State Route 1
The State Route 1 improvements are proposed within a largely non-residential census tract, which
includes the airport property, commercial, and light industrial development.  The estimated total
population for census tract 2780 is 2,460 persons.  Approximately 28.9 percent of the residents are of
minority populations.  There are approximately 1,037 households, of which 11.2 percent are poverty level
households.

4.4 PEDESTRIAN AND BICYCLE FACILITIES

No known pedestrian facilities exist alongside the I-405, the site of the proposed LAX Expressway
project.  However, both Lincoln Boulevard (SR-1) and Westchester Parkway provide for sidewalks on
either side of the roadways linking the residential community on the west side to the commercial area to
the east. That portion of Sepulveda Boulevard proposed for tunneling also provides a pedestrian sidewalk
on both sides of the roadway.

Chapter IX of the Transportation Element of the Citywide General Plan Framework for the City of Los
Angeles which includes the Bicycle Plan defines and identifies various pathway facilities located within
the project study area.  According to the Revised Bicycle Plan Citywide Bikeway System Westside Area,
two Class II bikeways are located within the roadway project study area, one along Westchester Parkway
between Pershing Drive and Sepulveda Boulevard and portions of another along Sepulveda Boulevard
between Centinela Avenue and Lincoln Boulevard. It is unclear whether this facility is a recreational
resource given that it is not contained in the Recreation Element of the Citywide General Plan Framework
for the City of Los Angeles. Another Class II bikeway is located along Manchester Boulevard between
Lincoln Avenue and Aviation Boulevard to the north of the State Route 1 improvements study area. Since
it would be outside the study area, no further analysis of this future bikeway was conducted.  Class II
(bike lane) is a lane on the paved area of a road for preferential bicycle use.  It is identified by �Bike
Lane� or �Bike Route� guide signage, special lane lines, and other pavement markings.

The Bicycle Plan Citywide Bikeways facilitates the development of bicycle circulation at the periphery of
LAX.  One policy in particular, Policy 1.1.4, requires a public hearing to be held for the removal of
existing bike lanes on Class II City wide Bikeway designated in the Plan.  However, it further clarifies
that if bike lanes or a bike path is proposed under an alternative that parallels the alignment serving the
same employment/transit center�s and/or open space area(s) already being serviced, then a public hearing
is not required (City of Los Angeles 1996).

4.5 AIR QUALITY

The air quality impact analysis addresses air quality-related issues associated with the project alternatives.
This section presents: the technical approach and methodology used to estimate air quality impacts; the
applicable air quality standards and plans; the existing air quality and meteorological conditions; the
applicable thresholds used to evaluate significance of air quality impact levels; and the Master Plan air
quality policies.

4.5.1 General Approach

4.5.1.1 Construction Impacts
Roadway construction would cause temporary increase of air pollutant emissions in the vicinity of the
project site.  Air pollutants, including nitrogen oxides (NOx), carbon monoxide (CO), reactive organic
compounds (ROCs), particulate matter less than or equal to 10 microns in diameter (PM10), and sulfur
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oxides (SOx), would be generated from exhaust emissions of construction equipment/vehicles.  Fugitive
dust emissions (PM10) would be generated during site excavation and grading.

The URBMIS7G model recommended by the California Air Resources Board (CARB) and the SOx
emission factor developed by the South Coast Air Quality Management District (SCAQMD 1993) were
used to estimate the air pollutant emissions associated with roadway construction activities for the project
alternatives.  Construction equipment and activity data were derived from the Draft LAX EIS/EIR (FAA,
2000).  Areas of the project site to be constructed for the alternatives were estimated based on engineering
drawings.  The URBMIS7G default data, including emission factors, were used in the emission
calculations.  The URBEMIS7G model output data and the SOx emission calculations are provided in
Attachment 1.

4.5.1.2 Operational Impacts
Regional Air Quality Impacts. Emissions of NOx, CO, ROC, SOx, and PM10 would be generated during
project operation.  As recommended in the guidance developed by the Federal Highway Administration
(FHWA 1987), the analysis summarizes the results from the regional air pollutant emission inventories
developed in the SCAQMD �1997 Air Quality Management Plan,� a part of the California State
Implementation Plan (SIP).

Project-Level CO Impacts. CO impact analyses were performed through air dispersion modeling to
estimate ambient CO concentrations in the vicinity of the project site.  The CAL3QHCR model,
developed by the U. S. Environmental Protection Agency (EPA), was used to predict project-level CO
impacts resulting from vehicular emissions associated with the proposed project.  The modeling approach
and input parameters used for this project follow the requirements of the �Guidance for Preparing and
Processing Environmental and Section 4(f) Documents� developed by the Federal Highway
Administration (FHWA 1987), and �Transportation Project-Level Carbon Monoxide Protocol� (CO-
Protocol) developed by the California Department of Transportation (Caltrans 1997).  Inputs to the
CAL3QHCR model include roadway geometry, meteorology, CO background concentrations, vehicle
emission factors, and traffic volumes.

Ambient CO concentration levels are most affected near congested intersections.  In the Draft LAX
EIS/EIR, CO impact analyses have previously been conducted for 17 intersections.  Selection of these 17
intersections was based on traffic congestion levels and the locations of human receptors relative to the
intersections that would be potentially affected by the LAX Master Plan.  The CO impact analysis for the
major intersections located at the LAX Expressway project site was previously conducted in the Draft
LAX EIS/EIR; therefore, no further CO modeling was conducted for this site.  For the State Route 1
Improvements project, two intersections were selected for CO modeling in the present analysis: Lincoln
Boulevard/Sepulveda Boulevard and Westchester Parkway/Sepulveda Boulevard.  In 2015, the
intersection of Lincoln Boulevard/Sepulveda Boulevard will no longer exist under the proposed
Alternatives 2 and 3.  The subject location will be replaced with the intersections of the north portion and
south portion of Sepulveda Boulevard/Westchester Parkway after the project is built under Alternatives 2
and 3 (see Figure 4.5-1).  Therefore, the CO modeling analysis for Alternative 1 was conducted for the
intersections of Lincoln Boulevard/Sepulveda Boulevard and Westchester Parkway/Sepulveda Boulevard;
and the CO modeling analyses for Alternatives 2 and 3 were conducted for the intersections of the north
portion and south portion of Sepulveda Boulevard/Westchester Parkway.

Traffic data generated for the LAX Master Plan were used in the CO modeling analyses.  According to
the traffic study conducted by Parsons (2000), Alternative C of the LAX Master Plan would have slightly
higher impacts than the Master Plan Alternatives A and B on the congestion levels of the subject
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intersections after the project is built, based on the estimated level of service (LOS) data.  Traffic in the
afternoon peak hours would be the worst-case CO impact scenario.  Therefore, traffic volumes of the
afternoon peak hours under Alternative C, estimated by Parsons, were used to predict the worst-case 1-
hour and 8-hour CO concentrations.  The LOS data and traffic volumes used in the modeling analysis are
included in Attachment 1.

Twenty-eight artificial receptors were deployed in the vicinity of the subject intersections to account for
the fact that people may occasionally walk along or near the road, although no residential areas are
planned to be located adjacent to the subject intersections after the project is built (see Figure 4.5-1).  The
mobile sources are modeled as line sources in the CAL3QHCR model and are expressed as links.  A link
is defined as a straight segment of a roadway having a constant traffic volume and vehicle emission
factor.  Fifty-eight links were deployed on the subject intersections.  The locations of the links and
receptors for in the model simulations are presented in Figure 4.5-1.

Modeling was performed using the meteorological data collected at the Lennox monitoring station.  These
meteorological data are preprocessed and recommended by the SCAQMD for air dispersion modeling
purposes (SCAQMD 2000).

Total CO concentrations in the project area for the 1-hour and 8-hour averaging periods were estimated
by adding the model-predicted concentrations due to the traffic at the subject intersections to the
corresponding background CO values.  Background concentrations of CO near LAX in 2015 were
derived from the results calculated in the Draft LAX EIS/EIR.  The Draft LAX EIS/EIR used the linear
rollback approach, identified in the �1997 Air Quality Management Plan�, to calculate future background
CO concentrations (FAA 2000).  The future background concentrations for CO in 2015 were calculated to
be 4.2 parts per million (ppm) for a 1-hour period and 3.4 ppm for an 8-hour period (FAA 2000).

Vehicle emission factors were derived using the CT-EMFAC model developed by Caltrans.  The CT-
EMFAC model provides composite emission factors based on the results predicted by the EMFAC7F
model.  Input data to this emission factor model include analysis year, vehicle operating mode, ambient
temperature range, vehicle speed range, and vehicle mix.  The input data of vehicle mix and vehicle
operating mode were selected based on the recommendations provided in the Caltrans� CO-Protocol.  The
CT-EMFAC modeling results, showing the estimated emission factors at different vehicle speeds and
ambient temperatures, are included in Attachment 1.  According to the CO modeling protocol, projects
located within the SCAQMD, which become operational in or after the year 2000, should apply an
additional factor of 0.86 to the emission factors output by CT-EMFAC (Caltrans 1997), to account for
increasing emission reduction measures incorporated by future vehicles.

4.5.2 Affected Environment

4.5.2.1 Applicable Air Quality Standards and Plans
National Ambient Air Quality Standards (NAAQS) were established by the federal Clean Air Act (CAA)
of 1970, as amended in 1977 and 1990.  The NAAQS represent the maximum levels of pollution
considered safe, with an adequate margin of safety, to protect the public health and welfare.  The six
primary air pollutants of concern for which the NAAQS have been established are ozone (O3), sulfur
dioxide (SO2), carbon monoxide (CO), nitrogen dioxide (NO2), lead (Pb), and particulate matter equal to
or smaller than 10 microns in diameter (PM10).

On July 18, 1997, the U.S. Environmental Protection Agency (EPA) issued new NAAQS for O3 and PM.
The new NAAQS for O3 is 0.08 ppm averaged over 8 hours.  EPA established new PM2.5 (particulate
matter with a diameter smaller than 2.5 micrometers) standards: annual average of 15 µg/m3 and 24-hour
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average of 65 µg/m3, and essentially retained the PM10 standards.  On May 14, 1999, the U.S. Court of
Appeals (USCA) for the District of Columbia Circuit found that the construction of the CAA on which
EPA relied in promulgating the new NAAQS "effects an unconstitutional delegation of legislative power"
(USCA 1999).  EPA is preparing an appeal of this ruling.   The U.S. Supreme Count heard arguments on
appeal of this case on November 7, 2000 and is expected to issue an opinion by the end of the term.

Table 4.5-1, National and California Ambient Air Quality Standards, presents the current NAAQS for
each of the six pollutants at different averaging periods.  The NAAQS, other than the O3 standard and
those based on annual averages or annual arithmetic means, are not to be exceeded more than once per
year.  The current 1-hour O3 standard is attained when the expected number of days per calendar year
with maximum hourly average concentrations above the standard is equal to or less than 1, averaged over
3 years.  The annual standards for all pollutants should never be exceeded.

The California Air Resources Board (CARB) has developed the California Ambient Air Quality
Standards (CAAQS) (See Table 4.5-1).  In the past, the CAAQS were set at levels not to be �equaled or
exceeded.�  During a review of the state regulations in 1982 pursuant to AB 1111, the CARB changed the
basis for determining a violation of a state standard to an �exceed only� policy.  This change has been
implemented for the CAAQS for O3, CO (except for the 8-hour standard for the Lake Tahoe Air Basin),
NO2, SO2, and PM10.  The remaining state standards are never to be equaled or exceeded.

The EPA has designated all areas of the United States as either �attainment,� �nonattainment,� or
�unclassified� with respect to the NAAQS. An attainment designation means that the air quality of the
area is better than the NAAQS. A nonattainment designation means that a primary NAAQS has been
exceeded more than three separate times in three years in a given area. Under the CAA, a nonattainment
area can be redesignated as attainment if, among other requirements, EPA determines that the NAAQS
have been attained.  After redesignation, this area is considered as an attainment and maintenance area.
An area is designated as unclassified when sufficient data are not available to classify the area as either
attainment or nonattainment.  With regard to the CAAQS, the ARB considers an area to be nonattainment
if the CAAQS have been exceeded more than once in three years.

The project area is designated as federal non-attainment for O3, CO, and PM10; and attainment or
unclassified for NO2, Pb, and SO2 by EPA.  The project area is also designated by the CARB as state non-
attainment for O3, CO, and PM10; and attainment or unclassified for NO2, SO2, Pb, sulfates, hydrogen
sulfide, and visibility reducing particles.

The proposed project is located in the South Coast Air Basin (SCAB), which is under the jurisdiction of
the South Coast Air Quality Management District (SCAQMD).    The federal Clean Air Act Amendments
(CAAA) of 1990 set planning requirements to ensure the attainment of the federal standards by specific
deadlines.  Foremost among these requirements is adoption and implementation of attainment plans. , i.e.,
state implementation plans (SIPs).  In California, the CARB is responsible for compiling the SIP based on
the air quality implementation plans prepared by the local air districts within California.  In order to
achieve the State air quality standards, the California Clean Air Act requires each air district to prepare an
air quality attainment plans.

The SCAQMD develops Air Quality Management Plans (AQMP), the first of which was completed in
1979.  The most recent version, the 1997 AQMP, demonstrates attainment of the federal and state air
quality standards through the implementation of new emission control measures and by demonstrating the
associated decrease in future SCAB emission inventories. In particular, the 1997 AQMP: 1) updates
demonstration of the federal and state carbon monoxide (CO) standards and the federal ozone (O3)
standard by the years 2000 and 2010, respectively; 2) demonstrates attainment of federal standards for
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particulate matter less than 10 microns in diameter (PM10) by the year 2006; and 3) includes a
maintenance plan for nitrogen dioxide (NO2).

Table 4.5–1
National and California Ambient Air Quality Standards

NAAQS
ConcentrationPollutant Averaging Time CAAQS

Concentration Primary Secondary
Ozone (O3) 1 Hour 0.09 ppm

(180 µg/m3)
0.12 ppm

(235 µg/m3)
Same as

Primary Std.

8 Hour 9.0 ppm
(10 mg/m3)

9.0 ppm
(10 mg/m3) -Carbon

Monoxide
(CO) 1 Hour 20 ppm

(23 mg/m3)
35 ppm

(40 mg/m3) -

Annual Average - 0.053 ppm
(100 µg/m3)

Same as
Primary Std.Nitrogen

Dioxide (NO2) 1 Hour 0.25 ppm
(470 µg/m3) - -

Annual Average - 0.03 ppm
(80 µg/m3) -

24 Hour 0.04 ppm
(105 µg/m3)

0.14 ppm
(365 µg/m3) -

3 Hour - - 0.5 ppm
(1300 µg/m3)

Sulfur Dioxide
(SO2)

1 Hour 0.25 ppm
(655 µg/m3) - -

Annual Geometric
Mean 30 µg/m3 - -

24 Hour 50 µg/m3 150 µg/m3 Same as
Primary Std.

Suspended
Particulate
Matter (PM10) Annual Arithmetic

Mean - 50 µg/m3 Same as
Primary Std.

Sulfates 24 Hour 25 µg/m3 - -
30 Day

Average 1.5 µg/m3 - -
Lead (Pb)

Calendar Quarter - 1.5 µg/m3 Same as
Primary Std.

Hydrogen
Sulfide 1 Hour 0.03 ppm

(42 µg/m3) - -
Vinyl Chloride
(chloroethene) 24 Hour 0.010ppm

(26 µg/m3) - -

Visibility
Reducing
Particles

8 hour (10 am to 6
pm. PST)

In sufficient amount to
produce an extinction
coefficient of 0.23 per
kilometer due to particles
when the relative humidity is
less than 70 percent.

- -

4.5.2.2 Existing Air Quality
The SCAQMD maintains a network of air quality monitoring stations throughout the Basin.  The closest
air quality monitoring station to the project site is Station No. 094, Southwest Coastal Los Angeles
County, located in Hawthorne.   This monitoring station is located roughly 3.8 kilometers (2.4 miles)
southeast of the LAX Theme Building and 1.0 km (0.6 miles) south of the LAX southeast property line.
This monitoring station monitors O3, PM10, CO, SO2, and NO2.  Table 4.5-2, Ambient Air Quality
Summary, presents a summary of the highest pollutant concentrations monitored at the Southwest Coastal
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Los Angeles County air quality monitoring station during the three most recent years (1996-1998) for
which the SCAQMD has reported data (SCAQMD, 2000).

As illustrated in Table 4.5-2, no exceedances of the NAAQS and CAAQS for NO2 and SO2 were recorded
from 1996 through 1998 at the station.  The monitoring data show that the federal standard for O3 was
exceeded once in 1996, and the state standard for O3 was exceeded several times during both 1996 and
1997.  The federal and state 8-hour standard for CO was exceeded from 1996 through 1998, and the state
24-hour PM10 standard was also exceeded in these three years.  

Table 4.5-2
Ambient Air Quality Summary

Southwest Coastal Los Angeles County

Maximum
Concentrations1

Number of Days
Exceeding
CAAQS2

Number of Days
Exceeding
NAAQS2Pollutant Average

Time CAAQS1 NAAQS
1

1996 1997 1998 1996 1997 1998 1996 1997 1998

O3 1 hour 0.09 0.12 0.13 0.11 0.09 8 6 0 1 0 0

1 hour 20 35 13 12 11 0 0 0 0 0 0
CO

8 hour 9.0 9.0 11.6 10.3 9.4 6 1 1 6 1 1

1 hour 0.25 - 0.15 0.17 0.15 0 0 0 - - -
NO2

Annual - 0.0534 0.0285 0.028 0.0295 - - - 0 0 0

24 hour 50 150 107 79 66 5 4 7 0 0 0

Annual
Geometr
ic Mean

30 - 29.2 33.8 30.3 0 1 1 - - -
PM10

Annual
Arithmeti
c Mean

- 50 32.6 35.5 32.7 - - - 0 0 0

1 hour 0.25 - 0.06 0.10 0.03 0 0 0 - - -

24 hour 0.04 0.14 0.014 0.015 0.014 0 0 0 0 0 0SO2

Annual
Average - 0.03 0.0025 0.0014 0.0039 - - - 0 0 0

Source:   SCAQMD 2000
Note:  1.  Maximum concentration units for O3, CO, NO2 and SO2 are parts per million (ppm).  Concentration units for
PM10 (24-hr or annual) are micrograms per cubic meter (µg/m3).
           2. For annual standards, a value of 1 indicates that the standard has been exceeded.

4.5.2.3 Meteorology/Climate
The climate of the project area is classified as Mediterranean and characterized by cool, dry summers and
mild, wet winters.  The major influences on the regional climate are the eastern Pacific High, a strong,
persistent high-pressure system, and the moderating effects of the cool Pacific Ocean.  Seasonal variations
in the position and strength of the Pacific High are a key factor in the weather changes in the area.
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In the project area, the average daily maximum temperature is 25° (76.6°F) in August and September and
the average daily minimum temperature is 9°C (47.8°F) in January, according to the �Climate Data
Summary� provided by Western Regional Climate Center (WRCC 2000).  Normal precipitation in the
area is 30.5 cm (12.01 inches) annually, occurring primarily from November through March.  West
southwesterly winds dominate in the project area throughout the year and the annual mean wind speed is
12.0 km (7.5 miles) per hour.  The climatological data recorded at the Los Angeles International Airport
National Weather Service monitoring station are summarized in Table 4.5-3, Climatological Data
Summary.

Water temperatures 320 to 480 km (200 to 300 miles) offshore range from approximately 16° to 20°C
(60° to 67°F).  However, coastal upwelling of the cooler water from deeper subsurface levels off the coast
of the Los Angeles region lowers the coastal water temperature over a range of approximately 13° to
18°C (55° to 65°F).  Comparatively warm, moist Pacific air masses drifting over this cool water often
form a bank of fog that is generally swept inland by the westerly winds. This �marine layer,� generally
457.2 to 609.6 meters (1500 to 2000 feet) deep, extends only a short distance inland, and rises during the
morning hours, producing a deck of low clouds.  The air above this layer is usually relatively  warm, dry,
and cloudless.

The Los Angeles region is almost completely enclosed by mountains to the north and east.  The prevalent
temperature inversion tends to prevent vertical mixing of air through more than a shallow layer, especially
during morning hours.  Winds at the project location tends to follow a diurnal directional pattern �
onshore during the day and offshore at night.

Table 4.5-3
Climatological Data Summary

Los Angeles International Airport

Temperature (oF) Precipitation Wind
Month Daily

Max
(Fo)

Daily
Max
(Co)

Daily
Min
(Fo)

Daily
Min
(Co)

Normal
(inch)

Normal
(cm)

Mean
Speed
(mph)

Mean
Speed
(kmph)

Prevailing
Direction

Jan 65.7 18.7 47.8 8.8 2.4 6.1 6.7 10.7 W
Feb 65.9 18.8 49.3 9.6 2.5 6.3 7.4 11.8 W
Mar 65.5 18.6 50.5 10.3 2.0 5.1 8.1 12.9 W
Apr 67.4 19.6 52.8 11.6 0.7 1.8 8.5 13.6 WSW
May 69.0 20.5 56.3 13.5 0.1 0.3 8.4 13.4 WSW
June 71.9 22.2 59.5 15.3 0.0 0.1 8.0 12.8 WSW
July 75.3 24.0 62.8 17.1 0.0 0.02 7.9 12.6 WSW
Aug 76.6 24.8 64.2 17.9 0.1 0.4 7.7 12.3 WSW
Sept 76.6 24.8 63.2 17.3 0.3 0.1 7.3 11.7 WSW
Oct 74.4 23.6 59.2 15.1 0.3 0.8 6.9 11.0 W
Nov 70.3 21.3 52.8 11.6 1.8 0.9 6.7 10.7 W
Dec 65.9 18.8 47.9 8.8 1.7 4.5 6.6 10.6 W

Annual
Mean 70.4 21.3 55.5 13.0 12.0 4.2 7.5 12.0 WSW

Source: Western Regional Climate Center (WRCC 2000)
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4.5.2.4 Air Pollutants of Major Concern
Ozone is a highly reactive gas that is a form of oxygen.  It is the main component of the air pollution
mixture known as �smog.�  O3 reacts chemically (�oxidizes�) with internal body tissues that it comes into
contact with, such as the lungs.  It also reacts with other materials such as rubber compounds, breaking
them down.  O3 is not produced directly by any pollution source.  Instead, it is formed by a reaction
between oxides of nitrogen (NOx) and reactive organic compounds (ROCs) in the presence of sunlight.
For this reason, NOx and ROCs are known as the precursors for ozone.

Carbon monoxide is a colorless and odorless gas.  CO more readily combines with hemoglobin in the
human body than does oxygen, and thus prevents oxygen from entering the bloodstream.  The
consequence of breathing prolonged elevated CO concentrations is comparable to suffocation.  Unlike
ozone, CO is a directly emitted pollutant that concentrates around combustion-related emission sources;
consequently elevated CO levels occur along major roadways, particularly at intersections and during
peak hour traffic conditions.

Particulate matter consists of small solid particles or liquid droplets from smoke, dust, fly ash, and
condensing vapors.  PM10 refers to particles with a diameter less than or equal to 10 micrometers.  The
larger particles inhaled by human are mostly deposited in the nasal passages, while the very small
particles can penetrate and be deposited in the lung sacs and membranes.  Particulate matter comes mostly
from unpaved roads, woodsmoke, earth moving, mining, construction and agricultural activities.

4.6 NOISE

Los Angeles World Airports (LAWA) is proposing improvements to I-405 and relocation of State Route
1.  The proposed LAX Expressway and State Route 1 Improvements project components were previously
described.  These two proposed facilities are shown on Figures 3.1-1, 3.1-6, 3.2-1, and 3.2-5.

The Code of Federal Regulations Part 772 (23 CFR 772) defines different categories of highway projects
for use in determining the requirement for traffic noise evaluation.  A Type I project is �a proposed
Federal or Federal-aid highway project for the construction of a highway on a new location or the
physical alteration of an existing highway which substantially changes either the horizontal or vertical
alignment or increases the number of through traffic lanes.�  A Type II project is a proposed Federal or
Federal-aid highway project for noise abatement on an existing highway.  The proposed roadway
improvements are Type I projects.  The FHWA noise regulations require noise analyses for all Type I
projects.  Thus, a noise analysis was conducted to determine potential noise effects from construction and
operation of these off-airport roadway facilities, and to identify and evaluate preliminary noise abatement
measures, where necessary.  The primary focus of this noise impact analysis was the existing and planned
future noise-sensitive receptors located within the project area.  Under the LAX Master Plan project
alternatives, roadway modifications would be made within existing and future City of Los Angeles and
State of California right-of-way that could result in changes to the surrounding noise environment.

Fundamentals of Traffic Noise
A number of factors affect sound (or �noise�, defined as unwanted sound) as it is perceived by the human
ear.  These include the actual level of sound, the frequencies involved, the period of exposure to the noise,
and the changes or fluctuations in the noise levels during exposure.  Levels of noise are measured in
logarithmic units called decibels (dB).  Measured sound levels are adjusted or weighted to correspond to
human hearing because the human ear cannot perceive all pitches or frequencies equally well.  This
adjusted unit is known as the "A-weighted" decibel, abbreviated as dBA.  All references to noise in this
report refer to A-weighted decibel levels.  Decibels are added on a logarithmic basis such that the addition
of two equal sound levels results in a total sound level that is three decibels greater than either of the
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separate sound levels.  For example, if an existing highway generated a sound level of 60 dBA at a
receptor and a new highway is proposed that would also generate a 60 dBA level at the same receptor
location, then the resulting total noise level at the receptor with both highways would be 63 dBA.

The generation of traffic noise is dependent on many factors.  These include vehicle type and speed;
number of vehicles (volumes); distance from the roadway to the receiver and relative positions of
receptors and the noise source (elevated, at-grade, depressed); ground surface characteristics (whether
acoustically reflective such as pavement, or absorptive due to vegetation); meteorological factors such as
wind and temperature gradients; and shielding due to structures, soundwalls, hills, the edge of a roadway,
and earthen berms between a receiver and the traffic.  Roadway surface and gradient also affect traffic
noise levels.  Pavement surfaces vary from rough and potholed to smooth and seal-coated, and this can
lead to about 3- to 4-dBA difference in generated noise level among different types of surfaces (Source:
Fundamentals and Abatement of Traffic Noise, Bolt, Beranek and Newman, 1973).

Generally, traffic noise levels decrease further away from highways. For very busy highways, the traffic
noise reduces by approximately 3 to 4.5 dBs every time the distance between the highway and the
receptor is doubled.  Intervening barriers between the traffic and the receivers may substantially reduce
traffic noise.  Usually, traffic noise increases if vehicle speeds and/or traffic volumes increase.  However,
heavy trucks typically operate at a more constant noise output than automobiles regardless of speed,
because they maintain a nearly constant engine rotations per minute (rpm) level at varying speeds.

Another difference between automobiles and trucks is the location of their predominant noise sources.
The noisiest components on most trucks are the exhaust stack and engine, while tires typically generate
the greatest noise levels from cars.  This affects the noise reduction provided by noise barriers because
both the height and proximity of the source and receiver with respect to the barrier's location and height
are important in determining the effectiveness of the barrier.  The shape and surface of the barrier will
also affect the attenuation provided by the barrier.  For example, an absorptive earthen berm or a hill may
provide up to 3 dBA greater attenuation compared to a masonry wall barrier of the same height.

Very few noises are constant.  Most fluctuate in decibel level over short periods of time.  One way of
describing time-varying sound is to describe the fluctuating noise heard over a specific time period as if it
had been a steady, unchanging sound.  For this, a descriptor called the Equivalent Sound Level, Leq, is
computed.  Leq is the constant sound level (A-weighted) that, for a given situation and period (e.g., 1-hour
Leq, or 24-hour Leq), conveys the same sound energy as the actual time-varying sound.  The 1-hour Leq
during the peak-traffic-noise-hour is often used to determine necessary abatement measures for roadway
noise, while 24-hour cumulative Leq averaging methods are used to evaluate typical noise exposure in an
area.

Potential responses of persons to changes in the noise environment are usually assessed by evaluating
differences between the existing and total predicted future noise environments.  The following
relationships of perception and response to quantifiable noise increases are used as a basis for assessing
potential effects of traffic noise:

•  Except in a carefully controlled laboratory condition, a change of 1 dBA is very difficult to
perceive by the human ear.

•  In the outside environment, a 3 dBA change is considered perceptible.

•  A change of 5 dBA is considered readily perceptible and would generally result in a change in
community response.  For example, a 5 dBA reduction in noise level due to a soundwall is
considered a substantial improvement.
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•  A 10 dBA increase is perceived as a doubling in loudness and would likely result in a widespread
community response.

In addition to changes in the noise environment, the absolute level of traffic noise is also important.
Noise level criteria are discussed in the next section.

Noise Abatement Criteria and Analysis Guidelines
FHWA and Caltrans noise abatement criteria (NAC) for various land use ratings (called Activity
Categories) are given in Table 4.6-1.  These criteria define noise level thresholds for various types of land
use and typical associated activities that if approached or exceeded require an evaluation of potential
noise impacts and feasible and reasonable noise abatement.  The NAC are only used to determine if noise
impact is likely to occur.  These noise criteria are assigned to both exterior and interior activities.  Noise
attenuation provided by most residential structures leads to compliance with the interior design noise level
if the exterior criterion is attained (FHWA 1995).  Non-commercial residential and other Category E uses
in the project area will typically comply with the NAC when exterior sound levels are 78 dBA Leq or less.
No Activity Category A uses were identified in the project area.  Identified noise-sensitive use within the
project�s area of potential noise effect is Category B.

Table 4.6-1
Federal Highway Administration and Caltrans Noise Abatement Criteria

Peak Noise Hour A-weighted Sound Level in Decibels (dBA)a,b

Activity
Category

Leq(h) L10(h) Description of Activity Category

A 57
(Exterior)

60
(Exterior)

Lands on which serenity and quiet are of extraordinary significance and
serve an important public need and where the preservation of those qualities
is essential if the area is to continue to serve its intended purpose.

B 67
(Exterior)

70
(Exterior)

Picnic areas, recreation areas, playgrounds, active sports areas, parks,
residences, motels, hotels, schools, churches, libraries, and hospitals.

C 72
(Exterior)

75
(Exterior)

Developed lands, properties, or activities not included in Categories A or B
above.

D -- -- Undeveloped lands.
E 52

(Interior)
55

(Interior)
Residences, motels, hotels, public meeting rooms, schools, churches,
libraries, hospitals, and auditoriums.

Source: Federal Highway Administration 1995
a Either L10(h) or Leq(h), but not both may be used on a project.
b These sound levels are to be used only to determine impact.  These are the absolute levels where abatement must be considered.  Noise

abatement should be designed to achieve a substantial noise reduction, not just the noise abatement criteria.

4.6.1 General Approach
This section describes the traffic noise evaluation methodology used in preparing this noise analysis.  The
approach to the evaluation of potential project noise impacts is consistent with Federal Highway
Administration (FHWA) �Highway Traffic Noise Policy and Guidance� issued June 12, 1995 and the
Caltrans Noise Abatement Protocol with Technical Noise Supplement approved in October, 1998.
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4.6.1.1 Noise Measurements
Measurement sites were selected that are representative of existing or future noise-sensitive uses that
could be affected by the proposed project.  The exact monitoring locations were determined in the field to
represent locations of human activity while minimizing the influence of extraneous noise sources.

Long-term (i.e., multi-hour) noise measurements were made using Metrosonics dB-308 Community
Noise Analyzers.  Short-term measurements (<1 hour) were made using a Brüel and Kjær Type 2231
Sound Level Meter (SLM).  The long-term noise analyzers were affixed to existing structures and the
SLM was tripod-mounted so that their microphones were approximately 1.5 meters (5 feet) above the
surrounding ground.  The microphones were equipped with windscreens.

Meteorological conditions (temperature, relative humidity, and wind) were measured in the field while
short-term noise measurements were being made.  In addition, where conditions provided a clear view of
traffic, traffic monitoring was conducted by simultaneously counting vehicles during the measurement
period.  The traffic speed was estimated visually and with a hand-held radar unit, and verified by driving
the route periodically before and after the measurements.  Traffic counts were made directionally for three
different vehicle classifications: light-duty autos and trucks, medium-duty trucks including buses, and
heavy-duty trucks.

4.6.1.2 Noise Prediction
The LEQV2 model was used for predicting existing and future peak-noise-hour levels for the proposed
project.  LEQV2, which is a personal-computer version of STAMINA 2.0, is based on the Federal
Highway Administration Noise Prediction Model (FHWA RD-77-108).  Information used in the model
included the California Reference Energy Mean Vehicle Noise Emission Levels (Report No.
FHWA/CA/TL-87/03), design year traffic conditions, and specific roadway/receptor geometry.  Guidance
provided by FHWA (1982, 1990, and 1995) and other studies (Bolt, et al. 1973) were used in this noise
assessment.  Noise levels were modeled at receiver locations that are used (or are planned to be used) by
the public for periods of one hour or longer.  A receiver is modeled to be 1.5 meters (5 feet) above the
ground.

The LEQV2 model uses the hourly traffic condition that results in the highest hourly noise level on a
regular basis.  The loudest traffic condition occurs when traffic is very heavy but remains free flowing.
Traffic congestion results in lower speeds that result in lower noise levels.  The traffic data used for this
analysis was derived from traffic studies prepared by Barton-Aschman Associates (2000) and Motor
Vehicle Traffic on State Highways prepared by Caltrans.  The speeds utilized for the noise model were for
unconstrained operation (i.e., vehicles moving at the speed limit) to reflect Level of Service (LOS) �C�.

4.6.2 Affected Environment

4.6.2.1 Description of Affected Land Uses
The proposed roadway projects have the potential to affect land uses adjacent to their alignments.  For
both projects these land uses include park, school and child care, playground, church, historical, and non-
commercial single and multi-family residential.  These land uses are discussed in greater detail in
subsection 5.1, Land Use, of this document and in the Draft LAX EIS/EIR.

4.6.2.2 Traffic Noise Model Calibration
Short-term noise measurements made along the proposed LAX Expressway and State Route 1
Improvements project were used to calibrate the LEQV2 model at a representative sample of selected
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noise measurement locations.  This was accomplished by comparing the actual measured noise levels
with computed noise levels.  The computed noise levels are modeled results obtained from traffic counts,
speed measurements, and other parameters recorded while noise levels were measured.  If differences of
two decibels or more were obtained between computed and measured noise levels a correction would
normally be applied to the computed future noise levels, assuming that the source/receiver conditions
would not change substantially with the project.  When source/receiver conditions would change
substantially (for example, if roadway geometry is substantially altered, as is the case for most of the
LAX Expressway project) calibration adjustments are generally not applicable to future conditions.

4.6.2.3 Calibration Factors
The LEQV2 model that was used in this study to predict future noise levels provides accurate modeled
noise data for straightforward highway/path/receptor geometries and relationships.  This performance is
evidenced by the small differences (generally in the zero to three dB range) between field-measured and
computer modeled noise levels representing the same traffic flow conditions at the modeled and measured
locations.  At these locations the existing roadway/receptor geometry is relatively straightforward.
Accordingly, the modeled noise receptors in these areas are in good agreement with the noise
measurements, and no calibration adjustments were used for these receptors.

4.6.2.4 Noise Measurements
Short-term noise measurements were made in the LAX Expressway and State Route 1 Improvements
project areas, while traffic conditions were simultaneously monitored at locations where traffic was
visible.  Two long-term and nine short-term noise measurements were conducted for the LAX
Expressway and State Route 1 Improvements project.  The measurements were made at representative
noise-sensitive receptor sites to describe the existing noise environment, adjust for peak-noise-hour, and
to provide model calibration information for more accurate modeling of existing and future traffic noise
levels.  The locations of these measurement sites are shown in Figure 4.6-1.

LAX Expressway Area Noise Levels.  Noise levels measured in this project area were also adjusted to
reflect baseline peak-noise-hour levels. The adjusted baseline peak-noise-hour sound levels varied from
56 dBA Leq to 76 dBA Leq and are also included in Table 4.6-1.

State Route 1 Area Noise Levels.  Measured noise levels were adjusted to reflect the 1996 baseline and
peak-noise-hour traffic conditions and are presented in Table 4.6-1.  The applied adjustment for year 2000
to 1996 was −0.3 dBA, representing an average traffic volume growth factor of 1.4 percent per year.  The
adjusted baseline peak-noise-hour sound levels for all project Alternatives varied from 51 dBA Leq to 60
dBA Leq.
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Table 4.6-2
Summary of Measured Leq Noise Levels, October 5-6, 2000

Site ID Location
NAC

Activity
Category

Date Time
Measured
Leq (dBA)

Measured
Leq Adjusted

for Peak-Noise-
Hour (dBA)

I-405 Expressway
RD30 St. Jerome School B 10/5/00 14:30-14:35 60 61
RD33 Ashwood Park B 10/5/00 14:55-15:05 74 75
RD36 7320 Piper B 10/5/00 15:42-15:52 59 61
RD37 Centinela Adobe B 10/6/00 14:55-15:05 76 78
State Route 1
RD23 Kittyhawk/Fleetwing B 10/5/00 12:50-13:00 65.1 65
RD24 6645 88th St. B 10/6/10 15:40-15:50 61.1 61
RD32 9110 Rayford Dr. B 10/5/00 11:45-11:55 66.1 66
RD34 Lincoln/La Tijera B 10/5/00 11:15-11:25 66.1 66
RD35 Emerson Adult Center B 10/5/00 12:15-12:25 64.1 64

1 – Ambient acoustic environment dominated by aircraft noise.

4.6.2.5 Existing Modeled Noise Levels
Using the methodology discussed in Section 4.6.4.2, the LEQV2 model was used to predict existing peak-
noise-hour levels at selected measurement locations.  This was done primarily to validate the noise model,
as discussed in Section 4.2.2.3 and 4.2.2.4.  As discussed above and shown in Table 4.6-2, peak-noise-
hour levels associated with the baseline condition do not approach or exceed the respective FHWA Noise
Abatement Criteria (NAC), for areas adjacent to the State Route 1 Improvements project.  Noise levels do
approach or exceed the respective FHWA Noise Abatement Criteria (NAC) for some areas adjacent to the
proposed LAX Expressway.

4.6.3 Identification of Noise Impacts
The Federal Highway Administration stipulates procedures and criteria for noise assessment studies that
comply with 23 CFR 772.  The regulations define noise impact and require that noise abatement measures
be considered on all major transportation projects if existing or projected noise levels approach or exceed
the NAC level for activities occurring on adjacent lands, or if the project will cause a substantial increase
in noise levels.  Thus, noise impact results if:

1. Predicted highest peak-noise-hour level is expected to approach or exceed FHWA NAC.  For
example, Caltrans policy in effect during development of this project defines a noise level of 66 dBA
as approaching the NAC of 67 dBA Leq for residences and other Category B land uses., or

2. The transportation improvements would increase ambient noise levels substantially.  Caltrans
considers a 12 dBA increase in ambient noise level to be a substantial increase.

4.7 WATERWAYS AND HYDROLOGIC SYSTEMS

The waterways and hydrology analysis addresses the potential for the proposed road improvement
projects to adversely affect the:
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•  potential for localized flooding; and

•  amount of surface recharge to groundwater.

4.7.1 General Approach
The analysis of hydrology considered potential changes in storm water runoff (i.e., drainage) resulting
from the alternatives for the two roadway improvement projects (LAX Expressway and State Route 1
Improvements project), as well as potential changes to groundwater recharge resulting from the
modification of the amount pervious surface within the study areas.  The analysis assumes that all
necessary right-of-way and property acquisitions have been completed.  Land not acquired is assumed to
remain in its existing use.  The amount of storm water runoff generated within the study areas was then
estimated for baseline conditions and for the two roadway improvement projects.  Average annual storm
water runoff volumes were estimated from average annual precipitation, land use areas, percent
imperviousness by land use, and runoff coefficients.

4.7.1.1 Drainage
The objective of the drainage analysis is to assess the potential that the two roadway projects will cause
localized flooding to occur when compared to baseline conditions.  This comparison is made indirectly,
using changes in impervious surface.  This method is appropriate since storm water runoff flow rates in
urban regions are a function of impervious area.

Impervious areas within the study areas for the two roadway projects were estimated using impervious
percentages based upon land use classifications.  For this analysis, impervious area was quantified in total
and no distinction was made for the areas draining to the Santa Monica Bay, the Centinela Creek
Channel, or the Dominguez Channel.  The LAX Expressway alternatives lie partially in the Santa Monica
Bay drainage area and partially in the Dominguez Channel drainage area.  The State Route 1
Improvements project alternatives lie entirely within the Santa Monica Bay drainage area. Using these
drainage areas and holding constant all parameters other than land use, a change in land use that would
produce a change in the amount of impervious area would result in a corresponding change in storm water
peak flow rates.

4.7.1.2 Recharge
Surface recharge occurs when precipitation or surface water runoff contacts pervious surfaces and
infiltrates through the subsurface to replenish groundwater in the underlying aquifers.  Potential impacts
to recharge are described qualitatively.

4.7.2 Affected Environment
The hydrology issues considered for this analysis include drainage and recharge.  Drainage is discussed as
it relates specifically to the management of the systems designed to convey storm water runoff to prevent
flooding.  The environmental setting with respect to drainage and the potential for flooding focus on the
characteristics of the storm water drainage system within the study areas and the potential impact of each
of the proposed roadway projects.  Recharge is discussed as it relates specifically to surface water that
infiltrates pervious surfaces and has the potential to recharge groundwater.

4.7.2.1 Drainage
Drainage and flood control structures and improvements in the County of Los Angeles are subject to
review and approval by the Los Angeles County Department of Public Works (LACDPW).  Storm drain
facilities and improvements in the City of Los Angeles are subject to review and approval by the City of
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Los Angeles Department of Public Works (LADPW), Bureau of Engineering.  Both agencies utilize
design standards to provide a specified level of protection against flooding for different types of land use.

Storm water discharges are regulated by both agencies through plan approvals and permits.  The
LACDPW and the LADPW both require project proponents to design storm water collection systems
using specifications and procedures set forth in their respective storm drain design manuals.  The project
plans and specifications are submitted to the appropriate jurisdictional agency for review and approval.
The agency review includes an evaluation of the effects of the project�s discharge volume on the agency�s
jurisdictional drainage system.  In cases where a proposed project would exceed the drainage system�s
capacity, methods for reducing impacts to the storm drain system are required, and can include
controlling peak and total discharge through storm water detention or increasing site perviousness.

Los Angeles County facilities include the Centinela Creek Channel, which discharges to Ballona Creek
and ultimately Santa Monica Bay, and the Dominguez Channel, which discharges to San Pedro Bay.  The
Argo Outfall, which discharges urban runoff offshore along the Dockweiler Beach segment of Santa
Monica Bay, is a City of Los Angeles (LAX) facility.

The amount of impervious area under baseline conditions was calculated as described in Section 4.7.1,
General Approach.  Using this methodology, for LAX Expressway alternatives approximately 388,590
square meters (4,182,500 square feet) of 469,820 square meters (5,056,800 square feet) within the study
area are impervious under baseline conditions, which is about 83 percent. For the State Route 1
improvements alternatives, approximately 401,270 square meters (4,319,400 square feet) of 403,880
square meters (4,347,500 square feet) within the study area are impervious under baseline conditions,
which is about 99 percent.

Average annual precipitation is about 12.20 inches based upon data from the Western Regional Climate
Center for station number 045114 (Los Angeles WSO Airport) for the period August 1944 through
July 2000. Tables 4.7-1 and 4.7-2 show the land use categories and associated areas, the imperviousness
percentage for land use categories, impervious area by land use category, and the runoff coefficient4 for
the baseline conditions for the two roadway projects.

                                                     
4 An estimate of the runoff coefficients were computed using a Federal Highway Administration method, where the runoff

coefficient = (0.007 × percent impervious surface) + 0.1.  This method was used in Methodology for Analysis of Pollutant
Loadings from Highway Storm Water Runoff prepared for the U.S. Department of Transportation, Federal Highway Administration
by Woodward Clyde Consultants, June 1987.  Publication No. FHWA/RD-87/086.
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Table 4.7-1
Land Use Categories and Areas, Percent Impervious, and Runoff Coefficients

LAX Expressway Baseline Conditions

Land Use Category Total
Area (m2)

Percent
Impervious2

Impervious
Area (m2)

Runoff
Coefficient

Open Space 0 35 0 0.35
Residential

Single Family 64,573 40 25,829 0.38
Multi-family 74,065 70 51,845 0.59

Community Facilities
Schools, Libraries, etc. 23,736 100 23,736 0.80
Cemeteries(a) 8,619 70 6,034 0.59
Churches 14,690 100 14,690 0.80

Business
Commercial 69,864 100 69,864 0.80
Industrial 62,315 100 62,315 0.80

Public Facilities
Centinela Channel, ROWs(a) 88,384 80 70,707 0.66
Streets/Roadway(b) 63,572 100 63,572 0.80

Total 469,818 388,592

(a) The percent impervious for this land use category is not included in the City of Los Angeles, Department of
Engineering Manual, Part G – Storm Drain Design Manual (1973). ROWs = Rights of Way

(b) The Streets/Roadway surface area was estimated as 20 percent of other land used excluding public facilities.
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Table 4.7-2
Land Use Categories and Areas, Percent Impervious, and Runoff Coefficients

State Route 1 Realignment Baseline Conditions

Land Use Category Total
Area (m2)

Percent
Impervious25

Impervious
Area (m2)

Runoff
Coefficient

Open Space 0 35 0 0.35
Residential

Single Family 3,568 40 1,427 0.38
Multi-family 1,570 70 1,099 0.59

Community Facilities
Schools, Libraries, etc. 1,200 100 1,200 0.80
Cemeteries(a) 0 70 0 0.59
Churches 0 100 0 0.80

Business
Commercial 63,848 100 63,848 0.80
Industrial 0 100 0 0.80

Public Facilities
Centinela Channel, ROWs(a) 0 80 0 0.66
Streets/Roadway(b) 333,697 100 333,697 0.80

Total 403,883 401,271

(a) The percent impervious for this land use category is not included in the City of Los Angeles, Department of
Engineering Manual, Part G – Storm Drain Design Manual (1973). ROWs = Rights of Way.

(b) The Streets/Roadway surface area was estimated based upon streets considered within the project
boundary for the State Route 1 project.

4.7.2.2 Recharge
Whether or not surface water infiltrates the pervious surface to recharge or continues to runoff depends on
a number of conditions, including soil type, antecedent soil moisture conditions, and the amount of
vegetative cover.  Once in the soil, the infiltrating water is either taken up by evapotranspiration6 or it
continues to percolate through the soil and to recharge groundwater.  Changes to the amount of pervious
surface on a property can affect the quantity of surface recharge.  Substantial reductions in the amount of
surface recharge could lower the water table, reduce the volume of groundwater in storage, and
potentially expose aquifers to seawater intrusion.

Groundwater occurs in several aquifers beneath the study areas for the two roadway projects, within what
is known as the West Coast Groundwater Basin.  The West Coast Groundwater Basin extends south from
the Ballona escarpment and Baldwin Hills to the boundary between Los Angeles and Orange Counties,
and extends west from the Newport Inglewood Uplift/Fault to Santa Monica Bay.  Designated beneficial
uses for the West Coast Groundwater Basin include agricultural supply, municipal and domestic supply,
industrial process supply, and industrial service supply.7  A small portion of the study area for

                                                     
5 City of Los Angeles Department of Public Works, Bureau of Engineering Manual, Part G – Storm Drain Design Manual, Figure G

241.3 revised 1973.
6 Evapotranspiration is defined as the combination of evaporation and transpiration processes.  Transpiration is the process by

which water in the soil is taken by the roots of plants and evaporated through the leaves the plants.
7 California Regional Water Quality Control Board, Los Angeles Region 4, Water Quality Control Plan, Los Angeles Region - Basin

Plan for the Coastal Water sheds of Los Angeles and Ventura Counties, June 13, 1994.
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Alternative 3 for the LAX Expressway lies over the Santa Monica Groundwater Basin, which has the
same beneficial uses as the West Coast Groundwater Basin.

4.8 WATER QUALITY

The water quality analysis addresses the potential for the proposed roadway improvement projects to
adversely affect the beneficial uses of surface waters due to the quality of storm water and urban runoff.

4.8.1 General Approach
The water quality analysis compares the estimated storm water runoff pollutant loads under the
alternatives for the two roadway improvement projects to storm water runoff pollutant loads under
baseline conditions.  The baseline analysis estimates the existing pollutant load for the existing land uses.
The average annual storm water runoff generated and the associated pollutant loads within the study areas
were then estimated for the two roadway improvement projects.  The analysis assumes that all necessary
right-of-way and property acquisitions have been completed, and that land not acquired remains in its
existing use.

Estimating the mass of pollutant load discharged to a receiving water requires knowledge of storm water
runoff volume, discharge location, and pollutant load sources for a given area (i.e., land use).  Pollutant
loads are commonly estimated on an average annual basis using pollutant concentration data from other
published storm water investigations.  The United States Environmental Protection Agency�s (USEPA)
National Urban Runoff Program�s (NURP) Final Report presents the results of an extensive storm water
runoff sampling and analysis program that consisted of collecting samples from more than 2,300 separate
storm events.8  In part, the NURP report concluded that pollutant concentrations in urban runoff could be
characterized as a function of land use using Event Mean Concentrations (EMCs).9  Several
municipalities that have participated in an extensive storm water monitoring program to support their
respective storm water quality management programs have collected local data.  EMCs based upon local
cumulative data from the storm seasons for the years 1994 through 2000 are presented in Table 4.8-1.

The pollutants assessed in this analysis are those pollutants typically associated with storm water runoff
from highways, and which are also identified as pollutants causing impairment of the designated
beneficial uses of Santa Monica Bay, Ballona Creek, and the Dominguez Channel.  Some of the
pollutants causing impairments in these receiving waters, which are also pollutants typically found in
highway storm water runoff, are total suspended solids (sediment), phosphorus, nitrogen, copper, lead,
zinc, oil and grease, pathogens (coliform), and trash.  Estimated pollutant loads discharged to receiving
water bodies are calculated by multiplying the EMC for a pollutant and average annual runoff.  Average
annual runoff volumes are estimated from average annual precipitation, area by land use category, percent
imperviousness by land use, and runoff coefficients.

                                                     
8 United States Environmental Protection Agency, Water Planning Division, Final Report on the National Urban Runoff Program,

December 1983.
9 An EMC represents the average load of a particular pollutant for a storm event.  It does not consider fluctuations of loads within a

storm event.
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Table 4.8-1
Cumulative Event Mean Concentrations (EMCs), 1994 – 2000 Storm Seasons10

Pollutant Unit

Open
Space

(Vacant)

Single
Family

Residential

Multi-
Family

Residential
Playgrounds,

Schools Commercial
Light

Industrial
Roadways

(Transportation)
Total Suspended Solids (TSS) mg/l 164.68 104.65 46.35 103.02 67.4 229.37 75.35
Oil and Grease mg/l -- 1.36 -- -- 3.65 1.87 3.19
Total Phosphorus mg/l 0.11 0.39 0.19 0.31 0.41 0.44 0.44
Total Kjeldahl Nitrogen mg/l 0.81 2.80 1.86 1.62 3.37 3.07 1.81
Total Copper µg/l 9.12 15.3 12.23 21.49 34.77 31.04 51.86
Total Zinc µg/l 38.81 80.35 134.88 123.69 238.53 565.6 279.45
Total Lead µg/l -- 9.59 5.13 4.53 11.53 14.87 9.08
Total Cadmium µg/l -- -- -- -- 0.71 -- 1.05
Total Nickel µg/l -- -- -- 4.65 6.71 8.92 5.76
Total Coliform MPN/100ml 21,288 1,395,391 -- -- 1,733,009 508,710 806,940
Trash and Debris Land-use specific monitoring beginning during the 2000-2001 storm season.

Note: An EMC may not be provided because (1) there is not enough data above the detection limit for a pollutant to be able to calculate a
statistically meaningful EMC, or (2) there is no data available.

                                                     
10 Environmental Programs Division, Los Angeles County Department of Public Works, 900 S. Fremont Avenue, Alhambra, CA 91803-1331.  Data obtained October 2000 from

http://dpw.co.la.ca.us/epd/wq/9400_wq_tbl/Table_4-9.pdf.
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4.8.2 Affected Environment
Water quality is discussed as it relates to the contribution of pollutants to surface waters via storm water
and urban runoff and the effect of those pollutants on the beneficial uses of receiving waters.

4.8.2.1 Receiving Waters
Santa Monica Bay.  Santa Monica Bay is an open embayment with a designated surface area of
approximately 689 square kilometers (266 square miles) and is the receiving water body for surface water
drainage from approximately 1,072 square kilometers (414 square miles) of land.  The existing beneficial
uses of Santa Monica Bay (Nearshore and Offshore Zones) are: industrial service supply; navigation;
water contact recreation; non-contact water recreation; commercial and sport fishing; marine habitat;
wildlife habitat; preservation of biological habitats; rare, threatened, or endangered species; migration of
aquatic organisms; spawning, reproduction, and/or early development of fish; and shellfish harvesting.

The Santa Monica Bay Nearshore and Offshore Zones have been designated as impaired by mercury,
cadmium, copper, lead, nickel, silver, zinc, chlordane, DDT, PCBs.  Dockweiler Beach (the segment of
beach along Santa Monica Bay that is in the vicinity of the Argo Drain, which receives storm water runoff
from State Route 1) has been designated as impaired by coliform.  The Santa Monica Bay�s biological
community has been identified as being imbalanced, severely stressed, or known to contain toxic
substances in concentrations that are hazardous to human health.11

Ballona Creek and Centinela Creek Channel.  Ballona Creek is a concrete channel extending to the
Ballona Creek Estuary.  Ballona Creek receives storm water and urban runoff from a complex network of
underground storm drains and channels that extend east as far as Beverly Hills and West Hollywood and
ultimately draining an area of 337 square kilometers (130 square miles).12  Existing beneficial uses of
Ballona Creek are non-contact recreation and wildlife habitat.  Potential beneficial uses of Ballona Creek
are contact recreation (access currently prohibited by LACDPW) and warm freshwater habitat. Ballona
Creek Estuary has been designated as impaired by coliform, lead, zinc, PCBs, DDT, chlordane, and
sediment toxicity.  Ballona Creek has been designated as impaired by trash, arsenic, cadmium, copper,
lead, silver, TBT, PCBs, DDT, ChemA, chlordane, dieldrin, and sediment toxicity.  Centinela Creek
Channel is a concrete-lined channel that is a tributary to Ballona Creek.  It originates east of the I-405
Freeway near the intersection of La Cienga Boulevard and Thornburn Street and flows northwest and then
southwest discharging into Ballona Creek.

Dominguez Channel.  The Dominguez Channel delivers surface water from approximately 187 square
kilometers (72 square miles) of urban area within Los Angeles.  The channel extends from central Los
Angeles, approximately two miles east of LAX, to Los Angeles Harbor, an embayment of San Pedro Bay.
The Dominguez Channel Watershed is located entirely within Los Angeles County and is bordered to the
north and west by the Santa Monica Bay Watershed, to the east by the Los Angeles River Watershed, and
to the south by the Los Angeles/Long Beach Harbor.  The Dominguez Channel is a concrete-lined
channel that drains surface waters from the watershed into the Los Angeles Harbor and is the only major
surface water feature within the watershed.  The Dominguez Channel is considered an Inland Surface
Water Body.  Its existing beneficial uses are non-contact recreation and rare, threatened, or endangered
species.  Potential beneficial uses of the Dominguez Channel are contact recreation (access currently
prohibited by LACDPW), warm freshwater habitat, and wildlife habitat.  The Dominguez Channel has

                                                     
11 Santa Monica Bay Restoration Project, Characterization Study of the Santa Monica Bay Restoration Plan – State of the Bay

1993, January 1994.
12 Water Quality Control Plan, Los Angeles Region:  Basin Plan for the Coastal Watershed of Los Angeles and Ventura Counties.

California Regional Water Quality Control Board, Los Angeles Region.  June 1994.
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been listed as impaired by ChemA, chlordane, DDT, PCBs, aldrin, dieldrin, PAHs, copper, lead,
chromium, zinc, ammonia, and coliform.

4.8.2.2 Regulatory Programs Concerning Water Resources
Water Quality Control Plan.  The Los Angeles Regional Water Quality Control Board (RWQCB) has
jurisdiction over water quality within the region of the two proposed roadway projects.  The RWQCB
developed the Water Quality Control Plan (Basin Plan) for the Los Angeles Region13, which guides
conservation and enhancement of water resources and establishes beneficial uses for inland surface
waters, tidal prisms, harbors, and groundwater basins within the region.  Beneficial uses are designated so
that water quality objectives can be established and programs that enhance or maintain water quality can
be implemented.  The Basin Plan also incorporates State Water Resources Control Board (SWRCB)
statewide Water Quality Control Plans.  There are two applicable statewide plans�the California Ocean
Plan and the California Toxics Rule (CTR).  Like the Basin Plan, the California Ocean Plan was created
to establish beneficial uses and associated water quality objectives for California�s ocean waters and to
provide a basis for regulation of wastes discharged to coastal waters by point and non-point source
discharges.  The CTR applies to enclosed bays, estuaries, and inland surface waters (e.g., Dominguez
Channel and Ballona Creek).  The CTR establishes numeric ambient water quality criteria for priority
toxic pollutants.  The numeric water quality criteria established by the CTR will be used to derive water
quality-based effluent limitations in National Pollutant Discharge Elimination System (NPDES) permits.
However, at this time it is unclear how the CTR will be reflected in NPDES permits for municipal
separate storm sewer systems (MS4s) or for California�s general permits for storm water discharges from
industrial and construction activities.

National Pollutant Discharge Elimination System Program.  The CWA prohibits the discharge of
pollutants to waters of the United States from any point source unless the discharge is in compliance with
a NPDES permit.  In accordance with the CWA, the USEPA promulgated regulations for permitting
storm water discharges by municipal and industrial facilities and construction activities through the
NPDES program.  The municipal storm water NPDES program generally applies to urban areas with a
population greater than 100,000 (after March 2003, urban areas with population greater than 10,000 and a
population density of at least 1,000 per 2.6 square kilometers(1 square mile)) while the industrial program
applies to specific types of industry [as defined by Standard Industrial Classification (SIC) code],
including airports.  The NPDES program for construction applies to activities that disturb an area of 2.0
hectares (5.0 acres) or more.  In March 2003, the area criteria for construction activity will be reduced
from 2.0 hectares (5.0 acres) or more to 0.4 hectares (1.0 acre) or more.

Area-wide Municipal Storm Water NPDES Permit
In accordance with the CWA, an NPDES permit is required for certain municipal separate storm sewer
discharges to surface waters.  The two proposed roadway projects are within the area covered by NPDES
Permit No. CAS614001 issued by the RWQCB on July 15, 1996.  The permit is a joint permit, with the
County of Los Angeles as the �Principal Permittee� and 85 incorporated cities within the County of Los
Angeles, including the City of Los Angeles, as �Permittees.�  The objective of the permit, and the
associated storm water management program, is to effectively prohibit non-storm water discharges and to
reduce pollutants in urban storm water discharges to the �maximum extent practicable� in order to attain
water quality objectives and to protect the beneficial uses of receiving waters.  This area-wide municipal
storm water permit expires July 30, 2001 and a renewal process will be initiated in February 2001.

                                                     
13 California Regional Water Quality Control Board, Los Angeles Region 4, Water Quality Control Plan, Los Angeles Region - Basin

Plan for the Coastal Watersheds of Los Angeles and Ventura Counties, June 13, 1994.
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As part of the municipal storm water program, the RWQCB adopted the Standard Urban Storm Water
Mitigation Plan (SUSMP) to address storm water pollution from new development and redevelopment
projects.  The SUSMP is a model guidance document for use by Permittees in the review and approval of
project plans to ensure that project proponents have adequately incorporated post-construction Best
Management Practices (BMPs) to manage the quality of storm water and urban runoff.  Generally, three
types of BMPs are described in the SUSMP, including source control, structural, and treatment control.14

The SUSMP also specifies numeric standards for the design of structural and treatment control BMPs for
infiltration and/or treatment of storm water runoff.  Currently, the SUSMP applies to roadways to the
extent that roadways are part of a discretionary development or redevelopment project.  However, the
regulatory trend indicates that SUSMP requirements will be expanded to be applicable to roadways and
streets irrespective of the connection to development or redevelopment project.15

NPDES - Construction Permit
The SWRCB issued a statewide NPDES general permit for storm water discharges associated with
construction activities (Construction Storm Water Permit), in accordance with federal storm water
regulations.  Project proponents planning construction activities that disturb an area greater than 2.0
hectares (5.0 acres) are required to file a Notice of Intent (NOI) to comply with the requirements of the
Construction Storm Water Permit.  After a NOI has been submitted, the discharger is authorized by the
SWRCB to discharge storm water under the terms and conditions of the Construction Storm Water
Permit.  The major provisions of the Construction Storm Water Permit are the minimization or
elimination of non-storm water discharges to the storm drain system, implementation of BMPs to control
construction materials and wastes, erosion, and sediment, and monitoring to assure the maintenance and
adequacy of the BMPs that are being implemented.  As indicated previously, in March 2003, these permit
requirements will extend to construction activities that disturb an area equal to or greater than 0.4 hectares
(1.0 acre).

NPDES – State of California, Department of Transportation (Caltrans) Statewide Permit
In July 1999, the SWRCB adopted Order No. 99-06-DWQ (NPDES No. CAS000003), which is a
statewide NPDES permit for storm water discharges from Caltrans properties, facilities, and activities
(Caltrans Statewide Permit).  The Caltrans Statewide Permit prohibits the discharge of non-storm water
flows to the Caltrans storm drain system, with provision for �exempted discharges� and �conditionally
exempted discharges.�  The Caltrans Statewide Permit requires implementation of a statewide Storm
Water Management Plan (SWMP) that addresses Caltrans maintenance activities, project planning and
design, and construction activities, along with other topics.  Another provision of the Caltrans Statewide
Permit requires regional coordination with other MS4 operators.

Total Maximum Daily Load Program.  Under Section 303(d) of the CWA, states are required to
identify the water bodies that do not meet water quality objectives necessary to support designated
beneficial uses.  This list of impaired water bodies is often referred to as the �303(d) list.�  For these
impaired water bodies, states are required to develop total maximum daily loads (TMDLs).  TMDLs are
                                                     
14 As defined in the SUSMP: “Source control BMP” means any schedules of activities, prohibition of practices, maintenance

procedures, managerial practices or operational practices that aim to prevent storm water pollution by reducing the potential for
contamination at the source of pollution.  “Structural BMP” means any structural facility designed and constructed to mitigate the
adverse impacts of storm water and urban runoff pollution (e.g. canopy, structural enclosure).  The category may include both
source control and treatment BMPs.  “Treatment control BMP” means any engineered system designed to remove pollutants by
simple gravity setting of particulate pollutants, filtration, biological uptake, media adsorption or any other physical, biological, or
chemical process.

15 San Diego Regional Water Quality Control Board Tentative Order No. 2001-01 (NPDES No. CA0108758) for the Municipal
Separate Storm Sewer Systems Draining the Watersheds of the County of San Diego dated October 11, 2000.  This Tentative
Order provides that “Streets, roads, highways, and freeways” will be subject to a Standard Urban Storm Water Mitigation Plan
requiring structural treatment best management practices.
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the sum of the individual pollutant load allocations for point sources, nonpoint sources, and natural
background conditions, with an appropriate margin of safety for a designated water body.  The TMDLs
are established based on a quantitative assessment of water quality problems, the contributing sources,
and load reductions or control actions needed to restore and protect an individual water body.16

In conformance with a Consent Decree, the Los Angeles RWQCB has a 13-year schedule for
development and implementation of TMDLs for the region.  The schedule for development of TMDLs for
the receiving waters potentially impacted by the two proposed roadway projects is presented in
Table 4.8-2.

Table 4.8-2.
Consent Decree Schedule for Development of TMDLs

Year for TMDL Completion

Pollutant

Santa Monica Bay
Nearshore and
Offshore Zone

Ballona Creek
and Estuary Dockweiler Beach

Dominguez
Channel

Ammonia -- -- -- 2007/08
Coliform -- 2003/04 2001/02 2001/02
Sediment toxicity 2009/10 2003/04 -- --
Trash & debris 2009/10 2000/01 -- --

Metals
Cadmium 2003/04 2002/03 -- --
Chromium -- -- -- 2006/07
Copper, lead, zinc 2003/04 2002/03 -- 2006/07
Mercury 2003/04 -- -- --
Silver, nickel 2003/04 2002/03 -- --

Pesticides
aldrin -- -- -- 2007/08
chlordane 2005/06 2003/04 -- 2007/08
ChemA, dieldrin -- 2003/04 -- 2007/08

Other
DDT, PCBs 2009/10 2003/04 -- 2007/08
PAHs -- -- -- 2007/08
TBT -- 2009/10 -- --

4.9 WETLANDS AND WATERS OF THE UNITED STATES

Wetlands and waters of the United States are protected pursuant to Section 404 of the Clean Water Act
and Executive Order 11990. The Coastal Zone Management Act and California Coastal Act also include
provisions for the protection of wetlands within the coastal zone. The characterization of wetland

                                                     
16 United States Environmental Protection Agency, Total Maximum Daily Load Fact Sheet, Available:

www.epa.gov/region09/water/tmdl/fact.html [4/24/00]
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resources within the study area is based on a review of the historic topographic maps, historic aerial
photographs, flood hazard maps, published soil surveys, and the National Wetlands Inventory (NMI).

The nearest potential wetland resource is situated within the LAX airfield operations areas.  A total of 0.5
hectare (1.3 acres) were identified that met the United States Army Corps of Engineers (USACOE)
criteria for wetland hydrology. Fifty-one (51) sites (ephemerally wetted areas) within the 0.5 hectare (1.3
acres) site were ultimately identified and monitored. Seventeen (17) of these sites satisfied the hydrology
criteria for wetlands in that they were ponded for at least seven days. Neither roadway project would
affect this 0.5, hectare (1.3 acre) site.

4.10 WILDLIFE, FISHERIES AND VEGETATION

This analysis focuses on biotic communities and addresses the potential for the LAX Expressway and the
State Route 1 Improvements project and their respective alternatives to affect existing biotic communities.
Biotic communities are regional assemblages of vegetation (flora) characterized by the presence of certain
dominant species, which are associated with characteristic wildlife species (fauna).

4.10.1 General Approach
URS conducted a search of existing ecologically sensitive areas within the vicinity of the proposed
roadway improvement projects based on the methodology used for the Master Plan.  Information was
obtained through the United States Fish and Wildlife Service (FWS), Sapphos Environmental, Inc. and
URS Corporation biologists. A search of existing Habitat Conservation Plans and National Communities
Conservation Plans specific to the project area was performed as well to determine the existence of state-
designated sensitive habitats, ESHAs and habitat preservation areas.  In preparing the proposed Draft
LAX EIS/EIR, a series of surveys were conducted by Sapphos Environmental, Inc. in 1995, 1996, 1997
and 1998 to determine biotic community diversity, the presence and/or absence of over-wintering birds
and other biological species within the Master Plan boundaries.  This study for the LAX Expressway
portion of the project lies within the same geographic region as the Master Plan survey area.

For the roadway improvement analysis, the study area and plan boundaries encompass the land parcels
potentially affected by the proposed right-of-way for the LAX Expressway and State Route 1
Improvements project.  On October 6, 2000, URS biologist conducted a field visit of the LAX
Expressway study area to verify current land use and identify any native vegetation communities that may
potentially serve as foraging and nesting habitat for migratory birds or other biological species of concern.
The survey was conducted consistent with FHWA survey protocols and guidelines. Upon completing the
site visit, a determination was made as to whether to apply the Habitat Evaluation Procedure (HEP) for
the newly identified biotic communities.  The HEP is a method of quantifying habitats using the product
of the suitability of the habitat for species in the area as dependent on the extent of the habitat.  The HEP
analysis prepared for the Master Plan, used a matrix of Valley Needlegrass Grassland combined with
associated vernal pools as the target (highest valued) biotic community.  This target biotic community
served as a point of comparison for other potentially valuable habitat communities.  For purposes of this
roadway improvement analysis, it is reasonably assumed that this same target biotic community would
apply for both roadway improvement projects.  According to the HEP analysis prepared for the airport
Master Plan area boundary, landscaped and developed community types equate to a Habitat Value of 0.15
or less.  A discussion of noxious weeds is also provided. �Noxious weeds� are considered to be known
invasive plants as defined by the State of California and the County of Los Angeles.
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4.10.2 Affected Environment
This section describes the presence of biotic communities within the LAX Expressway and State Route 1
Improvements project study areas.

4.10.2.1 LAX Expressway
The LAX Expressway study area consists primarily of horticultural landscape, hardscape and ruderal
grassland and weeds including species listed as noxious weeds including Black Mustard, Russian Thistle,
Bermuda Grass, and Iceplant.

4.10.2.2 State Route 1
The State Route 1 study area consists of approximately 0.4 hectare (1 acre) of ruderal grasses and weeds
near the proposed Westchester Parkway/Lincoln Avenue interchange and along the north side of
Westchester Parkway, including species listed as noxious weeds including Black Mustard, Russian
Thistle, Bermuda Grass, and Iceplant.

4.11 FLOODPLAINS

Review of the most current Federal Emergency Management Agency (FEMA) Flood Insurance Rate Map
for the LAX area (February 4, 1987) indicates that the limits of the LAX Expressway and the State Route
1 Improvements project are located in Zone C, a zone generally considered subject to �minimal flooding.�
For additional information refer to Draft LAX EIS/EIR Section 4.13 and Supplemental Report No. 5.  No
additional analysis is necessary.

4.12 WILD AND SCENIC RIVERS

Based on a review of the National Wild and Scenic Rivers Map the nearest designated wild and scenic
river is 92.6 kilometers (50 miles) north of the project sites. Accordingly, there are no wild or scenic
rivers or natural landmarks within the proposed right-of-way (ROW) for the proposed LAX Expressway
and State Route 1 Improvements project alternatives. No additional analysis is necessary.

4.13 COASTAL BARRIERS/COASTAL ZONE

Coastal barriers are delineated by the federal Coastal Barriers Resources Act of 1982 and coastal zones
are defined by the federal Coastal Zone Management Act (CZMA) of 1972. The federal Coastal Barriers
Resources Act of 1982 prohibits, with some exceptions, federal financial assistance for development
within the Coastal Barrier Resources System, which consists of undeveloped coastal barriers along the
Atlantic and Gulf coasts only.  As defined by the act, there are no coastal barriers along the Pacific Coast
and, therefore, is dismissed in this analysis.

The California Coastal Act of 1976 grants authority to the California Coastal Commission to regulate
development and related resource depleting activities in a defined coastal zone boundary. This boundary
extends 310.0 meters (1,000.0 feet) from the mean high tide line in developed areas. The coastal zone
boundary in the vicinity of Los Angeles International Airport extends inland to the easterly (inland) right-
of-way of Pershing Drive. The boundary runs south to the southern edge of the Imperial Highway right-
of-way, where it turns west to Vista del Mar. Figure 14.1-1 of the Draft LAX EIS/EIR shows the location
of the Coastal Zone in the vicinity of the airport.
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4.14 THREATENED AND ENDANGERED SPECIES

The evaluation of endangered and threatened species addresses the potential for the proposed roadway
projects LAX Expressway and State Route 1 Improvements project to impact federal and state protected
plant and animal species.   Sensitive plant and animal species, as defined by the U.S. Fish and Wildlife
Service (USFWS), the California Department of Fish and Game (CDFG) are afforded protection under
the federal and state Endangered Species Act.  Sensitive species are also governed under the Migratory
Bird Treaty Act, the Coastal Zone Management Act and local Habitat Conservation Plans or Natural
Communities Conservation Plans.

The current land use within the immediate vicinity of the LAX Expressway project area is mixed residential,
commercial, multi-lane freeway, horticultural landscape, and disturbed ruderal grasses and weeds.  The
State Route 1 improvements study area consists of approximately 0.4 hectare (1 acre) of ruderal grasses and
weeds near the proposed Westchester Parkway/Lincoln Avenue interchange and along the north side of
Westchester Parkway.  Given the type of development that exists within and around the study areas, no
species focused floral or faunal surveys were conducted for this report.  However, on October 6, 2000, URS
conducted a field verification of the proposed project areas.   The LAX Expressway study area contains
minimal biotic resource value.  The State Route 1 improvements would require the development of vacant
lots that have the potential to be foraging and nesting habitat for burrowing owl and foraging habitat for
resident red-tailed hawks and other migratory raptors.  However, none of the observed vacant lots by
themselves are considered of adequate size to support breeding and foraging habitat.

4.15 CULTURAL RESOURCES

This analysis addresses the potential for the proposed new roadway projects, the LAX Expressway and
State Route 1 Improvements project, to result in adverse impacts on known cultural resources, including
historic and archaeological resources.  This section builds upon previous research undertaken for the
Draft LAX EIS/EIR and in preparation of the Supplemental Section 106 evaluation conducted in
December 2000. This supplemental evaluation will be available as part of the reference library at Los
Angeles World Airport. The LAX Expressway and State Route 1 Improvements project are integral
project elements of the LAX Master Plan.  In June 2000, a Section 106 Report was prepared by PCR
Services Corporation which identified an Area of Potential Effects (APE) for the LAX Master Plan study
area that included portions of the LAX Expressway and all of the State Route 1 improvements study area.
The report was prepared in accordance with the requirements of Section 106 of the National Historic
Preservation Act of 1966 (NHPA) and FAA’s Order 5050.4A, Airport Environmental Handbook.  It
reported the findings of surveys performed to identify historical properties and archaeological sites within
the APE.  According to more detailed plans of the LAX Expressway developed for a PSR, a modified
APE was determined with the assistance of the FHWA and Caltrans District 7 Cultural Studies staff and
subsequently evaluated in the Supplemental 106 Report.  The Supplemental Section 106 Report identifies
those properties within the newly defined APE that are eligible and non-eligible for listing under 36 CFR
800. A summary of the conclusions reached in the Supplemental Section 106 (December 2000) for
historic properties and a summary of the conclusions reached in the initial Section 106 Report (June 2000)
for archaeological resources are presented in Section 5.15.

4.15.1 General Approach
In determining the potential effects resulting from the proposed new roadway improvement projects an
Area of Potential Effects (APE) - defined as “the geographic area or areas within which an undertaking
(project) may directly or indirectly cause change in the character or use of historic properties, if any such
properties exist.” (Advisory Council Regulations, 36 CFR 800: Protection of Historic Properties) – was
identified which included land encompassing the LAX Master Plan alternatives.   The APE was originally



Supplemental Environmental Evaluation for
LAX Expressway and State Route 1 Improvements

D:\Adobe\Reader\Acrobat\plug_ins\OpenAll\Transform\temp\Report final draft.doc  December 13, 2000      56

determined in the Section 106 Report prepared by PCR Services Corporation (June 2000) and augmented
to include the entire study area for the LAX Expressway alternatives 2 and 3.  All areas that involve the
disturbance of surface and subsurface soils are considered a part of the APE for both projects. In addition,
due to the potential for other cultural resources above ground to be indirectly impacted, the APE in the
Draft LAX EIS/EIR has been expanded and modified. Figure 4.15-1 depicts the new historic resources
study area.

Project research methods to determine the existence of historic architectural and archaeological resources
included archival research, pedestrian field investigations, architectural reconnaissance-level survey, and
consultation with the Native American Heritage Commission.  A records search was conducted in May
1995 by the South Central Coastal Information Center (SCCIC) to identify previously surveyed areas or
recorded historic architectural and archaeological resources within the original APE.  Updated searches
were conducted in August 1997 and May 2000.  These searches included a review of relevant site records,
reports, vintage maps, the National Register of Historic Places, the California Historical Resources
Inventory database, the City of Los Angeles� Historic-Cultural Monuments listing, completed site
records, and survey reports.  The complete records of that search are contained in the Appendices of
Appendix I of the Draft LAX EIS/EIR.

Additional field survey, research, and evaluations were conducted by PCR Services Corporation (PCR) in
October 2000 to account for the entire LAX Expressway project area.  Several types and degrees of pre-
and post-field research were conducted as part of this study, including a windshield survey, building
permit reviews, tax assessor research, interviews, Sanborn map research, and literature search.
Windshield surveys and site specific research within the Supplemental APE were conducted through field
visits.

4.15.2 Affected Environment
The Supplemental Section 106 Report provides a description of the historic context in which potentially
significant historic properties are characterized. The residential areas in the APE are characteristic of
large tracts of housing.  Both commercial and industrial properties are utilitarian in appearance within the
APE.

Historic Resources
Four historic properties were identified within 0.5 miles of the roadway alignment project areas.  Figure
4.15-2 depicts the location of these sites.  Two of  the sites were identified in the December 2000
Supplemental Section 106 Report as the Centinela Adobe and Randy�s Donut; and the other two were
identified in the June 2000 Section 106 Report for the Draft LAX EIS/EIR as the  airport Theme Building
and the Merle Norman Headquarters Complex.  The latter two resources are located outside the APE
determined for the Supplemental Section 106 Report (Figure 4.15-3).

The Centinela Adobe or Centinela Ranch House (Ygnacio Machado Adobe), was once Rancho Aguaje de
la Centinela and was granted to Ygnacio Machado by Governor Manuel Micheltorens in 1844.  The
existing property supports a parking lot and three separate structures.  The adobe house itself is single
story made of adobe with a wood shingle roof, fireplace, and deep window reveals.  It is evident that
rooms were added onto the original adobe structure in the early 1860�s.  The Centinela Adobe was placed
on the National Register of Historic Places in 1974 (NR No. 19750402).

The Donut Shop, Randy�s Donut, is located at the northwest corner of Manchester Boulevard and La
Cienega Boulevard and was built in 1953 by Robert Graham.  It is a small structure with a giant doughnut
on top.  The structure is characteristic of the early 1950�s Modern fast-food era in its representation of
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mid-20th century Programmatic/Mimetic architecture, where the sign is the design and attraction and the
building below serves merely as the base.  It can be considered an expression of folk art to depict the
lifestyles and architectural freedom typically found in Los Angeles.  Because of this structures
architectural style, it appears eligible for listing in the National Register of Historic Places at the local
level of significance.

The Theme Building was previously determined eligible for listing in the National Register of Historic
Places.  For its unique architecture, which has become symbolic not only of the airport but of the whole
city, the Theme Building satisfies National Register Criteria Consideration G for exceptional significance
in a building less than 50 years old.  The Theme Building is also eligible for listing in the California
Register for architectural merit under Criterion 3.  Constructed in 1961-62, the Theme Building was the
center piece of the large expansion of LAX which concerted it into a �jet-age airport.�  The arresting
design of parabolic arches with a flying saucer restaurant suspended between them was conceived by joint
venture architects William L. Peirera, Charles Luckman, Welton Becket, and Paul R. Williams.  The
Theme Building was designated by the City of Los Angeles Historic-Cultural Monument #570 in 1992.

The Merle Norman Headquarters Complex is eligible for the National Register under Criterion C for its
distinctive architectural style and design utilized in an industrial building.  The property also appears
eligible for the California Register and for listing as a City of Los Angeles Historic-Cultural Monument.
This group of industrial buildings on South Bellanca Avenue near the Los Angeles International Airport
includes the main headquarters building and the shipping and receiving facility.  The Merle Norman
Headquarters Complex, designed by local architects Arthur Freeman and Arthur Froehlich (Froehlich was
also the architect of the Paradise Theatre in Westchester) and built in 1950-51, reflects the company�s
attention to design the economic success of their cosmetic manufacturing company and an awareness of
the expectations of their clientele.

Other properties were identified but lacked insufficient integrity to qualify for federal National Register
eligibility.  Classification of eligible resources is summarized and represented in Table 4.15-1.

Table 4.15-1
Properties Potentially Affected (Directly or Indirectly) by Roadway Improvement Projects

Figure Potentially Affected Properties NR CR/LAHCM/OTHER
1 Centinela Adobe, Los Angeles Listed Listed
2 Randy’s Donut, Inglewood Eligible Eligible
3 Theme Building, Los Angeles Eligible Eligible
4 Merle Norman Headquarters Complex,

Los Angeles Eligible Eligible

NR – National Register of Historic Places
CR – California Register of Historic Places
LAHCB – Los Angeles Historic-Cultural Monument
OTHER – Local Landmark Potential (City of Inglewood)

Archaeological Resources
There have been numerous reconnaissance and excavation project related studies completed in the LAX
area; however, none of those listed in the South Central Coastal Information Center records search letter
are located within or near the Supplemental APE.   In the June 2000 Section 106 Report prepared by PCR
Services Corporation, a review of previously recorded archaeological sites was conducted that revealed
32 sites within approximately 3.0 kilometers (1.9 miles) from the center of the airport, four of which are
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located on airport property.  All four sites are prehistoric (Draft LAX EIS/EIR, Section 4.9).  The precise
location of these sites and the supplemental Site Recording Forms are not subject to public disclosure
pursuant to Title III, Section 304 of the NHPA, as amended, to prevent harm and unauthorized
disturbance of the sites.  A review of the records search data indicates that no known prehistoric or
historic archaeological sites, including cultural resources exist within the Supplemental APE. Upon
concluding a pedestrian survey of the APE in October 2000, no archaeological resources were identified.
The majority of the LAX Expressway alignment has been extensively disturbed due to the construction of
the I-405 freeway, adjacent roadways, and properties.  However, because there have been no formal
surveys conducted of the project area, and with the project�s proximity to the Centinela Adobe, the
Supplemental APE appears to have a �mid to high� sensitivity for encountering prehistoric and/or historic
archaeological resources.

Subsequent archival research, pedestrian field investigations, architectural reconnaissance-level survey,
and consultation with the Native American Heritage Commission was not conducted specifically for the
LAX Expressway project.  Additional discussion is provided in Section 5.15.

4.16 HAZARDOUS WASTE SITES

4.16.1 General Approach
The study area for the hazardous waste sites is the area encompassing the proposed roadway alignments
for the LAX Expressway and State Route 1 Improvements project. Data searches by Vista Information
Solutions, Inc. were conducted for the LAX Expressway and the LAX Master Plan project, which
encompasses the State Route 1 improvements.  The results of these data searches are described below.
For additional information refer to Draft LAX EIS/EIR Section 2.13 and related Supplement Report 12
entitled Hazardous Materials Supplemental Report (2000).

4.16.2 Affected Environment

4.16.2.1 LAX Expressway
The LAX Expressway alignments are generally located within the existing right-of-way for the I-405
freeway and along adjoining properties, including residential, commercial, and industrial land uses.
Construction of the LAX Expressway could result in grading and excavation of soils that have been
contaminated by hazardous materials releases from nearby underground storage tanks (UST).  Database
reviews conducted by Vista Information Solutions, Inc.17 identified 94 registered USTs adjacent to the
alignments for the LAX Expressway build alternatives.  The database search also identified a potential
CERCLIS site, ten reported leaking USTs, and three Emergency Response Notification System spill list
sites.  A description of each category is provided below.18

•  Comprehensive Environmental Response, Comprehensive, and Liability Information System
(CERCLIS) � CERCLIS is a comprehensive listing of possible uncontrolled or abandoned
hazardous waste sites.  Generally, the U.S. Environmental Protection Agency (USEPA) has either
conducted or plans to conduct investigations to identify release or threatened release of hazardous
substances.  A site investigation may result in listing the site on the National Priorities List.

•  Leaking Underground Storage List� This list contains information on reported leaking USTs in
California.

                                                     
17 Supplemental Report 12, Draft LAX EIS/EIR (2000), p. 14; Vista Information Solutions, Inc., LAX Expressway Alignment 3-

MPAlternative C (October 17, 2000).
18 Draft Draft LAX EIS/EIR (2000), Section 4.23.3.
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•  Emergency Response Notification System (ERNS) � This notification system is a national
database with information on reported oil and hazardous substances releases.  The database
contains spill records maintained by federal agencies including the USEPA, the U.S. Coast
Guard, the National Response Center, and the Department of Transportation.

Operators of tanks adjacent to the LAX Expressway alignments include gasoline stations, light industrial
uses, car rental facilities, and commercial retail establishments.  No aboveground storage tanks within the
LAX Expressway alignments were identified in Vista reports.

Two known contamination sites are located adjacent to the alignments for LAX Expressway Alternatives
2 (Split Viaduct) and 3 (Single Viaduct).  A site with planned or on-going remediation is located at the
northwest corner of Manchester and La Cienega boulevards.  A site with soil and/or groundwater
contamination is located at the southwest corner of Olive Street and La Cienega Boulevard.

Hazardous materials usage and hazardous waste generation are strictly regulated by federal, state, and
local laws and regulations.  Implementation of measures included in these laws and regulations would
ensure that potential impacts associated with handling, storing, and transporting hazardous materials and
wastes would substantially reduce or eliminate potential impacts.  The due diligence procedures
associated with right-of-way acquisition by a public agency for roadway improvements involve
identification of contaminated soil and groundwater associated with specific parcels proposed for right-of-
way acquisition.19  If soil and groundwater contamination is present, and if warranted by the nature and
extent of the contamination, as determined by the regulatory agency with jurisdiction, remediation would
be conducted prior to construction.  In addition, construction bid documents routinely include provisions
for the identification, segregation, handling, and disposal of contaminated materials, and require
construction contractors to prepare site-specific health and safety plans prior to construction (e.g., grading
and excavation).20

The proposed LAX Expressway will provide direct ground access to the airport, including transport of
goods and materials.  An estimated 99 percent of the hazardous materials stored at LAX are fuels,
including jet fuel, diesel, gasoline, and liquid propane.  Most of the jet fuel is delivered to the airport
through underground pipelines.21  Other hazardous materials and hazardous wastes used and stored on the
airport property are transported to and from LAX by truck.  The Hazardous Material Transportation Act
of 1994 administered by the U.S. Department of Transportation, and other federal and state laws regulate
transport of hazardous materials and hazardous wastes.

4.16.2.2 State Route 1
One known soil and/or groundwater contamination site is located within the project area for the State
Route 1 improvements.  The site is generally located near the north end of the proposed tunneling of
Sepulveda Boulevard.  Leaking USTs were identified along the 9200 and 9800 blocks of Sepulveda
Boulevard.  These properties are proposed for acquisition in conjunction with the LAX Master Plan.22

                                                     
19 Caltrans, Contractor’s Guide, Caltrans Statewide Standard Agreement 430012, Hazardous Waste Site Assessment,

Investigations, and Surveys (1998/2000).
20 LAWA Policy HM-2.
21 Ibid.
22 Draft Draft LAX EIS/EIR (2000), Section 4.23.3.
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4.17 VISUAL

This analysis has been prepared based on the Federal Highway Administration (FHWA) guidelines for
conducting a visual impact analysis of proposed roadway projects.   The analysis generally consists of the
following components:

•  definition of the affected visual environment of the project;

•  identification of key views from sensitive visual receptors;

•  evaluation of the existing visual quality of the affected environment and key views;

•  assessment of the visual impacts of project alternatives; and

•  recommendation of mitigation measures for adverse visual impacts.

4.17.1 General Approach
The FHWA guidelines for Visual Impact Assessment for Highway Projects (1981) provides evaluation
criteria for defining visual quality of the affected environment and sensitive views, and for evaluating the
potential visual impacts due to the change in either of these from the proposed project alternatives. The
criteria applies a scale ranging from high to low for evaluating visual quality based on the overall
vividness, intactness, and unity of an urban landscape and urban related roadway projects.

•  Vividness is �the visual power or memorability of landscape components as they combine in
striking and distinctive visual patterns.

•  Intactness is �the visual integrity of the natural and man-built landscape and its freedom from
encroaching elements.

•  Unity is �the visual coherence and compositional harmony of the landscape considered as a
whole.�

A high quality rating is determined when all three criteria are rated as high quality together. An on-site
field reconnaissance was conducted on October 11, 2000 to document and photographically record
various segments of the proposed roadway improvement alignments.  Sites were selected based on the
location of sensitive visual receptors of the projects once constructed for both projects.  Figure 4.17-1
depicts the locations of the photographs taken.    Sensitive receptors included various viewers ranging
from residents, park users, churchgoers, and school attendants.

Based on the FHWA guidelines, sensitive viewpoints that represent �views from the road� and �views of
the road� were considered for adjacent roadways paralleling the I-405 and for State Route 1. Photographs
were taken from each key view in the direction of the proposed roadway and then evaluated for their
existing vividness, intactness and unity in terms of low, moderate or high visual quality.  In conducting
the impact analysis, vividness, intactness and unity for each key view was also determined per each
roadway improvement alternative.

For the LAX Expressway, it was determined that the �views of the road” were the more dominant factor
given the presence of residential communities along the proposed routes and the potential visual intrusion
from the proposed elevated structures.  For the State Route 1 improvements, it was determined that the
�views from the road” would be the primary factor in determining visual impacts given that sensitive
visual receptors such as residents, do not currently have direct views of the road. The dominant feature
within these views is the landscape nearest the roadway and the LAX landing strip.
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In determining the visual impacts resulting from the proposed roadway projects, a characterization of the
existing environment was completed based upon the identification of the projects viewshed. Photos 1
through 14 represent the views to and from the LAX Expressway. Photos 15 through Photo 21 represent
the views from and of the existing State Route 1. These views represent the unobstructed line of sight
from a single sensitive viewpoint from and of the proposed roadway projects.

4.17.2 Affected Environment
This section identifies the existing visual quality of the sensitive visual resources and the potential visual
receptors for the views from the road and views of the road for the LAX Expressway and State Route 1
Improvements project. The landscape within the areas adjoining both proposed roadway projects is urban
in character.  No dominant naturally occurring or landscape feature is present within either of the roadway
improvement projects nor is any natural feature visible.  The nearest natural feature with high visual
quality and aesthetic value is the Pacific Ocean located approximately 3.2 kilometers (2.0 miles) west of
the State Route 1 improvements study area.  This feature can be viewed along Vista Del Mar, which is
outside the two project areas.  Views of the ocean can not be currently seen from either roadway project.

4.17.2.1 LAX Expressway
Views from the Road. The LAX Expressway would abut the I-405 freeway, between Arbor Vitae Street
and Marina Freeway (SR-90), at its most northerly terminus.  The I-405 freeway corridor is developed
along the east and west sides of the freeway primarily accommodating land uses such as single-family
residential dwelling units, commercial establishments, community facilities (i.e., church, cemetery, etc,)
and other uses.  The most visually dominant feature of the entire length of the corridor is the multi-story
office building situated on the west side of the freeway at the SR-90 junction as depicted in Photos 8
through 12.  The right-of-way along both sides of the freeway is sporadically landscaped with up to 9.1-
meter (30-foot) trees as depicted in Photo 13 through 16.  The overall visual character of the I-405
corridor along which roadway improvements are proposed is characteristic of an urban and built
environment with only pockets of open space as depicted in Photo 17.  A concrete-lined flood control
channel, Centinela Creek, begins at La Cienega Boulevard and the I-405 and connects to Ballona Creek
just east of Culver Boulevard.  The channel is void of any vegetation and is not visible from a profile
perspective from either side of the freeway.  Therefore, this water feature does not contribute any natural
aesthetic value to the area.  Photo 18 depicts typical urban landscape features from the proposed project
area.  For purposes of this analysis, the dominant feature is the freeway itself including the incorporated
landscaping and few multi-level structures protruding above the landscaping.  Upon implementation of
this project, the viewshed would likely change to include the surrounding built environment.

Views of the Road. The visual quality of the LAX Expressway project area is rated as low and moderate
to low given that the visible features surrounding the project area are fairly low in vividness.  No
distinctive visual pattern emerge other than the road itself.  Views are also low to moderate in tactness in
that no natural landscape exists.  Landscaping does exist in certain areas along the I-405 serving as visual
screens of the roadway as depicted in Photo 19 and 20.  However, it is clear that the area is strictly urban
built in nature.  And last, unity is considered to be low to moderate given that the road clearly disrupts and
dissects the built environment as shown in Photo 18.  Some landscaping and roadside sloping is present in
an effort to harmonize the surrounding urban landscape with the road feature.  Overall, the LAX
Expressway project is considered to have a low visual quality.

4.17.2.2 State Route 1
A mix of commercial and industrial development are situated in the vicinity of the existing State Route 1,
where the density and intensity of the built environment is dominated by airport and airport-related
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development (i.e., hotels, offices, etc.).  Residential, recreation (i.e., golf course), and commercial (i.e.,
retail, service, etc.) development is present north of the existing Westchester Parkway.  In general, the
building architecture, building materials, density, and open spaces (i.e., parkways, building setbacks,
landscaping) contribute toward the overall visual character of the State Route 1 improvements study area.
These characteristics of the State Route 1 corridor define the overall visual quality of the areas as
moderate.

Views from the Road. As depicted in Photo 7, the dominant feature viewed from the State Route 1
improvements study area is the LAX airport airstrip. From the proposed roadway realignment, aircraft
take-off and landing activities can be observed at various intervals throughout the day.  Commuters along
State Route 1 would potentially consider these views from the road of moderate visual quality.  Observing
aircraft operating during take-off can provide for a memorable experience.  This view also demonstrates
moderate to high intactness given the relative location of the road to the coast line, its well-kept park like
atmosphere along the segment of State Route 1 to be realigned and the flat open space area serving as the
landing strip for aircraft.  This view is also considered to have moderate to high unity in that there is
visual harmony between the flat features of the landing strip, the flat features of the golf course to the
north of the road and the flat features of the coast line farther to the west.  Though views of the ocean are
not immediately visible to the viewer from the road, the flat urban features contribute to the viewer�s
awareness of the coastline in the area.  Overall, the viewshed of the State Route 1 improvements study
area is considered to have moderate visual quality in comparison to the surrounding urban environment.
Any substantial change in the vividness, intactness or unity would potentially constitute an adverse
impact.

Views of the Road. Views in the general direction of State Route 1 and Westchester Parkway are
depicted in Photo 1 from the end of Emerson Street.  The nearest residents to the State Route 1
improvements study area are set back approximately 342.9 meters (1,125 feet) from Westchester Parkway
on 88th Street.  Photo 2 depicts a partially vegetated sound wall approximately 3 meters (10 feet) high.
This wall runs along the entire length of the street screening the views of the roadway and airstrip from
the residents.  A swath of grass, sidewalks, various landscaping features and planted trees parallel this
sound wall providing a sense of open space for residents to enjoy walking, biking and dog walking.  The
visual quality of this area is considered moderate to high based on the park like landscaping.

The approach south along State Route 1 past Westchester Parkway is dominated by a bridge as depicted
in Photo 3.  Immediately to the south of the State Route 1 improvements study area, similar visual quality
is present given the presence of the landscape median separating Westchester Parkway and Lincoln
Boulevard and the absence of a built environment other than the road structures as depicted in Photos 4
and 5.  As State Route 1 veers south onto Sepulveda Boulevard, the visual character of the project area
changes considerably and is dominated primarily by commercial buildings and structures with only a few
planted trees sporadically placed along Sepulveda Boulevard.  The visual quality of this segment of State
Route 1 is typical urban development within the area and considered moderate to low.
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Table 4.17-1.
Existing Visual Conditions

Visual QualityVisual Assessment Unit
Vividness, Intactness, Unity

Visual Quality

Views from LAX Expressway Low, Low, Low to Moderate
Manchester Boulevard Low
Views of  I-405 Low, Low, Low to Moderate
Hillside Memorial Park Moderate
Donut Shop Low

Arbor Vitae Street Low to Moderate
Views from State Route 1 Low to Moderate

Westchester Golf Course Moderate
Sepulveda Boulevard Low
Airport Moderate

View of State Route 1/Westchester
Parkway

Moderate to High, Moderate to High,
Moderate to High

88th Street Moderate to High
Northside Parkway Moderate
State Route 1 Moderate to High
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5.0 ENVIRONMENTAL CONSEQUENCES
Of the environmental topics addressed in Section 4.0, land use, air quality, noise, water quality, historic
and archaeological preservation, and visual resources would be affected by one or more alternatives under
consideration for the LAX Expressway and State Route 1 Improvements project. Section 5.0 contains a
description of the probable impacts in the study area identified specific to these environmental disciplines.
Mitigation measures that avoid, minimize, rectify, reduce, and/or compensate for impacts associated with
each alternative are identified where appropriate.  Each environmental topic addressed in this section
concludes with a description of the probable cumulative impacts.

5.1 LAND USE

Due to the conceptual stage of roadway planning, precise roadway alignments for each alternative and
associated right-of-way requirements are not available at this time.  However, potentially affected parcels
have been identified which may require partial or full acquisition for right-of-way purposes.  They are
presented in Tables 5.1-1 and 5.1-2.  Figure 3.1-1, Figure 3.1-6, Figure 3.2-1, and Figure 3.2-5 depict the
proximity and location of potentially affected parcels to the project sites.

Table 5.1-1
Number of Potentially Affected Parcels by Land Use Type

LAX Expressway

Land Use Alternative 2 Alternative 3
Residential 115 47
Businesses 23 34
Public Facilities 7 14
Community Facilities 3a 2b

Other 0 2
Total Number of Parcels 148 99
Source: URS Corporation
a Church, 1 cemetery, Centinela Adobe
b 1 school, 1 cemetery

Table 5.1-2
Number of Potentially Affected Parcels by Land Use Type

State Route 1 Improvements

Land Use Alternatives 2 and 3
Residential 8
Businesses 37
Public Facilities 1
Community Facilities 0
Other
Total Number of Parcels 46
Source: URS Corporation
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5.1.1 LAX Expressway

5.1.1.1 Alternative 1 -No Action
The No Action alternative would not implement any off-airport roadway improvement.  In the absence of
a direct link between the regional roadway system and the airport, motorists would continue to exit the I-
405 north of the airport and �cut through� residential areas north of LAX.  Under existing conditions, the
demand for airport travel is expected to increase up to 54 percent in the year 2015, thereby, increasing the
number of vehicles on the road without proper congestion management facilities in place.  From this
standpoint, the No Action alternative would conflict with planned land uses particularly with planned
residential uses.  Without such improvements, missed flights would likely result subsequently prompting
business activity to relocate to regions that are more accessible.

The No Action alternative would not likely impact future on-airport land uses planned under either of the
build alternatives of the LAX Master Plan in that on-airport land uses is limited to cargo space
immediately adjacent to the project area to the south of Arbor Vitae Street at the I-405.

5.1.1.2 Alternative 2 (Split Viaduct)
Implementation of Alternative 2 (Split Viaduct) for the LAX Expressway project would potentially affect
approximately 115 residential properties, 23 business properties, 7 public facilities, 3 community facilities
and would result in additional right-of-way along both sides of the I-405 from Arbor Vitae Street to the
SR-90 interchange.  The potentially affected residential properties are primarily located along the west
side of the I-405 beginning just north of Florence Avenue and up to Howard Hughes Parkway just south
of the SR-90.  Two historic resources would be potentially affected, Randy�s Donut shop and the
Centinela Adobe in the City of Inglewood.  These two historic resources are discussed in Section 4.1 of
this report.  The affected commercial and industrial properties are concentrated at the southern end of the
project area near Arbor Vitae Street. The project clearly involves the negotiation of additional right-of-
way. Although this alternative would likely require the acquisition of additional right-of-way along both
the east and the west side, it would not be considered a high priority roadway improvement under the City
of Culver City General Plan Circulation Element.  Irrespective of the emphasis the city places on the
priority of the LAX Expressway project Alternative 2, no specific conflict with the City�s Circulation
Element have been identified.

This alternative would place additional traffic lanes closer to neighborhoods adjacent to the I-405,
specifically near single-family dwellings units at Hillcrest Avenue and Ash Avenue, Ash Avenue and
Kelso Street, and near Midfield Avenue and surrounding neighborhood just north of W. Florence Avenue
and south of La Tijera Boulevard. One church and one school would be adversely affected by this
alternative, namely  Saint Jerome Church and School which is located at 5580 Thornburn Street.

Sensitive noise receptor areas currently experience calculated noise levels between 56 dBA and 76 dBA.
This alternative would introduce a new noise source in these neighborhoods specifically to the church and
school which are already experiencing elevated noise levels of up to 76 dBA.  Projected noise levels
under built conditions as, proposed under this alternative, would not exceed 77 dBA (URS 2000).  Noise
reduction features (i.e., 4.9-meter (16-foot) sound wall constructed at the top of the roadside on either side
of the freeway near noise sensitive receptors) have been developed for the alternative that according to
noise modeling projections is able to reduce noise levels down to 64 dBA (URS 2000).  According to the
City of Inglewood General Plan Noise Element, noise levels in excess of 60 dBA CNEL is considered a
location of potential conflict.   In the absence of Alternative 2 for the LAX Expressway project, several
locations along the I-405 project area would still be considered an area of conflict.  As per the City of
Inglewood General Plan Noise Element and the City of Culver City General Plan Noise Element, the
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construction of a 4.3-meter (14-foot) sound walls at the top of the roadside slope on either side of the I-
405 near known neighborhoods would reduce noise impacts in already degraded areas.  Implementation
of the alternative with the sound wall would lower projected noise levels under built conditions to below
noise levels expected without the project.

The project would also result in long-term increases in vibration, light and glare and aesthetic impacts to
the land uses adjacent to the LAX Expressway, thereby, resulting in potential land use incompatibility
impacts. Where the project supports access to the LAX Expressway from La Cienega Boulevard and the
connection of the HOV lane to the LAX Expressway just north of W. Florence Avenue, the interface of
elevated ramps may reach heights in excess of 9.1 meters (30 feet).  This would introduce a new dominant
and visually intrusive feature within the adjacent neighborhood to the west of the I-405, thereby, resulting
in a permanent visual impact and incompatible use. With the implementation of mitigation measures to
reduce light and glare emissions, as well as incorporate design techniques that are consistent with the
surrounding structures, including buffers and coloring, these impacts can be reduced to some degree.

Implementation of Alternative 2 would not likely result in on-airport land use conflicts for either of the
three build alternatives (A, B, and C) of the LAX Master Plan in that the proposed land use just south of
Arbor Vitae Street at the I-405 is limited to air cargo space and open space serving as landscaped buffer
areas.   In addition, the City of Inglewood with jurisdiction along portions of Arbor Vitae Street west of
the I-405 has designated this area as predominantly industrial and commercial able to support one to two
institutional facilities (i.e., schools).  The new transportation facility would not divide or compromise the
operations of these planned land uses and may, in fact, improve circulation in the area.

5.1.1.3 Alternative 3 (Single Viaduct)
Implementation of Alternative 3 would also introduce a new noise source and contribute to already high
sound levels of up to 77 dBA near Ashwood Park on the east side of the I-405 freeway.  Calculated sound
levels along the I-405 range between 51 dBA and 77 dBA.  Though sound levels are expected to increase
over time given the increase in traffic congestion along this main thoroughfare, the construction of an
added roadway would be expected to result in sound levels greater than under no build conditions.   The
new single viaduct LAX Expressway would result in sound levels ranging between 56 dBA and 77 dBA.
Actual measurements and calculations are contained in Section 4.6 of this report.  Noise reduction
features (i.e., sound walls) are also recommended under this alternative that would further reduce existing
and elevated noise levels originating from the existing freeway.

The project would also result in long-term increases in vibration, light and glare and aesthetic impacts to
the land uses adjacent to the LAX Expressway on the east side, thereby, resulting in potential land use
incompatibility impacts.  However, these long-term impacts are less than those identified under
Alternative 2 primarily because only the east side would be affected supporting fewer neighborhoods.
Less acreage than Alternative 2 for right-of-way purposes would be needed under this alternative.  As
with Alternative 2, this alternative would also incorporate the use of sound walls to reduce existing sound
levels as well as sound levels generated from the new LAX Expressway.  This is consistent with the City
of Inglewood General Plan Noise Element, and the City of Culver City General Plan Noise Element.
However, the reduction in noise levels to 66 dBA would not be consistent with the City of Inglewood
General Plan Noise Element.

As with Alternative 2, the single viaduct would not likely result in planned on-airport land use conflicts
given that the area approved for acquisition would be designated for cargo space under all three build
alternatives (A, B, and C) of the LAX Master Plan.  The predominant use along Arbor Vitae Street
supporting the LAX Expressway project would be industrial and commercial.  However, one school site
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adjacent to Arbor Vitae Street on the north is designated by the City of Inglewood.  Given the function
and purpose of the LAX Expressway, the continuous flow of airport related traffic and diversion of
motorists off surface streets would reduce congestion in the immediate vicinity of the school thereby
improving circulation in the area for those attending this facility.

5.1.2 State Route 1

5.1.2.1 Alternative 1 - No Action
Under the No Action alternative of the State Route 1 improvements, no improvements to State Route 1
would occur thereby compromising the intent of the ring road proposed under all three build alternatives
(A, B, and C) of the LAX Master Plan.  The proposed ring road feature of the LAX Master Plan would
allow continued and uninterrupted flow of traffic along the airport boundary perimeter.  It would also
provide direct access to the proposed terminal at the west-end of the airport.  Without realigning State
Route 1, which under the LAX Master Plan alternatives serves as part of the ring road, access to the west
end of the airport from the north would be somewhat disrupted and result in some congestion along
Pershing Drive for those utilizing the proposed west-end terminal station.  The No Action alternative may
preclude the selection of build Alternative A, in that, there would not be enough space to accommodate
the construction of the fifth runway north of existing Runway 6R/24L.  The No Action alternative would
result in a failure to comply with the SCAG 1998 Regional Transportation Plan, the South Coast Air
Quality Management District Air Quality Management Plan, the Los Angeles International Interim Plan,
the Los Angeles International Airport Master Plan, the Los Angeles Citywide General Plan Framework,
and the Westchester-Playa del Rey Community Plan.  The No Action alternative would not improve on-
airport circulation or off-airport access roads which are currently operating at unacceptable levels of
service.  Existing conditions would be exacerbated under forecasts for passenger and cargo circulation.
The No Action alternative would hinder local jurisdiction planning efforts in meeting projected traffic
demand.

5.1.2.2 Alternative 2 (Diamond Interchange) and Alternative 3 (Urban Interchange)
Under both State Route 1 build alternatives, proposed realignment improvements would occur on airport
property and along areas of Westchester Parkway presently undeveloped.   Construction of the Lincoln
Boulevard/Westchester Parkway interchange under either State Route 1 alternative would be more
compatible with projected 2015 land use than under existing conditions.  Currently, a multi-family
residential development is located at the northwest corner of the proposed interchange near Loyola
Boulevard and La Tijera Boulevard, known as the Bethany Village Vistas Apartment.  This development
experiences noise levels of up to 51 dBA.  Construction of the State Route 1 build alternatives would
increase noise levels to 56 dBA at this particular site (URS 2000).  However, implementation of the
Westchester Southside, a collateral development project to the LAX Master Plan, would further develop
the surrounding vacant land into a commercial village supporting retail, office, and light industrial uses,
thereby, eliminating the existing land use as a potential sensitive noise source.  Though circulation
patterns would be nearer to existing and planned low density residential housing along 88th Street, the
projected noise levels upon implementation of either of the LAX Master Plan alternatives (A, B and C)
with the State Route 1 improvements would not exceed 58 dBA (URS 2000).

The site of the proposed new interchange at Sepulveda Boulevard/La Tijera Boulevard would occupy
existing commercial, residential and parking space areas and continue to abut multi-family residential
development near Kittyhawk Avenue and Fleetwing Avenue.  Implementation of the LAX Master Plan
alternatives (A, B and C) involves the acquisition of approximately 8 residential dwelling units along
Fleetwing Avenue, Earhart Avenue, De Haviland and Croydon Avenue.  In addition, 37 commercial
properties along Sepulveda Boulevard, Sepulveda Boulevard Eastway and Sepulveda Boulevard Westway
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and a library at the corner of Sepulveda Eastway and Sepulveda Boulevard would be acquired.  One
public facility (i.e., library) would also be potentially affected.  This property acquisition is proposed
under the Manchester Square and Airport/Belford Area Voluntary Acquisition Project to accommodate
construction of the Westchester Parkway/Sepulveda Boulevard interchange feature.  Because land
acquisition is fundamentally linked to the Westchester Parkway/Sepulveda Boulevard interchange,
changes to the Westchester-Playa del Rey Community Plan from multi-family housing and commercial
use to airport related use would be required for this area.

The LAX Master Plan provides continued noise protection of residents near Kittyhawk Avenue and
Fleetwing Avenue through the use of berms.  These berms would begin at Sepulveda Boulevard on the
east side and continue along Arbor Vitae Street eastward to Airport Boulevard.  According to the noise
study, project noise levels near the single-family residential development would not exceed 65 dBA.
However, the introduction of a new elevated and visible interchange would be visually disruptive to
surrounding land uses particularly to the community at the northeast of the project area.

Ultimately, implementation of the State Route 1 improvements is consistent with all relevant local area
jurisdictional plans, specifically the Westchester-Playa del Rey Community Plan despite minor land use
changes needed to reflect planned airport expansion between Sepulveda Boulevard and Airport Boulevard
north of Arbor Vitae Street.  The Westchester-Playa del Rey Community Plan clearly supports the need
�to provide for adequate access to Los Angeles International Airport while diverting to the extent possible
such airport originating and destined traffic from that portion of the District north of the Westchester
Parkway� (City of Los Angeles, 1996).  The State Route 1 improvements are supported by the SCAG
1998 Regional Transportation Plan.  The proposed transportation project is intended to meet the existing
and/or projected traffic demand as defined in the LAX Master Plan.

5.1.3 Cumulative Impacts
Land uses under the No Action alternatives for the LAX Expressway and State Route 1 improvements
would remain the same.  The build alternatives for both projects would likely result in cumulative land
use impacts in that residences, businesses, and other land uses would be displaced.   In addition,
displacement of residences, businesses, and other land uses are associated with the LAX Master Plan
collateral developments and planned land acquisition programs.  Both alternatives would contribute to
noise levels that already exceed established standards thereby constituting a cumulative impact.  The
construction of a sound wall strategically placed near residential development would reduce such noise
impacts.  Reduced noise levels would still exceed the noise standards established by the City of
Inglewood.  The construction of the LAX Expressway and associated sound walls, however, would
compound the existing low visual quality of the area in that the LAX Expressway would introduce more
light and glare during night-time hours and introduce an incompatible linear feature into an already build
environment.

5.1.4 Mitigation Measures
The following mitigation measures apply to the LAX Expressway and State Route 1 Improvements
project.

1. Modify Westchester-Playa del Rey Community Plan to reflect the LAX Master Plan proposed
new property boundary and planned on-airport land uses.

2. Implement mitigation measures identified under the Draft LAX EIS/EIR Section 4.18 Light
Emissions and Section 4.21 Design, Art and Architecture Application/Aesthetics of the LAX
Master Plan.
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5.2 FARMLAND

Since no farmland exists in the vicinity of Los Angeles International Airport or the proposed route of the
LAX Expressway or the State Route 1 improvements, no impacts to farmlands are created by any of the
development alternatives and the no action alternative. Therefore no mitigation measures are required.

5.3 SOCIAL AND ECONOMIC

This evaluation of the potential social and economic consequences of the proposed roadway
improvements focuses on minority and low-income populations residing within areas (census tracts)
immediately adjacent to or including the alignments of both roadway projects.  Each LAX Expressway
and State Route 1 improvements alternative and associated environmental impacts is discussed below in
the context of the affected populations.

The LAX Expressway and State Route 1 Improvements project propose construction of new facilities and
modifications to existing facilities, respectively, within established transportation corridors serving
residential and non-residential activities in the vicinity of the airport.  For the reasons discussed below,
the environmental evaluation of the social and economic consequences of the proposed roadway
improvement projects focus on environmental justice related issues.

The LAX Expressway is proposed along the I-405 freeway between SR-90 and Arbor Vitae Street, a
roadway proposed as an airport ground access-way from the east.  The I-405 freeway transportation
corridor provides access to urban development and open spaces within the western and southern portions
of Los Angeles County.  Location of an LAX Expressway within the existing freeway right-of-way and in
proximity to this transportation corridor is not expected to separate existing or future neighborhoods or
upset the physical layout and cohesion of nearby communities.  There are retail and service commercial
uses and institutional facilities (i.e., schools, parks, fire stations, police stations, medical facilities,
libraries, etc.) on both sides of the I-405 freeway, serving the residential and business enclaves nearby.
Existing bridges across the I-405 between State Route 90 (Marina Freeway) and Arbor Vitae Street
connect these communities and services.  The LAX Expressway project is not expected to disrupt
activities associated with the land uses in the vicinity of the project.  During construction, access along
existing roadways would continue.  Some inconvenience (i.e., delays, etc.) may occur particularly at
locations where the proposed LAX Expressway would cross or connect to Florence Avenue, La Cienega
Boulevard, La Tijera Boulevard, Bristol Parkway, and the I-405/SR-90 (Marina Freeway) interchange.
Construction schedules will be posted on-site, advertised in advance of each construction segment, and
conveyed to community, public, and emergency services to avoid conflicts during project-related
construction.

The State Route 1 improvements are likewise located at the southern periphery of the Westchester
community.  State Route 1 at Sepulveda and Lincoln boulevards, essentially serves as the gateway to the
Westchester community for northbound travelers on Sepulveda Boulevard and LAX for the Sepulveda
Boulevard southbound travelers. The State Route 1 improvements will improve traffic flow through this
gateway area.  The land use mix along Sepulveda Boulevard begins to shift from predominantly airport-
related to neighborhood and community serving uses north of Lincoln Boulevard.  The proposed
improvements would emphasize this gateway by introducing grade-separated roadway interchanges at
Westchester Parkway/Lincoln Boulevard and Westchester Parkway/Sepulveda Boulevard.

Combined, the proposed LAX Expressway and State Route 1 Improvements project would shift airport-
related traffic off of local streets and onto major roadways slated for improvements in conjunction with
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the LAX Master Plan build alternatives.  Refer to the Draft LAX EIS/EIR, Section 4.4, for additional
information on social impacts associated with LAX Master Plan off-airport road improvements.

If a combination of the build alternatives for the LAX Expressway and State Route 1 improvements
(Alternatives 2 and 3 for each project) were selected, construction of the State Route 1 improvements are
planned to occur over a two-year period ending prior to 2005.  Construction of the LAX Expressway is
targeted for the period 2007 through 2013. These projects and related airport improvements would
involve an estimated workforce of 4,520 within the construction sector of the regional economy.23  This
sector is expected to add 76,000 construction-related jobs to the regional economy by 2010.24  Due to the
short-term nature of construction employment associated with the build alternatives for the LAX
Expressway and State Route 1 improvements, measurable contributions toward growth and the demand
for housing are not expected to occur.  The �no action� alternatives for both roadway projects would have
no effect on the regional economy.

5.3.1 LAX Expressway
For purposes of this analysis, the affected area for Alternative 1-No Action includes the eight census
tracts corresponding to the affected area for LAX Expressway Alternative 3.  Alternative 2-Split Viaduct
would affect the populations within eight census tracts and Alternative 3-Single Viaduct would affect ten
tracts. Because the proposed terminus of the LAX Expressway at Arbor Vitae Street are the same for both
build alternatives, the impacts on the populations residing within census tracts 6013.02, 6014.01, 2772,
and 2774 are the same for Alternatives 2 and 3.

To minimize impacts on the communities located in the vicinity of the proposed LAX Expressway, the
alignments for Alternatives 2 and 3 are proposed within the existing I-405 Freeway right-of-way and on
land immediately adjacent to the freeway wherever possible.  As such, potential impacts that may be
experienced by populations within the affected census tracts are similar for Alternatives 2 and 3.
Notwithstanding, the number of properties potentially affected by Alternative 2 is greater.  Based on the
land uses affected by Alternative 2 (i.e., 115 residential properties, 3 community facilities, etc.) and other
impacts discussed in Section 5.0 of this report, Alternative 3 has been identified as the preferred
alternative by LAWA staff.

5.3.1.1 Roadway Noise
As noted in Section 4.6 of this report, noise sensitive land uses (e.g., residential, schools, churches, etc.)
along the proposed alignments defined for Alternatives 2 (Split Viaduct) and 3 (Single Viaduct) currently
experience noise levels that approach, equal or exceed the applicable noise abatement criteria.
Accordingly, noise abatement options were evaluated to determine feasibility and reasonableness.  Noise
barriers ranging in height from 3.7 meters (12 feet) to 4.3 meters (14 feet) are proposed for all three
alternatives, as described in Section 5.6 of this report.

Noise barrier No. 1 (Table 5.3-1) is proposed along two tracts potentially occupied by minority and low-
income populations.  Noise barriers No. 2 and 3 also would be located along neighborhoods potentially
occupied by minority and/or low-income residents.  The noise barriers would reduce roadway noise to
levels consistent with the Federal Highway Administration noise abatement criteria. No noise impacts are
anticipated with implementation of noise abatement measures.

                                                     
23 Supplemental Report 2b, Draft Draft LAX EIS/EIR (2000).
24 Supplemental Report 3b, Draft Draft LAX EIS/EIR (2000).
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5.3.1.2 Air Quality
In general, Alternative 1-No Action is not expected to cause substantial local carbon monoxide impacts.
Regional emissions are anticipated to decrease in future years due to implementation of the California
State Implementation Plan transportation control measures.  These projected air quality environmental
conditions would be equally distributed among the populations within the project area.

With implementation of the mitigation measures noted in Section 5.5 of this report25, substantial
construction impacts on air quality are expected to occur if the Alternative 2-Split Viaduct option is
selected.  This alternative would impact the population of all eight identified tracts estimated at 36,453
persons, particularly those residents residing closest to the construction areas.

Table 5.3-1
Proposed Noise Barriers for LAX Expressway Alternatives

Approximate Location, Length and Height1

No. Location (from north to south) Length / Height Affected
Properties

1
Along the east side of I-405 (northbound lanes)
from La Cienega Boulevard to La Tijera
Boulevard.

800.0 meters (2,624.0 feet) /
4.3 meters (14.0 feet)

32 residential
properties

2
Along the west side of I-405 (southbound lanes)
from Florence Avenue to L Tijera Boulevard.

1,170.0 meters (3,838.0 feet) /
4.3 meters (14.0 feet)

45 residential
properties

3
Along east side of I-405 (northbound lanes)
from Arbor Vitae Street to Olive Street.

1,800.0 meters (5,904.0 feet) /
3.7 (12.0 feet)

27 residential
properties

Source: URS Corporation
1 The number of affected properties and the approximate location, length, and height of proposed noise barriers are tentative and
subject to refinement.

Similar to LAX Expressway Alternative 2, selection and construction of Alternative 3 would result in
substantial construction impacts on air quality.  This conclusion assumes the mitigation measures noted in
Section 5.5 of this report are implemented. Alternative 3 would effect the population of all ten census
tracts estimated at 49,905 persons, particularly those residents residing closest to the construction areas.
Substantial construction-related air quality impacts are anticipated with selection of Alternatives 2 and 3.
No air quality impacts are anticipated that would disproportionately affect non-minority and low income
populations.

5.3.1.3 Health Risk
Toxic air pollutants and associated risks to human health is a growing area of concern within the Los
Angeles region.  Human health risks, such as cancer and non-cancer health hazards such as respiratory
irritation and other lung disorders are among the specific concerns.  A recent study by the South Coast Air
Quality Management District suggests the central and east central portions of the Los Angeles County
have the greatest estimated health risk from toxic air pollutants.  The greatest contributors to risk include

                                                     
25 Mitigation measures include (1) use of low-NOx construction equipment, (2) use of reformulated diesel fuel, (3) minimize

concurrent use of equipment through equipment phasing, (4) water surface before grading, and (5) water exposed surface at
least twice daily to maintain surface crust.
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on-road mobile sources (70 percent) followed by other mobile sources including ships, aircraft, and off-
road construction vehicles.26

The proposed LAX Expressway would enhance the area-wide surface transportation network by
distributing non-airport and airport related traffic more efficiently.  Exposure of resident populations
within the affected area to toxic air pollutants associated with on-road mobile sources would
incrementally increase as traffic on major transportation corridors such as the I-405 increases.

5.3.1.4 Hazardous Waste Sites
The LAX Expressway alignments are generally located within the existing right-of-way for the I-405
freeway and along adjoining properties, including residential, commercial, and industrial land uses.
Construction of the LAX Expressway could result in grading and excavation of soils that have been
contaminated by hazardous materials releases from nearby underground storage tanks (UST).  Two
known contamination sites are located adjacent to the alignments for LAX Expressway Alternatives 2
(Split Viaduct) and 3 (Single Viaduct).  A site with planned or on-going remediation is located at the
northwest corner of Manchester and La Cienega boulevards. A site with soil and/or groundwater
contamination is located at the southwest corner of Olive Street and La Cienega Boulevard. Based on the
information presented in subsection 4.16.2, no adverse impacts associated with hazardous materials usage
and hazardous waste generation are anticipated with implementation of the LAX Expressway alternatives.

The proposed LAX Expressway will provide direct ground access to the airport, including transport of
goods and materials.  An estimated 99 percent of the hazardous materials stored at LAX are fuels,
including jet fuel, diesel, gasoline, and liquid propane.  Most of the jet fuel is delivered to the airport
through underground pipelines.27  Other hazardous materials and hazardous wastes used and stored on the
airport property are transported to and from LAX by truck. The LAX Expressway build alternatives
would add travel lanes for truck transport of goods, including hazardous materials and waste. The LAX
Expressway travel lanes would be located adjacent to minority and/or low income residential
neighborhoods.  The Hazardous Material Transportation Act of 1994 administered by the U.S.
Department of Transportation, and other federal and state laws regulate transport of hazardous materials
and hazardous wastes.  Under Alternative 1-No Action, transport of hazardous materials and hazardous
waste would utilize the existing I-405 freeway and designated truck routes.  Adherence to federal and
state regulatory requirements for transporting hazardous materials and hazardous wastes would reduce
potential impacts associated with continued use of existing transportation facilities (Alternative 1-No
Action) and future use of an LAX Expressway, as proposed under Alternatives 2 and 3. No impacts
associated with identified hazardous waste sites are anticipated which would disproportionately affect
minority and low-income populations.

5.3.1.5 Relocation of Residents and Businesses
The potentially affected area for Alternative 2-Split Viaduct includes 115 residential properties, 23
business properties, 7 public facilities (i.e., Los Angeles County Flood Control District,), and 3
community facility (i.e., church, cemetery, and Centinela Adobe). Of the estimated 115 residential
properties potentially affected, 38 properties are within the area covered by the Relocation Plan for the
Manchester Square and Airport/Belford areas, under the Airport Noise Mitigation Program.

The potentially affected area for Alternative 3-Single Viaduct includes 47 residential properties, 34
business properties, 14 public facility properties (i.e., flood control), 2 community facilities (i.e., school,

                                                     
26 Draft LAX EIS/EIR (2000), Section 4.4.3.
27 Draft LAX EIS/EIR (2000), Section 4.23.3.
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cemetery), and 2 other properties for which land use has not been verified. Thirty-eight of the 47
residential properties are within the area covered by the Relocation Plan for the Manchester Square and
Airport/Belford, under the Airport Noise Mitigation Program.

Under alternatives 2 and 3, potentially affected properties are located along the existing I-405 freeway, a
physical element of the built environment that bounds and separates the urban landscape.  Community
cohesiveness may be present in the mix of land uses and activities that occur on the east and west sides of
the I-405 freeway corridor, and between these areas.  Roadway improvements within the freeway
transportation corridor would add vertical and horizontal structural elements to the existing I-405 freeway
and areas immediately adjacent to the freeway.  Access to and between neighborhoods, community
services and facilities, and employment areas would be maintained and indirectly enhanced by the LAX
Expressway through overall improved local circulation. Alternative 2 would impact three community
facilities.  The church and cemetery sites are located west of the I-405 Freeway and south of Howard
Hughes Parkway.  The church provides for the spiritual and social needs of its members and both the
church and the cemetery serve the individuals and families of the community.  Impacts to the church site
and the adjacent cemetery are not expected to be substantial based on the conceptual alignment, right-of-
way needs at that location, and the size of each parcel.  Church and cemetery operations are not expected
to be affected by this alternative.  The Centinela Adobe would be substantially impacted by the
conceptual alignment, requiring relocation of the adobe building.  This impact is discussed in Section
5.15.

The minority and/or low-income status of the individual occupants of the residential properties has not
been ascertained, nor is data available regarding the number of minority-owned businesses and minority
employees for the potentially affected properties.

5.3.1.6 Visual
Alternative 2-Split Viaduct introduces a four-lane highway utilizing the east and west sides of the I-405
freeway for approximately 0.75 miles.  Two elevated structures each with two vehicular lanes would be
constructed.  These structural elements and proposed ramps connecting Arbor Vitae Street, La Cienega
Boulevard, Howard Hughes Parkway, and I-405 high occupancy vehicle (HOV) lanes to the LAX
Expressway would contrast with the existing urban environs.  The visual experience of specific viewer
groups such as park users, residents, church goers, and school students would potentially be affected
depending on the extent to which existing right-of-way is to be used and the extent to which existing
landscaping is to remain in place.

Under Alternative 3-Single Viaduct, the LAX Expressway would be located on the east side, possibly
requiring an area greater than that provided for under the existing right-of-way associated with the I-405.
Impacts may include removal of existing landscaping which would expose viewer groups to the new
structure. Removal of existing landscaping and introduction of an elevated viaduct would ultimately
change the visual setting and degrade the visual quality of the project area. Disproportionate affects to
minority and low-income populations are anticipated for both Alternatives 2 and 3.

5.3.2 State Route 1
For all three alternatives, the affected area is comprised of one census tract which, based on the 1990
Census, has an estimated population of 2,460 persons. The airport, commercial, light industry, and other
non-residential uses are located within tract 2780.
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5.3.2.1 Roadway Noise
Existing and future unabated noise levels associated with the State Route 1 improvements are predicted to
range between 56 and 65 dBA Leq and will not approach or exceed the noise abatement criteria for the
respective activity categories (i.e., residential, etc.).  Refer to section 5.4 of this report for additional
information.

5.3.2.2 Air Quality
No substantial air emissions are expected to occur with selection of Alternative 1-No Action.  Build
alternatives 2 and 3 would result in air emissions associated with construction. Regional emissions are
anticipated to decrease in future years due to implementation of the California State Implementation Plan
transportation control measures.  These projected air quality environmental conditions would be equally
distributed among the populations within the project area.

Mitigation measures that would minimize construction air emissions are proposed in Section 5.3 of this
report.  Notwithstanding, construction-related air quality impacts are expected to occur if one of the build
alternatives is implemented.  Residents and users of properties closest to the construction areas (i.e., golf
course) would be affected by construction air emissions.

5.3.2.3 Health Risk
The description of potential health risks provided under subsection 5.2.1.3 is applicable to the State Route
1 improvements alternatives. Alternative 1-No Action assumes the LAX Master Plan No-Action/No
Project alternative would be selected.  Under this scenario, passenger and cargo activities at the projected
levels for the 1981 LAX Master Plan would occur and the State Route 1 improvements would not be
undertaken.

Exposure of populations within the affected area to toxic air pollutants associated with on-road mobile
sources would change slightly as a result of the proposed build alternatives 2 and 3.  The anticipated
change is largely associated with the expected efficiencies in the traffic movement through the proposed
interchange at Westchester Parkway and Sepulveda Boulevard.

5.3.2.4 Hazardous Wastes Sites
One known soil and/or groundwater contamination site is located within the project area for the State
Route 1 improvements.  The site is generally located near the north end of the proposed tunneling of
Sepulveda Boulevard.  Leaking USTs were identified along the 9200 and 9800 blocks of Sepulveda
Boulevard.  These properties are proposed for acquisition in conjunction with the LAX Master Plan.28  No
impacts to the community are anticipated.

5.3.2.5 Relocation of Residences or Businesses
The potentially affected properties for alternatives 2 and 3 include 8 residential properties, 37 business
properties, and 1 public facility (i.e., former library site).  As noted under subsection 5.2.1.5, the minority
and/or low-income status of the individual occupants of the residential properties has not been
ascertained, nor is data available regarding the number of minority-owned businesses and minority
employees for the potentially affected properties.

                                                     
28 Draft Draft LAX EIS/EIR (2000), Section 4.23.3.
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5.3.2.6 Visual
The visual impacts associated with the State Route 1 improvements are essentially identical under build
Alternatives 2 and 3.  New views would be introduced from the proposed interchange at Westchester
Parkway and Sepulveda Boulevard.  From this location, views of the surrounding urban landscape to the
northeast and the airport to the south would be introduced.

5.3.3 Preliminary Findings
The build alternatives for the LAX Expressway and State Route 1 Improvements project would affect
residential and non-residential properties along the alignments described for each project alternative.  As
a whole, the potential impacts of the LAX Expressway build alternatives fall largely on tracts heavily
populated by minority and/or low-income residents. The State Route 1 build alternatives would affect the
low-income residents. The impacts of the build alternatives for both projects appear to disproportionately
fall on minority and/or low-income populations. The transportation and relocation activities would be
fully mitigated under the related LAX Master Plan build alternatives. Such mitigation would consider the
special needs of minority and low-income individuals and communities.  For example, in the Los Angeles
area minority and low-income individuals tend to use public transportation more than White and upper-
income individuals.  Thus, changes in public transportation services (e.g., routes, schedules, etc.), even if
temporary in nature may affect minority and low-income populations more than other groups.  Relocation
of low-income and/or minority households may raise similar issues if available housing is not readily
accessible by public transportation.  Development of a Business Relocation Plan to meet the unique needs
of project-affected, minority-owned businesses or businesses with a high proportion of minority
employees or minority/low-income customers may also encounter special challenges to be considered.

In view of these preliminary findings and those contained in the Draft LAX EIS/EIR, Los Angeles World
Airports proposes to initiate preparation of an Environmental Justice Program.   For additional
information concerning the Environmental Justice Program, refer to Draft LAX EIS/EIR subsection
4.4.3.7.

5.3.4 Mitigation Measures
Actions proposed to mitigate potential impacts such as air quality, noise, and visual are described in
Sections 5.5, 5.6, and 5.17 of this report and listed for ease of reference in Section 6.0, Inventory of
Mitigation Measures.

5.4 PEDESTRIAN AND BICYCLE FACILITIES

The proposed State Route 1 improvements would relocate that portion of Lincoln Boulevard/State
Route 1 identified for realignment onto Westchester Parkway.  According to design plans for the State
Route 1 improvements, the replacement of such facilities is not included.  Removal of this pedestrian
facility without replacement would constitute a change and subsequent impact.  According to the Draft
LAX EIS/EIR, the proposed Westchester Southside Project proposes new pedestrian paths along the
greenbelts within 36.8 hectares (91 acres) of proposed open space.  In addition, the State Route 1
improvements would provide for an ADA compliant pedestrian walkway within the proposed Sepulveda
Boulevard tunnel under the north airfield.  The redevelopment and reconstruction of new pedestrian
facilities is assumed to provide the same link between the west and east side of the project area.  Due to
proposed plans for such facilities, no adverse impacts are identified.

Construction of the State Route 1 improvements is expected to have a short term use impact on a portion
of the Class II designated bike route along Westchester Parkway between the junction of Westchester
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Parkway and Lincoln Boulevard and Sepulveda Boulevard.  As with the removal of the pedestrian
sidewalks from Westchester Parkway to accommodate the relocation portions of State Route 1, the signed
bikeway along Westchester Parkway would also be removed resulting in a short-term impact.  Similarly,
the approved Westchester Southside project involves the development of bike paths along greenbelts
within 36.8 hectares (91.0 acres) of planned open space and is expected to provide the same Class II bike
path function as does the existing bicycle facility.  Adherence to the Revised Bicycle Plan Citywide
Bikeway System Policy 1.1.4 would ensure comparable replacement development of sidewalks and the
Class II bike path identified for removal along Westchester Parkway. The LAX Master Plan has adopted a
Land Use Policy (LU3) that supports the City of Los Angeles Transportation Element Bicycle Plan.  As
stated in the Draft LAX EIS/EIR in Section 4.2.5:

�LAWA will support bicycle policies and plans, most notably those outlined in the City of Los
Angeles Transportation Element Bicycle Plan and the General Plan Framework that delineate and
promote bikeways in the vicinity of LAX.  As a primary objective, LAWA will provide
maximum feasible incorporation of bike paths and bike lanes into proposed LAX Master Plan
circulation systems with a fundamental priority for ensuring safe and efficient bicycle and
vehicular circulation.  This will include, among other improvements, a bike path along Imperial
Highway.  In addition, bicycle access and parking facilities shall be provided at transit centers,
including the West Terminal MetroRail Station, major parking lots, and Bus Transit Centers.
Bicycle facilities such as lockers and showers shall also be provided where feasible to promote
employee bicycle use. Bike paths and lanes shall be incorporated into Master Plan circulation
improvements at the earliest possible stage of plan preparation� (Draft LAX EIS/EIR 2000).

Ultimately, no impacts to pedestrian or bicycle facilities within the LAX Expressway project study area
are identified based on the city�s commitment to maintaining the various bicycle lanes in the area.

5.5 AIR QUALITY

The CAA sets out the conformity rule in Section 176(c)(1) that applies to all general federal actions. In
addition to this general conformity rule, Sections 176(c)(2) and 176(c)(3) of the CAA add more specific
requirements regarding when a transportation action will be found to conform to a State Implementation
Plan. The LAX Expressway and State Route 1 improvements are included in the 1998 Regional
Transportation Plan, which has been evaluated for air quality transportation conformity by FHWA.  The
Expressway and State Route 1 Improvements project will be considered for inclusion with the Regional
Transportation Improvement Program following completion of the PSR for each project.  Accordingly,
conformance with the State Implementation Plan is pending completion of the PSR for each project.

5.5.1 Evaluation Criteria

5.5.1.1 Construction Impacts
The evaluation criteria developed by the South Coast Air Quality Management District (SCAQMD 1993)
for construction activities were used to evaluate construction air quality impacts.  The daily criteria are
75, 100, 550, 150, and 150 pounds per day for ROC, NOx, CO, PM10, and SOx, respectively.  The
quarterly criteria are 2.5, 2.5, 24.75, 6.75, and 6.75 tons per quarter for ROC, NOx, CO, PM10, and SOx,
respectively.
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5.5.1.2 Operational Impacts
The National Ambient Air Quality Standards (NAAQS) and the California Ambient Air Quality
Standards (CAAQS) for CO were used to evaluate local CO impacts. The 1-hour and 8-hour NAAQS for
CO are 35 and 9 parts per million (ppm), respectively.  The 1-hour and 8-hour CAAQS for CO are 20 and
9.0 ppm, respectively.

5.5.2 Environmental Consequences
This section describes air quality impacts of all the proposed alternatives for the LAX Expressway and
State Route 1 improvements, respectively.  Table 5.5-1 presents estimated construction impacts for
project alternatives.  Table 5.5-2 summarizes the regional emissions estimated in the State
Implementation Plan (SIP), as required by the FHWA guidance (FHWA, 1987). Table 5.5-3 summarizes
the predicted local CO concentrations for the selected intersections, which have been included previously
in the Draft LAX EIS/EIR.  The results of the project-level CO impact analysis conducted for the subject
intersections are provided in Tables 5.5-4, 5.5-5, and 5.5-6 for Alternatives 1, 2, and 3, respectively.

If a build alternative becomes the preferred alternative, the proposed project will be listed in a Regional
Transportation Plan (RTP) and Regional Traffic Improvement Program (RTIP) for which FHWA and
FTA have issued a conformity determination. The design concept and scope of the selected alternative
must be the same as the proposed project described in the RTP and RTIP to demonstrate conformity with
the State Implementation Plan.
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Table 5.5-1
Summary of Estimated Construction Emissions for All Alternatives

State Route 1 LAX Expressway Significance
Thresholds

(lb/day)

Pollutant

Alternative 2 Alternative 3 Alternative 2 Alternative 3
Emissions before Mitigation

Pounds per Day
ROC 69.38 69.38 84.83 62.17 75
NOx 526.67 526.67 530.47 524.73 100
CO 13.03 13.03 20.24 9.35 550
PM10 265.35 265.35 383.58 204.98 150
SOx 54.83 54.83 54.83 54.83 150

Tons per Quarter
ROC 2.25 2.25 2.76 2.02 2.5
NOx 17.12 17.12 17.24 17.05 2.5
CO 0.42 0.42 0.66 0.30 24.75
PM10 8.62 8.62 12.47 6.66 6.75
SOx 1.78 1.78 1.78 1.78 6.75
Emissions after Mitigation

Pounds per Day
ROC 67.69 67.69 82.69 60.03 75
NOx 500.68 500.68 504.48 498.74 100
CO 13.03 13.03 20.24 9.35 550
PM10 187.33 187.33 295.20 162.75 150
SOx 54.83 54.83 54.83 54.83 150

Tons per Quarter
ROC 2.20 2.20 2.69 1.95 2.5
NOx 16.27 16.27 16.40 16.21 2.5
CO 0.42 0.42 0.66 0.30 24.75
PM10 6.09 6.09 9.59 5.29 6.75
SOx 1.78 1.78 1.78 1.78 6.75
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Table 5.5-2
Projected Regional Air Quality Emissions

South Coast Air Basin

Emissions by Year (tons/day)Pollutant
2000 2006 2010

Total NOx Emissions 882 738 697
NOx Emissions from Mobile On-Road Sources 521 403 365
Total VOC Emissions 891 801 770
VOC Emissions from Mobile On-Road Sources 350 222 165
Total CO Emissions 4405 3657 3341
CO Emissions from Mobile On-Road Sources 2963 2103 1810
Total SOx Emissions 66 66 70
SOx Emissions from Mobile On-Road Sources 14 16 17
Total PM10 Emissions 441 454 463
PM10 Emissions from Mobile On-Road Sources 16 14 14

Table 5.5-3
Local CO Concentrations (ppm) Predicted in the Draft LAX EIS/EIR

For LAX Expressway Project

Alternative
A

Alternative
B

Alternative
C

No
Action/No

Project

Intersection

1-hr 8-hr 1-hr 8-hr 1-hr 8-hr 1-hr 8-hr
Airport Blvd./Century Blvd. 4.3 3.5 4.3 3.5 4.3 3.6 4.4 3.5
Aviation Blvd./Century Blvd. 4.4 3.6 4.4 3.5 4.6 3.7 4.5 3.5
La Cienega Blvd./Arbor Vitea St. 4.6 3.5 4.4 3.5 4.6 3.5 4.5 3.6
La Cienega Blvd./Century Blvd. 4.4 3.5 4.4 3.5 4.5 3.5 4.4 3.6
La Cienega Blvd.//I-405 Ramps N/O
Century

4.3 3.5 4.3 3.5 4.2 3.5 4.4 3.5

La Cienega Blvd./Florence Ave. 4.3 3.5 4.3 3.5 4.3 3.6 4.3 3.5
La Cienega Blvd./Manchester Ave. 4.5 3.5 4.5 3.5 4.6 3.5 4.3 3.5
Lincoln Blvd./Manchester Ave. 4.7 3.6 4.6 3.5 4.7 3.6 4.6 3.7
Lincoln Blvd./83rd St. 4.3 3.5 4.3 3.5 4.3 3.5 4.7 3.6
Lincoln Blvd./La Tijera Blvd. 4.5 3.7 4.5 3.6 4.5 3.7 4.7 3.7
Sepulveda Blvd./Imperial Hwy. 4.6 3.6 4.5 3.5 4.5 3.6 4.4 3.5
Sepulveda Blvd./I-405 Ramps 4.1 3.4 4.1 3.3 4.2 3.4 4.2 3.5
Sepulveda Blvd./Manchester Ave. 4.2 3.4 4.2 3.4 4.2 3.5 4.3 3.5
Sepulveda Blvd./La Tijera Blvd. 4.4 3.6 4.5 3.6 4.4 3.6 4.3 3.5
Sepulveda Blvd./Mariposa Ave. 4.4 3.6 4.4 3.5 4.5 3.6 4.3 3.4
Sepulveda Blvd./Rosecrans Ave. 4.7 3.7 4.5 3.7 4.7 3.6 4.2 3.4
Vista Del Mar/Imperial Hwy. 4.2 3.4 4.2 3.4 4.2 3.4 5.1 3.6

Source: Draft LAX EIS/EIR (FAA, 2000)
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Table 5.5-4
Estimated Maximum CO Concentrations, Alternative 1 (2015)

State Route 1 Improvements Project

Maximum
Model-Predicted
Concentrations

(ppm)

Background
Concentrations

(ppm)

Maximum Total
Concentrations

(ppm)Receptors1

1-hour 8-hour 1-hour 8-hour 1-hour 8-hour
r1 2.5 2.29 4.2 3.4 6.7 5.69
r2 2.1 1.95 4.2 3.4 6.3 5.35
r3 2.3 2.11 4.2 3.4 6.5 5.51
r4 1.5 1.13 4.2 3.4 5.7 4.53
r5 3.8 3.01 4.2 3.4 8.0 6.41
r6 2.7 2.37 4.2 3.4 6.9 5.77
r7 2.2 1.91 4.2 3.4 6.4 5.31
r8 2.0 1.45 4.2 3.4 6.2 4.85
r9 1.6 1.17 4.2 3.4 5.8 4.57
r10 1.4 1.00 4.2 3.4 5.6 4.40
r11 1.4 0.98 4.2 3.4 5.6 4.38
r12 1.0 0.72 4.2 3.4 5.2 4.12
r13 0.9 0.75 4.2 3.4 5.1 4.15
r14 0.8 0.69 4.2 3.4 5.0 4.09
r15 1.6 1.10 4.2 3.4 5.8 4.50
r16 1.4 1.07 4.2 3.4 5.6 4.47
r17 1.4 1.07 4.2 3.4 5.6 4.47
r18 2.2 1.67 4.2 3.4 6.4 5.07
r19 2.0 1.32 4.2 3.4 6.2 4.72
r20 1.6 0.93 4.2 3.4 5.8 4.33
r21 1.5 1.02 4.2 3.4 5.7 4.42
r22 2.0 1.42 4.2 3.4 6.2 4.82
r23 1.3 0.90 4.2 3.4 5.5 4.30
r24 0.9 0.57 4.2 3.4 5.1 3.97
r25 0.8 0.53 4.2 3.4 5.0 3.93
r26 1.1 0.70 4.2 3.4 5.3 4.10
r27 1.3 0.88 4.2 3.4 5.5 4.28
r28 1.5 1.12 4.2 3.4 5.7 4.52
CAAQS (ppm) - - - - 20 9.0
NAAQS (ppm) - - - - 35 9
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Table 5.5-5
Estimated Maximum CO Concentrations, Alternative 2 (2015)

State Route 1 Improvements Project

Maximum
Model-Predicted
Concentrations

(ppm)

Background
Concentrations

(ppm)

Maximum Total
Concentrations

(ppm)Receptors1

1-hour 8-hour 1-hour 8-hour 1-hour 8-hour
r1 0.8 0.45 4.2 3.4 5.0 3.85
r2 0.6 0.40 4.2 3.4 4.8 3.80
r3 0.6 0.38 4.2 3.4 4.8 3.78
r4 0.4 0.37 4.2 3.4 4.6 3.77
r5 1.1 0.63 4.2 3.4 5.3 4.03
r6 0.9 0.62 4.2 3.4 5.1 4.02
r7 1.0 0.67 4.2 3.4 5.2 4.07
r8 1.3 0.80 4.2 3.4 5.5 4.20
r9 1.6 1.15 4.2 3.4 5.8 4.55
r10 1.5 1.10 4.2 3.4 5.7 4.50
r11 1.6 1.25 4.2 3.4 5.8 4.65
r12 1.3 0.96 4.2 3.4 5.5 4.36
r13 1.2 0.90 4.2 3.4 5.4 4.30
r14 0.9 0.60 4.2 3.4 5.1 4.00
r15 1.0 0.76 4.2 3.4 5.2 4.16
r16 1.2 0.95 4.2 3.4 5.4 4.35
r17 1.6 1.30 4.2 3.4 5.8 4.70
r18 2.5 1.97 4.2 3.4 6.7 5.37
r19 2.3 1.97 4.2 3.4 6.5 5.37
r20 2.3 2.11 4.2 3.4 6.5 5.51
r21 2.7 2.27 4.2 3.4 6.9 5.67
r22 2.4 2.23 4.2 3.4 6.6 5.63
r23 1.3 1.15 4.2 3.4 5.5 4.55
r24 0.9 0.72 4.2 3.4 5.1 4.12
r25 0.8 0.63 4.2 3.4 5.0 4.03
r26 0.9 0.74 4.2 3.4 5.1 4.14
r27 1.2 0.93 4.2 3.4 5.4 4.33
r28 1.3 1.05 4.2 3.4 5.5 4.45
CAAQS (ppm) - - - - 20 9.0
NAAQS (ppm) - - - - 35 9
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Table 5.5-6
Estimated Maximum CO Concentrations, Alternative 3 (2015)

State Route 1 Improvements Project

Maximum
Model-Predicted
Concentrations

(ppm)

Background
Concentrations

(ppm)

Maximum Total
Concentrations

(ppm) Receptors1

1-hour 8-hour 1-hour 8-hour 1-hour 8-hour
r1 0.5 0.42 4.2 3.4 4.7 3.82
r2 0.3 0.25 4.2 3.4 4.5 3.65
r3 0.3 0.22 4.2 3.4 4.5 3.62
r4 0.4 0.27 4.2 3.4 4.6 3.67
r5 0.8 0.57 4.2 3.4 5.0 3.97
r6 0.6 0.52 4.2 3.4 4.8 3.92
r7 0.7 0.53 4.2 3.4 4.9 3.93
r8 0.7 0.53 4.2 3.4 4.9 3.93
r9 0.7 0.50 4.2 3.4 4.9 3.90
r10 0.9 0.60 4.2 3.4 5.1 4.00
r11 1.0 0.68 4.2 3.4 5.2 4.08
r12 1.0 0.67 4.2 3.4 5.2 4.07
r13 0.9 0.67 4.2 3.4 5.1 4.07
r14 0.9 0.55 4.2 3.4 5.1 3.95
r15 0.7 0.56 4.2 3.4 4.9 3.96
r16 0.9 0.65 4.2 3.4 5.1 4.05
r17 1.3 1.00 4.2 3.4 5.5 4.40
r18 2.3 1.90 4.2 3.4 6.5 5.30
r19 2.2 1.97 4.2 3.4 6.4 5.37
r20 2.3 2.11 4.2 3.4 6.5 5.51
r21 2.4 2.15 4.2 3.4 6.6 5.55
r22 2.4 2.23 4.2 3.4 6.6 5.63
r23 1.3 1.13 4.2 3.4 5.5 4.53
r24 0.7 0.63 4.2 3.4 4.9 4.03
r25 0.8 0.61 4.2 3.4 5.0 4.01
r26 0.8 0.54 4.2 3.4 5.0 3.94
r27 0.8 0.53 4.2 3.4 5.0 3.93
r28 0.9 0.55 4.2 3.4 5.1 3.95
CAAQS (ppm) - - - - 20 9.0
NAAQS (ppm) - - - - 35 9

5.5.3 LAX Expressway

5.5.3.1 Alternative 1 – No Action
Under this alternative, no roadway improvement would occur; therefore the proposed alternative would
not cause construction impacts. Concerning regional air quality impacts air pollutant emissions, including
mobile source (on-road) emissions, estimated by the SCAQMD are presented in Table 5.5-2.  The
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regional emissions are anticipated to decrease in future years due to implementation of the SIP
transportation control measures (TCMs).

Project-level CO Impacts.  As presented in Table 5.5-3, the local CO modeling analyses conducted in
the Draft LAX EIS/EIR indicate that maximum 1-hour and 8-hour CO concentrations in the vicinity of
the LAX Expressway project site would not exceed the NAAQS or CAAQS under No Action/No Project
Alternative.  Therefore, Alternative 1 would not cause substantial local CO impacts.

5.5.3.2 Alternative 2 - Split Viaduct
Alternative 2 would provide a direct connection between I-405 and the ring road via an LAX Expressway.
The total area in which earthmoving would take place was estimated to be approximately 53.4 hectares
(132 acres).  As shown in Table 5.5-1, the estimated resulting emissions for ROC, NOx, and PM10 would
exceed the corresponding significance thresholds for these pollutants.  Therefore, the proposed alternative
would cause substantial construction impacts on air quality, and mitigation measures are required.

Regional Air Quality Impacts. The regional air pollutant emissions, including mobile source (on-road)
emissions, estimated by the SCAQMD are presented in Table 5.5-2.  The regional emissions are
anticipated to decrease in future years due to implementation of the SIP transportation control measures
(TCMs).

Project-level CO Impacts. As presented in Table 5.5-3, the local CO modeling analyses conducted in the
Draft LAX EIS/EIR indicate that maximum 1-hour and 8-hour CO concentrations in the vicinity of the
project site would not exceed the NAAQS or CAAQS for all alternatives under the LAX Master Plan.
Therefore, the proposed alternative would not cause substantial local CO impacts.

5.5.3.3 Alternative 3 – Single Viaduct
Alternative 3 would involve constructing a single four-lane viaduct.  The total area in which earthmoving
would take place was estimated to be approximately 24.7 hectares (61 acres).  As shown in Table 5.5-1,
the estimated resulting emissions for NOx and PM10 would exceed the corresponding significance
thresholds.  Therefore, the proposed alternative would cause substantial construction impacts on air
quality, and mitigation measures are required.

The regional air pollutant emissions, including mobile source (on-road) emissions estimated by the
SCAQMD are presented in Table 5.5-2.  The regional emissions are anticipated to decrease in future
years, due to implementation of the SIP transportation control measures (TCMs).

Project-level CO Impacts. As presented in Table 5.5-3, the local CO modeling analyses conducted in the
Draft LAX EIS/EIR indicate that 1-hour and 8-hour CO concentrations in the vicinity of the project site
would not exceed the NAAQS or CAAQS for all alternatives under the LAX Master Plan.  Therefore, the
proposed alternative would not cause substantial local CO impacts.

5.5.4 State Route 1

5.5.4.1 Alternative 1 – No Action
Construction. Some construction activities are anticipated to occur to improve runway utility and safety.
This alternative would generate some minor emissions of air pollutants; however, it would not cause
substantial impacts.
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Operations Regional Air Quality Impacts. Air pollutant emissions associated with a roadway project
would mainly be generated from vehicles.   No overall increase in vehicular trips would be associated
with this alternative; therefore, no regional air quality impacts would occur under Alternative 1.

Project-level CO Impacts. As shown in Table 5.5-4, the maximum total CO concentrations, including
background concentrations, were predicted to be below the NAAQS and CAAQS for CO under
Alternative 1.  Relocation of Runway 24R may result in changes of traffic volumes at nearby
intersections.  However, these changes would not cause substantial impacts on ambient CO
concentrations at these intersections.

5.5.4.2 Alternatives 2 (Diamond Interchange) and 3 (Urban Interchange)
Construction.  In Alternatives 2 and 3, two new interchanges along State Route 1 would be constructed.
The total area that would be disturbed by earthmoving would be approximately 34.4 hectares (85 acres).
As shown in Table 5.5-1, the estimated construction emissions for NOx and PM10 would exceed the
corresponding significance thresholds for these pollutants.  Therefore, the proposed alternative would
cause substantial construction impacts on air quality, and mitigation measures are required.

Operations Regional Air Quality Impacts. As described in the FHWA guidance, O3, NOx and
hydrocarbon (HC) air quality concerns associated with mobile sources are regional in nature and, as such,
meaningful evaluation on a project-by-project basis is not possible (FHWA 1987).  According to the
approach suggested by the FHWA, the air quality emission inventories developed in the �1997 Air
Quality Management Plan� (AQMP) were summarized in Table 5.5-2.  The 1997 AQMP is part of the
California SIP developed by the SCAQMD.  The AQMP emission inventories include emissions of NOx,
VOC, CO, SOx, and PM10.  This project is in a federal air quality nonattainment area for CO, PM10, and
O3 that has transportation control measures (TCMs) in the SIP.  The regional air quality emission
inventories in the SIP also include emissions associated with the projected mobile sources in the SCAB
nonattainment area.  As shown in Table 5.5-2, the air pollutant emissions, including mobile source (on-
road) emissions, are anticipated to decrease in future years, due to implementation of the SIP
transportation control measures (TCMs).

Project-level CO Impacts As presented in Table 5.5-5, the CO modeling analysis conducted for the
project site indicates that maximum 1-hour and 8-hour CO concentrations would not exceed the NAAQS
or CAAQS under Alternatives 2 and 3.  Therefore, the proposed Alternatives 2 and 3 would not cause
substantial local CO impacts.

5.5.5 Cumulative Impacts
NEPA requires that a proposed project be examined within the context of the existing setting and that the
examination take into account new and planned, similar and nearby projects.  As identified in the Draft
LAX EIS/EIR (2000), operational emissions associated with the LAX Master Plan alternatives would
occur in conjunction with emissions from other past, present, and probable future development projects in
the vicinity.  Construction emissions associated with the LAX Master Plan would also occur within a
similar time frame with emissions from other construction activities associated with planned and nearby
projects.  The cumulative air quality impacts associated with the LAX Master Plan, in conjunction with
other projects would be substantial.  The proposed project is part of the LAX Master Plan; therefore, the
cumulative impacts associated with the proposed project would be considerable.
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5.5.6 Mitigation Measures
Mitigation measures are required if project construction and/or operations would cause adverse air quality
impacts. The following mitigation measures would be used to reduce air quality impacts during
construction of the proposed project:

1. Use low- NOx construction equipment

2. Use reformulated diesel fuel.

3. Minimize concurrent use of equipment through equipment phasing.

4. Water surface before grading.

5. Water exposed surface at least twice daily to maintain surface crust.

Air pollutant emissions estimated after implementation of the above construction mitigation measures are
also provided in Table 5.5-1.  As shown in the table, the construction impacts associated with the
proposed project would remain measurable after mitigation.

5.6 NOISE

FHWA requires consideration of noise abatement (e.g., construction of a noise barrier such as a masonry
wall) to attenuate noise when the existing or predicted peak-noise-hour levels approach or exceed FHWA
noise abatement criteria (NAC) for appropriate land use categories (refer to Table 4.6-1).  In this report,
noise-sensitive land use areas with noise levels that approach, equal or exceed the applicable NAC were
considered and evaluated for feasible and reasonable noise abatement.  The land adjacent to the LAX
Expressway and the State Route 1 Improvements project includes commercial, residential, park, and
school uses.  Some noise-sensitive land uses (e.g., library) will not exist in their present locations if the
projects were to be constructed.  These locations were not evaluated further.  Land use with potential for
noise impact (only land near the LAX Expressway) consists primarily of private residential, schools, and
a local park.  Tables 5.6-1 through 5.6-3 present the evaluation, taking into consideration the land use and
activities described for LAX Master Plan Alternatives A, B and C.
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Table 5.6-1.  Summary of Noise Levels and Abatement
Assumes LAX Master Plan Alternative A Land Use and Activities

Abated Noise Levels, Leq Peak-Noise-Hour,
dBAReceiver ID

No.
Type Location or

Address
NAC Activity

Category
Approx. # of
Receptors 1

Offset
Distance to
Centerline

(m)

Existing (1996) Noise Levels
Leq Peak-Noise-Hour, dBA

Predicted Noise
Levels, Leq Peak-

Noise-Hour dBA (2015) Heights of Barrier (Screen Wall)

Benefited
Receiver Cost

Measured Calculated No Build Build 1.8 m
(6 ft)

2.4 m
(8 ft)

3.0 m
(10 ft)

3.7 m
(12 ft)

4.3 m
(14 ft)

4.9 m
(16 ft)

State Route
1
RD-22 SF Resi. near Loyola

Blvd. & La Tijera Blvd.
B 5 250 -- 51 53 56 0

RD-23 SF Resi. Near
Kittyhawk Ave. &
Fleetwing Ave.

B 4 190 65 2 60 62 65 0

RD-24 SF Resi. near 88'th
St. & Emerson Ave.

B 23 310 61 2 52 54 58 0

RD-31 Westchester Rec.
Center, near Lincoln

Blvd. & La Tijera Blvd.

B 3 70 -- 58 60 61 0

RD-32 SF Resi., near
Rayford Dr. & 91 St.

B 7 110 66 2 56 58 59 0

I-405 LAX Expressway

RD-25 SF Resi. near
Glasgow Pl. & W. 93

St.

B 9 80 -- 56 58 62 0

RD-26 SF Resi. near Hillcrest
Blvd. & Ash Ave.

B 3 60 -- 75 77 77 74 3 71 3 70 3 68 3 67 3 66 3 $36,852

RD-27 SF Resi. near Ash
Ave. & Nectarine St.

B 5 50 -- 66 66 69 69 4 68 4 68 4 67 4 66 4 66 4 $36,852
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Abated Noise Levels, Leq Peak-Noise-Hour,
dBAReceiver ID

No.
Type Location or

Address
NAC Activity

Category
Approx. # of
Receptors 1

Offset
Distance to
Centerline

(m)

Existing (1996) Noise Levels
Leq Peak-Noise-Hour, dBA

Predicted Noise
Levels, Leq Peak-

Noise-Hour dBA (2015) Heights of Barrier (Screen Wall)

Benefited
Receiver Cost

Measured Calculated No Build Build 1.8 m
(6 ft)

2.4 m
(8 ft)

3.0 m
(10 ft)

3.7 m
(12 ft)

4.3 m
(14 ft)

4.9 m
(16 ft)

RD-28 SF Resi. near Midfield
Ave. & 82 St.

B 9 80 -- 61 61 64 0

RD-29 SF Resi. near Midfield
Ave. & Benjamin Ave.

B 15 40 -- 73 73 76 71 5 69 5 68 5 67 5 66 5 66 5 $16,756

RD-30 St. Jerome School &
Church, on Thornburn

St.

B 7 30 61 61 61 65 0

RD-33 Ashwood Park, near
Ash Ave. & Kelso St.

B 6 30 75 76 77 76 71 6 69 6 68 6 66 6 65 6 64 6 $36,852

1 - For non-residential land uses, equivalent receptors were estimated using a rate of 1 receptor per 30.5 meters of effected frontage.
2 - Noise measurement influenced by LAX aircraft noise.
3 - Modeled with a barrier positioned at R/W and a barrier along the I-405 LAX Expressway E/S.
4 - Modeled with a barrier at the Top of Slope and a barrier along the I-405 LAX Expressway E/S.
5 - Modeled with a barrier along the Top of Slope.
6 - Modeled with a barrier at the Top of Slope and a barrier on the I-405 LAX Expressway E/S.

= abatement not required
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Table 5.6-2.  Summary of Noise Levels and Abatement
Assumes LAX Master Plan Alternative B Land Use and Activities

Abated Noise Levels, Leq Peak-Noise-Hour,
dBAReceiver ID

No.
Type Location or

Address
NAC Activity

Category
Approx. # of
Receptors 1

Offset Distance
to Centerline (m)

Existing (1996) Noise Levels
Leq Peak-Noise-Hour, dBA

Predicted Noise
Levels, Leq Peak-

Noise-Hour dBA (2015) Heights of Barrier (Screen Wall)
Benefited

Receiver Cost

Measured Calculated No Build Build 1.8 m
(6 ft)

2.4 m
(8 ft)

3.0 m
(10 ft)

3.7 m
(12 ft)

4.3 m
(14 ft)

4.9 m
(16 ft)

State Route 1

RD-22 SF Resi. near Loyola
Blvd. & La Tijera

Blvd.

B 5 250 -- 51 53 56 0

RD-23 SF Resi. Near
Kittyhawk Ave. &
Fleetwing Ave.

B 4 190 65 2 60 62 65 0

RD-24 SF Resi. near 88'th
St. & Emerson Ave.

B 23 310 61 2 52 54 58 0

RD-31 Westchester Rec.
Center, near Lincoln

Blvd. & La Tijera
Blvd.

B 3 70 -- 58 60 61 0

RD-32 SF Resi., near
Rayford Dr. & 91 St.

B 7 110 66 2 56 58 59 0

I-405 LAX Expressway

RD-25 SF Resi. near
Glasgow Pl. & W. 93

St.

B 9 80 -- 56 58 62 0

RD-26 SF Resi. near
Hillcrest Blvd. & Ash

Ave.

B 3 60 -- 75 77 77 74 3 71 3 70 3 68 3 67 3 66 3 $36,852

RD-27 SF Resi. near Ash
Ave. & Nectarine St.

B 5 50 -- 66 66 69 69 4 68 4 68 4 67 4 66 4 66 4 $36,852
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Abated Noise Levels, Leq Peak-Noise-Hour,
dBAReceiver ID

No.
Type Location or

Address
NAC Activity

Category
Approx. # of
Receptors 1

Offset Distance
to Centerline (m)

Existing (1996) Noise Levels
Leq Peak-Noise-Hour, dBA

Predicted Noise
Levels, Leq Peak-

Noise-Hour dBA (2015) Heights of Barrier (Screen Wall)
Benefited

Receiver Cost

Measured Calculated No Build Build 1.8 m
(6 ft)

2.4 m
(8 ft)

3.0 m
(10 ft)

3.7 m
(12 ft)

4.3 m
(14 ft)

4.9 m
(16 ft)

RD-28 SF Resi. near
Midfield Ave. & 82

St.

B 9 80 -- 61 61 64 0

RD-29 SF Resi. near
Midfield Ave. &
Benjamin Ave.

B 15 40 -- 73 73 77 72 5 70 5 69 5 68 5 67 5 67 5 $16,756

RD-30 St. Jerome School &
Church, on

Thornburn St.

B 7 30 61 61 61 65 0

RD-33 Ashwood Park, near
Ash Ave. & Kelso St.

B 6 30 75 76 77 77 72 6 70 6 69 6 67 6 66 6 65 6 $36,852

1 - For non-residential land uses, equivalent receptors were estimated using a rate of 1 receptor per 30.5 meters of effected frontage.
2 - Noise measurement influenced by LAX aircraft noise.
3 - Modeled with a barrier positioned at R/W and a barrier along the I-405 LAX Expressway E/S.
4 - Modeled with a barrier at the Top of Slope and a barrier along the I-405 LAX Expressway E/S.
5 - Modeled with a barrier along the Top of Slope.
6 - Modeled with a barrier at the Top of Slope and a barrier on the I-405 LAX Expressway E/S.

= abatement not required
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Table 5.6-3.  Summary of Noise Levels and Abatement
Assumes LAX Master Plan Alternative C Land Use and Activities

Abated Noise Levels, Leq Peak-Noise-Hour,
dBAReceiver

ID No.
Type Location or

Address
NAC Activity

Category
Approx. # of
Receptors 1

Offset Distance
to Centerline (m)

Existing (1996) Noise Levels
Leq Peak-Noise-Hour, dBA

Predicted Noise
Levels, Leq Peak-

Noise-Hour dBA (2015) Heights of Barrier (Screen Wall)
Benefited

Receiver Cost

Measured Calculated No Build Build 1.8 m
(6 ft)

2.4 m
(8 ft)

3.0 m
(10 ft)

3.7 m
(12 ft)

4.3 m
(14 ft)

4.9 m
(16 ft)

State
Route 1
RD-22 SF Resi. near Loyola

Blvd. & La Tijera
Blvd.

B 5 250 -- 51 53 56 0

RD-23 SF Resi. Near
Kittyhawk Ave. &
Fleetwing Ave.

B 4 190 65 2 60 62 65 0

RD-24 SF Resi. near 88'th
St. & Emerson Ave.

B 23 310 61 2 52 54 58 0

RD-31 Westchester Rec.
Center, near Lincoln

Blvd. & La Tijera
Blvd.

B 3 70 -- 58 60 61 0

RD-32 SF Resi., near
Rayford Dr. & 91 St.

B 7 110 66 2 56 58 59 0

I-405 LAX Expressway

RD-25 SF Resi. near
Glasgow Pl. & W. 93

St.

B 9 80 -- 56 58 62 0

RD-26 SF Resi. near
Hillcrest Blvd. & Ash

Ave.

B 3 60 -- 75 77 76 73 3 70 3 69 3 67 3 66 3 65 3 $36,852

RD-27 SF Resi. near Ash
Ave. & Nectarine St.

B 5 50 -- 66 66 69 69 4 68 4 68 4 67 4 66 4 66 4 $36,852
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Abated Noise Levels, Leq Peak-Noise-Hour,
dBAReceiver

ID No.
Type Location or

Address
NAC Activity

Category
Approx. # of
Receptors 1

Offset Distance
to Centerline (m)

Existing (1996) Noise Levels
Leq Peak-Noise-Hour, dBA

Predicted Noise
Levels, Leq Peak-

Noise-Hour dBA (2015) Heights of Barrier (Screen Wall)
Benefited

Receiver Cost

Measured Calculated No Build Build 1.8 m
(6 ft)

2.4 m
(8 ft)

3.0 m
(10 ft)

3.7 m
(12 ft)

4.3 m
(14 ft)

4.9 m
(16 ft)

RD-28 SF Resi. near
Midfield Ave. & 82

St.

B 9 80 -- 61 61 64 0

RD-29 SF Resi. near
Midfield Ave. &
Benjamin Ave.

B 15 40 -- 73 73 76 71 5 69 5 68 5 67 5 66 5 66 5 $16,756

RD-30 St. Jerome School &
Church, on

Thornburn St.

B 7 30 61 61 61 65 0

RD-33 Ashwood Park, near
Ash Ave. & Kelso St.

B 6 30 75 76 77 76 71 6 69 6 68 6 66 6 65 6 64 6 $36,852

1 - For non-residential land uses, equivalent receptors were estimated using a rate of 1 receptor per 30.5 meters of effected frontage.
2 - Noise measurement influenced by LAX aircraft noise.
3 - Modeled with a barrier positioned at R/W and a barrier along the I-405 LAX Expressway E/S.
4 - Modeled with a barrier at the Top of Slope and a barrier along the I-405 LAX Expressway E/S.
5 - Modeled with a barrier along the Top of Slope.
6 - Modeled with a barrier at the Top of Slope and a barrier on the I-405 LAX Expressway E/S.

= abatement not required
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5.6.1 LAX Expressway
Future, unabated noise levels associated with the LAX Expressway build alternatives are predicted to
range between 62 and 77 dBA Leq for Alternatives A and B and between 62 and 76 dBA Leq for
Alternative C.  Thus, traffic noise levels will exceed the NAC at adjacent noise-sensitive locations and
noise abatement in the form of noise barriers was evaluated for the LAX Expressway project.  Because
right-of-way is not generally available to construct earthen berms, masonry walls (soundwalls) were
considered for the abatement of traffic noise.

5.6.1.1 Noise Abatement
This noise impact evaluation focuses on noise abatement measures consisting of the construction of
acoustically opaque noise barriers referred to generically in the following discussion as soundwalls.
Noise insulation of private residential dwellings is only considered when severe traffic noise impacts are
predicted and normal noise abatement measures are not physically feasible or economically reasonable.
Because severe traffic noise impacts are not predicted for any of the project alternatives, noise insulation
of structures was not considered further in this analysis.

Noise abatement must be feasible and reasonable if it is to be incorporated into a project.  Feasible noise
abatement, for example from soundwalls, will provide a minimum noise reduction of 5 dBA to achieve a
noticeable change in noise levels.

The effectiveness of soundwalls for noise abatement was evaluated using the LEQV2 model.  The
soundwalls evaluated in this analysis were assumed to be constructed of an effective acoustical barrier
material (e.g., masonry block).  The effectiveness of a range of soundwall heights of 2.4 to 4.9 meters (8.0
feet to 16.0 feet) was modeled using the criteria of obtaining a minimum noise reduction of 5 dBA at the
receptor.

Soundwall placement was determined by roadway/receptor geometry.  For locations in which the
roadway facility will be elevated above surrounding terrain and noise-sensitive receptors, the most
effective location for a barrier would be along the edge-of-shoulder. For locations in which the main lanes
will be depressed below surrounding terrain and noise-sensitive receptors, the most effective location for
a barrier would be along the right-of-way.

Reasonableness of abatement such as soundwalls is based upon the number of receptors that would
benefit from the barriers, the cost of abatement, and other environmental factors.  Caltrans has established
procedures (Caltrans Noise Abatement Protocol, October, 1998) to evaluate the reasonableness of
abatement consistent with FHWA policies.  The reasonableness of feasible soundwalls was evaluated
using the procedures contained in the Caltrans Noise Abatement Protocol.  The effectiveness, feasibility
and reasonableness of noise abatement soundwalls are shown in Tables 5.4-1 through 5.4-3.  The costs of
noise abatement are calculated and presented for each benefited receiver.

The recommended noise abatement features likely to be incorporated by Caltrans into the LAX
Expressway alternatives are shown on Figure 5.6-1 and 5.6-2.  Noise abatement features will be subject to
additional review during the public comment period and during subsequent phases of the Caltrans Project
Development Process.  This is discussed further in Section 5.6.4.  The preliminary noise abatement
features are described as follows:

•  Noise Barrier SW-1 (LAX Master Plan Alternatives A, B and C for LAX Expressway
Alternatives 2 and 3)







Supplemental Environmental Evaluation for
LAX Expressway and State Route 1 Improvements

D:\Adobe\Reader\Acrobat\plug_ins\OpenAll\Transform\temp\Report final draft.doc  December 13, 2000      93

For all alternatives, Noise Barrier SW-1 would be approximately 1800 meters (5,904 feet) long.  The
barrier would extend from Arbor Vitae Street northward to Olive Street on the northbound side of I-405
and would be 3.7 meters (12 feet) in height.  Noise Barrier SW-1 consists of two parts.  The first would
be placed at the Top-of-Slope and the second part would be on the I-405 LAX Expressway Northbound
edge-of-shoulder (E/S). The barrier would benefit approximately 27 residential units.  Based upon the
barrier height and length, the number of benefited residences, the dates of construction of the residences
and the noise levels and benefit provided by the barrier, Noise Barrier SW-1 was found to be
preliminarily reasonable to construct.

•  Noise Barrier SW-2 (LAX Master Plan Alternatives A, B and C for LAX Expressway
Alternatives 2 and 3)

For all alternatives, Noise Barrier SW-2 would be approximately 1170 meters (3,838 feet) long.  The
barrier would extend from Florence Avenue northward to La Tijera Boulevard on the southbound side of
I-405 and would be 4.3 meters (14 feet) in height.  Noise Barrier SW-2 would be at the Top-of-Slope.
The barrier would benefit approximately 45 residential units.  Based upon the barrier height and length,
the number of benefited residences, the dates of construction of the residences and the noise levels and
benefit provided by the barrier, Noise Barrier SW-2 was found to be preliminarily reasonable to construct.

•  Noise Barrier SW-3 (LAX Master Plan Alternatives A, B and C for LAX Expressway
Alternatives 2 and 3)

For all alternatives, Noise Barrier SW-3 would be approximately 800 meters (2,624 feet) long.  The
barrier would extend from La Cienega Boulevard northward to La Tijera Boulevard on the northbound
side of I-405 and would be 4.3 meters (14 feet) in height.  Noise Barrier SW-3 would be at the Top-of-
Slope.  The barrier would benefit approximately 32 residential units.  Based upon the barrier height and
length, the number of benefited residences, the dates of construction of the residences and the noise levels
and benefit provided by the barrier, Noise Barrier SW-3 was found to be preliminarily reasonable to
construct.

A screening analysis was conducted regarding potential noise effects from LAX Expressway
Alternative 3 upon several residences located along Coolidge Avenue in Culver City. This area is
northerly of SR-90 and easterly of I-405. Construction of the project alternative could increase traffic
noise levels by a small increment. However, the existing and future-without-project traffic noise level is
likely to approach or exceed the FHWA NAC due to the major highway facilities including the I-405,
SR-90 and interchange/on ramps in the vicinity of these residential uses. Thus, noise abatement in the
form of soundwalls will be evaluated as part of the Caltrans Project development process for this LAX
Expressway alternative.

5.6.2 State Route 1
As inspection of the above table reveals, existing and future, unabated noise levels associated with the
State Route 1 Improvements project are predicted to range between 56 and 65 dBA Leq and thus, will not
approach or exceed the NAC for the respective Activity Categories, including residential areas along this
project route.  Thus, noise abatement for the State Route 1 improvements is not required.

5.6.2.1 Noise Abatement Review
Based on the studies completed to date, Caltrans will evaluate and it is likely they would construct noise
abatement measures in the form of barriers at the locations discussed above for the selected LAX
Expressway build alternative.  These preliminary indications of likely abatement measures are based upon
preliminary designs for barriers as described above and as listed in Tables 5.6-1 through 5.6-3.  If during
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final design these conditions substantially change, the abatement measures might not be provided.  Also,
in accordance with FHWA regulations and Caltrans policies, the views of the impacted residents should
be a major consideration in determining the reasonableness of abatement.  Barriers would not be
constructed if most of the impacted residents do not want them.  A final decision on the installation of
abatement measures will be made upon completion of more detailed Caltrans project design phases and
the public involvement process.  The noise abatement review will be coordinated with the Caltrans PSR;
Project Report (PR); and the Plans, Specifications, & Estimates (PS&E) phases of the Caltrans Project
Development process.

5.6.3 Cumulative Impacts
The cumulative effects of traffic noise and other environmental noise is discussed in the Noise Section of
the Draft LAX EIS/EIR.  There are no substantial cumulative noise effects from the LAX Expressway
project with incorporation of recommended noise abatement features into the design of the selected
alternative form of the LAX Expressway project. There are no substantial cumulative noise effects from
the State Route 1 improvements.

5.6.4 Construction Noise
Noise from construction of highway facilities associated with the LAX Master Plan is discussed in the
Draft LAX EIS/EIR.  That discussion and analysis is applicable to construction of both the LAX
Expressway and State Route 1 improvements.  The potential noise from construction was found to be a
substantial and unavoidable impact.

5.6.5 Mitigation Measures
Mitigation measures identified in the Draft LAX EIS/EIR for construction noise will be considered for the
proposed roadway improvements .

5.7 WATERWAYS AND HYDROLOGIC SYSTEMS

This section describes the environmental impacts of the three alternatives for each of the two roadway
projects on drainage and groundwater recharge.  As described in Section 4.7.1, General Approach, the
drainage analysis addresses changes in impervious area and how these changes would be expected to
affect the potential for flooding and the quantity of surface recharge of groundwater.  Since the extent of
impact on any given parcel is not known at this time, the analysis uses the �worst case� assumption that
the entire parcel is impacted.  Potential environmental impacts related to the effects of flooding, both
locally and on �downstream� areas, are considered.  The recharge analysis qualitatively discusses how
changes in impervious area may affect the quantity of surface recharge and how this change would be
expected to affect the beneficial uses of groundwater in the West Coast Groundwater Basin and the Santa
Monica Groundwater Basin.

5.7.1 LAX Expressway

5.7.1.1 Drainage, Alternatives 1, 2, and 3
Land use designations, impervious area and estimated quantity of storm water runoff for Alternatives 1, 2,
and 3 of the study area for the LAX Expressway are provided in Table 5.7-1.  Implementation of
Alternative 2 would result in an estimated 14 percent increase in impervious area and a 12 percent
increase in the average annual storm water runoff generated.  Implementation of Alternative 3 would
result in an estimated 11 percent increase in impervious area and a 10 percent increase in the average
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annual storm water runoff generated.  Given that the majority of the storm water runoff generated would
be directed to the adjacent (and in some cases underlying) Centinela Creek Channel (a flood control
channel) this small increase associated with either Alternative 2 or Alternative 3 would have only a
nominal impact on localized drainage or downstream areas.

5.7.1.2 Surface Recharge, Alternatives 1, 2, and 3
The change in impervious surface available for surface recharge relative to baseline conditions is
nominal.  Similar to the surface recharge analysis for the Draft LAX EIS/EIR, it would be expected that
the change associated with this roadway project would represent only a small fraction of a percent
reduction in the total groundwater inflows estimated for the West Coast Basin under baseline conditions.
This roadway alternative would not substantially change groundwater storage or groundwater elevations
in the study area.

5.7.1.3 Construction Effects, Alternatives 2 and 3
A U.S. Army Corps of Engineers permit is required for structures or work in or affecting “navigable
water of the United States.”  The center of the columns supporting the LAX Expressway would be
approximately 2.0 meters (6.5 feet) from the top of the Centinela Creek channel. Construction of the LAX
Expressway and supporting columns under both build alternatives (Alternative 2 and 3) would involve the
temporary placement of a pier-like structure on the embankment of the boxed channel, Centinela Creek.
Therefore, a Section 404 permit would be applicable for the construction phase of the LAX Expressway
for the segment crossing the Centinela Creek channel.  Impacts to the channel would be temporary and
short-term in nature.  In conjunction with the Section 404 permit, a Section 401 Water Quality
Certification from the Los Angeles RWQCB would also be required.

5.7.2 State Route 1

5.7.2.1 Drainage, Alternatives 1, 2, and 3
Land use designations, impervious area and estimated quantity of storm water runoff for baseline
conditions of the study area for the State Route 1 improvements are provided in Table 5.7-2.  Project
implementation of either Alternative 2 or Alternative 3 would result in approximately a 2 percent net
reduction of both impervious area and the average annual storm water runoff generated.  This nominal
reduction is achieved since slightly more paved surface would be removed (e.g., Georgetown Avenue,
Northside Parkway, and the portion of Lincoln Boulevard from just east of Georgetown Avenue to
Sepulveda Boulevard) than would be added in widening Westchester Parkway.  Land use designations,
impervious area and estimated changes in the quantity of storm water runoff for the two State Route 1
build alternatives are provided in Table 5.7-2.

5.7.2.2 Surface Recharge, Alternatives 1, 2, and 3
The change in impervious surface available for surface recharge relative to baseline conditions is
nominal.  Similar to the surface recharge analysis for the Draft LAX EIS/EIR, it would be
expected that the change associated with this roadway project would represent only a small
fraction of a percent reduction in the total groundwater inflows estimated for the West Coast
Basin under baseline conditions.  This roadway alternative would not substantially change
groundwater storage or groundwater elevations in the study area.
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Table 5.7-1.  Average Annual Runoff, LAX Expressway Alternatives

Alternative 1 Alternative 2 Alternative 3

Land Use Category
Impervious
Area (m2)

Average Annual
Runoff29 (m3)

Impervious
Area (m2)

Average Annual
Runoff16 (m3)

Impervious
Area (m2)

Average Annual
Runoff16 (m3)

Open Space 0 0 0 0 0 0
Residential

Single Family 25,829 7,605 1,627 479 23,668 6,969
Multi-family 51,845 13,543 33,221 8,678 1,843 481

Community Facilities
Schools, Libraries, etc. 23,736 5,885 19,487 4,832 4,249 1,054
Cemeteries 6,034 1,576 4,022 1,050 2,011 525
Churches 14,690 3,642 0 0 14,690 3,642

Business
Commercial 69,864 17,319 34,233 8,486 31,065 7,701
Industrial 62,315 15,449 42,472 10,530 19,397 4,809

Public Facilities
Centinela Channel, ROWs 70,707 18,075 24,834 6,347 2,098 536
Streets/Roadway 63,572 15,761 285,312 70,735 333,118 82,584

Total 388,592 98,855 445,208 111,137 432,140 108,302

                                                     
29 Average Annual Runoff = Average Annual Precipitation × Area × Runoff Coefficient.



Supplemental Environmental Evaluation for
LAX Expressway and State Route 1 Improvements

\\s010nt06\projects1\2000\LAX Roadway Analysis\FHWA Report\Report v5z\text document v5z\p.97.doc  December 13, 2000      97

Table 5.7-2
Average Annual Runoff, State Route 1 Improvements Alternatives

Alternative 1 Alternatives 2 and 3

Land Use Category
Impervious
Area (m2)

Average Annual
Runoff1 (m3)

Impervious
Area (m2)

Average Annual
Runoff15 (m3)

Open Space 0 0 0 0
Residential

Single Family 1,427 420 0 0
Multi-family 1,099 287 0 0

Community Facilities
Schools, Libraries, etc. 1,200 297 0 0
Cemeteries 0 0 0 0
Churches 0 0 0 0

Business
Commercial 63,848 15,831 0 0
Industrial 0 0 0 0

Public Facilities
Centinela Channel, ROWs 0 0 42,511 10,870
Streets/Roadway 333,697 82,737 350,744 86,963

Total 401,271 99,572 393,255 97,833

5.7.3 Cumulative Impacts
Selection of the No Action alternatives for the LAX Expressway and the State Route 1 Improvements
project assume selection of the LAX Master Plan No Action/No Project alternative. Anticipated
development in the vicinity of the LAX Expressway and State Route 1 Improvements project include the
LAX Northside, which would increase impervious surfaces within the Argo sub-basin and, to a limited
extent, the Culver sub-basin, and the Continental City development, which would increase impervious
surfaces within the Dominguez Channel sub-basin.  The Argo sub-basin is over capacity.  Accordingly,
development that would occur under the roadway No Action alternatives, which assumes implementation
of the Northside and Continental development would proceed, when combined with past projects, would
result in a considerable cumulative impact on surface water runoff and rates of peak storm water
discharges.

The potential cumulative impacts of the LAX Expressway and State Route 1 build alternatives are
considered in light of LAX Master Plan alternatives A, B and C.  As noted in Section 4.7.7.2 of the Draft
LAX EIS/EIR, under any of the LAX Master Plan build alternatives planned improvements would
increase impervious surfaces within four sub-basins (i.e., Argo, Imperial, Dominguez Channel, and
Culver).  The LAX Expressway would increase impervious surfaces within the Centinela Creek Channel,
which is partially within the Santa Monica Bay drainage area and partially within the Dominguez Channel
drainage area.  The State Route 1 improvements would slightly reduce the amount of impervious surfaces
within the Santa Monica Bay drainage area.  Combined the roadway projects and the LAX Master Plan

                                                
1Average Annual Runoff = Average Annual Precipitation × Area × Runoff Coefficient.
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build alternatives, when considered in light of past projects, would substantially increase the average
annual storm water runoff generated and the storm water discharge rates.

5.7.4 Mitigation Measure
The following mitigation measure is proposed within Section 4.7.8.1 of the Draft LAX EIS/EIR and is
hereby incorporated by reference. This mitigation measure only addresses cumulative impacts.

1. “Regional Drainage facilities should be upgraded, as necessary, in order to accommodate
current and projected future flows within the water shed of each outfall.  This could include
upgrading the existing outfalls, or building new ones.  The responsibility for implementing
this mitigation measure lies with the Los Angeles County Department of Public Works and/or
the City of Los Angeles Department of Public Works, Bureau of Engineering.  The new or
upgraded facilities should be designed in accordance with the drainage design standards of
each agency.”

5.8 WATER QUALITY

This section describes the environmental impacts of the three alternatives for each of the two roadway
projects on water quality.

As described in Section 4.8.1, General Approach, the water quality analysis estimates the storm water
pollutant load that would be discharged to receiving water bodies and qualitatively assesses the effects of
construction associated with the three alternatives for each of the two roadway projects.  Consistent with
the analysis for drainage and groundwater recharge, since the extent of impact on any given parcel is not
known at this time, the analysis uses the “worst case” assumption that the entire parcel is impacted.

5.8.1 LAX Expressway

5.8.1.1 Storm Water Pollutant Loading, Alternatives 1, 2, and 3
Pollutant loads delivered from the study area to receiving water bodies associated with the LAX
Expressway alternatives, as estimated using the methods described in Section 4.8.1, General Approach,
are presented in Table 5.8-1, Estimated Average Annual Pollutant Loads.  Table 5.8-1 provides land use
designations and pollutant loading estimates for Alternatives 1, 2, and 3.  For comparison with baseline
conditions (Alternative 1), the pollutant loading estimates for Alternatives 2 and 3 do not reflect the
reduction that would be expected from the post-construction storm water best management practices
(BMPs) that will be implemented.
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Table 5.8-1
Estimated Average Annual Pollutant Loads, LAX Expressway

Estimated Average Annual Pollutant Loads(b)

Alt. 1 Alt. 2 Alt. 3
Pollutant(a) (kg) (kg) % change (kg) % change

Total Suspended Solids (TSS) 9,684 9,803 1 9,170 (5)
Oil and Grease 219 300 37 312 42
Total Phosphorus (P) 37 46 24 46 24
Total Kjeldahl Nitrogen (TKN) 260 237 (9) 221 (15)
Total Cadmium (Cd) 0 0 -- 0 --
Total Copper (Cu) 3 5 67 5 67
Total Lead (Pb) 1 1 -- 1 --
Total Nickel (Ni) 1 1 -- 1 --
Total Zinc (Zn) 25 31 24 29 16

(a) The EMCs for each pollutant by land use category are shown in Table 4.8-1.
(b) Percent decreases are reflected in parentheses.

Implementation of either Alternative 2 or 3 would result in moderate changes in the pollutant loading to
receiving waters.  The most substantial increase is for copper, which would be expected with an increase
in roadway surface.  However, Alternatives 2 and 3 would include post-construction BMPs that will
reduce the pollutant loading.  These BMPs would also be expected to have a beneficial impact on
drainage.  Some of the potential post-construction BMPs that may be used in Alternatives 2 and 3
include:

•  Catch basin inserts and screens

•  Continuous flow deflective systems or other manufactured storm water treatment units

•  Detention basins

•  Infiltration basins

•  Media filtration

•  Vegetated swales and strips

5.8.1.2 Construction Effects
The potential effects of construction activities on water quality are typically short-term (i.e., during the
construction phase only).  Some potential sources of pollutants are exposed soil and soil stockpiles,
tracking of soil onto adjacent roadways as vehicles/equipment exit the site, waste materials, fueling
activities, and maintenance or repair of equipment at the construction site.  However, rigorous compliance
with state and local requirements for construction activity will effectively limit impacts to water quality
associated with construction activities.

Clean Water Act Section 404.  A U.S. Army Corps of Engineers permit is required for structures or
work in or affecting “navigable water of the United States.”  The center of the columns supporting the
LAX Expressway would be approximately 2.0 meters (6.5 feet) from the top of the channel. Construction
of the LAX Expressway and supporting columns under both build alternatives (Alternative 2 and 3)
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would involve the temporary placement of a pier-like structure on the embankment of the boxed channel,
Centinela Creek. Therefore, a Section 404 permit would be applicable for the construction phase of the
LAX Expressway for the segment crossing the Centinela Creek Channel.  Impacts to the channel would
be temporary and short-term in nature.  In conjunction with the Section 404 permit, a Section 401 Water
Quality Certification from the Los Angeles RWQCB would also be required.

California Fish and Game Code Section 1600.  The California Department of Fish and Game has
authority under Fish and Game Code Section 1600 et seq. with regard to any proposed activity that would
divert, obstruct, or affect the natural flow or change the bed, channel, or bank of any river, stream, or lake.
Again, since at the closest point the center of a column would be approximately 2.0 meters (6.5 feet) from
the top of the channel, a permit would be needed for the construction phase of LAX Expressway for the
segment crossing the Centinela Creek Channel.

5.8.2 State Route 1

5.8.2.1 Storm Water Pollutant Loading, Alternatives 1, 2, and 3
Pollutant loads delivered from the study areas to receiving water bodies under baseline conditions, as
estimated using the methods described in Section 4.8.1, General Approach, are presented in Table 5.8-2,
Estimated Average Annual Pollutant Loads.  Table 5.8-2 provides land use designations and pollutant
loading estimates for Alternatives 1, 2, and 3.  For some pollutants and/or for some land use categories
estimated pollutant loads could not be calculated.  In some cases there is no data on a land use basis (for
example, trash and debris) or not enough data (for example, some metals and pesticides primarily due to
analyses resulting in non-detects) to develop a statistically meaningful EMC for a particular land use
category.

Table 5.8-2
Estimated Average Annual Pollutant Loads, State Route 1

Estimated Average Annual Pollutant Loads (kg)
Pollutant(a) Alternative 1 Alternatives 2 and 3

Total Suspended Solids (TSS) 7,388 7,285
Oil and Grease 322 317
Total Phosphorus (P) 43 43
Total Kjeldahl Nitrogen (TKN) 205 194
Total Cadmium (Cd) 0 0
Total Copper (Cu) 5 5
Total Lead (Pb) 1 1
Total Nickel (Ni) 1 1
Total Zinc (Zn) 27 27

(a) The EMCs for each pollutant by land use category are shown in Table 4.8-1.

The implementation of either Alternative 2 or Alternative 3 is likely to decrease average annual pollutant
loading since a nominal reduction in impervious surface is achieved by removing slightly more paved
surface (e.g., Georgetown Avenue, Northside Parkway, and the portion of Lincoln Boulevard from just
east of Georgetown Avenue to Sepulveda Boulevard) than would be added in widening Westchester
Parkway.
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5.8.2.2 Construction Effects
Rigorous compliance with state and local requirements for construction activity will effectively limit
impacts to water quality associated with construction activities. The potential effects of construction
activities on water quality are typically short-term (i.e., during the construction phase only).  Some
potential sources of pollutants are exposed soil and soil stockpiles, tracking of soil onto adjacent
roadways as vehicles/equipment exit the site, waste materials, fueling activities, and maintenance or
repair of equipment at the construction site.

5.8.3 Cumulative Impacts
Selection of the No Action alternatives for the LAX Expressway and the State Route 1 Improvements
project assume selection of the LAX Master Plan No Action/No Project alternative. Under this scenario,
anticipated development in the vicinity of the LAX Expressway and State Route 1 Improvements project
include the LAX Northside and the Continental City development.  These projects would be required to
comply with the Standard Urban Storm Water Mitigation Plan requirements through incorporation of
BMPs designed to reduce storm water pollutant loads during and post-construction.  Compliance with
applicable regulations would substantially reduce water quality impacts associated with the No Action
roadway alternatives and the related LAX Master Plan No Action/No Project alternative.  No adverse
impacts are identified.

The potential cumulative impacts of the LAX Expressway and State Route 1 Improvements project build
alternatives are considered in light of LAX Master Plan alternatives A, B and C.  As noted in Section
4.7.7.2 of the Draft LAX EIS/EIR, compliance with Standard Urban Storm Water Mitigation Plan
provisions would be required under any of the LAX Master Plan build alternatives.  Said requirements
would reduce potential storm water pollutant loads during and post-construction.  The LAX Expressway
and State Route 1 Improvements project build alternatives will be expected to incorporate post-
construction BMPs such as those listed in subsection 5.8.2.1 above (e.g., catch basin inserts and screens,
etc.) and, thereby, reduce and/or eliminate potential impacts on water quality.  Combined, the roadway
projects and the LAX Master Plan build alternatives, when considered in light of past projects and current
regulatory requirements, would not result in measurable adverse impacts on water quality.

5.8.4 Mitigation Measures
No mitigation measures are contemplated at this time.  As TMDLs are developed for specific pollutants,
and as CTR provisions are incorporated into NPDES permits, mitigation measures may become
necessary.

5.9 WETLANDS AND WATERS OF THE UNITED STATES

No impacts to wetlands are identified. Impacts to waters of the United Sates are discussed in Section 5.7,
Waterways and Hydrologic Systems.

5.10 WILDLIFE, FISHERIES AND VEGETATION

An impact on biotic communities would occur if the proposed project would result in any direct or
indirect changes in the environment resulting from one or more of the following:

•  �Take� of any bird species afforded protection under the Migratory Bird Treat Act by the removal
of occupied nesting habitat during the breeding season (March 15 to August 15).
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•  A reduction of greater than 10 percent in locally designated natural communities including state-
designated sensitive habitats, ESHAs and habitat preservation areas designated pursuant to local
ordinances.

•  A conflict with the provision of an adopted Habitat Conservation Plan (HCP), Natural
Communities Conservation Plan (NCCP), or other approved local, regional, or state habitat
conservation plan.

•  A net reduction in federal or state-listed or otherwise sensitive plants, pursuant to the Native Plant
Protection Act.

These criteria are consistent with those identified in the Draft LAX EIS/EIR of the Master Plan.

5.10.1 LAX Expressway Project
Field surveys and mapping of plant and animal species have not been conducted on these private lands,
however, there is a high probability invasive plant species are present in unknown quantities on the
potentially affected properties.  Construction activities involving site preparation (i.e., clearing, grubbing,
grading, etc.) may contribute toward the spread of invasive species through transport of such species onto
and from the construction sites.

5.10.1.1 Alternative 1 – No Action
The No Action design alternative for the LAX Expressway project does not involve any new road
construction.

Alternative 1 would not increase the likelihood for an increased introduction of noxious weeds.  The �No
Action� would neither decrease the current abundance of existing noxious weeds.  Ongoing weed
abatement includes periodic mowing in compliance with local ordinances.  This activity does not induce
the spread of desirable plant species because the mowed areas are continuously disturbed and no desirable
seed source is able to establish within the ruderal grass and weed areas.  Also existing landscaped areas
include invasive species such as Iceplant and African Daisy that have the potential to flourish in adjacent
soils that are not in the landscape maintenance areas.

5.10.1.2 Alternatives 2 (Split Viaduct) and 3 (Single Viaduct)
LAX Expressway Alternative 2 involves potential acquisition of 148 parcels, of which a majority (115
parcels) is developed with residential uses.  LAX Expressway Alternative 3 involves potential acquisition
of 99 parcels, including 47 properties with residential uses and 52 properties with non-residential uses
(e.g., businesses, public facilities, community facilities, etc.).  Although field surveys and mapping of
plant and animal species have not been conducted, there is a high probability invasive plant species are
present in unknown quantities on the potentially affected properties.  Construction activities involving site
preparation (i.e., clearing, grubbing, grading, etc.) may contribute toward the spread of invasive species
through transport of such species onto and from the construction sites.

Alternative 2 and 3 are anticipated to decrease the current abundance of noxious weeds within the existing
right-of-way and proposed parcel acquisitions.  Both alternatives will increase the amount of paved areas
and thereby decrease the overall area covered by the current vegetation.  Implementation of either
alternative may decrease the abundance of noxious weeds with adherence to local and FHWA weed
abatement guidelines. Mitigation measures should be considered to further reduce the potential spread of
noxious weeds.
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To ensure potential impacts are minimized, invasive species surveys will be conducted and mapped in
conjunction with preparation of the Project Report for the selected alternative.  At that time, construction
and maintenance procedures designed to minimize the transport and spread of invasive plant species will
be identified for incorporation into subsequent plans, specifications and estimates for the selected
alternative.  Construction and maintenance procedures will be consistent with Caltrans construction
requirements and vegetation management practices relative to invasive plant species, and FHWA
requirements for implementation of Executive Order 13112, the Federal Noxious Weed Act (1974), and
the Endangered Species Act.

No  sensitive biotic communities exist within the study area for Alternative 1 � No Action, on the  build
Alternatives 2-Split Viaduct and 3-Single Viaduct. The proposed  construction areas are primarily
disturbed vegetation communities or paved and developed.

5.10.2 State Route 1

5.10.2.1 Alternative 1 – No Action
The No Action alternative for State Route 1 does not involve any new road construction and therefore no
impacts or changes to known biotic communities is expected.

Alternative 1 would not increase the likelihood for an increased introduction of noxious weeds.  The �No
Action� would neither decrease the current abundance of existing noxious weeds.  Ongoing weed
abatement includes periodic mowing in compliance with local ordinances.  This activity does not induce
the spread of desirable plant species because the mowed areas are continuously disturbed and no desirable
seed source is able to establish within the ruderal grass and weed areas.  Also existing landscaped areas
include invasive species such as Iceplant and African Daisy that have the potential to flourish in adjacent
soils that are not in the landscape maintenance areas.

5.10.2.2 Alternatives 2 and 3
State Route 1 Alternatives 2 and 3 involve potential acquisition of 46 parcels. Of the 46 potentially
affected properties, 37 are developed with commercial uses and the remainder is residential.  Selection of
Alternatives 2 (Diamond Interchange) or 3 (Urban Interchange) may affect burrowing owl nesting and
foraging habitat  found on the vacant lots along the proposed State Route 1 improvements north of the
airport. Although this species has been identified within the portion of the LAX Master Plan study area
that includes the State Route 1 improvements, it has not been observed to be nesting.  These vacant lots
may also provide a foraging area for endemic red-tailed hawks and other migratory raptors.  None of the
observed vacant lots by themselves (without the current airport property to the south) are considered of
adequate size to support breeding and foraging habitat.

Alternative 2 and 3 are anticipated to decrease the current abundance of noxious weeds within the existing
right-of-way and proposed parcel acquisitions.  Both alternatives will increase the amount of paved areas
and thereby decrease the overall area covered by the current vegetation.  Implementation of either
alternative may decrease the abundance of noxious weeds with adherence to local and FHWA weed
abatement guidelines. Mitigation measures should be considered to further reduce the potential spread of
noxious weeds.

5.10.3 Cumulative Impacts
Under all three alternatives for the proposed LAX Expressway project, no cumulative impact on biotic
communities would occur because no such sensitive biotic communities exist within the project study
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area.  Therefore, no impacts to biotic communities would result from implementation of either of the
design alternatives for the LAX Expressway project.

Under all three alternatives for the proposed State Route 1 improvements, no cumulative impact on biotic
communities would occur because no such sensitive biotic communities exist within the project study
area.

5.10.4 Mitigation Measures
There are no substantial impacts identified for biotic communities. Therefore, no mitigation measures are
required. However, the following measures are recommended for implementation by LAWA and its
contractors to minimize the potential spread of noxious weeds.

1. All construction equipment used on the project should be clean of non-indigenous soil prior to
arriving onsite.  Equipment should be washed prior to transporting to the project area.

2. Disturbed soils should be seeded by hydromulching as soon as possible after final grading is
completed.  Efforts should be made to prevent grades slopes from being untreated for more than
sixty days.

3. Landscape plans for the roadway projects should incorporate native or non-invasive groundcover,
shrubs, and trees.

4. The responsible agency shall identify and implement appropriate weed abatement procedures.

5. Acquired parcels that will not be developed should be treated by the responsible agency for
invasive weeds by seeding with appropriate native species, mulching, or otherwise removing
existing weeds and preventing future establishment of undesirable species.

6. Roadway maintenance by the responsible agency on the completed project will include impact
minimization methodology (i.e., limiting mowing activity to after seed production by native
species is completed ) to increase natural reseeding of disturbed project areas.

5.11 FLOODPLAINS

Based on the information presented in the Affected Environment Section, the proposed roadway
improvements are within an area of minimal flooding; therefore, no impacts are anticipated to occur.

5.12 WILD AND SCENIC RIVERS

There are no wild and scenic rivers within the proposed right-of-way for both projects, therefore, no
impacts would occur.

5.13 COASTAL BARRIERS/COASTAL ZONE

There are no coastal barriers along this section of the pacific coast, therefore, no impacts would occur.

5.14 THREATENED AND ENDANGERED SPECIES

Based on the survey conducted for the Draft LAX EIS/EIR and the database searches prepared for the
roadway projects, no federally listed threatened and endangered species were identified within or adjacent
to the proposed project right-of-way, therefore no impacts would occur.
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5.15 CULTURAL RESOURCES

The following evaluation criteria were adopted from the Supplemental Section 106 Report (2000) that
evaluated potential historic and archaeological effects resulting from the implementation of the proposed
LAX Master Plan alternatives.  Such criteria, as defined in 36 CFR 800.5, on historic properties, are also
applicable to the analysis of potential roadway effects on historic and archaeological resources.  Adverse
effects from implementation of the proposed roadway improvement projects would occur if:

•  Physical destruction of or damage to all or part of the property;

•  Alteration of a property, including restoration, rehabilitation, repair, maintenance, stabilization,
hazardous material remediation and provision of handicapped access, that is not consistent with
the Secretary of the Interior�s Standards for the Treatment of Historic Properties (36 CFR part 68)
and applicable guidelines;

•  Removal of the property from its historic location;

•  Change in the character of the property�s use or of physical features within the property�s setting
that contribute to its historic significance;

•  Introduction of visual, atmospheric or audible elements that diminish the integrity of the
property�s significant historic features;

•  Neglect of a property which causes its deterioration, except where such neglect and deterioration
are recognized qualities of a property of religious and cultural significance to an Indian tribe or
Native Hawaiian organization; and

•  Transfer, lease, or sale of property out of Federal ownership or control without adequate and
legally enforceable restrictions or conditions to ensure long-term preservation of the property�s
historic significance.

5.15.1 LAX Expressway
Several alternative concepts were developed, evaluated, and rejected.  A direct connection between the
airport and SR-90 (Marina Freeway) was considered and rejected due to the potential impacts on wetlands
and conflicts with the Playa Del Rey development.  In addition, preliminary traffic calculations proved
unfavorable.  An I-405 to Sepulveda Boulevard trench was evaluated and considered not a viable
alternative on the basis of potential cut-through traffic within the surrounding neighborhoods and the
potential aesthetic impacts of the facility.  This concept also proved unfavorable based on preliminary
traffic calculations.  The third concept evaluated was a viaduct along Airport Avenue.  This concept was
rejected due to the potential disruption and division it might cause to the surrounding community and the
visual, aesthetic impacts of the structure.  The fourth concept connected Florence Avenue to Arbor Vitae
Street via the railroad corridor.  This concept was rejected due to the potential impacts on historic
resources (i.e., Merle Norman building) and the constraints such a proposal would place on future use as a
passenger rail facility.

Two LAX Expressway build alternatives were selected for evaluation in this report along with a No
Action alternative.  The three alternatives for the expressway project are described in the following
paragraphs (See Table 5.15-1 for a summary of the potential effects).
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Table 5.15-1
Listed or Eligible National Register Properties

Potential to Cause Effects (Directly or Indirectly) by Alternative

Alternative 1-No
Action

Alternative 2-Split
Viaduct1

Alternative 3-Single
Viaduct 1

Effect Effect Adverse Effect Adverse
Centinela Adobe No Yes Yes No No
Randy’s Donuts No Yes Yes No No
1  Applies to both LAX Master Plan EIS/EIR Alternatives A and C.

5.15.1.1 Alternative 1 - No Action
Under the No Action alternative, no new road construction would occur.  In the absence of construction,
no existing buildings or structures would be affected.  There would not be a need to acquire property or
addition right-of-way.  No new visual, atmospheric or audible elements would be introduced there would
not be a need for the acquisition of property or additional right-of-way, thereby, eliminating any potential
impacts on sensitive historic resources. Furthermore, no potentially historic properties exist with the LAX
Expressway study area. Therefore, no impacts on historic sites are anticipated from implementation of
Alternative 1, the No Build alternative, under the LAX Expressway project.

No other new structures or transportation facilities would be introduced, thereby, eliminating any
demolition and/or additional excavation activities that would disturb existing soil surfaces potentially
exposing archaeological/cultural resources.  Therefore, this alternative would have no affect on properties
listed or eligible for listing on the National Register.

5.15.1.2 Alternatives 2 – Split Viaduct
Alternative 2 would likely result in adverse impacts on two of the historic resources identified within the
roadway improvement APE, namely the Centinela Adobe house and Randy�s Donut shop.  The
southbound elevated LAX Expressway on the west side of the I-405 infringes upon a portion of the these
two properties.  The new road facility would visually impose upon these two sites and compromise the
integrity of their immediate surroundings. Alternative 2 involves the use of heavy machinery and
equipment to erect the 6.1 meters (20.0 feet) elevated viaduct and associated ramps and overpasses, which
could result in indirect impacts on the Centinela Adobe and Randy�s Donuts due to vibration and
potential structural damage.

In addition, the record searches and other literature received and reviewed as part of this survey indicate
that the likelihood of discovering archaeological/cultural resources within or near the Supplemental APE
is relatively high; particularly given the record of sites recorded in the vicinity of the airport.  This
conclusion suggests unanticipated discoveries may occur from the use of heavy machinery during
construction for use in  grading and excavation.  The disturbance or destruction of potentially significant
undiscovered archaeological/cultural resources by these activities would be considered an adverse effect
unless mitigated.

5.15.1.3 Alternative 3 – Single Viaduct
Alternative 3 would not result in adverse impacts on either of the historic resources identified existing
within the Supplemental APE. However, as with Alternative 2, this alternative also involves the use of
heavy machinery and equipment to erect the elevated viaducts and associated ramps and overpasses. Such
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activities would potentially expose, uncover and/or disturb archaeological resources given that a fair
number of archaeological sites have already been discovered and recorded within the vicinity of the
airport.

Although there would be changes in project features, impacts on archaeological/cultural resources would
be the same under Alternative 3 as those described for Alternative 2.  Under Alternative 3 there is the
potential for undiscovered archaeological resources that may be eligible for the National Register.
Therefore, Alternative 3 may have adverse effects on potentially significant archaeological sites unless
mitigated.

5.15.2 State Route 1

5.15.2.1 Alternative 1 - No Action
Under Alternative 1, no new road construction would occur.  In the absence of construction, there would
not be a need for the acquisition of property or additional right-of-way, thereby, eliminating any potential
impacts on sensitive historic resources.  Though the No Action Alternative under the State Route 1
improvements does not introduce any new road facilities.  Reconstruction of Sepulveda Boulevard would
occur as a result of implementation of the LAX Master Plan alternatives.  Under the Master Plan
alternatives, runway 24L would be extended eastward forcing the Sepulveda Boulevard to be placed as a
tunnel beneath the runway if vehicle traffic is to be maintained. The nearest potential historic properties to
the segment of Sepulveda Boulevard planned for tunneling is the 1961 Airport Traffic Control Tower, the
Intermediate Terminal Complex and the Theme Building. The two former sites were determined to be
ineligible for national or state listing as a historic site while the latter was determined to be eligible for
national listing. All three of these sites would remain in place upon implementation of the No Action
alternative.  No new visual, atmospheric or audible elements would be introduced that would diminish the
integrity of these resources.  In fact, redirecting traffic flows underground would actually reduce audible
effects on these resources. Therefore, no impacts on historic sites are anticipated from implementation of
Alternative 1 - No Action.

Though this area has been previously disturbed from the initial construction of Sepulveda Boulevard at
grade, excavation and grading activities to a depth of approximately 3.0 meters (10.0 feet) would
potentially impact undiscovered archaeological resources.  Given the number of sites previously recorded
within the APE, there is a relatively high likelihood of discovering archaeological resources within or
near the APE during tunneling activities of Sepulveda Boulevard under the No Build alternative assuming
implementation of the LAX Master Plan alternatives.  This potential disturbance could result in the loss or
destruction of such resources and therefore is considered an adverse impact.

No other new structures or transportation facilities would be introduced, thereby, eliminating any
demolition and/or additional excavation activities that would disturb existing soil surfaces potentially
exposing archaeological/cultural resources.

5.15.2.2 Alternatives 2 (Diamond Interchange)and 3 (Urban Interchange)
The State Route 1 improvements Alternatives 2 and 3 are reasonably identical in their footprints,
ultimately resulting in similar environmental impacts relating to historical/architectural and
archaeological/cultural resources.  Neither of the identified historic resources would be affected by either
Alternative 2 or 3 under the State Route 1 improvements.  The nearest historic property to the project area
is the Theme Building which is eligible for national listing which would remain in place upon
implementation of these two alternatives.  No historic properties were identified along the portion of State
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Route 1 proposed for realignment or near the proposed interchange at Sepulveda Boulevard and Arbor
Vitae Street.

With respect to archaeological resources, the potential to expose, uncover and/or disturb such resources is
relatively high given that a fair number of archaeological sites have already been discovered and recorded
within the vicinity of the airport.   Both projects would involve the use of heavy equipment for the
demolition of a portion of Lincoln Boulevard (State Route 1) that is to be realigned, for the tunneling of a
portion of Sepulveda Boulevard and for the construction of either the diamond or urban interchange.
Should archaeological artifacts or objects be discovered during the construction of the proposed roadway
projects, work will be temporarily suspended in the immediate area of the remnant to allow for the
evaluation and disposition of such resources by a qualified archaeologist, in accordance with the NHPA
and the Archaeological and Historic Preservation Act of 1974.

5.15.3 Cumulative Impacts
As identified, the LAX Expressway project Alternative 2 (Split Viaduct) would likely result in impacts to
two known historically sensitive sites.  Though other roadway improvement projects are planned along
the I-405, no other known historic site would be affected.  It is likely, however, that the combined
excavation activities of related roadway projects to depths previously undisturbed may expose
undiscovered archaeological sites not currently recorded within the LAX Expressway project area.  As
such, a cumulative impact may occur. As per the State Route 1 improvements study area, implementation
of the LAX Master Plan Southside Project and airfield expansion may also result in cumulative impacts
on undiscovered archaeological sites.  However, the implementation of mitigation measures for both the
LAX Expressway and State Route 1 Improvements project would ensure proper protection and
preservation of unknown and previously undiscovered archaeological resources within both study areas.

5.15.4 Mitigation Measures

Historic Resources
Adverse impacts to the two identified historic properties under Alternative 2, the Centinela Adobe and
Randy�s Donuts would be reduced and possibly mitigated with the implementation of the mitigation
measures. The mitigation measures are consistent with those measures recommended in the Supplemental
Section 106 Report of the Draft LAX EIS/EIR. LAWA will be responsible for implementation of the
measures and coordination with Caltrans.

1. Avoidance - Avoiding the impacts to these two historic resources is preferred.  If feasible,
modify or limit the magnitude of the placement of the southbound HOV lanes as to not directly
impact the Centinela Adobe and Randy�s donuts.  This measure would include relocating the
southbound HOV lane off all property associated with and adjacent to the Centinela Adobe and
Randy�s Donuts, thereby placing it along the base of the west shoulder embankment of the I-405,
out of view of both resources� primary elevations.

2. Relocation - If feasible, relocate the properties if directly impacted by this alternative.  Randy�s
Donuts is of wood construction, and therefore is a good candidate for relocation.  However,
because of historic construction techniques and materials used on the Centinela Adobe relocation
for this resource is limited and not advised.

3. Recordation - Prior to any project-related demolition or construction activity that poises direct or
indirect effects onto the Centinela Adobe and Randy�s Donuts, Historic American Building
Survey (HABS) documents shall be prepared by LAWA in accordance with the Secretary of the
Interior�s Guidelines for Architectural and Engineering Documentation Standards.  The level of
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documentation (I, II, III, IV) will be determined by the National Park Service.  This
documentation shall adequately explicate and illustrate what is significant or valuable about each
of the historic properties.  Archival copies of the documentation shall be submitted to the
National Park Service, the California Office of Historic Preservation, the Los Angeles Public
Library, and the Inglewood Public Library.

4. Coordination of Demolition/Significant Modifications with New Construction - None of the
historic properties proposed for demolition and/or significant modification, including direct and
indirect effects, shall be impacted (demolished and/or significantly modified) until the proposed
project is fully entitled and financed.

5. Reuse of Building Materials and Design Elements - Prior to completion of project design and
prior to the modification, including direct and indirect impacts, of the historic properties an
inventory of significant, character-defining features and materials of the historic resources shall
be made by a qualified architectural historian or historic architect.  These materials and design
elements shall be salvaged and incorporated to the extent feasible into the final design of the
project.  Any salvaged materials not incorporated into the project design shall be made available
for use in rehabilitation and/or restoration projects in the Los Angeles region.  Some materials
shall also be incorporated into an educational and interpretive exhibit, as described below.

6. Educational and Interpretative Programs - For those significant historic resources proposed
for demolition or modification, including direct and indirect impacts, educational materials
suitable for the general public, secondary school use, and/or historians shall be designed and
implemented.  The purpose of these materials will be to present in two- or three-dimensional
format, the history of the adobe and surrounding area, as well as, the architectural history of
Programmatic architecture (including Randy�s Donuts) in the southern California region.  Such
materials shall include, but not be limited to, a video/film documentary, curriculum program and
teacher�s guide, architectural models, and a historical brochure or pamphlet.  These materials
shall be made available via LAWA�s public relations department to the general public, local
community school history programs, related interest groups, and the Los Angeles and Inglewood
Public Libraries.

7. Historic Preservation Policy - The City of Los Angeles shall develop a historic preservation
policy and implementation strategy so that the remaining adobe structures located within the City
limits may be preserved for future generations.

Archaeological Resources
Adverse impacts to unanticipated discoveries of archaeological resources and/or human remains would be
reduced with the implementation of mitigation measures. The measures are consistent with those
recommended in the Supplemental 106 Report of the Draft LAX EIS/EIR. LAWA will be responsible for
implementation of the measures and coordination with Caltrans.

1. Discovery - Any grading and excavation activities associated with the LAX Expressway project
shall be monitored by a professional, Society of Professional Archaeologists (SOPA) certified
archaeologist retained by LAWA.  Upon discovery of human remains, the project archaeologist
shall be empowered to halt construction activities if potentially significant resources are
identified.  In the event of notification by the project archaeologist that a potentially significant or
unique find has been unearthed, LAWA should be notified and grading operations shall cease
immediately on-site until the geographic extent and scientific value of the resource can be
reasonably verified.
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2. Excavation - Any excavation of identified resources (features) shall be performed using standard
archaeological techniques.  Excavations shall be conducted by a professional, SOPA certified
archaeologist selected by LAWA.  In the event that human remains are found, all grading and
excavation activities in the vicinity shall cease immediately and the appropriate LAWA authority
shall be notified; compliance with those procedures outlined in Section 7050.5(b) and (c) of the
State Health and Safety Code, Section 5097.94(k) and (i) and Section 5097.98(a) and (b) of the
Public Resources Code shall be required.  In addition, a Native American representative/monitor
will be selected by LAWA from a list of suitable candidates obtained from the Native American
Heritage Commission and contacted for assistance.

3. Administration - Where known resources, such as the Centinela Adobe, are present, all grading
and construction plans shall be clearly imprinted with all the archaeological/cultural mitigation
measures.  All site workers shall be informed in writing by the on-site archaeologist of the
restrictions regarding disturbance and removal as well as procedures to follow should a resource
deposit be detected.  The FAA shall prepare an archaeological treatment plan (ATP), in
consultation with SHPO, that ensures the long-term protection and proper treatment of those
unexpected archaeological discoveries within the APE of this alternative, which FAA and SHPO
agreed are considered eligible for listing in the National Register.  The ATP would include a
research design and data recovery plan.  The ATP would be consistent with the Secretary of the
Interior�s Standards and Guidelines for Archaeological Documentation (48 FR 44634-37),
California Office of Historic Preservation�s (OHP) Archaeological Resources Management
Report; Recommended Contents and Format (1989), and the Guidelines for Archaeological
Research Design (1991), and take into account the ACHP�s publication Treatment of
Archaeological Properties:  A Handbook.  It would also be consistent with the Department of the
Interior�s Guidelines for Federal Agency Responsibility under Section 110 of the NHPA.  All
artifacts, notes, photographs, and other project-related materials recovered during the monitoring
program shall be curated at a facility meeting federal, state, and local standards.

Implementation of the above actions and mitigation measures would minimize potentially adverse
impacts to historic and archaeological resources resulting from the two proposed roadway projects.

5.16 HAZARDOUS WASTE SITES

Based on the information presented in subsection 4.16.2, no adverse impacts associated with hazardous
materials usage and hazardous waste generation are anticipated with implementation of the LAX
Expressway and State Route 1 Improvements project.

5.17 VISUAL

5.17.1 LAX Expressway

5.17.1.1 Alternative 1 – No Action
Under the No Action alternative, no improvements to the I-405 would occur and therefore no change in
the visual environment is expected.

5.17.1.2 Alternative 2 – Split Viaduct
Both Alternatives 2 and 3 would be constructed in an already built environment with moderately low
visual quality.
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Alternative 2 introduces a divided four-lane highway utilizing both sides of the freeway for almost ¾ of
the length of the viaduct.  Essentially two elevated structures would be constructed.  With limited
roadside and right-of-way, construction of this alternative would appear much larger and wider in scale.
Use of available roadside would likely create a more abrupt visual contrast between the roadway and
surrounding urban environs. There would be little to no additional space to allow for any visual
modifications or improvements.

Where the project supports access to the LAX Expressway from La Cienega Boulevard and the
connection of the HOV lane to the LAX Expressway just north of W. Florence Avenue, the interface of
elevated ramps may reach heights in excess of 21.9 meters (72 feet).  This would introduce a new
dominant and visually intrusive feature within the adjacent neighborhood to the west of the I-405,
thereby, resulting in a permanent visual impact.  Residential parcels on the west side of the I-405 on W.
74th Street and Midfield Avenue are less than 112 meters (370 feet) from the shoulder of the existing
freeway. Views from these residential parcels would be adversely affected should existing landscaping be
removed to accommodate the viaduct (Photo 20).  Trees rising up to approximately 9 meters (30 feet) are
present to shield these residents from views of the freeway.  However, with the construction of the split-
viaduct and its potential encroachment onto residential property, it is assumed that landscaping would
need to be removed.  Replacement of comparable landscaping would considerably reduce visual impacts
to residents in this neighborhood.

Similarly, residents along Thornburn Street, Hyde Park Boulevard and S. Ash Avenue, approximately 112
meters (370 feet) away, would experience adverse visual impacts upon implementation of the split
viaduct should existing landscaping be removed (Photo 14, 15, 16 and 19).  The viaduct on the east side
of the I-405 would be a highly visible structure to these source viewers including church goers and
students at St. Jerome Catholic Church and School located on Thornburn Street (Photo 14 and 15).  Those
occupants of a condominium complex (Villa Azure Apartments) on Centinela Boulevard facing south
would also experience visual impacts from the viaduct.

With the implementation of the noise abatement measure to construct a sound wall up to 4.9 meters (16
feet) in height, the addition of a hardscape structure in lieu of existing natural landscaping would have a
negative visual impact on residents.  Implementation of mitigation involving the incorporation of
vegetative screening on the sound walls would considerably reduce this impact.

It is assumed that this alternative would also involve the installation of light standards on the proposed
LAX Expressway for illuminating the roadway during evening hours.  In effect, the introduction of a new
light source higher in elevation than existing freeway light sources would constitute an adverse visual
impact to adjacent residents in the evening even though the project area is predominantly in a built-out
urban environmental with lighting characteristics of urban areas.  The implementation of mitigation
measures would reduce such impacts.

Construction of this alternative would also introduce a short-term adverse visual impact on nearby
residents given that construction crews would, on occasion, be scheduled to work during the evening
hours utilizing high powered lights for illumination.

The HOV and on-ramp overpasses would rise up to 21.9 meters (72 feet).  The visual experience of
specific viewer groups such as park users, residents, church goers and school students along the eastside
of the I-405 would potentially be affected depending on the extent to which existing right-of-way is to be
used and the extent to which existing landscaping is to remain in place.
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This alternative introduces an overpass allowing smooth transition between Arbor Vitae Street and the
elevated viaduct (LAX Expressway).  The location of this interchange is depicted in Photo 21.  It also
provides access to the LAX Expressway from La Cienega Boulevard southbound.  A connection between
the existing La Cienega Boulevard ramp and the proposed LAX Expressway would occur just north of
Florence Avenue.  The point of visual impact would be at the potential historic site, Randy�s Donut Shop,
located at Manchester Boulevard and La Cienega Boulevard (Photo 17).  This site supports a massive-
sized donut on top of the establishment which can be seen from the freeway and at a distance.  It is a
prominent feature of the existing landscape reflecting perceptions and glimpses of the past and its
relevance to the present.  Construction of an elevated structure on the west side of the I-405 would not
entirely obstruct this feature from view but it would substantially compromise the visual compatibility of
the project.

Though the existing environment is rated as low in visual quality, the added structure would not likely
improve the visual quality in the area.  With particular attention paid to sensitive historic resources, this
alternative would likely further degrade existing visual quality.

5.17.1.3 Alternative 3 – Single Viaduct
This alternative introduces an undivided four-lane highway to parallel the I-405 on the eastside from
Arbor Vitae Street to the SR-90.  By concentrating construction on only one side, the project would
appear much smaller in scale than Alternative 2.  It would also appear more compact and space conscious.
Utilizing only one side of the existing freeway appears less obtrusive than utilizing both sides.  As with
Alternative 2, the roadside and right-of-way is already limited.  Use of available roadside would likely
create a more abrupt visual contrast between the roadway and surrounding urban environs. There would
be little to no additional space to allow for any visual modifications or improvements.  Restricting the
structure to one side would possibly require an area greater than that provided for under the existing right-
of-way, subsequently, conflicting with existing sound and visual barrier landscaping.  The removal of
such landscaping would expose viewer groups to the new structure and ultimately change the visual
setting and further degrade the visual quality of the project area.  Implementation of mitigation measures
would provide limited screening to the overhead structures. Mitigation recommending that exiting
landscaping remain in place would further screen the structures and reduce adverse impacts  from this
alternative.

Alternative 3 would have similar visual and lighting impacts on residents located along Thornburn Street,
Hyde Boulevard, S. Ash Avenue and Centinela Boulevard as with Alternative 2.  Implementation of
mitigation measures would reduce such adverse impacts.

As with Alternative 2, this alternative introduces an overpass allowing smooth transition between Arbor
Vitae Street and the elevated viaduct (LAX Expressway).  This juncture would not affect the visual
setting of the Centinela Adobe and Randy�s Donut historic sites.  Alternative 3 is considered to create less
visual impacts than both Alternative 2 and the No Build alternative.

5.17.2 State Route1

5.17.2.1 Alternative 1 – No Action
Under the No Action alternative, no improvements to State Route 1 would occur and therefore no change
in the visual environment is expected.
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5.17.2.2 Alternatives 2 (Diamond Interchange) and 3 (Urban Interchange)
Alternatives 2 and 3 share the same footprint and include slightly different features.  Impacts associated
with either of the build alternatives are expected to be the same.  The State Route 1 Improvements project
and its two build alternatives introduces a number of components that have the potential to change the
visual quality of the area.  The project introduces a new structure such as the interchange at Lincoln
Boulevard and Sepulveda Boulevard to allow for smooth and uninterrupted traffic flow from Sepulveda
Boulevard to Lincoln Boulevard (State Route 1).  Several overpasses are also proposed at the west end of
Lincoln Boulevard (State Route 1) to allow for direct transition between Westchester Parkway and
Lincoln Boulevard (State Route 1) heading east to northbound Lincoln Boulevard (State Route 1).

The interchange at Lincoln Boulevard (State Route 1) and Sepulveda Boulevard would become the
dominant structure once constructed in the midst of a commercial use area with scattered multi-story
structures.  Photo 6 depicts the site of the proposed interchange and existing land uses.  Upon
implementation of the project, the interchange would rise up to 14.6 meters (48 feet).  The property of
current viewer groups would be acquired, therefore, views of these viewer groups would not be affected.
The resulting effect would be a more unifying landscape than under current conditions.  Traffic would be
able to flow more freely without having to stop to make the connection between Sepulveda Boulevard and
Lincoln Boulevard (State Route 1).  The elevation gain provided by the new structure would introduce
new views from the interchange.  New views would include that of the surrounding urban landscape to
the northeast and the striking contrast to the flatness of the airport landing strip and vastness of the Pacific
ocean to the southwest.  These visual resource changes would be moderate and provides a beneficial
change in terms of vividness, intactness and unity.

Another component of both Alternative 2 and 3 involves the relocation of State Route 1 onto Westchester
Parkway.  Implementation of the proposed Master Plan alternatives A and C would result in the need to
re-grade and lower the roadway by approximately 3 meters (10 feet) to comply with FAA requirements.
The potential effects of this criteria would not alter existing views from the newly aligned roadway.  The
general flatness of the area would remain unchanged allowing the natural and built environment to remain
intact and in harmony.  The swath of grass between Lincoln Boulevard and Westchester Parkway would
be permanently removed and only moderately affect the park like atmosphere under current conditions.
However, landscaping features would be incorporated into the final design plans to maintain such a
quality.

The proposed overpasses in the area farthest west of the project site would not compromise the existing
visual quality given that an overpass currently exists in this area as depicted in Photo 3.   A community
village is located just west of the project site which would be acquired as part of the project.  Therefore,
no visual impacts on these viewers would be expected.  As discussed previously, the new overpasses
would provide additional views of the airport landing strip and its visual coherence with the natural
environment.  Overall, implementation of either build alternative for the State Route 1 project would not
likely result in any visual conflicts or adverse impacts.

5.17.3 Cumulative Impacts
Implementation of either LAX Expressway alternative would result in a cumulative visual impact in that
the project introduces a dominant linear feature into an already intensively built environment.  Nearby
residents would be exposed to a more intensely built urban environment.  In addition, the project
alternatives introduce more light and glare during the nighttime further obscuring the night skyline.

The State Route 1 improvements would not result in cumulative visual impacts in that the projects in and
of themselves would not change the existing visual quality of the area.
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5.17.4 Mitigation Measures
The following mitigation measures apply to the LAX Expressway and State Route 1 Improvements
project.

1. Provide for comparable roadside clearance as under existing conditions.

2. Existing sound and visual barrier landscaping features shall be retained wherever possible.

3. The final plans and specifications of the proposed LAX Expressway project should contain
lighting specifications and placement requirements to ensure that lighting intensity over existing
conditions for residential uses does not increase by more than two foot-candles.
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6.0 INVENTORY OF MITIGATION MEASURES
The following mitigation measures apply to the LAX Expressway and State Route 1 Improvements
project.

Land Use
1. Modify Westchester-Playa del Rey Community Plan to reflect the LAX Master Plan proposed

new property boundary and planned on-airport land uses.

2. Implement mitigation measures identified under the Draft LAX EIS/EIR Section 4.18 Light
Emissions and Section 4.21 Design, Art and Architecture Application/Aesthetics of the LAX
Master Plan.

Air Quality
1. Use low- NOx construction equipment
2. Use reformulated diesel fuel.
3. Minimize concurrent use of equipment through equipment phasing.
4. Water surface before grading.
5. Water exposed surface at least twice daily to maintain surface crust.

Waterways and Hydrologic Systems
1. Regional drainage facilities should be upgraded, as necessary, in order to accommodate

current and projected future flows within the water shed of each outfall.  This could
include upgrading the existing outfalls, or building new ones.  The responsibility for
implementing this mitigation measure lies with the Los Angeles County Department of
Public Works and/or the City of Los Angeles Department of Public Works, Bureau of
Engineering.  The new or upgraded facilities should be designed in accordance with the
drainage design standards of each agency.

Wildlife, Fisheries, and Vegetation
There are no substantial impacts identified for biotic communities. Therefore, no mitigation measures are
required. However, the following measures are recommended for implementation by LAWA and its
contractors to minimize the potential spread of noxious weeds.

1. All construction equipment used on the project should be clean of non-indigenous soil prior to
arriving onsite.  Equipment should be washed prior to transporting to the project area.

2. Disturbed soils should be seeded by hydromulching as soon as possible after final grading is
completed.  Efforts should be made to prevent grades slopes from being untreated for more than
sixty days.

3. Landscape plans for the roadway projects should incorporate native or non-invasive groundcover,
shrubs, and trees.

4. The responsible agency shall identify and implement appropriate weed abatement procedures.

5. Acquired parcels that will not be developed should be treated by the responsible agency for
invasive weeds by seeding with appropriate native species, mulching, or otherwise removing
existing weeds and preventing future establishment of undesirable species.
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6. Roadway maintenance by the responsible agency on the completed project will include impact
minimization methodology (i.e., limiting mowing activity to after seed production by native
species is completed ) to increase natural reseeding of disturbed project areas.

Cultural Resources

Historic Resources
The mitigation measures recommended to reduce potential adverse impacts on historical resources are
identical to those identified for the Centinela Adobe and Randy’s Donut properties in the Supplemental
Section 106 evaluation of the Draft LAX EIS/EIR.  LAWA will be responsible for implementation of the
measures and coordination with Caltrans.

1. Avoidance - Avoiding the impacts to these two historic resources is preferred.  If feasible,
modify or limit the magnitude of the placement of the southbound HOV lanes as to not directly
impact the Centinela Adobe and Randy’s donuts.  This measure would include relocating the
southbound HOV lane off all property associated with and adjacent to the Centinela Adobe and
Randy’s Donuts, thereby placing it along the base of the west shoulder embankment of the I-405,
out of view of both resources’ primary elevations.

2. Relocation - If feasible, relocate the properties if directly impacted by this alternative.  Randy’s
Donuts is of wood construction, and therefore is a good candidate for relocation.  However,
because of historic construction techniques and materials used on the Centinela Adobe relocation
for this resource is limited and not advised.

3. Recordation - Prior to any project-related demolition or construction activity that poises direct or
indirect effects onto the Centinela Adobe and Randy’s Donuts, Historic American Building
Survey (HABS) documents shall be prepared by LAWA in accordance with the Secretary of the
Interior’s Guidelines for Architectural and Engineering Documentation Standards.  The level of
documentation (I, II, III, IV) will be determined by the National Park Service.  This
documentation shall adequately explicate and illustrate what is significant or valuable about each
of the historic properties.  Archival copies of the documentation shall be submitted to the
National Park Service, the California Office of Historic Preservation, the Los Angeles Public
Library, and the Inglewood Public Library.

4. Coordination of Demolition/Significant Modifications with New Construction - None of the
historic properties proposed for demolition and/or significant modification, including direct and
indirect effects, shall be impacted (demolished and/or significantly modified) until the proposed
project is fully entitled and financed.

5. Reuse of Building Materials and Design Elements - Prior to completion of project design and
prior to the modification, including direct and indirect impacts, of the historic properties an
inventory of significant, character-defining features and materials of the historic resources shall
be made by a qualified architectural historian or historic architect.  These materials and design
elements shall be salvaged and incorporated to the extent feasible into the final design of the
project.  Any salvaged materials not incorporated into the project design shall be made available
for use in rehabilitation and/or restoration projects in the Los Angeles region.  Some materials
shall also be incorporated into an educational and interpretive exhibit, as described below.

6. Educational and Interpretative Programs - For those significant historic resources proposed
for demolition or modification, including direct and indirect impacts, educational materials
suitable for the general public, secondary school use, and/or historians shall be designed and
implemented.  The purpose of these materials will be to present in two- or three-dimensional
format, the history of the adobe and surrounding area, as well as, the architectural history of
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Programmatic architecture (including Randy’s Donuts) in the southern California region.  Such
materials shall include, but not be limited to, a video/film documentary, curriculum program and
teacher’s guide, architectural models, and a historical brochure or pamphlet.  These materials
shall be made available via LAWA’s public relations department to the general public, local
community school history programs, related interest groups, and the Los Angeles and Inglewood
Public Libraries.

7. Historic Preservation Policy - The City of Los Angeles shall develop a historic preservation
policy and implementation strategy so that the remaining adobe structures located within the City
limits may be preserved for future generations.

Archaeological Resources
Unanticipated discoveries of archaeological resources and/or human remains will be mitigated as follows:

1. Discovery - Any grading and excavation activities associated with the LAX Expressway project
shall be monitored by a professional, Society of Professional Archaeologists (SOPA) certified
archaeologist retained by LAWA.  Upon discovery of human remains, the project archaeologist
shall be empowered to halt construction activities if potentially significant resources are
identified.  In the event of notification by the project archaeologist that a potentially significant or
unique find has been unearthed, LAWA should be notified and grading operations shall cease
immediately on-site until the geographic extent and scientific value of the resource can be
reasonably verified.

2. Excavation - Any excavation of identified resources (features) shall be performed using standard
archaeological techniques.  Excavations shall be conducted by a professional, SOPA certified
archaeologist selected by LAWA.  In the event that human remains are found, all grading and
excavation activities in the vicinity shall cease immediately and the appropriate LAWA authority
shall be notified; compliance with those procedures outlined in Section 7050.5(b) and (c) of the
State Health and Safety Code, Section 5097.94(k) and (i) and Section 5097.98(a) and (b) of the
Public Resources Code shall be required.  In addition, a Native American representative/monitor
will be selected by LAWA from a list of suitable candidates obtained from the Native American
Heritage Commission and contacted for assistance.

3. Administration - Where known resources, such as the Centinela Adobe, are present, all grading
and construction plans shall be clearly imprinted with all the archaeological/cultural mitigation
measures.  All site workers shall be informed in writing by the on-site archaeologist of the
restrictions regarding disturbance and removal as well as procedures to follow should a resource
deposit be detected.  The FAA shall prepare an archaeological treatment plan (ATP), in
consultation with SHPO, that ensures the long-term protection and proper treatment of those
unexpected archaeological discoveries within the APE of this alternative, which FAA and SHPO
agreed are considered eligible for listing in the National Register.  The ATP would include a
research design and data recovery plan.  The ATP would be consistent with the Secretary of the
Interior’s Standards and Guidelines for Archaeological Documentation (48 FR 44634-37),
California Office of Historic Preservation’s (OHP) Archaeological Resources Management
Report; Recommended Contents and Format (1989), and the Guidelines for Archaeological
Research Design (1991), and take into account the ACHP’s publication Treatment of
Archaeological Properties:  A Handbook.  It would also be consistent with the Department of the
Interior’s Guidelines for Federal Agency Responsibility under Section 110 of the NHPA.  All
artifacts, notes, photographs, and other project-related materials recovered during the monitoring
program shall be curated at a facility meeting federal, state, and local standards.
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Visual
1. Provide for comparable roadside clearance as under existing conditions.

2. Existing sound and visual barrier landscaping features shall be retained wherever possible.

3. The final plans and specifications of the proposed LAX Expressway project should contain
lighting specifications and placement requirements to ensure that lighting intensity over
existing conditions for residential uses does not increase by more than two foot-candles.
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Barbara A. Klos � M.S., Water Resource Management.  13 years experience.  Responsible for hydrology
and water quality sections of the Draft EIS.

Christine Lenches-Hinkel � M.S., Forestry.  2 years experience.  Responsible for Section 4(f) and
overall preparation and edit of the Draft EIS and coordination of sections.

Mari Ledesma � B.S., Environmental Studies.  4 years experience.  Responsible for land use analysis
sections of the Draft EIS.

Rob Greene, INCE, Bd. Cert. � B.S., Environmental Science.  23 years experience.  Responsible for
roadway noise impact analysis.

Michael G. Greene, INCE, Bd. Cert. � B.S., Applied Mechanics.  11 years experience.  Responsible for
noise field measurements, computer modeling and noise abatement evaluation.

Rachel Pirie, INCE – B.Eng., Acoustics and Vibration, M.S., Ocean Engineering (Acoustics).  3 years
experience.  Assisted with noise field measurements and computer modeling of roadway noise, and noise
abatement feasibility/reasonableness evaluation.
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1.0 INTRODUCTION
This DOT Section 4(f) analysis addresses the potential for the proposed roadway projects, the
LAX Expressway and State Route 1 improvements, to result in a “use” of public parks and
recreation lands, wildlife and waterfowl refuges, and historic sites, as defined by the Department
of Transportation Act 1966, Section 4(f).  This section also considers potential impacts on public
parks and recreation lands funded by the Department of the Interior Land and Water Conservation
Fund Act of 1965 (L&WCF Act), Section 6(f) resulting from the proposed roadway projects.

1.1 REGULATORY FRAMEWORK

DOT Section 4(f)
Section 4(f) of the Department of Transportation Act of 1966, codified in Federal law at 49
U.S.C. 303, declares that “it is the policy of the United States Government that special effort
should be made to preserve the natural beauty of the countryside and public park and recreation
lands, wildlife and waterfowl refuges, and historic sites.” Section 4(f) specifies that

“the Secretary of Transportation may approve a transportation program or
project…. requiring the use of publicly owned land of a public park, recreation
area, or land of an historic site of national, State, or local significance (as
determined by the Federal, State, or local officials having jurisdiction over the
park, area, refuge or site on if –

1. there is no prudent and feasible alternative to using that land; and

2. the program or project includes all possible planning to minimize harm to the
park, recreation area, wildlife and waterfowl refuge, or historic site resulting
from the use.”

Section 4(f) further requires consultation with the Department of the Interior and, as appropriate,
the involved offices of the Department of Agriculture and Housing and Urban Development in
developing transportation projects and programs which use lands protected by Section 4(f).

Section 4(f) permits “use” of a publicly owned park, recreation area, wildlife or waterfowl refuge
or any historic site for a transportation project when no other feasible and prudent alternative to
the proposed project.  “Use” as defined by Section 4(f) involves a physical taking of the resource
for use by the project thereby changing the resources purpose and function.  “Use” accounts for
adverse direct as well as indirect impacts, otherwise known as “constructive use.”  “Constructive
use” accounts for impacts involving the impairment of usual activities, features or attributes of a
resource not resulting from direct take of the resource.  There are several different types of
impacts that qualify “constructive use” such as excessive noise levels that exceed federal, state
and local standards, changes in vehicle access to parks, degradation of viewshed, changes in user
demand for parks, devaluation of wildlife habitat from associated project activity and function.

Land & Water Conservation Fund Act, Section 6(f)
The Department of Interior Land & Water Conservation Fund Act of 1965 (L&WCF Act) (16
U.S.C. Section 4601-8) requires that all properties acquired or developed with L&WCF Act
assistance be maintained in public outdoor recreation use in perpetuity or be suitably replaced.
Acquisition and development of such property for other uses than public outdoor recreation use
would constitute a “conversion” and be regarded as a significant adverse impact.
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2.0 GENERAL APPROACH

To determine applicability of Section 4(f) use, parks, recreation areas, historic sites and wildlife
refuges within 0.8 km (.5 mile) of the proposed project study areas were researched and
identified.  This included 0.8 km (.5 mile) east and west of the I-405 from Arbor Vitae Street to
the SR-90, 0.8 km (.5 mile) north and south of Westchester Parkway and 0.8 km (.5 mile) east
and west of Sepulveda Boulevard from the I-105 to Westchester Parkway. Information was
obtained through agency correspondence, local street maps, and a tax assessor parcel-level
database search.  PCR Services Corporation prepared a Section 4(f) and Section 6(f) report (June
2000) which identified the presence of known parks, recreation areas, historic and archaeological
sites within an Area of Potential Effects (APE) specific to the LAX Master Plan study area.  This
APE included the airport boundaries and vicinity.  For purposes of this roadway analysis, the
APE was augmented to include the entire proposed LAX Expressway, which extends along the I-
405 from Arbor Vitae Street to the SR-90 interchange.  Figure A Section 4(f) Analysis Study
Area depicts the study area boundary for parks and recreation areas, historic sites and wildlife
habitat. The evaluation of impacts on identified resources involves consideration of both direct
(“use”) and indirect impacts (“constructive use”). Constructive use may occur when the
“projected noise level increase attributable to the project substantially interferes with the use and
enjoyment of a noise sensitive facility of a resource protected by Section 4(f).  FHWA and
Caltrans design noise abatement criteria (NAC) for various land use ratings (called activity
categories) were used to determine the potential for constructive use due to noise.  Table A
provides the sound level criteria for various activity categories.

Table A
Federal Highway Administration and Caltrans Noise Abatement Criteria Peak Noise Hour

A-weighted Sound Level in Decibels (dBA) a, b

Activity Category Leq h Leg10 h Description of Activity Category
A 57 60 Lands on which serenity and quiet are of

extraordinary significance and serve an
important public need and where the
preservation of those qualities is essential if the
area is to continue to serve its intended
purpose

B 67
Exterior

67
Exterior

Picnic areas, recreation areas, playgrounds,
active sports areas, parks, residences, motels,
hotels, schools churches, libraries and
hospitals

C 72
Exterior

75
Exterior

Developed lands, properties, or activities not
included in Categories A or B above

D - - Undeveloped lands
E 52 Interior 55

Interior
Residences, motels, hotels, public meeting
rooms, schools, churches, libraries, hospitals,
and auditoriums

Source: Federal Highway Administration 1995
a  Either L10 h or Leq h, but not both may be used on a project
b  These sound levels are to be used only to determine impact.  These are the absolute levels where
abatement must be considered.  Noise abatement should be designed to achieve a substantial noise
reduction, not just the noise abatement criteria.
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2.1 PURPOSE AND NEED

The purpose and need for the proposed LAX Expressway and State Route 1 Improvements
project are primarily focused on the implementation of the LAX Master Plan.  The purpose and
need for the Master Plan can be found in Section 2.0 of the Draft LAX EIS/EIR. A new LAX
Expressway along the I-405 (San Diego Freeway) that would connect to Arbor Vitae Street and
State Route 1 facilities west of the I-405 emerged as partial solutions to existing and forecasted
roadway congestion on and around the airport.  The State Route 1 improvements are proposed to
accommodate proposed runway configurations envisioned under certain LAX Master Plan
alternatives and projected traffic congestion on Sepulveda Boulevard in the vicinity of LAX.  The
forecasted roadway congestion is associated with LAX Master Plan Alternatives A, B and C,
which are described in Section 3.0 of the Draft LAX EIS/EIR.

LAX Expressway
The purpose and need for the proposed LAX Expressway are to:

1) Minimize traffic on local streets north of the airport by providing a direct connection
to the airport via an improved Arbor Vitae Street and I-405 freeway;

2) Separate airport – related traffic from non-airport related traffic by provided vehicle
lanes that directly connect to the airport;

3) Provide added roadway capacity between the I-405 and LAX; and

4) Contribute to improving circulation and congestion in local communities to the north
of the airport.

The LAX Expressway would provide a direct link from on-airport roadways to the I-405, north of
Arbor Vitae Street.  Southbound traffic on the I-405 destined for the airport complex would
transition onto the LAX Expressway at the SR-90 (Marina Freeway) or near Howard Hughes
Parkway and proceed south to a point where the LAX Expressway merges with an improved
Arbor Vitae Avenue (near Hindry Avenue).  Improvements to Arbor Vitae Street between Hindry
Avenue and State Route 1 (Sepulveda Boulevard) would be undertaken by the City of Los
Angeles in conjunction with the LAX Master Plan, assuming selection of a Master Plan build
alternative (refer to Draft LAX EIS/EIR Section 3.0). Arbor Vitae Street improvements include
widening from four lanes to six lanes, three in each direction. Reverse traffic flow (vehicles
exiting the airport complex) would access the LAX Expressway from Arbor Vitae Avenue (near
Hindry Avenue) and proceed to the northbound lanes of the I-405 at the point where the freeway
and LAX Expressway merge (SR-90 or Howard Hughes Parkway).

State Route 1
The purpose and need for the proposed State Route 1 improvements are to:

1) Provide continuous movement on State Route 1, which does not currently exist; and

2) Accommodate requirements for roadway realignment due to future extension of
airport runways.

2.2 EVALUATION CRITERIA

The evaluation of potential impacts to Section 4(f) and Section 6(f) resources was based on the
following guideline criteria:
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•  Does the project involve acquisition of a park, outdoor recreation area, wildlife or
waterfowl habitat or historic site as defined under Section 4(f) and Section 6(f) that
would result in its conversion to another use other than its current use?

•  Would the project increase noise levels in excess of Federal Highway Administration and
Caltrans noise abatement criteria as defined by 23 CFR 772 for Section 4(f) and Section
6(f) resources?

•  Would the project require noise mitigation for sites listed or eligible for listing on the
National Register of Historic Places?

•  Would the project hinder vehicle access to park facilities and pedestrian access to
neighborhood parks?

•  Would the project obstruct existing viewsheds?

•  Would the project result in any changes to park or recreation area user demand?

•  Would the project result in substantial degradation of wildlife?
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3.0 AFFECTED ENVIRONMENT
The existing proposed project location for the LAX Expressway project consists of a north-south
freeway with four mixed-flow lanes and auxiliary lanes with street access/egress ramps at Arbor
Vitae Street, Manchester Boulevard, La Cienega Boulevard, La Tijera Boulevard, and Howard
Hughes Parkway.  The existing conditions for the State Route 1 improvements consist of up to six
travel lanes along Lincoln Boulevard and Sepulveda Boulevard.

The proposed LAX Expressway project would be located along Arbor Vitae Street and the I-405
beginning from Hindry Avenue just west of the I-405 and up to either Howard Hughes Parkway
or up to State Route-90 (Marina Freeway) depending on the alternative.  The State Route 1
improvements would be located along Westchester Parkway  and Sepulveda Boulevard and
extend from 96th Street to the Westchester Parkway and Arbor Vitae Street interchange then along
Westchester Parkway to just past the Westchester Golf Course.

3.1 DESCRIPTION OF POTENTIALLY AFFECTED SECTION 4(F) RESOURCES

Results of the park, recreation area, historic site and wildlife refuge search revealed that there are
six Section 4(f) and no Section 6(f) parks and recreation areas, four significant historic sites and
no wildlife refuge within the vicinity of the proposed roadway improvement projects (Figure B
and Figure 4.15-3 of Appendix K, Environmental Evaluation).  Table B and Table C lists these
resources. The Carl E. Neilsen Youth Center and Westchester Golf Course are both located
within the project study area of the State Route 1 improvements.  The Westchester Golf Course is
owned by LAWA and operated under a lease agreement with American Golf Corporation.
According to the “Interim Replacement Lease Between The City of Los Angeles And American
Golf Corporation For The Operation Of A Public Golf Course And Driving Range At Los
Angeles International Airport,” it is noted that the golf course would undergo some re-
configuration because of the future development of the Westchester Southside Project of the LAX
Master Plan and the need to use portions of the golf course.  In addition, the lease agreement also
states that the

“City reserves the right to repeatedly increase or decrease the size of the leasehold
without limitation at any time throughout the term hereof but will, however, endeavor to
include within said leasehold at all times nine (9) playable holes….”

The interim lease agreements for the golf course site are contained as an attachment to this report
(see Attachment 5).  Carl E. Nielsen Youth Center is also located on City property and owned by
LAWA.  It has currently been vacated in anticipation of development of the LAX Master Plan.   
Under FAA Order 5050.4a Section 47 (e)(7)(3) of FAA’s Environmental Handbook, these two
facilities were dismissed from further evaluation.  The order states that:

“where property is owned by and currently designated for use by a transportation
agency and a park or recreation use of the land is being made only on an interim
basis, a Section 4(f) determination would not ordinarily be required.  The sponsor
should indicate in any lease or agreement involving such use that this use is
temporary.”

Figure B depicts the relative location of these sites to the proposed projects.  No sites were
identified that qualified for Section 6(f) protection.
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Table B
Section 4(f) and Section 6(f) park and Recreation Area Inventory

No. Name Jurisdiction Access Distance
From
Study
Area

1 Fox Hills Park City of Fox Hills Green Valley
Circle

.5 mi.

2 Rogers Park City of Inglewood N. Oak
Street/Eucalypt
us Ave.

.5 mi.

3 Ashwood Park City of Inglewood S. Ash Ave 0 mi.
4 Siminski Park City of Inglewood S. Inglewood

Blvd.
.5 mi.

5 Westchester Park
Recreation Center

City of Westchester Lincoln
Boulevard

<.5 mil

Fox Hills Park is a 4.0 hectares (10-acre) community and neighborhood park and is considered
an active recreation area.  It is located  in Culver City and is bound by Bristol Parkway, Uplander
Way, Green Valley Circle, and Buckingham Parkway.

Rogers Park is a 4.0 hectares (10-acre) park located at 400 W. Beach Avenue and supports one
playground, two tennis courts, one basketball court, two softball fields, one playing field, a
wading pool and an enclosed outdoor multi-purpose area approximately 3,112 square meters (
33,500 square feet).

Ashwood Park, located adjacent to the I-405 on the east side, is a 0.35 hectares (0.86-acre) park
in the City of Inglewood.  It provides both passive and active recreation in the form of picnic
tables, a toddler play lot, tennis courts and basketball courts.  It is located within a residential
neighborhood and is heavily landscaped with large trees on the west side serving to block the
visual and audible effects of the freeway.  Its current noise levels have been calculated at 76 dBAq

(URS Corporation 2000).

Siminski Park is a 0.72 hectares (1.9-acre) park located at 9717 S. Inglewood Avenue that
supports two playgrounds, one picnic areas, one patio, a senior citizen and preschool community
center and restrooms.

Westchester Recreation Center is located at 7000 W. Manchester Avenue in the City of Los
Angeles.  It is approximately 8.8 hectares (22-acre) in size and provides softball/baseball fields, a
swimming pool, tennis courts a walking, biking, and fitness trails.  Access to this facility is by car
or foot along Manchester Avenue.
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Table C
Historic Properties Potentially Affected (Directly or Indirectly) by Roadway Improvement

Projects
No. Location NR CR/LAHCM/

OTHER
Year Built

6 Centinela Adobe City of
Inglewood

Listed Listed c.1844

7 Randy’s Donut City of
Inglewood

Eligible Eligible 1953

8 Theme Building LAX Eligible Eligible 1961-62
9 Merle Norman

Headquarters
Complex

City of Los
Angeles

Eligible Eligible 1950-51

(other)
NR – National Register of Historic Places
CR – California Register of Historic Places
LAHCB – Los Angeles Historic-Cultural Monument
OTHER – Local Landmark Potential (City of Inglewood)
(TBD) – To be determined

Centinela Adobe or Centinela Ranch House (Ygnacio Machado Adobe) was once Rancho
Aguaje de la Centinela and was granted to Ygnacio Machado by Governor Manuel Micheltorens
in 1844.  The existing property supports a parking lot and three separate structures.  The adobe
house itself is single story made of adobe with a wood shingle roof, fireplace, and deep window
reveals.  It is evident that rooms were added onto the original adobe structure in the early 1860’s.
The Centinela Adobe was placed on the National Register of Historic Places in 1974 (NR No.
19750402).

Donut Shop, Randy’s Donut, is located at the northwest corner of Manchester Boulevard and La
Cienega Boulevard and was built in 1953 by Robert Graham.  It is a small structure with a giant
doughnut on top.  The structure is characteristic of the early 1950’s Modern fast-food era in its
representation of mid-20th century Programmatic/Mimetic architecture, where the sign is the
design and attraction and the building below serves merely as the base.  It can be considered an
expression of folk art to depict the lifestyles and architectural freedom typically found in Los
Angeles.  Because of this structures architectural style, it appears eligible for listing in the
National Register of Historic Places at the local level of significance.

Theme Building was previously determined eligible for listing in the National Register of
Historic Places.  For its unique architecture, which has become symbolic not only of the airport
but of the whole city, the Theme Building satisfies National Register Criteria Consideration G for
exceptional significance in a building less than 50 years old.  The Theme Building is also eligible
for listing in the California Register for architectural merit under Criterion 3.  Constructed in
1961-62, the Theme Building was the centerpiece of the large expansion of LAX, which
concerted it into a “jet-age airport.”  The arresting design of parabolic arches with a flying saucer
restaurant suspended between them was conceived by joint venture architects William L. Peirera,
Charles Luckman, Welton Becket, and Paul R. Williams.  The City of Los Angeles Historic-
Cultural Monument #570 designated the Theme Building in 1992.

Merle Norman Headquarters Complex is eligible for the National Register under Criterion C
for its distinctive architectural style and design utilized in an industrial building.  The property
also appears eligible for the California Register and for listing as a City of Los Angeles Historic-
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Cultural Monument.  This group of industrial buildings on S. Bellanca Avenue near the Los
Angeles International Airport  includes the main headquarters building and the shipping and
receiving facility.  The Merle Norman Headquarters Complex, design by local architects Arthur
Freeman and Arthur Froehlich (Froehlich was also the architect of the Paradise Theatre in
Westchester) and built in 1950-51, reflects the company’s attention to design the economic
success of their cosmetic manufacturing company and an awareness of the expectations of their
clientele.
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4.0 ENVIRONMENTAL CONSEQUENCES

4.1 LAX EXPRESSWAY

Alternative 1 - No Action
No impacts identified.

Alternative 2 – Split Viaduct
Under the LAX Expressway project, three parks and three historic sites would potentially be
affected: Rogers Park, Ashwood Park, Siminski Park, the Centinela Adobe, Donut Shop and the
Merle Norman Headquarters Complex.  Neither of these sites would be acquired.  Therefore, no
resources under Section 4(f) would be directly impacted by “use” under the LAX Expressway
project. No direct impact to these resources, such as conversion to a different use, under Section
4(f) would occur.

Noise modeling conducted for the roadway improvement projects predicted unabated noise levels
to be between 62 and 77 dBA for construction of the LAX Expressway.  These noise levels
exceed the NAC at noise sensitive locations such as Ashwood Park, Centinela Adobe, and the
Donut Shop, all three of which are located directly adjacent to the roadway with only a vegetated
strip of trees to separate them.  Projected increases in noise levels would require noise abatement
in the form of noise barriers.  With the construction of 14-foot sound barrier walls at the top of
the roadside slope near these locations, existing elevated noise level would be reduced
substantially and below the NAC of 67 dBA.   Section 5.5 of this report, provides a detailed
discussion and analysis of projected noise impacts. Where vegetation is to be removed to
accommodate the installation of the sound wall, landscaping comparable to existing conditions
would be conducted.  Ultimately, implementation of Alternative 2, with noise abatement
measures, would not result in a “constructive use” on Section 4(f) and Section 6(f) resources from
elevated noise levels associated with the project alternative.

However, the introduction or encroachment of this structure onto the donut shop parcel would
result in a visual impact thereby diminishing the integrity of the property’s significantly historic
feature.  Thus, a “constructive use” on the donut shop would occur upon implementation of the
project alternative.

The parks and outdoor recreation areas potentially affected by the LAX Expressway project
Alternative 2 are Rogers Park, Ashwood Park and Siminski Park.   Access to Rogers Park is from
North Oak Street in the City of Inglewood.  Access to Ashwood Park is from Ash Avenue in
Inglewood and access to Siminski Park is from South Inglewood Avenue in Inglewood.
Construction of the project is limited to the immediate area adjacent to the I-405 from Arbor
Vitae Street and Bristol Parkway. Construction of the project under design Alternative 2 may
involve the partial closure of Ash Avenue thereby hindering vehicular and pedestrian access to
Ashwood Park. Ultimately, the LAX-Expressway project Alternative 2 would likely result in
short-term impacts on park access.  Such impacts can be reduced substantially with the
implementation of mitigation measures.  No long-term access conflicts are anticipated upon
implementation of this project design alternative.

LAX Expressway Alternative 2 involves the construction of an entirely elevated roadway
structure approximately 4.0 km (2.5 miles) in length and approximately 6.1 meters (20 feet) in
height.  The project area is within an already built environment and reflects primarily an urban
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cityscape.  There are no naturally occurring landscape features within the project area.  However,
the proximity of Ashwood Park to the roadway would potentially influence the extent to which
Alternative 2 would impact views from this site.  Currently, only a strip of vegetation – planted
trees approximately 9.2 meters (30 feet) high -  is what separates the park from the roadway.
Existing views from the park would not change if these trees are to remain in place.   This
alternative involves the construction of an access/egress ramp from La Cienega Boulevard and at
Ashwood Park.  Despite the introduction of an elevated structure, the existing landscaping would
shield it from view.

Under the LAX Expressway project Alternative 2, 115 residential units would be acquired
primarily in the eastern fringe of Westchester.  The decrease in service population from this
alternative is considered an impact on user demand. The community of Westchester is located
within the City of Los Angeles.  Currently, the City of Los Angeles is deficient in park space.
The city has an overall deficiency of 4,675.6 hectares (11,404 acres) of neighborhood and
community parkland (City of Los Angeles 1995).  Therefore, the drop in the number of users of
over-used facilities would constitute a positive impact.  However, Alternative 2 would potentially
impact the Centinela Adobe park facility.   This park facility is located in the City of Inglewood
which currently has a deficit of 0.09 hectares (0.2 acre) per 1,000 residents (City of Inglewood,
1995).  Should this facility ultimately be slated as ‘take’, the deficit in the number of acres of park
per residents within the City of Inglewood would increase thereby constituting an adverse impact
from the implementation of this alternative.

The only wildlife habitat or waterfowl refuge that exists in the vicinity of the two roadway
improvement projects is the El Segundo Blue Butterfly Habitat Restoration Area, which is located
more than 0.8 km (0.5 miles) away.  Projected noise levels for Alternative 2 under the LAX-
Expressway project at the Habitat Restoration Area are comparable to existing noise levels and
therefore a substantial change in the existing noise environment is not expected.

Alternative 3 – Single Viaduct
Alternative 3 would result in less severe impacts as those identified for Alternative 2. However, it
would potentially impact two additional parks: Fox Hills Park and Hillside Memorial Park.
Alternative 3 involves approximately 6.4 km (4 miles) of new roadway and extends all the way to
the SR-90 interchange where connector ramps are proposed.   Alternative 3 does not require any
acquisition of these resources and therefore no “use” would occur.  However, as with Alternative
2, projected unabated noise levels associated with this alternative range between 62 and 76 dBA,
thereby exceeding the NAC at noise sensitive locations such Ashwood Park, Centinela Adobe,
and the Donut Shop.   With the implementation of noise abatement measures identified, impacts
would be reduced below the 67 dBA NAC level, thereby, resulting in a finding of no
“constructive use” from projected noise levels. Sound walls are proposed along the eastside of the
LAX Expressway and I-405 from Arbor Vitae Street to Olive Street and along the eastside of the
I-405 from the La Cienega Boulevard on/off ramp to La Tijera Boulevard.  Sound walls would
also be constructed on the westside of the I-405 from Florence Avenue to La Tijera Boulevard at
the top of the slope. The addition of such structures would not result in a substantial deterioration
in visual quality because it is contained within in already heavily built urban environment.
However, because portions alongside the I-405 on the east and west near Ashwood Park,
Centinela Adobe and residential development are heavily landscaped to obscure views of the
freeway, the construction of the sound walls may require removal of this vegetation and possibly
permanent replacement.  A built structure is less aesthetically pleasing than a naturally vegetated
barrier, thus, resulting in an adverse visual impact.  Mitigation is recommended to minimize this
potential visual impact to park users.
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shade and shadow impacts on Ashwood Park from this alternative may occur given that the LAX
Expressway would rise up to 6 meters (20 feet) in height.   However, the retention of the existing
landscaping which rise to 5-6 meters (20 feet) alongside the park would obscure this affect.

In addition, there currently exists no natural landscape view from Hillside Memorial Park.  Views
are primarily disturbed in nature given the evidence of a predominantly built urban environment.
Though construction of an elevated freeway would introduce another built structure, it is
consistent with the fundamental character of the area.  The new structure would likely be visible
from Hillside Memorial Park; however, it would not be considered a substantial change in the
character or quality of the view.

4.2 STATE ROUTE 1
Alternative 1 - No Action
Existing and future, unabated noise levels under Alternative 1 are predicted to range between 56
and 65 dBA and would not approach or exceed the NAC for the respective Activity Categories
listed in Table A.  Therefore, implementation of Alternative 1 would not result in any
constructive use requiring noise abatement.

The Draft LAX EIS/EIR of the proposed LAX Master Plan projects discusses noise impacts from
construction activities of highway facilities associated with the plan and determines that there is
the potential for adverse noise affects from roadway projects including the tunneling of
Sepulveda Boulevard.  However, as noted, the nearest eligible historic site to Sepulveda
Boulevard planned for tunneling is the Theme Building. This site is already subject to elevated
noise levels from everyday airport operations.  Elevated noise levels from construction activities
would not likely impact this resource either in the short-term or long-term.

No hindrances of entrances to nearby parks would occur nor would any views be obstructed from
implementation of the No Build alternative.  The No Action alternative would not affect user
demand in that no right-of-way or property acquisition is necessary nor would any wildlife refuge
be affected given that the no new construction is to take place that would potentially disrupt such
a natural environment

Alternatives 2 (Diamond Interchange) and 3 (Urban Interchange)
Under the State Route 1 project, no park, outdoor recreation area, wildlife or waterfowl habitat or
historic site would be acquired.  Westchester Park Recreation Center (Site No. 8) is adjacent to
the proposed newly realigned SR-1 roadway.  Its purpose and use would remain unchanged upon
implementation of either build alternative. The State Route 1 project would not involve
conversion of this resource and therefore, would not result in an adverse impact on current use.
The Theme Building  (Site No. 11), which is located within the airport boundary and closest to
the State Route 1 project meets the criteria for eligibility for the National Register of Historic
Places.  However, it would remain in place and not be affected by the project alternatives.

From Table B, only one park/recreation area would be potentially impacted by noise levels
associated with construction activities: Westchester Park Recreation Center, located in the City of
Los Angeles at the northwest corner of the junction of Lincoln Boulevard and Westchester
Parkway.  As with the No Build alternative, unavoidable, short-term noise impacts from
construction activities is expected.  Noise levels are significantly reduced at distances greater than
121.9 meters (400 feet).  This park is located approximately within 0.4 km (0.25 mile) of
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construction activities for the west end interchange of the State Route 1 project.  All other
park/recreation areas listed in Table B, are at a distance of 0.5 miles or greater from the State
Route 1 project area and proposed Sepulveda Boulevard tunnel, therefore, no noise impacts on
these resources from construction activities is anticipated.

One significant historic site exists within 0.8 km (0.5 mile) of the proposed State Route 1 project
which would be potentially impacted by increases in noise levels during construction activities:
Theme Building.  Given their relative proximity to the project, the build alternatives would not
have a “constructive use” impact because these resources are already subject to elevated noise
levels from everyday airport activities.  Operation of the project under both Alternative 2 and 3 is
estimated to generate an increase of up to 56 dBA which according to noise studies conducted by
URS Corporation (2000) would not exceed NAC levels (see Attachment 2).

As discussed, projected unabated noise levels from either alternative would range between 56 and
65 dBA that would not approach or exceed the NAC for the Section 4(f) and Section 6(f)
category.  Neither Alternative 2 nor 3, in and of themselves, would generate substantial or
excessive noise levels that would alone warrant the implementation of noise abatement practices
for parks, recreation areas or sensitive historic resources.  The closest historic resource to the
State Route 1 project is the Theme Building located within the airport boundary and currently
exposed to elevated noise levels from normal airport operations.  Tunneling of Sepulveda
Boulevard under both design alternatives would rather reduce noise levels to these resources.
Therefore, the project’s two build alternatives would not result in noise mitigation impacts on
registered historic sites.

The parks and outdoor recreation areas potentially affected by the State Route 1  project is the
Westchester Park Recreation Center. Access to Westchester Park Recreation Center is off of
Lincoln Boulevard.  Construction of the project is limited to Westchester Parkway, Lincoln
Boulevard, and Sepulveda Boulevard from 98th Street to Arbor Vitae Street.  Construction of the
project under both design alternatives would involve partial closure of Westchester Parkway and
Lincoln Boulevard as well as possible re-routing of traffic onto Manchester Boulevard.  The
increase in congestion from construction related traffic on this street would potentially hinder
vehicle access to the park.  No obstruction of pedestrian access is anticipated.  Ultimately, the
State Route 1  project Alternative 2 and 3 would likely result in short-term impacts on park
access.  These impacts can be reduced substantially by the implementation of mitigation
measures.  No long-term access conflicts are anticipated upon implementation of the project and
its two design alternatives.

Alternatives 2 and 3 of the State Route 1 project involves lowering Westchester Boulevard
approximately 3.1 meters (10 feet) below existing grade in order to comply with FAA regulations
governing buffer zones for airports.   Currently, the existing viewshed from Westchester
Boulevard is of moderate quality in that existing views are primarily of the airstrip and aircraft
activities and complimentary urban landscaping.  No views of the Oceanside are evident.
Placement of the roadway below grade would not obstruct this view.   Construction of the
interchange at Arbor Vitae Street and Sepulveda Boulevard may hinder views of the Pacific
Ocean viewshed from existing multi-story structures on the northeast portion of the intersection.
However, these properties would be acquired under the proposed project and therefore eliminate
any potential viewer conflicts.

Under the State Route 1  project, 8 residential units including Bethany Village would need to be
acquired.  Bethany Village is located at the northwest juncture of Lincoln Boulevard and
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Westchester Parkway.  Access to this residential development is off of Lincoln Boulevard.  It is
bound on the north by La Tijera Boulevard, on the east by Lincoln Boulevard, to the south by
Westchester Parkway and the east by Loyola Boulevard.  The loss of residential land and actual
residents would ultimately decrease the user demand for parks and recreation areas.

The only wildlife habitat or waterfowl refuge that exists in the vicinity of the State Route 1
improvements study area is the El Segundo Blue Butterfly Habitat Restoration Area that
encompasses approximately 80.8 hectares (200 acres) at the western most boundary of the LAX
property.  It is greater than 0.8 km (.5 miles) away.  Neither construction activities nor operation
of this project, including both design alternatives, is expected to adversely affect this known
ecologically sensitive area or impact established wildlife migration patterns.

4.3 MITIGATION MEASURES

1. Prior to construction, a Traffic Management Plan for construction activities should be
prepared and implemented to ensure that continued access to Westchester Park
Recreation Center is provided.

2. If necessary, provide an alternative entrance for visitors to Westchester Park Recreation
Center along Manchester Boulevard.

3. Construct noise barrier walls along segments of the I-405 and LAX Expressway which
coincide with park, recreation areas and historic site locations.

4. Provide for comparable roadside clearance between roadway and other land uses as under
existing conditions.

5. Existing visual barrier landscaping features shall be retained wherever possible.

4.4 FINDINGS

Based upon preliminary assessment of the two roadway projects, the following findings are
presented:

1. LAX Expressway Alternative 2 would adversely impact two historic resources by
converting their use to  provide the necessary right-of-way for the proposed project.

2. LAX Expressway Alternative 3 would not result in any adverse impacts to either of the
historic resources identified in the APE.

3. Implementation of noise abatement (i.e. construction of a sound wall) would substantially
reduce potential construction impacts on Section 4(f) resources.

Either of the proposed projects may result in additional Section 4(f) use depending on a
comprehensive Historic Properties Survey Report

4.5 COORDINATION

A Notice of Intent (NOI) to prepare an Environmental Impact Statement/Environmental Impact
Report (EIS/EIR) for the LAX Master Plan was distributed on June 7, 1999 to 93 federal, state
and local agencies.  The LAX Master Plan includes the LAX Expressway and State Route 1
Improvements project as components of the plan.  One agency scoping meeting (July 16, 1997)
and three public scoping meetings (July 12, 15, and 16, 1997) were held for the LAX Master Plan
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alternatives.   In addition, a public scoping notice was published in the Los Angeles Times on
June 11, 1997 that specifically called out the roadway projects to be evaluated.
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