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MITIGATED NEGATIVE DECLARATION

Pursuant to: Division 13, Public Resources Code

Project Description

The California Department of Transportation (Caltrans) in cooperation with the City of Los Angeles
Harbor Department (LAHD) proposes to improve the northbound (NB) Interstate 110 (I-110) ramps at
John S. Gibson Boulevard (West Channel Street interchange) and the NB 1-110 and southbound (SB)
State Route (SR) 47/NB 1-110 Connector. The proposed work includes widening the SR 47/1-110
connector from 1 to 2 lanes, extending the additional through lane on the northbound I-110 past the John
S. Gibson Boulevard off-ramp, modifying the northbound ramps at the I-110/John S. Gibson Boulevard
interchange, and improving the intersection of John S. Gibson Boulevard and the NB I-110 ramps.

Determination
Caltrans prepared an Initial Study (IS) for this project. On the basis of the IS, it is determined that the
proposed action will not have a significant effect on the environmental for the following reasons:

e The proposed project will have no effect on farmlands/timberlands, mineral resources, growth, and
Section 4(f) resources.

e The proposed project will have no significant effect on environmental justice, hydrology and
floodplains, and geology/soils/seismicity.

e With mitigation measures incorporated, the proposed project will have no significant effect on the
following resources: land use, community character and cohesion, utilities and public services, traffic
and transportation, visual resources, cultural resources, paleontological resources, hazardous
materials, noise, biological resources, and air quality.
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CALIFORNIA DEPARTMENT OF TRANSPORTATION
Finding of No Significant Impact

for

John S. Gibson Boulevard/Interstate 110 Access Ramps
and State Route 47/Interstate 110 Connector Improvements Project

The California Department of Transportation (Caltrans) has determined that the Build
Alternative will have no significant impact on the human environment. This F inding of No
Significant Impact is based on the attached Environmental Assessment (EA), which has been
independently evaluated by Caltrans and determined to adequately and accurately discuss the
need, environmental issues, and impacts of the proposed project and appropriate mitigation
measures. It provides sufficient evidence and analysis for determining that an Environmental
Impact Statement is not required. Caltrans takes full responsibility for the accuracy, scope, and
content of the attached Environmental Assessment and incorporated technical reports.

The environmental review, consultation, and any other action required in accordance with
applicable federal laws for this project is being, or has been, carried out by Caltrans under its
assumption of responsibility pursuant to 23 U.S.C. 327.

Notwithstanding any other provision of law, a claim arising under federal law seeking judicial
review of the permit, license or approval issued by a federal agency for a highway or public
transportation project shall be barred unless it is filed within 180 days after publication of a
notice in the Federal Register announcing that the permit, license, or approval is final pursuant to
the law under which agency action is taken, unless a shorter time is specified in the federal law
pursuant to which judicial review is allowed.
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Deputy District Director
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Chapter 1 Proposed Project

1.1 Introduction

The Los Angeles Harbor Department (LAHD), in cooperation with the California Department of
Transportation (Caltrans) District 7, proposes to improve the northbound (NB) Interstate 110
(1-110) ramps at John S. Gibson Boulevard (West Channel Street interchange), the NB 1-110,
and southbound (SB) State Route (SR) 47 to NB 1-110 Connector. The project limits along the
freeway extend from SB SR 47 approximately 0.3-mile east of the Pacific Avenue Overcrossing
(Post Mile [PM] 0.72) to 1-110 approximately 0.7-mile north of the Channel Street Overhead
(PM 2.02). The proposed work includes widening the SR 47/1-110 connector from one to two
lanes, extending the additional through lane on the NB 1-110 past the John S. Gibson Boulevard
off-ramp, modifying the NB ramps at the 1-110/John S. Gibson Boulevard interchange, and
improving the intersection of John S. Gibson Boulevard and the NB 1-110 ramps. The project
would also include improvements to the existing drainage system and widening of the Pacific
Avenue Undercrossing at SR 47 and the Channel Street Overhead at 1-110. In addition, a series
of soundwalls to abate traffic noise within the project area would be constructed as part of the
proposed project. Figures 1-1 and 1-2 show project location and vicinity maps.

The project is included in the Fiscal Year (FY) 2008 Federal Statewide Transportation
Improvement Program (STIP). The cost is estimated at $29.4 million, which includes $28.8
million for construction and $0.6 million for right-of-way (ROW) and utility relocation. The
project will be funded by the LAHD.

1.2 Purpose and Need

1.2.1 Purpose of the Project
The purpose of the proposed project is to:

e Improve access for trucks to the NB 1-110 freeway using the John S. Gibson Boulevard on-
and off-ramps

o Improve safety for traffic traveling from SB SR 47 connecting to NB 1-110

e Reduce existing and forecasted traffic congestion

John S. Gibson Interchange 1-1 February 2012
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1.2.2 Need for the Project

The traffic volume for the SB SR 47 to NB 1-110 Connector is expected to increase and exceed
the current limit for a single-lane connector. As a result, the SB SR 47 mainline will experience
backup unless an additional lane is added to accommodate the expected demand. Currently,
traffic from the on-ramp at Front Street enters SB SR 47 at a relatively slow speed compared to
the traffic on SR 47 heading SB from the Vincent Thomas Bridge. The weaving distance
between the merge point of the on-ramp and the split point of the NB 1-110 and SB SR 47
freeways is relatively short, approximately 720 feet in length. This short weaving distance,
combined with the high weaving traffic volumes, creates an operational deficiency because the
fast-moving SB mainline traffic must reduce speed drastically to weave with the slow-moving
traffic from the on-ramp to access the connector to NB 1-110. With the expected traffic demand
in the future, this operational deficiency is expected to worsen without operational
improvements.

1.2.2.1 Problems, Deficiencies, and Justification

The traffic demand for the southbound SR 47 to northbound 1-110 connector is expected to
increase and exceed the current limit for a single-lane connector. The existing 2009 connector
traffic volume is approximately 1,318 and 1,219 vehicles per hour (vph) during the AM and PM
peak periods respectively. This volume is expected to reach approximately 2,266 and 2,345 vph
in 2035 during the AM and PM peak periods respectively. As a result, the southbound SR 47
mainline will experience significant backup unless an additional lane is provided to
accommodate the increased demand. Caltrans HDM Index 504.4 recommends a multilane branch
connection when the design year volume exceeds 1,500 vph.

Furthermore, the on-ramp traffic at Front Street enters southbound SR 47 at a slower speed than
the SR 47 southbound mainline traffic within a distance of approximately 720 feet. This short
weaving distance, combined with the high volume of weaving traffic, creates an operational
deficiency because the fast-moving southbound mainline traffic must reduce speed dramatically
to weave with the slow-moving traffic from the on-ramp to access the connector to northbound I-
110. This operational deficiency is expected to worsen without any operational improvements
with the growing traffic.

In addition, the Port plans to enhance the use of the Gibson Gate by making it the main entrance
and exit point to the Yang Ming and China Shipping terminals from the 1-110 Freeway. The
Knoll Gate, located further south, will remain; however, it will only allow traffic to exit the
terminal for cargo heading east on SR 47.
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In conclusion, the interchange at John S. Gibson Boulevard must be modified to accommodate
the expected traffic demand and to make it more conducive for trucks.

1.2.2.2 Regional and System Planning

Federal and State Systems

The proposed project on 1-110 is part of the Interstate system, a sub-system of the National
Highway System (NHS).

State Planning

The 1991 Transportation Concept Report (TCR) indicates a year 2010 concept facility of eight
mixed flow (MF) lanes based on plans identified in the Southern California Association of
Government (SCAG)’s Regional Transportation Plan (RTP), Metro’s Long Range Plan and the
Caltrans’ District Management Plan.

Regional Planning

The 2008 RTP and subsequent amendments included plans for Port access improvements
including short-term initiatives to improve access to Terminal Island and removing bottlenecks
to truck movements. The proposed project is identified as one of these plans. The 2008 Multi-
County Goods Movement Plan (MCGMP) also recommends funding over $100 million for
goods movement projects in Los Angeles County between 2007 and 2012 through the 2007 Call
for Projects.

The proposed project is identified in the 2008 Regional Transportation Improvement Program
(RTIP), under Los Angeles County Local Highways, Page 70 of 83, project ID # LA0OD390.

Therefore the proposed project is consistent with the above Regional Planning programs.

Local Planning

The propose project is consistent with the San Pedro Community Plan, which designates John S.
Gibson Boulevard as a major highway and calls for a Class Il bike path along John S. Gibson
Boulevard. The proposed project is also consistent with the City of Los Angeles General Plan
adopted on August 8, 2001.

Transit Operator Planning

John S. Gibson Boulevard is currently a Los Angeles Metropolitan Transit Authority (Metro) bus
route as part of Metro’s Express Service between San Pedro and Downtown Los Angeles. The
proposed improvements on John S. Gibson Boulevard will not impact bus operations. There are
no bus stops within the project limits.
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Metro Harbor Subdivision has planned a transit corridor project in this area. Within the project
limits, this transit corridor travels between John S. Gibson Boulevard and northbound 1-110, and
it crosses over both the on- and off-ramps. This project is in the conceptual planning stage.

1.2.2.3 Traffic
An approved Traffic Operations Analysis Report (Traffic Study) dated January 6, 2011 was
prepared for this project. The findings are summarized in this section.

Tables 1-1 and 1-2 show the existing (Year 2009) traffic and future (Year 2035) projected traffic
conditions, respectively. The figures indicate significant traffic growth, especially truck traffic
heading north from the John S. Gibson Boulevard on-ramp.

Tables 1-2 and 1-3 compare the level of service (LOS) on the freeway segments and ramps for
the year 2035 between no-build and build conditions. The data indicate that the LOS will be
improved at both the off- and on-ramps with the proposed project.

Similarly, Table 1-4 provides the LOS on the local facility. The data indicate that although the
LOS will remain the same at the intersection of John S Gibson Boulevard and 1-110 northbound
ramps, the build alternative will reduce delay at the intersection operation.

The data tend support of the build alternative as an effective mitigation measure to alleviate
traffic operations in the project area over the no-build alternative.

Table 1-1
Existing Volume/LOS - Year 2009

AM Peak Hour PM Peak Hour
Trucks Trucks
Location Volume (%) LOS Volume (%) LOS

Southbound SR 47 between Front 1,978 14 B 2,430 13 C
Street on-ramp and Connector
(weaving area)
Northbound 1-110 between Connector 3,605 5 C 2,552 9 B
and John S. Gibson Blvd off-ramp
(weaving area)
Northbound Off-Ramp from I-110 at 63 53 C 44 75 B
John S. Gibson Blvd
Northbound 1-110 at 3,542 5 C 2,508 8 B
John S. Gibson Blvd
Northbound On-Ramp to 1-110 from 1,001 2 B 480 9 A
John S. Gibson Blvd
Northbound 1-110, north of on-ramp at 4,544 4 C 2,989 8 B
John S. Gibson Blvd

Source: Traffic Analysis Report, Iteris, 2011
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Table 1-2

Future Volume/LOS - Year 2035 No-Build Alternative

AM Peak Hour PM Peak Hour
Trucks Trucks
Location Volume (%) LOS Volume (%) LOS
Southbound SR 47 between Front 3,252 17 D 3,612 12 E
Street on-ramp and Connector
(weaving area)
Northbound 1-110 between 3,811 11 D 3,728 10 D
Connector and John S. Gibson Blvd
off-ramp (weaving area)
Northbound Off-Ramp from 1-110 at 137 47 D 290 26 D
John S. Gibson Blvd
Northbound 1-110 at 3,674 10 C 3,438 9 C
John S. Gibson Blvd
Northbound On-Ramp to 1-110 from 1,943 14 E 1,677 16 D
John S. Gibson Blvd
Northbound 1-110, north of on-ramp 5,617 11 C 5,115 11 Cc
at John S. Gibson Blvd
Source: Traffic Analysis Report, Iteris, 2011
Table 1-3
Future Volume/LOS - Year 2035 Build Alternative
AM Peak Hour PM Peak Hour
Trucks Trucks
Location Volume (%) LOS Volume (%) LOS
Southbound SR 47 between Front 3,252 17 C 3,612 12 C
Street on-ramp and Connector
(weaving area)
Northbound 1-110 between 3,811 11 C 3,728 10 C
Connector and John S. Gibson Blvd
off-ramp (weaving area)
Northbound Off-Ramp from 1-110 at 137 47 B 290 26 B
John S. Gibson Blvd
Northbound 1-110 at 3,674 10 C 3,438 9 C
John S. Gibson Blvd
Northbound On-Ramp to 1-110 from 1,943 14 D 1,677 16 D
John S. Gibson Blvd
Northbound 1-110, north of on-ramp 5,617 11 C 5,115 11 C
at John S. Gibson Blvd
Source: Traffic Analysis Report, Iteris, 2011
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Table 1-4
Intersection LOS for Year 2009 and Year 2035
Build with
No-Build Proposed Improvements
AM Peak PM Peak AM Peak PM Peak
Delay Delay Delay Delay
Intersection LOS (sec) LOS (sec) LOS (sec) LOS (sec)
Existing, Year 2009 C 20.2 B 16.7 — — — —

John S. Gibson Blvd / 1-110
northbound ramps
Future, Year 2035 D 52.4 D 49.5 D 46.3 D 40.8

John S. Gibson Blvd / 1-110
northbound ramps

Source: Traffic Analysis Report, Iteris, 2011

1.2.2.4 Accident History and Analysis

The accident data obtained from Caltrans Traffic Accident Surveillance and Analysis System
(TASAS) Table B, for the 3-year period from June 1, 2005, to May 31, 2008, are summarized in
Table 1-5.

Table 1-5
Accident Rates for NB I-110 Mainline and Ramps at John S. Gibson Boulevard
(within Project Limits)

Route Segment Actual Accident Rates * Average Accident Rates *
(percent) (percent)
NB 1-110 Mainline and Ramps at Iniuries & niuries &
John S. Gibson Boulevard Fatalities | " MuMeS Total | Fatalities | 'HUY"eS Total
Fatalities Fatalities

NB 1-110 Mainline * 0.00 0.86 2.08 0.010 0.36 1.00
SR 47 Mainline 2 0.00 0.44 1.06 0.010 0.41 1.09
SB SR 47 on-ramp at Front Street/ 0.00 0.12 049 | 0002 0.26 0.75
Harbor Boulevard
SB SR 47 Connector to NB 1-110* 0.00 0.06 0.06 0.005 0.15 0.45
NB I-110 oln-ramp from John S. Gibson 0.00 0.65 163 0.002 0.16 0.55
Boulevard
NB 1-110 off-ramp to John S. Gibson 0.00 0.00 642 | 0.004 0.28 0.95
Boulevard
Source: TASAS Table B Caltrans District 7. For SB SR 47, data includes PM 0.0 to 1.0.
Notes:
! period: June 1, 2005 — May 31, 2008
2 period: April 1, 2005 — March 31, 2008
3 Accident rate listed in Per Million Vehicles (for ramps) or Per Million Vehicle Miles (for mainline)
Source: Traffic Analysis Report, Iteris, 2011.
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The accident rates on NB 1-110 within the project limits are twice as much as the statewide
average. Based on these data, 44 percent of the collisions were categorized as hitting an object,
22 percent involved rear-end collisions, and 16 percent were sideswipes. This segment of
freeway consists of short spacing between the interchanges, short spacing between freeway guide
signs, a sag vertical curve superimposed on horizontal curve, and nonstandard weaving distance
between the SB SR 47/NB 1-110 connector and John S. Gibson Boulevard ramps.

The accident rates for the NB off-ramp at John S. Gibson Boulevard are six times higher than the
average rate for similar facilities statewide. According to TASAS data, four accidents occurred
within the studied period, with two occurring in the intersection of John S. Gibson Boulevard
and one each occurring at the ramp exit and on the ramp. Of these four accidents, two struck
light or signal poles, one struck the dike or curb, and one struck another vehicle.

The accident rates for the NB on-ramp at John S. Gibson Boulevard are three times higher than
the average rate for similar facilities statewide. According to TASAS data, 15 accidents occurred
on the ramp within the studied period. Of these 15 accidents, 4 were sideswipe collisions, 4 were
rear-end collisions, 3 were broadsides, and 2 were hitting objects. Of the 15 accidents, 3 occurred
at the ramp entrance, 5 occurred in the intersection of John S. Gibson Boulevard, and 7 occurred
on the ramp.

1.2.2.5 Weaving Analysis

There are two locations within the project limits where weaving movements have an important
impact on the traffic fluency. Weaving can be described as where a traffic movement exiting the
freeway has to merge with a conflicting traffic movement entering the freeway from an upstream
on-ramp over a given distance. The first weaving section occurs on SB SR 47, from the Harbor
Boulevard on-ramp to the NB 1-110 Connector. The second weaving section occurs on NB 1-110,
from the SR 47 Connector to the John S. Gibson Boulevard off-ramp. Tables 1-6 and 1-7 present
the input and results of the weaving analyses of these two locations for the exiting roadway
geometry.

For the weaving section on SR 47, the current LOS is B (AM) and C (PM), but in 2035 the LOS
is projected to drop to D (AM) and E (PM). This section has two other shortcomings: (1) short
merge distance, and (2) significant difference in speed between the fast-moving traffic from SB
SR 47 with the slow-moving on-ramp traffic at Front Street. For the weaving section on NB
1-110, the current LOS is C (AM) and B (PM), but in 2035 the LOS is projected to drop to D
(AM) and D (PM).

John S. Gibson Interchange 1-9 February 2012
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Table 1-6

Summary of Input Data for Weaving Analysis (Existing Geometry)

SB SR 47 between NB I-110 between Connector from
Item Harbor Boulevard On-Ramp SB SR 47 and John S. Gibson
and Connector to NB I-110 Boulevard Off-Ramp
Weaving Type Al B?
Number of Lanes in Weaving Area 3 3
Weaving Segment Length 720 feet 1,390 feet
Estimated Free-Flow Speed 50 mph 65 mph
Terrain +3 percent Grade Level

! Weaving Type A = weaving vehicles in both directions must make one lane change to successfully complete a weaving

maneuver.

2 Weaving Type B = Weaving vehicles in one direction may complete a weaving maneuver without making a lane change,
whereas other vehicles in the weaving segment must make one lane change to successfully complete a weaving maneuver.

mph = miles per hour

Source: Traffic Analysis Report, Iteris, 2011.

Table 1-7
Existing Geometry in the Vicinity of I-110 and SR 47
Average
AM Peak Hour PM Peak Hour Speed
Weaving Design (mph)
Segment Year
Volume Density Volume | Density AM PM
(PCE) | (pc/miin) | YOS | (PcE) | (pe/minny | LOS | Peak | Peak
Hour | Hour
2009 1,978 17.2 B 2,430 215 C 45 40
SB SR 47
Weaving Np
Build 3,054 33.9 D 2,599 23.9 C 35 40
between Harbor
2014
Boulevard
on-ramp and I- No
110 Connector Build 3,252 30.1 D 3,612 36.2 E 40 35
2035
NB 1-110 2009 3,605 25.4 C 2,552 18.2 B 50 50
Weaving No
Segment Build 3,609 30.6 C 2,835 21.3 B 45 50
between SR 47
2014
Connector and
John S. Gibson No
Boulevard Build 3,811 33.2 D 3,728 32.9 D 45 40
off-ramp 2035
PCE = Passenger car equivalent
pc/mi/ln = Passenger cars per mile per lane
mph = miles per hour
Source: Traffic Analysis Report, Iteris, 2011.
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1.3 Project Description

1.3.1 Existing Facilities

The SR 47 mainline from Front Street/Harbor Boulevard to the 1-110 mainline at John S. Gibson
Boulevard is a critical link between the SB traffic on SR 47 and NB traffic on 1-110 through the
West Basin area. The Front Street/Harbor Boulevard on-ramp is a two-lane on-ramp to SB
SR 47. The two lanes merge into one 12-foot-wide lane before entering the SB SR 47 mainline,
at which point it becomes an auxiliary lane until it becomes a one-lane connector from SB SR 47
to NB 1-110. The existing connector provides one 14-foot-wide lane with a 10-foot-wide right
shoulder. The remaining two lanes from the SR 47 mainline extend past the connector and
terminate approximately 0.3-mile farther at Gaffey Street.

The NB 1-110 begins in San Pedro and diverges from the existing Gaffey Street near O’Farrell
Street. 1-110 remains a two-lane freeway until it merges with the SR 47/1-110 Connector. At the
termination of the SR 47/1-110 Connector, 1-110 becomes a three-lane freeway in the NB
direction and crosses over Channel Street. On the Channel Street Overhead, 1-110 includes a NB
off-ramp at John S. Gibson Boulevard; this is also known as the West Channel Street off-ramp.
Proceeding north past the John S. Gibson Boulevard/West Channel Street off-ramp, 1-110
continues in a three-lane configuration. All lanes on the freeway are 12 feet in width with a
10-foot-wide left shoulder and an 8- to 10-foot-wide right shoulder.

The NB 1-110 off- and on-ramps at John S. Gibson Boulevard terminate directly opposite the
Port’s terminal gate, which is known as the Gibson Gate. The existing NB on-ramp consists of
two-lane ramps that are metered for traffic flow, 12 feet in width, before merging into a single
lane at the freeway entrance. No shoulder is provided for the two-lane portion of the ramp, and
an 8-foot-wide right shoulder is provided for the one-lane portion of the ramp. This ramp joins
the existing three-lane NB 1-110 freeway to become a four-lane freeway. The four-lane
configuration continues as it proceeds NB to the next interchange at C Street.

In between John S. Gibson Boulevard and the Gibson Gate, one freight railroad track runs
parallel to the street in the north and south directions. During field observations, it was noted that
freight rail traffic was present during peak daytime hours, with freight cars commonly blocking
the entry and exit from the Gibson Gate.

John S. Gibson Boulevard provides two lanes in the NB and SB directions. There are two left-
turn lanes for the NB 1-110 on-ramp and one left-turn pocket in the SB direction to the Port’s
Gibson Gate. Striped bike lanes (i.e., shoulders) and sidewalks exist on each side of the street.
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A Pacific Harbor Line Railroad track, which is owned by the LAHD, traverses underneath the
Channel Street Overhead. This line runs parallel with John S. Gibson Boulevard on the east side
of 1-110 and parallel with Gaffey Street on the west side of 1-110. The area underneath the
Channel Street Overhead and east of the railroad track is owned by the City of Los Angeles, is
vacant, and has been used for parking; however, over the past several years, a group of
skateboarders have informally gathered and used the area to create a skate facility without a
permit from the City of Los Angeles or Caltrans. At public scoping meetings for the proposed
project, many residents and local skateboarders expressed their support for the skate facility, and
comments were made regarding the positive impact it has had on the neighboring San Pedro
community. This group of skateboarders also gained the support of local government officials,
including Los Angeles City Councilwoman Janice Hahn.

1.3.2 Project Alternatives

This section describes the proposed action and the design alternatives that were developed by a
multi-disciplinary team to achieve the project purpose and need while avoiding or minimizing
environmental impacts.

1.3.2.1 No Build Alternative

Under this alternative, freeway and local roadway improvements associated with the proposed
action would not be constructed. There would be no change to existing conditions at the John S.
Gibson Boulevard/I-110 access ramps and SR 47/1-110 Connector. This approach is inconsistent
with Caltrans’ goal of providing an efficient interregional mobility system and with the purpose
and need for the project. There would be no cost associated with this alternative.

1.3.2.2 Build Alternative

The Build Alternative has been developed to improve access for trucks to the NB 1-110 freeway
using the John S. Gibson Boulevard on- and off-ramps, improve safety for traffic traveling from
SB SR 47 connecting to NB 1-110, and reduce existing and forecasted traffic congestion

1.3.3 Design Features
The following paragraphs describe engineering features of the proposed components under the
Build Alternative, as illustrated in Figure 1-3.
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1. SB SR 47/NB 1-110 Connector Widening: The SR 47/1-110 Connector would be widened
from one lane to two lanes to increase the capacity of the connector. It would also improve
the weaving operation on SB SR 47 between the Front Street on-ramp and the SB SR 47/NB
I-110 Connector. Once the two-lane connector joins NB 1-110, a third through lane would be
added to NB 1-110 to improve its weaving operations. The widening would include adding a
single 12-foot-wide traffic lane to the existing SR 47/1-110 Connector between 180 feet west
of the Front Street/SR 47 on-ramp and NB 1-110/John S. Gibson Boulevard off-ramp. At the
Pacific Avenue Undercrossing, the widening would range from 9 feet to 11 feet north of the
existing edge of deck. As the connector separates from SR 47 and continues north to join
1-110, it would be slightly realigned to the west side of the traveled way for an approximate
distance of 15 feet.

2. NB 1-110 Widening: A through lane would be added between the connector and West
Channel Street interchange NB off-ramp at John S. Gibson Boulevard to improve the
weaving operation on NB 1-110 between the SB SR 47/NB 1-110 Connector and NB off-
ramp at John S. Gibson Boulevard. The widening along NB 1-110 is between 3 feet and 14
feet. Along this section, the Channel Street Overhead (bridge structure) would be widened by
approximately 14 feet. This five-span, two-abutment bridge structure would require
construction of four columns to support the widened segment of the structure, each at
approximately 4 feet to 6 feet in diameter. One of the columns would be located at or near
the existing Pacific Harbor Line Railroad track, which is owned by the LAHD, requiring
realignment of the track. The railroad realignment would occur entirely outside of John S.
Gibson Boulevard and would be contained within the existing railroad ROW.

3. NB I-110 at John S. Gibson Boulevard On- and Off-Ramp Improvements: The NB 1-110 on-
and off-ramp at John S. Gibson Boulevard would be widened with Caltrans standard
shoulders. The on-ramp would be lengthened and realigned to the east for an improved
vertical alignment, resulting in a new edge of pavement ranging from 12 feet to 42 feet east
of the existing ramp. The current on-ramp at the entrance gore has a stopping sight distance
(SSD) of 350 feet, which is for a design speed of less than 45 miles per hour (mph). The
proposed ramp geometry would improve the design speed to 50 mph to comply with
Caltrans’ current design standards. The profile grade would also be improved from 5.8
percent to 5.5 percent to better accommodate truck traffic.

4. John S. Gibson Boulevard Improvements: John S. Gibson Boulevard and the NB 1-110 ramps
would be restriped to provide longer left-turn lanes. The signal system would be upgraded. A
new 5-foot-wide concrete sidewalk would be provided for the SB direction south of the
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intersection up to the Channel Street intersection. A bike lane would be striped for the NB
direction between this intersection and the Channel Street intersection.

5. In addition to the improvements described above, seven masonry soundwalls up to 14 feet
high would be constructed within the Caltrans® ROW along the property line of the
residences located adjacent to the SR 47/1-110 Connector to abate projected future traffic
noise from the freeway. Caltrans and LAHD staff have kept the area residents informed
about the proposed soundwalls and have provided each affected property owner an
opportunity to vote for or against the proposed soundwalls. The location of the final
soundwalls is shown in Figure 1-4.

The proposed action is an improvement to the existing roadway facilities; besides the Build and
No Build Alternatives, no other alternatives were considered for traffic improvement in this area.
Because the purpose of the project is to improve safety and traffic operation by geometric
changes to the roadways, Transportation Systems Management (TSM) and Transportation
Demand Management (TDM) Alternatives would not fulfill the purpose and need of the project;
therefore, they do not apply.

The proposed project demonstrates independent utility and logical termini. Independent utility
means the project must be able to function on its own without further construction of an
adjoining segment. Logical termini for project development considerations are generally defined
as: 1. rational end points for a transportation improvement; and 2. rational end points for a
review of the environmental impacts associated with a proposed improvement. The objective of
the project is to improve traffic operation along the John S. Gibson Boulevard/I-110 Access
Ramps and SR-47/1-110 Connector. This project has independent utility because it would not
require further construction of an adjoining segment. Furthermore, it has definite project limits
with adequate length to address all the environmental impacts associated with the project.

1.3.4 Unique Features

As mentioned in Section 1.3.1 — Existing Facilities, the area underneath the Channel Street
Overhead is being used by a group of skateboarders from the neighborhood for skateboarding
activities (referred to as Channel Street Skate Facility). While the proposed project is not
approving the use of the area for a skate facility, its use is being considered “official” as part of
the environmental analysis. Since 2003, several skating structures have been built, and
skateboarders are using the facility at their own risk. Although this skate facility has no official
permit from the City of Los Angeles or Caltrans, some community members identify it as a
neighborhood recreation facility. The proposed construction of the Channel Street Overhead
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widening would require construction of new columns to support the widened structure. Based on
the preliminary engineering design, one of the new columns would be located at or very close to
the skate facility. The current bridge widening design involves a support column located just
north of the skate facility and within the Pacific Harbor Line Railroad ROW. The location of the
proposed column requires realignment of the railroad tracks for a horizontal distance of
approximately 10 feet and a longitudinal distance of approximately 500 feet. The railroad tracks
are owned by the LAHD. The Pacific Harbor Line owns and operates the equipment on the
tracks.

1.3.5 Design Standards

Construction within City of Los Angeles ROW on John S. Gibson Boulevard would be designed
to City of Los Angeles Design Standards. Construction within Caltrans ROW would be designed
according to the Caltrans Highway Design Manual, except for the nonstandard design features
documented by the Caltrans-approved Design Exception Fact Sheets.

1.3.6 Right-of-Way

Most of the improvements for the project are within Caltrans” ROW. The ROW required for this
project lies within the City of Los Angeles. Construction of the soundwalls along the property
line of the first-row residences within the project area would require temporary construction
easements (TCEs).

An aerial easement would be acquired from the LAHD to widen the Channel Street Overhead
crossing the railroad track. A footing easement would also be acquired from Caltrans for
maintenance purposes during post construction.

In total, ROW requirements for the project include a partial acquisition of one publicly owned
property and a TCE from 60 parcels.

1.3.7 Proposed Staging Area

A staging area is an area where the contractor can store equipment and materials needed for the
project. Potential locations for construction staging areas within the project area are shown in
Figure 1-5. The first staging area is a triangular-shaped parcel located southwest of the SR
47/1-110 Connector. The second staging area is a triangular-shaped parcel located underneath the
Channel Street Overhead. The last staging area is located just west of the NB 1-110/John S.
Gibson Boulevard off-ramp and on-ramp.

The precise location for the final staging area(s) would be identified by the construction
contractor, working in collaboration with the LAHD.
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1.3.8 Estimated Cost
Table 1-8 summarizes a preliminary cost estimate for the proposed Build Alternative. The
LAHD will fund 100 percent of the Project Approval/Environmental Document (PA/ED) phase
support cost for this project.

Table 1-8
Build Alternative Cost Estimate
Total, $million
Description
Within Caltrans’ Right-of-way Within City Right-of-way
Roadway 22.8 1.8
Structure 4.1 0.0
Right-of-Way 0.6 0.0
Total 29.6 1.8

1.3.9 Construction Schedule and Staging

An approximate 2-year construction period is scheduled to commence in November 2012 and be
complete by November 2014. Construction would be conducted in phases to minimize traffic
congestion within the project area and its vicinity, as briefly described below.

Phase 1: Construction of NB [1-110/SR 47 Connector Detour and John S. Gibson
Boulevard/NB 1-110 On-Ramp

This phase of construction would be divided into two stages, as described in the following
paragraphs.

Stage la: This stage would last approximately 4 months (with the first month for mobilization)
and would include the following activities:

e Construction of a temporary detour to the western/southern edge of the existing SR 47/1-110
Connector

e Construction of a retaining wall along the John S. Gibson Boulevard/NB 1-110 on-ramp in
preparation for the ramp widening construction

Stage 1b: This stage of construction would last approximately 1 month and would include
construction of the John S. Gibson Boulevard/NB 1-110 on-ramp widening. During this period,
the ramp would be closed, and traffic would be diverted to the C Street/NB 1-110 on-ramp
(approximately 1.25 miles north of the project site).
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Phase 2: Construction of 1-110/SR 47 Connector, Pacific Avenue Undercrossing
Widening, and Channel Street Overhead Widening

This phase of construction would last approximately 13 months and would include the following
activities:

e Diversion of traffic from the existing SR 47/1-110 Connector to the SR 47/1-110 temporary
detour route

e Construction of the SR 47/1-110 Connector realignment

o Construction of the Pacific Avenue Undercrossing widening

o Construction of the Channel Street Overhead widening

e Construction of the NB 1-110 auxiliary lane from the SR 47 Connector to the NB 1-110/John
S. Gibson Boulevard off-ramp

e Construction of soundwalls

Phase 3: Construction of [1-110/SR 47 Connector, Pacific Avenue Undercrossing
Widening, and Channel Street Overhead Widening

This phase of construction would be divided into two stages, as described in the following
paragraphs.

Stage 3a: This stage of construction would last approximately 6 months and would include
construction of the John S. Gibson Boulevard/NB 1-110 off-ramp. Construction of the
soundwalls would continue.

Stage 3b: This phase of construction would last approximately 4 months and would include
construction of the SB John S. Gibson Boulevard sidewalk. Construction of the soundwalls
would continue.

1.4 Identification of the Preferred Alternative

Following circulation of the draft environmental document and careful evaluation of all
comments by the public and local agencies, the LAHD and Caltrans selected the Build
Alternative as the preferred alternative. Build Alternative is the preferred alternative because it
meets the purpose and need of the project by improving safety for traffic traveling from SB SR
47 connecting to NB 1-110; reducing current and forecasted traffic congestion; and improving
the John S. Gibson Boulevard on-ramp and off-ramp to improve truck access.
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15 Alternatives Considered but Eliminated from Further Discussion

As part of the Channel Street Overhead widening, three additional alternatives were considered
but eliminated from further consideration, as discussed below.

151 Channel Street Overhead Alternative 2

This alternative would have included a new 5-foot-diameter vertical column to support the widened
freeway. The column would have impacted the skate facility and would have been located in the
middle of the skate facility within a flat area between two skate bowls. The flat area between the
concrete bowls is approximately 11 feet wide. If this alternative had been selected, the flat area
between the bowls would have been reduced to approximately 3 feet on either side of the column
to the edge of the adjacent bowls. This may or may not have been an acceptable width for the
skateboarders. It should be noted that the skate facility has been constructed around an existing
vertical support for the existing overhead structure. The existing vertical support comes down to the
bottom of the half pipe and is more invasive to the skate facility than the proposed column for this
alternative. This alternative, which would cost approximately $2.1 million more than the Build
Alternative, has been removed from consideration due to the column location within the skate facility
and because the column would not be in alignment with the existing supports. Caltrans’ preference,
due to structural considerations, is to have the new column align with the existing overhead supports.

1.5.2 Channel Street Overhead Alternative 3

This alternative included an “Outrigger,” where the vertical support would have been located east of
the railroad tracks and tied to the widened freeway section by a horizontal bent extending over the
railroad tracks and skate facility. Compared to the Build Alternative and the Channel Street Overhead
Alternative 2, this alternative would result in minimal impacts to the skate facility. This alternative
was eliminated due to the substantially higher construction cost of $2.5 million more than the Build
Alternative and the additional railroad permitting requirements for the bent extension over the tracks.

15.3 Channel Street Overhead Alternative 4

This alternative was requested by Caltrans’ Structures Division with the goal of preparing an
alternative that would match the column locations with the existing structure. This alternative
would have included a vertical column located within one of the skate bowls, rendering it
useless. The alternative would have avoided encroachment into railroad ROW as planned in the
Build Alternative. Like Alternative 2, this alternative was eliminated due to impacts to the skate
facility. The approximate cost of this structural alternative was estimated to be $2.2 million more
than the Build Alternative.
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1.6 Permits and Approvals Needed

Prior to commencement of the construction activities, the following permits or approvals will be

required:

Agency

Permit/Approval

Regional Water Quality Control Board
(RWQCB)

National Pollutant Discharge Elimination System (NPDES) Permit

RWQCB

Groundwater Dewatering Permit for discharges of groundwater
from construction and project dewatering to surface waters in
coastal watersheds of Los Angeles

Federal Highway Administration (FHWA)

Air Quality Conformity Determination

Los Angeles Harbor Commission

Coastal Permit for construction within the Coastal Zone Area

Public Utilities Commission (PUC)

Railroad realignment permit, B permit

Ports of Los Angeles and Long Beach

Railroad License/Agreement for work within railroad ROW

City of Los Angeles

Grading and construction permits
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Chapter 2 Affected Environment, Environmental
Consequences, and Mitigation
Measures

2.1 Introduction

The proposed project by Caltrans, in cooperation with LAHD, is subject to state and federal
environmental review requirements. Project documentation has been prepared in compliance
with the California Environmental Quality Act (CEQA) and the National Environmental Policy
Act (NEPA). The Federal Highway Administration’s (FHWA) responsibility for environmental
review, consultation, and any other action required in accordance with NEPA and other
applicable federal laws for this project is being carried out by Caltrans under its assumption of
responsibility pursuant to 23 United States Code (U.S.C.) 327. Caltrans is the lead agency under
NEPA and CEQA for the proposed project.

Analysis of each environmental factor in this Initial Study/Environmental Assessment (IS/EA)
includes discussion of the affected environment; environmental consequences, including
construction impacts, permanent impacts, cumulative impacts, and secondary impacts; and
avoidance, minimization, and compensation measures for each project alternative. When the
impacts were found to be potentially significant, as determined under CEQA, then mitigation
measures were developed to reduce the impacts to a less than significant level. CEQA requires
that each significant effect on the environment resulting from the project be identified and, to the
extent feasible, mitigated.

Under CEQA, thresholds are used to determine if project-related changes to the environment are
significant (CEQA Guidelines Section 15064.7). Per NEPA regulations (40 Code of Federal
Regulations [CFR] 1508.27), significance is based on context and intensity. The magnitude of
the impact is evaluated, and no judgment of its significance is made in the document. Usage of
the term “significance” in this document is made pursuant to CEQA only, and the evaluation of
environmental factors pursuant to CEQA significance thresholds is presented in Appendix A,
CEQA Checklist. Under NEPA, all impacts are discussed regardless of the threshold amount,
and they include mitigation measures where reasonable. Each section in Chapter 2 discusses the
context and intensity of environmental impacts and mitigation measures, as required by NEPA.

In analyzing cumulative and secondary effects of the proposed project, the Council on
Environmental Quality (CEQ) handbook entitled Considering Cumulative Effects under the
National Environmental Policy Act (CEQ, 1997) and the FHWA position paper entitled Secondary
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and Cumulative Impact Assessment in the Highway Project Development Process (FHWA,
1992) were followed. Three major steps, which are parallel with the environmental impact
assessment process, were used in analyzing cumulative effects. These consist of (1) scoping,

(2) defining the affected environment, and (3) determining the environmental consequences.

211 Technical Studies

Environmental analyses presented in this chapter are primarily based on a series of technical
studies prepared for the John S. Gibson Boulevard/I-110 Access Ramps and SR 47/I-110
Connector Improvements Project. These studies consist of the following:

e Air Quality Technical Report (Parsons, June 2010, updated March 2011)

e Archaeological Survey Report (Ecorp, October 2009)

e Supplemental Archaeological Survey Report (Ecorp, January 2010)

e Archaeological Evaluation Report (Ecorp, August 2010)

e Extended Phase I Report (Ecorp, October 2009)

e Supplemental Extended Phase I Report (Ecorp, March 2010)

e Historic Property Survey Report (Ecorp, October 2009; Revised October 2010)

e Historical Resources Evaluation Report (Parsons, October 2009)

¢ Finding of Adverse Effect (Ecorp, December 2010)

e Supplemental Initial Site Assessment (Group Delta, Inc., January 2009)

e Phase II Site Investigation Report (Group Delta, Inc., November 2009)

e Supplemental Phase II Site Investigation Report (Group Delta, Inc., March 2011)

e Natural Environment Study (Parsons, May 2009)

e Memorandum of Biological Survey Results to Supplement Natural Environment Study
(Parsons, December 2009)

e Noise Study Report (Parsons, March 2010)

e Addendum to Noise Study Report (Parsons, July 2010)

e Noise Abatement Decision Report (Parsons, April 2010; Revised September 2010)

e Noise Technical Memorandum (Parsons, April 2011)

e Storm Water Data Report (Parsons, September 2010)

e Traffic Analysis Report (Iteris, December 2009)

e Resources Evaluated Relative to Section 4(f) (Parsons, April 2011)

The above technical studies are incorporated by reference and are available for review at the
LAHD and Caltrans District 7 office.
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2.1.2 Resources Considered but Determined to not be Relevant

The following environmental resources were considered but determined to not be relevant due to
their absence from the project area. Consequently, there is no further discussion regarding these
resources in this document.

Farmland/Timberland. The project site is located in a highly developed, urban area of Los
Angeles with no farmland or agricultural resources within the project area and vicinity.

Mineral Resources. The proposed action is located in a highly urbanized area of the City of Los
Angeles, San Pedro community. The State Department of Conservation does not designate the
project site as a Significant Mineral Aggregate Resources Area; thus, no impacts resulting from
the loss of mineral resources are anticipated.

Growth. Growth within the project area and vicinity is controlled by the City of Los Angeles
General Plan. The main purpose of the project is to improve traffic operation and to enhance
safety. The Traffic Analysis Report (Iteris, 2009) that was prepared and approved by Caltrans
shows no change in traffic volumes under the build and no-build scenarios. The Traffic Analysis
Report also shows no increase in traffic demand for the project area as a result of project
implementation. The project is not considered growth inducing and would not directly or
indirectly contribute to population growth. The proposed action would not require the acquisition
or displacement of residents; thus, the project would not create a demand for additional housing.

Section 4(f). An evaluation pursuant to the requirements of Section 4(f) has been prepared and is
included as Appendix B to this IS/EA.

DR R
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PART | - HUMAN ENVIRONMENT

2.2 Land Use

This section addresses potential impacts to existing and planned land uses within the project area

that could result from implementation of the proposed project alternatives.

221 Affected Environment

The proposed project site is located on the northeast side of the community of San Pedro within
the City of Los Angeles at the Harbor Freeway, I-110/SR 47 interchange, and northwest of the
Port of Los Angeles (Port or POLA) West Basin, which currently houses several active container
terminals, including Yang Ming, China Shipping, Omni, and TraPac. The land use analysis
focused on the properties within the project limits and the surrounding area potentially impacted
by project construction and operation, which is approximately a 0.25-mile radius from the

project site.

2.2.1.1 Existing Land Use

The I-110 access ramps at John S. Gibson Boulevard are located in front of the Gibson Gate
driveway of the Port. At the John S. Gibson Boulevard exit, a single-lane NB I-110 off-ramp
turns onto John S. Gibson Boulevard in front of the Gibson Gate. At the same location, a short
two-lane on-ramp merges to NB I-110. Numerous railroad tracks are located behind the Gibson
Gate. South of the John S. Gibson Boulevard/I-110 access ramps, traffic from westbound (WB)

SR 47 merges to NB I-110 via a single-lane connector.

Land uses within the project study area are a mix of transportation facilities, industrial,
commercial port, and residential neighborhoods. The area to the north of the project site is
composed primarily of industrial uses serving the POLA, which is located east of the project site.
Residential neighborhoods are located adjacent to the SR 47 and I-110 connector south of the
project site. Commercial and residential uses are found on the west side of I-110.

Within the project area, a Pacific Harbor Line Railroad track runs parallel with John S. Gibson
Boulevard on the east side of I-110 and parallel with Gaffey Street on the west side of I-110. The
area underneath the Channel Street Overhead east of the railroad track, owned by the City of Los
Angeles, is vacant and has been used for parking; however, over the past several years, a group
of skateboarders have gathered and used the area to create a skate facility without a permit from
either the City of Los Angeles or Caltrans. Although not officially sanctioned, this environmental
document considers the use of this skate facility as an existing condition.

February 2012 2-4 John S. Gibson Interchange
SR 47/1-110 Connector Project



Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

2.2.1.2 Land Use Designhation and Zoning

The project site is located along the northeast border of the San Pedro Community Plan Area and
the northwest border of the Port of Los Angeles Plan, both of which are part of the General Plan
of the City of Los Angeles. Land use designations around the immediate vicinity of the project
site include industrial, public facilities, and residential on the San Pedro Community Plan side
and commercial/industrial (i.e., general/bulk cargo and commercial/industrial uses —
nonhazardous) on the Port of Los Angeles Plan side. Zoning designations around the immediate
vicinity of the project site include: PF — Public Facilities; R1 — Low Residential; R2 — Low
Medium Residential; CM, MR1, M1 — Limited Industrial; MR2, M2 — Light Industrial; and OS —
Open Space. Figures 2.2-1 and 2.2-2 show zoning and land use designations, respectively, for the
surrounding area. Existing land uses adjacent to the proposed project area reflect the land use and

zoning designations.

2.2.1.3 Development Trend

Developments at the Port of Los Angeles area and its vicinity are very dynamic. The LAHD
operates the Port under the legal mandates of the Port of Los Angeles Tidelands Trust (Los
Angeles City Charter, Article VI, Sec. 601; California Tidelands Trust Act of 1911) and the
California Coastal Act (Public Resources Code [PRC] Div 20 S30700 et seq.), which identify the
Port and its facilities as a primary economic/coastal resource of the state and an essential element
of the national maritime industry for promotion of commerce, navigation, fisheries, and harbor
operations. Activities should be water dependent and give highest priority to navigation,
shipping, and necessary support and access facilities to accommodate the demands of foreign and
domestic waterborne commerce. The LAHD is chartered to develop and operate the Port to
benefit maritime uses and functions as a landlord by leasing Port properties to more than 300

tenants.

Key development around the Port area includes the San Pedro Waterfront Project, China
Shipping Project, and TraPac Project. The overall purposes of the San Pedro Waterfront Project
are to increase public access to the waterfront, allow additional visitor-serving commercial
development within the Port, respond to increased demand in the cruise industry, and improve
vehicular access to and within the waterfront area. The San Pedro Waterfront Project seeks to
achieve these goals by improving existing infrastructure and providing new infrastructure
facilities, waterfront linkages and pedestrian enhancements, increased development and
redevelopment opportunities, and berthing opportunities for increased cruise ship capacity. The
San Pedro Waterfront Project Environmental Impact Report was certified and approved on
September 29, 2009.
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The China Shipping Project is a new container terminal for the China Shipping Lines at Berths
97-109 in the Port of Los Angeles. Key elements of the project include new wharves; dredging;
backlands development; terminal buildings; improvements to the terminal entrance; two bridges
connecting Berths 97-109 with Berths 121-131; and the relocation of the Catalina Express
terminal to Berth 95. The project is being constructed in three phases; Phase I has been
constructed and is operating as a container terminal. Phases II and III are anticipated to be
constructed in the near future. The project would operate at optimal capacity by 2030. When
operating at optimal capacity, the improved Berths 97-109 Container Terminal could handle
approximately 1,551,000 Twenty-Foot Equivalent Units (TEUs) per year, which represents an
annual throughput of approximately 856,906 containers. To accommodate the annual throughput
of 1,551,000 TEUs, 234 ship calls and associated tugboat operations would be required. In
addition, 5,055 daily truck trips and up to 817 annual round-trip rail movements would be

required.

The TraPac Project would expand and modernize the container terminal at Berths 136-147,
upgrade existing wharf facilities, and install a buffer area between the terminal and the
community. The project includes a 30-year lease and would involve two phases of construction
(Phase I: 2008-2015, Phase II: 2015-2025). Throughput capacity is expected to be maximized in
2025 and then remain constant through 2038, the end of the 30-year lease period. Most of the
improvements would occur on 176 acres currently used as a container terminal operated by
TraPac, but the project includes adding 67 acres to the new terminal — 57 acres in Phase I and 10
acres in Phase II. The 57 acres added in Phase I are largely vacant or underutilized industrial

lands adjacent to the existing terminal.
2.2.1.4 Consistency with State, Regional, and Local Plans and Programs

General and Community Plans
City of Los Angeles General Plan
The City of Los Angeles General Plan is a comprehensive, long-term plan for the physical

development of the City. The City’s General Plan includes the following citywide elements:
Framework, Transportation, Infrastructure Systems, Housing, Noise, Air Quality, Conservation,
Open Space, Historic Preservation and Cultural Resources, Safety, Public Facilities and Services,
and Land Use. The City of Los Angeles’ Citywide General Plan Framework Element establishes
the broad overall policy and direction for the entire General Plan. It provides a citywide context
and comprehensive long-range strategy to guide the General Plan’s other elements.

The City’s 35 community plans collectively comprise the Land Use Element of the General Plan.
The Department of City Planning has established the New Community Plan Program (NCPP) to
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study the land use plans for the 35 community plans to ensure that they are kept up to date to
effectively guide growth. The aim of this update is to encourage sustainable growth patterns
while balancing the unique character of individual communities. Infrastructure, design,
transportation, and mobility issues are also being addressed in the update. Only the Boyle
Heights Community Plan is currently under study and review by the Department of City
Planning. Until the updated community plans are approved, all current plans are still valid.

In addition to the NCPP, the Department of City Planning is preparing an Infrastructure Systems
Element, Public Facilities and Services Element, and a Historic Preservation and Cultural
Resources Element, each of which could affect the proposed project’s study area. The proposed
project’s site is located in the northeast portion of the San Pedro Community Plan and is adjacent
to the Port of Los Angeles Plan area.

San Pedro Community Plan

The San Pedro Community Plan’s purpose is to support the goals and objectives of the General
Plan by laying out policies and guidelines for development that will create a healthful and
pleasant environment. The Community Plan also creates a plan for the arrangement of land uses,
streets, and services that will encourage and contribute to the economic, social, and physical
health, safety, welfare, and convenience of the people who live and work in the community. The
San Pedro Community Plan Update was adopted March 17, 1999. Currently, the San Pedro
Community Plan is under study and review by the Department of City Planning.

The San Pedro Community Plan Area (CPA) is located in the southern portion of the City of Los
Angeles. San Pedro is geographically located on the Palos Verdes Peninsula at the southern
terminus of I-110. It is adjacent to the community plan areas of Wilmington-Harbor City and the
Port of Los Angeles, the Pacific Ocean, and the city of Rancho Palos Verdes.

The San Pedro Community Plan sets forth goals and objectives to maintain the community's
individuality by:

e Preserving and enhancing the positive characteristics of existing residential neighborhoods
while providing a variety of compatible new housing opportunities.

e Improving the function, design, and economic vitality of the commercial corridors and
industrial areas.

e Preserving and enhancing the positive characteristics of existing uses that provide the
foundation for community identity, such as scale, height, bulk, setbacks, and appearance.

e Maximizing the development opportunities around future transit system while minimizing
any adverse impacts.
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¢ Planning the remaining commercial and industrial development opportunity sites for needed
job-producing uses that improve the economic and physical condition of the San Pedro
Community Plan Area.

Relevant policies and objectives in the San Pedro Community Plan are as follows:

e Development of the Port of Los Angeles should be coordinated with surrounding
communities to improve the efficiency and operational capabilities of the Port to better serve
the economic needs of Los Angeles and the region, while minimizing adverse environmental
impacts to neighboring communities from Port-related activities.

e Future development of the Port of Los Angeles should be coordinated with the San Pedro
Community Plan, the Beacon Street Redevelopment Project, and development of the Central
Business District of San Pedro.

Transportation-related goals relevant to the proposed project documented in the San Pedro
Community Plan include Goal 14 — A system of highways, freeways, and streets that provides a
circulation system that supports existing, approved, and planned land uses while maintaining a
desired level of service at all intersections. The proposed project is consistent with Objective
14.1, which states “To comply with Citywide performance standards for acceptable levels of
service (LOS) and insure that necessary road access and street improvements are provided to
accommodate traffic generated by all new development.”

Port of Los Angeles Plan

The Port of Los Angeles Plan is intended to serve as the official 20-year guide to the continued
development and operation of the Port, and it is consistent with the Port Master Plan (discussed
below). The Port of Los Angeles Plan contains the following objectives and policies applicable
to the proposed project:

e Objective 9. To minimize conflicts between vehicular, pedestrian, railroad and harbor-
oriented industrial traffic, tourist and recreational traffic, and commuter traffic patterns
within the Port.

e Policy 13. Road, rail, and access systems within the Port and connecting links with road, rail,
and access systems outside of the Port shall be located and designed to provide necessary,
convenient, and safe access to and from land and water areas consistent with the long-term
preferred uses for the Port and consistent with the applicable elements of the Los Angeles

General Plan and the Local Coastal Program.

The Plan sets forth standards and criteria for future development and operation of the Port
pertaining to the Port area circulation. The following measure is relevant to the proposed project:
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e Improvement and expansion of street and freeway networks to increase traffic capacities or

to eliminate congestion points.

Port of Los Angeles Master Plan
The Port of Los Angeles comprises 7,500 acres of land and water at its San Pedro Bay location,

making it one of the largest manmade harbors in the world. Recognizing the essential need for
Port planning and development that promotes and accommodates commerce, navigation,
fisheries, and recreation, the Los Angeles Board of Harbor Commissioners approved a Port
Master Plan (PMP) that was certified by the California Coastal Commission; the PMP became
effective in April 1980 and was most recently revised in 2003. The PMP was prepared to address
Port user needs and public concerns through short-term plans and long-range preferred use plans
that adhere to federal, state, and local law.

The California Coastal Act, which was enacted by the State Legislature in 1976, provides for the
protection of California’s coastline through the authorization of local coastal programs to
manage development in the coastal zone. The Coastal Act recognizes the importance of ports to
the state’s economy and the national maritime industry, and it established criteria for the
preparation and implementation of PMPs.

The PMP divides the Port into a series of master planning areas for which it identifies short-term
plans and preferred long-range uses. Master Plan Area 4 is located in the vicinity of the proposed
project site. The primary purpose of the PMP is to guide future development of the Port of Los
Angeles, which comprises public land and water held in trust by the City of Los Angeles under

the California State Tidelands Grant. The PMP contains four major objectives:

1. To develop the Port in a manner that is consistent with federal, state, county, and city laws,
including the California Coastal Act of 1976 and the Charter of the City of Los Angeles.

2. To integrate economic, engineering, environmental, and safety skills into the Port
development process for measuring the long-term impact of varying development options on

the Port’s natural and economic environment.

3. To establish criteria that promote the orderly, long-term development and expansion of the
Port by segregating related Port facilities and operations into functional areas.

4. To give the Port flexibility in its development planning so that it can adapt to changing
technology, cargo trends, and regulations, as well as respond to competition from other U.S.

seaports.
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The Los Angeles Harbor Department LAHD created its PMP by defining nine planning areas
within the coastal zone that cover all Port property, then identifying existing conditions, short-
term plans, long-range preferred uses, and anticipated development projects for each area. The
proposed John S. Gibson/I-110 interchange and SR 47/I-110 Connector is located adjacent to
Port Planning Area 4 (West Basin). This area will be developed into a major container complex
over the long term.

Pacific Corridor Redevelopment Plan
The Community Redevelopment Agency of the City of Los Angeles (CRA/LA) has been Los
Angeles’ public partner in housing, commercial, neighborhood, and economic development for

more than half a century. CRA/LA is dedicated to revitalizing, refurbishing, and renewing
economically underserved areas of Los Angeles. Since its creation in 1948, CRA/LA’s main task
is to make strategic investments to create economic opportunity and improve the quality of life

for the people who live and work in Los Angeles neighborhoods.

The CRA/LA’s Pacific Corridor Redevelopment Project, established in 2002, is located within
the vicinity of the project site (Figure 2.2-3). The 693-acre project area extends from the south
side of Knoll Hill and is bordered by Capitol Drive on the north, Gaffey Street on the west, 22™
Street on the south, and Harbor Boulevard on the east. The project includes development/
rehabilitation of commercial/retail uses, a “welcome park,” a transit center, additional parking,
residential uses, and formation of an Arts District, and it provides business incentives and other
strategies. Historically, Pacific Avenue served as the main commercial street for the San Pedro
community in the downtown area. More recently, however, it became an economically stagnant
area with many empty storefronts and a high incidence of crime and graffiti. Construction of the
Gaffey Street off-ramp from I-110 further exacerbated the decline by redirecting potential
customers (CRA/LA, 2002). The proposed John S. Gibson Interchange/SR 47/I-110 Connector
Project would not conflict with the Pacific Corridor Redevelopment Project.

Transportation Plans and Programs
Southern California Association of Governments (SCAG) 1is the federally designated

Metropolitan Planning Organization (MPO) for the counties of Imperial, Los Angeles, Orange,
Riverside, San Bernardino, and Ventura. SCAG develops the Regional Transportation Plan
(RTP) to provide a regional investment framework to address the region’s transportation and
related challenges. Transportation investments in the SCAG region that receive state and federal
funds or require federal approvals (e.g., environmental clearance) must be consistent with the
RTP and must be included in SCAG’s Regional Transportation Improvement Program (RTIP)
when ready for funding.
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Figure 2.2-3 Location of Pacific Corridor Redevelopment Project
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The 2008 RTP presents the transportation vision for this region through the year 2035. Major
goals of the 2008 RTP include:

e Maximize mobility and accessibility for all people and goods in the region

e Ensure travel safety and reliability for all people and goods in the region

e Preserve and ensure a sustainable regional transportation system

e Maximize the productivity of our transportation system

e Protect the environment, improve air quality, and promote energy efficiency

¢ Encourage land use and growth patterns that complement our transportation investments

e Maximize the security of the regional transportation system through improved system

monitoring, rapid recovery planning, and coordination with other security agencies

The proposed project was originally listed in SCAG’s federally approved 2008 RTP, and 2008
RTIP — Including Amendments 1-15 and 17 in the “Los Angeles County — Local Highway
Listing” with the following reference:

“ID: LAOD390 — Description: The project improves the intersection and I-110 on/off-
ramps at John S. Gibson; and enhances the operation and safety of the I-110/SR 47/
Harbor Blvd. Interchange connector (SAFETEA-LU HPP # 2885). Addition of left- and
right-turn lanes.”

The scope of the project was slightly modified, and the revised description is included in 2008
RTP Amendment #3 and RTIP Amendment #08-34, with the following description:

“ID: LAOD390 — Description: Improve I-110 northbound at the John S. Gibson Blvd.
(JSG) northbound ramps and the SR 47/I-110 connector consisting of: widening the SB
SR-47 to NB I-110 connector (from SR-47 Post Mile 0.72, Station 535+00 to NB I-110
north of the JSG off-ramp); widening the northbound I-110 on-ramp at JSG; and
improving the intersection of JSG Blvd. and the Fwy. ramps with improved turning radii
and restriping.”

The concept and scope of the proposed project is consistent with the project description in the
RTIP and the assumptions in SCAG’s regional air quality emissions analysis. As such, the
project will not interfere with the timely implementation of all Transportation Control Measures
(TCMs) identified in the currently approved State Implementation Plan (SIP). Because the
proposed project is included in the regional analysis for determining emissions budgets of the
latest RTIP and its amendments, the project meets the regional air quality conformity criteria. As
such, project development would not conflict with or obstruct implementation of the SIP or
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TCMs. No significant regional impacts would occur from operation of the proposed project, and

no mitigation measures would be required.

2.2.1.5 Coastal Zone

The proposed project is located within the coastal zone. The Coastal Zone Management Act of
1972 (CZMA) is the primary federal law enacted to preserve and protect coastal resources. The
CZMA sets up a program under which coastal states are encouraged to develop coastal
management programs. States with an approved coastal management plan are able to review
federal permits and activities to determine if they are consistent with the state’s management
plan.

California has developed a coastal zone management plan and has enacted its own law, the
California Coastal Act of 1976, to protect the coastline. The policies established by the
California Coastal Act are similar to those for the CZMA; they include the protection and
expansion of public access and recreation; protection, enhancement, and restoration of
environmentally sensitive areas; protection of agricultural lands; protection of scenic beauty; and
protection of property and life from coastal hazards. The California Coastal Commission is
responsible for implementation and oversight under the California Coastal Act.

Just as the federal CZMA delegates power to coastal states to develop their own coastal
management plans, the California Coastal Act delegates power to local governments (i.e., 15
coastal counties and 58 cities) to enact their own local coastal programs (LCPs). LCPs determine
the short- and long-term use of coastal resources in their jurisdiction consistent with the

California Coastal Act goals. A federal consistency determination may be needed as well.

The proposed project is located within the coastal zone; therefore, a permit will need to be
obtained from the Los Angeles Harbor Commission once the environmental document has been
approved and certified.

2.2.1.6 Wild and Scenic Rivers
There are no wild and scenic rivers within the project study area.

2.2.1.7 Parks and Recreational Facilities

The closest public park to the project site is Leland Recreational Center, located at 863 S.
Herbert Avenue in San Pedro, which is approximately 0.2-mile to the west (see Figure 2.2-4).
Recreational facilities offered at this park include basketball courts, baseball diamond, children
play area, picnic tables, and volleyball courts. Since the park is located on the west side of the I-
110 freeway and is buffered by the entire residential community along Gaffey Street that is
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situated at higher elevation than the project site, no direct or indirect impact to this park would
occur. Since the Leland Recreational Center is a public park, it is subject to protection pursuant
to Section 4(f) of the Department of Transportation Act of 1966, codified in federal law at 49
U.S.C. 303. As described earlier, the proposed project improvements would not result in either
direct or indirect use of this recreational center, no adverse impact would occur as documented in
“Appendix B — Resources Evaluated Relative to the Requirements of Section 4(f)” of this IS/EA.

In addition to the Leland Recreational Center, a group of skateboarders has gathered and used the
area underneath the Channel Street Overhead for skateboarding activities (see Figure 2.4-4). The
facility has been constructed using donation money from various supporters without an official
permit from the City of Los Angeles or Caltrans. Operation and maintenance of the facilities are
performed solely by the Channel Street Skate Association, which is a recently formed nonprofit
organization. This skateboarding facility has not been determined as a Section 4(f) resource as
documented in “Appendix B — Resources Evaluated Relative to the Requirements of Section
4(f)” of this IS/EA. In addition, no impact from the proposed project improvement would occur
to the area under the Channel Street Overhead in the long term.

2.2.2 Environmental Consequences

2.2.2.1 Construction Impacts

No Build Alternative

The No Build Alternative proposes no construction or physical changes in the project area. As a
result, no direct or indirect land use effects would occur with implementation of the No Build

Alternative.

Build Alternative

Construction of the proposed project would create some inconvenience for the current use of
land due to equipment operations and temporary traffic lane closure to accommodate
construction activities. Moreover, access to businesses situated in the vicinity of the project site
could be restricted. A traffic staging plan would be developed to minimize these effects. In
addition, the skate facilities located underneath the Channel Street Overhead would have to be
temporarily closed for the safety of the skaters. To ensure the health and safety of the
skateboarders, the skate facility would be closed during the Channel Street widening
construction.

Because the use of the area underneath the Channel Street Overhead for skating activities has not
been permitted by the City of Los Angeles, who is the official owner of this property, the
decision to allow the use of this land for skating activities after completion of the proposed
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project would rest with the City of Los Angeles and is beyond the mitigation scope of this
project.

2.2.2.2 Permanent Impacts

No Build Alternative

The No Build Alternative proposes no construction or physical changes in the project area. As a
result, no direct or indirect land use effects would occur with implementation of the No Build
Alternative.

Build Alternative

Implementation of the proposed project would not require land use or zoning modifications at the
project site or its surrounding area. The proposed project would not be in conflict with land use
goals and policies of the City of Los Angeles General Plan and Community Plans, or with the
Port’s PMP.

The proposed improvements would be mostly within the City of Los Angeles and Caltrans right-
of-way (ROW). Widening of the I-110 NB on-ramp would require a partial acquisition of one
City-owned property (Harbor Police Station — 2175 John S. Gibson Boulevard) and an aerial
easement over the Pacific Harbor Line Railroad track. These acquisitions would not result in
obstruction of current or planned operations of the subject properties.

2.2.3 Avoidance, Minimization, and Mitigation Measures
No Build Alternative

No mitigation is required under this alternative.

Build Alternative

Construction

Disruption of use during project construction as a result of construction activities would be
mitigated by implementing a traffic staging plan and a Traffic Management Plan (TMP).

MM LU-1 The LAHD or its designee shall prepare a TMP to minimize direct and cumulative
construction impacts on the community. The TMP shall be developed in
consultation with the City of Los Angeles Department of Transportation and
Caltrans, and it shall be provided with the construction plan to the City of Los
Angeles Police and Fire Departments prior to commencement of construction
activities. The TMP shall include, but is not limited to, the following

implementation plans:
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e Public Information: Provide project update to affected residents and
businesses, including general public, via brochures and mailers, community
meeting, and Website.

e Motorist Information: Provide project information using changeable message

signs and ground-mounted signs.

e Incident Management: Implement Construction Zone Enhanced Enforcement
Program (COZEEP), freeway service patrol, and California Highway Patrol
(CHP) traffic handling.

e Traffic Management during Construction: Provide traffic lane closure chart,
detour route, pedestrian routes, residential and commercial access routes, and
temporary traffic signal during construction.

Permanent
Because there would be no change to existing land use and zoning over the long term with the
Build Alternative, no mitigation is required.
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2.3 Community Character and Cohesion

Community cohesion is the degree to which residents have a “sense of belonging” to their
neighborhood, a level of commitment to the community, or a strong attachment to neighbors,

groups, and institutions, usually because of continued association over time.

2.3.1 Regulatory Setting

NEPA, as amended, established that the federal government use all practicable means to ensure
all Americans safe, healthful, productive, and aesthetically and culturally pleasing surroundings
(42 U.S.C. 4331[b][2]). FHWA, in its implementation of NEPA (23 U.S.C. 109[h]), directs that
final decisions regarding projects are to be made in the best overall public interest. This requires
taking into account adverse environmental impacts, such as destruction or disruption of human-

made resources, community cohesion, and the availability of public facilities and services.

Under CEQA, an economic or social change by itself is not to be considered a significant effect
on the environment; however, if a social or economic change is related to a physical change, then
social or economic change may be considered in determining whether the physical change is
significant. Because this project would result in physical change to the environment, it is
appropriate to consider changes to community character and cohesion in assessing the
significance of the project’s effects.

2.3.2 Affected Environment

2.3.2.1 Study Area Definition

The project site is located in the community of San Pedro, within the City of Los Angeles, at the
Harbor Freeway, I-110/SR 47 interchange. The Port of Los Angeles and the Port of Long Beach
are located adjacent to the project site. The geographical area identified for the community
impacts assessment covers the area that would potentially be either directly or indirectly affected
by the proposed project activities. The primary impact area is located within a 0.25-mile radius
of the project limits. A variety of land uses exist in the study area, including port/industrial,

commercial, and residential.

2.3.2.2 Community Characteristics

The project site is situated within a transportation corridor adjacent to residential neighborhoods
along the east side of the SR 47/I-110 Connector; the Harbor Police Station on parcels between
John S. Gibson Boulevard and the NB I-110 off-ramp; and industrial uses along the west side of
I-110. A Pacific Harbor Line Railroad track runs parallel to John S. Gibson Boulevard, under
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I-110 near Channel Street, and parallel to Gaffey Street at the northern portion of the proposed
project site.

The northern portion of the study area is composed primarily of industrial uses serving the Port
of Los Angeles. The southern portion of the study area consists of residential neighborhoods
separated by freeways, while the eastern portion is dominated by the Port of Los Angeles
terminal facilities. The western portion of the study area consists mostly of commercial uses.
Port operations dominate the activity in the area. Residential neighborhoods line the project
study area.

Three residential communities are adjacent to the project site; one is located east of the
SR 47/1-110 Connector, one is located to the west of I-110, and one is located to the south of
SR 47. These residential areas are well landscaped and are surrounded primarily by

transportation and industrial uses.

Within the study area, John S. Gibson Boulevard separates the port activities on the east side of
the street from the commercial uses on the west side. Several railroad tracks line the port side of
John S. Gibson Boulevard. In their current condition, these tracks are used for storage purposes
rather than an active railroad line.

At the Channel Street Overhead to the north of the SR 47/I-110 interchange, a skate facility
exists underneath the freeway. This parcel of land is owned by the LAHD, and Caltrans has
aerial easement (space above the land) underneath the freeway. Although unpermitted, this skate
facility has received significant local support, including political support from the office of City
Councilwoman Janice Hahn. The skate facility was created in 2002 by a group of local
skateboarders who were unsuccessful at building an official skate park in an existing community
park location. Since the creation in 2002, there have been continuous efforts by the local
community to improve the facility, including construction of cement structures and tiled artwork
by local school children. The Channel Street Skate Park, which is a nonprofit organization, has
been created to support the skate park, with a volunteer staff maintaining the facility. However,

the skateboarders come and use this facility at their own risk.

During the open house for this proposed project, 12 of 46 comments received were related to
impacts to and preservation of the skate facility, and there were a number of community
members present at the meeting voicing their support for the skate facility. Although this is an
unpermitted use, the skate facility is recognized as a significant community feature and gathering
place.
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2.3.2.3 Socioeconomic Characteristics

Socioeconomic and demographic data for the study area were reviewed and analyzed from the
year 2000 census. The four census tracts and nine block groups under study cover the project
site, its immediate surrounding area, and the area within 0.25-mile of the proposed project that
could potentially be affected by traffic detour routes during proposed project construction; these
consist of census tracts 2951.01, 2962.10, 2963, and 2965 and block groups 2951.01-2,
2951.01-3, 2962.10-1, 2962.10-2, 2962.10-3, 2963-1, 2965-1, 2965-2, and 2965-3. Figure 2.3-1
shows the census tracts and block groups within the study area.

Population Demographics

Year 2000 U.S. Census data from the four study area census tracts and nine block groups were
used to characterize population demographic features within the proposed project area. These
data can be compared with City and County of Los Angeles statistics in Table 2.3-1. The
population of these block groups is 12,896 residents, which is approximately 0.4 percent of the
population of the City of Los Angeles (Table 2.3-1). The percentages of the working age (20 to
64) population within the study census tracts range from a low of 54 percent (Tract 2962.10
Block Group 3) to a high of 72 percent (Tract 2962.10 Block Group 2) of the total population,
which is similar to both the County (59 percent) and City of Los Angeles (61 percent).

Table 2.3-1
Age Characteristics of Populations within the Study Area
County of City of
Los Angeles Los Angeles Census Tracts Block Groups
Number | Percent | Number | Percent | Number | Percent | Number | Percent

Total Population | 9,519,338 100 3,694,820 100 16,190 100 12,896 100
Population 2,946,796 31 1,091,049 29 4,708 29 4,072 31
19 or younger
Population 5,645,869 59 2,246,642 61 9,788 60 7,448 58
20 to 64
Population 65+ 926,673 10 357,129 10 1,694 11 1,376 11

Source: 2000 U.S. Census.

Table 2.3-2 presents the racial composition of the population in the study block groups and the
larger region. The study block groups contain a wide range and higher percentage of Hispanic or
Latino population (ranging from 17 to 89 percent) compared to the City and County of Los
Angeles, which have approximately 45 and 47 percent Hispanic or Latino population,
respectively. The percentage of white population within the block groups under study is similar
to the City and County of Los Angeles as a whole; however, upon analysis of individual block
groups, a different racial characteristic is observed. The population percentage of the white
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population in all block groups, with the exception of Tract 2951.01 Block Group 2, is much
lower than the City and County of Los Angeles. Based on this statistic, the study area is
considered a predominantly minority community compared to the larger population within the
County of Los Angeles.

Table 2.3-2
Racial Composition of Populations within the Study Area

County of Los Angeles |City of Los Angeles| Census Tracts Block Groups

Number Percent | Number | Percent | Number | Percent | Number | Percent

Total Population 9,519,338 100 | 3,694,820 | 100 16,190 100 12,896 100
White 2,959,614 31,1 | 1,099,188 | 29.7 6,267 38.7 4,463 34.6
Black or African 901,472 95 401,986 10.9 1,046 6.5 808 6.3

American

American Indian

or Alaskan Native 25,609 0.3 8,897 0.2 64 0.4 63 0.5

Asian 1,124,569 11.8 364,850 9.9 1,053 6.5 571 4.4

Native Hawaiian

or Pacific Islander 23,265 02 4484 01 > 04 % o
Some Other Race 19,935 0.2 9,065 0.2 22 0.1 14 0.1
Two or More 222,661 23 87.277 2.4 418 2.6 307 2.4
Races

Hispanic or 4242213 44.6 1,719,073 46.5 7,261 44.8 6,614 51.3

Latino

Source: 2000 U.S. Census.

Socioeconomic Demographics
As shown in Table 2.3-3, 4,407 households are located within the study block groups. The
average household size within the study area block groups ranges between approximately 2 and 5

persons. Tract 2951.01 Block Group 3 is the anomaly within the study area with 5.2 persons per
household. This block group is the largest under study and extends beyond the study area
boundaries. It does not contain any residential communities within the proposed project area. All
residential communities within this block group are located outside the 0.25-mile radius. The
remainder of the block groups within the study area is essentially in the same range as the City
and County of Los Angeles, with 2.8 and 3.0 persons, respectively. Following the same pattern
as the average household size, the average family size in the study block groups is within a
similar range compared to the City and County of Los Angeles with 3.6 persons. Tract 2951.01
Block Group 3, on the other hand, contains an average family size of 5.3 persons.

As shown in Table 2.3-3, median annual household incomes within the study block groups range
from $21,719 to $68,318. Most of the block groups are roughly in line with the median
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household incomes for the City of Los Angeles at $36,687 and County of Los Angeles at
$42,189. Tract 2951.01 Block Group 2, however, consists of the highest household incomes
within the study area. The median annual family incomes for the study census tracts follow the

same pattern as the household annual incomes.

Table 2.3-3
Socioeconomic Characteristics of the Study Area
County of Los City of Los Census Tracts Block Groups
Angeles Angeles
Number | Percent | Number | Percent | Number | Percent | Number | Percent
Total Population 9,519,338 100 3,694,820 100 16,190 100 12,896 100
Total Population 1 5 155 555 | 100 |2.809.852 | 100 12,374 100 9,586 100
over 16
In Labor Force 2,358,802 33 934,013 33 4262 34 3,025 34
over 16
Unemployed
354,347 5 156,578 6 509 4 418 4
over 16
Per Capita Income $20,683 - $20,671 $21,259 - $15,650 -
Individuals
Earning below 1,674,599 18 801,050 22 2,454 15 2,306 18
Poverty Level
Total Families 2,154,311 100 807,039 100 4,019 100 3,207 100
Average
Family Size 3.6 3.6 3.4 3.8
Median
. $46,452 --- $39,942 -—- $54,760 -—- $37,065 -—
Family Income
Families below 311,226 14 147,516 18 487 12 469 15
Poverty Level
Total Households 3,133,774 -— 1,275,412 -— 5,930 -— 4,407 -
Average
Household Size 3.0 o 2.8 o 2.8 o 3.3 o
Median $42,189 $36,687 $45,892 $35,697
Household Income i i ’ >

Source: 2000 U.S. Census.

Individual earnings in 1999 below the poverty level, which is defined as a minimum income
level below which a person is officially considered to lack adequate subsistence and to be living
in poverty, within the study block groups are reported between 4 and 35 percent, compared to the
City of Los Angeles at 29 percent and the County of Los Angeles at 24 percent. The percentage
of family incomes below the poverty level within the study block groups is 15 percent, compared
to that of the City of Los Angeles at 18 percent and the County of Los Angeles at 14 percent.
There is a wide range of variation in socioeconomic statistics for this study area, with between 4
and 33 percent of families living below established poverty levels.
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The U.S. Department of Health and Human Services (HHS) establishes the poverty threshold on an
annual basis. A family is considered “low-income” if its income is at or below the HHS poverty
guidelines. The Year 1999 poverty threshold for an average family size of four was $16,700.
Based on the HHS thresholds for poverty, the study area is not at the poverty level; however,
considering the “needs-based” poverty threshold developed by the Los Angeles Alliance for a
New Economy (LAANE), the working poor (i.e., a working poor family must have at least one
member who reported income from work in the last year) in the County of Los Angeles is
defined as individuals with a total family income below 200 percent of the federal poverty level.

The “needs-based” poverty threshold determined by LAANE was based on two criteria: the
income levels at which families are still eligible for government anti-poverty programs, and the
actual cost of living in the County of Los Angeles. Based on this study, the poverty threshold of
the working population in Los Angeles County was $33,300 for a family of four in 1998. The
study pointed out that during the 1990s, the number of poor families rose from 36 percent to 43
percent of the population in Los Angeles County and accounted for 4.1 million residents
according to the needs-based poverty threshold. Because the median annual household incomes
within the study block groups range from $21,719 to $68,318, most of the study area population
is considered low-income based on the “needs-based” poverty threshold for Los Angeles County.

Unemployment
As shown in Table 2.3-3, Year 2000 U.S. Census data indicate that 4.4 percent of the population

over the age of 16 within the study block groups was unemployed at the time of the survey,

which is roughly equivalent to the percentage of unemployed individuals in the City and County

of Los Angeles, at 5 and 6 percent, respectively.

Housing Demographics
Using Year 2000 U.S. Census housing characteristic data, as shown in Table 2.3-4, 4,590
housing units were located within the study block groups, compared to 1,337,706 in the City of

Los Angeles. The study block groups have a lower percentage of renter-occupied units than the
City or County of Los Angeles. The study block groups contain 43 percent renter-occupied units,
while the City of Los Angeles contains 59 percent renter-occupied housing units, indicating more

homeowners living in the proposed project area than in the surrounding area.
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Table 2.3-4
Housing Characteristics of the Study Area
County of Los City of Los Census Tracts Block Groups
Angeles Angeles
Number | Percent | Number | Percent | Number | Percent | Number | Percent

Total 3,270,909 100 1,337,706 100 6,640 100 4,590 100
Owner Occupied 1,499,744 46 491,882 37 3,401 51 2,425 53
Renter Occupied 1,634,030 50 783,530 59 2,529 38 1,982 43
Vacant 137,135 4 62,294 5 710 11 183 4

Source: 2000 U.S. Census.

2.3.3 Environmental Consequences

2.3.3.1 Construction Impacts

Impacts on community character and cohesion are addressed by how proposed projects are likely
to affect the people, institutions, neighborhoods, service delivery organizations, and overall
social and economic systems surrounding a proposed undertaking.

No Build Alternative
The No Build Alternative proposes no construction or physical changes in the project area. As a

result, no direct effects would occur with implementation of the No Build Alternative.

Build Alternative

The Build Alternative would involve more than a year of construction. During project
construction, residents may occasionally experience some inconvenience due to construction
equipment and material obstruction. Temporary construction easements (TCEs) would be
required from the front row of residential properties located east, west, and south of the
interchange for construction of soundwalls and retaining walls; however, an access obstruction in
and out of the residential homes adjacent to the construction zone is not anticipated. Because the
proposed improvements would be constructed along the existing ROW corridor, no community
or neighborhood would be divided or adversely impacted. The only public facility where local
residents perform social functions together that would be temporarily closed during construction
of the proposed project is the skate facility. Therefore, no substantial impacts to community
cohesion would occur. Another public facility that might be affected by the construction
activities would be the Harbor Police Station as a result of NB I-110 on-ramp widening and John
S. Gibson Boulevard widening. The impact would range from traffic delay from construction
equipment operation and a partial lane closure on an occasional basis. The impact can be
minimized by implementation of the TMP to be developed and implemented by the LAHD
through its construction contractor.
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Construction of the Channel Street Overhead widening would require temporary closure of the
skate facility located underneath the freeway to ensure safety of the general public. The skaters
would have to use the nearby skate facility in Wilmington, which is located less than 1.5 miles
away at 325 Neptune Avenue. Although this skate facility has not been legally permitted by the
City of Los Angeles or Caltrans, it has been used by area residents for several years. Local
residents have voiced their concern about the loss of the facility due to the proposed project
construction because this skate facility has been used as a place for kids to have social and sport
functions together. Caltrans and the LAHD realize the importance of the facility to the local
residents and would try to work around to save the facility for use after construction is
completed. The LAHD would also try to work with the skaters to encourage them to legalize the
facility in the future.

2.3.3.2 Permanent Impacts

No Build Alternative

The No Build Alternative proposes no construction or physical changes in the project area. As a
result, no direct effects would occur with implementation of the No Build Alternative.

Build Alternative

Implementation of the Build Alternative would not change the existing character of neighboring
communities within the project area. Furthermore, it would not create any new roadways that
transect any community or obstruct the ongoing activities of the area neighborhoods; therefore,
no impacts on neighborhoods or community cohesion would be expected to occur. Once
construction is complete, the skaters would be able to continue their activities at the area under
the Channel Street Overhead.

234 Avoidance, Minimization, and Mitigation Measures
No Build Alternative
There would be no need for avoidance, minimization, or mitigation measures under the No Build

Alternative.

Build Alternative

Construction

The Port would undertake a public information and notification program to keep area residents
informed of the project construction schedule, traffic lane closure schedule, and the traffic detour
plan. A TMP, including construction staging and detour plans, if needed, would be developed
and implemented to minimize traffic delays and impacts to the community.
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MM CCC-1 The LAHD or its designee shall prepare a TMP to minimize direct and cumulative
construction impacts on the community. The TMP shall be developed in
consultation with the City of Los Angeles Department of Transportation and
Caltrans, and it shall be provided with the construction plan to the City of Los
Angeles Police and Fire Departments prior to commencement of construction
activities. The TMP shall include, but is not limited to, the following
implementation plans:

e Public Information: Provide project update to affected residents and
businesses, including general public, via brochures and mailers, community

meeting, and Website.

e Motorist Information: Provide project information using changeable message

signs and ground-mounted signs.

e Incident Management: implement Construction Zone Enhanced Enforcement
Program (COZEEP), freeway service patrol, and California Highway Patrol
(CHP) traffic handling.

e Traffic Management during Construction: Provide traffic lane closure chart,
detour route, pedestrian routes, residential and commercial access routes, and
temporary traffic signal during construction.

MM CCC-2 The LAHD would continue the public outreach program to keep residents,
businesses, and any service providers within the project area informed, and to
inform surrounding communities about the project construction schedule, traffic-

impacted areas and the TMP, and other relevant project information.

MM CCC-3 The LAHD would coordinate with the Channel Street Skate Boarding Association
to keep skaters informed of the proposed project schedule and the period that the
skate facility needs to be closed.

MM CCC-4 The LAHD would work in cooperation with Caltrans, City of Los Angeles
Department of Recreation and Parks, Council District 15, and the Channel Street
Skate Boarding Association to encourage the skate facility to apply for an
operation permit for the facility.

Permanent

No mitigation is required.
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2.4 Relocations and Real Property Acquisitions

This section addresses impacts to the communities as a result of required ROW acquisitions and
project construction activities

24.1 Regulatory Setting

Caltrans’ Relocation Assistance Program (RAP) is based on the Federal Uniform Relocation
Assistance and Real Property Acquisition Policies Act of 1970 (as amended) and Title 49 CFR
Part 24, as summarized below. The purpose of the RAP is to ensure that persons displaced as a
result of a transportation project are treated fairly, consistently, and equitably so that such
persons will not suffer disproportionate injuries as a result of projects designed for the benefit of
the public as a whole. All relocation services and benefits are administered without regard to
race, color, national origin, or sex in compliance with Title VI of the Civil Rights Act (42 U.S.C.
2000d, et seq.). Please see Appendix D for a copy of Caltrans’ Title VI Policy Statement.

24.2 Affected Environment

Existing land uses within the project area are described in detail in Section 2.2.1. Three
residential neighborhoods are located within the vicinity of the I-110 and SR 47 interchange, as
shown in Figure 1-2. These residential areas are surrounded primarily by transportation and
industrial uses. The Harbor Community Police Station, located at 2175 John S. Gibson
Boulevard, is the closest public facility to the project site. A private strip of land is located
between John S. Gibson Boulevard and the I-110 NB on-ramp. An unpermitted skate facility is
located underneath the Channel Street Overhead where the bridge widening is proposed. The
Pacific Harbor Railroad track is located underneath the Channel Street Overhead adjacent to the

skate facility.

2.4.3 Environmental Consequences

2.4.3.1 Construction Impacts

No Build Alternative

Under the No Build Alternative, no property acquisition or construction easement would be

required.

Build Alternative

Most of the improvements for the proposed project are within Caltrans® ROW. Construction of
the proposed project would require partial acquisition of a small parcel housing the Harbor
Police Station, owned by the City of Los Angeles (see Section 2.4.3.2 for detailed information).
The acquisition of a sliver of this parcel would not result in closure of the police facility or a
reduction of any policing activity; however, traffic congestion along the John S. Gibson
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Boulevard on- and off-ramps could occur occasionally, resulting in some delay in emergency
response activities. Implementation of the TMP, as outlined in Section 2.3.3.3, would minimize
this impact.

Construction of the Build Alternative, specifically during Channel Street Overhead widening,
would require temporarily closure of the skate facility under Channel Street Overhead and the
immediate area adjacent to the construction zone, to ensure the health and safety of the public.
For the impact of the temporary closure, the project would be in full compliance with the
Uniform Act.

Construction of soundwalls along the property line of the first-row residences within the project
area would require temporary construction easements (TCE). The property owners who voted in
favor of the soundwalls are expected to provide a TCE to Caltrans to accommodate soundwall
construction. For those who voted against the soundwall, Caltrans would try to identify a design
option to work within the Caltrans’ ROW to the extent feasible.

In addition to the above, an aerial easement would be required from the Port to widen the
Channel Street Overhead crossing the railroad track.

2.4.3.2 Permanent Impacts
No Build Alternative
No impact would occur with the No Build Alternative.

Build Alternative

Implementation of the Build Alternative would not result in the relocation of any residences or
businesses within the project area. The project would not impose any permanent adverse impact
to the unpermitted Channel Street Skate Facility after the construction is completed. The
proposed project would require partial acquisition of a small parcel (approximately 0.5-acre)
housing the Harbor Police Station (APN #7440016911, 2175 John S. Gibson Boulevard), owned
by the City of Los Angeles, as shown in Figure 2.4-1. This small area of the Harbor Police
Station is currently used as a parking lot and has already been dedicated to the LAHD to

accommodate this roadway improvement project.

In addition to the permanent property acquisition, an aerial easement (aerial space above the
land) above the Pacific Harbor Line Railroad track located underneath the Channel Street
Overhead would be required to accommodate construction of the Channel Street Overhead
widening. A footing easement would also be acquired from Caltrans for maintenance purposes
during post construction. The acquisition of an aerial easement would not cause railroad

operation disruptions.
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24.4 Avoidance, Minimization, and Mitigation Measures
No Build Alternative

No mitigation is required.

Build Alternative

Because the only parcel subject to acquisition is owned by the City of Los Angeles and has been
dedicated to the LAHD to accommodate this roadway improvement project, no further
mitigation is required.

The LAHD will be in full compliance with the Uniform Relocation Assistance and Real Property
Acquisition Policies Act of 1970 (as amended) for the impact of the temporary closure of the
Channel Street Skate Facility.
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2.5 Environmental Justice

Potential environmental justice impacts are defined as those unavoidable adverse effects that
would be disproportionately borne by minority and/or low-income populations or are greater in
magnitude than the adverse effects that would be suffered by non-minority and/or higher-income
populations.

251 Regulatory Setting

All projects involving a federal action (i.e., funding, permit, or land) must comply with
Executive Order (EO) 12898, Federal Actions to Address Environmental Justice in Minority
Populations and Low-Income Populations, signed by President Clinton on February 11, 1994.
This Executive Order directs federal agencies to take the appropriate and necessary steps to
identify and address disproportionately high and adverse effects of federal projects on the health
or environment of minority and low-income populations to the greatest extent practicable and
permitted by law. Low income is defined based on the Department of Health and Human
Services poverty guidelines. For 1999, this was $16,700 for a family of four.

All considerations under Title VI of the Civil Rights Act of 1964 and related statutes have also
been included in this project. The Department’s commitment to upholding the mandates of Title
VI is evidenced by its Title VI Policy Statement, signed by the Director, which can be found in
Appendix F.

25.2 Affected Environment

Based on population demographic data (see Section 2.3.2.3), the study area is considered a
predominantly minority community compared to the larger population within the County of Los
Angeles. Based on socioeconomic data (see Section 2.3.2.3), the study area population is
considered low-income based on the “need-based” poverty threshold for Los Angeles County.

2.5.3 Environmental Consequences

2.5.3.1 Construction Impacts

No Build Alternative

Under the No Build Alternative, no construction activities would occur; therefore, no

disproportionate impacts to minority or low-income populations would occur.
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Build Alternative

The project study area contains predominantly minority and low-income populations compared
to the larger area within the City and County of Los Angeles. Construction activities would result
in occasional traffic delays due to construction equipment operation. An Air Quality Technical
Study was conducted utilizing guidelines and procedures provided in applicable air quality
analysis protocols, such as the Transportation Project-Level Carbon Monoxide Protocol, FHWA
and United States Environmental Protection Agency (EPA), Transportation Conformity
Guidance for Qualitative Hot-Spot Analyses in PM, s and PM;o Nonattainment and Maintenance
Areas (Guidelines), and San Pedro Bay Ports Clean Air Action Plan (CAAP). The results of an
air quality analysis reveal that air pollutant emissions could occur on a temporary basis from the
use of construction equipment. Noise level elevation would also occur on a temporary basis as a

result of construction equipment operations.

Construction of the Channel Street Overhead would require temporary closure of the skate
facility located underneath the freeway to ensure the safety of the skaters during construction.
Although not legally permitted, this skate facility has been viewed by the general public as one
of the recreational resources that keeps kids in the neighboring communities away from drugs.
The skaters would have to use the nearby skate facility in Wilmington, which is located less than
1.5 miles away at 325 Neptune Avenue. The impact is temporary, and the skaters can continue
using this facility after construction is completed.

Based on the above effects, construction of the Build Alternative would cause disproportionately
high adverse effects on minority and/or low-income populations living closer to the construction
zone per EO 12898 regarding environmental justice.

2.5.3.2 Permanent Impacts
No Build Alternative
The No Build Alternative proposes no construction or physical changes in the project area;

therefore, no disproportionate impacts to minority or low-income populations would occur.

Build Alternative

Relocation of residences and businesses within the project area would not be required as a result
of the proposed construction activities. Widening of the NB I-110 on-ramp would require an
acquisition of a 0.5-acre parcel currently used as part of the parking lot for the Harbor Police
Station. The land is owned by the City of Los Angeles, which is not a minority or low-income
individual; therefore, acquisition of this property would not result in disproportionate high

adverse impacts on minority and/or low-income populations within the project area.
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Several residents have voiced their concern about impacts to their properties from truck traffic,
freeway noise, and air pollutant emissions. A Traffic Analysis Report, Noise Study, and Air
Quality Technical Study have been conducted as part of this environmental document to identify
the level of impacts on a local and regional basis. The main purpose of the proposed Build
Alternative is to alleviate traffic congestion around the interchange. The purpose of lane
additions within the project limits is to improve traffic operations and enhance safety. The
project does not intend to increase the traffic volumes along the SR 47/I-110 Connector or the I-
110 freeway.

The Noise Study Report was conducted following Caltrans protocol. Based on the noise
modeling results, there would be no significant increase in noise levels under the “with” and
“without” project conditions for the future horizon year (2035) at the nearby residential areas
west of I-110, east of the SR 47/I-110 Connector, and south of SR 47. The noise levels of all of
these residential areas have currently approached or exceeded the noise abatement criteria for
residences. As part of this project, Caltrans and the Port propose to construct a series of
soundwalls along the property line of the residences determined to meet the criteria to receive the
soundwall to abate future traffic noise from the freeway. The residents whose soundwall would
be constructed next to their property lines had an opportunity to vote for or against the
soundwalls before the plan was finalized.

During project operation, the proposed project would neither add capacity nor generate
additional vehicle miles traveled (VMT) beyond the existing (no action) condition; therefore, it

would not cause substantial air quality impacts either on the local or regional basis.

Based on the above information, operation of the Build Alternative would not cause
disproportionately high adverse effects on minority and/or low-income populations living closer
to the construction zone per EO 12898 regarding environmental justice.

254 Avoidance, Minimization, and Mitigation Measures
No Build Alternative

No mitigation is required.

Build Alternative

Construction

Implementation of the TMP and public outreach program, as described in Section 2.3.4, would
minimize impacts from construction activities to residents living within the vicinity of the project

arca.
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The construction contractor would be required to comply with and adhere to all applicable rules
and regulations set forth by the South Coast Air Quality Management District (SCAQMD) to
minimize air quality impacts. In addition, the LAHD has developed the sustainable construction
guidelines to be implemented by all construction projects sponsored by the LAHD to reduce air
emissions (see Attachment A to Appendix B). With the implementation of standard minimization
measures and adherence to the LAHD sustainable construction guidelines for reducing air
emissions, air quality impacts during project construction would not be substantial.

Permanent

The proposed project would not contribute to noise impacts to residences located near the project
site; therefore, no mitigation from the proposed project would be required. Because the ambient
noise levels of these residential areas have approached or exceeded the noise abatement criteria
for residences due to traffic operation, construction of soundwalls for these residences would

minimize future traffic noise from the freeway.

Pertaining to air quality impacts, with the implementation of standard minimization measures
and adherence to the LAHD sustainable construction guidelines for reducing air emissions,
which would be incorporated into project design specifications, no other mitigation is required.

DR IR
John S. Gibson Interchange 2-37 February 2012

SR 47/1-110 Connector Project



Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

2.6 Utilities and Emergency Services

This section addresses potential impacts to public utilities and emergency services that would
result from construction and operation of the proposed project. Public utilities include electricity,
natural gas, water and wastewater facilities, storm drains, telecommunications, oil pipelines, and
solid waste disposal. Emergency services include law enforcement, fire protection, and
ambulance service. For each of the utilities and service systems discussed, existing

infrastructure, levels of service, and capacity are described.

2.6.1 Affected Environment

The study area for the utilities and emergency services impact assessment includes the area
generally bounded by PM 2.02 on NB I-110 to the north, SR 47 to the south, John S. Gibson
Boulevard to the east, and Gaffey Street to the west.

2.6.1.1 Utilities

Electricity

The Los Angeles Department of Water and Power (LADWP) supplies electricity to the study
area. LADWP owns and operates several overhead and underground transmission and
distribution lines in the project area. Underground electrical conduits exist in the MacArthur
Avenue Overcrossing [-110; multiple conduits exist in Channel Street; and two conduits exist in
John S. Gibson Boulevard, one on either side of the street. An underground conduit enters the
Port of Los Angeles at the Gibson Gate/NB I-110 ramps intersection.

Natural Gas

The Southern California Gas Company supplies natural gas to the project area. There are 2-inch
gas lines within the residential neighborhoods bound by SR 47 on the south, Pacific Avenue on
the east and north, and I-110 on the west. These streets include MacArthur, Upland, Elberon,
Grand, and Summerland avenues.

A 13-inch gas line is located in Pacific Avenue under SR 47. South of Channel Street, Pacific
Avenue contains an abandoned 10-inch gas line and an active 11-inch gas line. Channel Street
contains a 16-inch gas line that turns north along John S. Gibson Boulevard and continues
through the project area.

Water

LADWP provides domestic water to the project area. There are 6-inch water lines within the
residential neighborhoods bounded by SR 47 to the south, Pacific Avenue to the east and north,
and I-110 on the west. These streets include MacArthur, Upland, Elberon, Grand, and
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Summerland avenues. Grand Avenue, north of MacArthur Avenue, contains a 4-inch water line.
The MacArthur Avenue Overcrossing I-110 contains an 8-inch water line with a 12-inch steel

casing.

Under SR 47, Pacific Avenue contains an abandoned 20-inch water line. This abandoned water
line has been replaced with an active 30-inch water line. These two lines continue north to
Channel Street, where the active line joins a 36-inch line. The 30-inch water line continues north
on John S. Gibson Boulevard through the project area. A 12-inch water line branches off of this
30-inch line and enters the Port of Los Angeles just north of the Gibson Gate/NB I-110 ramps

intersection.

All of the water lines contain water service laterals, meters, fire hydrants, and other
appurtenances, which is typical for water distribution systems. There is no reclaimed water

system in the project area.

Storm Drains
The City of Los Angeles owns and operates the storm drain system within City ROW, and
Caltrans owns and operates storm drains within State ROW.

A 69-inch reinforced concrete pipe (RCP) and an abandoned 66-inch RCP cross under SR 47
west of Pacific Avenue. An 18-inch RCP and inlets located along the SB SR 47 to NB I-110
connector pick up drainage in the vicinity and drain to Pacific Avenue under SR 47.

A series of 18-inch to 24-inch storm drain lines and inlets cross I-110 south of MacArthur
Avenue. A 36-inch storm drain line takes this runoff north along the SB I-110 right shoulder,
where another set of inlets and lines connect to it near the Miraflores ramps. This 36-inch line
then turns east under I-110 and Pacific Avenue south of Channel Street, where it joins an 8-foot
by 7-foot concrete box culvert in Channel Street. The box culvert enters the Port and drains to
the harbor.

An additional drainage system exists north of Channel Street along I-110 and the NB John S.
Gibson Boulevard ramps. An 18-inch slotted corrugated metal pipe (CMP) median drain exists in
the median of I-110. Connecting pipes within inlets are mostly 18-inch to 24-inch RCP. This
system crosses John S. Gibson Boulevard south of the John S. Gibson Boulevard ramps, enters
the Port property, and drains to the harbor.

Wastewater
The area’s sewer agency/provider is the City of Los Angeles, Bureau of Sanitation. There are
8-inch sewer lines in the residential neighborhoods bounded by SR 47 on the south, Pacific
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Avenue on the east and north, and I-110 on the west. These streets include MacArthur, Upland,
Elberon, Grand, and Summerland avenues.

Pacific Avenue under SR 47 contains an 18-inch sewer line that flows north. North of SR 47,
where west Upland Avenue joins, the one line branches into three lines (two 8-inch lines and one
12-inch line). In Channel Street, three abandoned sewer lines exist under I-110. A 42-inch sewer
line also exists that extends south along Pacific Avenue. Two sewer lines are located in John S.
Gibson Boulevard at the project site. One line varies from 6 inches to 8 inches, and the other
varies from a 36-inch line to double 24-inch lines.

All of the sewer lines contain sewer laterals and manholes, which is typical for sewer systems.

Telephone, Cable, and Fiber Optics
Multiple telephone, cable, and fiber-optic lines are located in the study area. Time Warner Cable

and AT&T have underground telephone and cable conduits throughout the project area. Both
companies have underground conduits within State ROW along I-110 that cross under the
freeway and run along the shoulder, providing service to Emergency Call Boxes located along
the 1-110 mainline within the project limits. Two conduits cross the MacArthur Avenue/I-110
overcrossing. Three underground conduits exist in Pacific Avenue under SR 47, two
underground conduits exist in Channel Street, and three underground conduits exist in John S.
Gibson Boulevard.

Solid Waste

Regional planning for solid waste facilities in the area is under the jurisdiction of Los Angeles
County, which is the local enforcement agency under integrated waste management laws. The
Los Angeles County Sanitation District oversees the operation of landfills that would accept
solid waste generated during construction of the proposed project. The County encourages
source reduction and recycling objectives that meet or exceed the requirements of State
Assembly Bill (AB) 939. AB 939 mandates a 50 percent reduction in waste volumes from 1990
levels by 2010. Nonhazardous and hazardous waste can be landfilled or recycled at several
facilities throughout the state. Any hazardous waste generated within the project area is managed
in accordance with federal and state requirements. The nearest landfill to the proposed project
location is Puente Hills Landfill, which is located at 13130 Crossroads Parkway South in the City
of Industry. The newly opened Puente Hills Material Recovery Facility could be used for
material recycling purposes.
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Oil Lines

Several active and abandoned oil lines exist in the project area. Owners of the oil lines include:

e Chevron

e Conoco Phillips

e ExxonMobil Pipeline Company
e Kinder Morgan Energy Partners
e United States Navy

Pacific Avenue under SR 47 contains an abandoned 8-inch oil line. Pacific Avenue south of
Channel Street contains three active U.S. Navy lines. Three abandoned lines of various sizes
cross under I-110 at the Miraflores Avenue SB ramps. Channel Street contains four active U.S.

Navy oil lines of various sizes.

The Pacific Harbor Line Railroad that crosses under I-110 at the Channel Street Overhead
contains 11 oil lines within its ROW; some of these are active and most are abandoned. The
active lines are owned by Kinder Morgan and the US Navy. The abandoned lines are owned by
Chevron.

John S. Gibson Boulevard contains six abandoned oil lines through most of the project limits. An
active 14-inch Kinder Morgan oil line crosses under I-110 south of the John S. Gibson Boulevard

ramps.

2.6.1.2 Railroads

The Pacific Harbor Line Railroad contains one railroad track within a 60-foot-wide ROW and
travels under I-110 at the Channel Street Overhead within the project limits. Cargo trains
currently use the track once or twice per day during non-peak traffic hours. During non-winter
months, one train, consisting of one locomotive and four railcars, delivers liquefied petroleum
gas (LPG) to one customer north on Gaffey Street. The full cars are unloaded, and empty cars are
picked up to be taken back to the Port. The train returns to the Port approximately 30 to 45
minutes later. During the winter months, when LPG demand is higher, the train makes two trips
per day — one during the day and one at night; however, there is no set schedule for the

deliveries.’

3 Parsons, 2009. Personal communication between Angela Schnapp (Parsons) and Don Norton (Pacific Harbor
Line, Inc.). June 25.
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Several other railroad lines exist within the Port of Los Angeles property behind the Gibson Gate
at the intersection of John S. Gibson Boulevard and the NB ramps; however, these lines are
outside of the project site footprint.

2.6.1.3 Emergency Services

The project study area is under the jurisdiction of the Los Angeles Police Department (LAPD)
Harbor Division Area, which patrols a 27.5-square-mile area, including Harbor City, Harbor
Gateway, San Pedro, Wilmington, and Terminal Island.

The Los Angeles Fire Department (LAFD) provides fire protection and other emergency services
throughout the project area.

Table 2.6-1 lists the locations of the police and fire stations serving the project area.

Table 2.6-1
Emergency Response Providers in the Project Study Area
Emergency Provider Location

Los Angeles Police Harbor Community Station 2175 John S. Gibson Boulevard, San Pedro, CA 90731
Los Angeles Fire Station #36 1005 N. Gaffey Street, San Pedro, CA 90731
Los Angeles Fire Station #48 1601 S. Grand Avenue, San Pedro, CA 90731
Los Angeles Fire Station #49 400 Yacht Street, Wilmington, CA 90744
Los Angeles Fire Station #112 444 S. Harbor Boulevard, Berth 86, San Pedro, CA 90731

2.6.2 Environmental Consequences

2.6.2.1 Construction Impacts

No Build Alternative

Under this alternative, there would be no construction activities on [-110, SR 47, or any of the
associated ramps or connectors; therefore, there would be no temporary impacts to utilities,
emergency services, or the railroad within the project study area.

Build Alternative

Utilities

Construction of the Build Alternative could result in temporary impacts to utilities, such as an
increase in utility demand and solid waste volume. Construction activities would utilize
machinery and tools that require more electrical power consumption than is currently used for
the local streets and affected properties. This increase in electrical usage would be temporary,
and the contractor would be able to tap into the existing power grid or would generate power
onsite. Construction activities would not cause a substantial increase in the existing demand for

electricity or require the development of new sources.
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No major utility relocations would be involved with the Build Alternative. Normal utility
adjustments would be required, such as relocating utility appurtenances (e.g., electrical and cable
pull boxes, signal poles, and equipment) behind the new curb returns at the west side of the John
S. Gibson Boulevard/NB I-110 ramps intersection. The power pole at the corner between John S.
Gibson Boulevard and the on-ramp would be relocated. Existing underground pipelines would
remain in their current locations. A telephone cable along the on-ramp may need to be relocated
upon potholing verification.

Emergency Services
Construction of the Build Alternative would require some traffic lane closures. During the

construction period, delays in emergency response time could occur due to roadway obstruction
and partial roadway closure. A Traffic Management Plan (TMP) would be prepared by the
contractor to identify roadway closures and detour routes within the affected area during
construction. All of the affected emergency routes would be identified in the TMP. The approved
TMP, along with construction schedules, would be made available to the LAPD and LAFD. All
residents, businesses, and organizations within the affected area would also be notified in
advance of the construction schedules, roadway closures, and detour routes as a safety
precaution. The approved TMP would be strictly implemented during each phase of the project

to avoid adverse impacts to emergency services within the area.

Railroads

To accommodate the 1-110 Channel Street Overhead widening, approximately 575 feet of the
Pacific Harbor Line Railroad track under the freeway would have to be relocated laterally by 20
feet. The realignment would take place entirely within the existing railroad ROW. Disruption to
the railroad operations would last approximately 3 months. A written construction agreement
would be entered into with the Pacific Harbor Line Railroad Company. The Port would closely
coordinate with the Pacific Harbor Line Railroad Company to work on the railroad during the
period when the railroad is not in operation and to avoid track closures to minimize the impacts

to railroad operations.

In addition, the California Public Utilities Code requires approval from the Public Utilities
Commission (PUC) for construction or alteration of crossings, and it grants the PUC exclusive
power on design, alteration, and closure of crossings. A request of authorization must be
submitted to the Rail Crossing Engineering Section (RCES). The design criteria of the proposed
project must comply with the PUC General Orders (GOs), such as GO 26-D: “Clearance on

railroads and street railroads as to side and overhead structures, parallel tracks, and crossings.”
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Several idle oil lines and once active oil lines exist within the portion of the Pacific Harbor Line
Railroad ROW where the railroad track would be realigned. The active oil line, owned by the US
Navy, would be encased in concrete under the railroad track.

2.6.2.2 Permanent Impacts

No Build Alternative

No direct impacts to utilities, emergency services, or the railroad would occur within the study
area under the No Build Alternative.

Build Alternative
Utilities
Operation of the Build Alternative would not require a substantial increase in utility usage. No

permanent impacts would occur.

Emergency Services
No fire or police facilities would be displaced for construction of the proposed project. The

proposed project is not growth inducing; therefore, it would not create a need for additional fire
and police protection facilities. No permanent adverse impacts to fire and police protection

would occur.

Railroads
Once the railroad track is realigned, there would be no impacts to railroad operations.

2.6.3 Avoidance, Minimization, and Mitigation Measures
2.6.3.1 No Build Alternative
No mitigation is required under this alternative.

2.6.3.2 Build Alternative
Construction
The proposed project would be designed to avoid adverse effects to existing service utilities,

emergency services, and railroad operations.

MM U&ES-1 The LAHD shall work in close coordination with the utility service providers in
advance of construction activities to relocate affected utilities to minimize the

impacts to the consumers.

MM U&ES-2 The LAHD or its designee shall prepare a TMP to minimize direct and cumulative
construction impacts on the community similar to MM LU-1.
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Permanent

No avoidance, minimization, and mitigation measures are required.
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2.7 Traffic and Transportation/Pedestrian and Bicycle Facilities

This section addresses potential impacts to vehicular traffic and circulation associated with
implementation of the proposed project.

2.7.1 Regulatory Setting

Caltrans, as assigned by FHWA, directs that full consideration should be given to the safe
accommodation of pedestrians and bicyclists during the development of federal-aid highway
projects (see 23 CFR 652). It further directs that the special needs of the elderly and the disabled
must be considered in all federal-aid projects that include pedestrian facilities. When current or
anticipated pedestrian and/or bicycle traffic presents a potential conflict with motor vehicle
traffic, every effort must be made to minimize the detrimental effects on all highway users who
share the facility.

Caltrans is committed to carrying out the 1990 Americans with Disabilities Act (ADA) by
building transportation facilities that provide equal access for all persons. The same degree of
convenience, accessibility, and safety available to the general public will be provided to persons
with disabilities.

2.7.2 Affected Environment

Existing Traffic Conditions
The information in this section is taken from the Traffic Analysis Report, dated December 2009,
prepared by Iteris, Inc.

The study area consists of one intersection at the John S. Gibson Boulevard/NB I-110
ramps/Gibson Gate. This intersection is signalized. Existing peak hour traffic volume during the
2009 traffic count is shown in Figure 2.7-1.

Traffic conditions were analyzed in the study area. Congestion levels were based on Level of
Service (LOS) ratings, Annual Average Daily Traffic (AADT) volumes, and AM/PM peak-hour
traffic volumes.
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LOS is a measure of the quality of traffic flow and can denote any of an infinite number of
combinations of traffic operating conditions that may occur on a given travel lane or at a given
intersection when it is subjected to various traffic volumes. Table 2.7-1 presents the LOS
definitions for signalized intersections. There are six levels of service, A through F, which relate
to traffic congestion from best to worst, respectively. In general, Level A represents free-flow
conditions with no congestion, whereas Level F represents severe congestion with stop-and-go
conditions. Levels E and F typically are considered unsatisfactory. Corresponding to each
intersection LOS shown in Table 2.7-1 is an average vehicular delay that is estimated by the
HCM method for signalized intersections. This value indicates the amount of delay, expressed in
seconds, that the average motorist at the intersection is expected to experience at a signalized

intersection.
Table 2.7-1
Signalized Intersection Level of Service and Delay
Average
Delay
LOS Interpretation (seconds)
A Uncongested operations; all vehicles clear in a single cycle. 0.0-10.0
B Uncongested operations; all vehicles clear in a single cycle. 10.1-20.0
C Light congestion; occasional backups on critical approaches. 20.1-35.0
D Congestion on critical approaches, but intersection functional. Vehicles required to wait 351-55.0
through more than one cycle during short peaks. No long-standing lines formed. ’ ’
Severe congestion with some long-standing lines on critical approaches. Blockage of
E . ) . ; . . 55.1-80.0
intersection may occur if traffic signal does not provide for protected turning movements.
F Total breakdown with stop-and-go operations. >80.0

Source: Transportation Research Board, Highway Capacity Manual, 2000.

Traffic Forecast

Traffic forecasts for the study area were developed for the baseline year (2009) with project for
the purpose of CEQA impact analysis, and the opening year (2014) and design year (2035) under
both “Build” and “No Build” conditions, for the purpose of NEPA impact analysis. No Build
traffic volumes for the freeway segments and intersections within the study area were developed
using the methodology described in the “Traffic Model Development, Calibration and Validation
of Port Area Travel Demand Model” section of the Traffic Analysis Report prepared for this
project. Table 2.7-2 shows Year 2009 and predicted years 2014 and 2035 peak-hour traffic

volumes under the “No Build” condition within the study area.
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Table 2.7-2

Traffic Volumes for Baseline Year 2009, Opening Year (2014)

and Design Year (2035) Under No Build Condition

2009 (Existing) 2014 Projection 2035 Projection
(No Build) (No Build)
Peak- Peak- Peak- Peak- Peak- Peak-
Hour Hour Hour Hour Hour Hour
Volume | Volume | Volume Volume Volume Volume
SB SR 47 between Fr.ont Street on-ramp 1,978 2,430 3.054 2,599 3252 3.612
and Connector (weaving area)
NB I-110 between Connector and John
S. Gibson Boulevard off-ramp (weaving 3,605 2,552 3,609 2,835 3,811 3,728
area)
NB I-110 off-ramp to John S. Gibson 63 44 105 158 137 290
Boulevard
NB I-110 at John S. Gibson Boulevard 3,542 2,508 3,504 2,676 3,674 3,438
NB on-ramp to I-110 from John S. 1,001 480 1,647 1,489 1,943 1,677
Gibson Boulevard
NB I-110 north of on-ramp at John S, 4,544 2,989 5,151 4,165 5,617 5,115
Gibson Boulevard

Source: Traffic Analysis Report, Iteris, 2009.

Congestion levels were analyzed using the LOS procedures presented in the Highway Capacity
Manual — 2000 Edition (HCM). Table 2.7-3 shows the peak-hour LOS for the John S. Gibson
Boulevard intersection in the existing year (2009), opening year (2014), and design year (2035).
The LOS for the existing condition shows the roadway system is operating within acceptable
levels. The intersection is forecast to operate at LOS D under the No Build Alternative during

both the morning and afternoon peak hours in year 2035.

Table 2.7-3
Existing and Future No Build Years Forecast Study Intersection LOS AM and (PM)
Intersection Existing Future No Build | Future No Build
(2009) (2014) (2035)
John S. Gibson Boulevard and I-110 NB Off-Ramp/
Yang Ming Driveway C(B) C(©) D(D)

Source: Traffic Analysis Report, Iteris, 2009.

Table 2.7-4 shows that on-ramp freeway mainline merges at LOS B in the morning and LOS A
in the afternoon peak hours under the existing conditions. In Year 2035, the NB I-110 on-ramp
freeway mainline merges at LOS E in the morning and LOS D in the afternoon peak hours. The
SB SR 47 west of Harbor Boulevard on-ramp LOS remains the same for both the existing
condition and the Year 2035 No Build condition, which is LOS B in the morning peak hours and
LOS C in the afternoon peak hours. The NB I-110 between the on- and off-ramps and the NB
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I-110 north of John S. Gibson Boulevard on-ramp both have LOS C in the morning peak hours
and LOS B in the afternoon peak hours for the existing condition and LOS C for both the
morning and afternoon peak-hour conditions for Year 2035. While the LOS for the afternoon
peak-hour conditions worsens from LOS B to LOS C for Year 2035, LOS C is still considered an
acceptable LOS condition.

Table 2.7-4
Traffic Forecast for Study Intersection, Freeway Ramp and Mainline LOS
AM and (PM) Peak Hours Under No Build Condition

Freeway Ramp and Mainline Segment (Ex2ig?i?1g) 2014 2035
John S. Gibson Boulevard and I-110 NB Off-Ramp/
Yang Ming Driveway B(B) c© D(D)
NB John S. Gibson Boulevard On-Ramp I-110 (merge) B(A) D(C) E(D)
SB SR 47 West of Harbor Boulevard On-Ramp B(C) C(O) B(C)
NB I-110 between Off- and On-Ramp C(B) C(B) C(O)
NB I-110 North of John S. Gibson Boulevard On-Ramp C(B) C(B) C(C)

Source: Traffic Analysis Report, Iteris, 2009.

Table 2.7-5 shows the result of LOS projections at study intersection, ramp, mainline and weave
during AM and PM peak hours for year 2009, 2014, and 2035 under the Build condition.

Nonmotorized and Pedestrian Features

The east side of John S. Gibson Boulevard has a 10-foot-wide concrete walkway behind the
curb. The west side of the street has concrete sidewalk north of the LAPD Harbor Division
Station driveway and south of Channel Street. As part of this project, the missing gap in sidewalk
would be installed on the west side of John S. Gibson Boulevard from the LAPD southern
driveway to Channel Street.

John S. Gibson Boulevard provides bike lanes in both the SB and NB directions; however, there
is no NB striped bike lane between the John S. Gibson Boulevard/NB I-110 ramps intersection
and the John S. Gibson Boulevard/Channel Street intersection. As part of this project, a bike lane
would be striped for the NB direction between this intersection and the John S. Gibson
Boulevard/Channel Street intersection.

Three of the four legs of the John S. Gibson Boulevard/NB ramp signalized intersection have
pedestrian crossings. No pedestrian crossing is provided for John S. Gibson Boulevard at the
south side. All four corners have handicap-accessible curb ramps. The curb ramps at the west
side of the intersection would be reconstructed as this intersection is being improved.
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Table 2.7-5
Traffic Forecast for Study Intersection, Ramp, Mainline,
and Weave LOS for AM and (PM) Peak Hours Under Build Condition

Year 2009 Year 2014 Year 2035

Roadway No Build Build No Build Build No Build Build
John S. Gibson Boulevard and
[-110 NB Off-Ramp/Yang C(B) B(B) C(©) C(©) D(D) D(D)
Ming Driveway
NB John S. Gibson Boulevard
On-Ramp I-110 (merge) B(A) B(A) D(©) D(©) E(D) D(D)
SB SR 47 East of Harbor
Boulevard On-Ramp B(©) B c© c© B(©) B(©)
NB I-110 Between Off- and
On-Ramp C(B) C(B) C(B) C(B) C(©) C(©)
NB I-110 North of John S.
Gibson Boulevard On-Ramp C(®B) C®) C(®B) C(®) c© c©
SB SR 47 Weaving between
Harbor Boulevard On-Ramp B(C) B(B) D(C) C(B) D(E) C(O)
and I-110 Connector
NB I-110 between Weaving
Segment between SR 47
Connector and John S. Gibson C(B) B(B) C(B) C(B) D(D) c©
Boulevard Off-Ramp

Source: Traffic Analysis Report, Iteris, 2009.

2.7.3 Environmental Consequences

2.7.3.1 Construction Impacts

No Build Alternative

Under the No Build Alternative, no construction activities would occur; therefore, there would

be no construction impacts on traffic deriving from the proposed project.

Build Alternative

The Build Alternative would involve more than a year of construction. During project
construction, area residents may occasionally experience some inconvenience due to
construction equipment and material obstruction of the local streets, pedestrian walkways, and
bike lanes. A temporary construction easement (TCE) would be required from the front row of
residential properties east, west, and south of the SR 47/I-110 interchange for construction of
soundwalls and retaining walls; however, an access obstruction in and out of the residential
homes adjacent to the construction zone is not anticipated. The traffic impacts would be
minimized by providing traffic lane closure chart, detour route, pedestrian routes, residential and
commercial access routes, and temporary traffic signal during construction.
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During project construction, there could be temporary construction impacts affecting fire
protection agencies, law enforcement agencies, and emergency services. The public facility that
might be affected by the construction activities would be the Harbor Police Station as a result of
NB I-110 on-ramp widening and John S. Gibson Boulevard widening. The impacts would be
from traffic delay from construction equipment operation and a partial lane closure on an
occasional basis. The impacts can be minimized by implementation of the Traffic Management
Plan (TMP) to be developed and implemented by the LAHD through its construction contractor,
as described in Section 2.2.3 (MM LU-1) and Section 2.3.4 (MM CCC-1 and MM CCC-2).

2.7.3.2 Operational Impacts

No Build Alternative

The traffic volume for the SB SR 47 to NB I-110 Connector is expected to increase and exceed
the current limit for a single-lane connector. As a result, the SB SR 47 mainline will experience
backup. Currently, traffic from the on-ramp at Front Street enters SB SR 47 at a relatively slow
speed compared to traffic on SR 47 heading SB from the Vincent Thomas Bridge. The weaving
distance between the merge point of the on-ramp and the split of the NB I-110 and SB SR 47
freeways is approximately 720 feet in length. This short weaving distance creates an operational
deficiency, requiring traffic heading SB on SR 47 to suddenly slow down to allow slow-moving
on-ramp traffic the opportunity to merge with traffic on the connector. With the expected traffic
demand in the future, this operational deficiency is expected to worsen without operational

improvements.

Based on the traffic volume forecast, the peak-hour LOS for the John S. Gibson Boulevard
intersection would worsen from LOS B in the morning and afternoon to LOS D in the morning
and afternoon (see Table 1-3 in Chapter 1). In addition, the NB John S. Gibson Boulevard on-
ramp freeway mainline merges at LOS B in the morning and LOS A in the afternoon peak hours
under the existing conditions. In Year 2035, the NB I-110 on-ramp freeway mainline is predicted
to merge at LOS E in the morning and LOS D in the afternoon peak hours.

Build Alternative

The proposed project is an operational improvement project and is not forecasted to increase
traffic volumes. A traffic study was conducted to study traffic conditions with implementation of
the Build Alternative. Based on the new lane configurations under the proposed improvements,
the LOS of NB John S. Gibson Boulevard/I-110 (merge) on-ramp would improve from E to D
during the AM peak hours; the LOS of the SB SR 46 Weaving between Harbor Boulevard on-
ramp and I-110 Connector would improve from D to C during the AM peak hours and from E to
C during the PM peak hours; and the LOS of the NB I-110 between Weaving Segment between
SR 47 Connector and John S. Gibson Boulevard Off-Ramp would improve from D to C during
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the AM peak hours and from D to C during the PM peak hours. The LOS of the remaining
intersections would remain the same. Table 2.7-5 summarizes the traffic forecast at various study

intersections and segments within the project area.

Impacts to Existing Transportation System

The proposed project would improve traffic conditions by improving circulation of vehicles on

roadways within the project limits.

Impacts to Pedestrian Safety
The pedestrian sidewalks for this project would be either maintained or improved to meet ADA

requirements. Sidewalks are provided along both sides of John S. Gibson Boulevard. In addition,
throughout the project, all curb ramps would be upgraded to meet current ADA requirements. No
impact to pedestrian safety is anticipated.

Impacts to Parking

Street parking is not currently permitted along John S. Gibson Boulevard within the project

limits, and this will not be changed by the proposed project. The project is limited to roadway
improvements; therefore, it would not result in any increase in demand for street parking.

2.7.4 Avoidance, Minimization, and Mitigation Measures

Construction

A Traffic Management Plan (TMP) would be prepared and implemented to minimize impacts to
traffic and pedestrian safety during project construction.

MM Traffic-1 The LAHD or its designee shall prepare a TMP to minimize direct and cumulative
construction impacts on the community. The TMP shall be developed in
consultation with the City of Los Angeles Department of Transportation and
Caltrans, and it shall be provided with the construction plan to the City of Los
Angeles Police and Fire Departments prior to commencement of construction
activities. The TMP shall include, but is not limited to, the following

implementation plans:

e Public Information: Provide project update to affected residents and
businesses, including general public, via brochures and mailers, community

meeting, and Web site.

e Motorist Information: Provide project information using changeable message
signs and ground-mounted signs.
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e Incident Management: Implement Construction Zone Enhanced Enforcement
Program (COZEEP), freeway service patrol, and California Highway Patrol
(CHP) traffic handling.

e Traffic Management during Construction: Provide traffic lane closure chart,
detour route, pedestrian routes, residential and commercial access routes, and
temporary traffic signal during construction.

Permanent
No avoidance, minimization, and mitigation measures are required.
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2.8 Visual/Aesthetics

This section addresses potential visual and aesthetic impacts associated with the proposed project
based on the results of the visual impact assessment. The visual analysis was prepared consistent
with methodologies established by FHWA’s Visual Impact Assessment for Highway Projects.
This methodology divides the views into landscape or character units that have distinct, but not
necessarily homogenous, visual appearance. Typical views, called key viewpoints, are selected
for each unit to represent the views to/from the project. The view of the motorist is also

considered as a separate character unit.

Existing and proposed visual quality, both from specific viewpoints, as well as for general

landscape units, is evaluated based on three criteria — vividness, intactness, and unity:

e Vividness: The memorability of the components of a view as they combine to form striking
or distinctive patterns in the landscape. This can include the prominence of a structure or
feature as viewed against other elements, or the interplay of the different elements that create
a striking view.

e Intactness: The integrity of visual order in the view and its freedom from visual
encroachment. Both natural and man-made environments may be encroached upon by
elements that detract from the overall composition of the view. The removal of elements may
also have the same effect.

e Unity: The visual coherence and composition of the landscape viewed to form a harmonious
visual pattern. Manmade environments with no visual relation to natural landform or

landcover patterns display a lack of unity.

2.8.1 Regulatory Setting

NEPA establishes that the federal government use all practicable means to ensure all Americans
safe, healthful, productive, and aesthetically and culturally pleasing surroundings (42 U.S.C.
4331[b][2]; emphasis added). To further emphasize this point, FHWA, in its implementation of
NEPA (23 U.S.C. 109[h]), directs that final decisions regarding projects are made in the best
overall public interest, taking into account adverse environmental impacts including, among

others, the destruction or disruption of aesthetic values.

Likewise, CEQA establishes that it is the policy of the state to take all action necessary to
provide the people of the state “with...enjoyment of aesthetic, natural, scenic, and historic
environmental qualities.” (PRC Section 21001[b]; emphasis added).
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2.8.2 Affected Environment
The project is located in an urbanized residential and industrial area within the south Los
Angeles community of San Pedro and is adjacent to the Port of Los Angeles.

2.8.2.1 Setting

The project setting is within a highly urbanized area within the City of Los Angeles. Residential
areas are situated above the adjacent depressed section of I-110. SR 47, on the south edge of the
project limits, is at the elevation of the adjacent residential area, and the connecting ramp drops
down to meet I-110. The existing MacArthur Avenue Overcrossing, which would remain
untouched by the proposed project, provides views into the I-110 corridor for pedestrians on the
bridge. Along John S. Gibson Boulevard, there are spot views to the freeway corridor, primarily
at the existing off-/on-ramp.

Another major presence in the area is the Vincent Thomas Bridge, which is located to the east of
the project area. It is a major landmark located just outside the proposed study area and within
the viewshed of the proposed project area. This 1,500-foot-long suspension bridge is an
extension of SR 47.

Most of the vegetated areas within the study area consist of ornamental plantings associated with
the residential areas or along SR 47 and I-110. Within the freeway corridors, the slopes are
planted with ice plant (Carpobrotus sp.), Eucalyptus, and palm tree species.

2.8.2.2 Viewshed and Viewer Sensitivity

A viewshed is the area normally visible from an observer’s viewpoint location, including the
screening effects of any vegetation or structures. Limits of a viewshed are defined as the visual
limits of the views to or from the proposed project. The viewshed includes the locations of
viewers likely to be affected by visual changes brought about by the project features. For this
project, the viewshed includes the portions of the city that have views to the bridge. The area of
this viewshed is highly dependent on the topography of adjacent areas, as well as the height of
the buildings, with high rises having potential views even though they are some distance from

the project site.

The sensitivities of different types of viewers vary depending upon their activity and their
awareness of and familiarity with the surrounding environment. The following describes the
comparative sensitivity of the various types of viewers in decreasing order of sensitivity.

e Residents: Residents, particularly those with views of the project from their homes, would

be most sensitive to change because of the relative permanency of their viewing experience.
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Business Owners, Employees, and Customers: Business owners, employees, and
customers of retail, industrial, and professional establishments within the project area would
be considered sensitive viewers because they have frequent opportunities to experience the
views from their workplaces and routinely visit on-street activity areas. These views can be
fleeting or lengthy in duration.

Pedestrians: Pedestrians, both on the bridge or on a street with views to the bridge, would be
considered sensitive viewers, because they would be directly within the viewshed and would
have lengthy exposure to views.

Regular Motorists: Regular motorists would be those who live in the community or who
commute through the corridor on a regular basis and are familiar with the surrounding views;
however, their sensitivity to these views would be less than that of a pedestrian, because their
passage through the project area is quicker and their attention is focused on road conditions.
Occasional Motorists: Occasional motorists are typically nonresident, noncommuter
tourists. Tourists would most likely be heading west toward downtown after exiting I-110.

They would only have views of the project area from the roadway.

2.8.2.3 Visual Resources and Visual Quality at Key Viewpoints
The SR 47/I-110 Connector study area can be divided into three landscape units, which are

described below, and can be seen in Figures 2.8-1 through 2.8-3. The Residential Landscape Unit
is bisected by I-110, the I-110 Landscape Unit is adjacent to SR 47 and I-110, and the John S.
Gibson Boulevard Landscape Unit is located between I-110 and John S. Gibson Boulevard.

Residential Landscape Unit: This landscape unit is found east and west of I-110 and is
centered on, and includes, the MacArthur Avenue bridge crossing over 1-110. In addition
there is a residential area along the south side of SR 47. The area is comprised of single-
family residences. Private yards and street trees are the only vegetation; and there are no
public open spaces.

1-110 Landscape Unit: The I-110 Landscape Unit is comprised of the freeway ROW area
through the project for both I-110 and the SR 47 ramp areas. Also included in the landscape
unit are the on- and off-ramps to John S. Gibson Boulevard. The unit consists of paved areas
associated with the roadways and adjacent landscaping.

John S. Gibson Boulevard Landscape Unit: This landscape unit addresses the streetscape
along John S. Gibson Boulevard, including the street and sidewalk paving, and adjacent
buildings. The existing roadway cross section includes six through lanes, and within this unit,
the City recently constructed a new police station with associated parking and ornamental
plantings. In general, John S. Gibson Boulevard sits lower in the landscape than the nearby
freeway.
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Key viewpoints of the visual resources were established within these landscape units. Key
viewpoints were chosen based on the view experienced most frequently by a sensitive viewer
group. This was done to determine the extent of visual effects on a resource or view resulting
from the project based on the viewer’s response to the change in visual quality. In addition to the
landscape units, Figures 2.8-1 through 2.8-3 show the location and direction of the key
viewpoints analyzed. The key viewpoints for the visual analysis are:

o Key Viewpoint #4, Residential Landscape Unit (Figure 2.8-4): This key viewpoint is
located at the center of the MacArthur Avenue Overcrossing looking to the south. This
viewpoint was selected because it shows the likely changes to SR 47 and the NB I-110 ramp
from the view of pedestrians on the bridge.

o Key Viewpoint #5, Residential Landscape Unit (Figure 2.8-5): The photograph was taken
from the entrance of the West Crestwood Avenue cul-de-sac that backs up to the I-110 ROW.
The view is to the east toward the Port area. The view was selected because it shows the
effects of the ramp widening and the associated sound and retaining walls from this
neighborhood area.

o Key Viewpoint #6, Residential Landscape Unit (Figure 2.8-6): The photograph was taken
from the MacArthur Avenue Overcrossing structure to the north from the east end of the
overcrossing, which is nearest to the neighborhood. The view was selected because it shows
the addition of the proposed soundwall associated with the Build Alternative.

o Key Viewpoint #7, Residential Landscape Unit (Figure 2.8-7): The photograph was taken
from Harker Court looking to the north towards SR 47.The view was selected because it
shows the addition of the proposed soundwall to this neighborhood associated with the Build
Alternative.

e Key Viewpoint #10, 1-110 Freeway Landscape Unit (Figure 2.8-8): The photograph is
taken from the existing SR 47 to I-110 on-ramp. It was selected because it shows the effects
of the proposed ramp widening and associated retaining wall to travelers on the ramp and
along I-110.

e Key Viewpoint #16, John S. Gibson Boulevard. Landscape Unit (Figure 2.8-9): The
photograph was taken from John S. Gibson Boulevard at the intersection with the I-110
off-/on-ramps. The view was selected as a key viewpoint because it shows the potential

project effects along the boulevard.

2.8.3 Environmental Consequences

2.8.3.1 Construction Impacts

For purposes of this analysis, temporary impacts are defined as those impacts that would be in
effect only during construction of the project elements. These impacts are only temporary and

would cease on completion of construction.
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No Build Alternative
No impacts to visual resources over the baseline condition would occur under the No Build
Alternative.

Build Alternative

Active Construction: Construction activities generate visual and aesthetic images that are
generally disruptive to the status quo and may be undesirable or offensive to some affected
individuals or groups. The presence and operation of construction equipment, such as heavy
trucks, cranes, or excavators, may be experienced as disruptive or out of context. Construction-
generated fumes and dust generate visual, as well as air, quality impacts.

Construction Staging Areas: Three locations have been identified as candidates for use as
construction staging areas. Impacts of the staging facilities would be considered low due to the
small areas of these sites and their locations adjacent to transportation corridors and industrial

uses. Overall, due to the temporary nature of these effects, they are not considered substantial.

There would also be some temporary clearing of existing vegetation along the SR 47 to I-110
freeway connector along the base of the slope for the retaining wall construction. In addition,
some trees may have to be removed at the top of the slope to allow construction of the potential

soundwall.

2.8.3.2 Permanent Impacts

The visual impact of project alternatives is determined by assessing the visual resource change
due to the project and predicting viewer response to that change. Visual resource change is the
total change in visual character and visual quality. The first step in determining visual resource
change is to assess the compatibility of the proposed project with the existing visual character of
the landscape. The second step is to compare the visual quality of the existing resources with the
projected visual quality after the project is constructed. Viewer response to the changes is the
sum of viewer exposure and viewer sensitivity to the project, as previously described. The
resulting level of visual impact is determined by combining the severity of resource change with
the degree to which people are likely to react negatively to the change.

No Build Alternative
There would be no visual impact under the No Build Alternative because existing structures and
views would be unchanged.

Build Alternative
Long-term impacts would include the newly constructed roadway pavement, retaining wall, and
soundwall. New plantings, particularly new tree plantings, would take many years to reach
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comparable size to the existing trees. Repair of the groundcover plantings would be anticipated
to require only a few growing seasons to fill in and provide the uniform appearance of the
existing slope. A summary of the existing visual character/quality, proposed project features,
changes to visual character, anticipated viewer response, and resulting visual impacts on Key
Viewpoints #4, #5, #6, #7, #10, and #16 as a result of the Build Alternative are described below.
Tables 2.8-1 and 2.8-2 provide a summary of existing and proposed visual quality by Key
Viewpoint.

Key Viewpoint #4, Residential Landscape Unit
A photo simulation of the proposed changes in this key viewpoint can be seen in Figure 2.8-4.

e Orientation: The photograph is taken from the MacArthur Avenue bridge looking to the
south along I-110. The view is from the perspective of the pedestrian on the bridge.

e Existing Visual Character/Quality: The view is into the I-110 freeway corridor, with the
existing SR 47 connector ramp to the left. The overall visual quality of the view is moderate,
with moderate vividness, intactness, and unity.

e Proposed Project Features: The proposed project features include the widened connector
ramp section and associated retaining wall. In addition, the proposed soundwall can be seen
at the top of the slope.

e Changes to Visual Character: The wider ramp and retaining wall, while noticeable, fit
within what is anticipated for a freeway environment. From this vantage point, the changes
appear minor. If the existing eucalyptus trees near the top of the slope can be preserved, the
addition of the soundwall would be less noticeable due to the partial screening provided by
the vegetation.

e Anticipated Viewer Response: It is anticipated that the pedestrian on the bridge would
likely notice the changes to the visual environment; however, because these changes are
generally slight to the scale of the freeway, the overall sensitivity to the change should be
moderately low to low.

e Resulting Visual Impact: With the anticipated changes, the effect to the visual quality of the
view would be small and would not alter the existing overall moderate visual quality.
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Figure 2.8-4 Key Viewpoint #4, Residential Landscape Unit
(with mitigation at 5 years post-completion)

Existing View

Post-construction View
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Key Viewpoint #5, Residential Landscape Unit
A photo simulation of the proposed changes in this key viewpoint can be seen in Figure 2.8-5.

e Orientation: The photograph is taken to the northeast, across the cul-de-sac to the freeway
right-of-way.

e Existing Visual Character/Quality: The view is to the I-110 freeway ROW from the
neighborhood, with vegetation in the neighborhood to the west, across I-110 in the
background. The overall visual quality of the view is moderate, with moderate vividness,
intactness, and unity.

e Proposed Project Features: From this vantage point, the new soundwall proposed at the end
of the cul-de-sac would block the current views into the freeway ROW.

e Changes to Visual Character: The new visible elements can be seen in the mid- to
foreground of the view. The effect of the wall is to limit the mid-to background views.

e Anticipated Viewer Response: Residents from this vantage point would be sensitive to the
changes in the visual environment due to their familiarity with the existing view.

e Resulting Visual Impact: With the anticipated changes, the effect to the visual quality of the
view would be moderate, and mitigation, in the form of vine plantings on the wall, would

likely lower the existing overall moderate visual quality to moderately low.
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Figure 2.8-5 Key Viewpoint #5, Residential Landscape Unit
(with mitigation at 5 years post-completion)
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Key Viewpoint #6, Residential Landscape Unit
A photo simulation of the proposed changes in this key viewpoint can be seen in Figure 2.8-6.

e Orientation: The photograph is taken from the MacArthur Avenue bridge, looking to the
north along I-110. The view is from the perspective of the pedestrian on the bridge.

e Existing Visual Character/Quality: The view is into the I-110 freeway corridor closest to
the existing homes. The overall visual quality of the view is moderately low, with moderately
low vividness, intactness, and unity. The landscape area in the foreground increases the
visual quality, while the background development and tanks act to lower the visual quality.

e Proposed Project Features: The proposed soundwall would be a very noticeable element in
this view. In addition, the widened ramp and associated retaining wall would also be visible.

e Changes to Visual Character: The wider ramp and retaining wall, while noticeable, fit
within what is anticipated for a freeway environment. From this vantage point, these changes
would appear minor. If the existing trees near the top of the slope can be preserved, the
addition of the soundwall would be less noticeable due to the partial screening provided by
the vegetation.

e Anticipated Viewer Response: It is anticipated that the pedestrian on the bridge would
likely notice the changes to the visual environment; however, because these changes are
generally slight to the scale of the freeway, the overall sensitivity to the change should be
low.

e Resulting Visual Impact: With the anticipated changes, the effect to the visual quality of the
view would be small and would not alter the existing overall moderate visual quality.
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Figure 2.8-6 Key Viewpoint #6, Residential Landscape Unit
(with mitigation at 5 years post-completion)

Post-construction View

Existing View
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Key Viewpoint #7, Residential Landscape Unit
A photo simulation of the proposed changes in this key viewpoint can be seen in Figure 2.8-7.

e Orientation: The photograph is taken to the northeast, across the cul-de-sac to the freeway
ROW.

e Existing Visual Character/Quality: The view is into the 1-110 freeway ROW from the
neighborhood. The existing vegetation in the neighborhood currently blocks street-level
views into the freeway corridor. The overall visual quality of the view is moderate, with
moderate vividness, intactness, and unity.

e Proposed Project Features: From this vantage point, the new soundwall proposed at the end
of the cul-de-sac would block the current views into the freeway ROW.

e Changes to Visual Character: The new visible elements can be seen in the mid- to
foreground of the view. The effect of the wall is to limit the mid-to background views.

e Anticipated Viewer Response: Residents from this vantage point would be sensitive to the
changes in the visual environment due to their familiarity with the existing view.

e Resulting Visual Impact: With the anticipated changes, the effect to the visual quality of the
view would be moderate, and mitigation, in the form of vine plantings on the wall, would

likely lower the existing overall moderate visual quality to moderately low.
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Figure 2.8-7 Key Viewpoint #7, Residential Landscape Unit
(with mitigation at 5 years post-completion)
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Key Viewpoint #10, 1-110 Freeway Landscape Unit
A photo simulation of the proposed changes in this key viewpoint can be seen in Figure 2.8-8.

e Orientation: The photograph is taken from the SR 47/I-110 Connector ramp looking to the
north along I-110. The view is from the perspective of the automobile driver. This viewpoint
is in a similar location to Key Viewpoint #6, but it is from below the bridge at freeway level.

e Existing Visual Character/Quality: The view is along the I-110 freeway corridor adjacent
to the landscaped slope. The overall visual quality of the view is moderately low, with
moderately low vividness, intactness, and unity. The landscape area in the foreground
increases the visual quality, while the background development and tanks act to lower the
visual quality.

e Proposed Project Features: From this vantage point, the retaining wall and widened ramp
paving would be the most noticeable additions to the visual environment. Because of the
height of the adjacent slope, the views to the new soundwall at the top of the slope would
likely be very limited.

e Changes to Visual Character: The wider ramp and retaining wall, while noticeable, fit
within what is anticipated for a freeway environment. From this vantage point, these changes
would appear minor.

e Anticipated Viewer Response: Commuters who frequent the area are likely to be more
sensitive to the changes than infrequent travelers or tourists in the area. This is due to the
commuter’s familiarity with the current views; however, given the slight changes that are
anticipated, it is likely that even commuters would have a low sensitivity to the changes.

e Resulting Visual Impact: With the anticipated changes, the effect to the visual quality of the

view would be small and would not alter the existing overall moderately low visual quality.
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Figure 2.8-8 Key Viewpoint #10, I1-110 Landscape Unit
(with mitigation at 5 years post-completion)

Post-construction View

Existing View
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Key Viewpoint #16, John S. Gibson Boulevard Landscape Unit
A photo simulation of the proposed changes in this key viewpoint can be seen in Figure 2.8-9.

e Orientation: The photograph is taken from the John S. Gibson Boulevard/Port Entry/I-110
off-ramp intersection looking to the south toward the I-110 off-ramp. The view is from the
perspective of the driver on John S. Gibson Boulevard.

e Existing Visual Character/Quality: The overall visual quality of the view is moderately
low, with moderately low vividness, intactness, and unity.

e Proposed Project Features: A short retaining wall would be located along John S. Gibson
Boulevard, which would be necessary to hold the slope from the ramp. The pavement on the
on- and off-ramps would include an additional lane, making it a bigger presence in the view.

e Changes to Visual Character: The wider ramp and retaining wall, while noticeable, fit
within what is anticipated for a freeway environment. From this vantage point, these changes
would appear minor.

e Anticipated Viewer Response: To the frequent traveler in the area, the changes would be
noticeable due to the traveler’s familiarity with the existing view; however, because the
anticipated changes do not represent a large change from the existing visual environment, it
is anticipated that viewer sensitivity would be low.

e Resulting Visual Impact: With the anticipated changes, the effect to the visual quality of the
view would be small and would not alter the existing overall moderately low visual quality.
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Figure 2.8-9 Key Viewpoint #16, John S. Gibson Boulevard Landscape Unit
(with mitigation at 5 years post-completion)
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Table 2.8-1
Summary of Existing and Proposed Visual Quality by Key Viewpoint — No Build Alternative
FHWA Visual Assessment Criteria
S Overall Visual
é Vividness® Intactness® Unity® Quality
.g LanSz::tape Primary Project Elements (V+I1+U/3)
E Exist Prop? | Exist* | Prop® | Exist' | Prop® | Exist* | Prop®
No Build Alternative
4 | Residential 43 | N/JA | 43 | NJA | 40 | NA | 420 | N/A
Landscape Unit
5 | Residential 43 | NA | 43 | NA | 40 | NA | 420 | NA
Landscape Unit
Residential
6 Landscape Unit | No project would be built under this alternative. The Port 34 N/A 3.0 N/A 3.0 N/A 3.13 N/A
would operate under the existing conditions of the John
Residential S. Gibson Boulevard/I-110 access ramps and SR 47/1-110
7 | esidential -l Connector. 32 | NJA | 30 | NA | 30 | NA | 307 | NA
Landscape Unit
10 | 110 Freeway 34 | NA | 34 | NA | 30 | NA | 326 | NA
Landscape Unit
John S. Gibson
16 | Boulevard 2.8 N/A 2.5 N/A 2.5 N/A 2.60 N/A
Landscape Unit
1 — Existing Visual Quality Rating for Each Key Viewpoint
2 — Proposed Visual Quality Rating for Each Key Viewpoint (no rating for the No Build Alternative)
3 — Evaluation Scale: 1 to 7 (1 = very low, 4 = moderate, 7 = very high)
John S. Gibson Interchange 2-75 February 2012

SR 47/1-110 Connector Project




Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

Table 2.8-2
Summary of Existing and Proposed Visual Quality by Key Viewpoint — Build Alternative

FHWA Visual Assessment Criteria

S Overall Visual
é Vividness® Intactness® Unity® Quality

.g Langﬁﬁape Primary Project Elements (V+I+UR3)
E Exist Prop® | Exist® | Prop? | Exist' | Prop? | Exist' | Prop?

Build Alternative

Residential The SB SR 47/NB I-110 connector would be widened
4 | Landscape from one lane to two lanes. 43 4.2 43 4.1 4.0 4.0 420 | 4.10
Unit A through lane would be added between the connector and
West Channel Street interchange NB off-ramp at John S.
Residential Gibson Boulevard. The Channel Street Overhead would
5 Landscape be widened by approximately 14 feet. 4.3 4.3 4.3 4.3 4.0 4.0 4.20 4.20
Unit

The NB I-110 on- and off-ramp at John S. Gibson

Boulevard would be widened with Caltrans standard

6 ﬁrsllddsirgil shoulders. The on-ramp would be lengthened and 34 | 30 | 30 | 30 | 30 | 30 | 313 | 3.00
Unit reahgned to the east, resulting in a new edge.of. pavement
ranging from 12 feet to 42 feet east of the existing ramp.
Residential John S. Gibson Boulevard and the NB I-110 ramps would
7 | Landscape be restriped to provide longer left-turn lanes. The signal 3.2 3.0 3.0 3.0 3.0 3.0 3.07 3.00
Unit system would be upgraded. A new 5-foot-wide concrete

sidewalk would be provided for the SB direction south of
I-110 Freeway | the intersection up to the Channel Street intersection. A

10 | Landscape bike lane would be striped for the NB direction between 3.4 3.2 34 3.1 3.0 3.0 3.10 N/A
Unit this intersection and the Channel Street intersection.
John S. Gibson | Seven masonry soundwalls up to 14 feet high would be
Boulevard constructed within the Caltrans ROW along the property

16 Landscape line of the residences located adjacent to the SR 47/I-110 238 2.8 25 25 2.5 25 2.60 2.60
Unit interchange.

1 — Existing Visual Quality Rating for Each Key Viewpoint; 2 — Proposed Visual Quality Rating for Each Key Viewpoint
3 — Evaluation Scale: 1 to 7 (1 = very low, 4 = moderate, 7 = very high)
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2.8.4 Avoidance, Minimization, and Mitigation Measures
2.8.4.1 No Build Alternative

No mitigation is required.

2.8.4.2 Build Alternative
Construction
No avoidance, minimization, and mitigation measures are required.

Permanent

To address the potential adverse visual impacts to the project area, and community concerns over
the visual change of scale of the highway corridor, the following actions are recommended. With
implementation of these mitigation measures, the visual impacts of this project can be reduced

and would not result in a substantial change in overall visual quality for the area.

MM VIS-1  Develop Context-Sensitive Solutions for the aesthetic and landscape treatments of

the project elements based on the Caltrans Aesthetic and Landscape Master Plan.

MM VIS-2  Apply architectural detailing to the soundwalls and retaining walls, including
textures, colors, and patterns. Include caps that will provide shadow lines.

MM VIS-3  Include vine plantings to soften the new soundwalls.
MM VIS-4  Apply anti-graffiti coating to all visible walls.

MM VIS-5  Utilize drainage and water quality elements, where required, that maximize the
allowable landscape. Place any water quality or detention ponds out of clear view
of the interchange and the highway.

MM VIS-6  Use a visually compatible ornamental groundcover in any detention/water quality

basins or geoswales that are located within ornamental landscape areas.

MM VIS-7  Landscape and revegetate disturbed areas to the greatest extent feasible.
Landscaping should include appropriate irrigation, establishment, and

maintenance to assure ongoing success of the plantings.

John S. Gibson Interchange 2-77 February 2012
SR 47/1-110 Connector Project



Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

2.9 Cultural Resources

This section addresses potential impacts associated with archaeological and historic architectural
resources within the project Area of Potential Effects (APE). The information is excerpted from
the Historic Property Survey Report (HPSR), Archaeological Survey Report (ASR),
Supplemental ASR, Historical Resources Evaluation Report (HRER), Extended Phase I Report
(Ex Ph I), Supplemental Ex Ph I Report, Archaeological Evaluation Report (AER), and Finding
of Effect (FOE) Report, prepared as part of this environmental document.

29.1 Regulatory Setting
“Cultural resources,” as used in this document, refers to all historical and archaeological
resources, regardless of significance. The following laws and regulations deal with cultural

resources.

The National Historic Preservation Act of 1966 (NHPA), as amended, sets forth national policy
and procedures regarding historic properties, defined as districts, sites, buildings, structures, and
objects included in or eligible for the National Register of Historic Places (NRHP). Section 106
of the NHPA requires federal agencies to take into account the effects of their undertakings on
such properties and to allow the Advisory Council on Historic Preservation (ACHP) the
opportunity to comment on those undertakings, following regulations issued by the ACHP (36
CFR 800). On January 1, 2004, a Section 106 Programmatic Agreement (PA) between the
ACHP, FHWA, State Historic Preservation Officer (SHPO), and Caltrans went into effect for
Caltrans projects, both state and local, with FHWA involvement. The PA implements the
ACHP’s regulations (36 CFR 800) streamlining the Section 106 process and delegating certain
responsibilities to Caltrans. FHWA’s responsibilities under the PA have been assigned to
Caltrans as part of the Surface Transportation Project Delivery Pilot Program (23 CFR 773)
(July 1, 2007).

Historical resources are considered under CEQA, as well as PRC Section 5024.1, which
established the California Register of Historical Resources (CRHR). PRC Section 5024 requires
state agencies to identify and protect state-owned resources that meet NRHP listing criteria. It
further specifically requires Caltrans to inventory state-owned structures in its ROWs.

29.2 Affected Environment

2.9.2.1 Area of Potential Effects

The APE for the project was first established in consultation with Caltrans’ Gary Iverson,
Principal Investigator, Prehistoric Archaeology, and Ghaboos Hamdi, Project Manager, on
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October 26, 2009. The APE was later revised in consultation with Noah Stewart, Principal
Architectural Historian, and Ghaboos Hamidi, Project manager, on October 7, 2010.

The APE boundary was drawn to include all areas that could be subject to ground disturbance
within the Caltrans’ right-of-way (ROW), plus the area needed to widen John S. Gibson

Boulevard and to construct sound walls.

The APE is comprised of paved roadways (the I-110 freeway, John S. Gibson Boulevard, the
ramps connecting them, and a Port of Los Angeles container facility) and unpaved landscaped
areas. The unpaved area along the eastern edge of pavement of I-110 north of the railroad
undercrossing, including the on- and off-ramps to John S. Gibson Boulevard, is on fill that was
placed to support the freeway. The area on both sides of Channel Street is on fill placed to fill the
marsh and bay that formerly existed there, as shown on the 1896 USGS Redondo quadrangle.
South of Miraflores Avenue, the unpaved area along the east side of I-110 is a steep cut slope
that extends from the freeway up to the top of Barton Hill. The area between the ramps in the SR
47/1-110 interchange is on the floor of the cut made for the construction of the interchange. The
areas located at the top of the cut within Caltrans’ right-of-way are generally disturbed due to
residential construction activities. However, there were some undisturbed soils identified at the
area near the residential fence line next to the Caltrans’ ROW.

The vertical APE extends to a depth of 3 to 5 feet where excavation would occur for construction
of the additional lane where the northbound connector from SR 47 merges with I-110. This area
is in a cut that is already about 30 feet below the original ground surface at this point. This cut
was made through Barton Hill in 1968-1970 in order to construct the SR 47/I-110 interchange at
an elevation about 10 to 30 feet lower than the original top of Barton Hill (time of construction
from Butler 1974; depth of cut from comparison of pre-construction topography shown on 1964
USGS Torrance quadrangle with current elevations from Google Earth). At Channel Street, the
vertical APE extends to a depth of over 15 feet where construction pits would be excavated for
the columns to support the widening of the Channel Street Overhead Crossing and piles would
be driven to an unknown depth. The Channel Street area appears to be built on fill that was
placed in a westward extension of a bay of Wilmington Lagoon. This bay previously extended
farther west, as shown on the 1896 edition of the USGS Redondo quadrangle, compared to the
westward extent of the Southwest Slip, as shown on the 1964 edition (photorevised 1981) of the
USGS Torrance quadrangle. In the John S. Gibson Boulevard widening area, the vertical APE is
1 to 3 feet below surface. The vertical APE in areas where soundwalls would be constructed is
10 to 15 feet in order to allow for excavation for footings. The vertical APE in the rest of the
APE is near zero because no additional excavation is planned in these areas. I-110 north of the

railroad is built on fill since the elevation of the freeway varies from 36 feet to 63 feet in this
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area, according to Google Earth, while the original elevation of this area was less than 20 feet as
shown on the 1964 edition of the USGS Torrance quadrangle. North of the southern boundary of
parcel 7400-016-001, I-110 cuts through a hill with an original elevation of over 120 feet. The
elevation of I-110 in this area is now 73 to 85 feet, according to Google Earth, while the original
elevation of this area was more than 120 feet as shown on the 1964 edition of the USGS
Torrance quad.

2.9.2.2 Research Methods

A cultural resources record search was performed on November 11, 2008, at the South Central
Coastal Information Center (SCCIC) of the California Historic Resources Information System
(CHRIS) at California State University, Fullerton, to identify previously recorded cultural
resources within the survey area and within a 1-mile radius of the project area. The SCCIC is the
designated repository of the CHRIS for Los Angeles County, and it houses records and
associated studies concerning historic architectural and archaeological resources in Los Angeles
County. In addition to site records and reports on file at the SCCIC, the following sources were
consulted for this project:

e NRHP Web site (http://www.cr.nps.gov/nr), through August 2009

e California Historical Landmarks (State of California, 1996) et seq.

e C(California Points of Historical Interest (State of California, 1992) et seq.

e Office of Historic Preservation Historic Property Inventory

e C(City of Los Angeles Historic-Cultural Monuments

e Los Angeles Central Library

e LAHD archives

e FElectric Railway Historical Association of Southern California online archives — historical
maps including the 1896 United States Geological Survey (USGS) San Pedro and Redondo
15-minute quads and the 1944 Army Map Service Redondo and San Pedro quads

Forty-two (42) previous studies have been performed within the 1-mile radius of the project
APE. Three of these included portions of the project APE. One of the studies included a portion
of John S. Gibson Boulevard within the APE, and another included the I-110 area in the northern
part of the APE. The third was a linear survey that crossed the APE in the vicinity of Channel
Street. As a result of the previous studies, approximately 25 percent of the current project APE
has been surveyed for archaeological resources. Prior to these studies that were completed to
comply with CEQA and NEPA requirements, several archaeologists informally surveyed the
areca. These included N.C. Nelson in 1912, F.H. Racer in 1939, D.L. True in 1939, and Hal
Eberhart in 1952. These archaeologists recorded most of the prehistoric sites in the area before

many of them were destroyed by subsequent development. Two cultural resources have been
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recorded within the project APE, and 41 cultural resources have been recorded within 1-mile of
the project. Of the 41 cultural resources within 1-mile, 20 are prehistoric archaeological sites and
21 are structures from the historical period. The two cultural resources recorded within the APE
(CA-LAN-152 and CA-LAN-283) are prehistoric archaeological sites.

On April 21, 2009, a letter was sent to consulting and interested parties who may have
knowledge of or concerns with cultural resources in the area, requesting information regarding
any historic buildings, districts, sites, objects, or archaeological sites of significance within the
project APE. The letter was sent to the following local government and local historical
societies/historical preservation groups:

e San Pedro Bay Historical Society

e Wilmington Historical Society

e Historical Society of Southern California

e Los Angeles City Historical Society

e The Electric Railway Historical Association of Southern California

e Southern California Scenic Railway Association, Inc.
No responses were received.

In accordance with Section 106 of the NHPA, on November 14, 2008, a request was made to the
Native American Heritage Commission (NAHC) for a review of the Sacred Lands File (SLF) to
determine if any known cultural resources are present within or adjacent to the project APE. The
NAHC responded on November 17, 2008, stating that the SLF failed to indicate the presence of
Native American cultural resources within the project vicinity. The NAHC requested that four
Native American individuals and/or organizations be contacted to solicit any information or

concerns regarding cultural resources issues related to the proposed project.

Letters requesting information about the project area and comments about the project were sent
to the following Native American contacts on November 19, 2008: Cindi Alvitre, John Tommy
Rosas, Anthony Morales, Sam Dunlap, and Robert Dorame. In a telephone conversation with
Anthony Morales on December 8, 2008, he requested grading monitoring by archaeological and
Native American monitors because he considers the area to be sensitive. In a letter from Robert
Dorame dated January 30, 2009, he requested grading monitoring by a Native American from his
group because the area is sensitive. In a telephone conversation with Sam Dunlap on March 6,
2007, he requested grading monitoring by an archaeologist because there may be buried
remnants of the sites that were recorded in the area. In an e-mail from John Tommy Rosas
received on November 20, 2008, he stated that he objects to and opposes the proposed project
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based on “past and current indigenous rights violations by [Port], et al.; and City and Caltrans.”
He requested direct consultation with the Caltrans Tribal Liaison. Consultation with Mr. Rojas
was carried out under the auspices of the Federal guidelines for Section 106 consultation as an
interested Native American party. During this consultation, Mr. Rojas requested that
nondestructive geophysical testing be carried out at site CA-LAN-283. The geophysical testing
was carried out during the week of August 22, 2009 by Caltrans, and the results were
incorporated into the HPSR prepared for this project (Note that the HPSR was sent to Mr. Rojas
for his information). A follow-up phone call was made to Cindi Alvitre on December 17, 2008,
and a voice mail message was left. A second follow-up phone call was made to Cindi Alvitre on
January 29, 2009, but she has not responded.

Another outlet for public involvement was the open house community meeting held on January
7, 2009, at Banning’s Landing Community Center. The primary concerns voiced by the
community pertained to the protection of the skate facility, as well as noise, vibration, and air
quality, all of which are addressed in other sections of this document.

2.9.2.3 Historic Architectural Resource Findings

There were no historic architectural resources identified within the APE by the records search
completed for the HPSR; however, one resource, the Pacific Electric Railway West Basin Line,
was determined eligible for listing in the CRHR in the Wilmington Waterfront Development
Project Environmental Impact Report. Furthermore, one resource, the Pacific Electric San Pedro
via Torrance Line was determined to have been constructed in 1903. Both cultural resources
were evaluated for inclusion in the NRHP and/or the CRHR.

Pacific Electric Railway West Basin Line
The Pacific Electric Railway (now known as Union Pacific Railroad which is part of the Harbor

Belt Line at this location) West Basin Line between Broad Avenue and Front Street was
previously determined eligible for listing in the California Register of Historical Resources under
Criterion 1 for the rail’s association with regional settlement and patterns of urban development
which can be attributed to the development and route of the railway; Criterion 2 because the
Pacific Electric Railway was the culmination of the life work of Henry Edwards Huntington and
his vision of developing Southern California along a network of high-speed steel-railed routes;
and Criterion 3 because Pacific Electric Railway was an electric railway and embodies the
distinctive characteristics of a type, period, or method of construction. The Pacific Electric
Railway West Basin Line appears to be significant for one or more of the following NRHP
Criteria for Evaluation: A (event), B (person), and C (design/construction) for the reasons stated
above.
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The West Basin Line was constructed in 1910 and was incorporated into the Harbor Belt Line,
which was established in 1929, and has subsequently been maintained by the Los Angeles
Harbor Department (LAHD). A site visit was conducted on May 21, 2009 by the project
qualified architectural historian, with Bob Henry, Port Commission Executive Officer, who
previously managed the Pacific Electric Railway Improvement Project at the Port. Research was
conducted in Sanborn Fire Insurance Maps, LAHD archives, and the Electric Railway Historical
Association of Southern California (ERHA) online archives. The segment of the Pacific Electric
Railway West Basin Line located within the APE for this project (beginning at the intersection of
John S. Gibson Boulevard and Channel Street, and ending approximately 2,000 feet north of the
intersection) was a segment of the San Pedro via Dominguez Line portion of the West Basin
Line. Research in the ERHA online archives indicates that this rail line largely carried freight
and was rebuilt in 1944 with 90-pound rail for freight traffic.

Research in the Sanborn Fire Insurance maps indicates that the segment of the Pacific Electric
Railway West Basin Line located within the APE as described above was originally located east
of the Wilmington and San Pedro Road, which followed the boundary of Rancho Los Palos
Verdes. The Wilmington-San Pedro Road was relocated and dedicated as John S. Gibson
Boulevard in 1975. Research in the LAHD archives and personal communication with Bob
Henry, Port Commission Executive Officer, indicates that the Wilmington and San Pedro Road
and original spur were incorporated into a container facility in the 1980s for internal circulation
at that wharf, and the rail line was rerouted and constructed on the east side of John S. Gibson
Boulevard at that time. The site visit conducted on May 21, 2009, and research in the LAHD
archives confirmed that the rail line has been rerouted and reconstructed. Because the segment of
the West Basin Line as described above was rerouted and reconstructed to modern freight rail
standards in the 1980s, the segment of the West Basin Line located within the APE does not
retain integrity of location, design, materials, workmanship, and association. The rerouted rail
line is still located within the Port of Los Angeles; therefore the segment of the West Basin Line
located within the APE retains integrity of setting and feeling. In addition, because the West
Basin Line was rerouted and reconstructed in the 1980s, the line is not 50 years of age.
Therefore, the segment of the Pacific Electric Railway West Basin Line located within the APE
as described above does not possess sufficient integrity to be considered eligible for listing in the
NRHP and has not achieved significance within the last 50 years as defined by Criteria
Consideration G, and is not eligible for listing in the NRHP. The property has also been
evaluated in accordance with Section 15064.5(a)(2)-(3) of the CEQA Guidelines, using the
criteria outlined in Section 5024.1 of the California Public Resources Code, and it is not

considered an historical resource for the purposes of CEQA.
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Pacific Electric San Pedro via Torrance Line

The San Pedro via Torrance Line was constructed by the Pacific Electric Railway as the first line
to enter San Pedro with service beginning in 1903. The San Pedro via Torrance Line was
instrumental in the rail development of the Port of Los Angeles for both commercial freight and
passenger service, and spurred commercial and residential development in San Pedro. Henry
Huntington is a historic person in the development of southern California, and was responsible
for the construction of several rail lines throughout the region. The line reflects Huntington’s
first quest to dominate rail development in the Port of Los Angeles. The San Pedro via Torrance
line was originally constructed with 70 pound standard-width gauge rail with redwood ties and
gravel ballast. Research does not indicate this reflects exceptional or innovative design. The
Pacific Electric Railway San Pedro via Torrance Line appears to be significant for one or more
of the following NRHP Criteria for Evaluation: A (event) and B (person) for the reasons stated
above.

Personal communication with Bob Giannoble, Pacific Harbor Line Company Chief Engineer,
indicates that the segment of the San Pedro via Torrance Line located within the APE (beginning
at the intersection of John S. Gibson Boulevard and Channel Street to approximately 500 feet
northwest of the intersection) rail gauge was upgraded from 136-pound gauge to 110-pound
gauge approximately 10 years ago. Because the rail gauge, and presumably ties and ballast, has
been upgraded over the course of time, the resource does not retain integrity of design, materials,
workmanship, and association. The San Pedro via Torrance Line follows its original route, and
retains integrity of location, setting, and feeling. Therefore, the segment of the Pacific Electric
Railway San Pedro via Torrance Line located within the APE as described above does not
possess sufficient integrity to be considered eligible for listing in the NRHP and has not achieved
significance within the last 50 years as defined by Criteria Consideration G, and is not eligible
for listing in the NRHP. The property has also been evaluated in accordance with Section
15064.5(a)(2)-(3) of the CEQA Guidelines, using the criteria outlined in Section 5024.1 of the
California Public Resources Code, and it is not considered an historical resource for the purposes
of CEQA.

2.9.2.4 Archaeological Resource Findings

Site CA-LAN-152 was recorded where John S. Gibson Boulevard intersects with the I-110
access ramps that connect to John S. Gibson Boulevard and the Gibson Gate entrance into the
Port of Los Angeles container facility. The site was on a bluff that was graded away during the
1960s, according to Dillon (1981), or was in the marsh that was later filled to form the Channel
Street area, based on plotting the site location from the records search map on the 1896 USGS
Redondo quad. In summary, Site CA-LAN-152 has either been destroyed by grading or has been
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covered by more than 10 feet of fill. Excavation activities for the project would not exceed the
depth of fill in this area and would not affect any native undisturbed soil.

The location of previously recorded archaeological site CA-LAN-283 was the top of Barton Hill
(Butler, 1974: Figure 1). Data recovery was carried out by California State University Long
Beach in 1968 prior to construction of the SR 47/I-110 interchange. The entire interchange area
was excavated 10 to 30 feet below the original surface of Barton Hill when the construction took
place. This removed almost all of the area recorded as Site CA-LAN-283 within the current
project APE, except for the narrow strips of land between the top of the slope where a series of
soundwall would be constructed. Two Ex Ph I surveys were conducted at the proposed
soundwall construction sites located at the top of the slope along the Caltrans ROW line adjacent
to the first-row residences facing the freeway within the project APE. The results of the survey
are summarized below.

An Ex Ph I survey was conducted in September 2009 to determine if intact archaeological
deposits associated with Site CA-LAN-283 are present within the project APE. The Ex Ph I
testing program consisted of 16 shovel test pits (STPs) and 2 hand-excavated units. The results
from the STPs and hand-excavated units showed that prehistoric flaked stone debitage and a few
flaked stone tools, along with marine shell, are mixed with 20" century building materials (i.e.,
concrete and glass) down to sterile soil, which is 50 to 85 centimeters below the surface. This
indicates that the remnant of Site CA-LAN-283 in the study area was disturbed and mixed with
building materials when the house foundations were demolished prior to 1968. It appears that the

prehistoric deposit is no longer intact.

A Supplemental Ex Ph I survey was conducted in January 2010 to determine if intact
archaeological deposits associated with Site CA-LAN-283 are present within the project
supplemental APE where the additional soundwalls would potentially be constructed. The
Supplemental Ex Ph I program consisted of the excavation of 32 STPs and 2 hand-excavated
units. The results from the STPs and hand-excavated units indicate that there is a relatively
undisturbed remnant of CA-LAN-283 in the supplemental APE.

Following completion of the Supplemental Ex Ph I, CA-LAN-283 was evaluated in the AER
(September 2010) as eligible (under criterion D) for listing in the NRHP and the CRHR.
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2.9.3 Environmental Consequences
2.9.3.1 Construction Impacts
No Build Alternative

Because no construction would occur under the No Build Alternative, there would be no impacts.

Build Alternative

The portion of site CA-LAN-283 in the project APE that contributes to the eligibility of
CA-LAN-283 consists of a narrow strip of land at the top of the slope on the west side of the
I-110/SR 47 interchange. Intact archaeological deposits that have the potential to yield important
information located in this strip of land would be affected by construction of portions of
soundwalls. Specifically, portions of the intact deposits would be destroyed by excavations
necessary to construct the footings for the soundwalls. Construction of the soundwalls would
result in physical destruction of a portion of the area that contributes to the eligibility of CA-
LAN-283 [36 CFR 800.5(a)(2)(1)]. This would result in an adverse effect on CA-LAN-283.

In accordance with 14 California Code of Regulations (CCR) Section 15064.5(¢e), in the event of
the accidental discovery of any human remains in any location other than a dedicated cemetery,
the Los Angeles County Coroner must be notified of the discovery (California Health and Safety
Code Section 7050.5), and all activities in the immediate area of the find must cease until
appropriate and lawful measures have been implemented. If the coroner determines that the
remains are recent or of Native American origin, then the coroner will notify the NAHC in
Sacramento within 24 hours to determine Most Likely Descendent (MLD) for the area. The
designated MLD can make recommendations to the landowner or person responsible for the
excavation work, for means of treating or disposing of, with appropriate dignity, the human
remains and any associated grave goods as provided in PRC Section 5097.98.

2.9.3.2 Permanent Impacts
No Build Alternative
Because no construction would occur under the No Build Alternative, no permanent impacts

would occur.

Build Alternative

Historic properties in the APE were identified as part of the comprehensive cultural resource
study conducted as part of this project. The West Belt Line Railroad and the San Pedro via
Torrance Line Railroad, identified in the APE, were evaluated and determined to be not eligible
for the NRHP. Prehistoric archaeological sites CA-LAN-152 and CA-LAN-283 were identified
within the APE. CA-LAN-152 was determined to either have been destroyed or covered by over
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10 feet of fill. CA-LAN-283 was evaluated and determined to be eligible for the NRHP under
Criterion D.

Caltrans has determined that the undertaking (the Project) will have an adverse effect on historic
properties (Site CA-LAN-283) pursuant to Section 106 PA Stipulation X.C and, has consulted
with the State Historic Preservation Officer (SHPO) regarding the resolution of adverse effects,
pursuant to Section 106 PA Stipulation XI, 36 CFR 800.6(a), and 800.6(b)(1). SHPO has
concurred with Caltrans’ findings on December 9, 2010 (FHWA101101A). A data recovery
program will be undertaken to resolve the adverse effect of the eligible archaeological site
CA-LAN-283.

Because the Harbor Belt Line West Basin Line and Harbor Belt Line San Pedro via Torrance
Line are not eligible for listing in the NRHP and Site CA-LAN-152 may have been destroyed or
buried beneath the level that this project would reach, these resources are not subject to Section

4(f) evaluation, as described in Section 2.1.2 of this report.

Caltrans has also determined that the National Register-eligible archaeological site CA-LAN-283
is exempt from Section 4(f) as described in 23 CFR 744.13b(1) as this archaeological resource is
important chiefly because of what can be learned by data recovery and has minimal value for
preservation in place. In accordance with 23 CFR 744.13b(2), Caltrans has consulted with
SHPO, and received SHPO concurrence on February 4, 2011.

294 Avoidance, Minimization, and Mitigation Measures
No Build Alternative
No mitigation is required.

Build Alternative

Construction

Based on the results of the ASR, Supplemental ASR, Ex Ph I, and Supplemental Ex Ph I, the
possibility that buried archaeological resources would be encountered during ground disturbance
is minimal outside the Site CA-LAN-283 boundary; therefore, archaeological and Native
American monitoring is not recommended in areas where ground disturbance would occur
outside the Site CA-LAN-283 boundary. Additional archaeological survey will be needed if
project limits are extended beyond the present survey limits.

If human remains are discovered, State Health and Safety Code Section 7050.5 states that further
disturbances and activities shall cease in any area or nearby area suspected to overlie remains,
and the County Coroner contacted. Pursuant to Public Resources Code (PRC) Section 5097.98,
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if the remains are thought to be Native American, the coroner will notify the Native American
Heritage Commission (NAHC) who will then notify the Most Likely Descendent (MLD). At this
time, the person who discovered the remains will contact Gary Iverson, Environmental Branch
Chief/ District Native American Coordinator so that they may work with the MLD on the
respectful treatment and disposition of the remains. Further provisions of PRC 5097.98 are to be
followed as applicable.

A data recovery plan for the portion of archaeological site CA-LAN-283 that would be adversely
affected by the proposed project has been prepared following guidance in Attachment 6 of the
Section 106 PA and has been included as a stipulation in the Memorandum of Agreement
(MOA) to be signed by Caltrans, the SHPO, and the interested Native American parties. Caltrans
will ensure that the data recovery plan entitled “Data Recovery Plan for the Portion of CA-LAN-
283 to be affected by the John S. Gibson Boulevard/ I-110 Access Ramps and SR 47/I-110
Connector Improvements Project” is implemented. The data recovery plan would be
implemented prior to commencement of ground-disturbing activities for construction of the
soundwalls.

MM CUL-1 Implement an Archaeological Data Recovery Plan (also known as Phase III
excavations) for the portion(s) of Site CA-LAN-283 to be affected by the project

prior to any ground-disturbing activities.

MM CUL-2 In the unlikely event that previously unidentified cultural materials are unearthed
during construction, work shall be halted in that area until a qualified
archaeologist can assess the significance of the find.

Permanent
No avoidance, minimization, and/or mitigation measures are required.

K/ X/ K/
L4 L X4 L4
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PART Il - PHYSICAL ENVIRONMENT

2.10 Hydrology and Floodplains

This section addresses potential impacts to stormwater drainage systems and floodplains that
could result from implementation of the proposed project. The information presented in this
section is excerpted from the Storm Water Data Report prepared as part of this project.

2.10.1 Regulatory Setting

Executive Order 11988 (Floodplain Management) directs all federal agencies to refrain from
conducting, supporting, or allowing actions in floodplains unless it is the only practicable
alternative. The FHWA requirements for compliance are outlined in 23 CFR 650 Subpart A. To
comply, the following must be analyzed:

e The practicability of alternatives to any longitudinal encroachments

e Risks of the action

e Impacts on natural and beneficial floodplain values

e Support of incompatible floodplain development

e Measures to minimize floodplain impacts and to preserve/restore any beneficial floodplain
values impacted by the project

The base floodplain is defined as “the area subject to flooding by the flood or tide having a one
percent chance of being exceeded in any given year.” An encroachment is defined as “an action

within the limits of the base floodplain.”

2.10.2 Affected Environment
A Storm Water Data Report was prepared by Parsons in September 2010.

2.10.2.1 Overall Hydrologic Conditions

The project site is located within the Los Angeles Harbor watershed, which is part of the
Dominguez Channel Hydrologic Unit, with the Hydrologic Sub-Area (HSA) identified as
411.02, and is within the jurisdiction of the Los Angeles Regional Water Quality Control Board
(LARWQCB). The Dominguez Watershed is comprised of approximately 110 square miles of
land in the southern portion of Los Angeles County. Approximately 96 percent of the total
watershed area is developed, and the land use is predominantly transportation. Typically,
watersheds are defined by the natural topography of its drainage area; however, the Dominguez
Watershed boundary is defined by a network of storm drains and smaller flood control channels.
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The Dominguez Channel extends from Los Angeles International Airport to Los Angeles Harbor
and drains large, if not all, portions of the cities of Inglewood, Hawthorne, El Segundo, Gardena,
Lawndale, Redondo Beach, Torrance, Carson, and Los Angeles. Drainage along the freeway
alignment is away from the freeway pavement towards designed collection along the highway.

The receiving water body near the project limits is Los Angeles Harbor.

According to the Caltrans Water Quality Planning Tool, HSA 411.02 has an average annual
rainfall of 13.8 inches. The area has a Mediterranean climate, with warm summers and mild
winters. The rainy season, as defined by the LARWQCB, is from October 1 through May 1, with
most of the rain occurring primarily from November through April. The annual rainfall for a
typical dry year and wet year are 5.53 inches and 20.67 inches, respectively.

The project is located in a heavily urbanized land-use area zoned commercial and industrial. A
very high percentage of the surrounding project area is impervious, consisting primarily of
buildings and paved surfaces. The only substantial pervious areas are the vacant parcels adjacent
to NB I-110. The small amount of pervious land that does exist has moderately slow infiltration
rates when thoroughly wetted and consists chiefly of moderately well to well-drained sandy

loam.

The ground surface at the proposed project site has an elevation ranging from approximately 90
feet above mean sea level (MSL) at the highest point of the SR 47/NB I-110 Connector to
approximately 40 feet at about 500 feet north of the John S. Gibson Boulevard/NB I-110 on-
ramp. From the highest point of the SR 47/NB [-110 Connector, the alignment slopes down
towards the northern and southern property boundary. At the location of the SR 47/NB I-110
Connector, the freeway is bounded on the east by the hillside, with residential homes on top of
the hill. The freeway is generally above the adjacent grade for the rest of the alignment.

2.10.2.2 Existing Drainage System

From the highest point of the SR 47/I-110 Connector, the alignment slopes down towards the
north and south property boundaries. At the SR 47/I-110 Connector, the freeway is bounded on
the east by a hillside with residential homes on top of the hill. The freeway is generally above
adjacent grade at the rest of the alignment. Drainage along the freeway alignment is away from
the freeway pavement towards designed collection along the roadway. Within the area of the
SR 47/I-110 Connector, the surface drainage from the adjacent hills is generally towards the
freeway designed collection along the roadway.

2.10.2.3 Proposed Drainage System
Within the project limits, the existing paved surface area totals 3.49 acres. The proposed project
is expected to add an additional 2.31 acres, totaling 5.8 acres of impervious surface area. The
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proposed project would result in some localized increases in runoff due to an increase in
impervious area. The proposed permanent treatment devices for this proposed project are two
biofiltration swales with the ability to treat 100 percent of the flow from both existing and

proposed paved surfaces within the project limits.

The proposed realignment of the ramps and local streets would result in existing slopes being cut
and disturbed, and new slopes being created. Disturbed slopes would be revegetated following
Caltrans policies and procedures. Benches, rounded slopes, and other measures would be
considered to reduce concentrated flow.

The proposed project would create and modify drainage ditches, berms, and swales. The
proposed project would create new slopes and modify existing slopes. Surface water from the
proposed project site would be diverted to designed collection along the roadway and eventually
to Los Angeles Harbor via the Main Channel. The project would consider rip-rap, flared end

sections, lining the ditches and swales, and other devices to reduce concentrated flow.

2.10.2.4 Floodplain

Floodplain boundaries were delineated on the Flood Insurance Rate Maps (FIRMs) by the
Federal Emergency Management Agency (FEMA). The project site is included on FEMA’s
FIRM, Community Panel Numbers 06037C2031F and 06037C1945F (both dated September 26,
2008). The project site is located entirely in Zone X, which is an area determined to be outside
the 100- and 500-year floodplains (see Figure 2.10-1).

2.10.3 Environmental Consequences

2.10.3.1 Construction Impacts

No Build Alternative

No direct or indirect effects to hydrology would be expected to occur under the No Build
Alternative.

Build Alternative
Storm Drain System
The affected construction is almost entirely built-out; therefore, no substantial increase in runoff

flow is expected. Construction-related nuisance flows would be diverted into detention basins to
be treated before discharging to existing storm drains. Construction site sheet flows would be
retained to prevent construction runoff.
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Floodplain
Because the proposed project is not located in a 100- or 500-year floodplain, no flood flows

would be impeded or redirected under the Build Alternative.

Figure 2.10-1 Floodplain Map Covering the Project Area

2.10.3.2 Permanent Impacts
No Build Alternative
No permanent impacts are anticipated under the No Build Alternative.

Build Alternative
Storm Drain System
The proposed project would not create or contribute runoff that would exceed the capacity of the

existing stormwater drainage system. The proposed project would not substantially alter the
existing drainage pattern and would not substantially deplete groundwater supplies or interfere
with groundwater recharge.

Floodplain

Because the proposed project is not located in a 100- or 500-year floodplain, no flood flows
would be impeded or redirected under the Build Alternative.
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2.10.4 Avoidance, Minimization, and Mitigation Measures
No Build Alternative
No avoidance, minimization, and/or mitigation measures are required.

Build Alternative

Construction

Because there would be no impacts to the storm drain system and floodplain, no avoidance,
minimization, and/or mitigation measures are required. Construction-related nuisance flows
would be diverted into Construction Site Best Management Practices (BMPs) for treatment
before discharging to existing storm drains. See MM WQ-1 in Section 2.11.4 for the mitigation

measure.

Permanent
No avoidance, minimization, and/or mitigation measures are required.
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2.11  Water Quality and Stormwater Runoff

This section addresses potential impacts associated with water quality that could result from
implementation of the proposed project.

2.11.1 Regulatory Setting

Section 401 of the Clean Water Act (CWA) requires water quality certification from the State
Water Resources Control Board (SWRCB) or from a Regional Water Quality Control Board
(RWQCB) when the project requires a CWA Section 404 permit. Section 404 of the CWA
requires a permit from the U.S. Army Corps of Engineers (USACE) to discharge dredged or fill
material into waters of the United States.

Along with CWA Section 401, CWA Section 402 establishes the National Pollutant Discharge
Elimination System (NPDES) permit for the discharge of any pollutants into waters of the United
States. The U.S. Environmental Protection Agency (EPA) has delegated administration of the
NPDES program to the SWRCB and nine RWQCBs. The SWRCB and RWQCBs also regulate
other waste discharges to land within California through the issuance of waste discharge
requirements under authority of the Porter-Cologne Water Quality Act.

The SWRCB has developed and issued a statewide NPDES permit to regulate stormwater
discharges from all Caltrans activities on its highways and facilities. Caltrans construction
projects are regulated under the statewide permit, and projects performed by other entities on
Caltrans ROW (i.e., encroachments) are regulated by the SWRCB’s Statewide General
Construction Permit. All construction projects more than 1-acre require a Storm Water Pollution
Prevention Plan (SWPPP) to be prepared and implemented during construction. Caltrans

activities less than 1-acre require a Water Pollution Control Program.

The proposed project lies within the City of San Pedro and the County of Los Angeles and is
regulated by the LARWQCB. In addition, the Los Angeles County Department of Public Works
(LACDPW) regulates a Standard Urban Stormwater Mitigation Plan (SUSMP). This plan
requires that various BMPs be implemented in an effort to help remove unwanted pollutants and

trash from entering the existing storm drain systems.

2.11.2  Affected Environment

The information presented in this section is excerpted from the Storm Water Data Report
prepared for this project. The proposed project is located within the Los Angeles Harbor
watershed, which is part of the Dominguez Channel Hydrologic Unit, with the HSA identified as
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411.02. Water bodies within the Los Angeles Harbor Watershed located on 303(d) of the CWA
list of impaired water bodies include Cabrillo Beach (Outer), Los Angeles Harbor-Cabrillo
Marina, Los Angeles Harbor-Consolidated Slip, Los Angeles Harbor-Inner Cabrillo Beach Area,
Los Angeles/Long Beach Inner Harbor, Los Angeles/Long Beach Outer Harbor (inside
breakwater), Machado Lake (Harbor Park Lake), Point Fermin Park Beach, and Wilmington
Drain.

Table 2.11-1 summarizes some of the pollutants of concern for the Dominguez Channel and Los
Angeles Harbor. The Dominguez Watershed has no prescribed Total Maximum Daily Loads
(TMDLs) in effect at this time. The Los Angeles Harbor Bacteria TMDL (Inner Cabrillo Beach
and Main Ship Channel) became in effect March 10, 2005. Caltrans is not a responsible party.
Target Design Constituents (TDCs) identified for receiving water bodies (Los Angeles/Long
Beach Inner Harbor) generated by roadway surfaces are Total Copper, Dissolved Copper, Total

Zinc, Dissolved Zinc, and Sediment.

Table 2.11-1
Pollutants of Concern of the Dominguez Channel and Los Angeles Harbor
Water Body Segment/Area Pollutant/Stressor
Domineuez Chromium, lead, zinc, pesticides, dichloro-diphenyl-trichloroethane
Chann égl Vermont to Estuary (DDT), polycyclic aromatic hydrocarbons (PAHs), benthic community
effects, ammonia, bacteria
Cadmium, chromium, copper, lead, mercury, nickel, zinc, pesticides,
Consolidated Slip DDT, polychlorinated biphenyls (PCBs), PAHs, toxaphene, sediment
toxicity, benthic community effects
Fish Harbor DDT, PCBs, PAHs
Los Angeles
Harbor Southwest Slip DDT, PCBs, sediment toxicity
Main Channel Copper, zinc, DDT, PCBs, PAHs, sediment toxicity, beach closures
Inner Breakwater DDT, PCBs, PAHs
Cabrillo Beach (inner) | DDTs, PCBs, beach closures

Source: RWQCB.

The LARWQCB has set water quality objectives that are presented in the Basin Plan for the
Coastal Watershed of Los Angeles County.

2.11.3 Environmental Consequences

2.11.3.1 Construction Impacts

No Build Alternative

No construction impacts to water quality would occur under the No Build Alternative.
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Build Alternative

The major pollutant expected from construction sites is erosion related, where sediment-laden
water flows into storm drains. The proposed project covers an area of more than I-acre;
therefore, an NPDES permit for stormwater discharges associated with construction activities
would have to be obtained. Because the proposed project would be constructed within City and
State ROW, NPDES Caltrans Statewide Permit (Order No. 99-06-DWQ) (NPDES No. CAS
000003) and Construction General Permit (Order No. 2009-0009-DWQ) (NPDES No. CAS
000002) would apply to this project. The City of Los Angeles would file a Notice of Intent (NOI)
with the SWRCB at least 30 days prior to the start of construction.

An SWPPP and Monitoring Program would be prepared and implemented prior to construction
activities. The SWPPP would describe structural and nonstructural BMPs to minimize or
eliminate the potential for spills and leakage of construction materials and erosion of disturbed
areas by water and wind. The SWPPP would identify construction-period BMPs to reduce water
quality impacts. The SWPPP would emphasize: (1) temporary erosion control measures to
reduce sedimentation and turbidity of surface runoff from disturbed areas; (2) personnel training;
(3) scheduling and implementation of BMPs during construction and for the various seasons,
noting the rainy season is from October 1 to May 1; (4) identification of non-stormwater
discharge BMPs; and (5) mitigation and monitoring during construction.

The following Construction Site BMPs are expected to be implemented for this project: SS-1
Scheduling; SS-2 Preservation of Existing Vegetation; SS-5 Soil Binders; SS-8 Temporary
Mulch; SS-9 Earth Dikes/Drainage Swales & Ditches; SC-1 Silt Fence; SC-5 Temporary Fiber
Rolls; SC-7 Street Sweeping and Vacuuming; SC-10 Storm Drain Inlet Protection; TC-1
Stabilized Construction Entrance/Exit; NS-1 Water Conservation Practices; NS-6 Illicit
Connection/Illegal Discharge Detection and Reporting; NS-8 Vehicle and Equipment Cleaning;
NS-9 Vehicle and Equipment Fueling; NS-10 Vehicle and Equipment Maintenance; NS-12
Concrete Curing; WM-1 Material Delivery and Storage; WM-2 Material Use; WM-3 Stockpile
Management; WM-4 Spill Prevention and Control; WM-5 Solid Waste Management; WM-8
Concrete Waste Management; WM-9 Sanitary/Septic Waste Management; WM-10 Liquid Waste
Management; and Type D Erosion Control.

With the temporary Construction Site BMPs incorporated into the construction site management
of the project, impacts on water quality from construction activities would be minimized.

2.11.3.2 Permanent Impacts
No Build Alternative
No permanent impacts are anticipated under the No Build Alternative.
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Build Alternative

As described in the Caltrans Storm Water Management Plan (SWMP), BMPs are designed and
implemented to reduce the discharge of pollutants from the Caltrans storm drain system to the
maximum extent practicable (MEP). This will require the onsite drainage system to be designed

with a BMP concept in place that maximizes pollutant removal.

The proposed project is considered a major reconstruction project and is located in an urban area
subject to a municipal separate storm water sewer system (MS4) permit. As a result, all nine
Caltrans-approved permanent Treatment BMPs have been analyzed in the SWDR. TDCs
identified for the receiving water bodies (i.e., Los Angeles/Long Beach Inner Harbor) generated
by roadway pollution are Total Copper, Dissolved Copper, Total Zinc, Dissolved Zinc, and
Sediment. The proposed permanent treatment devices for this proposed project are five
biofiltration swales that would be designed to treat up to 60 percent of the total water quality
volume/flow (WQV/WQF) and 100 percent of the Net New Impervious Surface Area.

With the permanent Treatment BMPs incorporated into the proposed project, impacts on water
quality from project implementation would be minimized.

2.11.4 Avoidance, Minimization, and Mitigation Measures
No Build Alternative

No avoidance, minimization, and/or mitigation measures are required.

Build Alternative

Construction

With the temporary Construction Site BMPs incorporated into the construction site management
of the project, as described in the SWDR, no further avoidance, minimization, and/or mitigation
measures are required.

Permanent
With the permanent Treatment BMPs incorporated into the project, as described in the SWDR,

no further avoidance, minimization, and/or mitigation measures are required.

IR R
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2.12  Geology/Soils/Seismicity

For geologic and topographic features, the key federal law is the Historic Sites Act of 1935,
which establishes a national registry of natural landmarks and protects “outstanding examples of
major geological features.” Topographic and geologic features are also protected under CEQA.

This section assesses potential impacts from faulting, seismicity, and liquefaction to the proposed
project. This section also discusses geology, soils, and seismic hazard concerns as they relate to
public safety and project design. Earthquakes are prime considerations in the design and
construction of structures. The Caltrans’ Office of Earthquake Engineering is responsible for
assessing the seismic hazard for Caltrans projects. The current policy is to use the anticipated
maximum credible earthquake (MCE) from young faults in and near California. The MCE is
defined as the largest earthquake that can be expected to occur on a fault over a particular period

of time.

2.12.1  Affected Environment

The geologic and geotechnical conditions and subsequent conclusions presented in this section
are based on the review of relevant geologic and geotechnical reports prepared for the site and
the surrounding area, along with the geotechnical data collected and analyzed in the Draft
Foundation Report prepared for this project during the preliminary design phase.

2.12.1.1 Regional Geology

The project site is located in the USGS San Pedro and Torrance 7.5-Minute Quadrangles in
southwestern Los Angeles County, at the boundary between the Palos Verdes Hills, the wave cut
terraces of eastern San Pedro, and the Los Angeles Basin within the City of Los Angeles
communities of San Pedro and Los Angeles Harbor. The Los Angeles Basin, lying between the
Transverse and Peninsular Ranges of southern California, is bound to the north by the
Hollywood and Santa Monica faults, to the east by the Puente Hills and Santa Ana Mountains,
and to the southwest by the Pacific Ocean. The Los Angeles Basin is a northwest-trending
structural depression filled with Tertiary- and Cretaceous-age sedimentary formations and
capped with Pleistocene- and Holocene-age alluvium.

2.12.1.2 Site Geology
Geologic and geotechnical conditions vary along the project alignment, as shown in

Figure 2.12-1 and described below:
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Aluvial ficed plain desosits
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Ref.: Geologic Map of the Long Beach 30°X60° Quadrangle Geologic Map Within the Project Area
California Geologic Survey, 2003 }
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e FEast abutment area of Pacific Avenue Undercrossing: Underlying soils are San Pedro
Formation consisting of very dense sand with silt (SP-SM). The soils are relatively strong
and of low compressibility.

e Filled Canyon from Pacific Avenue west abutment extending 500 feet west: Underlying soils

are up to approximately 50 feet of compacted fill overlying very stiff clayey alluvial soils.
e West end of filled canyon to 400 feet south of Channel Street Overhead South abutment: the
freeway alignment is in a through-cut within dense formational soils (Qsp) at a depth of up to

40 feet below the original grades.
e South abutment approach to Channel Street Overhead: On the south end, the embankment fill

overlies the dense formational soil; at the abutment location, it overlies limited thickness of
stiff alluvium; and near the toe at Channel Street, the underlying alluvium transitions to a
thick deposit of approximately 50 feet of very soft to medium stiff overlying denser
alluvium.

e Channel Street Overhead between north and south abutments: Soils below the level of

Channel Street/John S. Gibson Boulevard (near El. +10 feet) consist of mixed fill materials
to approximately El. + 5 feet, below which are 50 feet of very soft to medium stiff alluvial
clays and silts (with occasional thin sandy layers), underlain by denser alluvium.

e North abutment of Channel Street Overhead to NB I-110/John S. Gibson Boulevard Off-
ramp/On-ramp: Soil conditions below the level of John S. Gibson Boulevard (El. 10 feet +/-)

in this area are the same as the area between the north and south abutments, except that the
thickness of soft clays reduces and pinches out at the north end.

e North of the on-ramp/off-ramps to north end of project: This segment of the project is in

native elevated stiff/dense terrace deposits (Qop).

2.12.1.3 Seismicity

The project site is located within a seismically active region. Several active faults that could
produce significant shaking are located near the site (Figure 2.12-2). According to Caltrans 1996
Seismic Hazard Map and California Geological Survey (CGS) fault data, significant faults that
could cause strong shaking at the site include Palos Verdes Fault, Cabrillo Fault, Newport
Inglewood-Rose Canyon Fault, Puente Hills Blind Thrust Fault, San Joaquin Hills Blind Thrust
Fault, Malibu Coast-Santa Monica-Hollywood-Raymond, and Whittier-Elsinore Faults.

The Palos Verdes Fault is inferred as crossing I-110 in the northern portion of the site, north of
any existing or proposed bridge or wall structures. No visible surface trace of the fault is present,
and there is no evidence of historical fault rupture in this area. The site is not located within an
Alquist-Priolo Special Study Zone; however, given its suspected location, surface rupture where
this fault traverses the far north end of the project site is conceivably possible.
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Figure 2.12-2 Fault Map within the Project Area
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According to the California Building Code (2001), the project site is located in Seismic Zone 4.
Seismic Zone 4 includes those areas of California that have experienced major (i.e., Richter
magnitude greater than 7.0) historic earthquakes and high levels of recent seismicity. Major
damage corresponding to intensities VIII or higher on the Modified Mercalli Intensity Scale

should be expected within this zone.

Based on analysis with the computer program EQFAULT and the CGS 2002 Fault Model, the
Palos Verdes Fault Zone, with an Epicentral distance of 0- to 1.3-km (MCE moment magnitude
[Mm] = 7.0), is the controlling fault at the project site. The Palos Verdes Fault Zone is a right
lateral strike slip fault. Using the Sadigh (1997) rock attenuation relationship and EQFAULT
computer program, the calculated peak bedrock acceleration (PBA) was estimated to be 0.69g at
Pacific Avenue and 0.71g at Channel Street Bridge, and it is as high as 0.77g at the fault location
in the far northern end of the project. Corresponding calculated peak ground accelerations (PGA)

using Sadigh (1997) soil attenuation relationship are 0.54, 0.54, and 0.59, respectively.

Recommended PBA for bridge design using the current Caltrans deterministic methodology is
0.7g, and design PGA is 0.54g. Seismic criteria may change due to new Caltrans policy, which is
about to be implemented. The new criteria include changes in fault magnitudes and locations,
and consideration of the higher of probabilistic and deterministic spectra.

2.12.1.4 Groundwater Conditions

Groundwater is present at the site generally near elevation +5 feet above MSL and may fluctuate
due to tidal influence of the adjacent Los Angeles Harbor. In the low-lying areas of the site along
John S. Gibson Boulevard and at the Channel Street Overhead, the groundwater table is at a
relatively shallow depth of less than 10 feet and is consistent with the CGS Seismic Hazard Zone
Reports for the Torrance and San Pedro 7.5-minute Quadrangles, which show the 10-foot
groundwater contour in the area adjacent to the harbor. In other areas of the site, depth to
groundwater is generally 20 to 100 feet below ground surface (bgs).

2.12.1.5 Liquefaction Potential

Liquefaction is a seismic phenomenon in which loose, saturated, granular soils behave like a
fluid when subjected to high-intensity ground shaking. Liquefaction occurs when three general
conditions exist: (1) shallow groundwater, (2) low-density sandy soils, and (3) high-intensity
ground motion. Dense granular soils and cohesive soils exhibit low to negligible liquefaction
potential. Effects of liquefaction on level ground include sand boils, settlement, and bearing
capacity failures below structural foundations. Under sloping ground conditions, slope failure in
the form of liquefaction-induced lateral spreading is possible.
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Portions of the project site are mapped within a liquefaction hazard zone on the CGS Seismic
Hazard Zones Map of the Torrance and San Pedro 7.5-minute Quadrangles. This map indicates
that portions of the project site are located in “an area where historical occurrence of
liquefaction, or local geological, geotechnical, and groundwater conditions indicate a potential
for permanent ground displacements such that mitigation as defined in PRC Section 2693(c)
would be required.” The mapped areas include the filled canyon west of Pacific Avenue, and all
of the low-lying areas adjacent to Los Angeles Harbor and between the south abutment of the
Channel Street Overhead and the NB I-110 on-ramp/off-ramp at John S. Gibson Boulevard.

Site-specific information suggests that the canyon west of Pacific Avenue has deep groundwater
and clayey soils and is not subject to liquefaction.

Preliminary information from the area between the south abutment of the Channel Street
Overhead to the NB I-110 off-ramp intersection at John S. Gibson Boulevard suggests that most
of the soils below groundwater are clays not subject to liquefaction, but that thin layers of
liquefiable loose sands may be present within the clay profile, and some settlement and loss of
shear strength could occur at this location. The potential extent of liquefaction settlement and
loss of shear strength is currently being evaluated by further investigation.

2.12.2 Environmental Consequences

The proposed construction would entail a sliver widening of roadway and two bridges utilizing
limited cut and fill mass grading, construction of pavements, and retaining walls adjacent to an
existing facility. The project would not increase the existing risks of geologic hazards such as
seismic shaking, fault rupture, liquefaction, soft soil, lateral spreading, slope failure, or ground
settlement.

2.12.2.1 Construction Impacts

No Build Alternative

As is the case for most areas of southern California, ground shaking resulting from earthquakes
associated with nearby and more distant faults may occur at the project site. With the No Build
Alternative, there would be no impacts from geology and soils conditions on the existing
roadway facilities and existing buildings within the project area. Because the skate facility was
built without any permit, it may not be built to industry standards pertaining to ground shaking
activities. Therefore, the facility could be affected by the earthquakes; however, impacts to the
skate facility due to ground-shaking activities are beyond the scope of this project and are not
analyzed as part of this environmental document.

John S. Gibson Interchange 2-103 February 2012
SR 47/1-110 Connector Project



Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

Build Alternative

As mentioned above, ground shaking resulting from earthquakes associated with nearby and
more distant faults may occur at the project site. There would be no impact to regional geologic
conditions due to construction activities. Impacts due to soil disturbance (i.e., erosion and
sedimentation potential) during construction are addressed in Section 2.11.3, Water Quality and
Stormwater Runoff. As noted above, the skate facility could be affected by ground-shaking
activities because it may not be built to industry standards; however, impacts to the skate facility
due to ground-shaking activities are beyond the scope of this project and are not analyzed as part

of this environmental document.

2.12.2.2 Permanent Impacts
No Build Alternative
No construction would occur under the No Build Alternative; therefore, there would be no

impacts associated with geology or soils.

Build Alternative

The proposed project would not appreciably alter topography within the study area. New fill
would be required mainly for widening existing roadways. To reduce any ROW impacts, some
fill would be retained with walls. Most changes would occur within existing ROW and would be

designed in accordance with standard engineering practices and Caltrans specifications.

Landslides
The project site is flat to gently sloping; therefore, landslides are not considered to be a hazard in

this area.

Ground Shaking
To minimize geologic and seismic hazards near the project, site-specific investigations, seismic

hazard engineering analyses, and engineering recommendations for retaining walls, expansive
soil treatment, cuts and fills, and bridge foundation elements would be conducted during final
design using Caltrans Guidelines for Geotechnical Foundation Investigations and Reports.
Specifications for construction would conform to the Caltrans Standard Specifications.

As noted above, the skate facility could be affected by ground-shaking activities because it may
not be built to industry standards; however, impacts to the skate facility due to ground-shaking
activities are beyond the scope of this project and are not analyzed as part of this environmental

document.
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Lateral Spreading
Lateral spreading is a phenomenon associated with liquefaction in which lateral movement of a

soil embankment occurs along a free face. The consequences could include failure of bridge
abutments and exceedances of lateral capacities of the bridge pile supports. These consequences
would be minimized by implementing the recommendations from the Geotechnical Report and
following Caltrans Guidelines for Geotechnical Foundation Investigations and Reports.
Specifications for construction would conform to the Caltrans Standard Specifications.

2.12.3 Avoidance, Minimization, and Mitigation Measures
No Build Alternative

No avoidance, minimization, and/or mitigation measures are required.

Build Alternative
All project components will be designed in accordance with standard engineering practices and

Caltrans standard specifications. No additional mitigation is required.

0‘0 0‘0 0
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2.13 Paleontology

This section presents an overview of the efforts conducted to identify and evaluate the potential
for impacts caused by the proposed project on paleontological resources. The information
presented in this section is excerpted from the Preliminary Environmental Assessment Report
(PEAR) and supporting Paleontological Records Check completed for this project.

2.13.1 Regulatory Setting

Paleontology is the study of life in past geologic time based on fossil plants and animals. Many
federal statutes specifically address paleontological resources, their treatment, and funding for
mitigation as a part of federally authorized or funded projects. (e.g., Antiquities Act of 1906 [16
U.S.C. 431-433], Federal-Aid Highway Act of 1935 [20 U.S.C. 78]). Under California law,
paleontological resources are protected by CEQA; CCR, Title 14, Division 3, Chapter 1,
Sections 4307 and 4309; and PRC Section 5097.5.

2.13.2 Affected Environment

2.13.2.1 Paleontological Study Area

The paleontological study area includes all locations that would be subject to subsurface ground
disturbance under the Build Alternative. The paleontological study area is the same as the project
construction area. The hillside adjacent to the NB connector between SR 47 and I-110 and the
locations of the new footings are the areas that would be subject to the most extensive ground

disturbance.

2.13.2.2 Research Methods

In October 2006, a vertebrate paleontologist conducted a paleontological resources record check
at the Natural History Museum of Los Angeles County to identify fossil localities in the project
vicinity. A paleontological field study and further paleontological research were deemed
unnecessary because the study area is fully developed.

2.13.2.3 Findings

Based upon the paleontological records check conducted at the Natural History Museum of Los
Angeles County for the project study area, several vertebrate fossil localities lie within the
project area and its immediate vicinity. The project area is composed of younger and older
Quaternary Alluvium, some artificial fill, Late Pleistocene San Pedro Sand, and Pleistocene
Palos Verdes Sand.
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Within the northern parcel of the project area, artificial fill and older Quaternary Alluvium
deposits are unlikely to yield significant vertebrate fossils, especially in the uppermost layers. No
paleontological localities are known to be recorded in this general area.

The two conjoined southern parcels of the project are primarily composed of Late Pleistocene
San Pedro Sand and older Quaternary Alluvium, sometimes considered to be non-marine
Pleistocene Palos Verdes Sand. The two sands have similar lithology; therefore, they can be
difficult to distinguish. Several of the vertebrate fossil localities from these units are mixed
marine and terrestrial fauna, indicating they encompass both types of sand. There are two
localities located in the southern parcel, LACM 3254 and 3658. Within both of these localities,
extensive fish faunas have been recorded. Additionally within locality LACM 3658, fossil frog
(Bufo), rabbit (Sylvilagus audubonii), woodrat (Neotoma), and pocket gopher (Thomomys) have
been recorded. Just outside the southern parcel of the project area lies locality LACM (CIT) 186,
which has produced a smaller mixed fossil fauna consisting of pond turtle (Clemmys), puffin
(Puffinus griseus), dog (Canidae), sea lion (Otariidae), and horse (Equus).

There are three paleontological localities located within the middle parcel of the project area,
LACM 1602, 3175, and 7504. Locality LACM 3175 is located in the southern portion of the
middle parcel and has produced extensive fossil fish fauna. Locality 1602 is in the northern
portion of the middle parcel and has produced substantial vertebrate fossil fauna representing
marine and terrestrial environments. Also located in the northern portion of the middle parcel is
LACM 7504, which contained fossil fish specimens of sculpin, stickleback (Leptocottus
armatus), herrings (Gasterosteus aculeatus), surfperch (Clupeidae), and minnows
(Cypriniformes). Just east of the project boundary of the middle parcel is locality LACM 1012,
which produced fossil specimens of Canada Goose (Branta canadensis) and American Coot
(Fulica americana). Just west of the middle parcel is LACM 1056, which contained fossil
specimens of bison (Bison) and a whale (Cetacea vertebra).

Between the northern and middle parcels of the project site, there are two vertebrate localities,
LACM 3262 and 3270. LACM 3262 is a younger nonmarine locality composed of Palos Verdes
Sand that produced fossil specimens of pond turtle (Clemmys), bird (Aves), and mammalian
carnivore (Carnivora). Locality LACM 3270 is an older marine locality composed of San Pedro
Sand, located stratigraphically below LACM 3262, with an unconformity between the two
sedimentary deposits. The only fossil specimen of fossil gray whale (Eschrichitus) known in the
entire world was recovered from LACM 3270.
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2.13.3 Environmental Consequences

2.13.3.1 Construction Impacts

No Build Alternative

No construction impacts to paleontological resources would occur under this alternative.

Build Alternative

Surface grading or shallow excavations of the younger Quaternary Alluvium exposed in much of
the northern parcel, the southern portion of the middle parcel, and a small portion in the
southeastern corner of the southern parcel of the proposed project area is unlikely to uncover
significant fossil vertebrate remains. Deeper excavations in those areas that extend into older
underlying deposits, and any excavations in the San Pedro Sand or Palos Verdes Sand deposits
exposed in the more elevated portions of the proposed project area, however, have a very good

chance of encountering significant vertebrate fossils.

Based on the paleontological resources records check conducted by the Natural History Museum
of Los Angeles County in October 2006, surface grading of the younger Quaternary Alluvial
deposits within the project site is not likely to uncover any significant vertebrate fossils;
however, there is the potential to encounter significant vertebrate fossils in the deep excavation
area that extends to the older Quaternary Alluvial deposits, and Palos Verdes and San Pedro
Sand deposits. Therefore substantial excavations in the APE should be monitored closely to
quickly and professionally recover any fossil remains discovered.

Excavation, grading, and construction could potentially result in the permanent loss of
paleontological resources including (1) an undetermined number of unrecorded fossil sites in the
other alluvium and San Pedro and Palos Verdes Sands; (2) scientifically important fossil
remains; (3) associated fossil specimen data and corresponding geologic and geographic site
data; and (4) the fossil-bearing strata. With the implementation of paleontological monitoring
and rock sampling during ground-disturbing activities, permanent impacts to paleontological
resources uncovered within the proposed project site would be avoided.

2.13.3.2 Permanent Impacts
No Build Alternative
No permanent impacts to paleontological resources would occur under the No Build Alternative.

Build Alternative
No permanent impacts to paleontological resources would occur under the Build Alternative.

February 2012 2-108 John S. Gibson Interchange
SR 47/1-110 Connector Project



Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

2.13.4 Avoidance, Minimization, and Mitigation Measures
No Build Alternative

No avoidance, minimization, and/or mitigation measures are required.

Build Alternative

Construction

The following measures shall be implemented to minimize potential impacts to paleontological
resources:

MM PAL-1 The LAHD shall retain a qualified paleontologist prior to the start of construction
to develop and implement a Paleontological Mitigation Plan. Paleontological
monitoring shall be conducted onsite to inspect new exposures created by earth-
moving activities in areas underlain by the older alluvium and at depths greater
than 5 feet below current grade for the younger alluvium. Rock samples from rock
units in the San Pedro and Palos Verdes Sand shall be collected and analyzed for
the paleontological potential.

MM PAL-2 If any fossils are found, then excavation activities shall be temporarily halted to
allow samples to be collected and analyzed for paleontological potential. Any
fossils recovered during mitigation shall be deposited in an accredited and

permanent scientific institution.

Permanent

No avoidance, minimization, and/or mitigation measures are required
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2.14 Hazardous Waste/Materials

2.14.1 Regulatory Setting
Hazardous materials and hazardous wastes are regulated by many state and federal laws. These
include not only specific statutes governing hazardous waste, but also a variety of laws

regulating air and water quality, human health, and land use.

The primary federal laws regulating hazardous wastes/materials are the Resource Conservation and
Recovery Act of 1976 (RCRA) and the Comprehensive Environmental Response, Compensation,
and Liability Act of 1980 (CERCLA). The purpose of CERCLA, often referred to as Superfund,
is to clean up contaminated sites so that public health and welfare are not compromised. The
RCRA provides “cradle to grave” regulation of hazardous wastes. Other federal laws include:

e Community Environmental Response Facilitation Act of 1992
e (Clean Water Act

e C(lean Air Act

e Safe Drinking Water Act

e Occupational Safety and Health Act

e Atomic Energy Act

e Toxic Substances Control Act

e Federal Insecticide, Fungicide, and Rodenticide Act

In addition to the laws listed above, Executive Order 12088, Federal Compliance with Pollution
Control, mandates that necessary actions be taken to prevent and control environmental pollution
when federal activities or federal facilities are involved.

Hazardous waste in California is regulated primarily under the authority of the federal RCRA and the
California Health and Safety Code. Other California laws that affect hazardous waste are specific to
handling, storage, transportation, disposal, treatment, reduction, cleanup, and emergency planning.

Worker health and safety and public safety are key issues when dealing with hazardous materials
that may affect human health and the environment. Proper disposal of hazardous materials is

vital if it is disturbed during project construction.

2.14.2 Affected Environment
An Initial Site Assessment (ISA) covering the project site was prepared in January 2007 (GDC,
2007). An Addendum to the ISA was prepared in January 2009 (GDC, 2009a). The ISA and
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Addendum were prepared in accordance with American Society for Testing and Materials
(ASTM) E-1527-05 guidelines and Caltrans Project Development Procedures Manual. The
scope of the ISA (or Phase I study) included site reconnaissance; historical research related to
use, storage, disposal, or release of hazardous materials or petroleum hydrocarbons; review of

environmental databases; and report of findings.

Following the Phase I study, a site investigation (SI or Phase II Investigation) was conducted at
the potential contamination areas within the project site in early 2009 (GDC, 2009b). A summary
of findings is presented in the subsections below. Note that the site investigation activity does not
cover the areas along the property lines of the residence along the west side of I-110 and the
south side of SR 47 where soundwalls were later proposed for construction to abate future traffic
noise from the freeway. Soil sampling and analysis at these areas were conducted in early 2011,
the results of which are included in this environmental document.

2.14.2.1 Review of Environmental Data Resources, Inc. (EDR) Report

There are 214 sites within ASTM 1527-05 Standard search distances from the project site that
have been identified in the environmental databases. These results are summarized in
Table 2.14-1. Several facilities are listed in multiple databases. Two Recognized Environmental
Conditions (RECs) are identified within the project study area (Figure 2.14-1). REC means “the
presence or likely presence of hazardous substances or petroleum products on a property under
conditions that indicate an existing release, a past release, or a material threat of a release of any
hazardous substances or petroleum products into structures on the property or into the ground,

groundwater, or surface water of the property.”

One REC for the project is residual groundwater contamination from multiple sources. Two sites with
leaking underground storage tanks (LUSTs) that impacted groundwater are located in close vicinity
(approximately 500 feet) to the Channel Street overcrossing improvement. These two sites are the Arco
Gas Station #3069, located at 701 Channel Street, and the Chevron Gas Station #9-9717, located at
1105 Gaffey Street. The Arco Gas Station reported a leaking tank in 2001. Pollution categorization
is ongoing. The Chevron Gas Station discovered a leaking gasoline tank in 1986. The case was

closed in 1996; however, the residual groundwater contamination is an environmental concern.

The second REC for the project concerns a spill of 200 barrels of oil due to an 8-inch pipeline
gasket failure that occurred in 1991 on I-110 approximately 0.5-mile north of the I-110 Channel
Street exit (at the northern limit of the proposed project). The spill was washed out in the storm
drain. Remedial action called for the soil to be excavated; however, no additional records were
found to indicate that the cleanup occurred. As a result, the soil in the upper few feet within the
construction zone of the proposed project may be contaminated with petroleum products.
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Table 2.14-1
Summary of Environmental Database Search Results
Search Within
Database Radius | Onsite | 1/4-Mile Total
CERC-NFRAP 0.25 1 1
RCRA-LQG 0.25 2 2
RCRA-SQG 0.25 18 18
ERNS 0.25 8 8
HMIRS 0.25 2 2
TSCA 0.25 1 1
ICIS 0.25 3 3
FINDS 0.25 20 20
SWE/LF 0.25 2 2
CA WDS 0.25 3 3
Cortese 0.25 1 5 6
LUST 0.25 1 7 8
CA FID UST 0.25 20 20
UST 0.25 9 9
HIST UST 0.25 12 12
AST 0.25 1 1
SWEEPS UST 0.25 17 17
CHMIRS 0.25 3 3
VCP 0.25 1 1
DRYCLEANERS 0.25 1 1
CDL 0.25 1 1
HAZNET 0.25 56 56
EMI 0.25 17 17
ENVIROSTOR 0.25 2 2
TOTALS: -- 2 212 214

CERC-NFRAP — Comprehensive Environmental Response Compensation and Liability Information System — No
Further Remedial Action Planned

RCRA-LQG — Resource Conservation and Recovery Act — Large Quantity Generator
RCRA-SQG — Resource Conservation and Recovery Act — Small Quantity Generator
ERNS — Emergency Response Notification System

HMIRS — Hazardous Material Information Reporting System

TSCA — Toxic Substance Control Act

ICIS — Integrated Compliance Information System

FINDS - Facility Index System/Facility Registry System

SWF/LF — Solid Waste Information System/Landfill

CA WDS — California Water Resources Control Board — Waste Discharge System
Cortese — “Cortese” Hazardous Waste & Substances Sites List

LUST - Leaking Underground Storage Tank Incident Reports

CA FID UST - Facility Inventory Database Underground Storage Tank

UST — Underground Storage Tank

HIST UST- Historical Underground Storage Tank

AST — Aboveground Storage Tank Database

SWEEPS UST - Statewide Environmental Evaluation and Planning System Underground Storage Tank
CHMIRS - California Hazardous Material Incident Report System

VCP — Voluntary Cleanup Program Properties

DRYCLEANERS - List of Dry Cleaners

CDL - Clandestine Drug Labs

HAZNET — Hazardous Waste Information System

EMI — Emissions Inventory Data

ENVIROSTOR — EnviroStor Database

Source: GDC, 2009a.
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Approximate location of
freeway oil spill (based on
ERNS database)

Unidentified soil pile location

(based on field observation)

Figure 2.14-1 Location of Identified RECs
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Other conditions of concern identified in the ISA and the Addendum included possible aerially
deposited lead (ADL) along the unpaved areas along SR 47 and 1-110; possible use of pesticides and
herbicides in landscaped areas along the project area; and unknown sources of debris piles located

within a fenced area of a communications tower and on the Channel Street on-ramp to I-110.

2.14.2.2 Review of Sanborn Maps

A search of Sanborn® fire insurance maps was conducted for the project site as part of the ISA.
Coverage was found for the following years: 1921, 1950, and 1969 in the area of the SR 47/I-110
Connector. No coverage was available for the rest of the project location.

The map from 1921 shows the area of the SR 47/I-110 Connector to be unoccupied except for a
few residential/commercial dwellings. The map from 1950 shows a few more residential homes
than the 1921 map. The map from 1969 shows more residential homes than the 1950 map. Some

of the properties have garages adjacent to them.

2.14.2.3 Site Reconnaissance

Site reconnaissance was conducted as part of the ISA and as part of the Addendum to the ISA.
During the site reconnaissance, no obvious indications of hazardous substances were observed in
the project site; however, a pile of concrete debris and other construction debris was located
within a fenced area of a communications tower with an equipment room. Two piles of soils
were also located on the NB I-110 Channel Street on-ramp. The source of the soils is unknown,
so this represents an REC for the project location.

During the site reconnaissance, several power line poles were observed to have transformers. No
leakage was observed during the site visit. No other equipment or materials possibly containing
polychlorinated biphenyls (PCBs) were observed. No indications of asbestos-containing
materials (ACMs) were observed at the project site. Instances of solid waste were observed at the
site. Small miscellaneous trash was located at the bottom of the slope at the Channel Street oft-
ramp and along the NB I-110 on-ramp. Based on available information, no portion of the project
site is or was designated as a solid waste disposal site.

During the site reconnaissance, no indications of lead-based paint (LBP) were observed within
the project site. ADL is common in the immediate vicinity of freeways and highways. Because
the project site is adjacent to I-110 and SR 47, the probability of ADL on the project site located
near the freeway is high.

Several parts within the project site were observed to be landscaped. These areas may have been
treated with pesticides for weed control. It is possible that pesticide and herbicide residues may

be found in the shallow topsoil in trace concentrations.
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2.14.2.4 Site Investigation

Based on the findings of the ISA and the Addendum to the ISA, a Site Investigation (SI or Phase
IT Investigation) was conducted in 2009 (GDC, 2009b) to determine the level of surface and
subsurface contamination at the potentially contaminated areas. The SI consisted of collecting
soil samples from 14 locations and a groundwater sample from a temporary well, as summarized
in Table 2.14-2 (see Figure 2.14-2). The soil samples were collected mostly from depths ranging
from approximately 0.5-foot to a maximum of 3 feet bgs. Samples were analyzed for total lead,
soluble lead (soluble threshold limit concentration [STLC], STLC-DI,
Characteristic Leaching Procedure [TCLP]), organochlorine pesticides, organophosphorus

and Toxicity

compounds, clorinated herbicides, total petroleum hydrocarbon (TPH) and volatile organic
compounds (VOCs). The groundwater sample was tested for TPH and VOCs. The detailed
sample collection locations and analytical results can be found in the Site Investigation Report
(GDC, 2009Db).

Table 2.14-2
Summary of Location and Sampling Depth
Borehole Sampling
ID No. Borehole Location Depths (feet)
HA-1 Approximately 125 feet west of Pacific Avenue on north side of SR 47 05,1,1.5,2
HA-2 Approximately 125 feet east of Pacific Avenue on north side of SR 47 0.5,1,1.5,2
HA-3 Approximately 300 feet west of MacArthur Avenue on south side of SR 47 0.5,1,1.5,2
HA-4 East side of SR 47 on-ramp to I-110 on south side of MacArthur Avenue 05,1,1.5,2
HA-5 Approximately 175 feet north of MacArthur Avenue on east side of I-110 0.5,1,1.5,2
Approximately 175 feet north of HA-5 (approximately 250 feet north of MacArthur
HA-6 . 0.5,1,1.5,2
Avenue) on east side of I-110
HA-7 Approximately 175 feet south on I-110 off-ramp at John S. Gibson Boulevard on 05.1.15.2.3
north side of John S. Gibson Boulevard T
HA-8 Approximately 200 feet south on I-110 off-ramp at John S. Gibson Boulevard 05.1.15.2
between I-110 mainline and I-110 off-ramp B
HA-9 Apprommately 75 feet south on I-110 off-ramp at John S. Gibson Boulevard on east 0.5.1,15,2
side of I-110 off-ramp
HA-10 North side of I-110 on-ramp at John S. Gibson Boulevard 05,1,1.5,2
HA-11 Approximately 100 feet west of John S. Gibson Boulevard on east side of I-110 on- 0.5.1,1.5,2
ramp
Approximately 800 feet north of I-110 on-ramp and John S. Gibson Boulevard at
HA-12 . o 0.5,1,1.5,2
merge point of I-110 on-ramp and I-110 mainline
HA-13 Approximately 225 feet north of HA-12 on east side of I-110 mainline 05,1,15,2
HA-14 Approximately 225 feet north of HA-13 on east side of I-110 mainline 0.5,1,1.5,2,3
Source: GDC, 2009b.
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The results of the laboratory analysis of soil and groundwater samples are summarized below.

e Total Lead: Fifty-seven (57) soil samples were analyzed for total lead using EPA Method
6010B. Total lead concentrations ranged from below laboratory detection limits
(2.5 milligrams per kilogram [mg/kg]) to 1,320 mg/kg. Fifty-three (53) samples were below
500 mg/kg. The remaining 4 samples were between 685 and 1,320 mg/kg.

e Soluble Lead STLC (WET-Citrate) and STLC-DI (WET-DI): Fifteen (15) soil samples
that contained total lead in excess of 50 mg/kg were analyzed for soluble lead using the
STLC (WET-Citrate) and STLC-DI (WET-DI) methods. The results ranged from 3.13
milligrams per liter (mg/L) to 88.3 mg/L for the STLC method. None of the samples
analyzed by the STLC-DI method were above the laboratory detection limit (0.05 mg/L).

e TCLP: Three samples were analyzed for lead concentrations using the TCLP method, all
with reported total lead in excess of 1,000 mg/kg. TCLP concentrations ranged from
0.36 mg/L to 1.57 mg/L. None of the soil samples analyzed by the TCLP method exceeded
the limit of 5.0 mg/L.

e Pesticides and Herbicides: Eight samples were analyzed for organochlorine pesticides,

organophosphorus compounds, and chlorinated herbicides. None of the soil samples analyzed
were reported above laboratory detection limits for organophosphorus or chlorinated
herbicides. Except for the sample obtained at HA-9-2, one or more of the following
compounds were reported in trace concentrations in all other samples analyzed: chlordane,
dichloro-diphenyl-dichloroethane (DDD), dichloro-diphenyl-dichloroethylene (DDE), and
dichloro-diphenyl-trichloroethane (DDT).

— Chlordane ranged from 2.78 to 8.55 micrograms per kilogram (ng/kg). The industrial soil
screening level is 6,500 pg/kg.

— DDD ranged from 1.60 to 73.4 pg/kg. The industrial soil screening level is 7,200 pg/kg.

— DDE ranged from 3.8 to 209.0 ug/kg. The industrial soil screening level is 5,100 pg/kg.

— DDT ranged from 3.32 to 2,030 pg/kg. The industrial soil screening level is 7,000 pg/kg.

e TPH and VOCs: Soil samples collected in the upper 3 feet from boring HA-14 were tested
for TPH gasoline/diesel by EPA Test Method 8015M and VOCs by EPA Test Method 8260.
Based on the laboratory test results, VOCs and TPH as gasoline and light hydrocarbons were

not detected above laboratory detection limits in any of the samples analyzed. Total
concentrations of TPH as diesel and heavy hydrocarbons ranged between 69.5 and 259
mg/kg in the upper 1-foot. TPH as diesel and heavy hydrocarbons were not detected in
samples below 1-foot.
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The groundwater sample collected from the temporary groundwater monitoring well was
tested for TPH gasoline/diesel and VOCs. VOCs and TPH as gasoline and light hydrocarbons
were not detected in the groundwater sample. The total concentration of TPH as diesel and
heavy hydrocarbons is below the laboratory practical quantification limit and is considered

negligible.

2.14.2.5 Supplemental Site Investigation

A Supplemental Site Investigation was performed at the area where additional soundwalls (see
details of additional soundwall in Section 2.16.4 of this IS/EA) would be constructed on the west
side of I-110 and south side of SR 47 (GDC, 2011). Main focus of the site investigation was to
determine if any chemicals of concern have been spilled and/or released on the proposed
soundwall construction areas from adjacent residential homes, or if traces of herbicides or
pesticides used as per of landscaping practices can be found in concentrations above the
regulatory limits. The area of concern subject to investigation was in the upper 2.5 feet bgs
which will be disturbed during construction of the pile caps.

Field investigation and sample collection was conducted on January 26, 2011. A total of 11
borings (HA-10-01 to HA-10-11) were completed with a hand auger and averaged 2.5 feet in
depth which corresponds to the zone of future soil disturbance of the proposed soundwall
foundation excavation. Location of the borings is presented in Figure 2.14-3.

The following analytical analyses were performed on the various samples: CAM 22 Title metals,
organochlorine pesticides, and chlorinated herbicides. The results of the laboratory analysis of

soil and groundwater samples are summarized below.

e CAM Title 22 Metals: CAM Title 22 Metals tests were performed on all collected samples.
The reported metal concentrations were compared with regulatory threshold values and also

California Office of Environmental Health Hazard Assessment (OEHHA) soil screening
concentrations. Except for the following, none of the metals were evaluated to exceed any of
the threshold criteria or the screening concentrations:

— Arsenic was reported in one sample (HA-10-09-0.5) at 16.3 mg/kg. This is higher than
the concentration that is typically used for soil screening (12 mg/kg). Arsenic was
reported above laboratory detection limits for 12 out of 24 samples analyzed. The mean
concentration was calculated to be 4.28 mg/kg and the 95% Upper Confidence Limit
(UCL) on the mean is 6.74 mg/kg. Based on this finding, the isolated arsenic

concentration for one sample is not considered a concern.
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Lead was reported above laboratory detection limits for 22 of the 24 samples analyzed
(8.33 percent non-detect). The mean lead concentration is 45.34 mg/kg. The 95% UCL
on the mean was calculated using the PROUCL software recommended by EPA as well
as descriptive statistics for lead. A 95% KM (Chebyshev) UCL is recommended and is
calculated to be 87.16 mg/kg. Soluble lead analyses using WET and deionized water
were performed on all eight samples where the total lead was analyzed to be in excess of
50 mg/kg. A linear regression correlation for lead and soluble lead is done using NCSS
statistics software. Using the identified correlation, WET analysis soluble lead
concentration of 5 mg/L (California hazardous waste standard) would be exceeded for
total lead concentration in excess of 114.7 mg/kg.

None of the samples analyzed exceeded the California OEHHA soil screening concentration
of 320 mg/kg. In addition, the 95% UCL on the mean (87.16 mg/kg) is less than the

concentration (114.7 mg/kg) where the soil would classify as a California hazardous waste.

e Pesticide and Herbicide: Pesticide and herbicide testing was performed on total of 7

selected soil samples collected in the upper 0.5 feet from 7 borings (labeled as HA-10-01,
HA-10-03, HA-10-04, HA-10-06, HA-10-08, HA-10-09 and HA-10-10). Pesticides and

herbicides are not expected to be found at deeper depth. No chlorinated herbicides were

reported above laboratory detection limits in the soil samples analyzed. Six organochlorine

pesticides were reported for one or more samples of soil analyzed as follows:

Total chlordane (alpha and gamma) was reported in 3 of 7 samples analyzed ranging
from 4.1 to 24.3 nug/kg. The mean for the samples was calculated to be 11.5 pg/kg and the
95% UCL of 39.1 pg/kg. These concentrations are well below the California OEHHA
industrial soil screening level of 1,700 pg/kg.

DDD was reported in 6 of 7 samples analyzed ranging from 1.4 to 7.7 pg/kg. The mean
for the samples was calculated to be 3.9 pg/kg and the 95% UCL of 7.0 pg/kg. These
concentrations are well below the California OEHHA industrial soil screening level of
9,000 pg/kg.

DDE was reported in all samples analyzed ranging from 1.7 to 32.0 ug/kg. The mean for
the samples was calculated to be 8.8 pg/kg and the 95% UCL of 18.9 ng/kg. These
concentrations are well below the California OEHHA industrial soil screening level of
6,300 pg/kg.

DDT was reported in all samples analyzed ranging from 2.8 to 130.0 pg/kg. The mean for
the samples was calculated to be 34.5 pg/kg and the 95% UCL of 75.1 pg/kg. These
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concentrations are well below the California OEHHA industrial soil screening level of
6,300 pg/kg.

— Dieldrin was reported in 2 of 7 samples analyzed ranging from 2.4 to 10.6 pg/kg. The
mean for the samples was calculated to be 6.5 pg/kg and the 95% UCL of 58.5 pg/kg.
These concentrations are well below the California OEHHA industrial soil screening
level of 130 pg/kg.

— Heptachlor epoxide was reported in one sample at 2.16 ug/kg. This concentration is well
below the California OEHHA industrial soil screening level of 520 pg/kg.

The highest concentration of these compounds can best be described as trace to small. These
concentrations are not uncommon in shallow surface soil in the Los Angeles Basin and are
not considered a concern. Therefore, there is no concern relating to the presence of these

soils on-site and their re-use at the site.

2.14.3 Environmental Consequences

2.14.3.1 Construction Impacts

No Build Alternative

There would be no construction impacts associated with hazardous wastes/materials under the
No Build Alternative.

Build Alternative
Hazardous Waste Facilities
Based on the review of the environmental databases, site reconnaissance, and historical research,

there are many hazardous waste sites within the required search distances of the project limits
(see Table 2.14-1). Based on the nature and status of the listings, most of these sites are not
considered RECs for the proposed project.

Two sites with LUSTs that impacted groundwater are located in close vicinity (approximately
500 feet) to the Channel Street overcrossing improvement. These two sites are the Arco Gas
Station #3069, located at 701 Channel Street, and the Chevron Gas Station #9-9717, located at
1105 Gaffey Street. In addition, a pipeline leak in 1951 resulted in a spill of 200 barrels of oil to
the storm drain. As a result, the soil in the upper few feet within the construction zone of the
proposed project may be contaminated with petroleum products. Results of the SI revealed small
amounts of ADL, pesticide and herbicide, and TPH-diesel contamination in a few samples of soil
and groundwater at the project site. Soil and groundwater analysis would be required prior to any
soil disposal and groundwater dewatering activities to ensure proper handling and disposal of

contaminated soil and groundwater.
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Aerially Deposited Lead
Total Lead: None of the samples analyzed were reported to contain lead exceeding the Caltrans
Soil Classification Y-1 threshold of 1,411 mg/kg.

Soluble Lead STLC (WET-Citrate): A linear regression analysis was performed to correlate
the results to total lead analyses. According to the log-transformed correlation, soil that contains
total lead concentrations in excess of 96 mg/kg would also contain soluble lead in excess of
5 mg/L. Only soil in the upper 6 inches of the project site exceeds the threshold.

STLC-DI (WET-DI): Because none of the soil was above the detection limit, none of the soil
exceeds the total lead threshold of 1,000 mg/kg; therefore, the soil classification is still Caltrans
Y-1 for the upper 18 inches.

TCLP: None of the samples exceeded the TCLP method limit of 5.0 mg/L; therefore, there is no
RCRA-impact to the management of this soil.

Pesticides and Herbicides
The highest concentrations of the pesticides and herbicides were approximately 30 percent of the

concentration considered a concern. Therefore, there is no issue relating to the presence of these
soils onsite and their reuse at the site; however, if the soil is transported offsite, then it would
require proper disposal as a California nonhazardous waste because of the presence of trace
concentrations of chlorinated pesticides.

TPH and VOCs
Typically, soils containing TPH as diesel and heavy hydrocarbons below 1,000 mg/kg are not

considered actionable. However, a spill was reported in the area, and sampling at one location
may not be sufficient to characterize the soil; therefore, it is recommended that any soil
excavated from the upper 2 feet of the northern 1,000 feet of the alignment be stockpiled
separately, sampled, and tested for TPH before being reused or disposed offsite.

CAM Title 22 Metals

Based on an evaluation of the soils for metals, there is no concern relating to the presence of

metals in the soil and the soil may be re-used at the site. Soil at depth greater than 2.5 feet was
not sampled and/or analyzed during this investigation as the nature of the soil impacts were
surficial. The sampling results confirm this assumption. However, soil excavated during the
drilling of Cast in Drilled Hole (CIDH) piles should be stockpiled, and the stockpiled soil
sampled and analyzed for CAM Title 22 Metals. One sample should be collected as a composite
from the stockpile from a minimum of three different areas for every 100 cubic yards of soil. The
results of these analyses would allow proper off-site disposal and/or re-use.
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2.14.3.2 Permanent Impacts

No Build Alternative

There would be no permanent impacts associated with hazardous wastes/materials under the No
Build Alternative.

Build Alternative
Once construction is complete, there would be no permanent impacts associated with hazardous
materials and wastes as a result of implementation of the Build Alternative.

2.14.4 Avoidance, Minimization, and Mitigation Measures
No Build Alternative
No avoidance, minimization, and/or mitigation measures are required.

Build Alternative

Construction

Impacts related to hazardous wastes/materials during construction of the proposed project would
be minimized by implementation of the following measures.

MM HM-1  Conduct soil profiling while handling soil at the project site during construction.
If the soil contains contaminant concentrations that meet the definition of
hazardous materials, then the contractor would be required to adhere to City of
Los Angeles Standard Specifications (known as the Greenbook), which address
the management of various hazardous materials and wastes consistent with federal
and state of California requirements pertaining to hazardous materials and wastes

management.

MM HM-2  Collect and analyze water collected during dewatering for TPH gasoline/diesel
and VOCs if a construction dewatering system is planned.

MM HM-3  Collect soil samples from the drilling of CIDH piles and analyze for CAM Title
22 Metals per the work plan to be approved by Caltrans to determine proper off-
site disposal, and/or re-use of this soil.

MM HM-4  Dispose of any hazardous materials or wastes encountered before or during the

construction phase of the project according to current regulatory guidelines.

Permanent
No avoidance, minimization, and/or mitigation measures are required.
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2.15  Air Quality

This section addresses potential impacts to regional and local air quality associated with
implementation of the proposed project. Air quality impacts were evaluated for short-term
construction emissions and long-term operational emissions. This section is based on the Air
Quality Technical Report for the John S. Gibson Boulevard/I-110 Access Ramps and SR 47/1-110
Connector Improvements Project (AQTR) (Parsons, 2010 - revised 2011). Detailed analytical
methodology and modeling input and output and calculations worksheets can be found in the
AQTR.

The proposed project is located in the Harbor District of Los Angeles, within the South Coast Air
Basin (SCAB or Basin), which is an approximately 6,745-square-mile area bounded by the
Pacific Ocean to the west and the San Gabriel, San Bernardino, and San Jacinto mountains to the
north and east. The SCAB includes all of Orange County; Los Angeles County, with the
exception of the Antelope Valley; and the non-desert portions of Riverside and San Bernardino
counties. Its terrain and geographical location determine the distinctive climate of the Basin, as
the Basin is a coastal plain with connecting broad valleys and low hills. Elevations range from
sea level to more than 11,000 feet above MSL. The South Coast Air Quality Management
District (SCAQMD) has jurisdiction over air quality issues within the SCAB. While the SCAB
has some of the most unhealthful air quality in the nation, air quality within the basin continues

to show improvement.

Many statutes, regulations, plans, and policies have been adopted that address air quality issues.
The project site and vicinity are subject to air quality regulations developed and implemented at
the federal, state, and local levels. Plans, policies, and regulations that are relevant to the

proposed project are discussed in the following sections.

2.15.1 Regulatory Setting

The Clean Air Act (CAA), as amended in 1990, is the federal law that governs air quality. Its
counterpart in California is the California Clean Air Act (CCAA) of 1988. These laws set
standards for the quantity of pollutants that can be in the air. At the federal level, these standards
are called national ambient air quality standards (NAAQS). Standards have been established for
six criteria pollutants that have been linked to potential health concerns: carbon monoxide (CO),
nitrogen dioxide (NO,), ozone (O3,) particulate matter (PM), lead (Pb), and sulfur dioxide (SO,).

Under the 1990 CAA Amendments (CAAAs), the Department of Transportation (DOT) cannot
fund, authorize, or approve federal actions to support programs or projects that are not first found
to conform to the SIP for achieving the goals of the CAA requirements. Conformity with the
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CAA takes place on two levels — first, at the regional level and second, at the project level. The
proposed project must conform at both levels to be approved.

Regional-level conformity in California is concerned with how well the region is meeting the
standards set for CO, NO,, O3, and PM. California is in attainment for the other criteria
pollutants. At the regional level, RTPs are developed that include all of the transportation
projects planned for a region over a period of years. Based on the projects included in the RTP,
an air quality model is run to determine whether implementation of those projects would
conform to emission budgets or other tests showing that attainment requirements of the CAA are
met. If the conformity analysis is successful, then the regional planning organization, such as the
SCAG, which is the federally designated MPO responsible for transportation planning in the
SCAB, and the appropriate federal agencies, such as FHWA, make the determination that the
RTP is in conformity with the SIP for achieving the goals of the CAA. Otherwise, the projects in
the RTP must be modified until conformity is attained. If the design and scope of the proposed
transportation project are the same as described in the RTP, then it is deemed to meet regional
conformity requirements for purposes of project-level analysis.

Conformity at the project level also requires “hot-spot” analysis if an area is “nonattainment” or
“maintenance” for CO and/or PM. A region is a “nonattainment” area if one or more monitoring
stations in the region fail to attain the relevant standard. Areas that were previously designated as
nonattainment areas but have recently met the standard are called “maintenance” areas. “Hot-
spot” analysis is essentially the same, for technical purposes, as CO or PM analysis performed
for NEPA purposes. Conformity does include some specific standards for projects that require a
hot-spot analysis. In general, projects must not cause the CO standard to be violated, and in
“nonattainment” areas the project must not cause any increase in the number and severity of
violations. If a known CO or PM violation is located in the project vicinity, then the project must

include measures to reduce or eliminate the existing violation(s) as well.

2.15.2 Affected Environment
An air quality analysis was performed for the proposed project. Detailed methodologies, input

and output data, and analytical results were presented in the AQTR.

2.15.2.1 Climate/Meteorology

The climate of the project region is categorized as Mediterranean, characterized by warm, dry
summers, low precipitation, and mild winters. The average daily winter temperature is 56
degrees Fahrenheit (°F), and the average daily summer temperature is 75°F. More than two-thirds
of the annual rainfall occurs from December through March, with approximately 90 percent
occurring between December and April. The mean annual precipitation in the Long Beach area
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over a 50-year period (1958-2007) was 11.96 inches. In nearly all months of the year,

evaporation exceeds precipitation.

Topography is a major factor influencing wind direction over the project area. The predominant
daily winds in the Long Beach area are onshore morning flows from the southwest at a mean
speed of 7.3 mph. The afternoon and evening winds are generally northeasterly at speeds ranging
from 0.2 to 4.7 mph. There is little seasonal variability in this pattern. Occasionally during
autumn and winter, “Santa Ana” conditions develop from a high-pressure zone to the east to
bring dry, high-velocity winds from the deserts over Cajon Pass to the coastal region. These
winds, gusting to more than 80 mph, can reduce relative humidity to less than 10 percent.
Generally, the worst air quality in the coastal area occurs during Santa Ana winds because they

transport contaminated air from the east to the ocean.

The Palos Verdes Hills, which are located north of the project site, have a major influence on
wind flow in the Port area. For example, during the afternoon southwesterly sea breeze, the Palos
Verdes Hills often block this flow and create a zone of lighter winds in the inner harbor area.
During strong sea breezes, this flow can bend around the north side of the hills and end up as a
northwest breeze in the inner harbor area. This topographic feature also deflects northeasterly
land breezes that flow from the coastal plains to northerly direction through the San Pedro Bay
Ports.

The SCAB experiences frequent temperature inversions (i.e., increasing air temperature with
increasing altitude) as a result of the Pacific high. This inversion limits the vertical dispersion of
air contaminants, holding them relatively near the ground. As the sun warms the ground and the
lower air layer, the temperature of the lower air layer approaches the temperature of the base of
the inversion (i.e., upper) layer until the inversion layer finally breaks, which allows vertical
mixing with the lower layer. This phenomenon is observed in the mid to late afternoon on hot
summer days, when the smog appears to clear up suddenly. Winter inversions frequently break

by mid morning.

The greatest air pollution impacts throughout the Basin occur from June through September. This
condition is generally attributed to the large amount of pollutant emissions, increased sunshine,
light winds, and shallow vertical atmospheric mixing. This frequently reduces pollutant
dispersion, thus causing elevated air pollution levels. Pollutant concentrations in the Basin vary
with location, season, and time of day. O; concentrations, for example, tend to be lower along
the coast, higher in the near inland valleys, and lower in the far inland areas of the Basin and
adjacent desert. Over the past 30 years, substantial progress has been made in reducing air

pollution levels in southern California.
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2.15.2.2 Criteria Pollutants

A network of air quality monitoring stations located throughout the SCAB characterizes the air
quality environment in the Basin by measuring and recording pollutant concentrations in the
local ambient air. The Basin is divided into 38 source/receptor areas (SRAs), and the project is
located at the boundary of SRA number 3 (Southwest Coastal Los Angeles County) and SRA
number 4 (South Coastal Los Angeles County). The nearest SCAQMD air monitoring station to
the project site is the North Long Beach Monitoring Station (Station No. 072), which is located
at 3648 Long Beach Boulevard, approximately 6.2 miles northeast of the project site. All criteria
pollutants are monitored at this station (i.e., O3, CO, NO,, Pb, SO,, PM,, and PM,s). Federal
and state standards that have been established represent the maximum allowable atmospheric
concentrations of these pollutants (see Section 2.15.3.2).

Ambient air quality data from the North Long Beach Monitoring Station (see Figure 2.15-1) for
the past 4 years (2005 through 2008) are summarized in Table 2.15-1. The table includes
maximum recorded pollutant levels and the number of days in each year that the pollutant level
exceeded the national and state standards.

.w

N Long Beach
Monitor Station

Figure 2.15-1 Location of North Long Beach Air Quality Monitoring Station
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Table 2.15-1
Criteria Air Pollutants Data Summary (North Long Beach Monitoring Station)
Averaging
Pollutant Time Standard 2005 2006 2007 2008
Ozone Maximum Concentration (ppm) 0.09 0.08 0.1 0.09
(1-Hour)
(Os) Days > CAAQS (0.09 ppm) 0 0 1 0
Maximum Concentration (ppm) 0.069 0.058 0.073 0.074
(8-Hour) Days > 1997 NAAQS (0.08 ppm) 0 0 0 0
Days > CAAQS (0.07 ppm)? 0 0 1 1
Particulate Matter Maximum Concentration (pg/ms) 66 78 75* 62
(PMa) (24-Hour) | Days > NAAQS (150 pg/m°) 0 0 6 0
Days > CAAQS (50 pg/m?) 24 30 30 6
National Annual Average (50 pg/m?’)b 30 31 34 29
(Annual) b
State Annual Average (20 pg/m”) 30 31 n/a n/a
Particulate Matter Maximum Concentration (pg/ms) 54 59 83 57
PM, Days > NAA % ¢ 12 5 14 8
(PMz.5) (24-Hour) atxs _QS (35 pg/m )
98" Percentile ((ug/m®) 41 35 41 39
3-year Average 98" Percentile (pg/m?’)d 45 41 39 38
(Annual) | Annual Arithmetic Mean (15 pg/m®) 15.9 141 14.6 141
Carbon Monoxide Maximum Concentration (ppm) 4.2 4.2 3.3 3.3
(CO) (1-Hour) Days > NAAQS (35 ppm) 0 0 0 0
Days > CAAQS (20 ppm) 0 0 0 0
(8-Hour) Maximum Concentration (ppm) 35 3.4 2.6 25
Days > CAAQS (9.0 ppm) 0 0 0 0
Nitrogen Dioxide (1-hour) Maximum Concentration (ppm) 0.14 0.10 0.11 0.08
(NOy) Days > CAAQS (0.25 ppm)° 0 0 0 0
(Annual) Maximum Concentration (ppm) 0.024 0.022 | 0.021 | 0.019
Days > NAAQS (0.053 ppm) 0 0 0 0
Sulfur Dioxide Maximum Concentration (ppm) 0.010 0.010 0.009 0.010
(SO2) (24-hour) | Days > CAAQS (0.04 ppm) 0 0 0 0
Days > NAAQS (0.14 ppm) 0 0 0 0
(Annual) | Annual Arithmetic Mean (0.03 ppm) 0.002 0.002 0.003 0.003
Exceedances shown in bold; ppm — parts per million; ug/m®— micrograms per cubic meter; n/a — not available
* The data reported for 2007 represent the second high value. The first high values measured at the station are flagged
as “exceptional event” and occurred on October 21, 2007, which coincides with southern California wildfires in 2007.
& The new California 8-hour-average Os standard was adopted by CARB on April 28, 2005; therefore, the exceedance
statistics are not applicable before this date.
P State statistics are based on California-approved samplers, whereas national statistics are based on samplers using federal
reference or equivalent methods. State and national statistics may therefore be based on different samplers.
° Based on 2004-2006 monitored data, EPA tightened the 24-hour standard of PM, 5 from the previous level of 65 pug/m®. The
updated area designation became effective in October 2009.
¢ Attainment condition for PM.s is that the 3-year average of the 98th percentile of 24-hour concentrations at each
monitor within an area must not exceed the standard (35 pg/m?®).
¢ NO, standard was amended on February 22, 2007, to lower the 1-hour standard to 0.18 ppm and establish a new annual standard of
0.030 ppm. The Office of Administrative Law approved the proposed amendments and the new standards became effective on March
20, 2008.

Source: CARB, 2010b” and EPA, 2010a°

2 CARB, 2010b. Air Quality Data Statistics. CARB Web page: www.arb.ca.gov/adam/.
3 EPA, 2010. Air Data Monitor Data — Region 9. http://www.epa.gov/air/data/geosel.html.
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Table 2.15-1 shows that exceedances of the California standards were recorded at the North
Long Beach Monitoring Station for Os (1-hour, California standard), PM;y (24-hour and annual),
and PM, 5 (24-hour and annual) on one or more occasions from 2005 through 2008. The national
standards were exceeded only for PM, s (24-hour and annual). No exceedances of either the state
or national standards were recorded for SO,, Pb, NO,, or CO. It should be noted that the 2007
data were affected by a series of wildfires that erupted in southern California in late October
2007. This extraordinary event resulted in temporary elevated levels of particulates over a large
region. As such, the highest levels in 2007 cannot be considered for a trend study.

2.15.2.3 Toxic Air Contaminants

Toxic air contaminants (TACs) consist of compounds that include metals, minerals, soot, and
hydrocarbon-based chemicals. There are hundreds of different types of air toxics with varying
degrees of toxicity. Sources of TACs include industrial processes, such as petroleum refining and
chrome-plating operations; commercial operations, such as gasoline stations and dry cleaners;
and motor vehicle exhaust. TACs are a concern in the SCAB because of the large number of
mobile sources and industrial facilities throughout the basin.

California regulates TACs through its Air Toxics Program, which is mandated in Chapter 3.5 of
the Health and Safety Code — Toxic Air Contaminants, and Part 6 — Air Toxics Hot Spots
Information and Assessment (H&SC Sections 39660 et seq. and 44300 et seq., respectively).

The regulatory approach used in controlling TAC levels relies on a quantitative risk assessment
process rather than ambient air conditions to determine allowable emission levels from the
source. In addition, for carcinogenic air pollutants, there is no safe concentration in the
atmosphere. Local concentrations can pose a health risk and are termed “toxic hot spots.”

The most comprehensive study on air toxics in the SCAB is the Multiple Air Toxics Exposure Study
(MATES-II [2000] and MATES III [2008]) conducted by SCAQMD. The monitoring program
measured more than 30 air toxics, including gaseous and particulate TACs. The monitoring study
was accompanied by a computer modeling study in which SCAQMD estimated the risk of cancer
from breathing toxic air pollution throughout the region, based on emissions and weather data.
MATES-II found that the maximum cancer risk in the region from carcinogenic air pollutants
ranged from approximately 1,100 in a million to 1,750 in a million, with an average regional risk
of approximately 1,400 in a million. The higher risk levels were found in the urban core areas in
south central Los Angeles County, in Wilmington adjacent to the San Pedro Bay Ports, and near
freeways. Overall, the study showed that airborne diesel particulate matter (DPM) contributed
approximately 70 percent of the cancer risk. Mobile sources accounted for approximately
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90 percent of the cancer risk, and industries and other stationary sources accounted for the

remaining 10 percent.

The MATES-III Final Study Report was released in September 2008. The results of the
MATES-III study indicate that:

e Across the Basin, the population-weighted risk was 853 in one million, approximately
8 percent lower compared to the MATES II period of 931 per million;

e The overall average lifetime risk from TACs in the Ports area experienced an approximate 17
percent increase in risk. The 2005 average population-weighted air toxics risk in the Ports
area was estimated to be approximately 1,415 per million, compared with 1,208 per million
lifetime cancer risk as estimated for MATES II period (1998-1999);

e Mobile source toxics account for 94 percent of risk; and
e Diesel accounts for 84 percent of air toxics risk.

Based on the finding that DPM is a significant contributor to cancer risk in the region, SCAQMD
has approved fleet rules to limit diesel exhaust emitted by municipal vehicle fleets, trash trucks,
street sweepers, taxis, and buses in the region. That rule is one of many measures outlined in a
comprehensive plan to reduce toxic air pollution from mobile and stationary sources. Other
programs to reduce diesel emissions include SCAQMD grant programs for the conversion of
diesel equipment to alternative fuels.

Asbestos

According to the California Division of Mines and Geology, the proposed project location is not
in an area of naturally occurring asbestos (NOA). NOA areas are identified based on the type of
rock found in the area. Asbestos-containing rocks found in California are ultramafic rocks,
including serpentine rocks. These types of rocks are found only in the Catalina Island portion of
Los Angeles County, and they are not present in the project area.

Based on the Initial Site Assessment (ISA) prepared for this project, no indicator of ACMs was
observed by the reconnaissance team (see Section 2.14.2.3).

2.15.2.4 Sensitive Receptors

Some land uses are considered more sensitive to changes in air quality than others, depending on
the demographic characteristics of occupants and users and the activities involved. Sensitive
receptor sites include residential areas, hospitals, elder-care facilities, rehabilitation centers,

elementary schools, daycare centers, and parks.
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Land uses adjacent to the proposed improvements sites include Port of Los Angeles West Basin,
east of the project corridor; office buildings on the west side of John S. Gibson Boulevard; and
residential uses on the hillside above I-110 and SR 47 and along SR 47 and I-110 connector.
Sensitive receptors in the project vicinity are shown in Figure 2.15-2. The closest residential uses
are the first row of residences on the northeast of SR 47/I-110 connector, approximately 81 feet
from the project corridor; the nearest school is Barton Hill Elementary School, located at 423 N.
Pacific Avenue, approximately 800 feet (0.15-mile) south of the project corridor. Daycare
facilities nearest to the project corridor include Comprehensive Child Development, located at
769 W. 3 Street in the San Pedro Neighborhood Facility, and World Tots LA at 100 W 5™
Street, located approximately 0.55-mile and 0.6-mile south of the project site, respectively. The
nearest hospital is the San Pedro Peninsula Hospital (1300 W. 7™ Street), located approximately

I-mile southwest of the project site.

2.15.3 Environmental Consequences

2.15.3.1 Regional Air Quality Conformity

Transportation Conformity Rule

The CAA mandates that the state submit and implement an SIP for each criteria pollutant that

violates the applicable NAAQS. These plans must include pollution control measures that
demonstrate how the standards will be met. Conformity to the SIP is defined under the 1990
CAAA as conformity with the plan’s purpose in eliminating or reducing the severity and number
of violations of the NAAQS and achieving expeditious attainment of these standards. EPA has
two types of SIP conformity guidelines: transportation conformity rules that apply to transportation
plans and projects, and general conformity rules that apply to all other federal actions.

The Transportation Conformity Rule, as defined in 40 CFR Parts 51 and 93, was established by
EPA and the Department of Transportation (DOT) on November 30, 1993, to implement the
Federal CAA conformity provisions. The CAAAs of 1990 require that transportation plans,
programs, and projects that are funded by or approved under Title 23 U.S.C. or the Federal
Transit Act, conform to state or federal air quality plans for achieving NAAQS. The
transportation conformity process establishes the major connection between transportation
planning and emission reductions from transportation sources. In addition, the Intermodal
Surface Transportation Efficiency Act (ISTEA) of 1991 (revised in 1998 as TEA-21) linked
compliance with conformity requirements to continued FHWA and Federal Transit
Administration (FTA) funding of transportation plans, programs, and projects. These
requirements were not changed with enactment of the Safe, Accountable, Flexible, Efficient
Transportation Equity Act: A Legacy for Users (SAFETEA-LU) on August 10, 2005.
Conformity with the CAA takes place on both regional and local levels.
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Figure 2.15-2 Sensitive Receptor Location
February 2012 2-132 John S. Gibson Interchange

SR 47/1-110 Connector Project



Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

The Transportation Conformity Rule, as defined in 40 CFR Parts 51 and 93, was established by
EPA and the Department of Transportation (DOT) on November 30, 1993, to implement the
Federal CAA conformity provisions. The CAAAs of 1990 require that transportation plans,
programs, and projects that are funded by or approved under Title 23 U.S.C. or the Federal
Transit Act, conform to state or federal air quality plans for achieving NAAQS. The
transportation conformity process establishes the major connection between transportation
planning and emission reductions from transportation sources. In addition, the Intermodal
Surface Transportation Efficiency Act (ISTEA) of 1991 (revised in 1998 as TEA-21) linked
compliance with conformity requirements to continued FHWA and Federal Transit
Administration (FTA) funding of transportation plans, programs, and projects. These
requirements were not changed with enactment of the Safe, Accountable, Flexible, Efficient
Transportation Equity Act: A Legacy for Users (SAFETEA-LU) on August 10, 2005.
Conformity with the CAA takes place on both regional and local levels.

Regional Conformity Determination
Regional conformity was demonstrated following the Caltrans Conformity Flowchart that is

included in the Caltrans Standard Environmental Reference. In determining whether a project
conforms to an approved air quality plan, agencies must use current emission estimates based on
the most recent population, employment, travel, and congestion estimates determined by SCAG.
As the MPO for the region, SCAG is required to develop and maintain long-range plans and
programs, such as 20-year RTPs and 4-year (or longer) RTIPs that set out transportation policies
and programs for the region. A conforming RTIP model outcome projects that the regulated
pollutants will be reduced to acceptable levels within time frames that meet the NAAQS.

The 2008 RTP was adopted by SCAG on May &, 2008, and FHWA and FTA adopted the air
quality conformity finding on June 5, 2008. The 2008 RTIP was federally approved on
November 17, 2008. On December 4, 2008, SCAG adopted Amendment #1 to the 2008 RTP and
Amendment #08-01 to the Final 2008 RTIP. The Amendments were federally approved on
January 14, 2009. On December 3, 2009, SCAG adopted Amendment #2 to the 2008 RTP and
Amendment #08-24 to the Final 2008 RTIP. The Amendments were federally approved on
January 22, 2010. Most of the projects in these Amendments include minor changes, such as
changes to completion years, as well as minor modifications to project scopes, costs, and
funding.

The originally proposed project was referenced in the 2008 RTP and also in the Final Adopted
2008 RTIP — Including Amendments 1-32 and 38 on page 85, in the “Los Angeles County —
Local Highway Listing” with the following reference:
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“ID: LAOD390 — Description: The project improves the intersection and I-110 on/off-
Ramps at John S. Gibson; and enhances the operation and safety of the I-110/SR 47/
Harbor Blvd. Interchange connector (SAFETEA-LU HPP # 2885). Addition of left- and

right-turn lanes. Length of project — 1 mi.”

The scope of the project has been slightly modified, and the revised description, which is
consistent with the current project scope, cost and schedule, is included in 2008 RTP
Amendment #3 and RTIP Amendment #08-34 (adopted by SCAG on April 1, 2010 and
approved by FHWA on May 6, 2010), with the following description:

“ID: LAOD390 — Description: Improve I-110 northbound at the John S. Gibson Blvd.
(JSG) northbound ramps and the SR 47/I-110 connector consisting of: widening the SB
SR-47 to NB I-110 connector (from SR-47 Post Mile 0.72, Station 535+00 to NB I-110
north of the JSG off-ramp); widening the northbound I-110 on-ramp at JSG; and
improving the intersection of JSG Blvd. and the Fwy. ramps with improved turning radii
and restriping.”

The design concept and scope of the proposed project is consistent with the revised project
description; therefore, the project is considered to meet CAA requirements and is in conformity
with the SIP.

2.15.3.2 Project-Level Conformity
National Ambient Air Quality Standards
Basic elements of the federal CAA include NAAQS for criteria air pollutants, hazardous air

pollutants (HAPs) emission standards, state attainment plans, motor vehicle emissions standards,
stationary source emission standards and permits, acid rain control measures, stratospheric O;
protection, and enforcement provisions.

The NAAQS have two tiers: primary standards to protect public health and secondary standards
to prevent environmental degradation (e.g., damage to vegetation and property, visibility
impairment). The CAA mandates that the state submit and implement a SIP for areas not meeting
the NAAQS. These plans must include pollution control measures that demonstrate how the

standards will be met.

As of 1990, the CAA identifies specific emission-reduction goals for areas not meeting the
NAAQS. These amendments require a demonstration of reasonable progress toward attainment
and incorporation of additional sanctions for failure to attain or to meet interim milestones. The
sections of the CAA that are most applicable to the proposed project include Title I
(Nonattainment Provisions) and Title II (Mobile Source Provisions).
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Title I identifies attainment, nonattainment, and unclassifiable areas with regard to the criteria
pollutants, and it sets deadlines for all areas to reach attainment for the following criteria
pollutants: O3 NO,, SO,, particulates less than 10 microns in diameter (PM;), CO, and Pb. The
NAAQS were amended in July 1997 to include the 8-hour O3 standard and an NAAQS for fine

particulates less than 2.5 microns in diameter (PM, ).

Title II contains many provisions with regard to mobile sources, including motor vehicle
emission standards (e.g., new tailpipe emissions standards for cars and trucks and NOx standards
for heavy-duty vehicles), fuel standards (e.g., requirements for reformulated gasoline), and a
program for cleaner fleet vehicles.

EPA reviews the most up-to-date scientific information and the existing ambient standard for
each pollutant every 5 years and obtains advice from the Clean Air Scientific Advisory
Committee on each review. Based on these, EPA applies consideration to revise NAAQS
accordingly. The NAAQS for particulate matter were amended in September 2006 to strengthen
the 24-hour PM, 5 standard from 65 micrograms per cubic meter (png/m’) to 35 pg/m’. The area
designation for the new standard became effective in October 2009. EPA revised the Os standard
in 1997, setting the 8-hour standard at 0.08 parts per million (ppm). On March 12, 2008, EPA
strengthened the 8-hour O3 NAAQS based on new scientific evidence about the effects of
ground-level Os on public health and the environment. The new standard (primary and
secondary) is 0.075 ppm. Furthermore, based on new scientific studies and several health risk
assessment results, EPA revised the lead (Pb) NAAQS to provide increased protection for
children and other at-risk populations against adverse health effects, most notably including
neurological effects in children. The revised standard level is 0.15 pg/m’ over a period of 3
months. The final rule was signed on October 15, 2008. The area designation/classification based
on the new standard became effective in March 2010, and attainment demonstration SIPs will be
due by 2013.

The standards for all criteria pollutants are presented in Table 2.15-2; health effects that result
from exposure to these pollutants are shown in Table 2.15-3. Nonattainment designations are
categorized by EPA into seven levels of severity: basic, marginal, moderate, serious, severe-15,
severe-17, and extreme. The SCAB is currently classified as a nonattainment area for O3 and fine
particulates (PM;o and PM;5). Based on 1990 CAAAs, the SCAB nonattainment designations
are as follows: nonattainment for PM, 5, requiring attainment by 2014; and “extreme” for 8-hour
O3, requiring attainment with the 0.08 ppm standard by 2024 (the former 1-hour O; standard was
revoked by EPA on June 15, 2005; thus, it is no longer in effect for California). The SCAB was
1n “serious nonattainment” status for PM;( until 2006. The Basin met the PM; standards at all
stations except for western Riverside, where the annual PM,, standard was not met as of 2006.
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The annual standard was revoked by EPA in December 2006 due to a lack of evidence linking
health problems to long-term exposure to coarse particulate pollution. The 24-hour PMj
standard is retained at its existing value. Currently, the Basin meets the 24-hour average federal
standard, and the only days that exceed the standard are associated with high wind natural events

or exceptional events, such as wildfires.

For CO, attainment demonstrations were previously submitted to EPA in 1992, 1994, and 1997
to bring the SCAB into attainment with the federal standard in 2000. In 2001, the CO standard
was exceeded in the SCAB on 3 days, thus leaving the basin in nonattainment status. At that
time, a request to EPA for an extension of the attainment date to 2002 was planned to be
included in the revision to the 1997 Air Quality Management Plan (AQMP). Due to delays, the
CO attainment demonstration provided in the 1997 AQMP amendments lapsed. In January 2005,
the California Air Resources Board (CARB) declared CO attainment for the SCAB based on air
quality data collected during 2001 through 2003. The redesignation was approved by the State
Office of Administrative Law, and it became effective on July 23, 2004. The 2005 CO
Redesignation Request and Maintenance Plan for SCAB was reviewed and approved by EPA,
and the federal CO attainment status for SCAB became effective on June 11, 2007.

All nonattainment areas are subject to a “transportation conformity” measure, requiring local
transportation and air quality officials to coordinate their planning to ensure that transportation
projects do not hinder an area’s ability to reach its clean air goals. These requirements become

effective 1-year after an area’s nonattainment designation.

California Ambient Air Quality Standards

The State of California began to set its ambient air quality standards, CAAQS, in 1969 under the
mandate of the Mulford-Carrell Act. The CCAA was enacted September 30, 1988, and it became
effective January 1, 1989. The CCAA requires all areas of the state to achieve and maintain the
CAAQS by the earliest practicable date. As shown in Table 2.15-1, the CAAQS are more
stringent than the NAAQS for most of the criteria air pollutants. In general, California standards
are more health protective than the corresponding NAAQS. In addition, the CAAQS include
standards for other pollutants recognized by the state. For example, California has set standards

for sulfates, hydrogen sulfide, vinyl chloride, and visibility-reducing particles. Moreover, on
April 28, 2005, CARB approved a new 8-hour-average Os standard of 0.070 ppm to further
protect California’s most vulnerable population (i.e., children) from the adverse health effects

associated with ground-level Os;. The standard went into effect in early 2006.
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Table 2.15-2
Ambient Air Quality Standards
Pollutant Averaging California Standards ° Federal Standards "°
ofiutan Time Concentration ° Primary ° Secondary ©
1 Hour 0.09 ppm (180 pg/m’) — .
Ozone (03) 8 Hour 0.07 ppm (137 pg/m’) 0.075 ppm (147 pg/m*) & | Same as Primary
Respirable 24 Hour 50 pg/m’ 150 pg/m’

Pamc(u;:/tlelol)\/[atter AAM 20 pg/m’ o Same as Primary
Fine Particulate 24 Hour No Separate State Standard 35 pg/m’ .
Matter (PM, s) AAM 12 pg/m’ 15 pg/m’ Same as Primary

Carbon Monoxide 8 Hour 9.0 ppm (10 mg/m’) 9 ppm (10 mg/m°)

(CO) 1 Hour 20 ppm (23 mg/m") 35 ppm (40 mg/m’) None
Nitrogen Dioxide AAM 0.030 ppm (57 pg/m’) .053 ppm (100 pg/m’) © Same as Primary
(NO,) 1 Hour 0.18 ppm (339 pg/m’) .100 ppm (188 pg/m*) © None

24 Hour 0.04 ppm (105 pg/m’) — —
Sulfur Dioxide 0.5 ppm
(SO,) 3 Hour — - (1300 EZ/m%
1 Hour 0.25 ppm (655 pg/m°) 75 ppb (196 pg/m®) —
30-Day Average 1.5 pg/m’ —
Lead (Pb)® Calendar Quarter — 1.5 pg/m’ Same as Primary
3-month rolling" — 0.15 pg/m’ Same as Primary
Extinction coefficient of 0.23 per
Visibility-‘Reducing 8 Hour kilometer - Visib.ility of 10 miles. or
Particles more due to particles when relative
humidity is less than 70%. No Federal Standards
Sulfates 24 Hour 25 pg/m’
Hydrogen Sulfide 1 Hour 0.03 ppm (42 pg/m’)
Vinyl Chloride ¢ 24 Hour 0.01 ppm (26 pg/m’)

®

California standards for O;, CO (except Lake Tahoe), SO, (1 and 24 hour), NO,, suspended particulate matter (PM;o, PM, 5), and
visibility-reducing particles are values that are not to be exceeded. All others are not to be equaled or exceeded. California ambient air
quality standards are listed in the Table of Standards in Section 70200 of Title 17 of the California Code of Regulations.

National standards (other than Os, particulate matter, and those based on annual averages or annual arithmetic mean) are not to be
exceeded more than once a year. The O; standard is attained when the fourth highest 8-hour concentration in a year, averaged
over 3 years, is equal to or less than the standard. For PM,, the 24-hour standard is attained when the expected number of days
per calendar year with a 24-hour average concentration above 150 pg/m’ is equal to or less than one. For PM, s, the 24-hour
standard is attained when 98 percent of the daily concentrations, averaged over 3 years, are equal to or less than the standard.
Concentration expressed first in units in which it was promulgated. Equivalent units given in parentheses are based upon a
reference temperature of 25°C and a reference pressure of 760 torr. Most measurements of air quality are to be corrected to these
reference conditions; ppm in this table refers to ppm by volume, or micromoles of pollutant per mole of gas.

The new standard of 0.075 ppm (previously 0.08 ppm) was adopted on March 12, 2008, and it became effective in June, 2008.
To attain this standard, the 3-year average of the 98th percentile of the daily maximum 1-hour average at each monitor within an
area must not exceed 0.100 ppm (effective January 22, 2010).

On June 2, 2010, the U.S. EPA established a new 1-hour SO2 standard, effective August 23, 2010, which is based on the 3-year
average of the annual 99th percentile of 1-hour daily maximum concentrations. EPA also proposed a new automated Federal
Reference Method (FRM) using ultraviolet technology, but will retain the older pararosaniline methods until the new FRM have
adequately permeated State monitoring networks. The EPA also revoked both the existing 24-hour SO2 standard of 0.14 ppm and
the annual primary SO2 standard of 0.030 ppm, effective August 23, 2010. The secondary SO2 standard was not revised at that
time; however, the secondary standard is undergoing a separate review by EPA.

The California Air Resources Board (CARB) has identified Pb and vinyl chloride as 'toxic air contaminants' with no threshold
level of exposure for adverse health effects determined. These actions allow implementation of control measures at levels below
the ambient concentrations specified for these pollutants.

" Final rule for the new federal standard was signed October 15, 2008.

AAM - annual arithmetic mean; mg/m®— milligrams per cubic meter; pg/m’ — micrograms per cubic meter; ppm — parts per million

o

o

a

)

-

oQ

Source: California Air Resources Board Web site: http://www.arb.ca.gov/aqs/ Revised September 8, 2010.
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Table 2.15-3
Health Effects Summary for Criteria Air Pollutants

Pollutant Sources Primary Effects
Ozone () Atmospheric reaction of organic gases with Aggravation of respiratory diseases; irritation of eyes;
3 nitrogen oxides in the presence of sunlight. impairment of pulmonary function; plant leaf injury.

Nitrogen Motor vehicle exhaust; high temperature; Aggravation of respiratory illness; reduced visibility;
Dioxide (NO,) stationary combustion; atmospheric reactions. reduced plant growth; formation of acid rain.

Incomplete combustion of fuels and other Reduced tolerance for exercise; impairment of mental
Carbon carbon-containing substances, such as motor function; impairment of fetal development; impairment of
Monoxide (CO) | vehicle exhaust; and natural events, such as learning ability; death at high levels of exposure;

decomposition of organic matter. aggravation of some cardiovascular diseases (angina).
Particulate Fuel combustion in motor vehicles, equipment, Reduced lung function; aggravation of the effects of
Matter (PM and industrial sources; construction activities; gaseous pollutants; aggravation of respiratory and cardio-
and PM, 5) 10 industrial processes; residential and agricultural | respiratory diseases; increased cough and chest discomfort;

= burning; atmospheric chemical reactions. soiling; reduced visibility.
. .. . Aggravation of respiratory and cardiovascular diseases;
.. Combustion of sulfur-containing fossil fuels; geravatt resp r. Iy 2 ! V uardi >

Sulfur Dioxide . . - . reduced lung function; carcinogenesis; irritation of eyes;

smelting of sulfur-bearing metal ores; industrial Lo - D .
(SOy) reduced visibility; plant injury; deterioration of materials

processes. . . .

(e.g., textiles, leather, finishes, coating).
Lead (Pb) Contaminated soil. Impaqment of blooc_i function anq nerve construction;
behavioral and hearing problems in children.

Source: EPA Web site at www.epa.gov/air/oaqps/greenbk/. Accessed November 2006.

Based on the CAAQS, the SCAB complies with the state standards for sulfates, hydrogen sulfide,
and vinyl chloride, but it is unclassified for the California standard for visibility-reducing particles.
Table 2.15-4 provides the Basin’s attainment status with respect to federal and state standards.

Project-Level Conformity Determination
Project-level conformity is required for projects in CO, PM;y, and PM; s nonattainment and

maintenance areas. As discussed previously, a region is a nonattainment area if one or more
monitoring stations in the region fail to attain the relevant CAAQS or NAAQS. In general,
projects must not cause the standards to be violated, and in nonattainment areas, the project must
not cause any increase in the number and severity of violations.

Project-level transportation conformity was determined by conducting hot-spot analysis for CO,
PM,y, and PM, s, for which the SCAB is designated as nonattainment or maintenance area. The
hot-spot analyses were based on the Caltrans guidance document, Transportation Project-Level
Carbon Monoxide Protocol (CO Protocol), and the FHWA/EPA guidance document,
Transportation Conformity Guidance for Qualitative Hot-Spot Analyses in PM2s and PMjy
Nonattainment and Maintenance Areas (Guidelines). It should be noted that the final Guidelines
that was release in December 2010, Transportation Project-Level Carbon Monoxide Protocol
(CO Protocol), and the FHWA/EPA guidance document, Transportation Conformity Guidance
for Quantitative Hot-Spot Analyses in PM, s and PM;o Nonattainment and Maintenance Areas, is
a complementary document to the March 2006 and includes guidelines for modeling and
quantitative analysis of the projects that need to be further analyzed for localized PM effects.
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Because the proposed project is not a project of local air quality concern (see Section 4.2.1.2b), a

quantitative PM analysis was not required.

Table 2.15-4

South Coast Air Basin Attainment Status

Attainment Status Basis

Pollutant
National Standard California Standard

Ozone (03), 1-hour average N/A? Extreme
Ozone (03), 8-hour average Extreme ° Nonattainment
Carbon Monoxide (CO) Attainment/Maintenance ° Attainment ©
Nitrogen Dioxide (NO,) Attainment/Maintenance Nonattainment ¢
Sulfur Dioxide (SO,) Attainment Attainment
PM,, Serious Nonattainment
PM, s Nonattainment Nonattainment
Lead (Pb) Attainment © Nonattainment
Sulfates (SO,%) N/A Attainment

N/A — not applicable

The National 1-hour O; standard was revoked June 15, 2005.

The “extreme” nonattainment status was in effect on June 4, 2010.

The SCAB was redesignated by EPA as attainment for CO, effective June 11, 2007.

The State NO, standard was amended February 22, 2007, to lower the 1-hour standard to 0.18 ppm and establish a new annual
standard of 0.030 ppm. The Office of Administrative Law approved the proposed amendments and the new standards became
effective on March 20, 2008.

In August 2009, CARB submitted a recommendation for nonattainment status for Los Angeles County portion in SCAB based
on the new federal lead standard (0.15 pg/m’ rolling 3-month concentration).

o 6o o =

Sources: EPA, 2007; CARB, 2009a; and SCAQMD, 2007.

In March 2006, the Transportation Conformity Rule was updated to include regulations for
performing qualitative analysis of PM;o and PM;s hot-spot impacts. Only projects that are
considered “Projects of Air Quality Concern” (POAQC) are required to perform an analysis.
POAQC:s are defined generally as: (1) new or expanded highway projects that have a significant
number of or significant increase in diesel vehicles, (2) projects affecting intersections that are
LOS D, E, or F with a significant number of diesel vehicles, (3) new or expanded bus and rail
terminals and transfer points with a significant number of diesel vehicles congregating in a single
location, and (4) projects in or affecting locations, areas, or categories of sites that are identified
in the PM; or PM; 5 applicable implementation plan as sites of possible violation.

Pursuant to Federal Conformity Regulations [specifically, 40 CFR 93.105(c)(1)(i)], an
Interagency Review Form was prepared for the proposed project and was submitted to the SCAG
Transportation Conformity Working Group (TCWG). The TCWG discussed the project Review
Form at their meeting on January 26, 2010, and concurred with the proposed conclusion that the
project is not a POAQC (see relevant documentation in Appendix C).
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The proposed project is not considered a POAQC because it does not meet the definition of a
POAQC as defined in the EPA Transportation Conformity Guidance.

i. The project is not a new or expanded highway project. The proposed project includes
components for improvement of safety and traffic flow along the project corridor. The
project proposes improving the intersection and I-110 on-/off-ramps at John S. Gibson
Boulevard; and enhancing the operation and safety of the I-110/SR 47/Harbor Boulevard
interchange connector. The intersection of John S. Gibson Boulevard and the northbound I-
110 ramps would be restriped to provide longer left-turn lanes. The signal system would be
upgraded. Proposed improvements do not include a capacity-increasing component and
would not cause any change in fleet mix or traffic pattern. This type of project improves
roadway operations by reducing traffic congestion and reducing delay time per vehicle. Based on
the Traffic Study (Iteris, 2009), the daily traffic volumes along the connector ramps and freeway
segments within the project limits would be well below the 125,000 average daily traffic (ADT),
and the heavy truck daily traffic would also remain below the 10,000 ADT threshold for a
POAQC through the RTP horizon year. Similarly, based on the project traffic study, the truck
percentages would not change during the years after completion of construction through the RTP
horizon year of 2035.

ii. The proposed project would not affect congested intersections with a significant number of diesel
trucks. The LOS for the intersection affected by the project would not change, but the volume to

capacity ratio (v/c) would slightly improve compared to the no build scenario.

iii. The project does not include highway facility improvements to provide a new connection from
highway to a major freight, bus, or intermodal terminal.

iv. The project would not involve an increase in the number of diesel transit buses or diesel trucks.
v. The project site is not identified in the SIP as a site of possible violation for PM;y or PM;s.

Based on the above discussion, it can be concluded that the proposed project meets the CAA
requirements and 40 CFR 93.116 without a qualitative hot-spot analysis pursuant to FHWA and
EPA Transportation Conformity Guidance for Qualitative Hot-spot Analyses in PMs and PMyg
Nonattainment and Maintenance Areas. The proposed project would not create a new, or worsen
an existing, PM;y or PM; s violation, and it would comply with any local, state, and federal rules
and regulations developed as a result of implementing control or mitigation measures and/or
strategies in the 2003 PM;, SIP and 2007 PM, s SIP (approved by EPA in May 2008). Therefore,
PM hot-spot analysis is not required for hot-spot analyses.
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Furthermore, construction of the proposed project improvements would last approximately
2.5 years and would comply with SCAQMD Rule 403; therefore, temporary construction

emissions are not required to be considered.

CO Hot-Spot Analysis

The CO Protocol has a screening exercise that would determine whether the project requires a
qualitative or quantitative analysis, or none would be necessary. Below are the steps taken
following Figure 1 of the CO Protocol:

3.1.1 Isthe project exempt from all emissions analyses?

No — The project category is not listed in Table 1 of the CO Protocol (derived from 40
CFR Part 93, Table 2) and thus, the proposed project is not exempt from all emission
analyses; continue to step 3.1.2.

3.1.2 Is project exempt from regional emissions analyses?

No — The proposed project includes components that are not among the projects listed in
Table 2 of the Protocol; continue to step 3.1.3.

3.1.3 Is project defined as regionally significant?

Yes — The project is defined as nonexempt and has been modeled in the regional
emissions analysis of the currently conforming RTP and RTIP; continue to step 3.1.4.

3.1.4. Is project in a federal attainment area?

No — The project is in the SCAB, which is currently designated nonattainment for O3,
PM,y, and PM, s NAAQS; continue to step 3.1.5.

3.1.5 Isthere a currently conforming RTP and TIP?

Yes — The SCAG 2008 RTP and 2008 RTIP are the currently conforming plans for the
project area; continue to step 3.1.6.

3.1.6 Is the project included in the regional emissions analysis supporting the currently
conforming RTP and TIP?

Yes — The project is included in both documents; continue to step 3.1.7.

3.1.7 Has the project design concept and/or scope changed significantly from that in regional
analysis?

No — continue to step 3.1.9
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3.1.9 Examine local impacts — Proceed to Section 4

Section 4, local analysis: procedures delineated in the flow chart of Figure 3 of the CO Protocol
were followed as described below.

Level 1. Isthe project in a CO nonattainment area?

No — The project is located in the SCAB, which was approved and redesignated by
EPA as a CO attainment/maintenance area as of June 11, 2007. Proceed to Level la.

Level 1a. Was the area designation as ““attainment” after the 1990 Clean Air Act?
Yes — See response to previous question. Proceed to Level 1b.
Level 1b. Has *““continuous attainment™ been verified with the local Air District, if appropriate?

Yes — As shown in Table 2.15-1, the air quality monitoring data show no exceedance, and
continued attainment has been verified by the District. Proceed to Level 7.

Level 7. Does project worsen air quality?

No — Based on the following discussion, as prescribed by the Protocol, the project is
likely to be beneficial to air quality at the intersections and along the local project area.

Screening Analysis (Reference Section 4.7.1 of CO Protocol)

a. Does the project significantly increase (more than 2%) the percentage of vehicles operating
in cold start mode?

An increase in percentage of vehicles in cold start is not anticipated because the project does
not include areas such as parking lots, where engine cold starts are expected to occur.

b. Does the project significantly increase traffic volumes? According to the Protocol, increases
in traffic volume in excess of 5% are generally considered potentially significant. Increases

less than 5% would be potentially significant, if a reduction in average speeds is anticipated.

The proposed project is intended to improve traffic safety and flow, and reduce congestion.
Based on the traffic study, the project would not result in a change in traffic volume or
vehicle mix along the freeway segments and connector ramps. Table 2.15-5 includes
average daily volumes along the project corridor for the existing year, and for opening year
2014 with and without the project. Table 2.15-6 presents average daily volumes along the
project corridor for horizon year 2035 with and without the project. As shown, the proposed
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project would not change traffic volumes, and it would not affect the fleet mix or traffic
patterns along the project corridor; however, the project would improve traffic flow because
average speeds along the connector ramps would increase for the Build Alternative

compared to the no-build scenario.

Table 2.15-5
Average Daily Traffic Volumes and Peak-Hour Speed Along Project Corridor for
Existing and Opening Year (No Build and Build)

Existing — Year 2009 Opening Year — 2014
i No Buil Buil
Traffic Volume y Peak-Hour 0 Build and Build Peak-Hour Speed
0
Roadway Segment (ADT) Heavy snaeid ADT % (mph) AM/ PM
Trucks (mph) Heavy
All Heavy AM/PM All Heavy

Vehicles | Trucks Vehicles | Trucks Trucks | No Build | - Build

SB SR 47 East of Harbor Boulevard

17,111 | 2,661 16 55/55 | 19,937 | 4,035 20 55/55 | 55/55
On-Ramp

SB SR 47 Weaving from Harbor Boulevard

On-Ramp to I-110 Connector 22,902 | 3,077 13 40/39 | 25,876 | 4,518 17 32/38 | 34/39

SB SR 47 to NB I-110 Connector 10,298 | 1,887 18 40/39 | 13,372 | 3,302 25 32/38 | 34/39

[-110 NB Weaving Segment from SR 47

Connector to John . Gibson Blvd Off-Ramp 29,564 | 2,327 8 50/49 | 33,069 | 3,774 11 41/47 | 45/50

NB I-110 Off-Ramp to John S. Gibson

605 215 36 50/ 49 1,403 244 17 41/ 47 | 45/50
Boulevard

INB I-110 between John S. Gibson Boulevard

Off- and On-Ramps 28,959 | 2,112 7 65/ 65 | 31,666 | 3,530 11 65/ 65 | 65/65

John S. Gibson Boulevard On-Ramp to NB

13,758 | 1,090 8 40/40 | 17,378 | 2,450 14 40/ 40 | 40/40
[-110 (merge)

INB I-110 North of John S. Gibson

Boulevard On-Ramp 42,717 | 3,201 7 65/ 65 | 49,043 | 5,980 12 65/ 65 | 65/65

Note: Improvements to no-build condition are shown in bold.

Source: lteris, 2009; Parsons, 2009.
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Table 2.15-6

Average Daily Traffic Volumes and Peak-Hour Speed along Project Corridor for

Horizon Year 2035 (No Build and Build)

Horizon Year — 2035
No Build and Build Peak-Hour Speed
Roadway Segment (mph)
ADT % Heavy AM/ PM
] Trucks ) ]
All Vehicles | Heavy Trucks No Build Build
SB SR 47 East of Harbor Boulevard On-Ramp 22,712 4,543 20 55/ 55 55/ 55
SR 47 SB Weaving from Harbor Boulevard On-Ramp to I-110 36.983 5,003 14 38/ 35 41/ 38
Connector
SB SR 47 to NB 1-110 Connector 22,929 3,790 17 38/35 41/ 38
[-110 NB Weaving Segment from SR 47 Connector to John S.
Gibson Boulevard Off-Ramp 43,775 4,309 10 40/ 40 44/ 43
INB 1-110 Off-Ramp to John S. Gibson Boulevard 1,961 285 15 40/ 40 44/ 43
INB I-110 between John S. Gibson Boulevard Off- and On-Ramps | 41,814 4,025 10 65/ 65 65/ 65
John S. Gibson Boulevard On-Ramp to NB I-110 (merge) 19,764 3,350 17 35/ 35 36/ 36
NB I-110 North of John S. Gibson Boulevard On-Ramp 61,578 7,375 12 65/ 65 65/ 65

Note: Improvements to no-build condition are shown in bold.

Source: Iteris, 2009; Parsons, 2009.

C.

Does the project worsen traffic flow? For uninterrupted roadway segments, a reduction in
average speeds (within a range of 3 to 50 mph) should be regarded as worsening traffic
flow. For intersections, a reduction in average speed or an increase in average delay should
be considered as worsening traffic flow.

The average daily speed on segments of the project corridor are either similar (i.e., highway
segments) or higher (i.e., ramps and connectors) for the Build Alternative compared with the
no-build condition; therefore, the project generally improves traffic flow. Furthermore, as
summarized in Tables 2.15-5 and 2.15-6, other indicators of traffic conditions, such as LOS
and density along the roadway segments and at the project intersection (i.e., John S. Gibson
Boulevard and 1-110 NB off-ramp/Yang Ming Driveway), would improve with project
implementation.

Based on the above screening analysis, it is concluded that the project is satisfactory for the

screening-level analysis, and no further qualitative or quantitative CO analysis is required.
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Particulate Matter (PM3o and PM5) Qualitative Hot-Spot Analysis
As discussed earlier, the TCWG determined that the project is not a POAQC; therefore, no
further PM hot-spot analysis is required for the proposed project.

2.15.3.3 Construction Impacts

Quantification of construction impact analysis is not required by Caltrans and FHWA, pursuant
to NEPA, for projects having a construction schedule not longer than 5 years. The proposed
project has an estimated construction schedule of approximately 2.5 years and does not require a
quantitative analysis under that criterion. However, the Los Angeles Harbor Department
(LAHD), as the local agency sponsor as well as a responsible agency for the proposed project,
requires such an analysis for all of its projects; therefore, a quantitative construction impacts
analysis is performed pursuant to LAHD CEQA requirements. The analysis is presented as an
Attachment A-1 in Appendix A of this IS/EA.

During construction, short-term degradation of air quality may occur due to the release of
particulate emissions (airborne dust) generated by excavation, grading, hauling, and other
activities related to construction. Emissions from construction equipment also are anticipated and
would include CO, NOx, VOCs, directly emitted particulate matter (PM;o and PM;5), and TACs
such as diesel exhaust particulate matter. Ozone is a regional pollutant that is derived from NOx
and VOC:s in the presence of sunlight and heat.

Site preparation and roadway construction would involve clearing, cut-and-fill activities,
grading, removing or improving existing roadways, and paving roadway surfaces. Construction-
related effects on air quality from most highway projects would be greatest during the site
preparation phase because most engine emissions are associated with the excavation, handling,
and transport of soils to and from the site. If not properly controlled, these activities would
temporarily generate PMo, PM; 5, and small amounts of CO, SO,, NOx, and VOCs. Sources of
fugitive dust would include disturbed soils at the construction site and trucks carrying uncovered
loads of soils. Unless properly controlled, vehicles leaving the site would deposit mud on local
streets, which could be an additional source of airborne dust after it dries. PM;o emissions would
vary from day to day, depending on the nature and magnitude of construction activity and local
weather conditions. PM;( emissions would depend on soil moisture, silt content of soil, wind
speed, and the amount of equipment operating. Larger dust particles would settle near the source,
while fine particles would be dispersed over greater distances from the construction site.

Construction activities for large development projects are estimated by EPA to add 1.2 tons of
fugitive dust per acre of soil disturbed per month of activity. If water or other soil stabilizers are
used to control dust, the emissions would be reduced by up to 50 percent. Caltrans' Standard
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Specifications (Section 10) pertaining to dust minimization requires use of water or dust
palliative compounds and will reduce potential fugitive dust emissions during construction.

In addition to dust-related PM;, emissions, heavy trucks and construction equipment powered by
gasoline and diesel engines would generate CO, SO,, NOx, VOCs, and some soot particles
(PMjp and PM;s) in exhaust emissions. If construction activities were to increase traffic
congestion in the area, CO and other emissions from traffic would increase slightly while those
vehicles are delayed. These emissions would be temporary and limited to the immediate area

surrounding the construction site.

SO, is generated by oxidation during combustion of organic sulfur compounds contained in
diesel fuel. Off-road diesel fuel meeting federal Standards can contain up to 5,000 ppm of sulfur,
whereas on-road diesel is restricted to less than 15 ppm of sulfur; however, under California law
and CARB regulations, off-road diesel fuel used in California must meet the same sulfur and
other standards as on-road diesel fuel, so SO»-related issues due to diesel exhaust will be
minimal. Some phases of construction, particularly asphalt paving, would result in short-term
odors in the immediate area of each paving site(s). Such odors would be quickly dispersed below
detectable thresholds as the distance from the site(s) increases.

The construction contractor will be required to comply with and adhere to all applicable rules
and regulations, such as SCAQMD Rule 403 for fugitive dust control, Rule 1113 for control of
VOC emissions from asphalt operations, and other pertinent requirements concerning the
operation of construction equipment and dust control. Table 2.15-7 summarizes the applicable
measures required by Rule 403. Implementation of these control measures would reduce the

fugitive dust emissions by approximately 50 percent.

Furthermore, the LAHD has developed Sustainable Construction Guidelines for reducing air
emissions from all LAHD-sponsored construction projects. The Guidelines include the use of
Best Management Practices (BMPs) to reduce or eliminate environmental impacts from

construction activities.

With implementation of the LAHD Sustainable Construction Guidelines for Reducing Air
Emissions during project construction phase, impacts from air pollutant emissions during project
construction would not be substantial.
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Table 2.15-7

Rule 403 — Best Available Control Measures for All Construction Sources

Source Category

Control Measure

01-1 Stabilize backfill material when not actively handling.
Backfilling 01-2 Stabilize backfill material during handling.
01-3  Stabilize soil at completion of actively.
. 02-1 Maintain stability of soil through prewatering of site prior to clearing and grubbing.
Clearing and . . . . . o
grubbing 02-2  Stabilize soil during clearing and grubbing activities.
02-3  Stabilize soil immediately after clearing and grubbing activities.
03-1 Use water spray to clear forms; or
Clearing forms 03-2  Use sweeping and water spray to clear forms; or
03-3  Use vacuum system to clear forms.
. 0.4-1 Stabilize surface soils prior to operation of support equipment.
Crushing . . .
04-2 Stabilize material after crushing.
Cut and fill 05-1 Prev&fa'ter so'ils pri.or to cut and fill activities. o
05-2  Stabilize soil during and after cut and fill activities.
. 06-1 Stabilize wind-erodible surfaces to reduce dust.
D en;oht}or; /_ 06-2 Stabilize surface soil where support equipment and vehicles will operate.
mechanica
manual 06-3 Stabilize loose soil and demolition debris.
06-4 Comply with SCAQMD Rule 1403.
Disturbed soil 07-1 Stabilize disturbed soil throughout the construction site
isturbed soi
07-2 Stabilize disturbed soil between structures.
08-1 Preapply water to depth of proposed cuts.
Earth-moving Reapply water as necessary to maintain soils in a damp condition and to ensure that
. 08-2 .. S ) N
activities visible emissions do not exceed 100 feet in any direction.
08-3  Stabilize soils once earth-moving activities are complete.
09-1 Stabilize material while loading to reduce fugitive dust emissions.
Importing/ 09-2 Maintain at least 6 inches of freeboard on haul vehicles.
exporting of bulk | 09-3  Stabilize material while transporting to reduce fugitive dust emissions.
materials 09-4 Stabilize material while unloading to reduce fugitive dust emissions.
09-5 Comply with Vehicle Code Section 23114.
Landscaping 10-1 Stabilize soils, materials, and slopes.
11-1  Apply water to unpaved shoulders prior to clearing.

Road shoulder . - .
maintenance 112 Apply chemical dust suppressants and/or washed gravel to maintain a stabilized
surface after completing road shoulder maintenance.

12-1 Prewater material prior to screening.
Screening 12-2  Limit fugitive dust emissions to opacity and plume length standards
12-3  Stabilize material immediately after screening.
) 13-1 Stabilize staging areas during use.
Staging areas o . . . .
13-2  Stabilize staging area soils at project completion.
14-1 Stabilize stockpiled materials.
. Stockpiles within 100 yards of offsite occupied buildings must not be greater than 8
Stockpiles/bulk feet in height, or th h d bladed to th 1l k
material handling | 14-2 eet in height, or they must have a road bladed to the top to allow water truck access,

or they must have an operational water irrigation system that is capable of complete
stockpile coverage.
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Table 2.15-7
Rule 403 — Best Available Control Measures for All Construction Sources
Source Category Control Measure

Traffic areas for 15-1 Stabilize all off-road traffic and parking areas.

construction 15-2  Stabilize all haul routes.

activities 15-3  Direct construction traffic over established haul routes.

16-1 Stabilize surface soils where trencher or excavator and support equipment will
Trenching operate.

16-2 Stabilize soils at the completion of trenching activities.

17-1 Prewater material prior to loading.

Truck loading 17-2  Ensure that freeboard exceeds 6 inches (California Vehicle Code [CVC] 23114).
18-1 Apply sufﬁcient water immediately prior to conducting turf vacuuming activities to
Turf over-seeding meet opacity and plume length standards.
18-2  Cover haul vehicles prior to exiting the site.
19-1 Stabilize soils to meet the applicable performance standards.
Unpaved

Limit vehicular travel to established unpaved roads (haul routes) and unpaved

ds/parking lot R
roads/parking lots | 19-2 parking lots.

In instances where vacant lots are 0.10-acre or larger and have a cumulative area of
500 ft* or more that are driven over and/or used by motor vehicles and/or off-road
Vacant land 20-1 wvehicles, prevent motor vehicle and/or off-road vehicle trespassing, parking, and/or
access by installing barriers, curbs, fences, gates, posts, signs, shrubs, trees, or other
effective control measures.

Source: SCAQMD, 2005, Rule 403- Table 1.

2.15.3.4 Toxic Air Contaminants

The greatest potential for Toxic Air Contaminants (TAC) emissions would be related to diesel
particulate emissions associated with heavy equipment operations during grading and excavation
activities. According to SCAQMD methodology, health effects from carcinogenic air toxics are
usually described in terms of individual cancer risk. “Individual Cancer Risk” is the likelihood
that a person exposed to concentrations of TACs over a 70-year lifetime will contract cancer,
based on the use of standard risk-assessment methodology. Given the construction schedule of
27 months, and considering that most grading and excavation activities would occur
intermittently during different construction phases, the proposed project would not result in a
long-term (i.e., 70 years) substantial source of TAC emissions, with no residual emissions after
construction and corresponding individual cancer risk.

Asbestos
Based on the ISA study for this project, no indicator of ACMs was observed; therefore, project
construction activities would not have a potential for release of ACMs.

February 2012 2-148 John S. Gibson Interchange
SR 47/1-110 Connector Project



Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

2.15.3.5 Odors

During project construction, potential sources of objectionable odors would be related to the
operation of diesel-powered equipment and to off-gas emissions during road-building activities,
such as paving and asphalting. Such odors, however, would be short-term and limited to the area
where the specific activity is occurring. The perception of these odors is dependent upon climatic
conditions such as temperature, humidity, wind speed, and wind direction. Furthermore, SCAQMD
Rule 1113 (Architectural Coatings) limits the amount of volatile organic compounds (VOCs) from
paving, asphalt, concrete curing, and cement coatings operations. Construction of the proposed
project would be performed in compliance with SCAQMD Rules, which limit VOC emissions. In
addition, construction activities would be located within fenced, secured sites as far from receptors
as feasible, with no public access. Due to the relatively short-term nature of construction odors,
controlled access, and the distance to the nearest receptors, odors are not likely to affect a

substantial number of people.

2.15.3.6 Mobile Source Air Toxics

Controlling air toxic emissions became a national priority with the passage of the CAAA,
whereby Congress mandated that the EPA regulate 188 air toxics, also known as hazardous air
pollutants (HAPs). Mobile Source Air Toxics (MSATs) are a subset of the 188 air toxics.
MSATSs are compounds emitted from roadway vehicles and non-road equipment. Some toxic
compounds are present in fuel and are emitted to the air when the fuel evaporates or passes
through the engine unburned. Other toxics are emitted from the incomplete combustion of fuels
or as secondary combustion products. Airborne toxic metals can also result from engine wear or
from impurities in oil or gasoline (see document No. EPA420-R-00-023, December 2000). EPA
has assessed the expansive list of HAPs in their latest rule on the Control of Hazardous Air
Pollutants from Mobile Sources (Federal Register, Vol. 72, No. 37, page 8430, February 26,
2007) and identified a group of 93 compounds emitted from mobile sources that are listed in
their Integrated Risk Information System (IRIS) (http://www.epa.gov/ncea/iris/index.html). In

addition, EPA identified six compounds with significant contributions from mobile sources

(FHWA, 2006) that are among the national and regional-scale cancer risk drivers from their 1999
National Air Toxics Assessment (NATA) (http:/www.epa.gov/ttn/atw/natal999/). The list of
priority MSATSs was revised in the 2009 Update Memorandum (FHWA, 2009), which added one
more compound to the previous list. The priority MSATs are acrolein, benzene, 1,3-butadiene,

diesel particulate matter plus diesel exhaust organic gases (DPM), formaldehyde, naphthalene,
and polycyclic organic matter. While FHWA considers these the priority MSATS, the list is
subject to change and may be adjusted in consideration of future EPA rules. Of these pollutants,
DPM, 1,3-butadiene, and benzene account for approximately 89 percent of the total toxic air
pollutants for potential excess cancer risk. DPM accounts for 71.2 percent of the total toxic air

pollutants for potential excess cancer risk.
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FHWA released an interim guidance on February 3, 2006, determining when and how to address
MSAT impacts in the NEPA process for transportation projects. The guidance document was
updated on September 30, 2009 (FHWA, 2009). FHWA has identified three levels of analysis:

e No analysis for exempt projects or projects with no potential for meaningful MSAT effects;
e Qualitative analysis for projects with low potential MSAT effects; and
¢ Quantitative analysis to differentiate alternatives for projects with higher potential MSAT effects.

For projects warranting MSAT analysis, the seven priority MSATSs should be analyzed.

Under Category 1, three types of projects are included: (a) projects qualifying as a categorical
exclusion under 23 CFR 771.117(c); (b) projects exempt under the CAA conformity rule under 40
CFR 93.126; and (c) other projects with no meaningful impacts on traffic volumes or vehicle mix.

The types of projects included in Category 2 are those that serve to improve operations of
highway, transit, or freight movement without adding substantial new capacity or without
creating a facility that is likely to meaningfully increase emissions. This category covers a broad
range of projects. Any projects not meeting the threshold criteria for higher potential effects set
forth in Category 3 below and not meeting the criteria in Category 1 should be included in this
category. Examples of these types of projects are minor widening projects and new interchanges,
such as those that replace a signalized intersection on a surface street or where design year traffic
is not projected to meet the 140,000 to 150,000 AADT criterion.

Category 3 includes projects that have the potential for meaningful differences among project
alternatives. Only a limited number of projects meet this two-pronged test. To fall into this
category, projects must:

e Create or significantly alter a major intermodal freight facility that has the potential to

concentrate high levels of DPM in a single location; or

o Create new or add significant capacity to urban highways such as interstates, urban arterials,
or urban collector-distributor routes with traffic volumes where the AADT is projected to be
in the range of 140,000 to 150,000, or greater, by the design year; and

e Projects proposed to be located in proximity to populated areas or in rural areas, in proximity
to concentrations of vulnerable populations (i.e., schools, nursing homes, hospitals).

As discussed above, several studies have concluded that mobile sources (i.e., on-road and non-road
combined) are responsible for most of the excess cancer risk associated with exposure to urban air
toxics. While much work has been done to assess the overall health risk of air toxics, many
questions remain unanswered. Currently, the tools and techniques for assessing project-specific
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health impacts from MSATs are limited. Furthermore, neither EPA nor CARB have established
regulatory concentration targets for the six relevant MSAT pollutants appropriate for use in the
project development process. For the same reason, states are neither required to achieve an
identified level of air toxics in the ambient air nor identify air toxics reduction measures in the SIP.
Developing strategies for reduction of MSATS is a cooperative effort between federal and local
authorized agencies. The CAA provides EPA with the authority to establish and regulate emission
standards for engines and vehicles. The State of California also has certain rights to adopt its own
emission regulations, which are often more stringent than the federal rules. To reduce mobile
source emissions, mandatory and incentive-based programs are developed in conjunction with new
engine emission regulations; additional emission testing requirements (i.e., supplemental emission
test [SET], not-to-exceed [NTE] limits); and limiting fuel sulfur content. These programs are
implemented by all levels of government: federal, state, and local. Currently, FHWA’s interim
guidance update is used for analysis of potential impacts of MSATs to be included in
environmental documents.

The 2007 EPA rule requires controls that will dramatically decrease MSAT emissions through
cleaner fuels and cleaner engines. According to an FHWA analysis using EPA's MOBILEG6.2
model, even if vehicle activity (vehicle-miles traveled [VMT]) increases by 145 percent as
assumed, a combined reduction of 72 percent in the total annual emission rate for the priority
MSAT is projected from 1999 to 2050, as shown in Figure 2.15-3.

Based on the Traffic Analysis Report (Iteris, 2009), the proposed project is not anticipated to
significantly affect traffic patterns or fleet mix in the project area (see Section 2.7). Therefore,
based on FHWA'’s tiered approach, which is recommended by the Agency’s interim guidance
document, it would be considered to have minimal potential MSAT effects (Category 2); therefore,
a qualitative analysis is provided for project MSAT impacts.

Incomplete or Unavailable Information for Project-Specific MSAT Health Impact Analysis
In FHWA’s view, information is incomplete or unavailable to credibly predict the project-

specific health impacts due to changes in MSAT emissions associated with a proposed set of
highway alternatives. The outcome of such an assessment, adverse or not, would be influenced
more by the uncertainty introduced into the process through assumption and speculation rather
than any genuine insight into the actual health impacts directly attributable to MSAT exposure
associated with a proposed action.
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Figure 2.15-3
National MSAT Emissions Trend, 1999 - 2050
for Vehicles Operating on Roadways
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Notes:
(1) The projected data were estimated using EPA’s MOBILE6.2 Model run 20 August 2009.

(2) Annual emissions of polycyclic organic mater are projected to be 561 tons per year for 1999, decreasing to 373 tons per year
for 2050.

(3) Trends for specific location may be different, depending on locally derived information representing vehicle miles traveled,
vehicle speeds, vehicle mix, fuels, emission control programs, methodology, and other factors.

Source: FHWA, 2009.

EPA is responsible for protecting the public health and welfare from any known or anticipated
effect of an air pollutant. They are the lead authority for administering the CAA and its
amendments and have specific statutory obligations with respect to HAPs and MSATs. EPA is in
the continual process of assessing human health effects, exposures, and risks posed by air
pollutants. They maintain the Integrated Risk Information System (IRIS), which is “a
compilation of electronic reports on specific substances found in the environment and their

potential to cause human health effects” (EPA, https://www.epa.gov/iris/). Each report contains

assessments of non-cancerous and cancerous effects for individual compounds and quantitative
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estimates of risk levels from lifetime oral and inhalation exposures with uncertainty spanning

perhaps an order of magnitude.

Other organizations are also active in the research and analyses of the human health effects of
MSATs, including the Health Effects Institute (HEI). Two HEI studies are summarized in
Appendix D of FHWA’s Interim Guidance Update on Mobile Source Air Toxic Analysis in
NEPA Documents. Among the adverse health effects linked to MSAT compounds at high
exposures are cancer in humans in occupational settings; cancer in animals; and irritation to the
respiratory tract, including the exacerbation of asthma. Less obvious is the adverse human health
effects of MSAT compounds at current environmental concentrations (HEI Web site,
http://pubs.healtheffects.org/view.php?id=282) or in the future as vehicle emissions substantially
decrease (HEI, http://pubs.healtheffects.org/view.php?id=306).

The methodologies for forecasting health impacts include emissions modeling; dispersion
modeling; exposure modeling; and then final determination of health impacts — each step in the
process building on the model predictions obtained in the previous step. All are encumbered by
technical shortcomings or uncertain science that prevents a more complete differentiation of the
MSAT health impacts among a set of project alternatives. These difficulties are magnified for
lifetime (i.e., 70-year) assessments, particularly because unsupportable assumptions would have
to be made regarding changes in travel patterns and vehicle technology (which affects emissions
rates) over that time frame, because such information is unavailable. The results produced by
EPA’s MOBILEG6.2 model, CARB’s Emfac2007 model, and EPA’s Draft MOVES2009 model in
forecasting MSAT emissions are highly inconsistent. Indications from the development of the
MOVES model are that MOBILE6.2 significantly underestimates DPM emissions and

significantly overestimates benzene emissions.

Regarding air dispersion modeling, an extensive evaluation of EPA’s guideline CAL3QHC
model was conducted in a study by the National Cooperative Highway Research Program
(NCHRP), available at http:/www.epa.gov/scram001/dispersion_alt.htm#hyroad, = which

documents poor model performance at ten sites across the country — three where intensive
monitoring was conducted plus an additional seven with less-intensive monitoring. The study
indicates a bias of the CAL3QHC model to overestimate concentrations near highly congested
intersections and underestimate concentrations near uncongested intersections. The consequence
of this is a tendency to overstate the air quality benefits of mitigating congestion at intersections.
Such poor model performance is less difficult to manage for demonstrating compliance with
NAAQS for relatively short time frames than it is for forecasting individual exposure over an
entire lifetime, especially given that some information needed for estimating 70-year lifetime
exposure is unavailable. It is particularly difficult to reliably forecast MSAT exposure near
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roadways and to determine the portion of time that people are actually exposed at a specific
location.

There are considerable uncertainties associated with the existing estimates of toxicity of the
various MSATs because of factors such as low-dose extrapolation and translation of
occupational exposure data to the general population, which is a concern expressed by HEI
(http://pubs.healtheffects.org/view.php?id=282). As a result, there is no national consensus on air

dose-response values assumed to protect the public health and welfare for MSAT compounds
and, in particular, DPM. EPA (http://www.epa.gov/risk/basicinformation.htm#g) and HEI

(http://pubs.healtheffects.org/getfile.php?u=395) have not established a basis for quantitative risk

assessment of DPM in ambient settings.

There is also lack of a national consensus on an acceptable level of risk. The current context is
the process used by EPA as provided by the CAA to determine whether more stringent controls
are required to provide an ample margin of safety to protect public health or to prevent an
adverse environmental effect for industrial sources subject to the maximum achievable control
technology standards, such as benzene emissions from refineries. The decision framework is a
two-step process. The first step requires EPA to determine a “safe” or “acceptable” level of risk
due to emissions from a source, which is generally no greater than approximately 100 in a
million. Additional factors are considered in the second step, the goal of which is to maximize
the number of people with risks less than 1 in a million due to emissions from a source. The
results of this statutory two-step process do not guarantee that cancer risks from exposure to air
toxics are less than 1 in a million; in some cases, the residual risk determination could result in
maximum individual cancer risks that are as high as approximately 100 in a million. In a June
2008 decision, the U.S. Court of Appeals for the District of Columbia Circuit upheld EPA’s
approach to addressing risk in its two-step decision framework. Information is incomplete or
unavailable to establish that even the largest of highway projects would result in levels of risk
greater than safe or acceptable.

Because of the limitations in the methodologies for forecasting health impacts described, any
predicted difference in health impacts between alternatives is likely to be much smaller than the
uncertainties associated with predicting the impacts. Consequently, the results of such
assessments would not be useful to decision makers, who would need to weigh this information
against project benefits, such as reducing traffic congestion, accident rates, and fatalities, plus
improved access for emergency response, that are better suited for quantitative analysis.
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Summary of Existing Credible Scientific Evidence Relevant to Evaluating the Impacts of
MSATSs
Research into the health impacts of MSATs is ongoing. For different emission types, a variety of

studies show that some are either statistically associated with adverse health outcomes through
epidemiological studies (frequently based on emissions levels found in occupational settings) or that
animals demonstrate adverse health outcomes when exposed to large doses.

Exposure to toxics has been a focus of many EPA efforts. Most notably, the agency conducted
the National Air Toxics Assessment (NATA) in 1996 to evaluate modeled estimates of human
exposure applicable to the county level. While not intended for use as a measure of or
benchmark for local exposure, the modeled estimates in the NATA database best illustrate the

levels of various toxics when aggregated to a national or state level.

As previously described, in southern California, SCAQMD conducted a comprehensive study on
air toxics within the SCAB. The MATES-II and MATES-III Studies (SCAQMD, 2000 and 2008,
respectively), which monitored more than 30 toxic air pollutants, included estimates of cancer
risk from exposure to DPMs. The MATES studies identified particulate emissions, attributed
mostly to diesel engines, as an important cancer risk factor. According to MATES-III, DPMs
accounted for approximately 84 percent of the total cancer risk associated with the investigated
group of air pollutants. The MATES studies also provided regional trends in estimated outdoor

cancer risk from air toxics emissions.

SCAQMD’s MATES-II and MATES-III studies offer an opportunity to estimate air toxics-
related health risks from roads; however, while at the regional scale the study approximates air
toxics-related health risk from roads, it was not designed to provide accurate approximations of
risk as a function of proximity to roads. Monitoring data near freeways were limited to three
sites, and modeling results were not finely resolved to provide concentration gradients near
roads. The MATES-II monitoring results are consistent with other research studies that indicate
that pollutant concentrations generally diminish as distance is increased from the source and are
often the same as background conditions beyond 100 meters from a road. Furthermore, the study
cautions that results are highly dependent upon the unit risk factors assumed, particularly for DPM,
for which uncertainties are an order of magnitude or more. At the microscale level, MATES-II was
not designed to effectively assess changes in pollutant concentrations with varying distance from
roadways; therefore, the currently available methodology and techniques need to be refined so that
they provide tools and information that would be useful to alleviate the uncertainties listed above
and enable a more comprehensive evaluation of the health impacts specific to this project.
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Analysis of MSAT Effects
The proposed project would improve traffic operations of an existing facility to provide safe

traffic flow, and it would have minimal effects in MSAT emissions; therefore, a qualitative
MSAT analysis is provided in this section. A qualitative analysis provides a basis for identifying
and comparing the potential differences among MSAT emissions, if any, from the various
alternatives. The qualitative assessment presented below is derived in part from a study
conducted by FHWA entitled A Methodology for Evaluating Mobile Source Air Toxic Emissions
among Transportation Project Alternatives.*

For both the Build and No Build Alternatives, the amount of MSAT emissions associated with
project operation would be proportional to the vehicle miles traveled, or VMT, assuming that
other variables, such as fleet mix, are the same between the Build and No Build Alternatives.

The project traffic study projected that there would be no change in traffic volume and fleet mix
for the Build Alternative compared to the No Build Alternative. Similarly, the VMT would
remain unchanged; however, because of proposed improvements in traffic operations along the
project corridor, the travel speed would slightly increase, as shown in Tables 2.15-8 and 2.15-9.
According to CT-EMFAC and MOBILE6.2 model, emissions of all priority MSATs, except for
DPM, decrease as speed increases. As such, the Build Alternative would generally reduce MSAT
emissions, per VMT basis, to some extent, and the proposed project impact would be considered
beneficial. Furthermore, emissions will likely be lower than present levels in the design year as a
result of EPA's national control programs that are projected to reduce annual MSAT emissions
by 72 percent between 1999 and 2050 (see Figure 2.15-3). Local conditions may differ from
these national projections in terms of fleet mix and turnover, VMT growth rates, and local
control measures; however, the magnitude of the EPA-projected reductions is so great (even after
accounting for regional VMT growth) that MSAT emissions in the study area are likely to be
lower in the future in nearly all cases.

* www.fthwa.dot.gov/environment/airtoxic/msatcompare/msatemissions.htm
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Table 2.15-8

Average Daily VMT and Speed along Project Corridor for Opening Year 2014

2014 — No Build 2014 — Build Opening Year
Intersection Daily VMT Averag(]je Daily VMT Avera?je
Spee Spee
Heavy Heavy
Autos Trucks | (mph) Autos Trucks (mph)
SB SR 47 East of Harbor Boulevard On-Ramp 6,347 1,412 55 6,347 1,412 55
SR 47 SB Weaving — from Harbor Boulevard
On-Ramp to I-110 Connector 1,432 271 35 1,432 271 37
SB SR 47 to NB I-110 Connector 5,584 1,552 35 5,584 1,552 37
I-110 NB Weaving Segment — from SR 47 Connector
to John S. Gibson Boulevard Off-Ramp 629 73 4 629 73 48
NB I-110 Off-Ramp to John S. Gibson Boulevard 279 51 44 279 51 48
NB I-110 between John S. Gibson Boulevard Off- 14,167 1,659 65 14,167 1,659 65
and On-Ramps
NB John S. Gibson Boulevard On-Ramp to I-110 5.062 760 40 5.062 760 42
(merge)
I&IB I-110 North of John S. Gibson Boulevard 34.853 4,485 65 34.853 4,485 65
n-Ramp

Source: Project Traffic Study, Iteris, 2009.

Table 2.15-9
Average Daily VMT and Speed along Project Corridor for Horizon Year 2035
2035 — No Build 2035 — Build
Intersection Daily VMT Average Daily VMT Average
Autos Heavy Speed Autos Heavy Speed
Trucks (mph) Trucks (mph
SB SR 47 East of Harbor Boulevard On-Ramp 7,242 1,590 55 7,242 1,590 55
SR 47 SB Weaving — from Harbor Boulevard
On-Ramp to I-110 Connector 2,086 300 37 2,086 300 40
SB SR 47 to NB I-110 Connector 9,975 1,781 37 9,975 1,781 40
1-110 NB Weaving Segment — from SR 47
Connector to John S. Gibson Boulevard Off-Ramp 839 86 40 839 86 44
NB [-110 Off-Ramp to John S. Gibson Boulevard 393 60 40 393 60 44
NB I-110 between John S. Gibson Boulevard Off- 18.835 1,892 65 18.835 1,892 65
and On-Ramps
NB John S. Gibson Boulevard On-Ramp to I-110 5.676 1,039 35 5.676 1,039 36
(merge)
IC\)IB I-110 North of John S. Gibson Boulevard 43,787 5.531 65 43,787 5.531 65
n-Ramp
Source: Project Traffic Study, Iteris, 2009.
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2.15.4 Climate Change

Climate change is analyzed in Section 2.18 under “Climate Change (CEQA).” Neither EPA nor
FHWA has promulgated explicit guidance or methodology to conduct project-level greenhouse
gas (GHG) analysis. As stated on FHWA’s climate change Web site

(http://www.thwa.dot.gov/hep/climate/index.htm), climate change considerations should be

integrated throughout the transportation decision-making process — from planning through
project development and delivery. Addressing climate change mitigation and adaptation up front
in the planning process will facilitate decision making and improve efficiency at the program
level, and it will inform the analysis and stewardship needs of project-level decision making.
Climate change considerations can easily be integrated into many planning factors, such as
supporting economic vitality and global efficiency, increasing safety and mobility, enhancing the

environment, promoting energy conservation, and improving quality of life.

Because there have been more requirements set forth in California legislation and executive
orders regarding climate change, the issue is addressed in the CEQA chapter of this
environmental document and may be used to inform the NEPA decision. The four strategies set
forth by FHWA to lessen climate change impacts do correlate with efforts that the state has
undertaken and is undertaking to deal with transportation and climate change; the strategies
include improved transportation system efficiency, cleaner fuels, cleaner vehicles, and reduction

in the growth of vehicle hours traveled.

2.15.5 Avoidance, Minimization, and Mitigation Measures

No Build Alternative

Because no changes to existing air quality conditions would be expected under the No Build
Alternative, no avoidance, minimization, or mitigation measures would be required.

Build Alternative

Construction

The construction contractor will be required to comply with and adhere to all applicable rules
and regulations, such as SCAQMD Rule 403 for fugitive dust control, Rule 1113 for control of
VOC emissions from asphalt operations, and other pertinent requirements concerning the
operation of construction equipment and dust control. Implementation of these control measures
would reduce the fugitive dust emissions by approximately 50 percent. In addition, the
construction contractor will also be required to follow the Sustainable Construction Guidelines
for reducing air emissions from all LAHD-sponsored construction projects, as presented in
Attachment B of Appendix A of this IS/EA.
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MM AQ-1 As required by the LAHD, the construction contractor shall adhere to the current
LAHD Sustainable Construction Guidelines for Reducing Air Emissions during
project construction phase. The LAHD shall determine the applicable BMP’s once
the contractor identifies and secures a final equipment list and project scope.

Permanent

As stated in Section 2.15.3.1, the proposed project is referenced in the 2008 RTIP. The design
concept and scope of the proposed project is consistent with the project description in the RTIP
document and the assumptions in SCAG’s regional analysis. A project-level conformity
determination was also conducted. Implementation of the proposed project would not adversely
affect air quality of the region. No mitigation is required.

0‘0 0‘0 0
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2.16 Noise

This section evaluates potential noise and vibration impacts on nearby noise-sensitive areas
resulting from the proposed project. The detailed analysis, including input and output data, is
contained in the Noise Study Report (NSR) (Parsons, March 2010), NSR Addendum (Parsons,
July 2010), and Noise Abatement Decision Report (NADR) (Parsons, April 2010 and revised
September 2010).

2.16.1 Regulatory Setting

NEPA and CEQA provide the broad basis for analyzing and abating highway traffic noise
effects. The intent of these laws is to promote general welfare and to foster a healthy
environment. The requirements for noise analysis and consideration of noise abatement and/or
mitigation, however, differ between NEPA and CEQA.

2.16.1.1 California Environmental Quality Act

CEQA requires a strictly baseline-versus-build analysis to assess whether a proposed project will
have a noise impact. If a proposed project is determined to have a significant noise impact under
CEQA, then CEQA dictates that mitigation measures must be incorporated into the project
unless such measures are not feasible.

Under CEQA, a substantial noise increase may result in a significant adverse environmental
effect and, if so, must be mitigated or identified as a noise impact for which it is likely that no or
only partial abatement measures are available. Per the Los Angeles CEQA Thresholds Guide,
proposed project operations would normally pose a significant noise impact if they cause the
ambient noise level measured at the property line of affected uses to increase by 3 decibels (dB)
in community noise equivalent level (CNEL) to or within the “normally unacceptable” or
“clearly unacceptable” category, or any 5 dB or greater noise increase.

2.16.1.2 National Environmental Policy Act and 23 CFR 772

For highway transportation projects with FHWA (and Caltrans, as assigned) involvement, the
federal-Aid Highway Act of 1970 and the associated implementing regulations (23 CFR 772)
govern the analysis and abatement of traffic noise impacts. The regulations require that potential
noise impacts in areas of frequent human use be identified during the planning and design of a
highway project. The regulations contain noise abatement criteria (NAC) that are used to
determine when a noise impact would occur. The NAC differ depending on the type of land use
under analysis. For example, the NAC for residences (67 A-weighted decibels [dBA]) is lower
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than the NAC for commercial areas (72 dBA). Table 2.16-1 lists the NAC for use in the NEPA
23 CFR 772 analysis.

Table 2.16-1
Noise Abatement Criteria
NAC, Hourly
Activity A-Weighted I I
Category Noise Level, Description of Activities
dBA Lg(h)

Lands on which serenity and quiet are of extraordinary significance and
A 57 Exterior 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.

Picnic areas, recreation areas, playgrounds, active sport areas, parks,

B 67 Exterior residences, motels, hotels, schools, churches, libraries, and hospitals.

C 79 Exterior Developed lands, properties, or activities not included in Categories A or B
above.

D — Undeveloped lands.

E 59 Interior Residences, motels, hotels, public meeting rooms, schools, churches,

libraries, hospitals, and auditoriums.

Source: 23 CFR 772.

Figure 2.16-1 lists the noise levels of common activities to enable readers to compare the actual
and predicted highway noise-levels discussed in this section with common activities.

In accordance with the Caltrans’ Traffic Noise Analysis Protocol for New Highway Construction
and Reconstruction Projects, August 2006, a noise impact occurs when the future noise level
with the project results in a substantial increase in noise level (defined as a 12 dBA or more
increase) or when the future noise level with the project approaches or exceeds the NAC.
Approaching the NAC is defined as coming within 1 dBA of the NAC.

If it is determined that the project will have noise impacts, then potential abatement measures
must be considered. Noise abatement measures that are determined reasonable and feasible at the
time of final design are incorporated into the project plans and specifications. This document
discusses noise abatement measures that would likely be incorporated in the project.

The Caltrans’ Traffic Noise Analysis Protocol sets forth the criteria for determining when an
abatement measure is feasible and reasonable. The feasibility of a noise abatement measure is
primarily an acoustical criterion. A minimum 5-dB reduction in the future noise level must be
achieved for an abatement measure to be considered feasible. The reasonableness determination is
basically a cost-benefit analysis. Factors used in determining whether a proposed noise abatement
measure is reasonable include residents’ acceptance, the absolute noise level, build versus existing
noise, environmental impacts of abatement, public and local agencies input, newly constructed
development versus development pre-dating 1978, and the cost per benefited residence.
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Common Outdoor Noise Level Common Indoor
Activities (dBA) Activities

Rock Band
Jet Fly-over at 300m (1000 ft)

Gas Lawn Mower at 1 m (3 ft)

Diesel Truck at 15 m (50 ft),

at 80 km (50 mph)

Noisy Urban Area, Daytime
Gas Lawn Mower, 30 m (100 ft)
Commercial Area

Heavy Traffic at 90 m (300 ft)

Food Blender at 1 m (3 ft)
Garbage Disposal at 1 m (3 ft)

Vacuum Cleaner at 3 m (10 ft)
Normal Speech at 1 m (3 ft)

Large Business Office
Quiet Urban Daytime Dishwasher Next Room
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Figure 2.16-1
Noise Levels of Common Activities

2.16.2 Fundamental of Traffic Noise

The following is a brief discussion of fundamental traffic noise concepts. For a detailed
discussion, please refer to Caltrans’ Technical Noise Supplement (TeNS) (Caltrans, 2009), a
technical supplement to the Protocol, that is available on the Caltrans Web site
(http://www.dot.ca.gov/hg/env/noise/pub/tens complete.pdf).

2.16.2.1 Sound, Noise, and Acoustics
Sound can be described as the mechanical energy of a vibrating object transmitted by pressure
waves through a liquid or gaseous medium (e.g., air) to a hearing organ, such as a human ear.

Noise is defined as loud, unexpected, or annoying sound.

In the science of acoustics, the fundamental model consists of a sound (or noise) source, a
receiver, and the propagation path between the two. The loudness of the noise source and
obstructions or atmospheric factors affecting the propagation path to the receiver determines the
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sound level and characteristics of the noise perceived by the receiver. The field of acoustics deals
primarily with the propagation and control of sound.

2.16.2.2 Frequency

Continuous sound can be described by frequency (pitch) and amplitude (loudness). A low-
frequency sound is perceived as low in pitch. Frequency is expressed in terms of cycles per
second, or Hertz (Hz) (e.g., a frequency of 250 cycles per second is referred to as 250 Hz). High
frequencies are sometimes more conveniently expressed in kilohertz (kHz), or thousands of
Hertz. The audible frequency range for humans is generally between 20 Hz and 20,000 Hz.

2.16.2.3 Sound Pressure Levels and Decibels

The amplitude of pressure waves generated by a sound source determines the loudness of that
source. Sound pressure amplitude is measured in micro-Pascals (uPa). One pPa is approximately
one hundred billionths (0.00000000001) of normal atmospheric pressure. Sound pressure
amplitudes for different kinds of noise environments can range from less than 100 to
100,000,000 pPa. Because of this huge range of values, sound is rarely expressed in terms of
puPa. Instead, a logarithmic scale is used to describe sound pressure level (SPL) in terms of
decibels (dB). The threshold of hearing for young people is about 0 dB, which corresponds to
20 pPa.

2.16.2.4 Addition of Decibels

Because decibels are logarithmic units, SPL cannot be added or subtracted through ordinary
arithmetic. Under the decibel scale, a doubling of sound energy corresponds to a 3-dB increase.
In other words, when two identical sources are each producing sound of the same loudness, the
resulting sound level at a given distance would be 3 dB higher than one source under the same
conditions. For example, if one automobile produces an SPL of 70 dB when it passes an
observer, two cars passing simultaneously would not produce 140 dB—rather, they would
combine to produce 73 dB. Under the decibel scale, three sources of equal loudness together
produce a sound level 5 dB louder than one source.

2.16.2.5 A-Weighted Decibels

The decibel scale alone does not adequately characterize how humans perceive noise. The
dominant frequencies of a sound have a substantial effect on the human response to that sound.
Although the intensity (energy per unit area) of the sound is a purely physical quantity, the
loudness or human response is determined by the characteristics of the human ear.

Human hearing is limited in the range of audible frequencies as well as in the way it perceives
the SPL in that range. In general, people are most sensitive to the frequency range of 1,000 Hz to
8,000 Hz, and they perceive sounds within that range better than sounds of the same amplitude in
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higher or lower frequencies. To approximate the response of the human ear, sound levels of
individual frequency bands are weighted, depending on the human sensitivity to those
frequencies. Then, an “A-weighted” sound level (expressed in units of dBA) can be computed
based on this information.

The A-weighting network approximates the frequency response of the average young ear when
listening to most ordinary sounds. When people make judgments of the relative loudness or
annoyance of a sound, their judgments correlate well with the A-weighted levels of those sounds.
Other weighting networks have been devised to address high noise levels or other special
problems (e.g., B-, C-, and D-scales), but these scales are rarely used in conjunction with
highway-traffic noise. Noise levels for traffic noise reports are typically reported in terms of A-
weighted decibels or dBA. Figure 2.16-1 describes typical A-weighted noise levels for various

noise sources.

2.16.2.6 Human Response to Changes in Noise Levels

As discussed above, doubling sound energy results in a 3-dB increase in sound; however, given a
sound level change measured with precise instrumentation, the subjective human perception of a
doubling of loudness will usually be different than what is measured.

Under controlled conditions in an acoustical laboratory, the trained, healthy human ear is able to
discern 1-dB changes in sound levels when exposed to steady, single-frequency (“pure-tone’)
signals in the mid-frequency (1,000 Hz to 8,000 Hz) range. In typical noisy environments,
changes in noise of 1 to 2 dB are generally not perceptible; however, it is widely accepted that
people are able to begin to detect sound level increases of 3 dB in typical noisy environments.
Furthermore, a 5-dB increase is generally perceived as a distinctly noticeable increase, and a
10-dB increase is generally perceived as a doubling of loudness; therefore, a doubling of sound
energy (e.g., doubling the volume of traffic on a highway) that would result in a 3-dB increase in
sound would generally be perceived as barely detectable.

2.16.2.7 Noise Descriptors

Noise in our daily environment fluctuates over time. Some fluctuations are minor, but some are
substantial. Some noise levels occur in regular patterns, but others are random. Some noise levels
fluctuate rapidly, but others slowly. Some noise levels vary widely, but others are relatively
constant. Various noise descriptors have been developed to describe time-varying noise levels.
The following are the noise descriptors most commonly used in traffic noise analysis:

e Equivalent Sound Level (Leg): Leq represents an average of the sound energy occurring
over a specified period. In effect, L. is the steady-state sound level containing the same

acoustical energy as the time-varying sound that actually occurs during the same period.
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The 1-hour A-weighted equivalent sound level (L.q[h]) is the energy average of A-
weighted sound levels occurring during a one-hour period, and is the basis for noise
abatement criteria (NAC) used by Caltrans and FHWA.

e Percentile-Exceeded Sound Level (L,): L, represents the sound level exceeded for a
given percentage of a specified period (e.g., Lo is the sound level exceeded 10 percent of
the time, and Loy is the sound level exceeded 90 percent of the time).

e Maximum Sound Level (Lmax): Lmax is the highest instantaneous sound level measured
during a specified period.

e Day-Night Level (Lgn): Lgn is the energy average of A-weighted sound levels occurring
over a 24-hour period, with a 10-dB penalty applied to A-weighted sound levels

occurring during nighttime hours between 10:00 p.m. and 7:00 a.m.

e Community Noise Equivalent Level (CNEL): Similar to L4, CNEL is the energy
average of the A-weighted sound levels occurring over a 24-hour period, with a 10-dB
penalty applied to A-weighted sound levels occurring during the nighttime hours between
10:00 p.m. and 7:00 a.m., and a 5-dB penalty applied to the A-weighted sound levels

occurring during evening hours between 7:00 p.m. and 10:00 p.m.

2.16.2.8 Sound Propagation
When sound propagates over a distance, it changes in level and frequency content. The manner
in which noise reduces with distance depends on the following factors.

Geometric Spreading

Sound from a localized source (i.e., a point source) propagates uniformly outward in a spherical
pattern. The sound level attenuates (or decreases) at a rate of 6 dB for each doubling of distance
from a point source. Highways consist of several localized noise sources on a defined path;
hence, they can be treated as a line source, which approximates the effect of several point
sources. Noise from a line source propagates outward in a cylindrical pattern, often referred to as
cylindrical spreading. Sound levels attenuate at a rate of 3 dB for each doubling of distance from

a line source.

Ground Absorption

The propagation path of noise from a highway to a receiver is usually very close to the ground.
Noise attenuation from ground absorption and reflective-wave canceling adds to the attenuation
associated with geometric spreading. Traditionally, the excess attenuation has also been
expressed in terms of attenuation per doubling of distance. This approximation is usually
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sufficiently accurate for distances of less than 200 feet. For acoustically hard sites (i.e., sites with
a reflective surface between the source and the receiver, such as a parking lot or body of water,),
no excess ground attenuation is assumed. For acoustically absorptive or soft sites (i.e., those sites
with an absorptive ground surface between the source and the receiver, such as soft dirt, grass, or
scattered bushes and trees), an excess ground-attenuation value of 1.5 dB per doubling of
distance is normally assumed. When added to the cylindrical spreading, the excess ground
attenuation results in an overall drop-off rate of 4.5 dB per doubling of distance.

Atmospheric Effects

Receivers located downwind from a source can be exposed to increased noise levels relative to
calm conditions, whereas locations upwind can have lowered noise levels. Sound levels can be
increased at large distances (e.g., more than 500 feet) from the highway due to atmospheric
temperature inversion (i.e., increasing temperature with elevation). Other factors, such as air

temperature, humidity, and turbulence, can also have significant effects.

Shielding by Natural or Human-Made Features

A large object or barrier in the path between a noise source and a receiver can substantially
attenuate noise levels at the receiver. The amount of attenuation provided by shielding depends
on the size of the object and the frequency content of the noise source. Natural terrain features
(e.g., hills and dense woods) and human-made features (e.g., buildings and walls) can
substantially reduce noise levels. Walls are often constructed between a source and a receiver
specifically to reduce noise. A barrier that breaks the line of sight between a source and a
receiver will typically result in at least 5 dB of noise reduction. Taller barriers provide increased
noise reduction. Vegetation between the highway and receiver is rarely effective in reducing
noise because it does not create a solid barrier.

2.16.3 Affected Environment

A noise study was performed for the proposed project. Detailed methodologies, input and output
data, and analytical results are presented in the NSR and NSR Addendum for the John S. Gibson
Boulevard/I-110 Access Ramps and SR 47/1-110 Connector Improvements Project.

2.16.3.1 Existing Condition

The project site is urbanized and fully developed. The northern portion of the study area is
composed primarily of industrial uses serving the Port. The southern portion of the proposed
project area consists of residential neighborhoods separated by freeways, while the eastern
portion is dominated by the Port terminal facilities. The western portion of the study area
consists mostly of commercial uses. Port operations dominate the activity in the area. Residential
neighborhoods line the proposed project study area.
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Using I-110 as the north/south divide and SR 47 as the east/west divide, the first area of
residential properties in the study area is the northeast quadrant, which is encircled by NB I-110,
SB SR 47, and Pacific Avenue. Most of the residences in this area are single-family houses, with
only a few multi-family properties. In addition, several of the single-family residences include
guest houses as part of the same property and are being counted as only one property regardless
of occupancy situations. The Harbor Occupational Center is a secondary education center
operated by the Los Angeles Unified School District (LAUSD) located north of SB SR 47 and
east of Pacific Avenue. The only frequent outdoor use area on this property is a small eating area
behind the building.

The second residential area is located in the northwest quadrant of the I-110/SR 47 interchange
and is bordered by SB I-110, SB SR 47, and North Gaffey Street. Single-family residences with
frequent outdoor use areas were the only type of development identified in this area. These

residences are located approximately 50 feet above I-110.

The third residential area is located along NB SR 47 in the southeast quadrant of the I-110/SR 47
interchange. The frequent outdoor land use in this area is largely residential, with two
commercial properties on either side of Pacific Avenue near the SR 47/Pacific Avenue
undercrossing. There are no outdoor use areas at these commercial properties. East of Pacific
Avenue, the residential areas are mostly single-family residences, with a few multi-family
properties. The properties east of Pacific Avenue and to the south of NB SR 47 are elevated
approximately 30 feet above the highway. West of Pacific Avenue, the residential areas along the

freeway are located relatively even with traffic lanes in terms of elevation.

The area underneath the Channel Street Overhead is being used by a group of skateboarders from
the neighboring areas for skateboarding activities (referred to as Channel Street Skate Facility).
Since 2003, several skating structures have been built, and skateboarders come to use the facility
at their own risk.

2.16.3.2 Existing Noise Levels

A field investigation was conducted to identify frequent outdoor use areas that could be subject
to traffic and construction noise impacts from the proposed project and to consider the geometry
of the freeway alignment relative to those areas. Noise measurement sites are locations where
noise measurements are taken to determine existing noise levels and to verify or calibrate
computer noise models. These sites are chosen to be representative of frequent outdoor use areas.
Locations that are expected to receive the greatest traffic noise impacts, such as the first row of
houses from the noise source, are generally chosen. Noise measurements were mainly conducted

in frequent outdoor human-use areas along the project alignment, with backyard locations held at

John S. Gibson Interchange 2-167 February 2012
SR 47/1-110 Connector Project



Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

the highest priority; however, due to access issues, some of the short-term measurements were
conducted within a nearby front yard or sidewalk location determined to be acoustically
representative of the actual backyard use area. Permissions to access properties for conducting
noise measurements were granted in person during the field visits. All measurement sites were
selected so that there would be no unusual noises from sources such as dogs, air conditioners,
pool pumps, or children that could affect the measured levels. It is desirable to choose sites that
are free of major obstructions or contamination.

Frequent outdoor use areas that might be affected by the proposed project include single- and
multi-family residences, a secondary educational center, and a recreational skate facility that are
located in close proximity to the project corridor. Noise measurements were taken at 13
representative locations within the project study area in February, May, and November 2009.
Short-term measurements were conducted at 10 locations for a duration of 20 minutes each, and
long-term measurements were conducted at 3 locations for at least 24 hours. Figure 2.16-2 shows
the locations of noise receptors and noise measurement sites. Results for the short-term and long-
term measurements are presented in Tables 2.16-2 and 2.16-3, respectively.

2.16.3.3 Future Predicted Noise Levels

Noise modeling was performed to determine potential future traffic noise impacts at frequent
human outdoor use areas within the boundaries of the proposed project for the future design year
(2035). The future worst-case traffic noise levels at the frequent outdoor human use areas along
the project corridor were modeled for the Build Alternative to determine the appropriate
abatement measures. The following subsections briefly discuss the traffic noise prediction
methods and the results. Detailed information about traffic noise modeling is contained in the
Noise Study Report (Parsons, 2010)

Traffic Noise Level Prediction Methods

The FHWA traffic noise model, TNM 2.5, was used for the noise computations (FHWA, 2004).
TNM 2.5 input is based on a three-dimensional grid created for the study area to be modeled. All
roadway, barrier, terrain lines, and receiver points are defined by their x, y, and z coordinates.
Roadways, terrain lines, and barriers are coded into TNM 2.5 as line segments defined by their
end points. Receivers, defined as single points, are typically located at frequent outdoor use areas
such as residences, schools, and recreational areas. Receivers are modeled at a height of 5 feet
above ground elevation.

February 2012 2-168 John S. Gibson Interchange
SR 47/1-110 Connector Project



Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

@Rxx - NOISE RECEPTOR SITE fin : 250f PIPARSONS JOHN S. GIBSON BLVD/I-110 ACCESS RAMPS AND
_ LONG TERM MEASUREMENT 2501t SR47/1-110 CONNECTOR IMPROVEMENT PROJECT
;o 100 WEST WALNUT ST. NOISE MEASUREMENT AND RECEPTOR LOCATION
@sTx - SHORT TERM MEASUREMENT PASADENAiCAQﬂzd
= HOHDWALL of 100 2007 (526) 44081 FEBRUARY 5, 2010 | FIGURE 2.16-2

Figure 2.16-2 Noise Receptor and Noise Measurement Site Location
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Table 2.16-2
Short-Term Noise Measurement Results
L Adjusted .
Site | suestaadress | L1 | Category [Measurement| start PSS peakchour| 1 GhC
and (NAC) dBA dBA4‘ Term Site

ST1 | 616 N Mesa Street SFR | B (67) 2/19/2009 15:20 64.7 64.7 LTI

ST2 | 955 N Grand Avenue SFR | B (67) 2/19/2009 14:20 63.4 64.0 LTl

ST3 | 680 W Upland Avenue SFR | B(67) 2/19/2009 16:00 67.1 69.6 LT2

ST4 | 964 N Gaffey Place SFR | B(67) 2/19/2009 15:20 67.9 70.2 LT2

STS | Channel Street Skate Facility| REC | B (67) 5/12/2009 07:00 66.9 - -

ST6 | 536 Bonita Street SFR | B (67) 11/102009 | 13:20 732 74.0 LT3

ST7 | 623 N Mesa Street SFR | B (67) 11/10/2009 | 14:00 62.1 64.5 LT3

STS | 318 W Amar Street SFR | B (67) 11/11/2009 | 10:00 60.2 61.4 LT3

ST9 | 457 W Elberon Avenue SFR | B (67) 11/102009 | 12:40 61.8 LT3
ST10 ?jébgrpgsfgfit’;ﬂecemer’ SCH | B(67) 11182009 | 07:40 60.4 - -
Notes:

1: ST — Short-Term Measurements.

2:
3:
4

Land Use: SFR — single-family residence; REC — recreational use.
Short-term measured noise levels were measured for a period of 20 minutes.

Measurements conducted during off-peak hours were adjusted to the peak-hour Leq(h) based on a comparison with long-term

noise levels measured at a nearby measurement site, listed in the last column. Measurements at ST5 and ST10 were
conducted during traffic noise peak hour. At these locations, microphone positions were selected that were directly adjacent
to the indicated addresses and locations, with equivalent exposure to traffic noise.

Source: Noise Study Report, Parsons 2010.

Table 2.16-3
Long-Term Noise Measurement Results
Activity Measured
Sltel Street Address La”%' Category and | Measurement Dates S_tart Peak-Hour Pea|_<-Hour
No. Use Time Leq(h), Time
(NAC) dBA
LT1 [570 W Elberon Avenue SFR B (67) 2/18/2009 to 2/19/2009 16:02 64.6 15:00 — 16:00
LT2 [678 W Crestwood Avenue| SFR B (67) 2/18/2009 to 2/19/2009 16:55 69.7 06:00 — 07:00
LT3 |[566 Bonita Street SFR B (67) 11/17/2009 to 11/18/2009 | 10:23 67.5 07:00 — 08:00
[Notes:
1: LT - Long-Term Measurements.
2: Land Use: SFR — single-family residence; REC — recreational use.
3: The measured peak-hour noise level is used to adjust short-term measurements to peak hour.
Source: Noise Study Report, Parsons 2010.
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To determine the noise levels generated by traffic, the TNM 2.5 computer program requires
inputs of traffic volumes, speeds, and vehicle types. Three vehicle types were input into the
model: cars, medium trucks, and heavy trucks. The propagation path between source and
receiver is modeled in TNM 2.5 by specifying special terrain features, rows of houses or building
structures, and existing walls. Propagation of noise can be further specified by selecting ground
types such as hard soil, loose soil, pavement, lawn, and field grass. The lawn option was chosen
as the overall ground type for this study. All other natural obstructions, such as cuts and fills that
could affect the future predicted noise levels were also included in the input file.

Traffic noise is a function of, among other factors, traffic volumes and traffic speed. Noise
increases with speed and higher volumes of traffic; however, at higher volumes, speed decreases
(stop and go), so the worst-case noise levels are experienced when there is a balance between the
volume and speed. For purposes of determining noise impacts, the worst-case traffic noise occurs
when traffic is operating under Level of Service (LOS) C conditions. Under these conditions,
traffic is heavy, but it remains free flowing. The predicted future peak-hour traffic volumes were
obtained from the approved Traffic Study prepared for this project (Iteris, 2009). At certain
segments of the roadways within the noise modeling boundary where predicted future traffic
volume is not available, the future volumes were obtained by applying the growth rates from the
traffic study to the existing peak-hour traffic volumes obtained from the Caltrans Web site
(Caltrans, 2008).

Traffic Noise Model Calibration

Noise measurements taken for the purpose of calibrating the noise model were conducted at one
short-term and three long-term measurement sites. Traffic counts were recorded during the noise
measurements. The traffic counts were tabulated according to three vehicle types, including
automobiles, medium trucks (2-axle with 6 wheels but not including dually pick-up trucks), and
heavy trucks (3-or-more-axle vehicles). The field observations and measured data were used to
calibrate the traffic noise model.

To validate the accuracy of the model, TNM 2.5 was used to compare measured traffic noise
levels to modeled noise levels at field measurement locations. Traffic volumes manually counted
during the measurement periods were normalized to 1-hour volumes. These normalized volumes
were assigned to the corresponding project area roadways to simulate the noise source strength at
the roadways during the actual measurement periods. Modeled and measured sound levels were
then compared to determine the accuracy of the model and if additional calibration of the model

was necessary.
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According to the Caltrans’ TeNS, given the inherent uncertainties in the measurements and
calibration procedures, model calibration should definitely not be attempted when calculated and
measured noise levels agree within +1 dB; however, if the modeled and measured values are
between 1 and 2 dB and there is great confidence in the accuracy and results of the

measurements, calibration may be attempted (Caltrans, 2009).

Short-term measurement data at four locations (LT1, LT2A, LT3, and ST8) were used for model
calibration. After inputting the traffic counts, site geometry, and any other pertinent existing
features, noise levels at the calibration sites were calculated in the TNM modeling software. The
modeled noise levels were compared to the measured levels where discrepancies were studied to
determine if the TNM model needed to be adjusted or whether a calibration factor was more
applicable. Modeled noise levels at calibration locations LT1, LT2A, LT3, and ST8 were within
+1 dB difference from the measured noise levels; therefore, no calibration factor is required.

Predicted Noise Level

Table 2.16-4 summarizes traffic noise levels for existing conditions (2009), modeled noise level
of year 2009 and design year 2035 under Build and No Build conditions. Under the year 2009
scenario, no increase in the ambient noise level is expected in the vicinity of the project area as a
result of the proposed project. Conversely, a one decibel decrease would occur at a few receptor
locations (Receptors R1, R2, R29, R30, R32, and R35) because primarily of the slight change in
roadway vertical profile and horizontal alignment near these receptors. Also, a 4 decibel decrease
would occur at Receptor R37, the skate park, because the widened roadway deck would provide

additional noise shielding to this location.

Predicted Year 2035 traffic noise levels with the proposed project are compared to existing
conditions (without the proposed project) and to the Year 2035 under the no-project conditions.
The comparison to existing conditions is included in the analysis to identify traffic noise impacts
under 23 CFR 772. The comparison to no-project conditions indicates the direct effect of the
project. As stated in the TeNS, modeling results are rounded to the nearest decibel before
comparisons are made. In some cases, this can result in relative changes that may not appear
intuitive. An example would be a comparison between sound levels of 64.4 and 64.5 dBA. The
difference between these two values is 0.1 dB; however, after rounding, the difference is
reported as 1 dB.
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Table 2.16-4

Traffic Noise, Leq(h), Prediction Summary (dBA)
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g E | 5 |25 5% |s5|s&|sc8|8& |85 |82 8|8 & | E| & |22l § O [Z|2| B |22l §o|Z|g| § |Z|¢
R1 SFR 2 65 MLTLCAL | 67 66 -1 69 68 4 -1 B(67) | A/E | 59RT | 9|2 58 102 56 |12[2| 55 (13| 2| 54 14| 2
R 2 S340/ SFR 2 65 ¢ 68 67 -1 69 69 4 0 B (67) | AIE 61RT [ 8|2] 60 92| 59 10(2| 58 11| 2 57 12| 2
R 3 RIW SFR 1 66 F 70 70 0 70 70 4 0 B®67) | A/E | 62RT | 8|1 61 91| 59 11|1| 58 12(1| 58 12| 1
R 4° SFR 1 67 F 70 70 0 71 71 4 0 B (67) | AIE 62RT |9 |1]| 61 10|11 | 59 12(1| 58 13| 1| 57 141
R 5° SFR 1 59 ¢ 62 62 0 63 62 4 -1 B (67) [ NONE| 59 ° 3 59 3 58 4 57 5|1 57 51
R6 SFR 3 65 ¢ 68 68 0 69 69 4 0 B (67) | AIE 64RT | 53] 63 63| 62 713| 61 8|3 | 61 8|3
R7 S346/ SFR 2 65 E 68 68 0 68 68 3 0 B@67) | A/E | 63R° | 52| 62 62| 60 8|2 59 92| 59 92
R 8 RIW SFR 2 64 66 66 0 67 67 3 0 B (67) | AIE 62RT | 52| 61 62| 60 712 59 8|2 59 8|2
R 9¢ SFR 1 68 MS™ 71 71 0 72 72 4 0 B(67) | AE [ 63RT |9 |1] 62 10{1( 61 |11|1| 60 |12{1]| 59 [13|1
R 10° MFR 2 59 B 62 62 0 63 63 4 0 B (67) | NONE| 59 ° 4 59 4 58 52| 57 62| 57 6|2
R 11¢ PTQ;\),::; SFR 1 68 ¢ 71 71 0 72 72 4 0 B (67) | AIE 62RT 110|1| 60 12|11| 59 13({1| 58 14| 1| 57 15( 1
R 12 SFR 1 69 E 70 70 0 71 71 2 0 B (67) | AIE 63 81| 61 10{1| 60RT|11[1| 59 12| 1| 58 13( 1
R 13° SFR 1 59 ¢ 60 60 0 61 61 2 0 B (67) | NONE| 60 1 60 1 60° |1 57 4 58 3
R 14 Soa1 SFR 1 69 70 70 0 70 70 1 0 B(67) | AE | 63 71| 61 91| 61RT{9|1] 59 |11f1| 58 12| 1
R 15 RIW SFR 2 70 MET2 71 71 0 71 71 1 0 B (67) | AIE 61RT |10|1| 60 11|11 | 59 12(1| 58 13| 1| 57 141
R 16 SFR 2 69 F 70 70 0 71 71 2 0 B (67) | AIE 62RT 19 |1]| 60 11|11 | 58 13[{1| 58 13| 1| 57 141
R 17 SFR 2 69 MST 70 70 0 71 71 2 0 B(®67) | A/E | 61RT |10[1| 60 11{1| 58 |13[1| 57 [14| 1| 56 15| 1
R 18 SFR 2 70 € 71 71 0 71 71 1 0 B(67) | AE | 62RT |9 [1]| 61 1011 59 [12({1| 58 |13|1 | 57 [14|1

Notes:
1 - Leq(h) are A-weighted, peak hour noise levels in decibels. C - Critical design receiver.
2 - Land Use: SFR - single-family residence; MFR - multi-family residence; R - The minimum height to meet feasibility requirements of Department's Noise Abatement Criteria.
SCH - educational center; REC - recreational. T - Minimum height required to block the line-of-sight from the receptor to truck exhaust stacks.
3 - M- Measured noise level; STxx or LTxx - measurement site number; E - estimated noise level. U - Unable to block the line-of-sight path from the receptor to truck exhaust stacks.
4 - S = Substantial Increase (12 dBA or more); A/E = Approach or exceed NAC. W - Includes the benefit of an existing property wall.
5 - Barrier height needed to meet requirements at adjacent receptor(s). B - Includes the benefit of an existing building or building row.
6 - Wooden fences and other non-permanent or movable structures are not included * - Receptor R27 requires both Soundwall S340 and S332 to reach the 5 dB NAC.
in the design year traffc noise models.
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Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

Table 2.16-4 (Continued)
Traffic Noise, Leq(h), Prediction Summary (dBA)

= = John S. Gibson Boulevard Interchange Future Worst Hour Noise Levels - Leq(h), dBA'
: |Ee 8 S
T T TS 5 @ = Noise Prediction with Barrier, Barrier Insertion Loss (l.L.), and
o ° K] 5 3 a 38 Ty Number of Benefitted Receivers (NBR)
sx|8 (358 |2 |§ |5% |
c S5 |2 S5 = = = 8 2 = . 8 feet 10 feet 12 feet 14 feet 16 feet
. BE|E. |32 (5.3 |82 |25 | 2
8 g > g|>Z|>a o < o o B o © =
- g oJd |25 |22 o Q| e 0% 23 >
° » ° Eg5|E |2 5 ° 5] s u S0 1]
c i1 o 5 0 A hr ] z = z Z une |27 o
a) it El 8% 2|22« 5S 5x |52 %58 g |y
= ) ~ e D = g = = o £ I o] Qo
- : s |82 22 |La|f8|Seg ff|fa|fsgfs | S| 5
o = 9 o < S D = O = |0 < c = c - |le= Z|c z > ¢_-
3 2 - (€% z £ T3|(zs8|s8E 58 s |28 clo8 | = g g | = | = el = | = «
o 3 s 2 g S£|8¢°|(8g8 8°|8F|8°g|8-= 3 2 = = z ; = =
& & S |28] ©§F |[s5|2c|2cS|8& |85 |8c3|8ES| 2 | E| & |Z(2] B O[22 3 [Z|E| ® O|Z|2| % |2|2
R 19 SFR 1 70 F 71 71 0 71 71 1 0 B (67) | AJE 64RTT| 7 (1] 63 81| 62 91| 62 91 62 9(1
R 20 SFR 2 71F 72 72 0 72 72 1 0 B (67) | AJE 62RT |10[2] 60 12|12 | 59 13|12 | 58 14] 2 57 15( 2
R 21 SFR 1 71F 72 72 0 73 73 2 0 B (67) | AJE 63RT |10[1] 61 12|11 | 59 14| 1| 58 15| 1 58 15( 1
R 22 S247) SFR 2 71E 72 72 0 73 73 2 0 B (67) | AJE 6377 |10|2| 61 12|12 | 59 14|12 | 59 14] 2 58 15( 2
R 23° RIW SFR 1 69 E 72 72 0 73 73 4 0 B (67) | AJE 6277 |11|1| 61 12|11 | 59 14| 1| 58 15| 1 58 15( 1
R 24 SFR 1 69 E 72 72 0 72 72 3 0 B (67) | AJE 6277 |10|1| 61 11|11 | 59 13| 1| 58 14| 1 57 15( 1
R 25 SFR 1 69 E 72 72 0 72 72 3 0 B (67) | AJE 6277 |10|1| 61 11|11 | 59 13|11 | 58 14| 1 57 15( 1
R 25A SFR 1 69 F 72 72 0 72 73 3 1 B (67) | AJE 62RT |111] 60 13|1| 58 15| 1| 57 16| 1 57 16( 1
R 26 SFR 1 68 Mo 71 71 0 72 72 4 0 B (67) | AJE 61777 |11[1] 60 12|11 | 59 13| 1| 58 14| 1 57 15( 1
R 27 SFR 3 63 F 65 65 0 67 67 4 0 B (67) | AJE 63 4 62 51 61 6|1 60RT| 7|1 57 10( 3
R 28° SFRIMFR| 3 64 F 65 65 0 67 67 3 0 B (67) | AJE 64 3 60 7|3| 59RT| 8|3 | 57 10| 3 57 10( 3
R 29 SFRIMFR| 3 63 Ms™ 65 64 -1 67 66 4 -1 B(67) | AE | 62 4 62 4|1 61R"| 53| 58 8|3 ]| 57 9|3
R 30 SFR 1 62 F 64 63 -1 66 65 4 -1 B (67) | NONE| 62 3 62 3 61 4 58 711 57 8 (1
R 31 Siziltlér SFR 3 61F 63 63 0 65 65 4 0 B (67) | NONE| 62 3 61 4 61 4 58 713 57 8|3
R 32 & RIW SFR 1 61 F 63 62 -1 65 64 4 0 B (67) | NONE| 61 3 61 3 61 3 57 711 56 8 (1
R 33 SFR 1 59 F 61 61 0 63 63 4 0 B (67) | NONE| 60 3 60 3 60 3 57 6|1 56 711
R 34 SFR 1 60 © 62 62 0 64 64 4 0 B (67) |[NONE| 61 3 60 4 61 3 57 711 56 8 (1
R 35 SFR 1 60 E 62 61 -1 63 63 3 0 B (67) | NONE| 60 3 60 3 60 3 57 6|1 56 711
R 36° SCH 1 5g MsTo 60 60 0 62 62 4 0 B (67) [NONE| 59 3 61 1 55 7]1) 54 g8|1]| 53 9|1
R 37 Shoulder| REC 1 64 MSTS 66 62 -4 68 63 4 -5 B (67) [NONE| 61 2 61 2 60 3 60 3 59 4
Notes:
1 - Leq(h) are A-weighted, peak hour noise levels in decibels. 7 - Property owner has declined the placement of a soundwall along this property.
2 - Land Use: SFR - single-family residence; MFR - multi-family residence; C - Critical design receiver.
SCH - educational center; REC - recreational. R - The minimum height to meet feasibility requirements of Department's Noise Abatement Criteria.
3 - M- Measured noise level; STxx or LTxx - measurement site number; E - estimated noise level. T - Minimum height required to block the line-of-sight from the receptor to truck exhaust stacks.
4 - S = Substantial Increase (12 dBA or more); A/E = Approach or exceed NAC. U - Unable to block the line-of-sight path from the receptor to truck exhaust stacks.
5 - Barrier height needed to meet requirements at adjacent receptor(s). W - Includes the benefit of an existing property wall.
6 - Wooden fences and other non-permanent or movable structures are not included B - Includes the benefit of an existing building or building row.
in the design year traffc noise models.
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Chapter 2 Affected Environment, Environmental Consequences, and Mitigation Measures

Table 2.16-4 (Continued)
Traffic Noise, Leq(h), Prediction Summary (dBA)

< < John S. Gibson Boulevard Interchange Future Worst Hour Noise Levels - Leq(h), dBA'
- 8 S
§ T>> § 2 . o) L2 o= Noise Prediction with Barrier, Barrier Insertion Loss (l.L.), and
s 3 S 3 o 32 a8 Number of Benefitted Receivers (NBR)
Q [0} [} % < F= £ 35 <0
n < 0 [2®) = x E= e c
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! I 2 (ET 5 < 2|2 LsBeE B E| RS IRSEEFE<| 2 g 5 x| E x| E x| E x| € o
= c R =] 8 ©|18¢0% 9 =4 o g £ = =3 = =3 = =
& 3 S |28 3§ [S3|2&|2:8|8c|8F|8c|&ES| & | E| & |Z|2 F (2|2 F |22 & o|Z|E] & (2|2
R 38A° SFR 1 69 F 70 70 0 70 70 1 0 B(67) | AE | 65 5|1 63RT | 7|1 62 81| 61 91| e0 10| 1
R 38° SFR 2 74 74 74 0 75 75 1 0 B(67) | AE | 73 2 69 6|2 65RT|10|2| 63 [12|2| 61 [14]2
R 39 SFR 1 71F 71 71 0 71 71 0 0 B(67) | AIE | 67 4 647 711| 62 9 617°[10{ 1| 60 11
R 39A -- -- 71F 71 71 0 71 71 0 0 B(67)| AE | 71 0 71 0 68 3 65" | 6 63 8
R 40 SFR 1 70F 70 70 0 70 70 0 0 B(67) | AIE | 66 4 637 711| 62 8|1| e0R%|10| 1| 59 11
R 40A SFR 1 69 F 68 68 0 69 69 0 0 B(67) | AIE | 67 2 66 3 63 6|1 62RT| 7|1 | 61 81
R 41 SFR 1 67 ¢ 70 70 0 70 70 3 0 B(67) | AE | 67 3 647 61| 62 81| e0®®f10/1| 59 |[11]1
R 42 SFR 1 66 ¢ 69 69 0 70 70 4 0 B(67) | AE | 70 0 68 2 64 6|1| 62”"[8|1]| 60 |[10]1
R 43 SFR 1 66 © 69 69 0 70 70 4 0 B(67) | AE | 70 0 68 2 64 61| 6177 1] 60 |10f1
R 44° S04/ SFR 1 64 F 67 67 0 68 68 4 0 B(67) | A/E | 68 0 67 1 64 4 61RT| 71| 59 9 (1
R 45 RIW SFR 1 66 © 69 69 0 70 70 4 0 B(67) | A/E | 70 0 70 0 67 3 63RT| 71| 61 91
R 46 SFR 1 66 © 69 69 0 70 70 4 0 B(67) | AJE | 70 0 67 3 63 7|1| e0RT|10| 1| 59 11
R 47 SFR 1 67 ¢ 69 69 0 71 71 4 0 B(67) | A/E | 70 1 67 4 63 81 e1RT[10| 1| 59 12(1
R 48" SFR 1 67 ¢ 70 70 0 71 71 4 0 B(67) | AE | 65 6|1 62 91| 60" [11|1| s9R5f12|1 [ 58 |13]|1
R 49" SFR 1 68 MLRCAL 70 70 0 72 72 4 0 B(67) | AE | 65 711 627 |10|/1| 61 |11|1]| 59R°(13[1 | 58 141
R 50" SFR 1 72F 71 71 0 72 72 0 0 B(67) | AE | 68 4 64 81| 627 |10|1| 60R%|12| 1| 59 13| 1
R 50A SFR 1 72F 71 71 0 72 72 0 0 B(67) | AE | 72 0 70 2 68 4 64% [g8f1] 62Y |10| 1
R 51 MFR 2 74F 73 73 0 74 74 0 0 B(67) | AVE | 72 2 70 4 68 62 esR°[9| 2| 62Y |12]|2
R 52 SFR 1 74 MST6 73 73 0 74 74 0 0 B(67) | AIE | 69 5(1| 66 8|1| 64 |10|/1| 63R°[11| 1| 61Y [13]|1
R 53° SFR 1 73F 72 72 0 73 74 0 1 B(67) | AIE | 67 71| 66 8|1| 64R°|10(1| 62 12|11 60V |14 1
R 54" SFR 1 68 ¢ 67 67 0 68 68 0 0 B®67) | AVE | 647 4 62 R 6|1]| 61 711 59 91| 58 10(1
Notes:
1 - Leq(h) are A-weighted, peak hour noise levels in decibels. 7 - Property owner has declined the placement of a soundwall along this property.
2 - Land Use: SFR - single-family residence; MFR - multi-family residence; C - Critical design receiver.
SCH - educational center; REC - recreational. R - The minimum height to meet feasibility requirements of Department's Noise Abatement Criteria.
3 - M- Measured noise level; STxx or LTxx - measurement site number; E - estimated noise level. T - Minimum height required to block the line-of-sight from the receptor to truck exhaust stacks.
4 - S = Substantial Increase (12 dBA or more); A/E = Approach or exceed NAC. U - Unable to block the line-of-sight path from the receptor to truck exhaust stacks.
5 - Barrier height needed to meet requirements at adj